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Associated Villainies " 

This is a sweet and soothing epithet to apply to a corporation, 

and is t aken from the political phraseology of the hour out in San 
Franci sco. It is needl ess to say that the street railway,, come easily 
within the purview of the dam natory epithet. There, as in New 
York, gl ib acc usa tion has been ri1ade without any proof, and so 
far as we can judge a t this distance, is equally susceptible to prompt 
and indignant denial. Not long ago we noted in these pages the 
proposals that were being made to gouge the street railway com
panies in San Francisco by demanding that they should assume 
street lighting in addition to their other burdens. The companies 
obj ecting to further taxation, a plan has been brought forward 

---...-_ . of municipal operation, and the public ownership of the Geary 
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Long Distance Trolleys 
T he modern and latt er -day tro lley systems are already familiar 

iz ing people with the idea of cars operated from a central source 
of current, an d as a matter of fact , the power plants generating 
polyphase current, which is stepped down and converted at r emote 
sub-station s for use on loca l lines, have now become so numerous 
that they exci te little surprise. As our readers know, in some in
stances this form of alternating current is being employed directly 
at the point of utilization, but that work is confessedly of an 
experimental character. While it is magnificen t, as the French gen
eral sa id as he watched the charge of the Light Brigade at Bala
klava, ••it is not war," a t least not at present, and there is great 
likelihood that a long t ime will elapse before anything but direct 
current is fed to city troll ey systems. Condit ions favo rable to 
high pressures out in the open country fail of application in cen
ters of crowded population, served by ca·r s under short headway 
and liable to incessant stopping. 

But while polyphase current may not now be considered within 
the domain o f practical politic.s in street railway work for " t rolley 
wire" purposes, it is developing some startling and spectacular 
aspects on the side o f tran smission. The work r ecen tly accom
pli shed in California, while it may bear more pert inently on the 
problems of the steam railroad engineer, who is slowly turning to 
electricity, has its importance also for street ra ilway managers. 
California is a r egion of small water flow. but high "head," as com
pared with the r es t of the country, where water is o ft en abundant, 
but the ' 'head" is low. Fuel is expensive, moreover , on the Pacific 
Coast, and as the masses of population are distant alike from fuel 
supplies and the water powers, an evolution along the line of high 
voltage transmi ssion has been inevitable. To-day, the Bay Counties 
Power Company, which is utilizing the power in the Sierras. 150 
miles east of San Franci sco, is branching out with it s circuits in 
every direction, and has now put it s current within reach of half 
the population of the State. U sing potential s of 40,000 Yo lts and 60,-
000 volts, it develops current at Colgate on the North Yuba River, 
and supplies it as tar away as Oakland, 140 odd miles; an d not 
con tent with propelling street cars there , it has gone e:ven further, 
to San J ose, 18-1 mi les from the central source of ene1:gy. 

Such work as thi s cannot be d ismisseJ as sen sation al. It must 
be looked squarely in the face by all who are de,·oting their t ime 
and money to the perfection of the s treet r ai lway. For it ought to 
be born e in mind that what is thus done with water power is like
wise wi thin the easy reach of coal and oil supplies. The circuits 
in Ca li fo rnia not only traverse all kinds of wild mountainous 
country, but are strung across broad est uaries, like the Carquinez 
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Straits. \\'here the steel cables hang in high mid-air over a mile from 
shore to shore. So far as we are aware, the work of the Bay 
Counties Company marks the present limit. \Ve have yet to hear 
of any other place where trolley cars are deriving their current, as 
do those in Oakland, from a generator 140 miles away; but what 
has been done there, apparently on sati sfactory terms, with ef
ficiency and economy, is within grasp of street railway managers 
elsewhere, and we believe the California example will be freely 

copied. 

The Week's Progress in Chicago Franchise Matters 

More real progress has been made the past two weeks toward 
settling the Chicago stree t railway franchise matters than at any 
period since the question was first taken up. The co nfe rence of 
General Manager Robert McCulloch, of the Chicago Ci ty Railway 
Company, with the counci l committe e on local transportation , 
which has already been noted in these columns, marked th e be
ginn ing of the progress. S ince that time the committee has held 
a sess ion at which many important things as to the policy of the 
committee were decided. The fo ur-cent fare for standing 
passengers matter was " dropped like a hot potato," as a local 
newspaper put it, because "the proposition has been lingering in 
the throes of death for three weeks, and it finally expired because 
there were no physicians on the com mitt ee who would lend a help
ing hand to the atrophied patient." The payment of a percentage 
of gross receipts to the city was favo red instead. The committee 
was unanimous in favo r of the abandonment of the cable and th e 
use of the underground trolley in the downtown districts. The 
commi ttee favored the granting of franchises to the fu ll allowable 
term of twenty years, with a proviso that the ci ty may buy in th e 
lin es at an appraised valu e in ten yea rs , if the voters of Chicago 
decide that they want to try municipal ownership , and legislati ve 

power to do so should be obtained. While the committee is 
attempting to approach a settlement on a practical basis, accept
able t o the companie s and to the public, th e Mayor pursues 
a dog-in-the-manger policy, and says he will do nothing unti l the 
State L egislature passes an act empowe ring the city to acquire, 
own an d operate street railways. In th e m eantime h e is doing 
ne rythin g in hi s power to hinder the work of practical se ttle 
me nt , whi le doing nothing in that direction himself. 

How to Hold Up Cars 

The re is one fundamental principle" in all law, equity and justice. 
namely, that an aggrieved party shall not take into his own hands 
the pronouncement of sentence and the infliction of penalties. We 
{:annot, therefore , ex tend our approva l to the judge who, in St. 
Loui s lately, dismi ssed the case against a man who, after several 

<:ars had passed him on a cold and wintry night, threw stones into 
the windows of on e in order to make it stop. The remedy was ef
fective. as far as it went, for the car came back, not that it might 
"take up" the assailant, but in order that a policeman might do 
so. Next morning the police justice let David off, merely remark
ing to him: " You ought to have used a Gatling gun." \Ve recall 
a case where someone similarily offended put big stones on the 
track, but we must con fr :;s that to us the revenge seems a far 
g rea ter crime aga inst public moral s than the presumed failure of 
sen· ice that causes it . Not long ago it was testified in Glasgow that 
many of the telephone instruments there got out of order, because 
when Central reported the line bu sy, the irate Scotchmen began 
to "throw the caber," and hurling the in struments aga in st the of
fice walls. at once put the receivers and transmitters hors de 

co111bat, an d spoiled the mural decoration s. Obviously, if a street 
car passenger. every time he is hurt, offended or aggrieved is at 
liberty to fli ng red sandstone at the car, puU revolvers on it, or 
play all over it with Gatling gun s, life may be made very interesting 
for the neighborhood, but the street car schedule will amount to 
le,s than it did before. Redress surely does not lie along the line 
of violence. 

Trolley Vegetables 

The application of electricity to the stimulation of plant life has 
for some years past been a delightful fie ld of research. Probably 
no scienti st has yet been able to sum up the exact results, although 
many would be willing to admit that the current does st imulate .. 
Another analogous fie ld of inquiry-one in which, for example, a 
social economist, like Oscar T. Crosby, revels-is that of the effect 
of the t rolley on country and farm life. If we are to believe the 
newspaper s, one Michaelis Quentesky, a Bohemian truck farmer, at 
N ew Egypt, N. ]. , ha s harmonized both investigations, although 
his synthesi s may not be calculated to br ing much comfort to the 
mind of the average trolley manager. It is stated that for some 
t ime past his extraordinary radishes, cabbages, tomatoes, potatoes 
and beets have been the marvel and envy of the neighborhood. All 
around him were farmers who were wasting their substance in 
riotous indulgence in fancy fertilizers; but no matter how richly 
they manured they could not equal Quentesky in either the quality 

of their crops or the shortness of time necessary for redundant 
fructification. Meantime, it is a lleged, the trolley company ad
jacent was suffering from loss of curren t and depress ion of spirits 

in consequence, for the cars could not be induce<l to crawl thro ugh 
the region faster than a tramp would go. W hen at las t investiga
tion was made, the trolley feed wire was found tapped, and from it 
ra n an ingenious sys tem of subsoil wires, with which the little 
Bohemian was "doing the trick." If this be true-and we are not 
cas ting any doubts upon the narrat ive-trolley companies might 
find a new source of income in supplying electric fert ili zer to the 
farms they cross; for the insurance regulations against tapping 
trolley circuits would hardly apply out in the open fie lds. Q uen
tesky is now being prosecuted, it is said, for larceny of current; 
but may he not prove, by his originality, a benefactor of the race ? 
Vegetables are very high in price, and he who will cheapen them 
by adding to quantity and quality wi ll not have lived in vain. 

Two Dollars a Kick 
Considerable interest was created last week by the announcement 

in the daily press that a certain prominent street railway company, 
tired of the annoyance caused by t rivial and frivo lous co mplaints 
against employees on the part of th e publi c, had decided to de 
mand a deposit of $2.00 as a guarantee of good fa ith with every 
lett er of complaint against an employee. The complaint was then 
to be investigated, and , if fo und to be just, the money was to be 
re turn ed to the complainant , but if the charge was fo und to be 

groundless, the money was to be turned over to the accused em
ployee. A number of our wise contemporar ies among the daily 

press immediately commenced to cri ticise the rul e, declaring it a 
violation of th e constitutional right of the American citizen to 
ra ise his voice in protes tation on any and all occasions when he 
considered his rights infringed, or his feelings trampled upon; 
and many managers in other cities were interviewed as to their 
opin ion of the alleged rule and th e advisability and possibility of 
enforcing it. Independent of th e just ice of a rule of this k ind, the 
discussion on it seems to have been entirely unnecessary, from the 
fact that no such ru le was made by the co mpany purporting to 
have decided upon it. The facts in the case are that at a meeting 
of th e employees of the company, at which th ere was but a small 
representation. the question was raised by one of the men as to 
the advisabi lity of such a rule, and the statem ent was made that 
such a rule was in force in som e other ci t ies, and was g iving satis
faction. T he manager of the company. who was present, promi sed 
that he would take it under consi deration , and from this slender 
statement some of those at the m eetin g a,ssumed that the rule 
had been adopted forthwith. As an actual matt er of fact, the rule 
wi ll not be adopted on that road. c-t':- tainly fo r the present. Our 
own opi nion of the subject is that this proposed regulation is 
one of t hose things which is eminently fa ir in theory, but one 
which from its nature can ha rdly be en fo rced. It is certainly un

just to oblige a railway company to investigate all the circum
stances every time some supersensi tive passen ger believes that he 
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has not been treated with the courtesy and deference which the 
five cents which he has paid for fare entitles him, and it is equally 
unfair to the accused motorman or conductor to require him to 
face utterly groundless charges. No one who has not actually had 
charge of the complaint department of a street railway or other 
public service corporation can have any idea of the ridiculous 
grounds of many of the complaints that are made. The great 
majority of passengers seem to believe that every car should be 
run for their personal convenience, and that every employee 
should treat them with especial consideration, and as the entering 
of a complaint involves no responsibility and no inconvenience to 
the person making it, he usually does it under little provocation, 
or none at all. It is safe to say that 99 per cent of the com
plaints sent in to a street railway office against employees are 
unworthy of consideration. and a large majority of them would 
never be made if the complainants had looked calmly at the merits 
of the case from their own standpoint and that of the 
conductor. Nevertheless, if any attempt is made to throt
tle this safety valve of an unrighteous indignation, the 
public will consider itself affronted, and for the sake of this feel
ing, as well as to ensure the receipt of the r per cent of fair com
plaints, we doubt whether it would be advisable to enforce a 
money deposit with each charge. While such a step may, there
fore, be on the whole unadvisable, and while we believe that it is 
good policy to answer courteously every letter of this kind sent 
to a railway company, we believe that complainants by letter 
should be required to do something to $how their sincerity and good 
faith. It is not unreasonable, for example, for the company to 
sfate that it requires, before considering a complaint, that the com
plainant should come in person to the office of the company and 
show that he is in earnest by facing the conductor or motorman 
against whom the charge is made. Anyone who is unwilling to do 
this certainly has no grievance which is worthy of consideration. 

The Limits of Surface Transportation io Cities 
It is becoming a serious question now in most of the large cities 

of this country as to whether there is a point of maximum possible 
growth of city transportation, that is. of gross receipts. and 
when this point will be reached. Given a particular system, an in
crease of its traffic is possible in only four ways: By carrying more 
·passengers per car; by adding more cars; by running them at 
higher speeds, and by adding new routes. At the present time each 
one of the first three of these methods has reached its possible 

maximum in many, if not most, of the largest cities on certain 
routes. The length of the car at present standard in most cities 
is about as great as one conductor can take care of, so that there 
is no opportunity of adding to the passengers per car. The maxi
mum number of cars which can be operated is, of course, restricted 
by the number which can pass the busiest intersection or crossing 

on the route. Finally, the highest speeds attainable by electric cars 
in city streets seem to have been reached in most cases, in view 
of the conditions on the highways, the number of stops to be 
made, etc., although there is a possible increase attainable here, 
where only two motors are used per car, by a gain in the quick
ness of acceleration when all four axles are motor driven. It 
would seem, then, that independent of the natural increase in 
population which a city may enjoy, the gross receipts of a railway 
company, under the conditions named, certainly so far as its main 
thoroughfare or main thoroughfares are concerned, will be 
reached when the conditions mentioned above ar~ fulfilled, unless 
some steps are taken in the direction of the fourth alternative. An 
increase in its suburban mileag..:, where the naturally objective 
point of travelers on such lines are places on the already con
gested division, will only aggra,·ate the trouble, so that would-be 
passengers will be forced either to walk or to patronize a parallel 
steam railroad, which may not be so convenient, so far as sched
ules or termini are concerned, for their particular purpose. 

The latter fact that people will patronize a less convenient and 
accessible route, if by so doing the total time taken for the 

journey is less than that on the more direct line, throws light on 
the only available solution of this problem, that is the installation 
in some way of new routes though the congested portions of the 
city. In nearly every city there is one main thoroughfare, which 
carries most of the passengers, and if it is po ssible to throw part 
of the traffic of this street on to a parallel line , the conditions will 
be greatly ameliorated. In other words, instead of carrying all, or 
the greater part, of the passengers into the principal business di s
trict on one line, it should be the aim of a railway company to 
transfer a good part of this traffic to one or two lines on either 
side of the main thoroughfare, and force passengers to use them 
by turning in on to these lines cars from some of the outside 
feeder divisions. If necessary, some, or even most , of these down
town business routes need not be extended quite to or even to 
within a block of. the main business district, but could terminate 
in a loop three or four blocks away, so that the passengers could 
conclude their journey on foot. Such a proposition will usually 
at first raise a storm of protest from those who have been in the 
habit of taking their cars at certain points, but if the public 
that by the new plan better time can be made, and the cars are 
less crowded, the habit soon becomes formed of taking the car at 
the new terminus, even if it involves a slightly longer walk. 

When all the available room on the surface, including these side 
streets, is occupied, the only final solution is, of course, to go 
underground or overhead. The train density can, of course, be 
much greater under these circumstances than on the surface, as 
one line on a different grade will, naturally, be able to take care of 
the same traffic as several surface lines. This is. of course, how
eYer, only an alternative to be adopted as a last extremity. 

One possible method still remaining is to install four tracks on 
the main thoroughfare , provided it is broad enough. We know 
that a proposition of this kind would usually excite a good deal 
of opposition at first, but its advantages in the way of rapid transit 
are so patent that if it can be shown that such a step would be a 
manifest benefit to the community at large, a sober second thought 
would undoubtedly result in its acceptance. ·where two com
panies operate in the same city over a broad avenue, it is by no 
means uncommon to have four tracks through the street, and there 
is no less reason why one company should not operate four tracks, 
if four are required. The inside tracks could be reserved for the 
long distance cars. and while stops would have to be made to re
ceive passengers, in leaving the city and to discharge them on the 
in trip, such stops would not have to be so frequent as on the out
side tracks, which would be reserved for the shorter-haul pas
sengers. In some respects it might be claimed that this arrange
ment would introduce an element of danger to persons waiting 
for or leaving the cars on the inside tracks, as such passengers 
would be obliged to cross an active track to reach the cars they 
de,;ire; but there are many streets in this country containing iour 

or more tracks, notably the Bowery, in New York; Canal Street. 
in New Orleans, and l\Iarket Street, in San Francisco; and ,ve 
have never heard that the accidents under these conditions are 
g reater, in proportion to the mileage, than elsewhere in the same 
cities. It will be remembered that usually the distance for which 
four track,s will be required is comparatively short; that being in 
the congested part of the city the cars will naturally have to run 
at a slow rate of speed, and that the public soon lea rns, in cases of 
this kind. to take such additional i;irecautions against injury as are 
required, assuming that any further care is nece ssary to avoid ac
cident. There are many cases where the installation of four tracks 
on a congested city street is perfectly feasible, and where ~uch a 
step would almost double the carrying capacity of the line. and 
at the same time accomplish wonders in increasing the speed 
schedule. It may not be the best plan to follow if other parallel 
streets are available to which a part of the traffic can be dinrted. 
but in the absence of such an alternative it certainly presents the 
most logical solution of our modern city problem of car conges
tion , without compelling a recourse to either the ele,·ated nr sub

surface road. 
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A Plan to Reduce Congestion on the Brooklyn Elevated 

The elnated syste m of the Brooklyn R apid Transit Company 
has fo r some time bee n more o r less cramped fo r o perating space 
on the Myrtle Annue divi sio n r eachin g to the Broo klyn Bridge. 
A large part of thi s conges tion 1s cl ue to th e fa ct th at th e Lon g 
Island. Fifth Annue. Bay Rid ge. Borough Pa rk, and o the r 
trains which r each t he suburban districts have been required to 

FLATBUSH AVENUE AND FULTON STREET 

cross F ulton Stree t and use th e I\ 'I yrtle Avenue and A da;11s Street 
li ne as th e only mean s uf reachi ng th e Bridge. Th e t raffic on 
F ul ton Street, which aLco mmodates th e East New York serv ice, 
fo rm erl y the Ki ngs County lin e, is n ot h eavy enough to cause any 
delay in lower F ulto n Stree t. even th ough it should be increased 
to a consi derabl e extent. and a plan has bee n pr o posed wh ere by 
th e Fifth Ave111.1e and oth er tr ains using the F lat 
bush An'nue branch may be diY erted to the lower 
end of F ulton Street, a nd so r each the Bridge wi th
out using the congested Myrtl e A\·en ue road. In 
o rder to bett er di scuss thi s prop osi tion, the en
g in eer s of the co mpany have drawn ont the co n
necti ng li nk between the Fl atbu sh Ann ue and 
Fulton Avenue lines, as shown in the accompany
ing engra\"ing s. 

T he two roads where they cross at Fla tbu~h 
Avenm are at differe nt grades. the Fl atbu~h 
Avenue lin e passi ng under the Fulton Street road, 
I n th e illustration, the o bsener is looking south 
on Flatbush Avenue. and ;is will be see n, this 
road aftl' r pa ssing under the Fulton Stree t st ruc 
ture ri ses consi derably in level. quite a grade be
ing n ow presen t at this point. In th is wav the 
difference in level b etween th e two ends ~f th e 
proposed conne ction is not as great as at fir st 
though t would appear nec essary, it ha-vi n g been 
calculated by th e engi nee r s t hat by carryin g bac k 
the intersection but a fe w hun dred fee t an incline of 
2 per cent is quite suffici ent to r each th e upper leve l 
of the F 11l ton Street mai n lin e. 

In conjunction with the bui ldfo g of t h e new con
nec tio n, it is intended to close up a number of sta
tions on the elevated road so that th e train s as thev 
approach the b ridge may be of a stric tly expres·s 
natu re. T his ha s caused considerab le di sturbance 
a mong th e m erc han ts of the terri to ry a ffected. 
but it is th ought t hat th e g reatly r educe d 
schedul e which woul d be made possible by th e elimina
tion of a number of these stop'.: whi ch are of bu t littl e 
impor tance ei th er o n th e uptown or downtow n t rack ~. will g reatly 
ben f' fit the majority of the elevated's patrons. I t is th e policy of 
the Brooklyn Rap id Tra nsit Company, unde r th e peculi ar condi
tions which exist in the operat io n of it s system . to fo ll ow t he 
rule of proYidi ng the g reateq ieood to th e g reatest numb er , and 
it claims in thi s conn ec tio n that th e surface ca rs are quite 

sufncient to handle all the t raffi c whi ch will be div erted from the 
eleyated by the cl osing o f a few stations. In an in terview wi th 
Genera l I\lanage r Brackenrid ge, published in the Brooklyn Daily 
Eagle, he is quoted as foll ows : "We want to build thi s incli ne 
that the runnin g t ime on both roads may be reduced , and more 
espec ially that th e congestion of train s o n Adams Street may 
be a\·oided. As thin gs are now, th e h eadway on l\iyrtl e Avenue 
below the poin t where th e F ifth Avenue and L o ng I sland trains 

turn in is fo r ty-fiye second, . This cannot be 
lessened. O n the K ings Coun ty, on th e other 
hand . the headway now is about three m inutes. 
Th e Fifth Avenue train s ca n easily, th erefore, 
be run in between the Ki n gs Coun ty t rai m . T h e 
inclin e is. of course. both practicable and feasi
ble, N a~ urally there is opposition to our clos
ing some of the eleva ted stations. The man 
\\ ho ha:;, h is store just in back of the pl aces 
where th e outlet fro m these station s is does n ot 
care to see them closed up. B ut th ey don' t use 
the ele \'ated roads a g reat deal, and enn if they 
did, are they no t an insignificant part of the 
mass of the pe ople who desire to get to Man
hat tan in as little ti m e as poss ible? Don't you 
think it is a small and petty interest th at will 
o ppose it self to th e good that is to be a ttain ed 
by the g reat majority of t he· people?" 

Th ere are at presen t two sta tion s near the 
junction of F ulton Stree t and Fl atbush Avenue. 
It is intended after maki ng th e proposed con
nection to buil d on e large unio n station at this 
poin t. vVh en th e twu lin es were buil t th ey were 
operated by separate compani es. and indi vidual 
sta tion s we re natural, but now that they are 
bo th un de r one management a union stat ion 
would se rve th e interests of both railway com
pa ni es and its patrons to much g reater advan
tage. 

T he illustrati ons which are presented h ere-
with show the g reat care with which th e 

o ffi cials of th e B rooklyn H eights R ail road Company work 
o ut any prop osed change in the system. It sh ows the intended 
chan ge in a mo st perfec t mann er. T h e in spection of 
maps and elevations of the stru cture is very often mi s
lec1 din g to peopl e who ha\'e no t had a technical train in g, but 
such r ea li sti c , ,1ews as th e accomp anyin g have con siderable 

PROPOSED CONNECTI ON OF ELEVATED ROADS 

effec t in p reve nting undesirable opposition to improvements by 
persons who cann ot understand th e benefit s to be derived, and 
wh o are fearful that som e encroachm en t will be made on their 
ri ghts. It is expected that work on thi s new conn ection between 
the Flatbush Ann ue and F ulton Street structures will b e com
m en ce d in the near future. and ~ hearin g is now being h eld before 
th e Nt>w York State Railroad Commi ssion ers to legalize the 
abandonment of the sta tio ns which it is de sired to discard . 
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The Use of the Train Diagram in Determining the 
Best Location of Power House and Sub-stations 

for Interurban Railways* 

BY EDWAR D P. ROBERT S 
T he special obj ect of this article is to indicate something ~f th_e 

value of a t ra in sheet, and as supplementary to the presentation it 
seemed advisable to present a brief, and necessarily incomplete, 
o utline of the more usual factors to be considered in connection 
with the design of an interurban electric road. 

A train diagram, sometimes call ed a "despatcher's diagram," is a 
g raphical representat ion of the ordinary tabul ated time-table of a 
r ailway. T he path of each train is so drawn as to show not only 
its t ime of arrival and departure from the various stations, but also 
the location of each tra in at any and a ll times. T he length of the 
road and distances between stat ions are plotted to scale as ab
scissre, and the ordinates represent duration of time-ho~1zontal 
lines being drawn on even hours, halves or quarters. Diagonal 
lines are drawn to represent the paths of the t rains. 

Referring to F ig. 1, "A," " B," "C," " D," etc., are used as the 
names of towns, fhe respective di stances between which are indi
cated and drawn to scale. " A" is a large city, and the interurban 
cars were to operate over a portion of the city lines, and the sched
u le speed of the interurban cars while on such lines wa s necessarily 
t aken the same as that of the city cars. Commencing at 12 o'clock 
t he hour and half hours are represented by horizontal parallel lines 
equally spaced- the lower lines represent ing the later hours. T he 
schedule of the car starting from "A" at 12 o'clock is shown by the 
diagonal line descending from the upper left-hand corner of the 
diagram-this car passes " B" at r :05 o'clock, " C" at 1 :20 o'clock, 
etc., arriving at " H ," the end of the road, at 2 :55 o'clock. T he 
return trains are likewise represented, except that the diagonals 
slope in the opposite direction. T he figures herein given are taken 
from diagrams which were used in the actual design of roads, the 
length of original diagrams being from 18 ins. to 36 ins. in length. 

The making of the profile and the train diagram are one of the 
fi rst steps in the design of the equipment of a road, and the diagr~m 
remains a close companion of the engineer until the complete eqmp
ment is decided upon. Its frequent use will be realized by con
sidering briefly the problems ar is ing in the design of an electric 
road. A discussion of the questions involved in determining the 
location of the power house and sub-stations is given below, and 
each question is considered irrespective of the use of the diagram, 
the outline of di scussion showing, as nearly as possible, the order 
followed in actual design. 

T he fir st important question ar ising is whether to use direct-cur
rent generators, or an alternating-current system, the latter current 
being converted into direct current at the sub-stations. The prin
cipal factor in determining this question is the length of the ;oad. 
T he practical limit in distance to which current can be economically 
supplied to cars at the ordinary voltage is from ro miles to 12 

miles and if the power house be located in the middle of the road, 
£eedi~g each way, this would make the usual advisable limit for a 
direct-current system 20 mi les to 24 miles. With the modern im
provements that have been made in alternating-current machinery 
the use of the direct-cur rent system ( even with a booster for in
termitting load at one or both ends of road ) would seldom be em
ployed on roads over 30 miles in straightaway length, except when 
for reasons later mentioned more than one power house is used. 
The al ternating-current system may be advantageous even on a 
road in the neighborhood of 20 miles in length if the traffic is heavy, 
and whether or not storage battery be.used, but for interurban roads 
the traffic will seldom justi fy its use. For roads 20 miles or 30 
miles long the decision as to whether to use direct current or al
ternating cur rent requires a preliminary study, in which both de
signs must be considered, and in which the location of the grades 
and the size of the feeders necessary to climb same at the speed 
required to maintain the schedule will be an important factor. 

Even when the length of road to be built at fir st does not justi fy 
an alternating-current system, the probability of future extensions 
may demand same. Great care must here be used to ascertain 
whether the apparent probability is a real one ; for a des ign to ac
commodate a future extension may make an expensive and uneco
nomical present arrangement because of providing an alternating
current system fo r what would otherwise be a more economicaf 
direct-current system, considering interest on first cost or operat
ing expense, or both . 

A road the len gth of which would otherwise justify the use of a 
d irect-current system may necessarily or advisably, fo r reasons men
tioned later, have the power house located too far from the middl e 
o f th e road to take care of the more distant end, and thus necess itate 
the use either of alternating current or of a booster , either with 
or without a hattery fl oating on the line. 

• Abstracted from the Stevens Institu te In dica tor. 

If, in addition to supplying the road, a considerable demand is 
made for light or power, the distance of such demand from the 
power house may be a determining factor as to the use of a direct
current or an alternating-current system. If in the case of a long 
road where there are several towns where exhaust steam can be 
used for heating purposes, the direct-current system may not be 
applicable, but such conditions are unusual, and require the most 
careful consideration in order not to be led astray. 

At all times the water supply, as to quantity, quality and relia
bility, and the obtaining of fuel, must be considered. 

Other considerations frequently arise in the design of a road that 
considerably affect the solution of the question under consideration, 
and sometimes they determine definitely the answer, but the fore-
going are the most usual determining factors. . . 

The location of the power house, and the sub-stations, 1f alter
nating current be used, may be discussed for both direct current ~nd 
alternating current under the same general heads, but the applica
tion of the reasoning in the two cases makes it preferable to con
sider each separately. 

Since a road with more than one direct-current power house is 
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to-day, and is becoming more and more a design to meet special 
and unusual conditions in the fo llowing only one power house 
will be considered for direct-current roads. If the use of direct
current generators is decided upon, the economy of power de
mands that the power house be located at the center of gravity 
of the system. The center of gravity is continually shifting with 
the chan o-ing location of the cars on the road, arid depends upon 
the amoint of current each is taking, and this rapidly varies be
tween zero and a maximum of two or three times the average. 
From the train diagram this center of gravity can be readily de
termined for different location of cars, and an average found for 
most economical location of power house. Where the road is to 
have a future extension not of sufficient length to justify an 
alternating-current installation, due consideration must be given 
such extension when locating center of gravity. Sometimes, 
when the road is not straight, the feeders may take a short cut, 
and same should be noted when determining center of gravity. 
Frequent excursions, o r high speeds on a particular section of the 
road, distu rb the usual center of gravity, and if the same be near 
the end of the road and a booster be necessary to keep up the
voltage, the economy of the boosters should be considered off-. 
setting the cost of ener gy, and interest, depreciation and repairs; 
on machinery against in terest on copper. 

A most importan t factor in locat in g the power house is the· 
practical voltage, and th is, at present. is 450 volts to 550 volts at 
the motor. The power house at the center of gravity, as above 
determined in consi dering economy of power, will give the best 
distributi on of voltage on the line where the load is evenly dis-
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tributed. Frequent excursions on a particular section of road not 
only disturb the center of gravity, as above noted, but if same be 
distant from the power house, the effect upon the voltage may become 
a serious matter. Likewise a lowering of voltage, due to high 
speeds on a distant section of the road, is more objectionable from 
the standpoint of voltage regulation than from that of economy 
of energy, because the low voltage cuts down the speed and inter
feres with the operation of the road. A long, steep grade, or the 
passing of cars at a distance from the power house, injuriously 
affects the voltage regulation. Excursions, high speeds, steep 
grades, passing of cars, etc., demanding large currents on a dis
tant section of road, should be considered in the light of voltage 
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regulation when locating the power house, a distinction being 
made in the effect they produce as viewed from the standpoint of 
economy of energy and of the regulation of voltage. 

Many and varied questions will arise affecting the economy of 
operation for different locations of the power house. Two im
portant factors in the operation of a road are: 

First.-The convenience of the power house being located 
near the car house and general offices. 

Second.-The advantages of same being near the principal town 
or city on the road. The first cost is important in locating the 
power house, but ordinarily this will agree approximately with the 
location as decided by economy of power and voltage regulation. 
Sometimes the problem becomes more difficult in deciding be
tween two or more designs which involve the use of boosters, 
storage batteries or more copper and a different location of power 
house for the various designs. Such designs must be worked out 
more or less in detail for comparison. 

The cost of real estate may (though not often for interburban 
roads) affect the location of the power house, and shift it from 
where it would otherwise be best located. For this reason it is 

power house. If it is practicable to have a spur to the powt:r 
house from such road as is the natural coal road run, and thus 
avoid all other switching charges, it is, of course, advantageous 
because belt line charges, transfer charges, etc., add materially to 
cost of operation. 

With the use of the alternating-current system, the question 
arises as to how many sub-stations shall be employed. This can 
be approximately, and sometimes comparatively readily decided 
by considering only the straightaway length of road, and the 
practical limit to the distance of feed ing direct current. If the 
question seems to be between two designs, one employing more 
sub-stations than the other, then the details of the financial side 
of the question must be worked out-the additional labor, de
preciation, repairs and interest in the one design being compared 
with that of another. 

The number of sub-stations must be considered in connection 
with the best location for the power house, and also depends upon 
the location of the grades and the crossing points, and especially 
the location of any branch lines. 

The location of power house and sub-stations for the alternating
current system depends upon the same general principles as dis
cussed for the direct-current system, but the application becomes 
more complicated. To deliver power with the greatest economy, 
the most advantageous division of the road into sections, each to 
be fed by a sub-station, is of great importance. It is evident 
that the longer a section is, the be tter the :oad factor will be on the 
station feeding such section, but the length of the section is 
limited by the distance the direct current can advisedly be fed. 
If the road is branched, the load factors will be improved on a 
station if same can be placed at the junction. 

Where more than one sub-station is used, it is evidently advan
tageous, if otherwise not inadvisable, to locate the power house 
at the center of gravity of the transmission system. 

The advisable minimum direct-current voltage to be furnished to 
the car motors is an important factor in determining the number 
of divisions in the road, and what has been said under this head 
relative to the location of the power house for direct current ap
plies equally well for the alternating-current system, except that 
in the latter case a division is considered instead of the whole 
road. However, a difference should be noted in that where two 
stations are tied together with direct-current feeders, each sub
station takes more or less of the load beyond the half distance from 
same, and, ther efore, for the same cross section or feeder, the 
voltage is better maintained than would be the case for a direct
current power house feeding one-half the length of such section. 

In locatin g the power house for a direct-current system, the 
possible locations are usually comparatively few, but in locating 
the sub-station s for an alternating-current system it is generally 
practicable to place same at almost any point along the road, and 

FIG. 3.-TRAIN DIAGRAM FOR ROAD WITH A BRANCH 

seldom placed within a town or city, but located n ear same, and 
it is preferable to be outside of the city because of taxes. 

The natural or existing causes for shifting the power house from 
a point otherwise desirable may be somewhat varied, such as a 
marsh, a mountain, or other obstructions to a good site, but the 
principal and most usual ones are the supplies of water and fuel. 
The former is all important, and has destroyed the practicability 
of many an otherwise advisable design. If the fuel is taken from 
a steam road, the cars may be transferred to the electric road and 
carried several miles without great cost, but where the coal 
supply is brought upon water, the transfer to cars is expensive, 
and, if possible, the coal barge should unload direct into the 

therefore the relative first cost and cost of operation of a consider
able number of possible solutions of the problem should receive 
more or less careful consideration. 

The economy of operation is very closely allied to the first cost, 
and must be considered in conjunction with same-the interest 
on the first cost being balanced against the expense of operation, 
while depreciation, repairs, etc., are given their proper weight 
according to the nature of investment called for by the respective 
designs. What has been said for the direct-current system rela
tive to the economy or convenience of operation in the grouping 
of building and proximity of same to towns is equally true for the 
alternating current. There also arises here an additional advan-
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tage in having the sub-stations placed in the towns along the road 
when baggage is to be handl ed and tickets sold, for the sub-station 
att endant may act in a double capacity, since the machines r equire 
but little of hi s time. 

The supply of water and fuel app ly only to the power house 
and agree in general for both direct-current and alternating
current systems, except that for the lat ter the location of the 
power house may be substituted fo r any sub-station, and not dis
turb the direct-eurrent feed-only the high voltage tran smission 
losses being affected. · 

The foregoing is but a general classification of the factor s most 
frequently affectin g the location of the power house and sub
stations, though some other unusual conditions always ari se on 
every road, and are of more or less importance, som etimes even 
deciding the matter definit ely. For instance, the most important 
city on the line may demand in its franchise that the power house 
be located in or near the city. Excepti onal probl ems are con
tinually arising and t he engineer must adj ust his design thereto, 
giving due consideration to all. In order to obtain 

wise would be. The most objectionable grade is the long 3 
per cent grade shown at right-hand end of condensed profile, 
but thi s is not serious because it came in the city " H" where the 
motors will be run in se ri es. 

Fig. 3 shows a road of 56 miles straightaway leng th. At the 
station "H," marked "Junction," a ten-mile branch leads off at 
right angles. A diagram was made for the branch and used in the 
design, but is not givenhcre,as it simplyrepresent s one car making 
th e round trip hourly, leavin g the junction two minutes after the 
arrival of the last car, and on return arriving at the junction at 
th e same time as the fir st car-a two-minutes' lay-over being 
allowed at the end of the branch, and ten minutes' lay-over of same 
car at th e junction. Thus the arrival of the branch line car at 
the junction is simultaneous with that of the car coming from the 
shorter end of the main line, and the departure is at the same time 
as that of the main line car goin g toward the shorter end of the 
main line. 

Evidently thi s road require s the alternating-current system, and 

C ~ 
the best de sign he mu st stand in intimate r ela- A 
tion t o the finances of the road and have all the 12-lO k:---t-----=-===+---==--++------~~--- --,---,,---+-...:.:..:.-+-- :.:::__,.1 
information at tainable, for it is to the interest of 
both parties, not o nly that every dollar invested 
shall bring a maximum income, but that every 12:so 

chance for further profitable investment may at 
least be considered. 

The use of despatcher's diagram has merely been l:OO k---t----=,.+--=-==~===--++--------====----===::::;:::.,___..,,~----1-?.:...._-....,...,;.j 
suggested in the above outline of the factors de
termining the loca tion of the power house and sub
stations, and a few concrete examples will show 1.~0 

the importanee of same. "' s 
~ The profile as shown in Fig. 1 above the train 

diagram should accompany each diagram in ac
tual practice. It is given in the one figure only to 
show a convenient form of same, and but few re-
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FIG. 4.-TRAIN DIAGRAM FOR LONG ROAD WITH SHORT HEADWAY 

marks will be made r elati ve to it, as the effect of 
g rades on any road is apparent. 

Fig. 2 is the despatcher' s diagram of a road on which the 
design employed ca lled for a direct-current generating stat ion 
placed n ear one end of the road. In this figure is shown a com
plete round trip of a train leavin g each end of road at 12 o 'clock, 
and the location of all other trains between the hours of 12 o 'cl ock 
and 2 o' clock. In this, as in the other fi gures, the path of the 
trains for the hourly schedule is sh own by solid lines and for 
one-half hour h eadway the additional trains to be added are 
design at ed by broken diagonal lines. The initial length of the 
road being 16.72 miles, one direct-current power house would 
easily take care of the half-hour schedul e, and a glance at the 
diagram wi ll show that for economy of power and best voltage 
along line , the power h ouse would he located at or near station 
"B." But the determining factors in this case were the future ex
tension s to be made from the ci ty "C." There are two fut ure 
lin es to diverge from this city, which will leave the power house 
located in the fork of a "Y" instead of it s present un eco nomical 
point fo r di stribution. Also good wa ter was to be had at this 
point, an d a fuel supply from three steam roads. The power house 
is located just outside of the city limits, the offices bein g in the 
town, and the car hou se adjacent to the power house. Two gen
era tors and a motor booster wi ll be installed, each generator of 
capacity to take care of th e h ourly schedule. The diagram shows 
the passing points of cars for hourly schedule to be at the power 
house and at station "B." One genera tor with certain feed wire 
can very well take care of th e voltage on the hourly sch edule, 
for when the cars are pa ssing at stat ion "B" there is no other car 
beyond, and when one car is at furt her end of road the second 
ear is drawing in opposite direction from the power house. It is 
at the left-hand end of road where minimum voltage is obtained 
·for motors, but 1.64 miles of the extreme end is in th e town "A" 
where motors would be running in "series ," as the hi gh 
speed to which they are geared would not be permitted in town. 
Thus the voltage drop would be reduced and not serious in the 
town "A," and wh en this car is out of "A" th e feede rs have to 
take care of only one car for 12½ miles, which is not bad. Later, 
when the half-hour sch edule is adopted, the dia g ram shows for 
same a crossing point ten miles from power house, and a total of 
four instead of two cars on the road. T h e second generator will 
be used and the motor-booster will take care of th e voltage on 
the distant encl of the road. 

In Fig. I the power house and the two sub-stations are very 
we ll located as regards economy of power and dis tribution of 
voltage. "D" is a town of considera ble size, and the power house 
is located within city lim its of same. In the city "A" the int erur
ban- car will receive power from the street rai lway, and therefore 
the sub-station I is located nea rer the power house than it other-

the junction t ends to locate the power house near that end of the 
road. The hourly schedule wi ll fir st go into effect throughout the 
full length of the road, but a half-hour headway will soon be put 
in only on one end of the road, as shown in the left of the 
diagram. This tends to locate the power house away from the 
junction, which, with several other factors, determined the present 
design. The probability of the radiation of several branches from 
the ci ty "D," and the convenient supply of water and fuel, 
together with the advanta ge of being n ear the city, were sufficient 
to justify the present design. Also, the franchise obtained from 
this city for admission into sam e ca lled for the location of the 
power house near the city. This location of power house also 
gave a convenient di stance between same and a sub-station placed 
a t the junction, which has been noted as a point of economical 
distribution. As it happened, th e conditions of the franchise could 
be complied with in this case without affecting the best location 
of the power house and sub-stat ions. 

T h e cars are taken care of in the city, and by the street railway 
circuit, and no serious objections were met in placing sub-station 
2 approximately one-third the distance from the city limits of "A" 
toward the power house, as this gives good economy and voltage 
distribution. The sub-station is near a village on the road. 

Fig. 4 is a diagram for a road 34 miles in length, and having 
no branches, but a quarter-hour headway is to be maintained for 
4 miles on one end of the road, and power house supplied to a 
street railway system at the other end. The original design is 
obtained from several de signs worked out more or less in detail, 
called for a power h ouse to be placed at station "C," where water 
could be had, or a sub-station within 7 miles of the end at the 
right of diagram, and another sub-station at the city limits of 
"A." A small creek afforded the water supply at the power house, 
but the lay of land was such that a reservoir could be easily made 
and the same used for a lake for summer resort- thus building up 
traffic for th e summer months. 

Because of other considerations the power house had to be 
shift ed to station "B," where water could also be had and a lake 
made. This makes, electrically con sidered, a less desirable loca 
tion, for it is too far from th e city ''A" to use direct -current trans
mission to the center of the city railway system, and the di stance 
from the power house to th e end of the road in the opposite 
direction approximate the limit where two sub-station s arc 
needed. 

The final design called for sub-stations as shown in the diagram. 
The g rades were a considerable factor in this determination. It 
so happen ed that the total capacity of the electric machinery in 
the sub-s tati ons had to be materially increa sed. and the load 
factor s of th e machine decreased, more especially as to the rotaries 
in the power house and the sub-stations to the right. 
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W ith the power house at " C" and op erating hourly schedule, 
one car was always fed from same, but at ' 'B" there are two 
car s in this section for half an h our and none fo r the succeeding 
half hour. A lso the change placed more load o n the sub-station 
a t the right, and the power house was less useful in h elping at 
such time, as two cars between the power house and sub-s ta tion 
are both climbing grades. Also to maintain the voltage more 
fee d wire had to be installed. 

A n important consideration when deciding as to the location 
of the power house, and, if alternating current be used, of the 
sub-stati ons, and if sto rage batter ies be used, as to their location, 
is the a mount o f feeder wire. The more sub -s tations the less the 
feeder, but also the g reater the salary account. For the same 
first cost it is better t o put m oney into feeder than into machinery, 
as the repair and depreciation account is less, and in consi dering 
this p oint, not only should the first cost of the sub-station machin
ery be taken, but also the salari es of attendants sho uld be capital
ized as representing the inter es t o n a certain investment. The 
fact that great er leng th of sect ions also imp roves the ra tio of 
average to maximum load must also be not ed and g iven value 
fo r each design considered. 

T o design the fee der system t h e train sheet is invaluable. 
A bove the p ro fil e should be m arked the amperes n ecessary at each 
short section to move one ca r in a certain directi on over such 
portion a t the r equired speed, and below the profile the amperes 
necessary to move same in th e opposite directio n, and at the base 
th e total n ecessary fo r the train schedule des ired ; from this, and 
not fo rgetting the track losses, the feeder system can be accurately 
planned. 

M any details may be placed on a diag ram, su ch as turnouts 
intermediate to the r egular passing points of trains, difference in 
speed due to long grades, and m any other matters the usefulness 
o f which suggest themselves to the designer. The amount of 
useful data that can be placed on a diagram of conveni ent size, 
and thereby made a convenient m eans of keeping the details of a 
road, makes the diagram most useful m em oranda fo r the engineer. 
aft er having ser ved its purpose as a t oo l wh en deciding as to the 
best locat ion of the power h ouse and sub-stations. 

•• 
New Road Between Providence and Fall River 

T he Providence & Fall River St reet Railway Company is one of 
the latest roads of J ames F. Shaw & Company, and has been in op
eration since June, carrying passengers between F all Ri ver and 
P rovidence by a direct interurban trolley lin e without change of 
car s. T he length of track is 12.57 miles, including sidings, and the 
offi cers are: President, J ohn J. Whipple; secretary and treasurer, 
George A. Butman ; general manager, J ames F. Shaw ; purchas ing 
agen t, B. D. Sumner; superintenden t, George P. Dole, Swan sea, 
Mass. 

T he car s of the company leave M arket Square, P rovidence, under 
a traffi c agreement, running over the tracks of the U n ion Railroad, 
and reach the State line in about twenty-two and one-half minutes. 
T he second section is fro m the State line thro ugh Seekonk, Reho
both and Swansea to Somerset, a distance of rn¼ miles, which is 
made in thirty minutes. The cars run from Somerset via Slade's 
Ferry bridge to City Hall, Fall R iver, ove r the tracks of the Old 
Colony S treet Rai lway Company, the schedule calling fo r twenty
two and on e-half minutes. T he to tal running t ime between the 
cen ters of the two cit ies is one hour and fift een minutes, and the 
fare is twenty-fi ve cen ts. There is a lso a branch from Swan sea 
Center to W arren, R . I., where connections are made with the 
Providence an d suburban lines fo r Crescent P ark, Riverside and all 
P rovidence R iver resor ts. 

Of the rn¼ miles of main track a little over one-third is operated 
over pri vate r ight o f way, owned by the company·. The track is 
laid with 60-lb. T-rai ls, with W eber joints, a r e double bonded with 
0000 bonds, and are laid on ties, 6 ins. x 6 ins. x 7 ft., laid 24 ins. 
between cen ters. T he overhead con struction is fl exible bracket 
th roughout, with 0000 grooved tro lley wire, held by General Elec
tric mechanical ear s. Power is taken from the Barrington station 
of the P roviden ce Suburban Company, u sing 500,000 circ. mil 
cables. 

The rolling stock consists of ten twelve-bench open and six 
vestibule closed cars, mounted on P eckham double trucks, and 
equipped with G. E.-67 motors, four-motor equipment and Christen
sen air brakes complete. The company also owns three Taunton 
snow plows. 

T h e contract fo r electric headli ghts and signal lamps for the 
Manhattan Railway equipment has been placed with the Dressel 
Railway Lamp Works, of New Y ork. The order amounts to over 
4800 lamps. 

The Reading Sunday Case 

The decision given in the prosecution of William Gottshall, an 
employee of the Reading Union Traction Company, from operating 
a car on Sunday, in what is popularly known as the Reading Sun
day Case, and which was r,ublished in our issue of Nov. 2, has been 
appealed. The original deci sion was in favor of the railway com
pany, and the case which is now before the Superior Court is to be 
tried in Philadelphia. 

The argument oi the attorneys of the railway company to con
firm the decision cover several legal points connected with the 
prosecution, and al so the broad question of the definition of a 
"work of necessity," as contained in the Sunday statute. As the 
wording of this sta tute does not differ greatly from that in many 
other States, the argument, which is given below, will be of gen
eral interest: 

THE S U NDAY LAW 

The act of April 22, 1794 (3 Sm. L. 177), commonly known as 
the Sunday L aw, enacts in sec. l that, 

If any p erson shall do or p erform any worldly employment or business 
what soever on the Lord's Day, commonly called Sunday (works of necessity 
and charity only excepted), * * * * every person so offending shall 
fo rfeit and pay four dollars, etc. 

The act does not defin e worldly employment or business, nor does 
it define the exceptions, wisely and indeed necessarily leaving the 
interpretation of the law to the courts, in its application, from time 
to time, to particular cases. There is a proviso that limits the 
power of the courts, by stipulating that the act "shall not be con
strued to prohibit the dress ing of victuals," etc., but this proviso 
only emphasize the purpose and intent to leave to the courts the 
construction in all other cases. 

This being obvious, how shall the courts, in the administration 
of justice for the common welfare, determine what is a work of 
n ecessity on the Lord's day? a day set apart for rest from ordinary 
labor, and for the observance of r eligious offices and services, and 
r ecognized as one of the most salutary regulations of our social 
system . 

In physics and metaphysics, the definition of necessity is abso
lute, as 

( 1) Being such in its nature and conditions that it must exist, 
that cannot be otherwise, imposs ible to avoid, inevitable. 

(2 ) Being such that it must be believed; necessitated by the con
stitution of the mind; transcendental; intuition; as a necessary 
idea is one the contrary of which cannot be entertain ed by the 
mind. 

But such is not the legal definition or interpretation. The word 
n ecessary in la w is a flexible term and not absolute, depending upon 
the conditions and circumstances of each particular case to which 
it is applied. 

In the famili ar cases of alimony or other allowances, the neces
sities of the beneficiary are determined by the court according 
to the per son's financial or social condition, and not merely by 
such things as are necessary to sustain life. So in granting licenses 
to sell liquor, the law stipula tes " that the place to be licensed is 
necessary for the accommodation of the public," but in the inter
pretation of that law we know necessity is given a very broad and 
liberal construction, very tar from being absolute. 

The reason, however, fo r the liberal interpretation of this last
named sta tute is that the necessity i~ not that of the individual 
who prays for the license, but for the accommodation of the public, 
and that same reason di stinguishes the case at bar from the ordi
nary cases of individual employment. 

It may be no more n ecessary for an individual, as such, to con
duct or operate a street car on Sunday than to build a house or en
gage in any ordinary work of manufacturing or merchandizing; 
but a conductor is a public servant, and, as such, the inquiry is not 
as to his own n ecessity, but that of the public which he serves. 

How, then, is the court to determine the public necessity? The 
only answer is-from the well -settled and established customs and 
habit s of the people of all classes and conditions. 

It was quite unnecessary to o ffer evidence to show what is a 
street car, or what are it s uses, or what labor is required to oper
ate it, or to what extent the public uses these instrumentalities for 
their transportation on Sunday as well as on other days. It is a 
subject of such notoriety and universal knowledge as to render 
testimony superfluous, and if the courts will take notice of any ex
isting political, social, and economic conditions, they need Hot be 
informed of the essential relations of street railways to all modern 
cities. It would be as useless as to offer to prove the existence of 
the cities themselves. 

Nothing has so tended to civilize mankind or to render com
munities homogeneous, as cheap and easy methods of transporta
tion, and, without commenting upon the indebtedness of com
merce and the marvelous prosperity of our country to these fad!-
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ities on a larger scale, it may well be noted that our street rail
way systems, within the last forty years, have relieved the con
gestion of our cities and scattered the people from center to cir
cumference, from crowded and unwholesome tenements into com
fortable homes in the suburbs, extending the areas of populous 
towns almost indefinitely; the street railway system of Reading 
covering a trackage of more than 50 miles. 

With the convenience, economy, and comfort of these facilities, 
however, has come a corresponding dependence upon them, and 
to suspend their operation on Sunday or any other day amounts 
to a public disaster. An illustration of this was afforded in Phila
delphia rnme years ago, when a turbulent and disorderly set of 
men violently interrupted the street railway service for several 
days, and. as a consequence thereof the business of the city was 
practically suspended, the City Councils could not get together 
to hold their appointed meeting, and on Sunday the churches were 
empty because the congregation were deprived of their accustomed 
means of reaching their places of worship. 

The learned judge of the court below recognized all thi s, and 
said the court would take judicial cognizance of what a street car 
is, and of the social conditions of the present day, without requiring 
proofs. 
• At the hearing, coun sel for appellant , then appearing for the 

prosecutor, was unable to produce any authority to show that 
operating a street car on Sunday had ever been held to be a 
violation of the act of 1794, or that in all the forty years last past, 
such a construction had ever been made. 

The three cases cited in appellant' s paper book were the only 
ones presented to the court below at the hearing. 

The first, Johnston vs. Commonwealth, 22 Pa. 109, decided in 
1853, was the case of the driver of an omnibus. That was a 
private enterprise, and not the exercise of a franchise. The 
driver owed no duty to the public and it did not appear that the 
public had any interest in or was in any way dependent upon this 
single vehicle for the necessity of transportation. The court, in
deed, treated it as entirely a private venture and likened it to the 
opening of a tavern, a store, or workshop on Sunday. It is mani
fest, therefore, that the case does not apply, without regard to the 
altered customs and habits of the people which have ripened into· 
necessary conditions since that time, nearly half a century ago. 
The maxim, "Tempora 111uta11tur et nos illis mutamur," applies, and 
the courts in interpreting ancient statutes must temper them to the 
changed conditions of the times, and even if it be necessary to 
avoid a great mischief, declare them obsolete and ineffectual. 

In Wright vs. Crane, 13 S. & R. 452, Chief Justice Tilghman 
says: 

It must be a very strong case to justify the Court in deciding that a n act 
standing on the statute book, unrepealed, is obsolet e and invalid. I will not 
say that such a case may not exist ; where there has been a non-user for a 
great number of years ; where, from a change of times and manners, an 
ancient sleeping statute would do great mi schie f if suddenly brought into 
action, wh ere a long practice, inconsistent with it , has prevaile d. 

The extreme case of declaring a statute invalid does not, of 
course, arise here; but, if the interpretation of the statute in 
Johnston vs. Commonwealth, supra, had any application, then 
''the change of times and manners" since that decision would war
rant the court in disregarding it . 

The second case, Common wealth v:s. J eandell, 2 Grant 506, de
cided in 1859, was not a case under the act of 1794, but of a street 
car driver arrested ana bound over to the Quarter Sessions for a 
breach of the peace, and needs no comment. 

The third case, Sparhawk vs. Union Passenger Railway Com
pany, 54 Pa. 401 , was not a case under the act of 1794, and there
fore does not apply. 

That case was a bill in equity by a property owner, to restrain 
the company from running its cars on Sunday, and the court de
cided that" the complainant had no standing in equity and refused 
the injunction prayed for. 

Although that case did not involve the question rai sed here, viz., 
the interpretation of the statute, and therefore could not dec ide it , 
the subject was discussed in all it s bearings and separa te opinions 
were filed by several o f the judges. Mr. Justice Read di scussed 
the question of public necessity involved in the interpretation o f the 
act of 1794, in the light of conditions ex isting when the case was 
decided in 1867, and an ex tract from his opinion concurring in the 
r efu sal of the injunction, seems, therefore, appropriate. H e said 
(450) : 

ll aving establishe d the absolute necessity, in the present state o f our city, 
o f passenge r railways, and the utter impractieability of doing without them, 
why should there be one day in seven in which that necessity must cease, and 
not operate ? All that ceases on Sunday is eommon toil or labor, and the 
intention is to protect the lahoring ma n , who earns his bread hy the sweat of 
his brow. Besides worship and prayer , th ere are hours for healthful and in• 
nocent recreation. These arc protec ted by the constitutional provision. 

We have public squares and a great public park owned by our fellow-

citizens, and intended for their be nefit , a nd that of their wives a nd children. 
Clergymen, la wye rs, physicia ns, mercha nts, and eveh judges, h ave six days 
in th e wee k in which they may enj oy all these and othe r simila r a dvantages, 
and which th ey may do so cheaply by means of the passe nger ra ilways. The 
laboring man, the mecha nic, th e a rti san, has but one day in which he can 
rest , can dress himself and his family in their com fo r table Sunday clothes, 
atte nd church, and then take healthful exercise; but , by this injuncti on, his 
ca rriage-the poor m an's carriage, th e passenger car-is taken away, and is 
not pe rmitted t o run fo r hi s accommodation. The labo ring ma n a nd his 
children are never allowed to see Fairmount Park, a part of his own property . 

The ca rs are r equired on Sunday t o earry per sons to and from church, and 
a re not these church-going people entitled t o have them ? Th e necessity fo r 
this clearly exists on Sunday, a nd so it does e nable per sons to partake of th e 
fresh a ir in the squar es a nd parks and in the country. 

But we should not obli ge th e working man t o confine himself to his own 
narrow, stifling room , a nd fo rbid him to enjoy the fresh air of heaven. W e 
have three long month s of summer which th e laboring man cannot eseape. 
Me rchants, manufacturers, lawyer s, judges and physicians run away from 
them, and even cler gymen leave their ehurches, a nd go to the seashore or to 
the mountains, t o avo id the torrid months o f July and A ugust . Shall not 
the oper ative have th e poor privile ge allowed him of a passenger ca r on 
Sunday? 

The same necess ity exists on Sunday as on any other day, enha nced by the 
fact that you are prevent ing thousands from attending houses of religious 
wor ship . 

I place my opinion , therefore, of the entire legali ty of running passen ger cars 
on Sunday on the same foo ting with the Sunda y tra ins of th e steam rail
roads, a s being clearly within th e exceptions both o f necessity a nd ch a rity. 
The mail protects nothing but th e mail car on the steam rai lroads, a nd many 
of the trains carry no mail a. t all. 

I am deeply impressed with the necessity of a proper observa nce of Sun
day a s a day of worship a nd prayer, and of r est from labor; but living unde r 
the new dispensation, and not under the old di spensation, I feel no inclina
tion to turn th e Lord's day into a Jew ish S abbath. 

The refusal o f the court to enj oin the company from running 
its cars on Sunday, aft er such an exhaustive discussion and con 
sideration of the subj ect, was accepted as a final determination 
o f the matter , and the question has never since been rai sed in any 
form. 

That was thirty-four years ago, and although the universal cus
tom of using street cars on Sunday is not immemorial, the present 
generation is " to the manner born," and the custom has settl ed into 
a habit as fixed and essential to the comfort and happiness of the 
people as any other which modern civilization has contrived. If 
the street cars may not run on Sunday, then the telephone must 
be silenced, the electric light extinguished and towns left in dark
ness or remitted to the methods of a hundred years ago. Questions 
of public necessity must be r esolved by the public. The common 
usage is the only evidence upon which the court can reach a con
clusion. The whole system of our common law is based upon the 
customs and habits of the people, and the laws have changed with 
the varying conditions of society from time to time. The courts 
have always recognized thi s and conformed their decisions to the 
exigencies and r equirements of the public for whose welfare the 
laws are administer ed. This is notably the rule for the Engli sh
speaking countries of the world, but it is in some measure the rule 
for all nations. W olsey, in the introduction to his international 
law, says: 

Customs within each country existed before statutes , a nd so observances 
come imperceptibly a nd co ntrol the cc,nduet of a circle of nations. 

W e have shown that in Pennsylvania the usage has obtained, by 
common consent, without ,l declaration of the courts , and the same 
is true of nearly all o f the States, for the street cars run on Sun
day in all the ·cities of the country without exception. In Kentucky 
and Georgia, however, where similar statutes are in force, the 
courts have had occasion to interpret the meaning of necessity. 
In Commonwealth vs. Louisville & Nashville Railroad Company, 
44 Amer. Rep. 475 (1882) , it was held that: 

It is lawful for a r a ilway company to run trains fo r passe ngers, ma il and 
express freight on Sunda y. It is a work of necessity. 

Mr. Justice Pryor, in delivering the opinion of th e court , said: 
The law regards that as necessary which the common sense o f the country, 

in its ordinary m ode of doing busine ss , regards as necessary. The change in 
the habits and customs of the people, a nd the mode a nd characte r of tra nspor
ta tion and travel, make that a necess ity a t this day that half a century si nce 
would not have been so regarded. 

So in re ference t o the use of street railroa ds in t owns a nd cit ies on t he Sab
bath day. Those who have not the means of providing the ir own horses or 
carriages travel upon street cars to their place of worship , or t o vi sit thei r 
friends a nd acquaintances; and such is the apparent necess ity in all s uch 
ca se s that no inquiry will be directed as to the business or des tina ti on of th e 
traveler. 

In Augusta Railroad Company vs. Renz, 55 Ga. 126, the court 
said: 

In view of the dependence of the people for travel , in the cities where 
street railroads have been established, by that mode of conveyance in going 
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to church, visiting the sick, etc., we are not prepared to hold that the running 
o f street railroads in cities and the vicinity thereof, where the same have been 
established, on Sunday, is not a work of necessity, as contemplated by the 
4579th section of the act, and that it is unlawful to run on that day. 

In the case of .McGat r ick vs. Wason, 4 Ohio St. 566, it was held: 
That works of necessity are not limited to the preservation of life, health 

and property from impending danger. The necessity may grow out of, or 
indeed be incident to, the general course of business, or even be an exige ncy 
of a particular trade or business, and yet be within the exemption of the act. 

In Philadelphia, \V. B. & R. R. Co. Ys. Steam Towboat, 23 How
ard 209, the court said: 

\Ve have shown, in our opinion delivere d at thi s term, that in other Chris
ti a n countries, where the observance of Sundays and other holidays is en• 
forced by both church and State, the sailing of vesse ls engaged in commerce, 
and eve n their lading and unlading, were classed among the works of neces
sity which a re excepted from the operation of such laws. 

•• 
Schenectady Railway's New Cars 

A recent order of motor cars for thC' Schenectady (N. Y.) Rail
way Company, given to th e St. Louis Car Company, comprises six 
cars, each 45 ft. 4 in s. over all. The car bodies proper are 34 ft., 
with 5-ft. vestibules, and are mounted on the St. Louis Car Com-

Massachusetts Roads to Consolidate 

One of the most important stre et railway eonsolidations that 
has been effected in Massachusetts during the past year will be 
consummated as soon as the neeessary legal details ean be 
arranged, and th e authorization of the Railroad Commissioners 
secured. The interests of five roads operating in Newton are to 
be combined in the hands of a joint board of trustees with a view 
to ultimate amal gamation. The roads involved are the Newton 
Street Railway Company, the Newton & Boston Street Railway 
Company, Wellesley & Boston Street Railway Company, Com
monwealth Avenue Street Railway Company, and the Lexington 
& Boston Street Railway Company. These roads se rve the entire 
suburban di stricts west of Boston, and operate from Lowell, on 
the north side, to Needham, on the south, and west to Concord, 
connecting a t six points with the surface lines of the Boston 
Elevated R ailway Company. 

The systems to be consolidated now control about 70 miles of 
track, and th e roadbed, equipment, etc., is thoroughly modern. 
The earnings of the sys tem are expected to reach over $500,000 per 
year on the basis of 10,000,000 passengers carried in the past 
twelve months. The new organization will take the form of .a 

NEW CAR WITH SMOKING COMPARTMENT FOR SCHENECTADY 

pany's latest patent, No. 23, truck. An interior partition is placed 
in the car to form a smoking compartment, which contains four 
seats on each side. The car has twelve windows on each side, 
with four double-post spaces, two in the center and one at each 
end. The ends of the car have stationary glass each side of the 
doors. The cars have double doors, with stationary glass, and 
the edges of the doors are finished with tongued and grcoved brass 
strips. The door tracks are arranged so that the doors will work 
separately, and not automatically. The vestibules, which are 5 ft. 
long, have three drop sash. The center opening of the vestibule is 
one sash, and the other two openings have a top and bottom sash. 
T he vestibules have double folding doors at each side. The plate 
glass used in the windows is imbedded in felt on all edges. The 
ventilator is of white florentine. Each car has four folding gates, 
which are to be used in summer, when the folding doors are re
moved from the car. The finish of thi s car is of mahogany, and 
the trimmings, both interior and exterior, of solid bronze. Bronze 
underguards are placed outside of the car. The trucks on which 
these cars are mounted have 33-in. wheels, with 3-in. tread and 7-in. 
flange. 

------+-+----

Illinois Franchise Tax Suit 

A bill has been fil ed in the United States District Court at 
Springfield, on behalf of the Chicago Union Traction and the 
Chicago Consolidat ed Traction Companies, for an injunction to 
restrain the State Board of Equalization from reassessing the com
panies for the year 1900. The bill will apply not only to these two 
compani es, but to all their underlying corporations as well. 

This step will take the whole franchise tax matter before the 
United States Courts, and, whatever the ultimate result , probably 
\\ ill keep the question open for a lon g time. 

Only the assessment for the year 1900 is mentioned in the bill, 
but the idea is that if a decision is obtained against a reassessment 
fo r that year, it will cut off any possibility of reassessment for 
all preceding time. This fear of possible back taxation has been 
the greatest menace to the corporations. · 

parent association with a board of trustees, the directors and offi
cers of the va rious companies being the same in eaeh case. 

T he or iginator of the consolidation is President A. D. Claflin, 
of the Commonwealth Avenue Street Railway Company, who has 
been seriously considering the matter fo r some time past. The 
consolidated companies will be known as the Boston Suburban 
E lectric Railway Company. The main offices o f the company will 
probably be located at N ewtonville, and a large power station 
wi ll be erecte d at Waltham. Mr. Claflin will be president of the 
new company, and F. H. Lewis, of Brookline, will be treasurer. 
The consolidation has been effected without the aid of under
writers, all the stock being taken by the stockholders of the ex
isting companies. 

T he company will continue the management of Norumbego 
Park, at Riverside, now operated by the Commonwealth Avenue 
Street Railway Company, and will develop a large tract of land 
along the borders of Bedford and Lexington, along the same line. 
The free transfer system now in operation will be done away with 
as far as possible, direct lines to the various points in the system 
being the ultimate obj ect. Several new lines will be put in opera
tion as soon as franchises ean be secured. 

•• 
Knoxville Traction Sold 

Control of the Knoxville Traction Company, of Knoxville, 
T enn., is report ed to have passed int o the hands of the Railways 
& Light Company of America. Baltimoreans are largely inter
ested in the company, Frank S. Hambleton, of Baltimore, being 
president of the company; and the Baltimore Trust & Guarantee 
Company is trustee of a $850,000 mortgage of the company. It 
was from the latter company, Hambleton & Company, of Baltimore, 
and Kountze Brothers & Company, of New York, that control of the 
road is said to have been bought. The purchasers, the Railways & 
Light Company of America, was organized under the laws of New 
J ersey, with an authorized capital stock of $25,000,000, part of 
which only has been paid in. The company is empowered to do a 
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ge neral engineering and contracting business, and to purchase 
electric railway, light and other properties.. T he company is in
terested in a number of plants in th e South. The officers of the 
company are: J. Wm. Middendorf, president; R. Lancaster 
Williams, vice-president; A. H. Rutherford, treasurer; H. P. 
Page, secre tary; E. C. Hathaway, general manager. 

New High-Speed Electric Road Between Trenton and 
Princeton 

The Trenton, Lawrenceviile & Princeton Railroad, extending 
from the capital of New J ersey to Princeton, was formally opened 
for passenger traffic on Nov. 17, by the running of the first of the 
company's n ew troll ey cars. The distance, 12 miles, was covered 
in twenty-five minutes on the first trial trip, and a sch edule of 
twenty minutes for the entire run has been adopted. 

The car with which the trip was made is one of a number or
dered from the St. Louis Car Company by the Lehigh Valley 
Traction Company, with which the new road is identified through 
the interests of the late Albert L. Johnson. At several points on 
the road a speed of 60 miles per hour was attained. 

The road is built entirely upon a private right of way under 
a railroad charter, and is constructed in a most substantial manner. 
R ails weighing 70 lbs. to the yard are used, and the roadbed has 
been ballasted with gravel, over which a coating of cinders is being 
placed. 

The new road is a part of the through line from New York to 
Philadelphia, which the late A. L. Johnson proposed, and has been 
under construction during the past summer. A steam locomotive 
was run over the road, which is standard gage, to haul the ma
terial used in th e construction, and is now used in haulin g freight, 
which traffic already amounts to several carloads daily, although 
no effort s have as yet been put forth to develop this branch of the 
business. .. ' 

Street Railway Patents 

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

UNITED STATES PATENTS ISSUED NOV. 12, 1901 
686,241. Car Replacer; R. E. Alexander, Forest City, Pa. App. 

filed Feb. 20, 1901. A double ended block having guiding grooves 
for directing the wheel on to the rail. 

686,247. Center Plate for Car Trncks; J. C. Barber, Chicago, 
Ill. App. filed June 3, 1901. Abutting concave and convex sur
faces, one of which is provided with radial grooves for the escape 
of water, dust, etc. 

686,379. Side Bearing for Car Trucks; F. B. Agler and A . G. 
Steinbrenner, St. Louis, Mo. App. filed March 18, ·1901. A carriage 
containing the rollers is permitted to move a limited extent against 
the action of the springs. 

686,473. Side Bearing for Trucks; J. S. Pearce, Roanoke, Va. 
App. filed Aug. 17, 1901. A box containing two round-ended blocks, 
upon which the body bolster rests. 

686,643. Vehicle Brake Mechanism; W. Winkler, Syracuse, N. 
Y. App. filed July 9, 1901. A gearing interposed between the drum 
and the brake staff for multiplying the power. 

686,651. Trolley Wire Hanger; G. W. Gurten, Piqua, Ohio. 
App. fil ed March 21, 1901. Detai ls. 

---•♦----

ENGINEERING SOCIETIES 

CANADIAN SOCIETY OF CIVIL ENGINEERS.-Ar, 
ordinary meeting was held on Thursday, Nov. 21, at which a 
pape r was read by F. P. Shearwood on "The Superstructure of 
the Interprovincial Bridge, Ottawa." 

NEW YORK RAILROAD CLUB.-A regular meeting was 
held at 12 West Thirty-First Street, New York, on th e evenin g 
of T hursday, Nov. 21. The paper presented was by F. J. Cole, 
assistant mechanical engi neer of the American Locomotive Com
pany, on "Recent Locomotive Construction and Per forma nce." 

NEW YORK ELECTRICAL SOCIETY.-The 218th meet
ing wi ll be held at the College of th e City of New York on Tues
day, Nov. 26, at 8 p m. A paper on ''The E lectrical Operation 
of Modern Tools and Machinery" wi ll be presented by Robert 
Lozier, of the Bull ock Electric Manufacturin g Company. 

AME RICAN INSTITUTE OF ELECTRICAL ENGI
NEERS.- Thc In stitut e will hold a meeting on Nov. 22, at 12 
West Thirty-First Street, at 8:15 o'clock, at which the general 
subject of distribution systems wi ll be discussed. The meeting will 

be opened by President Steinmetz, with an introduction of the 
topic, and a number of short papers will be presented by the 
following gentlemen: Louis A. Ferguson, of Chicago; Henry 
G. Stott, of New York; Charles F. Scott, of Pittsburgh; Harold 
W. Buck, of Niagara Falls; W. F. Barstow, of New York, and 
W. L. R. Emmet, of Schenectady. It is expected that other 
members of the institute will al so prepare papers especially for 
this m eeting, while a most interesting discussion will undoubtedly 
follow. 

BROOKLYN ENGINEERS' CLUB.-A very pleasant ex
cursion was made by the club to the n ew East River bridge 011 
Saturday afternoon, Nov. 9. Through the courtesy of the Brook
lyn Heights Railroad Company, the party was taken by special 
trolley car from the Borough Hall to th e bridge anchorage. H ere 
it was augmented by severa l other members and their friends, and 
a trip across th e river over the foot brid ges was made. About 
eighty persons enjoyed the invitation of the bridge engin eers, 
among whom was a large perc entage of ladies. On 
Thursday, Nov. 21, there was an informal di scuss ion in the 
Club' s rooms, on th e subjec t of "Asbestos and Its Uses," intro
duced by F. J . Jewett , manager of the H. W. John s Manufacturing 
Company. The next excursion will be m ade on Saturday after
noon, Nov. 23, when the work on the Rapid Transit tunnel in 
Manhattan will be inspec ted. M embers and guests will m eet at 
2 p. m., at Fifty-Ninth Street and Broadway. 

•• 
PERSONAL MENTION 

MR. HUGH J. McGOWAN, president and general manager of 
the Indianapolis Street Railway Company, is paying a visit to Ne\\ 
York City,. where he is staying at the Waldorf-Astoria. 

MR. H. E. RAYMOND, who has been in charge of the erec
tion of the General Electric apparatus at Sao Paulo, Brazil, re
turned to Schenectady a short time ago. 

MR. JAMES FITZGERALD, private secretary to H. A. 
Everett, and A. Kittle, of Keen, Van Cortland & Company, the 
New York bankers, have just returned from a trip over the entire 
properties of the Everett-Moore syndicate. 

MR. C. F. HOLMES, general manager of the Metropolitan 
Traction Company, of Kansas City, is taking a short holiday in 
the East. He has been spending the past week in New York City, 
where he is staying at the Holland House. 

MR. WILLIAM McMILLAN,president of theAmerican Car & 
Foundry Company, died in St. Louis Nov. 15, of pneumonia. He 
was born in Hamilton, Ont., sixty years ago, and was a brother of 
United States Senator Jam es McMillan of Michigan. 

MR. G. E. BARKER has resigned as superintendent of the 
Columbia & Montour Electric Railway Company, of Bloomsburg, 
Pa., to accept a position with th e Union Traction Company, of 
Philadelphia, Pa. Mr. D. G. Hackett has been appointed to 
succ eed Mr. Barker. 

MR ANTHONY HENRY METZELAAR was married to 
Miss Rae Sloman on Wednesday, Nov. 20, at the bride's home, in 
Coldwater, Mich. Mr. Metze laar is manager of the Knell Air 
Brake Company, and the hearty good wishes of his numerous 
friends in street railway circles are with him. 

MR. L. J. HIRT, formerly assistant chief engineer of the Metro
politan Street Railway Company, New York, and later connected 
with the New England Gas & Coke Company, sailed on the steam
ship Buffon on Nov. 4 for Brazil, to make an inspection of the 
works of the Sao Paulo Tramway, Light & Power Company. 

MR H. L. COOPER, after having successfully completed hi s 
work in Sao Paulo, Brazil, returned to thi s country recent ly, and 
is now in Canada investigating other water powers. Mr. 
Cooper's management of the hydrauli c developm ent at Parnahyba 
for the Sao Paulo Tramway, Light & Power Company has lasted 
considerably over a year. 

MR. CHARLES H. MACLOSHIE, engineer of the Union Elec
tric Railway, of Berlin; Mr. E. D'Hoop, director of the tramways 
in Brussels, and Mr. I. Pedrilali, chief engineer of the electric rail 
way in Brussels, last week in spected the system of the Union Trac
tion Company of Indiana. The visitors intend to make a thorough 
investigation of American practice. 

MR. W. M. BROWN, who entered the employ of the Twin 
City Rapid Transit Co mpany in 18g2, has resigned from the com
pany. Mr. Brown entered the shops of the company, holdin g a 
menial position, and his marked ability was rewarded by rapid 
advancement until he was appointed ma ster mechanic, which 
position he held at the time of retirement. 
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LEGAL NOTES 

LIABILITY FOR NEGLIGENCE 
CALIFORNIA. - Collison with Vehicle - Evidence - Suffi

ciency. 
Defendant's electric car collided with the rear end of a heavy 

truck drawn by a four-horse team, causing the leaders of the team 
to run away aga inst the pla intiff. The conductor, who was ca lled 
as plaintiff's witness, testified that the track was dry, and that a 
reversed current could have stopped the car in 30 ft. The result 
of the colli sion, which occurred whi le the car wa,; coming down 
grade at a speed of more than 6 miles per hour, demonstrated that 
the motorman, who was in experienced, did not slacken the speed, 
and that the cars were pushed more than 6o ft., half of that dis
tance being on level ground. The driver of the wagon testified 
that no signal was given of the approach of the car, as stated by 
the conductor and motorman. Held, sufficient to sustain a verdict 
that the motorman's negligence contributed directly to plaintiff'~ 
injury.-(Horgan vs. Jones et al. , 63 Pac. Rep., 835.) 

GEORGIA-Violation of Ordinance-Evidence-Carriers of 
Passengers-Diligence Required-Personal Injuries-Instructions 
-Unavoidable Accident. 

r. Proof of facts coll at~rally pertinent to the issue on tri al is, 
though th ey are not all eged in th e plaintiff's petition, admissible 
in hi s behalf. 
· 2. Evidence of the violation by a railroad company of a valid 
municipal ordinance is, if the same was a part of the res gcst:.e of 
an occurrence under investi gation, admissible, and may be made 
the subject-matter of appropriate instructions to th e jury. 

3. It is not erroneous to in struct a jury that, relatively to 
passengers, it is the duty of a rai lway company to use "extreme 
care and caution," when, in connection with the words quoted, the 
court employs language appropriately limiting and explaini ng 
their meaning. 

4. The rule of law requiring rail way companies to exercise ex
traordinary diligence in protecting their passengers from injury 
appli es as well to the construction and maintenance of tracks as 
to the operation of cars thereon. 

5. A judge, in sta ting to a jury what are the plaintiff'::; con
tentions, may properly call their attention to any allegations of the 
petition which have not been demurred to and stricken therefrom, 
and which are supported by evidence. 

6. An instruction, in the trial of an actio n against a railway 
company for personal injuries, that, if the plaintiff shows a prima 
facie right to recover, it is incumbent upon the defendant " t o 
establi sh by a preponderance of the evidence one of two fac ts, 
either that it was without negligence, or that the plaintiff could 
have avoided the consequence of the negligence by the exercise 
of ordinary care," is not rendered erroneous because of a fai lure 
to charge in the same connection upon the law of contributory 
negligence and apporti onment of damages, the more especially 
when the legal rules bearing upon this subject are, in connection 
with instructions given upon the measure of damages, fully and 
fai rly stated. 

7. When, in such a tri al, the court explains to the jury what 
constitutes an unavoidable accident, and instructs them that if the 
injury to the plaintiff was the result of such an accident the de
fendant is not liable, an i11 struction in the language above quoted 
is not open to the objection that ' 'it did not permit th e jury to 
consider the defense that said injury was caused by an unavoidable 
acciden t. " 

8. A jury is not bound to accept as true the literal statements 
of witnesses, but may reject the same, when inconsistent with rea
son, or with facts which have been duly established to their satis
faction. 

9. It is not erroneous to refuse to give in charge a written 
request setting forth a proposition which is an absurdity, though 
it may be manifest that thi s is the result of a palpable and unin
tentional error upon the part of counsel in framing the reques t. 

ro. Even if error be · committed in compelling a party to pro
duce a paper, it will not, if harml ess to him, entitle him to a new 
trial. 

rr. The requests to charge not dealt with above were, so far 
as legal and pertinent, sufficiently covered by the general charge 
given in the present case. The charge as a whole was a fai r pre
sentation of the law, and embraced no error which could have 
been prejudicial to the defendant. 

12. The evidence warranted a finding in the plaintiff's favor, 
and, after a careful review of the same, it does not affirmatively 
appear that the trial court abused its discretion in holding that the 
verdict was not excessive in amount.-( Macon Consol. St. R. Co. 
vs. Barnes, 38 S. E. Rep. 756.) 

INDIANA-Injury to Passenger While Alighting-Negligence 
-Pleading-Variance-Argument-Waiver of Objection. 

I. A complaint alleging that a street car was stopped to allow a 
passenger to alight, and that while she was in the act of getting 
off, and before she had a reasonable time to do so, it was started, 
with a sudden, quick jerk caus ing her to be thrown, "all of which 
was without any negligence on her part contributing thereto," suffi
ciently negatives contributory negligence. 

2. Under a compla int all eging that, as plaintiff was alighting 
from a street car, it was started forward, with a sudden, quick 
jerk, which threw her to the ground, it need not be shown that it 
was started fo rward. It is enough that it gave a sudden jerk, caus
ing the accident. 

3. Even if the declination of defendant's counsel to make any 
argument would deprive plaintiff of the right to further argument , 
where the court a llowed each side one and one-half hours for argu
ment, and one of plaintiff's counsel having made an argument of 
twenty minutes, defendant's counsel declined to present his view, 
the right to object to plain tiff's other counsel being a llowed to 
make further argument is waived by defendant's counsel replying 
thereto.-(Citizens' St. Ry. Co. vs. Huffer, 60 N . E. Rep., 316.) 

IOWA-Master and Servant-Personal Injuries-Instructions
Earning Capacity-Life Tables. 

In a suit by a servant for personal injuries, an instruction that 
" if you find for plaintiff, you will consider the age he would prob
ably have reached if he had remained in good health, as ascertained 
by the tables of the expectancy of human life introduced in evi
dence," is erroneous, as making the life tables conclusive as to the 
"age he would probably have reached," whereas such tables are 

· only evidence thereon. 
In a sui t by a servant for personal injuries, an in struction that 

"you will consider the extent to which plaintiff's earning power 
as a laborin g man would be lessened and diminished by the char
acter and nature of his injuries," is ·erron eous, as limiting his future 
earning power to manual labor.- (Trott vs. Chicago R. I. & P. Ry. 
Co., 86 N. W. Rep., 33.) 

MAINE.-Collision-Contributory Negligence. 
There is no absolute rule of law that a person riding along a 

street must look and li sten for an approaching car before entering 
upon the track of an electric railway. Whether his failure to look 
or li sten amounts to negligence must be determined from all the 
facts and circumstances proved. 

The defendant is the owner and operator of an electric street 
railway, its track running along Central Street, in Bangor, at a 
grade of 9 ft. in the roo. The plaintiff's intestate was the pro
prietor of a stor·e on the southerly side of Central Street. 

On the morning when he met with the accident which caused 
his death he was driving down the northerly side of that street, 
seated in an open delivery wagon, his horse at a walk. When 
nearly opposite his store, he turned to cross the defendant's track 
in front of a car approaching on the down grade. A s he turned, he 
had an unobstructed view of the track, and, had he looked, he 
could not have failed to see the approaching car. 

He continued to walk his horse across the track until the front 
en d of the car struck his near hind wheel, by the force of which 
he was thrown from his seat. and fatally injured. The testimony 
convinces the court that there was no negligence on the part of 
the defendant's servants, and that the intestate met with the in
juries which ca used his death solely by reason of his own negli
gence, and that the verdict for the plaintiff w~s manifestly wrong. 
-(Fairbanks vs. Bangor, 0 . & 0. Ry. Co., 49 Atl., 421.) 

MARYLAND.-Death of Party-Substitution-Street Railroads 
-Negligence-Jury. 

I. Under Code, art. 75, sec. 25, providing that no action brought 
to recover damages for injuries to the person by negligence shall 
abate by reason of the death of the plaintiff, but that the personal 
representatives of the deceased might be substituted; and Id. art. 
s, sec. 73, authorizing the proper party to suggest the death of 
either party after appeal, and to appear and prosecute or defend 
the same-the administrator of a plaintiff in such an action, who 
died after he had appealed, may be substituted to prosecute the 
appeal. 

2. The plaintiff, four years and three months of age, was play
ing on a bar under and near the rear of a horse street car, which, 
with two or three other cars in front of it, had stooped in the street 
for about half an hour, when the car started forward, without 
warning. and the rear wheels passed over plaintiff's arm and leg. , 
None of the defendant's employees were on the side of the car' 
where the plaintiff was playing, or knew or had reason to think 
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that he was under the car, nor could they see him from their proper 
positions in managing the car. Held, that there was no negligence 
on the part of defendant contributing to the injury, and an instruc
tion for the defendant was proper, as the defendant owed no duty 
to plaintiff to signal when about to start the car, or to anticipa te 
that he might be playing under the car. 

3. To entitle plaintiff to r ecover for injuries caused by being 
run over by a street car, some negligence must be shown on the 
part of the defendant which directly contributed to the injury 
complained of. 

4. Where, in an action for damages for injuries resulting from 
being run over by a street car, there is any legally sufficient evi
dence o f defendant 's n egligence, the question should be submitted 
to the jury.- (Siacik vs . N orthern Cent. Ry. Co., 48 A t!. Rep., 149.) 

MARYLA ND.-Contribut9ry N egligence-Instruction. 
Plaintiff was handing a cooling board, which was 37 ins. long 

and 27 ins. wide, over the gate o f a south-bound electric ca r, when 
a north-bound car slowly approached. The motorman of the ap
proaching car told plaintiff to look out, and he r eplied, "All right ," 
and stepped on the step of the standing car, but got down, and 
started alongside of it to the rear, when the motorman on the stand
ing car told him to go around in front. P laint iff was caught be
tween the two car s, and his ribs fractured. H eld, that it was error 
to modify an instruction that plaintiff could n ot r ecover if the jury 
should find ' him guilty of contributory negligence by inserting, 
" Unless the defendant's motorman could have avoided the accident 
by the exercise of due care after he saw, or ought to have seen , 
plaintiff's peril," since the instruction , as modified, was not war
ranted by the evidence.- (Baltimore Consol. Rys. Co. vs. Arm
strong, 48 Atl. Rep., 1047.) 

MASSACHUSETTS.- M aster and Ser vant-Providing Sa fe 
Place for Work-Assumption of Ri sk- T aking Case from Jury. 

I. A street r a ilway company can not be charged with fa ilure 
to provide a safe place for the conductor, by r eason of a tree close 
to the side o f the car; the location o f the tracks being determined , 
not by the company, but by the selectmen and road commissioner s 
of the town , and it not appearing that the company had any right 
to remove the tree. 

2. A conductor on a street car, who has been some time in the 
service, and knows of the presence of a tree close to the tracks, 
assumes the ri sk of the danger therefrom. -

3. The court, in a n egligence case, may take it from the j ury 
at the close of plaintiff's case, without defendant r esting. H is 
resting is necessa ry only that he may except if the court refuses 

· to take it from the jury. 
4. A conductor on an open street car ass umes, as part of the 

risk of the employment, any enhancement of the danger from the 
presence of a passenger on the running-board along the side of 
the car; and it makes no difference that the passenger is a superin 
tendent of the railroad company, superintending at the time, to the 
extent of having an eye on the way the car is managed, and that 
there are seats in the car , so that it is not n ecessary fo r him to be 
on the running-board.- (Hall vs. \Vakefield & S. St. Ry. Co., 59 
N. E. Rep., 668.) 

MASSACHU SETTS.-Ej ecting Passengers-N egligence. 
I. A passenger on a street car, who acts in such a manner as to 

justify the inference that he is intoxicated, and fall s into a sleep 
or stupor, which the conductor fail s to break by shaking him, may 
be ejected. 

2. Pub. St. c. II2, sec. 197, r elating to passengers on street ra il 
ways, and providing, "whosoever does not on demand first pay 
such toll or fare shall not be entitled to be transported for any di s
tance, and may be ejected from a street r a il way ca r ," govern s 
wherever the railway is located. 

3. Where a passenger on a street car is drunk. and can not be 
aroused to pay his fare , it is not the due and proper ca re, r equired 
of the company in ejecting him, to put him, on a dark and stormy 
night, in an unlighted road, some di stance from buildings, but where 
street car s are passing in each direction and teams are likely to be. 
- (Hudson vs. Lynn & B. R., 59 N. E. Rep., 647.) 

MASSACHUSETTS.-Crowdcd Car-Assisting P assenger to 
Alight- Duty of Conductor- E viden ce. 

I. Plaintiff fell , on alighting from a crowded car a t a transfer 
point, by tripping over something on the r ear plat fo rm. Plaintiff 
weighed over 200 pound s, and was prevented from holding to the 
hand rail by the number of passengers; and the conductor , who 
was in the middle of the ca r, did not assist her to aligh t. H eld , 
tha t the ev idence was not sufficient to show negligen ce on the par t 
o f defendant. 

2. Where plaintiff was in j ured, while alighting from a crowded 
street car , hy tripping over something on the r ea r platform, and 
there was no evidence that she was j O!';tl ed hy anyone, ev idence 
that the hutton on her companion's j ackct was torn off by brushing 
aB'ainst the passengers as she was alighting just before plaintiff, 

was properly excluded as irrelevan t.-(Jacobs vs. West En d St. 
Ry. Co., 59 N. E. Rep., 639.) 

MASSA CHUSETTS.-Carriers-Injury to Passenger. 
Where a passenger, alighting fro m a train, slips on a banana 

skin , and there is no evidence as to the length of time it had been 
on the platform, he is not entitled to recover.-(Goddard vs. Boston 
& M. R. Co., 60 N . E. Rep., 486.) 

MASSACHUSETTS.-Injuries to Passenger. 
A carrier is n ot liable to a passenger for injuries r eceived by 

r eason of being tripped by a drunken passenger, who was being 
ej ected from the car by the conductor in the exercise of due care.
(Cobb vs. Boston E levated Ry., 60 N. E. Rep., 476.) 

MASSACHUSETTS.-Duty to Look and Listen- Injury to 
Pedes trian . 

The look-and-li sten rule applicable to steam railroad track cross
ings should be extended to street rail ways with g reat caution. 
\ Vhether a party is guilty of negligence in attempting to cross a 
street ra il way t rack without fir st looking and li stening for ap
proaching cars is ordinarily a question of fact.-(Ri ley vs. M inne
apolis St. Ry. Co., 85 N. W. Rep., 947.) 

M I NNESOTA.-Right of Way- Coll ision with Street Car. 
I. A street car company operatin g cars upon puhlic streets and 

other per sons law fully occupying such streets have r ights alike, in 
the main. T he cars can not tu rn out, as can persons driving or 
walking, so that in thi s respect it may be said that the company 
has a paramoun t r ight over its t racks. Beyond that, the duties 
of the parties ar e r eciprocal, an d so are their rights. Except as 
before indi cated, they are charged with the same measure of care 
and the same dut ies. 

2. A certain assignment of error directed to a ruling of the 
court upon the admission of the ev idence considered and disposed 
o f. H eld, that the cour t did not err. 

3. H eld, that , from the evidence, it did not conclusively appea r 
that the driver of a horse in jured in a colli sion with a street car 
was guilty o f contributory negligence.-(Armstead vs. Mendenhall , 
85 N. W . Rep., 929.) 

MI NNE SOT A.-N egligence-Inj ury to P assenger-Strike. 
I. A street railway company is not, as to his passenger, gui lty 

of negligence in attempting to operate it s ca r s during a str ike of it s 
employees, unless the con dit ion s are such that it ought to know, or 
ought to r easonably an ticipa te, that it can not do so and at the same 
time g uard from violence, by the exerci se of the utmost care on its 
part, those who accept its implied invitation to hecome passenger s. 

2. Rul e applied, and held, that the evidence in thi s case is not 
sufficient to support a finding of the jury to the effect that the de
fendant was guilty of n egligence in attempting to operate its ca r s 
during a st r ike.-(Fewings vs. Mendenhall , 86 N. W. Rep., 96.) 

NEW JERSEY.-In jury to P assenger-Negligence-Evidence. 
T he plaintiff sued the defendant, operating an electric street rail

way, for per sonal inju ries r eceived in an attempt to board a car 
as a passenger. The evidence showed that at the lower corner of 
a street, intersecting tha t on which r an the line of the rai lway, a 
group of intending passengers stood awaiting a car ; that the plain
ti ff crossed to the upper corner, and stood there with others, as a 
car was approaching; that h e waved h is hand towar d the ca r , which 
slackened its speed, but did not stop ; that two passengers got safely 
on the car ; that the plainti ff seized the h and-rai l. and placed on e 
foo t on the step. and, wi th the other on the ground, was d ragged 
along until he came in contact with some railroad t ies near the 
track, in the middle of the inter secting street, when he lost h is 
hold, and received severe injuries. T he plain tiff an d one witness 
testified that the speed of the car increased after he had taken hold 
of the r ailing: another witness fo r the plainti ff and !icveral wit
nesses fo r defendant testifi ed that there was n o increase, but in
stead a decrease o f the speed of the car. No proof was offered 
that the motorman in any way indicated that he meant to stop at 
the upper corn er , and he testi fied that he did not notice anyone 
there. Held, that a verdict in favor of the defendan t should have 
heen directed , (r ) because, on the fact s stated , a ju ry could not 
fa irly find negligence cha r!leahle to the defendant. and (2) hecau se, 
with the rail road ti es in fo ll view, the plain tiff a•s11rned all risk of 
in i ury from them when hf' ;ittPmpted to get on the moving car.
( Schmidt vs. North J er sev St. Ry. Co_, 49 At!. R ep_ 438-) 

MISSOURI.- Death hy Negligence- Resul ting Damages-Re
covery-Ri g-h t of Action . 

I. No action will li e, either at common law or under the statute, 
in favo r of pa rents, to recover damages r esulting from the pre
vention o f tl1 e per fo rmance of a con tract by their adu lt son to 
support then, . dnc to hi s dea th th rough defendant's negligence. 

2. A n act ion to recover damangcs resulti n~ from the preven
tion of the performance of a contract of plaintiffs' son to support 
them will not lie, the damages heing too rcmote.-(Brink et ux. 
vs. W ahash R. Co., 6o S. W. Rep., 1058.) 
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FINANCIAL INTELLIGENCE 

THE MARKETS 

fhe Money Market 
\VALL STREET, Nov. 20, 1901. 

The enormous exportation of go ld to Europe was the principal 
feature of the past week in the money market. Since the move
ment started in the last week of October, $17,500,000 has been with
dra \\'11, $7,000,000 of which was taken for shipment by Tuesday's 
steamer alone. The causes of this outflow have already been ex
plained; they are not to be found in any change in the commercial 
trade balance, which is still running heavily in favor of thi s 
country, but they represent entirely the repurchase of foreign-held 
securities, part of which were unloaded on this market last spring, 
and carried along since then by sterling loan s, and part of which 
have issued from foreign sources during the last month or two. It 
is a mistaken notion, of course, to regard the movement as an un
favorable sign, for it means nothing more than that we are paying 
off a long-standing indebtedness abroad with gold, in stead of with 
an excess of merchandise exports, which is no longer adequate for 
the purpose. It is also an error to r egard the operation as being 
fo rced upon thi s market by Europe's money exigencies. This may 
have been true when gold started to move abroad a month ago, 
when London was hard pressed by demands from Paris and Berlin, 
and sought to shift the burden upon thi s country. But since the 
London market has r educed its buying price for go ld to a minimum 
figure , and since sterling exchange at the Continental centers has 
ri sen well above the import level, it is obvions that there is no 
longer any compulsion about the A merican shipments. These ship
ments wi ll probably continue some time longer, but i1 will be be
cause the local market is availing itself of a favorab le opportunity 
to liquidate its immediate obligations, and not because the condi
tion of the foreign markets requires it. This di stinction is all im
portant because it removes whatever ground there might seem to 
be for uneas iness over the gold exportations. A long with thi s it is 
to be noted that so far the loss to Europe has been more than offset 
by treasury disbursements on account of bond redemption; by the 
arrivals of gold at the Pacific Coast cities, and by the return of fund s 
from the interior, which now seems to have set in in earnest. Bank 
rese rves a re likely to r emain low, and money rates firm for the rest 
of the year, but nothing approaching a stringency is at all feared. 
Call loan s are made freely at 4 per cent and 4½ per cent, and time 
loans for all periods on good security collateral command 4¾ per 
cent. 

The Stock narket 
Dealings in the stock market have fa llen off decidedly in volume 

during the week, and whatever outside interest there was a week 
ago has disappeared. Except in a few individual stocks, notably 
the local tractions and the anthracite coal issues, in which opera
tions for a rise on a large scale have been in progress, r ea lizing 
sales have exceeded new buying orders, and prices have fallen off 
in consequence. The vigorous declaration of the Governor of Min
nesota that he will contest the legality of the new Northern Se
curities Company is made light of by the principal parties to the 
dea l, but it has undoubtedly influenced speculative sentiment fo r 
the time being against the stocks of the Union Pacific and St. Paul 
companies, as well as those of the other \Vestern roads which are 
not so direc tly concerned in the n ew alliance. This i"ncident can
not, however, be said to be the main cause for the week's reaction 
on the Stock Exchange. It seems to be pretty plain that the finan
cial powers which originate and suppor t "bull" campaigns are not 
di sposed to act un til money conditions are more favorable to a 
general speculation. On the other hand, the comparatively slight 
effect of the enormous exports of gold shows that the money market 
is a negati ve influence only in the security dealings. The best in 
formed observers are inclined to look for the continuance of the 
present traders' market for some littl e time, with such activity as 
there may be confined to special stocks. 

Among these individual issues, one of the prime favorite s is 
lVIanhattan. The report of earnings made public last Wednesday, 
an d reprinted in last Saturday's issue of thi s paper, has given the 
critics an opportunity for some exceedingly rosy predictions con
cerning the immediate future of thi s property. It was especially 
noteworthy that the rate of increase in ea rnings was greater during 
the latter half of the year than the first , and that on the basis of the 
results for the September quarter the company was earning fully 
6 per cent on the stock. President Gould's statement that electrical 
equipment would be installed pretty thoroughly by the end of an
other year r eca lled the estimate which he gave out some time ago, 
that the change from steam to electric motive power would add at 

least I per cent to the net income of the company. It would be rea
sonable to assume, therefo re, that at the expiration of another 
twelve months, Manhattan will be able to show a dividend surplus 
equa l to 7 per cent on it s share capita l. This calculation has been 
the main inspiration in the week' s advance in the stock. Other 
stories have been circulated to explain the strength in thi s and the 
other local traction shares, one of them that a holding company is 
to be formed to take over the combined stock issues, but they are 
obviously of an un substantial and purely speculative character. The 
ri se in Metropolitan can be ea sily set down to the anticipated new 
issue of stock to provide for the installation of electricity on the 
remaining horse car lines, and to the clesire of speculative interests 
to make the subscription privileges for the new stock as valuable 
as possible. In the case of Brooklyn Rapid Tran sit, which has ad
vanced less than the others, the show of strength is mainly sym
pathetic. 

Philadelphia 
T he directors of the Union Traction company adjourned on 

l\fonday without announ cing any decision regarding the call fo r an 
assessment of $5 a share on the stock. It is predict ed by some that 
this action will be taken at the December meeting, that the r equired 
payments will be divided into two equal instalments, and that a 
dividend wi ll be declared at the same time, which will cover the 
amount of one in stalment. T he assessment of $5 a share would 
raise $3,000,000, which, presumably, would be used to compensate 
the company for the sum, slightly in excess of thi s totai, which they 
have deducted from earnings during the last year or so to make 
improvements in the property. T he market for the stock has ap
parently acted on the theory that the worst is now out, and that 
with the modifying provision for the dividend, the situation is not 
so bad after al l. The price rose on Monday to 31¼, the highest 
level reached since the ea rly part of last summer. Trading through
out the week has been heavy. P hiladelphia Traction showed sym
pathetic strength, going up ¾ of a point to 97. The increase in the 
annual rate of dividend on American Railways, from 4 per cent to 5 
per cent, had evidently been partly di scounted in the previous 
week's advance. T he stock rose to 44¼, but realizing sales pre
vented a further rise. Scarcely anything has been done in Con
solidated of Pittsburgh shares. Two hundred of the common 
sold at 23½, and a like amount of the preferred at 65½, and later 
at 63½ , ex-dividend. The on ly other tran saction s in stocks were 
small sa les of Railways Company General at 5¾ and 5½ - Bonds 
have not displayed much activity. Indianapolis Railway 4s were 
strong at 87¼ , and Citizens Passenger, of Indianapolis, 5s at 109¼ . 
E lectric Peoples Traction 4s changed hands rather freely a t 97 ½, 
and United Railways 4s at 89½ . A single sale of Wilmington and 
Chester Traction 5s was reported at 105½. 

Chicago 
The traction share market in Chicago has been irregular, but 

stronger in the main than it was a week ago. O n Friday it was 
annonnced that the U nion Traction Co mpany had brought an 
injunction suit against the State Board of Equalization, restraining 
them from taking action under the recent franchise tax decision. 
The common stock, which had sold as low as 12½, rose quickly to 
14, and the preferred recovered from 49½ to 54. That the injunc
tion wi ll hold seemed doubtful, in th e view of some oper
ator s, and reflecting this doubt the Union Traction shares dropped 
back again to 13 for the common, and 51 for the preferred. West 
Chicago sold down also from 96 to 95. Among the elevated stocks 
Metropolitan has been the st rongest feature, the common selling 
freely a t 40¼, and scattered lots of the preferred as high as 93. 
Small sales of Northwestern common at 40, the preferred at 90, and 
South S ide Elevated at 109¾ were r ecorded during the week. 
Lake Street continued rather heavy around 12¾. Investment 
sales in moderate quantity were r eported in City Railway at 190. 
Traffic on both surface and elevated lines keeps on showing remark
able gains over a yea r ago. Union Traction is said to be earning 
$2,000 a day more. 

Other Traction Securities 
The sharp ri se in Twin City Rapid Transit on ths New York 

Stock Exchange this week is associated with the plans mentioned 
some time ago for increasing the electric lighting capacity of the 
company. Interest has subsided somewhat in the St. Louis se
cunt1es. Transaction s were reported on the New York curb in 
the latter half of last week at 88½ for the preferred, and 31 for the 
common, and business a t these figures was fairly brisk. Nothing 
has been done in them, however, during the last few days. In 
Boston traction dealings have been extremely light, with sales of. 
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Massachusetts Electric preferred at 94, the common at 36, and 
Boston Elevated at 165, a decline of a point. The feature of the 
Baltimore market has been a sharp advance in Knoxville Traction 
5s to 99¾, a gain of twelve points during the last fortnight. New 
interests are said to be buying into the property, with the idea of 
getting control and putting it on a better paying basis. No deal
ings are reported in New Orleans Traction, and quotations are un
changed, at 29¾ bid for the common, and 105 bid for the preferred. 
Louisville Railway common, which sold a week ago at 106, re
covered to 107¾ bid, but with no stock offered under 108½. The 
preferred was firmer at II6. Syracuse Rapid Transit common is 
up a point on the bid price to 26, but New York specialists are not 
offering the stock below 30. 

Security Quotations 
The following table shows present bid quotations for the le:i.ding 

traction stocks, and the active bonds, a s compared with a week 
ago: 

1901 
Closing Bid 

Nov. 12 Nov. 19 
American Railways Company.................................... 42 44¼ 
Boston Elevated ................................................. 165½ 165 
Brooklyn R. T ........................ .... ........ . ......... -. . . . 68¼ 68 
Chicago City ...................................... . .............. 190 188 
Chicago Union Tr. (common) ................................... 12¾ 12% 
Chicago Union Tr. (preferred)................................... 50 52¼ 
Cleveland City ...... ....•................... , ..................... lll 111 
Cleveland & ~astern. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 31 
Cleveland Electric . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 86 
Columbus (common) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 44 
Columbus (preferred) ........................................... 100 
Consolidated Traction of N. J.............................. ..... 65 
Consolidated Traction of N. J. 5s ................................ 109 
Consolidated Traction of Pittsburgh (common) ................ . 
Consolidated Traction of Pittsburgh (preferred).... . .. . .. . ..... 65½ 
Detroit United .....•........................ ·................... .. 75 
Detroit United certificates . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 75 
Electric-People's Traction (Philadelphia) 4s ..................... 97 
Elgin, Aurora & Southern .•................ . ..................... 
Indianapolis Street Railway . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 42 
Indianapolis Street Railway 4s.............. .................... 87 
Lake Street Elevated . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 12% 
Louisville (common) ... . .. . .. . .. . ............................... 106½ 
Louisville (preferred) ............................................ 115 
Manhattan Ry. . .................................................. 1281/4 
Massachusetts Elec. Cos. (common)............................. 36¼ 
Massachusetts Elec. Cos. (preferred)............................ 92½ 
Metropolitan Elevated, Chicago (common)......... ............ 39 
Metropolitan Elevated, Chicago . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 91¼ 
Metropolitan Street ....... ... ..... ...... . .... '. .. . .. . .. ......... .. 166¼ 
Nassau Electric 4s.................................... .......... .. 97½ 
New Orleans (common).......................................... 29¼ 
New Orleans (preferred) ........................................ 105 
North American . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 96 
Northern Ohio Traction (preferred) ........................... . . 
North Jersey . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 22½ 
Northwestern Elevated, Chicago (common)..................... 39 
Northwestern Elevated, Chicago (preferred).................... 89 
Philadelphia Traction ............... ...... ............... ........ . 
Rochester (common) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 32 
St. Louis Transit Co. (common)............................... 30¼ 
South Side Elevated (Chicago)., .... . .. . ................ . ....... 108 
Syracuse (common) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 25 
Syracuse (preferred) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 63 
Third Ave ........................................................ 120 
Twin City, Minneapolis (~ommon ) ............................... 102 
United Railways, St. Louis (preferred)................. ......... 87¼ 
U nited Railways, St. Louis, 4s.......................... ......... 91 
U nion Traction (Philadelphia)................................... 29% 

* Ex-dividend. 

Iron and Steel 

86 
45 

100 
67½ 

109¾ 
23½ 

*63½ 
76 

97½ 
40 
42 

12½ 
1071/4. 
115¾ 
130½ 

36 
94 
40½ 
92 

168% 
97½ 
29¾ 

105 
92 
88½ 
22½ 
39 
90 
96¼ 
34 
30¾ 

109½ 
26 
63 

120 
105½ 

88% 
90¾ 
31¼ 

The United States Steel Corporation has announced that the en
tire output of its steel rai l mill s for 1902 is already booked. This 
statement in itself is sufficient proof of the phenomenally strong 
situation in this branch of the steel industry. In other branches 
conditions are hardly less strong. The scarcity of steel, which has 
been apparent for a number of weeks past, threatens to become 
serious in consequence of the prospective shutting down of a num
ber of pig iron furnaces in the Central West. These furnaces are 
fo rced to bank because the supply of coke is curtailed by the short
age of railway transportation faci lities. The consumptive demand 
for pig iron is without a parallel in the history of the country. In 
face of an output of 1,400,000 tons-or 16,800,000 ton s per year
during October, stocks on hand decl ined during the month by 
76,700 ton s. Prices could, of course, be easily advanced, but the 
leading producing interests have the market well in hand, and are 
keeping them down. Bessemer pig is quoted at $16, steel billets at 
$27.50, and steel rails at $28. 

Metals 
Copper is steady at 16¾ cents, tin has risen very sharply from 

25¼ cen ts to 27 cents, lead is dull at 4Ys cents, and spelter 'is un
changed at 4.30 cents. ___ _._ . ._ __ _ 

LOS ANGELES, CAL.- The Los Angeles Land Company, which was re
cently incorporated , was organized with the idea of ultimately comb ining 
all of the interests of the Los Angeles Railway Company. It is intended, in 
time, to operate all of the company's local street railway lines and interurban 
electric lines from one central power station. The Los Angeles Land Com
pany has a capital stock of $250,000, of which on e-half is paid up. H. E. 
Huntington is the principal stockholder, holding $38,500 of stock. Among the 
incorporators ar e : I. W. Hellman, A. Borel, C. de Guigue, Epes Rar.dolph, 
J ohn D. Bicknell and J. S. Slausson. '1 h e con struction of a number of new 
electric lines is projected. 

DENVER, CUL.- The D env er City Tramway Company reports earnings as 
follows: 

October 
Gross r eceipts ................... . ....................... . 
Operating expen ses ................ ................ ..... . 

Earnings lrom operation ............................... . 
Fixed charges ........................................... . 

1901 
$141,366 

77,403 

$63,963 
32,569 

Net earnings . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $31,394 
Ten months ~nding October 

Gross r eceipts .. ... ....................................... $1,255,921 
Operating expenses . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 686,012 

Earnings from operation ................................ . 
Fixed charges ........................................... . 

Net earnings ............................................ . 

$569,909 
318,312 

$251,597 

1900 
$114,373 

62,121 

$52,252 
32,111 

$20,141 

$1,077,960 
603,149 

H74,811 
311,613 

$163,198 

COLUMBUS, GA.-The Chattahoochee Fall s Company, better known as 
the Clapp Factory property, n ear Columbus, is reported to have been sold to 
a Boston syndicate r epresented by George J. Baldwin, president of the Co
lumbus Railroad Company. It is said that this purchase means the invest
ment of $1,000,000 at Columbus in a new power company, the extension of 
the lines of the Columbus Railroad Company and the building of new mills 
and manufacturing plants. 

MARION, ILL.-The Coal Belt Electric Railway Company has certified 
to an increase of capital stock from $100,000 to $300,000. 

CHICAGO, ILL.- A representative of the New York interests identified 
with the Northwestern Elevated Railroad is quoted as stating that less than 
$4,000,000 of the proposed $5,000,000 issue of 5 per cent bonds will be offered 
to stockholders; that while $5,000,000 of the present 5 per cent bonds are 
to be r eti red at 105, fully $1,000,000 of these bonds already have been pur
chased, and that the company is bidding 105 and interest for them, having 
nearly $1,000,000 st ill on hand for that purpose. For the $10,000,000 4 per cent 
bonds sold some time ago at 90, $9,000,000 was received. Of this amount 
$6,250,000 was used to take over the Union Loop Company and $750,000 to 
pay certificates of indebtedn ess, leaving $2,000,000 cash on hand, which has 
been used to retire bonds. Though every large holder of this company's 
bonds has been approached, all have responded slowly to the bids of 105 and 
interest, although they will have t o turn in their bonds Jan. 1. 

MICHIGAN CITY, IND.-By agreement a mortgage has been foreclosed 
in the Federal Court at Indianapolis against the Lake Cities Electric Rail
way Company. The sui t was brought by the Metropolitan Trust Company, of 
New York. 

FORT WAYNE, IND.- N egot iati on s for the purchase of all franchise 
rights of the Indiana & Ohio Traction Company ·have been closed by a Toledo 
syndicate. J. S. Yost, W , C. Brewer, J. C. Bonner and Milton Taylor, of 
Toledo, are the purchasers. The purchasers are at the head of a company 
which is going to build a line from Tol edo to Hicksville. The Indiana & 
Ohio has a right of way from Hicksvi ll e to Marion, Ind., and it is possible 
that the interests will be combined. This would mean the construction of a 
through electric rai lway from Toledo to Marion, and very likely further West. 

OTTUMWA, IA.-The Ottumwa Traction & Light Company has filed for 
record a mortgage for $500,000, given in favor of the United States Mortgage 
& Loan Company, of New York.' The mortgage is given to secure an issue of 
$500,000 5 per cent gold bonds. The proceeds of the issue are to be used in 
improving and extending the property of the company. 

SPRINGFIELD, MASS.- The Railroad Commission ers have approved the 
proposed issue of $455 ,000 stock by the Springfield & Eastern Street Railway 
Company for the purpose of providing for the payment of the floating debt 
incurred in the construction of the road. The Sprin gfield & Eastern Street 
Railway is the successor of the Palmer & M onson Street Railway. 

NORFOLK, MASS.- The Norfolk & Bristol Street Railway Comvmy has 
filed a certificate that its capital stock, $200,000, is all paid in. E. D. Cadman 
is president of the company and H. F. Smith, treasurer. 

CONCORD, MASS.- The Concord & Clinton Street Railway Company has 
filed a certificate that all its capital, $60,000, has been paid in. W. R . Davis is 
president of the company, and W. S. Reed treasurer. 

BOSTON, MASS.- The West End Street Railway Company has petitioned 
the Railroad Commission ers for the approval of an issuance of 4 per cent 
bonds due 1915, to th e am ount of $1,800,000, for improvement of the company's 
property required und er the lease to the Boston Elevated. The board will give 
a hearing on the matter Nov. 2G. 
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DETROIT, MICH.-The much-mooted sale of the Detroit, Ypsilanti & 
Ann Arbor Railway to the Everett-Moore syndicate is said to h ave finally 
been consummated Nov. 19. The road is owned by the Hawks-Angus syndi
cate, and the Everett-Moore syndicate has m ade several unsuccessful attempts 
to purchase the road. No confirmation of the story can be obtained. 

NEW ORLEANS, LA.- The New Orleans City R ailway continues to show 
large increases in earnings. The gross earnings for October were $126,783, 
against $115,462 in October, 1900, a gain of $11,321. For the first six days of 
November the gross earnings are said to show a gain of $4,645. 

NIAGARA FALLS, N. Y.- Th e Niagara Gorge Railroad Company re
ports earnings as follows: 

Quarter ended Sept. 30 
Gross receipts ....................... . ................... . 
Operating expen ses .............. . ......... .......... ... . 

Earnings from operation ................................ . 
Receipts from other sources ............................ . 

Gross income 
Fixed charges 

1901 
$154,223 

26,136 

$128,087 
2,870 

$130,957 
13,917 

1900 
$43,883 
16,273 

$27,610 
2,685 

$30,295 
13,403 

Net earnings . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .. $117,040 $16,892 
The Pan-American is, of course, responsible for the large increase in 

earnings. 

BROOKLYN, N. Y.- The Brooklyn H eights Railroad Company reports 
earnin gs as fo llows: 

Quarter ending Sept. 30 1901 
Gross receipts ........... ... .............................. $3,053,801 
Operating expen ses . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1,930,997 

Earnings from operation ................................ $1,122,804 
Receipts from other sources.............................. 111,062 

Gross income ......... ... . ...... .................. . .. . ... $1,233,866 
Fixed charges . . . . . . . . . . • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1,068,585 

1900 
$3,101,714 
1,723,536 

$1,378,178 
93,703 

$1,471,881 
1,158,595 

Net earnings . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $165,281 $313,286 
Operations of Brooklyn, Queens County & Suburban not included in 1901, it 

having been operated independently si nce. 

CLEVELAND, OHIO.- Recent stories s tories relat ive to the sale of bonds 
by the Everett-Moore syndicate have been greatly exaggerated according to a 
member of the syndicate who is in a position to know. Absolutely the only 
bonds which were sold by the heads of the syndicate while on their trip t o 
New Yark last week were $3,000,000 of Detroit & T oledo Shore Line, a nd 
$2,000,000 of Lake Shore E leetric . No Federal Telephone bonds were disposed 
of, alth ough it is admitted that negotiations for the sa le of some of the se 
sec urities is under way. It is also stated that other negotiations a re under 
way which will probably result in t he sale of other syndicate securities. The 
report that a large block of Detroit United bonds have been sold is branded 
as ridiculous, as it is stated the Detroi t United has no outstanding bonds, and 
the big Michigan consolidation has not yet been fully effected. 

PHILADELPHIA, PA.-The American Railways Company has d eclared a 
quarterly dividend of 1¼ per cent, payable D ec. 15, thu s incr easin g the annual 
dividend rate fr om 4 p er cent t o 5 per cent. 

PITTSBURGH, P A.-The Consolidated Traction Company r eports earn
ings as follows: 

October 
Gross receipts ........................................... . 
Operating expenses .................................... . 

Earnings from operation ................................. . 
Receipts from other sources ........... . .. . ........ . ..... . 

Gross income •.................. . ................. . .. . .... 
Fixed charges •........................................... 

1901 
$277,007 
126.260 

$150,747 
28,744 

$179,491 
90,117 

Net earnings . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $89,374 
Seven months 

Gross receipts ...............................•............ $1,847,327 
Operating expenses ............................. : . . . . . . . . 878,494 

Earnings from operation .......•... . ..................... 
Rece;pts from other sources ............................. . 

$968,833 
200,972 

Gross income ............................................. $1,169,805 
Fixed charges . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 629,325 

Net earnings ................................ . ..... . ...... . 
Preferred dividend ......................... . ..... . .. . ... . 

$540,480 
420,000 

Surplu! . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $120,480 

1900 
$257,179 
108,137 

$149,042 
28,098 

$177,140 
89,687 

$87,453 

$1,732,845 
797,582 

$935,263 
197,870 

$1,133,133 
620,372 

$512,761 
420,000 

$92,761 

DETROIT, MICH.- The Detroit United Railway Company has no outstand
ing bonds, but has assumed and agreed to pay the bonds upon the properties 
purchased by it from various other companies at the time of its organization. 
The plan of organization of the Detroit United Railway contemplates a transfer 
by it of its property to a new corporation, in consideration of stock and bonds 
of tbe new company, which will then be divided among the stockholders of tbe 
Detroit United Railway. Before this can be done, in o~der to properly protect 

the equitable lien of the holders of its underlying bonds upon tbe present 
property of th e Detroit United Railway, a mortage is to be given, conveying 
for this purpose all of the property of the Detroit United Railway as security 
for such unde rlying bonds. Tbis has been contemplated by the syndicate 
managers from the first, and there has been no change whatever in the plan 
of r eorganization of the Detroit U nited Railway. The capital stock of the 
new Michigan company will be $12,500,000, and the total authorized bond 
issue will be $50,000,000. 

PITTSBURGH, PA.- The terms under which the "Mellon" lines are to be 
absorbed have just been made public by the official circular of the Philadel
phia Company to its stockholders. By agreements made with Mr. Mellon 
the lines of the Monongahela Street Railway Company, the plant of the 
illonongahela Light & Power Company, the lines of the Pittsburgh & Bir
mingham Traction Company and the lines of the Pittsburgh & Char
leroi Street Railway Company will pass to the control of the Philadel
phia Company, all for 999 years at good rentals. Mr. Mellon also agrees, 
upon the execution of this last lease, to sell all the shares of stock of the 
Charleroi line to the Philadelphia Company for $709,000. He also agrees to 
transfer the Philadelphia Company without further compensation the shares 
of stock O- a number of st reet railway companies organized by him, the 
con struction of which has not been commenced. In addition the owners 
of almost the entire capi'tal stock of the Southern Traction Co:npany (West 
End and Carnegie lines) have ag reed to sell their shares to the Philadelphia 
Compan y. Further, n egotiation s are pending between the owners of shares 
of several smaller' companies and a committ ee of directors to whom the 
matter was referred, and the r eport to be made to a meeting of Philadelphia 
Company stockholders called for D ec. 4, 1901, to ratify the agreements 
enumerated, will probably call for the absorption of these smaller corpora
tions. Thus it is proposed to acquire control of all the traction interests in 
the two cities and those reaching out into the three valleys, and also control 
of all artificial lighting facilities. For the purpose of acquiring the shares 
of the several companies and to provide the m on ey to make the c.ash pay
ments, increases of the bonded debt and common stock will be necessary. 
No increase o, preferred stock will be required, as there remains • of the 
present authorized issue $2,000,000 available for u se in the acquisition of pre
ferred shares of the Consolidated Traction Company. In conformity with 
Jaw the board of directors of th e Philadelphia Company has declared it to 
be the purpose of the company to increase its bonded debt to a total of 
$22,000,000. And the board has also declared it to be the purpose of the 
Philadelphia Company to increase its capital stock to a total of $36,"000,0uO. 
The present capital is $6,000,000 of preferred stock and $15,00u,OOO of common 
st ock. The increase will therefore be $15,000,000, all t o be common stock. 
Of the bonded d ebt, $6,500,000 wi ll be r eserved to take up the existing issue 
of bonds when they may mature; $12,vvO,OOO will be available only for the 
purpose of acquiring preferred shares of the Consolidated Traction Company. 
The remainder of the bond issue will be available to provide funds for the 
improvement, betterment or extension of the properties of the Philadelphia 
Company or of the companies of which it owns the maj ority of shares. As 
previously stated, the holder s of a maJority of the shares of the Consolidated 
Traction Company have agreed to sell their shares to the Philadelphia Com
pany upon the following terms: l'wo shares of common stock of the Con
solidated 'fracti on Company for one share of common stock of the Philadel
phia Company, and twenty shares of prererred stock of the Consolidated 
Traction Company for $1,000 in a gold mortgage bond of the Philadelphia 
Company at its par value, to be dated Nov. 1, 1901, maturing Nov. 1, 1951, and 
bearing 5 per cent interest; three shares of the preferred stock of the Phila
delphia Company, one share of t11e common stock 01 th e Philadelphia Com
pany and $60,000 in cash. The last operating r eport of the company follows: 

October 1901 1900 
Gross receipts . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .. $223,015 $167,259 
Operatin g expenses . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 156,874 135,469 

Earnings from operat ion ................................. . 
Receipts from other sources ............................. . 

Gross income ............................................. . 
Rentals, fixed charges, etc ............................... . 

Net earnings .. .... ..... .................................. . 
Dividend on preferred stock .............................. . 

$66,141 
21,210 

$87,351 
39,719 

$47,632 
16,667 

Surplus . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • $30,965 
Ten months 

Gross r eceipts ........................... , ................. $2,458,771 
Operating expenses . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 1,488,455 

.t.arnings from operat ion ................................. . 
Receipts from other sources .............................. . 

$970,316 
507,425 

Gross income ............................................. $1,477,741 
Rentals, fixed charges, etc................................ 419,071 

Net earnings .............................................. $1,058,670 
Dividends on preferred stock.............................. 166,584 

Surplus . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $892,086 

$31,790 
13,820 

$45,610 
27,866 

$17,744 
16,666 

$1,078 

$1,996,909 
1,183,962 

$812,947 
346,990 

$1,159,937 
382,699 

$777,238 
166,584 

$610,654 

RAPID CITY, S. D.-E. I-I. Hammond, of Kansas City, has purchased the 
Rapid City Railway. The line is 2 miles long, and is operated by horses. 

NASHVILLE, TENN.- The Nashville Street Railway, under foreclosure 
proceedings on account of a debt of $2,500,000, has been ordered sold by the 
United States Court. 
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COMPANY. Period 

-----------1------1 - --- --- - --

AKRON, 0. 
Northern Ohio Tr. Co. l m., Oct. '01 

l " " 'OO 
3 " Sept . '01 
3 " " '00 
9 " " '01 
9 u u '00 

ALB \NY, N. Y. 
United Traction Co. _-_ 1 m., 

1 " 
4 .. 
4 " 

IHNGHAMTON, N. Y. 
Binghamton St. Ry. 

Co,, ___________ _________ J ~:• 

BROOKLYN, N. Y. 

4 " 
4 .. 

Oct. '01 
" '00 
u '01 
.. '00 

Oct. '01 
h 'OO 
" '01 
" '00 

51,479 28,769 
46,426 26,56:/ 

193,833 98,904 
158,379 94,9; 7 
462,800 263,361 
387,972 . 241,782 

120.823 84,091 
11 7,30 1 82 48\J 
505,041 323'061 
483,918 3]9 ,764 

16,884 
14,792 
80,044 
69,973 

9,294 
8,2]~ 

40,:118 
35,660 

22,7 10 
19,864 
94,929 
63,402 

199,439 
146,190 

I 
:16,733 
31,815, 

181,980 

Hi4,1541 

7,5901 
6,574 

39 726 
34,313 

98,973 100,466 
109,786 36,40¼ 

19,901 16.832 
19,901 14,914 
79,604 102,376 
80,0-?6 84,126 

I 
,,. 
"' "' J.& Peri od o: 
~; 

COMPANY. 

0~ 

- 1-1-E-< 

HAIUILTON, O. 
Southern Ohio Tr. Co. I m., 

1 .. 

LONDON, ONT. 

9 " 
9 .. 

London St. Ry. Co _____ 1 m., 
1 .. 
JO" 
10" 

l\llL,VA UKEE, ,vis. 
lHilwaukec El. Ry. & 

Lt, _______ ____ __________ Im., 

1H INNEA POLIS,IUI SN. 

1 .. 
10 .. 
LO" 

Oct. '01 
' 00 

Sept. '01 
,. '00 

Oct. '01 
" '00 
•• '01 
u '00 

31,839 13,862 17,977 
28,4:Jl 14,296 14,13u 

•>5•> 89"' 138,:124 114. 568 
21s:84o m.023 106,824 

10,105 
9.25, 

l lU,814 
!l7,641 

6,356 
7,203 

72,274 
69,642 

3,749 
2,05! 

44,539 
27,9U9 

7,500 
7.nOO 

67 500 
m:5oo 

1,957 
1,fjgl 

19.80C 
Hl,294 

10,477 
6,636 

47,068 
39,324 

1,7!)2 
364 

24,739 
9,70,5 

Oct. 'OJ 206 812 90,\?49 lOi',56:1 63,409 44,154 
., '00 189:068 96 0~3 93,044 09,296 23,748 
" '01 l,!192,060 9i7,58!J 1,014,471 624,810 38!l,G61 
" 'OU 1,820,850 U33,250 887,600 691,962 195,G3S 

Sept, '01 
" '00 

308,303 123,131 185,\?62 57,874' 127,388 
271,6.52 106,55\l 165.0!12 50,901 114,l!lO 

Brooklyn R T Co l m Sept '01 1,000,229 * 740,546 3rn,683 _____ _ 
• • · ---- 1 ,:• ". '00 1,019,465 * 628,ti9li 390,ili!J ------ ---- -- i 

Twin City R. T. Co ____ 1 m., 
1 .. 
9 .. 
9 .. :: :8bi 

SeP,t, :ml 

2.a40,165 1,068.846 1,211,818 503.273 768,045 
2, 102,0W 981,006 1,121,023 4H,801 646,22-Z 

;! " " '01 3,~33,601*2~5!Jl:!31,174,477 ------
3" " '00 3,:!26,458*196154:!l264,9Jb _____ _ 
12" June 01 12,135,559 *7216008 4,919,551 4,341,748 
12" " •oo 11.,68,550 *71063,3 4,uu2,1,·7 4,135,405 

577,803 
526,772 

BUFFALO, N. Y. 
Internntional Tr. Co __ ] ~;• Ser.t, ;g6 

3 h h '01 
3 " " 'OU 

CHICAGO, ILL. I 
Chicago & .!Uilwaukee 

Elec. Ry, Co. _________ i ~:• A~r' :g6 
8 H U '0] 
8 .. " '00 

Northwestern Elev. __ 12 m. June '01 
7 " " '00 

U . T t' 12 m J '01 1110n rac ion ________ 
12 

u. u.~e ,
00 

CLEVELAND, O. 
Cleveland & Chagrin 

Falls-----------------· i ~;• Ser.t, ;~6 
IJ " " '01 
!J •• •· 'UU 

Cleveland & Eastern __ 1 m , Sept. '01 
1 " ·• '00 
ti u u '01 
6 u " '00 

660,791 268,8113 391,988 101,216 290,772 
256,322 110,\?67 145,055 8U,598 64,-1-57 

1.876,552 7li0,697 1, 115,8,';5 30i,20ti 8U8,fi49 
791,470 348,,'45 442,725 241,7!.13 200,U33 

24,042 
20,702 

112.962 
!!2,267 

7,479 
6,058 

49,571 
36,795 

16,5631 
14,6H 
63,391 
55,472 1 

978 766 322,645 656,121 
525;023 180,452 344,571 

400,6!13 255,4~8 
221,5;;3 123,018 

8,158,809 3,942,194 4,216.615 4,058,040 
8,345,748 3,,til,797 4,583,9.51 3,979,876 

158,575 
604,075 

5,350 
4,7\JU 

34,255 
36,800 

10,805 
7,842 

66,398 
44,930 

2,21:! 
3,0!7 

2:J,144 
24,752 

5,555 
4,650 

38,50U 
2li,4J3 

I 
3,13,, 
1,743 

11.111 
12,018 

5,250 
3,192 

27,8UH 
18,518 

1,405 
201 

9,875 
9,9(12 

3,717 
3,404 

33,280 
24,44b 

1.732 
'1,542 
1,266 
2,146 

Cleveland El. Ry. Co __ l ~;• O~t. :~i i~~:~~ rn6:~~~I 90,61 81 
!J4,9.7L 

21,2561 
27,828 

6U,362 
66,trn 

583,016 
493,863 

!J " " '01 l,705,li34 942,9d3 762 651 
684:246 

179,6cl4 
190,385 9 " " ,'UO 1,50li , 701 822,454 

Cleveland, Elyria & 
\Vestern, ______________ L m., Oct. '01 

l " " '00 
10" " 'OJ 
10" •• '00 

Cleveland, Painesville 
& Eastem ____ ------- r ~;• 0,:t. :u 

9 " Sept. '01 
9 u ., 'OO 

CORTLAND, N. Y. 
Cortland & llomer Tr. 

Co. ____________________ g !!1· Ju,~e :si 
DENVER, COL. 

Denver City Tramway 
Co.------------- -- --- -- }~;• 

10 • 
lQ II 

I 
11ETROIT, MICH. 

Detroit United Ry ____ J ~;• 

DULUTH, MINN. 

10" 
10 II 

Oct. '01 
'00 

" '01 
u '00 

O ct. '01 
" '00 
u 'OJ 
H '00 

Duluth-Superior Tr ___ t m, Sep t. '01 
9 " " '01 

RLGIN, 11,L. 
Bight, Aurora. & 

Southern Tr __________ 1 m., 
1 .. 
II" 
9 .. 

O c t. '01 
.. '00 
" '01 
u '00 

22,736 12,611 
16,81-G 8,978 

208,7:!8 11:1,398 
147,861 81,200 

15,639 
14,075 

124,184 
106,18, 

31,624 
28,925 

8,558 
6,~18 

63,:!43 
4!J,\J79 

l!l,857 
16,927 

10,1241 
7,ti34 

95,330 
66,660 

7,081 
7,857 

fiU,941 
56,207 

11,767 
11,UUH 

4,4781 
3,2:!8 

44,775 
32,275 

54,375 

5~,3751 

, ,297 
22,IW<lf 

5,647 
4,6116 

50,555 
34,385 

6,566 
1,833 

4,4,'0 
0,131 

Hl,366 77,403 63,9u4 32, ~70 31,394 
114,3,3 62,121 52 25°1 32,112 20,141 

1,255,921 666,012 569:910 318,312 251,5!)8 
1,077,9601 603,150 474,810 3 1 l,U18 163,198 

207,081 * 153,504 113,57, 
231,417 ~ 131,010 100,407 

2,392,9221 * 12g15;9 1,098,24:i 
:!,116,153 * 118'230() 933,8431 

31,008 * 18,747 12,2ul 
156,956 * 81,ll03 75,053 

39,183 
335,2U8 

l!l,!l41 l!l,241 
153,71li 

28,578 16,964 11.614 
25,270 16,0841 8,285 

275,504 152,90-' 122,600 
2:-14,125 H!l,851 84,274 

~.l!lo 

-- --~- - -- ----~~ 

10,051 

47,600 
ltl,774 

MONTREAL, C'AN. 
l\lont.real St. R y. Co, __ l m:, 

00 
" '01 
" '00 

NE,VIlURGH, N. Y. 

1 :! ~. 
12" 

Newburgh Elect,ric __ _ ll m., Aug, '01 
I " " '00 
2 ~· u '01 
2 ,. u '00 

18:l,584 ------1 
161,526 ------

1,\100,679 1,251,428 
1,769,903 l,1 2:!,657 

13,6151 5,6\)(J 
12.780 4,\132 
27,003 10,767 
25,769 10,182 

64i(25i 
647,241i 

7,9"6 
7,848 

16,236 
15,587 

:r-E,v YORK CITY. I 
Manhattan Ry. Co. ____ am., Sept. '01 2.2R4,565 l,312.130 !li2,434 632,350 340,084 

3 •. .• '00 2,081,fJf..J , 1,2:'16,711 84:\,25:1 li26,925 218,328 
12 " '01 10,455,872 5,328,6-1\l 5,127,223 2,C82,132 2 444,09i 
12 " 'OIJ !.1,950,735 5,195,312 4,755,423 2,u88,6H 2,066,779 

l\let.ropolitan St. Ry __ I~ ~-,Ju.?e :g; :n~·m rnN~ ~·~zg-gJg N1~-~~~ NJl•~gz 
OLJ<~AN, N. Y. ~ ' ' ' ' ' ' ' ' ' ' 

Olean St. Ry, Co __ , ____ 1 m., Oct. '01 4,630 2, 145 2.48:> 1,814 671 
1 " '00 4, 183 l,8i7 2,30ti 11881 1,118 

: :: :: :3i ~i:~b~ 2:~t: ~Ut8 (~l: N~ 
PITTSBURG, PA. I 

Consoli<latc<l Traction 
1
1 m, ,·• 0

1
c,t. •,0

00
1 3r 5,751 126,261 179,491 G3.9i4 llli,r>17 

285,277 108.Iai 177,140 63,213 113,927 
~. :: :: :0001 2,048.3001 878,40511,161!.80,', 444,8~5 :,~84,.9381'\03 

1,930,716 7U7,58~ i1'133,rn4 434,.51 w 

r~~.~f;:;.Ll;!\\~~~;': 11? ot ifi ~::g ~~i=:1 :::i:I :::) 
Union Traction Co , __ _ 12 m, June '0113,43 1,6805.83fi,18ti 7,~95,495 6,7:34,22t-i R61,267 

12" " '00 13,24(J,825r-624,905 7,624,921 fi,68u.899

1 

93R,022 

RICHllIOND, VA. 
IUchn1un<l Trac, Co. __ I m , Sept. '01 

1 " " 'Otl 
12 d H 101 
l:! u u ,00 

ROCHESTER. N. Y. 
Rochester Ry __________ ll m., Sept. ,01 

l '' " '00 
a " •· ·01 
3 " u '00 

ST. LOUIS, 1\10. I 
St. Louis Transit Co. __ 11 m., Aug. '01 

I ., u '00 
9 . , u '01 
9 " " '00 

SCRANTON, PA. 
Scranton Ry. Co _______ 1 m .. 

1 .. 
Oct. '0 1 

" '00 
·• '01 
" '00 

SYRACUSE, N. Y. 

10" 
10 .. 

S~'racuso ll. T, Co _____ 1 m., 
l •• 
3 u 

Sept. '01 
" '00 
" '01 
" ·oo' a " 

' TOLEDO, 0, 
Toledo Ry. & Lt. Co. __ 1 m., Sept. '01 

W. NI~\\" CRIGHTON, 
s. I. 

1 " " '00 
U U H 101 
9 u u ·oo 

Staten lslan<l El ______ ~ •~,• Se;:L ;g~ 

20,U~l 
20,727 

218,569 
203 ,0571 

8'2,428 
78,:176 

2ti2,885 
245,827 

50\J,048 
505,728, 

3,801,4091 
2,657,716 

2,1188 
48,781 

507,\189 
501,852 

;i3,992 

1ig~:1 

145:4271 

114,6Gi 
10:1,434 
!)57,584 
871,238 

80,197 
"8,432 

15,6G!l 
10,7;·0 

139 542 
108;19s 

4· ,s:,., 
47,Gl.J 

142,286 
144,079 

5 3·1
'' g:0.:;7 

7~,021· 
94,859 

36,573 
30,771 

120,5fl!l 

W] 
2!l,"OO ,. d f26661 
34,787 13 (193 

2%,1170 21'-l,9101 
:J98, 122 206,730 

2\l.G92 
25,3KO 
Hl,5:?li 
80,l!l2 

24,800 
~O,li13 
76 ,~4~ 
64,9l5 

3.191i 
3 .8~3 

38,618 
37 ,6081 

24,942 
24, 124 
74,8ijl 

72,3761 

19,0251 
18.fi.H 
57,021 
55,85!1 

2, 121i 
1\,115 

40,410 
57,250 

11,632 
6,647 

45,7:18 
29,3m 

5,2,r> 
1,!J·IO 

lfl,821 
0,077 

50,512 
4R,3f>l 

461,607 
468,2:3!1 

64,1 5!'i 37,813 2G,342 

42,103 
4li,155 

55,083 24,271 30,812 
4\16,077 241,730 2M ,a47 
408,019 216,238 191,781 

38,0!l-1 
3:l,277 

27,2~1 
27,348 

10,R72 
4,928 
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NEWS OF THE WEEK 

CONSTRUCTION NOTES 

FORT SMITH, A RK.-Th e Fort Smith R apid T ransit Company has been 
incorporated, with a capital st ock of $2,000,000. T he object of the compan y is 
to construct an electr ic rai lway to connect Fort S mith and Spring H ill , Cent ral 
City, Lavaca, Greenwood, J en ny Lind, Witcherville, Dayton, Hartfor d, H unt
ington, Mansfield, Montreal, H ackett City, Excelsior, Bonanza, Red Rock 
and Prairie Creek, Sebastian County; Van Buren, Crawford County, and 
Charleston , Franklin County. The directors a re: George Sengel, Frank 
Parke, Tom L. Cannon , ex-Governor \1/illiam M. Fishback and James F. 
Read. T. L. Cannon is president of the com pany. 

SAN FRANCI SCO, CAL.-San Jose and Alviso are to be con nected by an 
electr ic railway which will handle freight and passengers. Eastern capi tali sts 
are interested in the project, and they l1ave purchased the right of way 
obtain ed a few years ago by the San Jose & Alviso R ailroad Company for a 
steam railroad. Just who is back of the proj ect is not known , an d on e 
rumor has it that the road will be used for the Santa Fe, which wi il mak e 
boat connection at Alviso. 

LO S ANGELES, CAL.-The incorporation of the Pacific Electric Rai lway 
Com pany on Nov. 13, with a capital stock of $10,000,000, ha s caused much 
speculation. T he purpose of t he company, as stated in the articles of in
corporation , is to build urban and inter urban electric railways, and i t is 
u n derstood that H. E. Huntington, a nephew of the late Coll is P. H un t ing
ton , is the pr incipal stockholder. As Mr. Huntington is connected with the 
Market Street Railway, the control of which is to pass into the hands of an 
Easter n syndicate early next year, the incorporation of the new compan y 
would indicate that the Huntington interests have in contemplation operations 
of a large scale. 

R EDDI NG, CAL.-T. G. Parker has applied for a franchise for the con
struction of an electric railway over a specified route in Redding. 

SAN LUIS OBISPO, CAL.-J. W. McLean has submitted a proposition 
for the construction of an electric railway here. 

D OVER, DEL.-The purchase of a small tract of land about -1 mile south 
of Dover, over which there was a di spute between a property owner and the 
Delaware General E lectric H.ailway Company, will enable the compan y t o 
proceed with its work between Dover and Camden, a d istance of 3 miles. 
O n e h undred L.borers are now working on the road and it is intended to have 
it completed by March 1, 1902, a di stance of 35 ~iles, running. through one 
of the most fertile sections of country known in Delaware. \1/ork on the 
power house will commence in a few weeks, and it is proposed to have t he 
lin e from Camden to Dover in running order by J an. 1, 1902. For various 
reason s the work on the road has not been pushed with rapidity, but it is 
expected that the work will now proceed without delay. 

CEDARTOWN, GA.-The Council has granted a franchise to C. J. J ames 
an d others to build an electric railway on several streets. 

BUFO RD, GA.-Application is to be made to the Secretary of State for 
a charter for the Cumming & Buford Electric Railway Company. The pur
pose of the compan y is to construct an electric rai lway from Main Street, 
Buford, in a north westerly direction, crossing the Chattahoochee River and 
con tinu ing to Cumming. The company also intends to generate power for 
commercial and lighting purposes. The proposed electric railway will be 
abou t 16 mi les long. The company will be capitalized at $500,000. Among 
those interested in the company are: J. G. Puett, R. \1/. Shadburn, John H . 
Hocken hull and H. L. Patterson, of Cumming; H. D. Jaquish, of Gaines
vi ll e; l\L S. Garner, G. W. Thompson, Charle s H. Smith, J r., R J. Owens, 
J. 0. H. Brown, of Buford. 

DANVILLE, I LL-Charles M. Cole and his associates have been granted 
a franchise for the construction of an electric railway through Dan vi lle. 
The plan of ,,Ir. Cole an d his associates is to build an electric rai lway from 
Dan vill e, Ill., to Covington, Ind. The road must be completed by April 
1, 1903. 

PO RTLAND, I ND.-At a recent conference between the members of the 
City Coun cil and President George, of the Fort \ Vayne, D ayt on & Cin cin 
nati Railroad Traction Company, a franchise was agreed upon. The proposed 
lin e will run through Butler, Hami lton, Darke and l\I ercer Count ies, Ohio, 
and Allen , Jay and Randolph Coun ties, I n d., covering in all 320 miles. I ts 
con struction will require an expenditure of $7,000,000. It is r-a id that t hree 
different Easter,n parties are anxious to take all the bonds. 

\1/ ABASH, IND.-The \Vabash & Rochester E lectric Railway Compan y, 
which has been organized with Hon. D. A. Dangler, of Cleveland, presiden t; 
James Lynn, of Wabash, Ind., vice-president, and Thomas \1/. Latham , of 
Cleveland, secretary-treasurer, is to build an electric railway from W abash t o 
R ochester, a d istance of 25 miles, and the uncommon feature is that the 
towns an d townships along th e rout e have not only g iven n inety-n in e-year 
franchises, and in some places private right of way, but have r aised a cash 
bonus of $100,000 to insure the construction of the road. T he road will 
traverse a rich farming and dairy country which at presen t is with out s t eam 
road connections, and, in connection with other road s under con struction, 
it will form a direct route to Chicago an d a l in k in a throu gh line from 
Chicago to Indianapolis. The road will be finan ced by Clevelander s wh o ar e 
identified with the Century National Bank, an d it is probable that n o bonds 
will be ls.sued. W. F. Forsyth , a Philad elphia en gineer, will sh ortly make 
preliminary surveys. Con struction wor)c wi ll start IJ-ext sprins-, 

MUNCIE, IND.-The Chase Construction Company, which has been 
granted a contract for the construction of the Muncie, Hartford City & Fort 
\Vayne Electric Railway to Montpelier, a distance of 32 miles, is preparing 
to b egin construction work. The n ew road will parallel the Lake Erie & 
West ern Railroad from Fort Wayne t o M uncie. 

I N DIANAP O LIS, IND.- The Indianapolis & Martinsville Rapid Transit 
Compan y has su cceeded the Indianapolis & Martinsville Traction Company, 
and has 30 mil es of road und er con struction. Charles Finley Smith is presi
d ent of the company; Emmett M. Smith, vice-president and treasurer, and 
Amor y T. Ir win, secretary. It is hoped to have the road running by next 
spr in g. T h e power station will be located at Mooresville, and the rolling 
stock contemplat ed is t en motor cars and two trailers. The company has 
n otifi ed the Secr etary of State that it has raised its capitalization from 
$100,000 to $750,000, and that $749,300 of this am ount in stock, together with 
bon ds to the a m ount of $750,000, are to be paid and d elivered for the purchase 
of rights of way, for the payment of lands appropriated and condemn ed for 
rights of way and for the cost of construction of the road. 

I N DIANAPO LIS , I N D.- The Indianapolis Street Railway will install a 
n ew generatin g unit in its power house. 

AND E RS O N, I N D.- The U nion Traction Company will build a large car 
hou se and repair shop soon. 

LAFAY ETT E , IND.-Articles. of incorporation have been filed with the 
Secr etary of State for the Lafayette & Indianapolis Rapid Railway Company. 
T h e plan of the company is to build an electric railway to parallel the Big 
Four from In dianapolis to Stockwell, from which place it will extend to 
Lafayet te v ia D ayton. The line will b e 75 miles long, traversing four coun
ties. The expecta tion is to r aise the m oney for construction by the aid of 
sub sidi es from a tax in each t own ship. The capitalization of the road is 
$250,000, and its directors ar e : George P. Haywood, William C. Mitchell, C. 
E. Ruger and A dam 0 . B ehm, of L afayette; R. A. Uark and J. M. Waugh, 
of Colfax; L. C. _\ V. Riley and Frem ont \Vells, of Thornton; James P. Staley 
and J am es M . Zion, of L ebanon. 

U NI ON CITY, IND.- The Council has finally granted a franchise to the 
R ichm ond, Union City & Portland Interurban Compan y to operate over the 
streets of th is city. 

MARI O N , IND.- Th e County Commissioners have granted the Eastern 
Indiana T raction Company the right to construct an electric railway through 
the county. Th e road will pass through Upland, entering the eastern part of 
the county, and will follow along the north side of the Panhandle Railroad 
from Uplan d t o Gas City. The company is buyin g its right of way and is 
making r apid headway between Upland and Gas City. The franchise re
quires that the road b e complet ed and placed in operation within a year from 
date, a nd there is a cla use providing that the fare shall not exceed 1¼ cents 
per m ile for passenger travel on trips of 5 miles or more and not more than 
5 cents per mile when the trip is 5 mile s or less. 

I ND I ANA P O LIS, IND.-The Union Traction Company has filed a writ
ten accep ta nce of the franchi se offered to the sever,al interurban roads now 
enteri n g the city. The other three companies have declined to accept the 
fran chise, on the ground that the terms and tax are unreasonable. These 
com pan ies say they will take th e matter into the courts to test the right of 
the city t o tax th em for the privilege of entering over the tracks of the local 
compan y, to which they now pay a substantial fee. The interurban com
panies have also ask ed for admiss ion to the city over independent tracks, 
which they are d esirous of building. This right is disputed by the local 
compan y, which cla ims an exclusive right to all the streets. Thus the fran
chise muddle becomes more complicated, and litigation may result. 

D ES MO I N ES, I A-The citizen s of Mitchellvi lle have voted a franchise 
'and a su bsidy to the Des Moines, Colfax & Eastern Railway Company. 
The subsidy will amount to about $3,500, and is to be paid in three annual 
instalments. The franchi se proposition contemplates a twenty-five-year fran
ch ise, n on -exclusive, for the operation of an electric railway on the streets 
of t h e city as a part of the interurban line from Des Moines to Colfax. 

D E S MO I N ES, IA- Th e D es Moin es, Colfax & Eastern Railway Com
pan y has submitted a franchise ord inance to th e City Council. The ordi
nan ce has already been considered by the railway committee of the Council, 
an d t h e m emb er s of the committee have reported unanimously in favor of its 
passage, r ecommending several changes. The most important change recom
mended b y th e committee is the addition of a section requiring the company 
to build local lines to Highland Park, University Place, and other outlying 
residen ce districts, and t o operate them in connection with the Colfax line, 
with transfer privileges. In the ordinance submitted the company asks for 
terminal privileg es in the city, with no specific m ention of names of streets 
to b e occupied. The opinion of the committee is that the Council should 
mak e ad equat e provision for transportation from th e interurban line to the 
su burbs of th e city. The committee recommends th at the ordina~ce should 
designat e th e number of miles of road to be completed in one, two and 
th ree years, r espectively, and that work should begin within six month~ 
aft er the passage of the ordinance, and that the company should pay into the 
city t r easury 2 per cent of the gross receipts, either upon the beginning of 
th e operation of the road, or at such time a s other companies operating in the 
city may be compelled to pay th e same percentage upon gross receipts. The 
m atter h as b een r eferred to the committee of the whole, but no time has been 
set for a h earing. Ther e seems t o be no doubt but what the ordinance will be 
am ended as recommended by the committee and that it will pass in that 
form. 




