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Transfers in Chicago 

T he recent deci sion of the Illinois Supreme Court to the effect 
that th e Chicago Union Traction Company must give transfers 
between any twu lin es operated by it , as told last week, has given 
ri se to many intere sting questions relative to the practical applica
tion of the universal tran sfer sys tem in Chicago, aside from the 
legal questions involved. The Chicago Union Traction Company 
is at t empting to comply with the decision by g iving a universal 

transfer system. This means that a person starting at the northern 
city limits may go to the h eart of the city and tran sfe r to cars 
taking him to the western city limits, a di stance of about 20 miles. 
l t wa~ thought at fir st that a universa l t ran sfer system of thi s kind 
would make a great inroad in the gross receipts. Although it is 
too early at pre sent writing to determi ne just what the outcome 
will be, there are many indications that it will increase the gross 
receipts by an increase in travel. If such is the case it will cer

tai nly be a happy outcome of what, at fir st , seemed to be a severe 
fina ncial blow to the company, and would add additional evidence 
to the argument brought forward by Oren Root , Jr. , of the Metro
politan Street Railway, of New York, in hi s article on the transfer 
system of that company in the STREET RAILWAY J OURNAL for 
October, 1901, in which he expressed the opinion that the liberal 
transfer system adopted by stree t railway companies of to-clay has 
h ad as much, o r more, to do with the increase in business than 
the change in motive power and general improvement of the 

se rvice that ha s been going on the last ten years. However, it is 
too early to predict with certainty what the exact results will be 
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ing · solve at the present time to the satisfaction of all concerned, 
thou it may take some time and experiment to decide them. I t was 
feared' that there would be extensive trading in transfers as soon 

as tie n ew sys tem was inaugurated, but so far this does not seem 
to have made itself manifest. Th e practice of trading in transfers 
was stopped after a hard st ruggl e on the lines of the Chicago 
City Railway Company several years ago, and in the present in
stance it is likely that the anticipation of similar trouble by the 

company and the preparations made to prevent it, have r estrained 
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any attempt to engage in this traffic. 

One Reason of Carnegie's Success 

Th e rectorial address delivered by Andrew Carnegie, at St. 
Andrew's University, Scotland, on Oct. 22, has attracted wide at
tention on both sides of the water, owi ng to the frank expressions 
to which h e gave utterance on the future of the iron and steel 

business in E urope and America. The address will bear careful 
reading, coming from such an authority as Mr . Carnegie, who, in 
addition to his knowledge of iron and steel conditions, has the 

hi gh est reputation as a successful organizer and business man
ager. It is for thi s reason that the statement made by Mr. Car
n egie in hi s address as to one of the main caus es which permitteu 
him to build up the immense fortu ne and property which he did in 
Pittsburgh are worthy at least of th e most careful consideration. 
Mr. Carnegie's t estimony on this point was practically as follows: 
"If I found that I had at the head of any department of my busi
ness a man who was domg as well or better than anyone else I 
could obtain for that work, a nd who showed that he was faithful 

in the discharge of his duties and took additional responsibility 
as it was laid upon him, I saw to it that h e was given a share of the 
1Jrofits and becam e practically a partner in the business." The 
record of Mr. Carnegie's associates shows that this was absolutely 
true. Mr. Carnegie became a multi-millionaire by allowing his 
associates, like Messrs. Phipps, Frick, Schwab and many others 

to become millionaires, and it was a well recognized principle at 
the Carnegie works that while the duties and responsibilities re

quired of the heads of the departments were enormous, yet any-
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one who demonstrated that he could suc cessfully perform the " ·ork 
assigned to him would recei\'e substantial reward. 

The applicat ion of thi s principle need no t b e peculiar t o the 
business of th e m anufacture of steel, but is equally well adapted 
to the rai lway busines s. In th e case o f a large corporation, where 
the stock is sold on the exchanges, ther e is no t th e sa me reason 
for th e adoption of a plan of this kind , because a nyone can acquire 
an interest in the business. B ut in a close co rporation such as 

are m ost of th e small er stree t railway companies it is a different 
matter. In cases of thi s kind we h ave oft en seen a superintendent 
o r gen eral manager, wh ose services ha\'e alm ost been invaluabl e 
to a corporation, work on fo r a number of years with n o financial 
interest in th e company which he repre!>ents, a nd pract ically no 

chance to eve r obtain it , and finally go to another company be
cause he was offe red a sli ght increa se o f salary. It would have 
been a good investm ent of th e fir st company, af ter the m a n had 

proved hi s usefulness, t o have made som e arran ge m ent with him 
by which h e could have acquired on some term s an interest in th e 
busin ess t o which he was devoting his tim e. It v.o uld no t only 
have secured his services as long as they were wanted but it 
would have given him an additi onal incentive to g ive hi s best time 
a nd en ergies to th e work of the corporation which he was se rvin g. 
U nfortunately the large stockholders of a small company do nut 
usually realize the importance of a thing of thi s kind until it is too 
la t e. They think, until they are dep rived of a man 's services, that 

he will a lways st ay with them as long as th ey wa nt him , and a re 
surpri se d if he docs no t. But the careers o f th e m ost successful 
capitalist s have sh own that th ey have m ade m on ey in proportion 

to the extent to which they have allowed th eir chi ef subordinates 
to have som e share in the profits. 

The Operation of the Jim Crow Law 

A great deal o f troubl e has been caused by the enactment of the 

"Jim Cro w" law in several Southern States, as the people who 
h ave been mo st inconveni en ced by it s enforcement compri se the 
class fo r wh ose benefit thi s legislation was intended. The com 
plaint s that were h eard on all sides alJ out the n egroes crowding 
the white peopl e, and the deep-seated Southern prejudice against 
admitting blacks t o th e sam e coach es in which white m en and 
wom en r o de, fin ally culmin ated in the int rod uction of several 
sta tutes prohibiting whites and blacks fro m riding in the sam e 

compartment s in any public railway. Public se ntiment favored 
th ese m easures, that is, the opinion of the white population of the 

South was unanimous on th is point, and that is the only sentiment 
that find s expression through the public press of that section; 
consequen t ly, there was practically no opposition to the m ove
ment. 

Th e railway compani es accepted the dec ree a nd made provi sion 
fo r complyin g wi th it s requireme nts. vVh en practicabl e separate 
cars were assigned th e n egroes. and , in oth er cases, partiti ons o r 
sc reens were erec ted to separate the classes. It may appear 
strange t o a residen t of New York, Chi cago or any other 
North ern city, that such a di stinction should be made, but it 

must be b orne in mind that the conditi ons a re entirely different 
here from those that obtain in Sout hern cities, and that th e a tti 
tude of North ern patrons of street car s mi gh t undergo a marked 
change if they were subj ected to the a nn oyance and discomfort 
incid ent t o riding in a crowded car in which h alf o r two-thirds 

of the passengers we re black s. At any rate the laws were placed 
on th e statute books, a nd th ey have been ri g idly enforced, but 
not, h oweve r , without considerable fricti on. The first person to 
be arrested for refusing to comply with thi s rul e was a daughter 

o f Jefferson Davis, and many times since then the operating com
panies have found it impossible at times to enforce the regulation 
against less disti nguish ed patrons without r esorting to severe 
measures. 

Under the law in most States the company which permits white 

a nd black passengers to mingle in the sam e coach is liable as well 

as the offending passengers, a nd the companies, in s elf-protec
tion, are therefore obliged to enforce the rul e strictly, although 
they have freque ntly found much diffi culty in doing so, especially 
during the rush hours. Very few in stances have been reported 
where the blacks have invaded that portion of the car reserved 
for th e white man, but the latter has b een less con si derate of the 
rights o f the colored man. In New Orleans, it is r eport ed, the 
white passengers h ave been in the habit of taking possess ion of 

th e entire ca r, th us practically excluding the colored patrons, and 
th e latter have generally refrained from using the cars. Som e 
of th em, however , have insisted upon the strict enfo rcem ent of the 
rul e, a nd have procee ded again st the company fo r permitting 

viola tion of the law on their lin es. A large numb er of cases ha\' e 
been sel ec ted in which , it is claimed, e\'idcnce has been secured 
to· show that th e law ha s been openly violated. It is believed that 
dissa ti s fi ed lab o r lea ders are sati sfying their r esentment against 

th e company by encouragin g thi s movement. 
Th e law places th e company in a very trying position , and it is 

bound to suffer considerabl e loss, both because of the refusa l of 
the blacks to patronize the ca rs when they are huddl ed together, 
and by reason of the fac t that proportionately m ore room must 
be rese rved fo r the wb'it es than th eir relative number warrants. 
r f, in addition to thi s, the company is to be punished because the 
whites persi:-; t in violating the law, th e lot of the corporation will 

indeed be a m ost un enviabl e one. 

A Standard Set of ~ules 
The interes t felt in the con struction and adoption of a standard 

set of rules fo r the government of employees is shown by the 
fac t that committees on the subj ec t have been appointed by the 
Massachusetts and New York State Street Railway Associations 
and by the American Street Railway Association. Two ~eports 
have been rendered on this subject to each of the two latter asso

ciati ons, in which certain codes of rules have been suggested. Mr. 
Barnes, electrical expert of the New Y ork State Railroad Commis
sion, at the Caldwell convention, emph asized the importance of the 

adopti on of som e se t o f rules, stating that while th e subj ec t was 
of importance to the large companies it was of even g rea t er vital 
int erest to the smaller companies, many of whom were awaiting 
the action of th e association upon the subj ect. All, or n ea rly all, 
m anage rs agree that such a standard cod e is to th e greatest degree 
des irab le, but it has seemed imposs ible up to thi s time to unite 

upon any speci fic set of rul es which will be satisfactory to all con
cern ed. For this reason the article by Mr. Wheatly, publi shed 
elsewh ere in this issue, and which is a general di scuss ion of the 
principl es upon which such a standard code should be based , is 
deserving of careful rea ding. 

* * * 

T he difficulty in drawing up any standard code of thi s kind is 
tha t conditions which apply on one road very oft en do not exist on 

another sys tem , so that it would be difficult to enforce completely 
on all r oa ds any standard set o f rules covering all branches of 
railway work. Mr. Wheatly' s suggestion is to omit from con

sideration as a part of the st andard code those regulations which 
may not b e consid ered t o be fundamental principles of operation, 

and to add such non-essential rules to the code only at the option 
of each road. In this case they could b e issued in the form of 
special in struc.tions if des ired. Thus on a road in the country 

di strict s, or one where the passengers are in the habit of carrying 
packages into th e car, it might be perfectly proper and advisable 
to permit a larger sized package than on another road in a 
crowded city street. A package or bundle, which in the latter 
case would be a se riou s inconvenience to both conductor and pas
sengers, would cause no trouble where the car is less crowded. 
Mr. Wheatly cites a number of other classes of rules, as, for in
stance, th e amount of change a conductor must carry, whether 
tran sfers should be registered or not, etc., which can thus be left 

out of consideration in the adoption of a standard code and upon 
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which practice differs. If this is done it should si mplify the work 
of preparing a standard system and add considerably to its chance 
of general adoption. That this is true is shown by th e fac t that 
most, if not all , of the criticisms directed against the codes sug
gested at t h e recent conventions of the N ew York and Ame rican 
Street Railway Associations were on points which, while desirable, 
can hardly be considered to be of fundamental importance in 
stree t rai lway operation. 

* * * 

Mr. W heatly then discusses the general arrangement of the 
rules, recommends a proposed classification of tl1em, and call s 
attention to the importance of the adoption of a standard nom en
clature in t h e wording of the rules. The recomm endation s made 
by him are ba sed largely upon t he experience of th e st eam roads 
in the establishment of a standard code. Such a code, as ha ;i 
bee n shown by th e experience of the st eam roads, is no t th e pro
duction of a week or even of a year, but is the result of many 

years and of a large number of r evision s. No on e rea li zes th e 
extent of the labor required in the preparation o f a set of rules 
which are to be standard on all roads until he has undertaken the 
task. For this r eason the establishm ent of a standin g committee 
on this subject, as has been done by the American and New York 
associations, is a commendable step, as is also the retention from 
year to year on the committee of as many members as will serve 
and do valuable work. Vv e do not expect t o see at the next con
vention th e completion of a code of rul es which will be sati sfac

tory to every memb er of the two associations. But the com
position of each committee of the associations which have ap
pointed committees on the subject is of the highest order, a nd we 
do expect at th e next convention to see a revised set o f rules which 
will constitute a long step toward the desired complete code. 

The Use of Fuel Oil 
T h e menacing coal situation has given great prominence to all 

possible r emedial agents, but perhaps none has been more 
seriously considered than oil. In fact the householder jumped at 
the idea, and many furnaces and ranges have been equipped with 
kerosene bu rners. These can probably sta nd on th eir own m erits. 
even at the comparatively high price of r efin ed oil, fo r all h ouse

hold heat ing apparatus. for whatever purpose designed, is notably 
ineffic ient. But the la rger uses of fu el, as, for in stance, in power 
station s. have to be considered on quite anoth er basis. Crude oil 
mu st be the material burned if any economy is to be rea li zed , and 

great ski ll must be used in the burning. L et us look at the facts 
a bit and see where we s tand. So far as m ere calorifi c value is 
concerned crude oi l is just about five-thirds as good as a standard 
grade of steam coal. It is very easy to tran sport. store and handle 
as compared with coal, and in particular it requires far less lab or 
in the fire-room. In many locations, where it can be had by 
piping •from th e wells, it is quite capable of beating out even very 
cheap coal, but as a whole its apparent great usefuln ess ha s been 

rather disappointing in the realization. Thus far managers of 
power plants at a considerable distance from the source of supply 
have h es itated about using fuel oil or engaging in experimental 
work with a view of its ultimate adoption, because of the uncer
tainty of delivery and lack of knowledge as to th e continuance of 
the supply. In several cases, too, which have come to our at
tention railway managers have g iven their consent to th e makin g 
of trial s in their power houses, but the concerns securing this 
permission have availed th em sel~es of it only to the ext ent of 

advertising it from the housetops in the localiti es where th ey were 
endeavoring to di spose of stock. It has been g iven of late 
a rath er careful trial on locomotives of the Southern Pacific 
syst em, and from recent announcements it has been fou nd 
wanting, the company going back to th e use of soft coal. In 
Russia oil-burning locomotives have made a rather better record, 
but the results of experiments tried under an autocratic govern
m ent, with an eye to developing natural r esources of its domains, 
are a little open to suspicion. The Southern Pacific trial s were 

appare ntly, at lea st, on a purely comm ercia l basis, and therefore 
vastly m ore instructive. 

* * * 
We need hardly tell our readers, however, th at tests on loco

motives are by no mean s conclu sive as to resu lts to be obtained 
under the boilers of a power sta tion. A locomoti ve does not gen
t:> rally use fu el economically, not on account of any inherent fau lt, 
but from the fact that to save weight combustion must be forced 
considerably beyond the economical limit. In itself the locomo
tive-type of boiler is a good one, but fuel economy is not the only 
thing to be considered in locomotive pract ice, where immense 
steaming power must be obtai ned in small compass. Aside ft om 
thi s, fuel oil being very ri ch in carbon, and very volatile as com
pared with oth er fuel s, requires a very large and perfect air supply 
fo r it s rapid and complete combustion. This is not easy to supply 
when com bu s ti on has to be forced to a very rapid rate, and the 
result reported from the locomotive trial s wa s a fine coh erer.t 
deposit of carbon in the boiler tubes , hard to r emove and rapidly 

loweri ng the steaming powers of the boiler unless frequently 
cleaned out. Agai n, petroleum contain s about 15 per cent, by 
weight, of hydrogen, an enormous amount as compared with oth er 
fuel s, and with a really good air supply the temperature of com
bustion is ve ry hig h indeed, so that there is considerable ri sk of 
injury to the boiler if the firing is not very carefully done-a 
serious matter in locomotive practice. It would seem, however, 
that in case of well-constructed furnaces for l~rge stationary 

boilers in power stat ions these especial difficu lties could be mini
mized, and thi s, indeed, has been the experience of investigators. 
In the few steam ships fitted with oil-burnin g furnaces the reported 
results are decidedly better than in t he case of locomotives, but 
here the comparison is perhaps unduly favo rable to the oil on 
account of the lessened weight of fuel to be carri ed, the better 
storage and th e diminish ed labor in th e fir e-room. 

* * * 
Some practical resul ts recently ob tained on steam ships indi

cate that in actua l steaming power, we ight for weight, the petro
leum is about fo ur-thirds as good as coa l. This result is evidently 
inferior to that which th e relat ive ca lo rific valu es of th e fuels 
would indicate, but it ch eck s fairly we ll with result s obtained , 
under stationary boilers. The truth is that th e theoretical h eat ing 
power of oil is very hard to approach in practice. If th e combin a
tion is complete enough to do justi ce to the value of the thermal 
energy of the fuel, the flam e mu st be nea rly non-luminous, that is. 
with a very small mass of incandescent carbon par ti cles. In this 
condition the fire gives out nea rly all its heat by the convection 
of the h eated gases a nd very little by radiation from the bu, ning 
mass. A nd convection b eing a rather ineffective means of doing 
the work, it is hard in an oil-fed furnace to keep down the tempera
ture of th e flue gases, and considerable thermal effect is thus lost. 

If we are in the future to use fuel o il o n a large scale as a substi
tute for coal, th e furna ce problem must be studi ed much more 
thoroughly than it h as b een in th e past. Aside from the difficulty 

just menti oned, it has proved to be no easy o r economical task 
to vaporize the fuel properly and render it fit for combustion. At 
present oil can b e u sed economically in many localities where the 

oil supply is n ear, even where coal is fairly cheap, but unless con
si derable improvem ent is made in th e m ethods of burning oil it 
will fail of th e usefuln ess which properly should belong to it. 
A n other serious practical objection to inaugurating any great in
crease in the u se of fu el oil is that it is in the hands of probably 
th e most perfect monopoly which has ever been organized. 

Hence, so long as, and wherever, oi l has to be obtained through thi s 
single channel its price is fi xed on a purely artificial schedule, 
which may sometimes be reasonable, but year in and year out 
will represent all the profit th e bu siness will sta nd. It, therefore , 
seems probable that for the present, at least. the sta tion m anager 
must exercise the grea tes t c:.ution in going in for oil burning, 
and there seems to be a better outl ook fo1· economy in th e skillful 
use of the lower grades of coal than in the tempting but rather 

troublesome use of oil. 
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New Track Construction in l-Jartford 

In an art icle published in the STREET R AILWAY J OURNAL for 
A pril 13, 1901. an acount was given of the inv estigation by the 
municipal authoriti es of Hartford on the desirability of grooved 
g irder rails and their use by the Hartford Street Railway Com
pany on some of the main streets in that city. The city a utho riti es, 
without giving any particular reason, expressed themselves in 
favor of the installation in Hartford of the "Metropolitan Stand
ard '' type of grooved ra il , as employed by the Metropolitan 
Street Railway Company, of New York. The gen eral manager, 
Norman McD. Crawford, of the Hartford Company, appeared 
before the committee of the Council and a rgued that while a rail 
of this kind might be most desirable fo r New York city stree ts, 
it was not necessarily the best for the conditions in Hartford, 
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\Vood paving has for a long time not be en popular in this 
country, although it has been u sed very extensively abroad. One 
reason fo r this has b een the early wood paving in this country 
was laid with round o r hexagonal blocks, which were not chemic
ally treated or else were simply dipped in tar. As a result , the 
pavi ng blocks suffer ed from dry rot, and soon became useless , 
leaving the paving in a very uneven condition. 

As the H artford Street Railway Company was obliged by its 
charter t o do a certain am ount of paving, the use of wooden 
blocks was seriously considered by Mr. Crawford, who inspected 
the installations of wood paving made during the last two years 
in Spring fi eld, Boston and elsewhere. The tes timony was so 
g reatly in favor o f this type of street that about 800 lin ear feet of 
it will shortly be laid in Hartford. The creo-res inate block of the 
United States \ Vood Preserving Company will b e us ed. The creo
resinate process differs from th e well-known creosoting process in 

-
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VIEWS OF HARTFORD TRACK CONSTRUCTION, SHOWING METHOD OF LAYING RAILS IN CONCRETE 

where the climatic conditions were more severe than in New 
York, and a tour of inspection was made by the committee of the 
Council to several cities in which various types of grooved rail 
were in u se. A compromise was finally effect ed, in which the type 
of rail shown on th e opposite page was adopted. This section is 
ve ry similar to the Metropolitan type except that th e groove is 
about ¼ in. wider at th e top. It weighs 103 lbs. per yard. 

During the present season a considerabl e amount of track has 
been laid with th ese rails in Hartford. The rail s are laid on ti es, 
which are spaced 6 ft. apart and in a concret e stringer, which is 
18 ins. deep and 21 ins. wide. No concret e is placed under th e 
ties, which simply serve the purpose of lining and surfacin g tl:: e 
track. The ties used are 6 ms x 8 ins. x 7 ft. Different st ages of 
the process of laying thi s rail in asphalt-paved streets are sh own 
in th e accompanying four eng ravings. A s will be seen , elbow 
braces are used in side and outside of each tie for both rails . The 
concrete stringer is then formed around each rail and clamped in 
place, after which the space between the ti es and the stringers are 
filled up with broken stone, with a top dressing of 6 ins. of con
crete. The asphalt is then la id over the concr ete. 

In view of the success attained in other cit ies with wood paving, 
the company h as also r ecently decided to put in a con sider
able amount of wood paving between its tracks. 

several particulars. Dry h ea t is u sed in st ead of steam ir. the pre
liminary treatment, thereby killing all germs of decay. The 
block s are h eated up to 215 degs. F. without pressure, and then t o 
285 degs. with a pressure of about 90 lbs. The heat is then shut 
off and the tanks allowed to cool gradually until the heat has been 
reduced to 250 degs. and th e pressure to about 40 lbs. Vacuum 
is then applied until about 26 in s. is r eached, when the creo
r esin ate mix ture is run into the cylinders at a temperature of 175 
degs. to 200 degs. Hydraulic pressure is then applied, reachin g 
200 lbs. per square inch , and k ept a t this point until from 21 lbs. 
to 22 lb s. of the mixture per cubic foot has been absorbed. The 
liquid is th en run off and milk of lime, at a temperature of 250 
degs., is run in and a pressure of about 200 lb s. is appl ied for about 
an h our. 

T h e blocks ar e of h eart Georgia or long leaf pine, 3 ins. 
deep, 3 in s. wide, and 8 ins. long. They are laid on a sand 
cushion r in. deep, which r es ts on 6 ins. of concr ete. The 
blocks are laid with the grain vertical. The joints are fir st filled 
with dry screened sand, and the pavement is then rolled with a 
5-ton roller until the blocks present a uniform surface. The joints 
are then filled with a creo-resinate mixture heated to 300 degs. F., 
and the whole is covered temporarily with ¼-in. dressing of clean, 
screened, dry sand. 
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According to Mr. Crawford, the cost of construction is prac
tically th e same for wooden block paving as fo r asphalt paving, 
except that the manufacturers give a ten-year guaran tee instead of 
the usual one for five years, g iven with asphalt. There are a 
number of advantages, how
ever, which the wood pa v
ing has over the asphalt. It 
is, of course, pract ica lly 
noiseless and far less slip
pery than asphalt, so that 
it gives a bett er footing for 
horses. Another advantage 
is that a company can do it , 
own repairing and can re· 
place a single block at any 
time without trouble. The 
question of wear is one 
which in the past has been. 
of course, a very critica l 
on e with wood paving. bu1 
the t reatment to which the 
blocks are subj ccted seems 
to g i\'e a \'itrifying effect , 
certainly so far as wea r is 
concerned. to the blocks 
which gi\'es them a long 
life. The effect of wea r 
then seem s to mat down 
the , er ti cal fibers . ma king 

SECTION OF NEW RAIL, HART· 
FORD, CONN. 

a ha rd. almost impenetrable surface. and when in this con 
diti on it is claimed t hat the wood will wear alm ost, if not quite, as 
long as granite blocks. ln Boston. where a wood pa\'ement has 
been in u se on Newbury Street. Beacon Street and Han·ard Bridge 
for se ,·eral years. t he wear is almo st unnotic eabl e, and as the 
blo cks on these streets are 4 in s. deep a wearing surface of from 
two to three times as deep as that of the ordinary asphalt paYe
m en ts is provided. 

-♦ ¢ ♦ ------ -

An Important California Decision 

Judge 0. l\f. ·wellborn , of th e U nit ed States District Court. at 
L os A ngeles, Ca l. . has h anded clown a decision to th e effect that 
neither th e P acific Electric Company nor th e Pacific Electric Rail
way Company will recei,·e the famous freight carrying street 
rai lway fra nchi se in th e Sixth \Varel and Seventh \Varel. the sa le 
of which was attempted by th e City Coun cil o n Feb. I I and 12. 

1902. As a result. the m atte r of the proposed franchise stands 
}11st \\'h e re it did befo re it s o riginal adHrtisernent for sale; the 
hid of the Pacific E lectric Company of $152,900. the cash for \\'hich 
has re mained in the city treasurer' s office e,·er since it was de
posited by H. \V. Hellm an. will be drawn down and the Los 
.-\ngdes Traction Company is adj ud ged to haH secured no right s 
under it, bid of $139.000. The court holds that the Council in 
refusing to accept t h e bid of the Traction Company had the power 
to do so . but ha\'ing so acted and the rai sed bid of the Pacific 
Electric Company being wholly improper. the entire proceedings 
t hen fe ll. and a reacl,·ertisernent of sale was the only thing that 
could have been done. 

A;; has been stat ed. when the freight franchi~e \\'a;; granted, 
allowi ng th e company to haul freight within the city limits. and 
afte r it h ad b een ,·etoed by the i\Iayor. the company refused to 
take back it s $152.000 cash bid. the money bei ng allowed to remain 
in the city treasury. The company claimed that the Council had . 
full power to grant a ,·alid franc hi se without the ~Iayor's sanction. 
The concession applied for by the syndicate cm·ererl the principal 
street s. and reached to the sout hern and eastern city limits. The 
opponents of the company claimed that after th e bids for the sale 
of the fr;mc hi se were opened it \\'as fou nd that the notice of the 
sale had been tampered with prior to it s publication. Greater 
fre ight ing privileges than were originally contemplated were 
granted. and the use of a third was provided for. Compet itive 
bid ~ were allowed twice befo re the franchise was granted. It is 
likely that the higher courts will be appealed to for a final de
cision. 

An ordinance ha ,; been introduced in the City Coun ci l of St. 
Louis to a11th orize the \Vater Com miss ioner to col lect fares on 
t he electric railway that is operated by the city from Baden t o 
the Chain of Rocks. a distance of 4 mi les. At present the road is 
equipp ed with one car, and is operated solely for th e city em
ployees, especially those connected with th e wate r department , 
who use it in going to and returning from the ir work. 

Notes on Heavy Electric Traction Near Paris 

Although Paris is behind every other large city in the world 
except, possibly, London, in modern methods of surface trans
portation , the city has an entirely different standing in regard to 
the utili zation of electricity for h eavy electric railway service. 
The backwardn ess in the application of elect ri city to surface tran s
po rtatio n has not been the fau lt of the tramway companies, who 

FIG. 1.-SECTION OF TH IRD- RAIL CONSTRUCTION USED 
BETWEEN STATIONS, ORLEANS RAILW AY 

haYe shown a most laudable eff o rt to in troduce mechan ical trac
tion on the ci ty ,;treets and ha,·e made experiments with steam . 
compressed air, fir eless and Serpoll et lo co motives, storage bat
tery cars. surface contact sys tem s and undergro und conduit lines. 
But as the trolley has been prohibited, and as th e length of t h e 

Profi le of Cars 

i----+--- 600---
, i l 

' 0 

' ' '--~'. ______ _ 

Street Ry .J ourn_a l 

FIG 2.-SECTI ON THROUGH THIRD RAIL AND SERVICE RAIL 
BETWEEN STATIONS 

compa nies' franc h ises has not been sufficient to warrant the intro
ductio n of the more expensive conduit system , littl e progress has 
been made. This is not so, however, with h eavy elec tric traction , 
"here the compa nies have n ot been hampered wit h municipal 
restrictions , but have been in a position to adppt the mo st im
proved types of electri c apparatus. 

T h e three principal system s of thi s kind of traction in Paris are 
the Metropolitan U nderground Road , the electrical terminal line 
of the Paris and O rl eans R ailway, and th e Paris-Versailles elec
tric lin e, which is operated by the Western Railway Company, of 
France. It is n ot the purpose of thi s article to describe the 
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Metropolitan system, which was fully covered in th e STREET 
RAILWAY JOURNAL for Sept. 1, 1900, and Sept. 6, 1902, nor to 
g ive a description of th e Paris-Orleans line the engineeri ng data 
of which were published on D ec. 21, 1901, but to describe some 
particul ars of the latter system , derived from a r ecent inspection 
of th e lin e, and also to give some details of the electric service o f 
th e Paris and Versailles line, which was put into commercial 
operation June 7, 1902. 

T he Orl ean s R ailway installation is som ewhat similar in ch ar-

I 
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FIG. 3.-SECTION OF THIRD-RAIL CONSTRUCTION USED IN 
STATIONS 

acter t o tha t proposed by the New York Central and P enn syl
vania Railroads in securing an entrance into New York City. 
That is, the through steam trains are stopped at the A ust erlitz 
sta tion , whi ch is n ear the outskirts of the city, a nd are th en drawn 
by electri c locomotives a distance of 2½ miles (4 km) to the Q uai 
d'Orsay station, not far from the Champs de Mars. The main 
features of th e plant, which h ave already been described in these 
pages, are briefly as follows: Power is obtained from a station 
3 miles (5 km) distan t from the Quai d'O rsay station , and is 
transmitted at 5500 volts and 25 periods to two sub -stations, where 
it is transformed into 550 volts, direct curren t , by m ean s of rotary 

I _ _ Maximum dist:m~e between forn gers 1m 50, __ _ 

shoes, of which there are four on each locomotive, are hung in the 
usual way by mean s o f links, but, as shown in Fig. 1, the lower 
part is made L-shaped so as to pass under the timber guard which 
protects the third r ail from accidental contact. T h e shoe is in two 
pieces, a lower wearing part o f cast-iron and an upper part of 
steel, rivetted togeth er. The upper and outer end of the shoe is 
made in the fo rm of a cylinder, 1¼ ins. (45 mm) in diameter, to 
keep th e cent er of gravity o f th e shoe under the center of support. 
T he third rail on th e outside track is m ade up of two " bull-
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FIG. 4.-SECTION THROUGH THIRD RAIL AND SERVICE RAIL 
IN STATIONS 

headed" rails, weighing 72 lbs. per yard (36 kg per m eter), which 
are bolted togeth er through a cas t-iron filling block, the bolt 
also holding the wooden guard in place. Two rails are used on 
straight track, partly to get a symmetrical structure, fo r the third 
rail is not spiked to its wooden support or h eld in any way except 
by g ravi ty, and partly to get additional conductivity. The third 
r ail in the st ations (Fig. 3) is slightly different, th e head of the 
third rai l being of a different shape, and th ere being only o ne r ail, 
as there is less need fo r conductivity and the space ava il ab le is less. 
T he rail s are bonded with 
Crown bonds. T he insula
tor is a block of beach 
wood, IO in s. (254 mm ) 
high, as shown in the dia 
g ram. This wood is 
clipped in asphalt before 
being installed , but sec
tions of the block show 
that the asphalt does not 
penetrate very far into the 
wood. T he bl ock is fa st
ened to the ti es by lag 
screws. As shown in Figs. 
2 and 4 the center of the 
th ird rail is 23½ ins. (600 
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FIG. 5.-0VERHEAD CONSTRUCTION USED IN CAR HOUSES AND SWITCH YARDS 

converte r s. T h e electric locomotives used for this service were 
supplied by th e French Thomson- Houston Company. Each loco
motive weighs 49 tons, and is equipp ed with four General E lect ric 
65-m otors, which are geared to the axl es. Each locomotive is 
capable of hauling, without overload, a train of 300 tons weight, 
not including the electric locomotive, the di stance of 2½ mil es in 
seven minut es. The maximum grade is I.I per cent. The series 
parallel controller used connects the m otors in g roup s o f two in 
se ri es, then of four in parallel. 

Th e principal point s of interest on this road whi ch have not 
been heretofore described, are the third-rail shoe, third-rail con
ductor and overh ead conductor used in the switch ya rds and o ther 
points where the third-rail system could not well be applied. The 

in wooden in sulator s the leakage is only 0.24 amps. per mile ( 0.15 

amps. per kw) of track. 
The overhead conductor u sed in track yards and elsewhere, where 

a third r ail would be inadvisable, is shown in Fig. 5. It con
sist s of a st eel channel, 5 ins. x I in. (125 mm x 25 mm) , weigh
ing 27.4 lbs. per yard ( 13.70 kg per meter ), suspended from a 
wooden frame. T he different sections of this channel are con
nected by fl exible bonds. For use in connection with thi s overhead 
conductor the locomotives are equipped with a low universal trol
ley, with sliding shoe contact, in addition to the shoes for the third 
rail s, already described. 

The total length of single track eq uipped with electric traction 
between the Austerlitz and the Quai d'Orsay stations is 9.55 miles 
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(15.288 km), of which 4.375 miles (6.998 km) are double third rail, 
3. 12 miles (4.58 km) are single third rail, and 2.32 mil es (3.71 
km) are overhead conductor. 

THE PARIS-VERSAILLES LINE 

The equipment of the line between Paris and Versailles, owned 
by the Western Railway Company of France, differs materially 

The compressed-ai r cars having fa iled to g ive sat isfact ion, the 
company had construct ed by a local el ectrical firm, the Societe 
Anonyme de Locomotion E lectrique, of Paris, t en electric loco
motives, similar to that shown in Fig. 7. Four cars were equipped 
with General E lectric motors and the o ther six with Brown, 
Boveri and W estinghouse motors, all of 225 hp each and four to 
the locom otive; but the m ethod of attachment was that of the 

FIG. 6.-COMPRESSED AIR LOCOMOTIVE BUILT FOR VERSAILLES LINE 

from that on the Orleans line, from the fact that the line is not in 
use for through service but for local service only, and electricity 
was adopted for its economical advantages and to avoid the use 
of smoke-producing locomotives in the tunnels through which the 
line runs. 

The line, which is II miles (17.6 km) in length, is now in 

French builders, and curious, to say the least. Two m ethods were 
followed. In the case of the Brown, Boveri motors and most of 
the W estinghouse motors , the armatures wer e m ounted on a 
hollow shaft encirclin g the axle, and with a diameter considerably 
larger than the ax le it self. T he shaft was then connected to the 
car wheel, and supp orted so as to be concentric with the axle by 

FIG. 7.-ORIGINAL ELECTRIC LOCOMOTIVE BUILT FOR VERSAILLES LINE 

operation on the multiple unit system as a result of trials extend
ing over two years, first with compressed-air locomotives and then 
with electric locomotives. 

The compressed-air locomotives first tried were mounted on 
doub le trucks, as shown in Fig. 6, each carryin g a compound, 

means of six spiral springs conn ected t o the spokes of the car 
wheel. The geared motors wer e connected to the axles in the 
same way, that is, the g ears were not mounted directly on the 
axle but on a hollow shaft, which was spring-supported from the 
car wheel s in the manner already described. The locomotives 

High iension feeders 

I 

~ ~ ' 
Conductor t_ai1s , .J 

Street Ry.Journal 

FIG, 8.-SECTION OF THIRD-RAIL TRACK, PARIS-VERSAILLES LINE 

two-cylinder motor. The car contained thirty-three reservoirs, 
capable of carrying 4400 lbs. (2000 kg) of compressed air at 1420 
lbs. per square inch (roo kg per centim eter) pressure. This was 
reduced in the motor cylinders t o 280 lbs. (20 kg), as a working 
pressure in the high-pressure cylinders, and 140 lbs. (ro kg) in the 
low pressure. The r eh eater was carri ed under the middle of the 
motor car. The dimensions of the motor cylinder were 12.2 ins. 
and 29.9 ins. x 22-in. stroke (320 mm and 530 mm x 56o mm 
stroke). The length of the cars over all was 44 ft. (13.46 m) , 

were designed to run at 25 miles (40 km) per hour, and weigh ed 
complete 50 tons. The geared motors had four poles, and t he 
gearless m otors six poles. 

The arrangem ent proved too complicated as well as inefficient, 
and was abandoned in favor of the multiple unit system. Last 
summer the traffic on the line was being cared for by means of 
two multiple unit trains, onf equiped with the Sprague system and 
the other with the General Electric. The General Electric motor 
cars, of which there were two, were supplied by the French 
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Thomson-Houston Company. They weigh ed 23.5 tons each, and 
were des igned to di·a\\· four tra il cars , weighin g I 1.3 tons each, 
making the total weight of th e train, empty , 72.2 tons, and loaded, 
87.2 ton s. Th e m otor cars are m ount ed on Brill No. 27 truck s, 
and are each equipped with two General Electric 55 mo tors. Th e 
Sprague equipment used the same mot or~. but the ca r s were 
mounted on McGuire trucks. 

The third-rail con struction u sed on the lin e i-. show n in Fig. 8. 
T he con st ruction differ s from that used on th e Pari s- Orlean s line , 
as the th ird rai l is of the same :,ection as the track rail. and weighs 
92 lbs. to the yar d (46 kg. per meter). The thi1·d rail is of the bull 
headed type, suppor ted in chair s which rest on in sulators nf pa r
affi ned wood. whi ch in turn are supported o n ties of longer len g th 
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Important Paper Changes Hands 

Announcem ent is m;de in th e current i-. sue of th e Engineering 
R ecord, of New Yo rk. of the sa le of thi s paper by it s publish er, 
H enry C. l\Ieyer, to J am es H. :.lcGraw, the pres ident of the 
S TREET R AILWJ\Y JouR;s;AL, Elect rical \ :\'ar id and Engineer, and 
thL .e-\merican E lectri cian. Th e Engineering R eco rd is one of the 
old est and leadii1g papers publish ed in the engineering tield , was 
ioumled by Mr. 1\-Icyer, and is about twenty-five year s old . It is 
publi~hed weekly and is devoted to civ il and industrial en gineer
ing. The announcement of the sa le in the Engineeri ng R ecord 
states that Mr. M eyer will co nti nue to gi\'e the new publ isher s the 

FIG. 9.-SUB-STATION, WESTERN RAILWAY OF FRANCE, FOR OPERATING PARIS-VERSAILLES LINE 

than the standard . T he third ra il is di\' icl ecl into section~ o f ·>sofa 
mile ( I km). 

Pow er for th e P ari s-Versa ill es line i~ being supplied fro m a 
s ta tion at :vroulineaux , along th e line of rou t e, at 5500 \'olt s. 25 
cycles, which is com·erted by rotaries into direct current at 550 
volts. Th ere are three main sub -statio n ~. each of which co ntain 
fou r Thomson- Housto n ro tary converters of 300 k•.v each. The 
pressure is ngulated on the alternati ng current side by a regu
lating tran sform er with a mO\·able armature. perm itting a varia
ti on of 15 per cent. The rotaries are starteu bv direct current 
supplied by a 40-kw generator, driven by an induc.tio n motor. ' 

A view of one of the sub-station s of the companv. nf which th ere 
a re three. one at th e Champs de Mars, o ne at Mendon, and one 
at V iroiiay, is shown in Fig. 9. Th e rotaries are placed in a row 
extendin g up and down the building be tween the transformers and 
the switchboard . T he t ran sfo rmers are cooled by air blas t, which 
is supplied by two blowers, each dri ven by an induction motor, one 
of which is shown in th e lower ri g ht -hand corner of the en g rav ing. 
As wi ll easi ly be seen fro m the illu stration, the a ir shaft extends 
the ent ire length of the building under the t ransformers. tran s
former regu lators, etc. , which are grouped in th e following order : 
Reactance coi l. . induction regul ator, group o f three transforme rs. 
reactance coil for the second rotary, etc. The in duction motors for 
5ti1Jtin~ the {Ot_~ries. a.r~ nQt sh.own in the illustrat ion. 

ben efit n f h is cotm.,el and acti\'e co-operation in mai n ta inin g the 
h igh sta ndin g of th e p8per, a nd th e ,-ame staff th at has executed 
h is dir ec tions in recent years \\'ill contim1P to condu ct its affairs. 
The only change that i., iJroposed is an increase in the value of th e 
journal in its well es ta bli shed field, clue to its affi liation s with 
publica tion,, of :c.imi lar ~tanding in allied fi elds. 

----♦---
Promotions from the Ranks 

The Cin cinnati Tract ion Company has had posted in each of 
the car houses a notice tha t promotion s in the ser vice w ill her eafter 
be made from the ranks. A n eligibl e list has been establi shed, and 
as soon as a po sit ion is vacant it i.~ fi lled from the li st. Division 
superintendents' cler ks, conductors and motormen a r e r equested 
to make written app li cat ion fo r examination as to fitn ess. The lin e 
of succession is : Motormen and conductor s to di vision superin 
tendent s' cl erks. and clerks to divi sion superintendent . Th e notice 
says that no changes are anti ci pa t ed at pr esent ; th e li st is to be 
made simply to in for m the company as to the fitness of it s em
ployees for promotions. T hi s policy has been a dopted to stimula te 
the men to better endea\'o r and to brin g out the best in them by 
showi ng that th eir future in the se r vice depends o n their m erit s 
alone. Promotigns wer~ l?rc:_viously made by d10 ic~ o~ th ('. official s. 
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The Proposed Standard Code of Rules 

llY \V. \ V. \VJI E. \TLY 

in the an n ual co ny ent io ns of t he nation al and State ass o(ia
t ions the managers o f the e lectric rail r oads are broug h t together 
for the solu ti on o f problems connected with rail w,:i y co nstructio n . 
m aintena nce and operation. T h e mo st important topic tk1t has 
engaged their atten tion fo r many years is the pr eparat io n and 
deve lopmen t of a sta ndard co de of rul es. Each separate rai lro ad, 
it i~ true, has its own code of rule~. 1m l each one is d iff er ent from 
th e o ther. T he assoc iation s interested in the making of a standard 
code, after lookin g· over th e fi eld, have di scover ed a h eterogeneou s 
m ass o f regu lation s that have been jumbled and twisted by th e 
efforts of dozen s of m anag·ers and superin tendents. w orki ng inde
penden tly of eac h other since the fir s t st reet ra ihvay wa s put inlo 
operation . Th e desi re is now for uniform rul es, and th ese rules 
a re exp ected lo recognize all that is goo d in the present p ractice 
o n a majo rity of th e roads. T h e preparati on of a code of rul es 
suit abl e for a ll roads is no ho liday task. It require s a g reat d ea l 
of time, study and hard work. 

lt is no re fl ection upon t he committees tha t prese nted to th e 
nat ional and State co nvention :-- last year, and again thi s year, t h e 
draft o f a propose d standard code to say that the associations 
act ed wisely when they ret urn ed th e rules lo the comm ittees with 
inst ructions to r econsider and report progress at the next meeting. 
T he writer is deeply impressed with the value cf the original work 
do ne by t h ese committees, and it is not intended as a criticism 
,vh en the opinion is expressed that further changes in th e pro
po sed standard code are desirable before its presentation in com
pleted for m for adoption. The committees will do well to take 
m or e time and go over the ru les carefully, in the light of t he ex
perience and knowledge acquired through the discussion upon 
thei r work in the recen t convention and in t he railway journals. 

It is intere sti n g· as well as instruc tive to find that m any of the 
pr inciples now held to be so und in th e m anagement of electric 
street railways were formulated in the ea rly days of steam rai l
roads. Because such principles h ave stoo d the t est of time and 
experience, a nd are essential to safety and efficiency in railway 
servi ce they are likely to endure. In the preparation of a standard 
co de for electric railroads mu ch valuable time m ay be saved by 
observing and taking advantage of the work don e in the same 
fi eld by s tea m railro ad m en during the pa st twenty-five years. 
Bein g fami lia r with th eir work ihe writer is abl e to state that the 
standard code which they fi rs t adopted has been revised two or 
th ree t im es, wi th the result that certai n rul es, at o n e tim e thoug·ht 
to be essen t ial , have been eliminated as sup erfluous, and other 
rul es have been added to make the code more complete. I t is now 
a m o del of it s kind. 

T,vo important objects are so ught in the effort io provide a 
standard code of rul es ; one is a reform in the lang uage, th e 
gro upin g and the arrang·ernent of t he rules, and the oth er is a 
refo rm in the practice under the rul e,.;. Th e language sh o uld be a 
m o del of simplicity and precision. and should not be capable of 
m or e than o ne interpr etation. 'Where words are used having 
m o r e than o n e m eaning, or wh ere there is any doubt , there sh ould 
be a definition to ind icate the exact m eanin g. T h e sam e word 
or phrase used more than once in the code should invariably mean 
t he sam e th ing. T h e ru les sho uld be arranged in logi cal sequence, 
and the different rules belongin g to one subject should be grouped 
togeth er u nd er a separa te heading. 

I n developing a standard code for general u se the practical 
di ffic ulty is to m ak e it cover all the differe nt conditions of serv ice 
on m any roads. There are certain rules which apply to · o ne gro up 
of roads but do not apply to oth ers . T h ere are, however, certain 
rules embodying prin ciples whi ch are of general application, and 
are essent ial to safe operation. and no road can afford to leave 
t hem out. Such rules will be recog nize d by all as the primary 
rul es, and th ey should properly constitut e th e found ation work 
nf the stand ard code. In deve lopin g the nex t or seco ndary rules 
the varying co ndition s of d iffere nt road s will have to be recog
n iz ed. T he interurban roads with single t rack r equire special 
t reat m ent, a lthoug h their general safety r equirem ents are the 
sam e as all oth er roads. There a re some few r oa ds operating at 
o ne time heavy city lin es, li g ht suburban lines and interurban 
sin gle-track lines, and such roa ds would have need for the r ules 
coveri ng prac ti ca lly all conditions of se rvice. Wh en completed 
th e code sho uld provide a practica l set of wo rki ng rules, a dapted 
to any urban or int erurban electric railroad. 

In th e evo lutio n of the electric railroads th ere is one particular 
feat ure which distinguishe s it from th e evolution of steam ra il
roads. The electric road s began operation with d ouble track, and 
by g radual process of deve lopm ent are n ow entering upon inter-

urban sin g le- tra ck opera tio n. The steam roads began with single 
track, and within recent years hav e been progre ss ing into double
track oper ation . Y ci by far the g r ea ter part of the mileage of 
elec tric roads is double track, wh ile that of s team roads is largely 
si ngle track. It was quite natural that thi s differen ce in co ndition s 
~hould be reflected in the gro wth of th eir re spective codes o f rules. 
Th e electric roads b egan wi th rules adapted largely to double
track operation , a nd the steam roads began with rul es adapted 
h:rgely to sin gle-t rack operation. In recent years each has been 
seeki ng to supply it s deficiency. 

Tt is not the obj ect of the writer at thi s t ime to develop a com
plete code of rules, but rather to ind icate th e essential require
ments of simplic ity of lang uage, orderly grouping, arrangement 
in logical sequen ce, a'nd the addition of such rules as will cover the 
co nditions of service on the single- track road s. B efore go ing 
further it may be we ll to indicate some of the things that would 
better be left out of co nsideration as a part of the stan dard code. 
It is sufficiently difficult to ge t a large number of roads to agree 
upon the essenti als, and therefore the non-essen t ials sh ould b e left 
to the option of each road to be add ed io the code, or issued in the 
for m of special instruction if desired. The following item s are 
given as illustrations of things to be omitted from the code , viz.: 

r. Care of cars in th e car h ouse. 
2. Care of injured person s. call ing physicians, etc. 
J. R eporting accidents. giving information concerning them, 

etc . 
..:J. Amount of change (cash) for condu ctors to carry. 
5. The collection and registration of fa r es or tran sfers. 
6. T he specific report s to be made by conductors, motormen 

an d others. 
7. Ejectrnents from cars. 
8. The assignment of m en fo r work and the handling o f the 

se niority li st. 
9. T echnical instruction or information concerning th e elec

trical equ ipment. 
If the association thinks it des irable to have uniformity of 

pr actice in such m atte rs it may, with propriety, issue rules cover
ing th e same und er the h eading " R ecomm ended Practice of the 
American Street R ai lway Association," to be print ed separate 
iro m the co de. 

Before proceeding with the detai ls of grouping and arrangement 
it· may not be out of place to illustrate the simplicity of language 
which is desired. For th is purpose a copy of the g eneral notice 
and a few of the general rules are given below (I) in the language 
suggest ed by the committee of th e American Street Railway -As
sociation, and (2) placed opposite for comparison the same things 
in the language adopted by the steam rai lroads in thei r standard 
co de: 

SUGGESTED BY COMMITTEE OF 
AMERICAN STREET R AIL

WAY A SSOCIATION 

The rules her ein set forth apply to 
and govern all lines operated by th e 

Railroad Company. 
They shall take effect ---, and 

shall supersede all prior rules a nd 
instructions in what soever form issued 
which are inconsistent therewith. 

In addition to these rules special 
inst ruction s will be issued from time 
to time, as may be found necessary, 
a n d such instruction s posted on the 
various bulletin boar ds; whether in 
conflict with these rules or n ot, which 
are · give n by proper auth orit y, shall 
be fu lly observed while ;n force. 
Bulletin boards a re located at the 
fo llowing points, and must be con 
sulted dai ly by each em ployee of the 
tran sportat ion department: 

Every employee whose duty is in 
a ny way p resc ribed by th ese rules 
must a lways have a copy of them at 
h an d while on duty, and 11111st be 
fam iliar with every ru le. 

A ll e mployees are r equired to be 
polite an d considerate in their deal
ings or in t er-::ourse with the public: 
the repu tation and prosperity of the 
company depe nd upon the promptness 
with which its busin ess is con ducted, 
and the manner in which its patron s 
a re treated hy its employees. 

ADOPTED BY STEAM R AIL
ROAD:, 

T h e rules h erein set forth govern 
the railroads operated by the ---
Company. They take effec t ---
superseding all previous rules a n d in
structi on s inconsistent therewith. 

Special in struct10ns may be issued 
by proper au thority. 

Employees whose duties a re pre
sc ri bed by 1 hese rules must provide 
them seh ·es with a copy. 

Th e service demands th e fait h ful, 
intell igent and courteous d ischarge of 
duty. 
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A ll employees will be regarded in 
line for promotion, advancement de
pending upon the faithful disch arge of 
duty and capacity for increased r e
sponsibility. 

Employees of any grade will be 
considered as accepting or continuing 
in employment subject to the dangers 
incident to this hazardous occupatio n. 

To obtain promotion capacity must 
be shown for greater r esponsibility. 

Employees in accepting employment 
assume its ri sks. 

The proper grouping and arrangement of the rules under dis
tinct h eadings is r eally on e o f th e first important steps in the 
development of a standard code. ·without it the rules may be 
jumbled and thrown together in the most haphazard manner. By 
proper grouping it is made easy fo r roads with varying conditions 
to pick out and apply such port ions of the code as are fitt ed to 
their r equirement s. Below are shown, in opposite columns, the 
grouping (1), as recommended by the committ ee of th e American 
Street Railway A ssociation , and (2) the groupin g which seems to 
be more desirable, the latter being m odelled after the standard 
code of the steam roads: 

RECOMMEN DED BY COMMITTEE 
A S. R. A. 

General Notice. 
General l{ ules. 

Rules for Inspectors, Receivers and 
Depot Masters. 

General Rules for Conductors and 
Motorm en. 

Special Rules for Conductors and 
Motormen. 

PROPOSED NEW GROUPING 

Form of order putting rules into 
effect. 

General Notice. 
General Rules. 

Sub-headings : 
1. Rules for Deportment. 
2. Rule s for Road Operation. 

Definitions. 
Rules fo r s ingle track (including 

rules for movement by special order). 
Rules fo r double track (including 

rules for movement by special order). 
Signal rules. 
Diagrams of hand, flag and lamp 

signals. 
Diagrams of car and tra in signals 

a nd of block signals. 

T o be omitted from standard code , 
leaving each road free to add them 
in its own way 

Included in ge neral rules under the 
sub-headings. 

To be omitted from standard code, 
leaving each road free to add them in 
its own way. 

The object in adding the group known as " definitions" has 
already been partially explained. T he neces sity of making clear 
the exact m eaning of certa in t erm s or phrases will become more 
apparent when the rules for the operation of sin g le track, in
cluding the signal rules, are b eing d eveloped, or when the neces
sities of elec tric operation r equire the coupling toge ther o f several 
cars to be operated as o ne unit and known as a tra in. Certain 
roads are already calling th eir conductors and motormen " train
men, " and callin g their ca r se rvice " train service ;" although it is 
not appar ent by what process of r easoning a single car, without 
markers on the rear, can be looked upon as a " train." If the 
word "train" is to be used the authority for it should appear in the 
standard code, and there should be a definition of it so that all 
may know wh at constitutes a "train." 

EXAMPLE DEFI NITIO NS 
Train.- A motor ca r or engine, with or without trailer s, displaying markers. 
Regular Train.- A train rep resented on the timetable. It may consist of 

sections. 
Extra Train.-A train not represented on the timetable. 
Timetable.-The authority for the movement of regular trains, subject to the 

rules. It contains the classified schedules of trains, with special in
structions r elating thereto. 

The general rules, as previously sta ted, should be considered the 
primary rul es, embodying the principles (1) of correct deportment 
of employees, and (2) the essentials for safety in the opera tion of 
the road. They sh ould be sufficiently broad to be applied alike to 
urban o r interurban roads , with single or double track. They 
should be so bri ef, simple and plain that the majority of the em
ployees of all roads will, after a little time, becom e fam iliar with 
th e language and almost able to repeat them from m emory. Then 
when some em ergency arises the application of the rules will 
become second nature. Following is an illustration of the primary 
or general rules applicable to all road s, arranged under sub-head
ings as suggested : 

RULES FOR DEPORTMENT 

The use of intoxican ts by employees while on duty is prohibited. Their 
habitual use or th e frequenting of places where they are sold is sufficient 
cause for dismissal. 

The use of tob acco by employees when on duty on cars or in or about the 
depots (except where loung in g rooms are provided) is prohibited. 

Th e solicitation of advertisem ents or contributions for entertainments or 
sim ilar purp oses by or on behalf of any employee is prohibited. 

RULES FOR ROAD OPERATION 

\Vatches of conductors and motormen must be com pared, before commenc
ing each day's work, with a clock designated as a standard clock. 

NoTE.- O n long interurban run s it may be desirable to compare time with 
the standard clock before starting each trip. 

Before startin g each trip the proper sign s and signals must be displayed. 
Conductor and motorman will each be resp on sible for his end of th e car or 
train. 

Cars or train s must be promptly stopped, and affo rd safe right of way to 
fire department vehicles, ambulances and em ergency repair wagons. 

\Vhen cars are bein g push ed by a m otor car (except when shifting in the 
depots or yards) a fl agman or signalman must take a con spicuous position on 
the front of the leadin g car , and signal the motorman in case of need. 

The rules for the operation of sing le track. as well as for doubl e_ 
track, a r e unde1 stood to be based upon and in harmony with th e 
princiR_les se t forth in the primary rul es, and sh o uld be considered 
as supplemental thereto. It sh ould not be n ecessary to repeat any 
of th e principl es already embodied in the general rules, but t o 
add there to only such rul es as app ly specially to single or double 
track operation . An illustraticn is given below (1) of rules apply
ing specially to single track, and (2) directly opposite, for com
pari son , rules applying sp ecially to double track: 

RULES FOR SI N GLE TRACK RULES FOR DOUBLE TRACK 

All trains in th e direction specified When a tra in crosses over to, or 
in the timetable are superior to trains obstructs the other track, unless 
of the same class in the opposite di- otherwise provided, it must first be 
rection. I protected, as prescribed by Rule --

in both directions on that track. 

An inferior train must keep out of 
the way of a superior train. 

When a car or train is ~tanding 
st ill, receiving or discharging pas
senger s, any car or train in the op
posite direction must make a full stop 
directly opposite the standing car or 
train. 

A train must not leave its initial \Vhen passengers are alighting, and 
station on any division, or a junction, a car or train is approaching in the 
or pass from double to single track, opposite direction, conductors and 
until it has been ascertained whether motormen must caution them to look 
all trains due, which are superior or [ out for the car or train on the other 
of the same class, have arrived or left. I track. 

The signal rules, as indicated, should be placed under a separate 
heading and should prescribe the different kinds of signals used 
by authority of the code, wh ether of color or form, visible or 
audible. The following forms are suggested: 

VISIBLE SIGNALS 

COLOR INDICATION 

(a) Red- Stop. 
(b) White-Proceed. 
(c) Green- Proceed with caution. 

AUDIBLE SIGNALS 

By Bell-Cord from Conductor to 
Motorman. 

SOUND I NDICATION 

(a) I - When car is moving, stop, 
(b) 2- When car is standing, start. 
(c) 3- When car is moving, stop at 

once. 
(d) 3- When car is standing, back the 

car. 

The hand-flag and lamp signals, the car and train signals, the 
block s ignals and the interlocking signals should each one be pre
sc ribed in due form, with their indications. These should be fol
lowed by the rules governing the use of the signals. The manner 
of using the signals should be illustrated by diagrams, especially 
the hand-flag and lamp signals and the car and train signals. All 
roads use signals of one kind or another on their cars or trains 
and along their lines. Each road should be able to find in the 
signal rules that which is suited to its particular requirements. 

It should be emphasized that all unnecessa-y or non-essential 
matter ought to be omitted from the rules. A careful examination 
of the rules proposed by the committee at the Detroit convention 
of the American Street Railway Association will convince the 
reader that much work yet remains to be done before the proposed 
rul es will pass muster. Rule 42 in the general rules for conductors 
and motormen is an illustration taken at random. It reads: 

"Conductors and motormen must be neat and clean in appear
ance and wear the uniform and badge prescribed by the company 
-the badge must be kept in good condition and worn on the front 
of the cap, and the uniform must be clean and in good repair." 

The obvious criticisms are: (1) That it is not necessary to twice 
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sta te th e requir em ent of cleanlin ess; (2) it is unwise to attempt to 
dictate to all roads where th e badge shall be worn ; some m ay 
want it worn elsewh ere tha n on the cap; (3) th e badge and t he 
uniform are intended to be worn only on duty, but the rule wo ul d 
seem to r equire that they be worn at all times; (4) the k eepin g of 
the badge in good condition sh ould be understood. Would it not 
cover the matter in fewer words and with m ore force t o make the 
rul e read as follows: 

Rule 42. Conductors and m otormen on du ty must wear the 
prescribed badge and uniform, and be neat in appearance. 

Rule 9 of the general rules m ay be cited as an oth er example. It 
r eads: 

" In the event o f any of the co mpany 's apparatus, breakage of 
the overh ead line, char g ing a pole in the public street , unsafe 
settl em ent of buildin g o r structur es, etc. , wh ereby im m in ent 
danger o f personal injury is caused, the first em ployee discover in g 
th e fact must a rrange t o pro t ect t he danger point, advi sin g th e 
proper autho riti es, by th e fi r st ava ilab le m ean s, of the character 
and location of the t ro uble. H e must not relin quish such r espon
s ibility until properly relieved. " 

The obvious criti cism s are : (1) T hat th e lan guag e is involv ed 
and ung rammati c2l ; (2) the employee is told what he should do 
in three or four probable em er gencies ; why stop at th ree o r fo ur ; 
why n ot t ell him wh at to do in m any oth er em ergenci es? (3) it 
should not be undertaken to m ake rul es in a standard code t o in
stru ct th e employee what t o do in each and every em ergency that 
ari ses. This ru le a nd all oth ers like it shoul d be left out entirely . 
If any road thinks its employees requi re such in st ru ction it may be 
g iven in special fo rm . 

T oo much stress cann ot be laid upon the po int that the standard 
code should enunciate prin ciples only and n ot attempt to go into 
all the mino r detail s o f operat ion. 

•• 
Arbitration of Chicago Union Traction Wages 

In the STREET R AILWAY J ouRNAL of Jun e 14, 1902, a brief a.:
count was g iven of th e events leadin g up t o an agreement between 
the officers o f th e Chi cago U nio n Traction Company a nd th e 
Amalgamated Association of Street Railway E mployees of 
America. The A malgamated Associati on had been organ izing a 
union amon g the em ployees of th e Chicago Union Traction 
Company , a nd as som e o f the uni on m en were di ssa ti sfi ed and 
claimed that uni on m en were being discrimin ated again st by the 
managem ent , an agreem ent was drawn up a nd signed by the 
o ffic ers o f the company and th e union, in whi ch th e Chi cago 
U nion Traction Company promi sed not to oppose the o rganiza
tion of it s employ ees into th e Amalgamated Associati on. The 
company further agreed to m ee t and trea t with t h e comm itt ees 
o f this organization on all questions and gr ievances, and in all 
cases of fa ilure to agree it was provided in th e contract that a ll 
questions should be settl ed by arbitration. In July the union m en 
presented to the Chicago Union Traction Company a demand for 
an increase in wages of approximately 33 per cent. Conductors 
a nd motormen on the electric lines of the Chicago Union Traction 
Company , who had been ge tting 21 cents an hour, asked for 28 
cents. Co nduct o rs and motormen of the Chicago Consolidated 
Traction Company had been getting 17 cents to 19 cen t s, and 
asked for 28 cents. Cable car condu ct ors and gripm en, getting 21 
cents to 23 cents, a ske d for 28 cents and 30 cents. In addition th e 
m en ask ed that all m en employe d on extra runs, t r ippers and 
trailer s, should be paid fo r eight h ours work . After several con
ferences President R oach made what was probably the most re
m arkable and liberal offer ever m ade, under such circum stances, 
in th e histo ry o f electr ic r ailroadin g. T hi s offer was as fo llows : 

Sec. 1. Officers of the U nion Traction Company will t reat with th e officers 
of th e U nion concerning all g r ieva nces of the men. 

Sec. 2. Officers of th e U nion sha ll have power to adjust all differe nces be 
t ween the compan y a nd the men. In case of a fai lure to agree all matters shall 
be arbitrated. · 

Sec. 3. W ages of gripmen shall be 24 cents an hour; conduct ors of g rip 
and trail cars and combi nation grip c;; r s, 24 ce nts a n hour; motorme n a nd con
ductors on elect ric lines a nd conduct ors on single t railer cars, 22 cents an 
hour. 

Sec. 4. Gripmen , motormen an d con ductors a re t o be paid th is r ate on th e 
under stan ding that no regular run is to be conside red less than te n hours. 

Sec. 5. Runs are t o be n ot less tha n t en hours , nor m ore tha n eleven , hou rs 
a day. 

Sec. 6. T r ippers, trailer s and ext ra runs are to be paid for at t he r ate of 
$1.75 fo r a r un of six hours or less. Such ru ns extending over six hours are 
to he figu red as fu ll days of ten h our s. 

H ours of t ri ppers a re to be bet ween 5 and 10 a. m. a nd 3 and 7 p. m. 
Sec. 7. A ll night-car cr ews are to receive t he highest rate of pay now 

given any s ingle- night c re w. Night r uns a re n ot to exceed se ven hours. 
(Th is means that night crews a re to ge t $2.40.) 

Sec. 8. In case of ,lelays over schedule t ime gr ipmen, motormen and con
ductors are to receive pay at t he r egular rate o f wages. 

Sec. 9. The company agrees t o t ake up the question of wages, hours and 
conditions affecti ng th e ca r house and s hop employees j ust as soon as pre
se nted by the men in t hose departme nts. 

Sec. 10. T he co m pa ny agrees imm edi at ely to di sband and abolish th e b e)lcvo
lent society know n as Union No. 2, for the sake of ha rmony, and will recom
me n d t hat a ll members of the benevole nt association join the U nion on the 
u nderstanding that t he Union wi ll accept such m ember s with out prejudice. 
T he company will also r equire th at all new m en entering i ts se r vice sha ll join 
t he U nion after sixty days. 

Sec. 11. This wage scale a nd agreement t o remain in effect unt il A ug. 
21, 1904. ' 

In spite of thi s li beral offer, which was especially favo rable to 
tripper s, who are the inost likely to be underpaid, the m en voted 
n ot to accept the company' s offer, but to submit the case to arbi
tration. T here was a gen eral feeling on the part of the public in 
Chi cago, as well as other laboring m en, that the employees wer e 
foo li sh in rejecting thi s o ffer, because o f its extreme liberality, 
and by thi s vote the m en undoubtedly lost much of the public 
sympathy they would otherwise have k ept. The matt er was then 
submitted to arbitration. Clarence Darrow was se lected by the 
employees for th e arLitration board, and W allace H eckman by the 
company. Both are we ll -kn own ;:i ttorneys. These two arbitrator s 
selected as a third , William J. Onahan, president of the H ome 
Savin gs Ba nk. Mr. O nahan was the organizer of the St. P atrick's 
Societi es o f Chi cago, and has been prominent in Catho lic affairs . 
In 1869 h e was elec ted city coll ector, a nd in 1888 wa s chosen 
comptroller. L a ter h e served on the library board. H e is known 
as a lecturer an d writer. A fter several weeks deliberation the 
a rbitration board made its r eport and fi ndings on November 6, 
as follows : 

Nov. 3, 1902. 
In th e m atter of the di ffe rences b etw een th e employees of th e Union Trac

t ion and Consolidated Tract ion Street R ailway Companies and said companies 
the Boar d of A rb itration makes the fo llowing finding: 

1. T he wages of mot ormen and conductor s running electric cars on the 
Union Traction li nes, and conductors of gri p car s or trains shall be 24 cents 
per hou r , except as hereinafter provided. 

2. Th e wages cf gr ipmen a nd conductor s ope rating more than one car, in
cludmg com binat ion grip cars, on t he U nion T ractio)l lines shall be 25 cents 
per hour. 

3. The wages of the motorme n and conductors of the Consolidated Trac
tion Company shall be 23 cents per hour. 

4. Employees wh o have se rved the company for less time than six months 
shall r eceive the same wages as a re now paid, provided the company shall not 
d iscriminate so as t o dischar ge old employees and t ake on new ones for the 
pu rpose of hiring at a lower ra te. 

5. T rippers shall receive $1. 75 pe r day, excepting such trippers as have not 
been in the employ of the compan y fo r a period of six month s, and as to 
such trippers the ra t e shall be th e same as now fixed. 

6. Night men on the \ Vest Side shall receive 40 cents per hour ; night men 
on the North Side shall r eceive $2.50 pe r night fo r such men as now receive 
$2.25, and $2.65 per night for such men a s now receive $2.40. T h is scale of 
wages shall be in force and effec t from Sept. 15, 1902, t o May 31, 1904. 

The Boar d has n ot been able in this limited time to fix the wages of car house 
men , and it suggest s that both the companies and the organization furnish men 
t o examin e carefully the wages of m en of each car h ouse an d attem pt to adjust 
them, and, on their failure, the Board reserves the question of fix mg the 
wages of the car h ouse men, and such findings as to wages shall date from the 
15th day of September , 1902. 

The Board furthe r finds that the re was no subst antial evidence before th"c! 
commission that the st r ee t car companies had discriminated in a ny way against 
t he member s of th e A malgamated A ssociation a fte r the agree m ent , on the 
31st day of May, 1902, but fu r th er find s t hat t he existence o f th e so-called 
Benevolen t Associa tion , or U n ion No. 2, tends to create inha rmony a nd dis
satis faction among th e n:en and a ffects the effic iency of t he se r vice, and for 
this reason recommends that it shall be abolished and th e compan y released 
from the payment of any death, sickness or accident benefit s on account of 
an y contract with t heir employees 0r such society. The employees shall be re
quired to sign such release before accepting th is scale of wages. 

This commiss ion, for lack of t ime , rese rves the questi on of rein stat emen t of 
t he di scharged m en wh ose cases a re pending be for e th e commissio n. 

W . J. 0NAHAN , 

CLARENCE S. D A RR O W , 

WALLACE H ECKMA N. 

T hus th e wage quest ion on th e lin es o f th e Chicago Uni on 
Tracti on Compa ny and th e Chi cago Con solidated Traction Com 
pany, which it controls, has been fi nally se tt led, fo r a yea r a t least . 
T h e requests of th e m en on th e Chi cago Ci ty R ailway fo r an in 
crease of wages , it will be r em embered, were settl ed by a board 
of arb itra tion in Sept emb er , th e wages ag reed upon being 24 
cen ts an hour, o r th e same as previously offer ed by th e company 
before th e m at t er went to arbit ration. 

•• 
Both th e R epubli can and D em ocrati c par ties made use of ad

ve r t is ing space in street cars in Central and W estcrn Massachu
setts p revious to the last election fo r the fir st time in that section . 
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Report of the Committee on Standards* 

BY N. 11. HEFT, JOH N I. BEGGS, E. G. CONNETTE, E. A. NE\\' ~I.\!\! 
AND R. T. LAFFl N 

T he committee on standards, appointed in pursuance of the 
<'.c tion of the last annual m eeting of th e association, h aY e g iven 
indi vidually, at their hom es, a nd coll ec ti ve ly as a commi ttee a t 
m eetings, considerable thoug ht to th e m at ters in volved. and haYe 
ca rri ed on much correspo ndence in an earnes t effort to ob ta in 
da ta which would enable th em to present at thi s m eet ing o f th e 
a ssociation ideas that would be of advantage to the electric rail
,rnys throug hout the country. 

lt is unnecessary, ho1,·ever, to ;,uggc,, t t hat becau ~e o f th e grea t 
ch ange:, and vast improvements bei ng madt in the ty pe, design 
and const ru ction of mo tors that it· is diffi cult to make any definit e 
recommendation upon thi s point, as we fee l that th e next year or 
two may radically change the ideas o f the m anufa ct urers a s well 
a5 th e operating departm ents of th e several roads with rel ation t o 
th e matter of moto rs. 

\,Vith regard to th e matter of ra il s a nd truck s w e p rese nt mo r e 
d efini te conclu sions for your consideration. 

At th e fir s t m ee ting of th e committee th e subjects to be con
sider ed by th e committee were divided a nd assigned to th e m em
ber as follows: 

N. H. H eft (Meriden , Conn.).-Wh eels, axles , axle bra sses, 
journals, journal-boxes, brake-heads, brake -sh oes, etc. 

John I. B eggs (Milwaukee, Wi s.) .-Rail s. 
E. A. Newman (Portland, Me.).-Motors. 
E. G. Connette (Syracuse, N . Y.).-Trucks. 
R. T . Laffin (Worcester, Mass.).-Pai nting. 
vVill Chri sty (Akron, Uhio) .-Car b o dies fo r city a nd sub ur ba n 

service, including ventilation ; a lso the ques ti o n of the ova l roo f. 
C. F . Holm es (Kansas City. :\lo.).-Standard overhead con

st ruction fo r hig h -speed c ity an d suburba n roads, including t ro lley 
wheels. 

RA I LS 
Th e comm ittee having ca refull y considered thi s subj ect , and 

hav ing con sulted with exp ert s, r eco mmends that th is a sso cia ti o n 
adopt as a standard for either a "T" or girder rai l , th e fo rm o f rai l 
shown in Figs. 1 and 2; the h eight of th e rail s to be governed by 
the character of the pavement requ ir ed in th e municipa lit ies, and 
the weig ht of the rail to be not less than 70 lbs. fo r the "T"- rail 
a nd not less than 90 lbs. for th e g irder rail per yard. 

It wi ll b e o bse rved by exam inin g these illustrations tin t the 
head o f the rai l is made to conform to the a ng le of th e tread of the 
car wh eels. for the follo win g reason s. First, to increase th e con
ta ct area, thus increas ing th e tractive force; and second, cau sin g 
a more uni form wear across th e h ead of the rai l a nd trea d of th e 
wheel. 

The widt h of thi s h ead sh o uld be not less than 3 in s. \,Vith a 
rail-h ead o f this form and dimensions, a car wh eel hav in g a 3-in . 
tr ead a nd flan ge o f 1¼ ins. in d epth (wh ich should be used on all 
suburban car s), can be operated without inte rfe ring with pave
m ents, with safety , at a hi g h rate of speed on suburban an d inter
urba n road s, and with less cos t fo r ma intenance tha n th e present 
form , due to the increa sed surface contact betwee n the wheel a nd 
ra il and d ecreased wear on flan ge. 

The committ ee is of th e opinio n tha t the " T' '- r a il is th e mo st 
desirable a nd prac ticabl e rail for a ll purposes , and advi se s it s use 
wher ever th e con sent o f th e muni cipality can be obtained; and 
an ea rnest a nd persistent effort sho uld be made on th e part o f a ll 
elec tric railways to obtain such consent. 

In a ll places wh er e a "T"-rail, as h ere described, can no t be used. 
yo ur committee re comm ends a g rooved girder rail of the for m 
shown in Fig. 2. Thi s for m of rail , owing to th e bea r ing bci11g 
placed directly over the ce nter line of web, g ives a rail of g reat er 
stiffn ess, o ne wi th a head of 3 ins. in width , as wel l as a deeper 
a nd wider grooYe, a nd one which can be paved in the sam e m anner 
as o ther g irder rail s. 

ln Yi ew of the rapid construct ion of suburban a nd in terurba n 
lin es, which enter th e citi es over the tra ck s o f city lin es, th e com 
mitt ee deem s it advisabl e to r ecomm end , in the renewal o f spec ia l 
work where suburban or internrban car s are operated , a nd in a ll 
special work for n ew con struction , that particular a t tention b e 
g iv en to the d epth and width of the groove, as shown in Fig. 3, 
applicable to special work in connection with "T" or g rooved 
girder rails. 

MOTORS 

Street railway motors a re subj ec ted to such varying conditions 
and uses as to render it almost impossible to outline wha t might 

• Adopted b:, the American Street Railway Association, Detroit, Oct. 10, 1902. 
N OTE.-The illustrations are presented in conven ient form in the supple

mental sheet which faces this page. 

he co nsidered a stan dard motor. Neither would it be praeticable 
to st anda rdi ze certain horse-power nwtors fo r ce rtai n weig h ts of 
cars, as th e conditions of operation are so Yaried that what mig ht 
be perfectl y sa ti sfactory in one ease would b e unsatis facto ry in 
anoth er. Gen erally speakin g, for city servi ce motors of between 
35 hp ancl 40 hp are mo st practicable. For ordinary suburban 
service motors of this capac ity , with four motor equipments, 
would meet nearly a ll ordinary co ndition s and requirem ents. For 
h igh -sveed ser vice on long suburba n a nd internrban roads 
motor :- of greater capacity are desirable and should be seleeted 
,Y ith svecia l refere nce to th e specific duty to be perform ed. 

A s there is a possibility of alternatin g-current motors being 
developed th e committ ee ieels, in , iew o f th e experiments now 
being m ade both in thi s coun try and ab road. tha t it is advisable to 
await the o utcom e o f th ese experiments before any recomm enda
tio n on thi s subject is m ade. 

1 1WCKS 

Your committee is of the o pinion tha t tht time is inopportune 
ior r ecomm ending :rny particular de sign o f trucks for motor-car 
service , es pec ially for s;ngle- truck cars, exc ept such part s of 
t rucks as wheel s, a x les , bearings and jou rnal boxes. 

For int erurban service the commit tee recomme nd s that the 
standard dim ension s, a s given in thi s report for wheels, axl es, 
bearing s and j urnal boxes b e followed, and also that the M. C. 
B. p ractice in the construction of tru ck s fo r double-truck ears b e 
a dhered to as close ly as possibl e. 

.\ ~ L E ~. JO U{:\".\LS. J OlJRN,\L BOXES 

In Yiew of the g rea t d <.:mand o n the part of th e travel ing p..:blic 
for a more fr ctitient a nd rapid serv ice, not only in large centers 
o f population, Du e in subur ban a nd int erurban service, and in 
v;ew o f th e increased weights of the el1t1ipmen t requ ired to safely 
perform thi s service, yo u r comrnitke recommends the standard 
axle a dopt<.:d by th e .M. C. B. Assoc iation , which is th e result of 
deY elopments an d improvement s covering a period of fifty years. 
T h is standard axle can be a ppli ed t o all electric railroads, whi ch 
a re now performing practi cally the sam e se rvice as steam rail
roads. 

W e r ecommend fo r adoption an ax le o f th e s ize and fo rm shown 
in Fig. 4 fo r a ll motor ca rs weighin g under 15 tons, including in 
such we igh t trucks, motors and car bodi es a nd :ull load ; also the 
l\L C. B. standard journal brasses, journal boxes. dust guards and 
key seat s, as shown in Figs. 4, 5, 6 and 7. 

For a ll ca r s weighing from 2 0 tons to 28 to ns, including in such 
weight truck s, motors and car bodies a nd full load, the M. C. B. 
sta ndard axle, also j ournal brasses, journal b oxes, dust g uards and 
key seat s shown in Fi g s. 8, 9, IO and I I. 

For all ca r s weig hing up to 30 ton s, including in such weight 
trucks, motors and ca r bodies and fu ll load, th e J\I. C. B. standard 
axle, also journal brasses, journal boxes, dust g uards and key 
seats sh own in Figs. 12, 13 , J4 and 15. 

F or a ll car s weigh ing up to 40 tons, including in such we,ght 
tr uck s motors and ca r bodies a nd full load , t he M. C. B. standard 
ax le, ~bo journal bras ses, journal boxes . dust g uards and key 
seat s shown in Figs. 16. 17. 18 and 19. 

For all cars we igh ing 11p to 50 tons . incl udin g in s uch weigl:t 
truck s, motors and car bodi es and ful l load, the J\I. C. B. standard 
ax:<\ al so journal IJrasse~. jom nal boxes. dust guard s and key 
seats sh own in Fi gs 2 0, 2 1 and 22. 

C.\ R \\'H EELS FO R ~unurrn.\ :'1/ ,\ :\' LJ Il\TE l< UR IL\:\' SE lfflCE 

Your commit tee h as t aken up with opera tin g managers th e sub
ject of car wheels for suburban and inte rurban sen ·ice to centers 
of populatio n ove r public streets, and find :; th a t th eir views ac.-:o rcl 
with those of you r committee. 

\,Ve recommend fo r adoption a s standa rd a s t ee l-tired whee l and 
a cast -chill ed wheel, as shown in Figs. 23 a nd 24. 

\,Vit h a view to safety a nd econo my we reco mmend for motor 
cars used in subur lJa n ·an d inte rnrban service a steel- tired wh eel 
, ,f t he dim ensio ns shown: 

Fur use w ith an axle as shown in Fi g. 4, wheel to weigh 640 
lb s.; in Fig. 8, wh eel to weigh 695 lbs. ; in Fig. 12 . wheel to weig h 
790 lbs.; in Fig. 16, wheel to weigh 840 lb s., and a cast-chilled 
wheel of th e sam e dim ensions: For use with an axle as shown in 
Fig. 4, wh eel to weigh 440 lbs.; in Fig. 8, whee l to weigh 490 lbs.; 
in F ig. 12, whee l t o weigh 590 lbs.; in Fig. 16, wheel to weigh 
640 lbs. 

Car wh eels of th e weights mentioned eonform to the M. C. B. 
standards. 

BRAKE-HEAD AND BRAKE-SHOE 

Your cc rnnitt ee recommends for adoption as a standard the 
brake-head and brake-shoe shown in Figs. 25 and 26. 
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PAINTING 

As a standard method of painting cars your committee would 
recommend the fo llowing: All grease and rust should be removed 
from the ironwork and the c~1r bodv should be rubbed down to a 
~mooth surface; then thoroug hly pa-int the ironwork with pure red 
lead and raw linseed oil. Then the outside of car body should be 
painted as follows: First, pure lead and oil priming thoroughly 
rubbed in; second, one coat of flat lead, egg-shell gloss; third , 
white lead putty; fourth, three coats of flat lead; fifth, two coats 
of rough stuff; sixth, scour to smooth surface; seve nth , two coats 
of ground color; eighth, special color to cover; ninth, ornament 
on flat color; tenth, two coats of best finishing varnish. 

No coat is to be applied until the preceding coat is thoroughly 
dried. 

The roof canvas should have three coats of lead and oil, and no 
glue size or patent filler should be allowed on the roof. 

For the inside or standing finish, we would recommend that 
one coat of lead and oil and one coat of Prince's metallic be put 
on back of same before finish is put in place. 

All standing or inside finish, if of open grain wood, such as 
ash, oak or mah ogany, we would recommend to be thoroughly 
filled with Silex filler. If the wood is of open grain nature, such 
as cherry, mapl e or birch , we would recomm end a good oil stain 
instead of th e filler. Th en thoroughly sandpaper, after which 
apply two thin coats of absolutely pure grain alcohol shellac, 
either bleach ed or orange, according to the wood. Then sand
paper and apply two coats of varnish. A ll inside work should be 
rubbed to a dead finish, and all outside or exposed work should be 
left in the gloss. 

In car floors, the under or linin g floor should have one good 
coat of oi l before the upper or corrugated floor, which has re
ceived a coat of oil. is laid. ·when finished it should receive one 
coat of bleached shellac and one coat of good floor varnish. 

RETURN CIRCUIT 

T h e committee belieYes that one of the most important factors 
in the construction and operation of an electric railway is to pro
vide for a standard return circuit in such manner as to give the 
least resistence and largest and most reliable carrying capacity, 
thus avoiding loss of power and increased cost of maintenance. 
We, therefore , recommend a supplementary return, in addition to 
the usual practice at the present time, in all congested sections, 
crossing all special work and in the vicinity of the power plants. 

STANDARD OVERHEAD CONSTRUCTION AND CAR BODIES 

Owing to the inability of the committee to obtain any report 
from the members to whom were assigned the subjects, "Standard 
Overhead Construction for High-Speed City and Suburban Ser
vice, Including Trolley Wheels," and "Car Bodies for City and 
Suburban Service, including Ventilation; also the question of the 
Oval Roof," we are unable to present any report embodying 
recommendations on these subjects. 

CONCLUSION 

We earnestly recommend that the incoming officers of the 
association be authorized and directed to appoint successors to the 
undersigned committee to carry on the work for which they were 
appointed, as we feel that the recommendations here made are 
only preliminary to much work that can be done in this direction. 

et 

Railroad Commissioners of Massachusetts Investigate 
Railways 

The Railroad Commissioners of Massachusetts will be occupied 
during the two weeks beginning Monday, Nov. IO, with the 
further pursuit of the inquiry which th ey were directed by the 
Legislature of last winter to make into m ethods of dealing with 
th e suburban railroad service, the application of electricity as a 
motive power upon railroads and street railway equipment. Mem
bers of the board will cover different fi elds of investigation, W. 
Bishop visiting St. Louis, Chicago, D etroit and Cleveland and 
o ther cities, and Clinton White going to Philadelphia, New York 
and other cities. Chairman Jam es F . Johnso n will join Mr. 
Bishop in Chicago, with the special view to the inspection of the 
Aurora, Elgin & Chicago Railway, equipped with electric power, 
returning in seaso n to accompli sh certain work upon the annual 
report of th e toard. Hearin gs by the board will be resumed 
Monday, Nov. 24. 

Annual Report of the Montreal Street Railway Co. 

The annual report of the Montreal Street Railway Company, 
submitted at the annual meeting of the company, held in Montreal 
on Nov. 5, shows the net earnings for the year just ended to have 
been $9II,052, as compared with $795,413 last year. After pro
viding for the percentage on earnings accrued to th e city, and in
terest on bonds and loans, the company declared four quarterly 
dividends, amountin g to $6oo,ooo. In view of the company main 
taining its own fir e ri sk there has been placed to the credit of the 
fire in surance fund an add itional sum of $100,000, leaving a surplus 
of $965, which has been transferred to the general surplus account 
of the company. As the operating report shows the company's 
earnings continue to increase in a satisfactory ratio, while the per
centage of operating expenses to gross receipts shows a sub
stantial decrease. Th e company issued during the year $1,500,000 
4½ per cent debenture bonds to pay off the loan incurred by the 
purchase of the Montreal Park & I sland Railway. Several new 
extensions to the company's lines, amounting to 14 miles of new 
track, have been constructed and put in operation during the 
year, and the rolling stock has been increased by the addition of 
twenty-nine motor cars. During the year the company paid the 
ci ty the following amoun ts: Tax on earnings a nd other taxes, 
$127,258; on account of snow clearing, $50,772. The oper<".ting 
report of the company follows: 

1902 
Gro ss receipts ........................... $2,046,208 
Operating expenses..................... 1,135,176 

Earnings from operation................ $9u,032 

Passengers carried .... ................... 49,947,467 
Transfers ............................... 15,077,511 

The general balance sheet of the company shows: 

ASSETS 

1901 
$1,900,680 

1,105,267 

$795,413 
46,741 ,660 
14,215,784 

~---1901---~ 
Cost of road and equipment: 

Construction, etc. . .... . 
Equipment, etc. . ....... . 

Real estate and buildings. 
l\Iontreal Park & Island 

Railway Company's stock 
and bonds ...... ... ..... . 

CURRENT ASSETS 

Stores •.................... 
Accounts receivable .....• 
Montreal Park & I sland 

Railway Company ....... . 
Cash in bank and in hand. 
Cash on deposit with city 

of Montreal ............ . 
Cash (fire insurance fund) 
Balance new stock call un-

paid ..................... . 

Capital stock ............. . 
Donds: 

5 % payable March, 1908. 
4½ % payable Aug., 1922. 
4½ % payable Nov., 1922. 

Mortgages .•... ............ 

CURRENT LIABILITIES 

Bank of Montreal loan ...• 
Accounts and wages pay-

able ........... .......... . 
Accrued interest on bonds. 
Accrued tax on earnings .. 
Employees' sec urities ... . 
Unclaimed dividends ..... . 
Unredeemed tickets ..... .. 
Suspense account .. ......• 
Montreal Park & I sland 

l{ailway Company ...... . 
Dividend payable Nov. 1, 

1902 .......... ........... . 

Contingent account ......• 
Fire insurance fund ...... . 
Surplus ................... . 

$3,539,822.91 
3,063,067.58 
1,616,925.37 

1,159,297.40 
$9,379,113.26 

$76,085.61 
57,277.12 

122,501.02 
95,382.58 

25,000.00 
100,000.00 

476,2-16.33 

$9,855,359.59 

LIABILITIES 

190~ 
$6,000,000.00 

292,000.00 
681,333.33 

1,500,000.00 
6,034.51 

$8,479,367.84 

$100,807.78 
33,275.00 

101,747.72 
8,489.60 
1,956.57 

20,400.80 
62,490.23 

150,000.00 
479,167.70 

$183,766.22 
204,221.92 
508,835.91 

896,824.05 

$9,855,359.59 

$3,239,81-1.03 
2,839,764.42 
1,588,739.01 

1,105,485.06 
$8,773,S0~.52 

$76,619.60 
61,789.49 

325,957.98 

25,000.00 

57,193.75 
546,560'.82 

$9,320,363.34 

1901 
$6,000,000. 00 

292,000.00 
681,333.33 

6,034.51 
$6,979,367.8-1 

$1,100,000.00 

103,915.77 
5,150.00 

93,006.21 
7,626.60 
1,956.57 

18,338.23 
63,608.08 

9,267.41 

139,200.00 
1,542,068.87 

$191, 056.42 

607,870.21 
798,926.63 

$9,320,~G.1.34 
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Car Roof Treatment 

BY A MASTER PAINTER 

The failure sufficiently to protect the roof of a street car by the 
proper trea tment of the canvas which covers it, must be attended 
by a va ri ety of disastrous results, whose far-reaching influence is 
not always apparent at first. That the importance of this \York 
is not fully appreciated has fr equently been demonstrated in a 
most deplorable manner, where whole head71inings have been 
seriously injured by the unnecessary introduction of water through 
the canvas, which, if properly treated when fir st applied, could 
have been made absolutely impervious even to d:impness. 

The energy displayed by a small quantity of water in forcing 
itself through a seemingly impenetrable surface is indeed remark
able. E very practical car builder has attempted to trace to its 
source and explain the mysterious appearance of this unwelcome 
visitor, which has n ecessitated the painting of the entire roof, 
and even then without the assurance of any material success. 

Prevention has the advantage of cure in many respects, but in 
no case is the wisdom of precautionary measures more clearly ap
parent than in insuring a long life to the canvas of a car roof, 
whereby its porosity will be absolutely sealed against any moisture 
what ever. The inclination to regard one's ideas as authority is 
preva lent among painters to marked extent, and this has been the 
cause of so many different methods being employed in the details 
of car painting. Much attention has been directed to the subj ect 
of body roofs, and there are a variety of opinions in regard to 
proper m ethods of their treatment. Many of these methods will 
act as a protection when the paint is first applied, but after the 
car has been in service ten or twelve years, many successive coats 
of paint , united into one homogeneous body, are exposed to the 
mercil ess rays of a natural destroyer-the sun; and as thiscovering 
fail s to retain sufficient elasticity to allow for the contraction and 
expansion of the car roof, cracks appear which gradually expand 
as the o il in the paint becomes decomposed. This allows water 
to penetrate to the canvas, which, if not properly treated in the 
beginning, will absorb it with disastrous results. 

As the conditions leading up to the cracking of the paint in 
time are absolutely unavoidable, it is evident that it remains for 
the canvas to furni sh the protective qualities to some extent, and 
unless it is properly applied and filled it will certainly be incap
able of doing so. 

During a long period of experimental activity the writer has 
been rewarded by discovering- accidentally and otherwise-a few 
practical methods of car painting, which include the subject in 
question. In the course of these experiments on this particular 
subj ect many different pastes were compounded with a variety of 
ingredients for the purpose of uniting the canvas to the boarding. 
Among these were white lead and oil-the first material that 
would naturally suggest it self to a painter. While there could be 
no question regarding the protective qualities of lead when used 
for this purpose, still, it was evident, that it had not the adhesive 
properties which are required for this important operation. The 
failure of the lead to join wood and canvas is caused evidently by 
the facility of oil to desert carbonate of lead upon the least provo
cation, and when placed between two absorbent bodies the result 
obviously will be that the intervening space will be occupied by an 
inert substance which has very little adhesive value. Yet, not
withstanding this fact, it is used to a considerable extent, pre
sumably from a desire to let well enough alone- a chronic m ental 
disease that is very prevalent among painters. This may be 
accepted as an explanation for the lack of progress in this depart
ment compared with other branch es of car construction, and may 
also account for using such absurd mixtures for this purpose as 
glue, flour paste, and some others which are soluble in wat er, and 
of which the least said the better. 

One method which I will describe here may possibly be of some 
benefit to those working along similar line s. The compound for 
fixing the canvas to the boards is prepared by uniting fine bolted 
whiting with japan, mixed to the consistency of a thick paste , to 
be applied with a brush. One of the principal points to be com
mended is that time does not seem to extract any of its tenacious 
virtues nor impair its remarkable elasticity. Forming as it do es 
a sort of cement it firmly anchors itself into the pores of the wood, 
and at the same time penetrates into the canvas, formin g 
virtually one body. Again, the nature of the combination and the 
consistency to which it is mixed prevent its oozing through the 
cracks in the boarding of the bonnets. This is a very incon
venient feature of the "lead and oil" method, and the stains thus 
made are diffictilt to erase when the inside · of the bonnets is to 
be fini sh ed in natural color. 

Before applying the canvas the boarding should be thoroughly 
cleaned of all shavings and sawdust , and the canvas cut and fitted , 
as it is o f vital importance that the operation should be performed 

as rapidly as possible. T he paste should be applied to the board
ing as thick as a brush will allow, care being exercised in spread
ing it out evenly and quickly. Then after the canvas has been laid 
on it should be smoothed out and fastened, and allowed to dry 
forty-eight hours before proceeding with the filling. 

The importance of the first coat, or, perhaps, the term "filling" 
would better describe it, cannot be too forcibly emphasized when 
it is r em ember ed that as the canvas that covers an electri~ car is 
daily walked upon by men engaged in oiling and repairing the 
trolley apparatus, an ordinary coat of oil paint, applied directly 
to the canvas, would act only as a superficial foundation for sub
sequent coats, and this foundation being insecurely anchored into 
soft, spongy mat erial, would have a tendency to let go upon the 
sli ghtest contact with the heel of a boot. An abrasion of this 
description would leave a weakness, which ultimately is bound to 
expose the canvas. So, in view of this fact the paint must be 
induced to penetrate deeper into the fabric, and this can be done 
by reducing the oil paint with turpentine in the proportion of one 
quart of turpentine to one gallon of ordinary mixed lead, oil and 
dryer , which, if used freely under the brush, will penetrate through 
the canvas to the paste-cement below, thereby uniting the whole 
into one solid body, sufficient in itself, if called upon later in its 
life, by rea son of accident or undue exposure of the other coats of 
paint, to withstand successfully any water that might reach it. 
This filling, which could be applied with good results forty-eight 
hours after the canvas had been placed, ought to stand and dry 
until the car is ready for the first coat of color, and thus give it 
ample time thoroughly to harden. 

The second coat of paint is in reality the first "anchor coat." 
Penetrating as it does into a vast number of infinitesimal cells, 
formed by the coagulation of the paint and canvas, it gradually 
secures itself permanently into these cells, as the oil in the paint 
becomes oxygenated. This paint should be mixed like the filling, 
with the exception that a pint of turpentine should be added in
stead of a quart . This coat should be allowed to dry until the 
car is finally varnished, when it will be ready for its la st and pro
tective coat, which is prepared with lead, oil and as small an 
amount of drier that will conform with the existing conditions in 
regard to time allowance. It should be thoroughly ''brushed 
out," thereby avoiding the danger of wrinkling, which will result 
if applied in an uneven manner. Where this condition exists, 
however, the failure of the paint to adhere properly to the pre
ceding coat must be expected and regarded as a matter of course. 

A majority of modern street cars have for the ceiling in their 
interiors what is termed three-ply woods, finished natural, which 
is composed of very thin boards pressed together and fastened 
with glue. The grain of the two outside pieces runs parallel with 
each other, while the grain of the inside one is arranged so as to 
be at right angles with that of the other boards. The peculiarity 
of this construction, together with its position, when placed in 
the car exposes it to certain ruin if the protecting point on the 
out side of the top fail s to exclude water. A leak of any extent will 
admit enough water in a short time to impregnate the first layer 
of this head-lining that it meets, which will cause it to swell and 
part from the middle one. This in turn will part from the last, 
which is the most important, being often expensively decorated 
and fini shed, and as the wood becomes saturated with water the 
result will be that a bulge will appear, which will necessitate the 
removal of the section of lining in which the injury appears as it 
is beyond r epairing. This condition is produced without warning, 
as the mi schief is done when the first indication is apparent. 
Even if the bulge is pressed back when thoroughly dried the union 
of the water and wood creates a stain which is absolutely impos
sible to obliterate. 

T oo much stress cannot be laid upon this danger. All other 
acc idents and damages in street car painting can, in a measure, be 
rec tified and put into presentable shape, but the danger of water, 
silently and surreptitiously entering a car through unprotected 
canvas cannot be too fully realized when the chances of numerous 
injuri es are revealed, whose origin might be traced directly to it. 
D ecomposed woo d around joints, interrupted electric connections, 
defac ed int erior and exterior finish are a few that might be men
tioned which are mostly to be feared. Yet these may all be 
avoided if the treatment of the canvas is properly conducted in 
the beginning. 

••• 
Report of the Cape Electric Tramways 

The annual meeting of this company was held in London Nov. 
12. The company owns all the stock of three street railways in 
Cape Town and in Port Elizabeth, South Africa, and its report 
shows a net balance as a result of the last year's operation of 
£81,498. Sixteen per cent in dividends were paid last year on the 
capital stock. 
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Annual Convention of the Electric Storage Battery 
Company 

The annual convention of the Electric Storage Battery Com
pany was held in Philadelphia, on Oct. 13-16, the sessions b eing 
held at the Colonnade Hotel. On Monday, the thirteenth, the 
managers of the sales offices throughout the United States m et at 
the factory and a tour through the works was made. A luncheon 
was served at the fa ctory, aft er which the staff of the Battery 
Company and the visiting managers of the sales department ad
journed to the Colonnade Hotel, and aft er an address of welcome 
by the president , Herb ert Lloyd, papers were r ead by Charl es 
Blizard, manager of the sales departm ent ; Walter G. H enderson, 
secretary and tr easurer , and A. B. Stoughton , g eneral coun sel of 
the company. In the evening a reception was held by the presi
dent at his residence, which was attended by the visiting m embers 
and officers of the company. 

At th e Tu esday session papers were read by engineers of the 
staff. On Tuesday evening a theater party was g iven at the Chest
nut Street Theater. 

On W edncsday papers were read by the different m emb ers of 
the staff. On Wednesday evening a banquet was g iven at th e 
Germantown Cricket Club, Manheim, Philadelphia. 

The banquet hall was almost completely fill ed by one large oval 
tab le, the surface of which was hidden beneath a mass of choicest 
cut flowers and beds of fern s. Three electric signs, reading " The 
E. S. B. Co.," " 1888"-"1902," were placed on th e walls, and a 
menu card having for it s cover a small fac -s imile of the company's 
price list. together with an embossed card bearing the Manh eim 
Cricket Club's des ign and the guest 's name, was at each plate. 
Between the several courses songs were rendered and marvelous 
telegraphic despatches from $iam, Afghanistan, Turkey and the 
Sandwich Islands were received on a special wire. Brief ad
dresses by the president, vice-pres ident, secretary and manager 
of the sales departm ent were made. 

Meetings continued on Thursday until noon, when the con
vention ended. 

These annual conventions of th e st aff of the Electric Storage 
Battery Company are not only most thoroughly enjoyable in 
bringing together the different sales managers and the corps of 
engineers stationed throughout the U nited States, but have been 
found to be most thorou ghly instructive, and it is a fea ture th at is 
looked forward to annually with growing interest, bringing in 
touch, as it does, th e representatives and enabling them to di scuss 
the numerous problem s whi ch are met with in their work in dif
ferent localities. 

No small measure of the successful growth of th e Electri c Stor
age Battery Company can be attributed to th e loyalty and earnes t
ness of the staff of th e company in their several fi elds of work and 
their devotion to the company's interests. 

A grac eful tribute of personal appreciation by his corps was 
made to Charl es Bliza rd. m anager of the sales departm ent, in th e 
presentation to him of a handsom e watch. 

----.♦----

London Railway Problems 

There have been no practical developments in the London rail 
way situation, but many plans have been proposed, some of which 
are receiving serious consideration. It is reported that the 
Parliamentary committee which has been considering the question 
of making provision for the construction of municipal tube railways 
will submit a report to the London County Council, r ecommending 
that the most effective method of dealing with the question would 
be to invite the assistance of the government to provide municipal 
tubes. The report suggest s that the London County Council ap
proach th e president of the Board of Trade and urge the appoint
ment of a commiss ion, which shall be empowered to hold a complete 
inquiry on the subj ect and con sider proposals for the construction 
and secure authorization for such tubes as are deemed necessary 
for the public benefit . T he report al so advi ses the County Council 
to ask the president of the Board of Trade to use his influence to 
obtain the suspension of any London tube bills that may have been 
introduced in Parliament , as the Council considers that the discus
sion of such measures will be detrimental to the interest s of London 
until a full inquiry is held. 

Commenting on the announcement tha_t th e London County 
Council is once more considering seriously the " tube" question, 
and that it will introduce a bill in Parliament on the subject next 
session, the London E lec tri cian says: " The County Council's 
views on the subj ect of the tube railways before Parliament next 
session will doubtless have weight , but it is highly improbable 
that , in vi ew of the number of trading undertakings the Council 
has now on its hands, Parliament would sanction a London 

County Council tube ra il way. We trust , therefore , that the 
London County Council will rather try and assist Parl iament in 
it s deliberat ions as to the relative merit s of t he various schem es 
submitted to it , instead of opposing company undertakin gs indis
criminately, as some of it s m embers advocate." The same journa l 
considers it a sig nificant fac t that th e House of Commons cheered 
when M r. A shton said: " Why should London wait simply be
cause the County Council, some few years hence, m igh t be 
enabled by a different House of Commons, under diffe rent cir
cumstances, to make tube railways?" 

Another plan that has been exploited during the last week pro
vides for fi ve la rge railways hav ing te rminals in London, the Great 
We stern , the Great Eastern, • the London & Southwestern, the 
London, Brighton & South Coast, and the London & Southeastern , 
.jointly constructin g an underground line to link their respect ive 
terminals by a circular route, which might be intersected by cross 
Ul} derground lines and connected with others rad ia ting to the 
suburbs. 

T he plans involve large expenditure, but if they should mature 
they will have a most important influence on the existing proj ects. 
Mean while the Centra l London Rail way, the owner of the exi sting 
underground line, has decided to apply again to P arliament for 
permi ssion to extend the system in the direction of the proposed 
scheme of 1901 , which P arli ament rej ected. I t is understood that 
an announcement is impending in Parliament foreshadowing an 
a rrangement by which the London County Council will get import
ant power s in locating the underground lines. 

P rime Minister Balfour ann ounced in th e House of Commons 
Nov. 11 that the governm ent was considering the appointment of 
a commi ss ion which shall be empowered to hold a complete in
quiry into the subj ect of underground railways. The appointm ent 
of such a commi ssion, according to th e vi ew of the solicitor of 
Messrs. Speyer and Y erkes and chairman of the District R ailway, 
will invo lve the han ging up of Mr. Morgan's and other schemes 
yet un sancti oned fo r two or three years, as a commi ssion is not 
likely to report in less than that time. M eanwhile th e Y erkes and 
Speyer schemes will go ahead. Th e matt er wa s al so di scussed at 
a m eeting of th e London County Council. John Burns declared 
that the tub e system was already obsolete, and that the solution 
of traffi c congesti on lay in electric surface lines connec ted with 
congest ed points by shallow underground tracks. It is declared 
that the present indications point to the eventual establi shm ent 
of central control of all th e lines, which will have an important 
influence in the pending schemes. 

Important Suburban System for St. Louis 

J ames D. H ouseman, general manager of the St. Loui s, St. 
Charles & W estern Railway Company, has obtained a franchise in 
Clayton to build cross-country railroads and to consolidate them 
with the other electric railway lines in St. Louis County. The 
rnads included in the proposed consolidation are the Suburban 
Flori ssant line, 17 miles long ; the St. Louis, St. Charles & Western. 
17 miles : the Midland, 14 miles; the Clayton division of the St. 
Louis Transit Company, 8 miles, and th e new cross-county rail
roads, which are to be about J4 miles long. The W ebster, Kirk
wood and Meramec Highlands divisions of the St. Louis & Subur
ban Railway are n ot included in thi s estimate, although these lines 
may be taken in later. The St. Louis County Railway Company, 
which has a franchis e to build a railroad along the Olive Stree t 
road from the city limits to Creve Coeur Lake, and the St. Louis, 
Kirkwood & Manchester Railway Company, which has a franchis e 
to build a road from Forest P ark to Kirkwood and Manchester , 
along the Manchester road, will also be asked to join the con
solidation. 

J . D. Houseman, who is promoting the consolidati o n, stat es 
that he is representing only himself in th e deal. H e said recently 
that he was not authorized to speak for the Suburban and Transit 
management, but felt justified in thinking that hi s proposition 
would receive favorable consideration. 

Mr. Houseman promised the judges of th e County Court that 
he would organize a company immediately to accept the fra n
chise, and would give the county 2 per cent of its g ross earnings 
fo r ten years . The other roads will not be purchased outright 
but will be leased, and the directo ry of th e new company made up 
of representatives of each company. 

The cross-country roads will be used as feeders. The fi rs t to 
be built will be to F erguson, from the junction of the L ucas & 
Hunt and Natural Bridge roads. T he S t. Louis Coun ty Railway 
tracks now run to that point from Wellston. Th ese tracks have 
already been leased by the St. Louis, St. Charles & ·western , and 
the new branch will r eally be an extension. The rout e will be 
over a private right of way. The next line wi ll be a branch fr om 
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the main line of the St. Louis, St. Charles & Western Railway to 
Kinloch Park. The branch will begin near the Marvin Camp 
Grounds, on the St. Charles rock road. It will be built to intersect 
the Suburban Florissant line at Kinloch. Another branch will be 
built south from the Marvin Camp Grounds to intersec t the Mid
land tracks near the Woodson road. This lin e will be extended 
to connect with the proposed tracks on the Olive Street road. 
Another branch will be built to run to Clayton. If the Suburban
Kirkwood lines cannot be secured and the Transit-Clayton 
division can, the tracks of the latter will be extended from the 
present terminus at the Log Cabin Club on the Clayton road to 
Kirkwood. This would enable one line to go from Kirkwood to 
Flori ssant, or vice versa, through the county seat in an almost 
direct line, and would obviate the necessi ty of going first to St. 
Louis. The Ferguson Avenue division of the Transit Company in. 
St. Louis County wi ll complete the chain. The route runs from 
the Midland tracks west of Delmar Garden to the St. Vincent's 
Asylum for the Insane. This has always been known as a jerk
water branch, but it will be valuable to the n ew company, as it will 
give it a line to th e \ Vorld's Fair grounds. 

----.♦----

The Massachusetts Railroad Commissioners' Hearing of 
the Southboro Petition 

The efficacy of th e informa l method of the Railroad Commis
sioners of Massachusetts of getting at the points in a g iven case 
were shown o nce or twice in the important hearing occasioned 
by opposition from Southboro to locations for the Boston & 'vVor
cester Street Railway, which is to extend from 'vVorces ter to 
Boston. The company was before the board for approva l of a 
location through Southboro, large ly over its private right of way, 
but involving three crossings of town highways. The company 
wants to cross OYCrhead ; the Selectmen (wh o impo se d such con
ditions on a location previously granted by them se lves that the 
railway company would not accept it) thought the railway should 
cross underneath, although the overh ead crossing involved grades 
of about 2½ per cent, and the underneath crossing grades of 
about 6 per cent. vVilliam A. Butler, fo r the railway, had put o n 
several witnesses by whom h e wish ed to show that the sentim ent 
of Southboro people was against an underneath crossing. When 
he asked th em what they considered t he town sentiment to be, 
the board was about to let the questions go on, when C. F. Choate, 
Jr., for the Selectmen, objected st r enuously, on the ground that 
the replies would be merely hearsay evidence. Chairman J ack
son, of the board, then said "that al though such evidence would 
hardly pass under a strict procedure, the board had been accus
tom ed to allow it, with the understand in g that its m embers would 
place no more than the proper value on it. "But," said h e, "th e 
board has never been accustomed to a llow this kind of evidence 
against an objection that was pushed." He went on to say that 
hearings would be interminable if te stimony should be taken as 
strictly in accordance with the rules of legal procedure as in the 
regular courts. Mr. Choate did not push his objection at first, 
but for the later witnesses he again objected, urging that each side 
should bring in representative men to testify, if it was desired to 
show what the public sentiment was. The point was not regarded 
as of enough importance to go into ve ry exhaustively, and the 
line of testimony was dropped. 

Another instance showing how time is saved by the informal 
method was near the opening, when th e railway company's lawyer 
was trying to bring out at length fhe difference in form and ex
pense and safety to the public of the crossings proposed by the 
opposing parties. It would have been a long matter if a llowed 
to continue to the end; but before it had procee ded far Chairman 
Jackson cut it short by announcing that the ques ti on was so 
largely one of an engineering nature that the board would feel 
it n ecessary to have its own expe~t, Mr. Turner, look into th e 
matter and make an independent report, after which the board 
would go out and take a view of the crossings and hear any sug
gestion s which ei ther party might care to make, on the groun d. 
T h e effect of thi s statement thus early is to be judged by the way 
in which it was received by the opposing lawyers. Mr. Butler 
said: " I think the statement of the chairman may shorten this 
hearing to a material extent, and am ve ry glad to h ear that the 
board is to look over the g round for itself." 

Mr. Choate, for the Selectmen, said: " I shall be very glad to 
have the, board take th e action suggested." 

Although Southboro is opposing the Boston & Worcester 
Street Railway in a measure because the line runs north of the 
v1Ilages, which are the town centers of population, the only 
question actually up is as to the safest and best way of crossing 
the three highways mentioned, the so-called Parkerville, Corda
ville and Center Roads. They come under the law requiring the 

Railroad Commission to approve locations of street railways as to 
their safety tor operation. The railway asks the board to grant it 
the entire location in Southboro under the so-called "missing link 
law," allowing the board t o g rant to a railway which has secured 
locat1ons on each side of a town where a location is r efused, a 
location in that town over the h eads of the local authorities. 

A n interesting point in the h earing last week was the statement 
by one of the railway company's agents that the company had 
di scussed th e double-tracking of the line eventually, and the 
transportation of milk, fruit and farm products to the large cities 
at its termini as a part of its business. The agent said that the 
company had planned to carry no heavy freight , but that it ex
pected to carry parcels and p ackages of light m erchandise a nd 
express matter if there was a demand for it. 

•• 
Official Report on Connecticut Roads 

An elect rical engineering expert , who made an inspection of the 
electric ra ilways in Connecticut in company with the Railroad 
Commissioner, by whom he was employed, has made his report to 
the commission. H e says, in part: 

"The railways a s a whole a re in an efficient condition for public 
service as at the time of last inspection, and show a continued 
tendency toward improvement, by the use of more substantia l ma
terials in constructions a nd renewals. 
· "The extension into interurban territory of railways con structed 

originally as a local enterpri se and operated as single track with 
turnouts, with heavy cars run at high speeds, ha s produced a con
dition which must soon, if it does not now, require these lines to 
be o perat ed by a simple, effic ient and visibl e signal, located at each 
turnout, and not li able to be eas ily deranged. 

"I have observed also during the in spection, that with one ex
ception , the ra ilways have a very crud e method of notifying their 
motormen and conductors o f the running of two or more cars on 
the same t ime. T hi s. in formation should be conveyed to the motor
men and conductor s, waiting on turnouts, by a conspicuous signal 
carried by each ca r, except the r ea r one, the r ea r car not carrying 
a signal would indica te that it was the last car running on the 
same time." 

Ground Broken for Brooklyn Tunnel 

Ground was broken Nov. 8 for t he extension of the rapid transit 
tunnel sys t em from the City Hall in Manhattan t o Flatbush 
Avenue in Brooklyn. T he ceremony marked the beginning of 
actual work, and by the tim e night fell consi derable excavating 
had been accompli shed. In front of the Ch esebrough Building, 
17 State Street, the first ope ning for the new tunnel was made by 
Calvin W. H endrick , enginee r of sewers for the Rapid Transit 
Commission. Immediately afterward Francis D. Fisher, engineer 
for the Degon-McLean Construction Company, which holds the 
sub-contract for the first section of the extension, set laborers at 
work. The first work that confronts the sub-contractors will be 
th e removal and reconstruction of several trunk sewers under 
State Street. T hi s will take three months. In the m eantim e work 
will be continued south from the City Hall, and preparations will 
be made fo r boring und er the East River and for the construction 
of the tunnel fro m th e Flatbush Avenue terminal to the water 
front . 

•• 
Poor's Manual for :l902 

Poor's Manual of Railroad s for 1902 has }ust been published, 
and, as usual, gives a large amount of ve y interesting data in 
regard to railway enterpri ses. A n important feature of this 
manual is the tabulation of statistics of various years, which, in 
most cases, are car ri ed back to 1889, and in some instances still 
farther. An analys is of the passenger earnings for the entire 
country, fo r instance, shows a minimum in average r ece ipts per 
passenger, per passenger p er mile, per passenger train mile, and 
per mile of road, extending from 1894 to 1898, and an increase 
in all items si nce that date. The same table also shows the sig
nificant fact that the ave rage distance travelled per passenger has 
almost constant ly increased since 1895, being a t its maximum, in 
the thirteen years under consideration, in 1901. To what extent 
consolida tions have affected this figure it is impossible to state, 
as the method of calculating the number of passengers carried 1s 
not given, but the competition of electric roads must also have 
exercised an influence on increasing this average. The grand 
average earnings per mile of road for 1901 are given as $8,270 
gross and $2,668 net, the average interest paid on bonded debt as 
4.24 per cent, and average dividend on total share capital 2.62 per 
cent. 
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Cincinnati Suburban Lines Consolidated 

Foll owing closely the a nnouncement that a traffic agreement had 
been entered into between the Cincinn~ti Traction Company-the 
\Videner-Elkins syndicate-and the Pomeroy-Mandelbaum syndi
cate comes the announcement of the consolidation of the Interurban 
Rapid Railway, Suburban Railway, the Cincinn ati & Eastern Rail
way, all of which are building suburban lin es to extend from Cin
cinnati, and the Int erurban Terminal Company, now build
ing a terminal station a t Cincinnati t o provide the three 
roads with ample terminal facilities within th e city. The 
consolidation was effected a t a m eetin g of the stock
J10lcl ers of the several companies, h eld Nov. 3. Th e 
consolidat ed company, kn own as the Interurban Railway 
& T erminal Company, is capitalized at $2,500,000. There is on thi s 
basis a reserve in stock of about $700,000, which is to be taken up 
by shareholder s, as the money is needed to complete the various 
roads and the interurban depot. Thus far each share of stock issued 
to the shareholder s represents it s face value expended in building 
the properties. It is fo und that th e Cincinnati & Eastern will cost 
fully $150,000 more than was a t fir st anticipated. The reason of 
this is that a double track has been laid to Coney I sland and the 
rolling stock increase from six to eighteen car s. 

The agreement of con solidation provides fo r a $2,500,000 bond 
issue of 1500 $1,000 denomination and 2000 of $500 denomination. 
Bonds to the value of outstanding bonds, with additional bonds 
covering accrued interest , are to be issued to bondholders in the 
companies. Bonds in the sum of $205,200 arc set aside to acquire 
terminal facilities in Cincinnati, and $150,000 in bonds are to cover 
all expenses of the consolidation, including coun sel fee s. The sum 
of $250,000 in bonds is to be reserved t o the treasury of the new 
company, to be used for ex ten sions and improvements. Additional 
bonds are authorized to pay for construction work. 

For every share of stock held by the stockholders in the va rious 
int erurban companies they are to receive an equal amount o f the 
new consolidated shares. The capitaliz:ition of the old companies 
was: Rapid Railway, $700,000; Suburban, $600,000; Cincinnat i & 
Eastern , $500,000; Terminal Company, $150,000, making a total of 
$1,950,000. There has been thus far expended on the new SycamorE' 
Interurban depot $55,000. This amount was taken up by the stock
holder s, who are more or less interested in all the properties affected 
by the deal. 

The combin ed mileage of t hese interurban lines is 96 miles, being 
as follows: Cincinnati & Eastern, which will be in operation in a 
few days, 28 miles, between Cincinnat i and New Richmond, Ohio; 
Suburban. which will not be ready unt il n ext February, to Bethel 
and Batavia, 32 mil es; Rapid Transi t , about completed to Mason, a 
distance of 22 miles, and will be completed through to Lebanon by 
next March, a di sfance of 36 mil es from this city. The terminal 
depot is expected to be ready by J an. r. 

The offi cer s of the Interurban Railway & Terminal Company are: 
G. R. Scrugham, president; Lee H. Brooks, fir st vice-president ; 
Ellis G. Kinkead, secreta ry, vice-president and general counsel ; 
John M. Kennedy, treasurer; \Villiam E. Hutton, secretary. The 
above also, together with the fo llowin g: Charles H. Davis, Guy 
W. Mallon and George H. \Northington , compose t he board of 
directors. 

• • • 
Heavy Damages Claimed from Yonkers Railway 

Eight action s for damages, aggrega tin g $90,000, have been com
menc ed again st the Yonkers Railroad Company, in behalf of per
so ns who claim to have been se ri ously injured in the accident 
caused by the collision between a troll ey car and automobi le at 
Yonker s. Oct. 26. Papers in seven more suit s are being prepared, 
it is said , and th e t otal amount of damages claimed in the fifteen 
ac ti ons will aggregate fr50,ooo. The chauffeur in charge of the 
automobile has already been cmwicted of reckless clri vi ng. and has 
been sen tenced to six month s' impri so nm ent. The respo nsibilit y 
fo r the di saster was fixed at the time of thi s co nvi ction, but an 
appea l has been take n, an d the present movement again st the 
railway _co mpany, it is believed, is for the purpose of shiftin g the 
blame upon th e corporatio n. The claim is made that th e ca rs were 
operat ed at a dan gerou s rate of speed, and that th e track wa s 
defective a t the point where the accident occurred. 

----♦----It is a nn oun ced that settlement has been made, out of court . 
of the suit brought again st the U nion and Co n so lidated Traction 
Companies by Sutro Brothers, bankers, of New York, to set aside 
the m ort gage covering an issue of $6,750,000 in b onds by the 
U nion Traction Co mpa ny for securin g possession of the Co n
solidated Traction C:ompany, The tt:flll§ of tht.: ~ettkment are 
11ot made public, 

Large Brass and Motor Bearing Works 

The Brady Brass Company, of Jersey City, has been known for 
a long time in the steam railroad field , where the company has 
achieved a high reputation as a manufacturer of jonrnal bearings , 
and in fact bearings for machinery of every description. Some 
time ago th e company decided, in view of the extensive develop
ment of electric railway work, to establi sh an electrical department 
for the manufacture or armature bearings, axle bearings and trol
ley wheel s. The success achieved by the company in thi s depart
ment has been so great that it is thought so m e particulars of the 
works would be of interest. 

They are located o n Ten th Street, in Jersey City. The ground 
floor of the buildir.g is devo ted to the mouldin g and casting of 
the metal and the cleaning a nd finishing department , while the 
second floor is given up to the offices of th e co mpany, storage 
rooms, laboratory and an auxi liary machine sh op. The works are 
laid out so that th e progress of the metal through the shops in th e 
process of manufacture from the raw material to the finished 
bearing is continuous. Passing in by the main entrance, the 
visitor fir st sees the large storage rooms devoted to the copper, 
tin , zinc, aluminum and other mat erials used in th e works. Di
rectly to the left are three furnac es, two for Babbitt metal, with 
a capacity of 10,000 lb s. a day, and one for battery zincs, with a 
capacity of 800 zincs a day. The engine and boiler room occupy 
the center of the works. Directly adjoinin g them are twelve brass 
furnaces, having a total capacity of 20,000 lbs. a day. A ll of these 
furnaces, it should be stated, were especially constructed for th e 
works under the personal supervision of President Daniel l\I. 
Brady, who has had many years experience in thi s class of work, 
and who is generally admitted to be one of the leading experts in 
b rass and bronze business in the country. A pneumatic hoi st 
carries the molt en m etal from th e furnaces to the casting room, 
where the metal is cast into the different shapes required. Ad
joining the casting room, which is also equipped with the pn eu
m~tic_ hoist , are the machine tools fo r finishing the bearings, the 
ch 1pp111 g hamm ers for cuttin g the oil grooves, etc. This portion 
of the plant is especially complete, as perfect work in thi s depart 
ment is recognized as a necessity for obtaining good result s in 
sen·ice. The boring machines used are capable of boring journal 
bearings for 2½ in. to a 5½-in. journal. 

T he Brady Brass Company was the originator of the well
known ' 'Cyprus bronze" fo r ra il way journal bearings. This 
material is a scientifically prepared alloy of copper. tin and lead, 
treated by a special process whi le in the furn ace, which renders it 
perfectly fluid in the molten state, and gives it a remarkably fin e
grai ned frac ture. This material has a number of feat ures which 
especially adapt it for the manufacture of bearings, such as a 
strength in compression equal to 50,000 lbs. per square inch under 
a compression of IO per cent ; a coeffi cient of friction of 0.5, as 
co mpared with som e of the best bearing metals taken as 1.00, and 
no tendency to crystallize. I t is no t claimed that Cyprus bronze 
is a self-lubricating metal or that it is frictio nl ess. but that it r e
quires less o il than ordinary bronzes and that it practically elimi
nates the question of hot boxes. This metal has been used on 
railroads for truck journal bearings for many years, and according 
to Mr. Brady is now being employed on 20,000 street railway cars 
throughout the world . 

Cyprus bron ze has also been fou nd extremely valuable fo r trolley 
wheels. and a r ecent visit to the works showed a large number of 
these wheels r eady for sh ipment to many part s of the count ry. 
T he standard wh eel has a d iameter of 4 in s., and a weight of 
2r_/2 lb s. 

For armature bearings the company recommends cast-iro n sh ell 
babbitted bearings and · so lid bronze for main m otor axle bear
ings. acco rdin g to the preferences of the consumers. The fo rm er 
bearings are made of a fin e quality of grey iron. lin ed with the 
genuine babbitt m etal. and in all sizes t o fit the differen t tvpes of 
standard electri c m otors on the market. The bron ze used ·for the 
main motor ax le bearings is of a special composition. which the 
company has fo und. after many years' tri als. to be wel l adapted for 
thi s particular purpose, an d these also are fini shed in all sizes. 

I t will be impossible in this article to take up all the different 
branches of th e work of thi s company, which include the manu 
fac ture of other types of bronze. such as pho sphor and mangan ese 
bro nze, brass. babbitt metals. so ld er. battery zin cs, etc. A refer
ence will be made. h o\\'ever, to th e shippin a faci li ties of the com
pany, which co uld hardly be excelled. Sit~ated as it is in J ersey 
City, it is at the terminus of all of th e trunk lines which enter that 
city, and in this way material can be forwarded easi ly to e\'ery part 
of the wo rld . 

•• 
T he postal officials of Washington are con siderin g a plan to 

equip a)I of the cars of the Washin gton Traction {x. l;lectric Com
pany with letter-boxes. 
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Topics of the Week Report of the Manhattan Railway Company 

T he annual meeting of the stockholders of the Manhattan 
E levated Railway Company, of N ew York, was held on \Vednes
day, N ov. 12. In the absence of President Gould, Vice-President 
Skitt read th e following report : 

"The statement of operations for past year, showing an in
crease of over 29,000,000 in the number of passengers carried and 
a decrease in the operating ratio. is an encouraging indication that 
the result s which were predicted when the stockholders decided 
t o equip the syst em with electricity will be more than realized, 
particularly as only one-half of the line had been under full opera
tion since Sept. 15 last , and that the high cost of fu el has 
materially increased expense s. 

''Since the last annual m eetin g substantial prog ress has been 
made with the new equipm ent. Th e Second Avenue and Third 
Avenue lines have been compl eted, with 608 cars in operation. 
T he Six th Avenue and Eighth Annue lines, on which eighty 
cars are now runnin g , should be fini sh ed not later than April I . 

1903. 
'"The electric apparatus, m ethod of generating and transmittin g 

power , and the equipment of cars , has proved highly satisfactory, 
h aving m et our expectations and generally exceeding them. 

" Among other improvement s the new extensions and station 
in Bronx Park, the stati ons and elevators at 110th Street, new 
yards and shop facilitie s are being pushed as fast as material can 
be secured, and another year should see their completion." 

The directors were re-elected. 
The report for the year ended Sept. 30, which was presented at 

the m eeting. shows: 
1902 

Gross receipts .. . .......... ... ....... . $11,067,746 
Operating ex penses. . ... . . . . . . . . . . . . . 5,545,395 

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

Gross income .. . . ...... .. ....... . ... . 
Interest and taxes .. . ......... . .. .. . . . 

Net earnings ... . ............... .. . . . . 
Dividends (4 per cent) ........... ... . 

Surplus ....... .. ... . ............•... 
Previous surplus .. .................. . 

Total surplus . .. .. . ................. . . 
Operating per cent (exclusive all tax) .. 
Operating per cent (inclusive all tax) .. 
l'a ssengers carried . ... . . .. . ... ... ... . 

•• 

$5,522,351 
515,800 

$6,038,151 
2,712,089 

$3,326,062 
1,920,000 

$1,400,062 
4,966,356 

$6,372,418 
50.IO 
58.25 

223,427,283 

1901 
$9,620,564 

5,328,649 

$4,291,915 
835,308 

$5,127,223 
2,683,132 

$2,444,091 
1,920,000 

524,091 
4,442,265 

$4,966,356 
55.38 
64-46 

194,152,316 

Funeral of the Late Prof. S. H. Short 

The funeral of the late Professor Short was held in N ew York, 
on N ov. 11. Services were conducted in the afternoon at tlle 
Church of the M essiah by the Rev. Minot J. Savage, th e pastor, 
after which the remains were taken to Woodlawn Cemetery, and 
deposited in the receiving vault. The pall-bearers were Judge 
William B. Saunders and Howard H. Burgess, of Cleveland; 
Benjamin Graham, H. McL. Harding, Ralph W. Pope , T. C. 
Martin and James H . McGraw, of New York. 

•• 
Special Franchise Tax Arguments 

The Appellate Division of the Supreme Court has decided to 
hear arguments, on Dec. 2, in the special franchise tax litigation 
growing out of the appeals by New York city corporations from 
the decision of Referee Robert Earl declaring the law to be work
abl e and enforceable. The arguments will take two or three 
days, it is believed, and a decision is not expected inside of sev
eral m onth s. 

Th e United Railways & E lectric Company, of Baltimore, is 
puttin g into service some of the new double-truck winter cars. 
O ne hundred and ten were o rdered. They are of about the same 
size as the large cars used on some of the lines during the summer. 
T he seats, h owever , a re longitudinal. The ventilators· are similar 
to th ose used on steam railroad coaches and arranged so as to 
prevent draft. The cars have electric bells , with a button in each 
post . by which passengers can give a signal to stop. 

Nearl y 1,500,000 more far es were collected by the St. Louis 
Transit Company in October, 1902, than in October, 1901, show
ing the city's increased activity. The T ansit Company's monthly 
report puts the total earnings of October, 1902, at $6o4,4ci3, as 
against $551,510 for October, 1901 , a gain of $71 ,893. 

l\fan chester 's municipal el ectric cars, as well as those of Liver
pool, are al so likely to enter into competition with general goods 
carriers, and plans are at present under con sideration for running 
express cars on the railways during the night to the towns with 
which the Manchester and Liverpool systems are respectively 
linked. 

R ecogniti on for faithful services in the form of pecuniary re
ward is promised th e employees of the New London Street Rail
way Company, which has already di stributed among its employees 
a share of the profits on last year' s business. A gift of $10 is made 
to each old employee, and of $5 to each new one. The policy of 
the company is highly appreciated by th e employees, and it is 
expected to promote cordial relations and secure higher efficiency 
throughout th e system . 

It is said that as a result of the controversy between Yerkes and 
Morgan for control of the underground roads of London the gov
ernm ent will now appoint an expert commission to look into the 
matter, which will be treat ed as a whole by adopting a general 
scheme to which whoever undertakes the ent erprise will be bound 
down by Parliament. Mr. Yerkes, if the published interviews 
with him are to be believed, welcomes the establishing of some 
public body to control the general ' 'tube'' syst em, but objects to 
intrusting that duty to the London County Council. 

An unusual traffic arrangement has bee n perfected between the 
Erie Railway (steam) and the Dayton, Springfield & Urbana 
Railway (electric). The main line of the Eri e passes through 
Durbin, several miles from Springfield, Ohio. The steam road is 
planning to build a spur line into the city, but until it is completed 
the steam company will operate a special car into the city over the 
electric railway. A new car is being built for the purpose. It 
will be a regular steam passenger coach, so far as size and ac
commodations are concerned, but it will be equipped as an electric 
car. It will connect with all Erie trains. 

The di scussion of the 3-cent fare proposition at Cleveland has 
called forth an expression of opinion by ·W. D. Mahon, president 
of the Amalgamated A ssociation of Street Railway Employees of 
Ameri ca, which may have some ·interest for other communities 
when the same topic is under consideration. President Mahon 
spoke on the attitude of his organization, saying: "Three-cent 
fare is a political question. We oppose it as a business policy. 
\Ve don't want 3-cent fare. Figures from New York State show 
that that State carries more passengers than any other State in 
the Uni on, and it also shows that the average cost of carrying 
passengers is over 3y; cent s a passenger: We want wages and 
co nditions that we would not get if we had 3-cent fare." 

In the STREET R AILWAY JOURNAL for March 22, 1902, attention 
was call ed to the relatively large amount of new construction 
work planned in Maine by new companies and companies then 
operating lines , and such information as was at hand at that time 
wa s given concerning these new projects. According to the 
offic ial r eturns of the Railroad Commissioners of the State, just 
made public, plans are now under way for the construction of over 
200 miles of new lin e during 1903, the most important system 
planned bein g those to connect Augusta and Rockland, Augusta 
and Waterville, and York, Oxford and Cumberland Counties. 
Figures have been compiled relative to the business of the 
eight een electri c railways now in operation in the State. In the 
las t five years the mileage has increased from 143 to 347. The 
reports of all the road s show that a total of 25,48o,ooo passengers 
were carried during the year ending June 30, 1902. The gross 
earnings for that time were $1,449,043, an increase of $678,000 in 
five years. The net earnings were $413,849, or about 4 per cent on 
the cost of construction. 

The extreme to which labor leaders carry their high-handed 
practices is shown in the causeless and senseless attack by the 
presidents of trade unions and labor councils of New Or
leans on Mayor Capdevielle of that city, who by his fair
ness of action and fearlessness of purpose has proved 
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himself to be a man of exceptional fitness for t h e position which 
he occupies. The attack on the Mayor was provoked because he 
refused to countenance wi ld and foolis h schemes ranging from the 
confiscating of the property of the New Orleans Railway Com
pany to using $6,000,000 of the water and sewerage funds of the 
city to purchase the property of the company as a means of settling 
th e strike. As the New Orleans Picayune fittingly says: "The 
Mayor act ed the part of a public benefactor, and for this has th e 
most shamefu l abuse been heaped on him. This, however, is 
the fate of all benefactors. Th ey are sure to suffer at the hand s 
of those they seek to benefit. The Divine l\1-aster of all of them 
suffered the worst." 

An interesting question was settled in the police court at St. 
Louis recently when an irate citi zen was charged with disorderly 

·conduct by the conductor of a street car, who had failed to stop 
bis car for a passenger who wanted to alight until the latter re
taliated by ringing up cash fares. The passenger who was desirou s 
of alighting at Cass Avenue and Jefferson Avenue, according to 
his testimony on the witness stand, pressed the button to notify 
the conductor to stop the car at that point , but althou gh the con
ductor heard the bell he fai led to have the car stopped. Becoming 
angered at the treatment accorded him the passenger then pulled 
the register of the car, thinking, he claimed, that he was pulling 
the bell cord. In doing so he rang up several fare s, which so 
angered the cond uctor that he summoned the police officer , who 
arrested the passenger. The police justice, in di smi ssing the suit , 
said: ''I think you were justifiable in ringing the regi ster cord , 
or any other citizen would have been under the circumstances. 
The testimony of various passengers on the car that you fir st 
pushed the button for the conductor to stop, and that your request 
was ignored by him, causes me to believe that you were in th e 
right in the difficulty. You are discharged." 

•• 
Proposed Electric Railway for Melbourne 

The Australian government is considering a plan proposed by the 
engineer-in-chief for railways in Australia for the con struction in 
Melbourne of a system of electric roads to take the place of the 
present cable and horse system. The existing lines consist of about 
44 miles of cable and 4 mi les of horse railways, and have been in 
cperation now for nearly fift een years. Under the scheme pro
posed there will be 50 miles of line when the substitution of electric 
traction is completed, and extensions of the system will be made 
from time to time. On account of its comparative cheapn ess it is 
recommended that the railway department adopt the overhead 
trolley system. The cost, including all equipments and substantial 
construction of track, is estimated at between £7,000 for the light
est traffic lines to £12,000 for the more heavy and important lines 
per mile of single line. In preparing his scheme of electric tram
ways, Mr. Rennick, the engineer, has had due regard to the effect 
they would have on the suburban lines of railways in Melbourne, 
and his conclusion is that the best method of working an electric 
suburban system would be to operate them in conjunction with the 
suburban railways, which, to keep up with the progress of the 
times, must be converted from steam to electric traction in the 
near future. He, therefore, recommends that any road to be con 
structed from this time on shall be dealt with as part of a general 
electric suburban railway and tramway scheme. 

••• 
Brooklyn Tunnel Awards 

It is announced that the Rapid Transit Construction Company, 
successful bidder for the Brooklyn extension of the city's subway 
system, has awarded sub-contracts for two sections of the ex
tension. 

The first section, ext ending down Broadway, Manhattan, from 
A nn Stree t to the center of Bridge Street, will be built by the 
Degnan-McLean Contracting Company, of New York, which is 
the hold er of sub-contract s for three sections of the Manhattan
Bronx subway. 

The third section of th e Brooklyn extension has been turned 
over to Cranford & McNam ee , Brooklyn contractors. The limits 
of the section are as follow s : From a point near Clinton Street, 
Brooklyn, along J oral em on Street, Fulton Street and Flat bush 
Avenue to the intersecti on of Flatbush Avenue and Atlantic 
Avenue. At the last -named crossing is to be the terminal of the 
extension. 

These two awards of sub-contracts leave only Section 3 of the 
extension to be given out. This is the river section, and it is said 
that bids for it will be opened and the award made next week. 

New York to Philadelphia by Trolley Accomplished 

The opening of the T renton & New Brunswi ck Ra ilroad, placed 
in operation Nov. 9, makes po ssibl e a trip from N ew Y ork to 
Philadelphia by tro lley. Bound Brook is :ceached from N ew York 
via Newark, Elizabeth , Plainfield and Dunell en, and th ence from 
Bound Brook to N ew Brunswick via the Middl esex & Somerse t 
Traction Company's line, to Milltown, to Interstate Fair Ground s, 
Trenton, via Trent on & N ew Brunswick Railroad ; to State and 
Clinton Stree ts, Trenton, to Broad and Stanton Street s, via Tren
ton Street Railway; Stanton Street, Trenton, to Burling ton , via 
Camden & Trenton R ailway ; ferry to Bristol ; Philadelphia, Bri s
tol & Trent on Railway to Red Lion Inn, thence over the Philadel
phia Rapid Transit lines to the center of Philadelphia. 

Bascule Bridge Again Saves a Car 

Th e effi cacy of the bascul e type of bridge for preventing terribl e 
drawbridge di sasters was again demonstrated in Chicago the 
morning of Oct. 30, when a train on the M etropolitan West Side 
El evated Railway attempt ed to cro ss the river with the draw open , 
with result s that caused a shaking up of the passengers. But for 
the in surmountabl e obstacle offered by the bascule of the bridge 
th e train mu st have gon e into the river. The bridge is of the 
Scherze r rolling lift type. This is the second tim·e this bridge 
has saved a train from going into the river. 

•• 
An Extensive Interurban System for Texas 

F ort Worth is to be the center of a great electric interurban 
5ystem, to be built by the Northern Texas Traction Company, the 
lines to extend to Dallas, Cleburne, Weatherford and Denton, 
making a total mil eage of over 125 miles. It is said that the com
pany has already decided on building from Fort Worth to Weath
erford, 3r miles; D enton, 35 miles, and Cleburne, 28 miles. The 
preliminaries incident to construction, it is learned, are to be 
taken up at once . The total expenditure for the construction and 
equipment of these lines is estimated at about $3,000,000. 

••• 
COMMUNICATION 

Tractive Effort and Draw-Bar Pull 

Nov. 12, 1902. 
E DITORS STREET RAILWAY JOURNAL: 

W e are sel ecting the equipment for a new road, and in the 
proposals received from the manufacturing companies and in the 
specifications of the engineers frequent reference is· made to the 
" tractive effort" and " draw-bar pull," but there seems to be a 
confusion of these terms. Will you kindly explain their meaning 
and the distinction that should be made in their use? 

MANAGER. 

Bri efly , tractive effort is the pull exerted at the rim of the 
driving wheel s, whereas, the draw-bar pull is the pull which a 
locomotive is capable of exerting at its draw-bar. A locomotive 
can exert a tractive effort under favorable conditions of 22.5 per 
cent of it s weight without slipping the wheels. The draw-bar pull 
Yaries with the grade. The steeper the grade the greater will be 
the tractive effort r equired to move the locomotive itself, and. 
consequently, the less will be the draw-bar pull. The draw-bar 
pull required to move a given train is figured as being equal to 
the train resistance per ton multiplied by the weight of the train 
in tons. There are many conditions to be taken into consid era
tion in determining special cases. For instance, the full load 
running draw-bar pull is based on the one-hour horse-power 
rating of the motors, whereas the starting or maximum draw-bar 
pull is the pull the locomotive can exert at the draw-bar momen
tarily or for short intervals, and is generally limited by the 
slipping point of th e wheels. The maximum starting draw-bar 
oull on a level track bears a fixed relation to the weight of the 
locomotive, and is estimated at one-fifth of the weight . The rela
tion of the full-load draw-bar pull on a level to the total wei ght of 
a locomotive varies from about one-sixth in the largest class of 
locomotives to one-eighth in the smaller sizes. This variation is 
explained by the fact that it is not practicable to constru ct the 
smaller classes of the minimum weight nece ssary. 

It will, therefore, be readily understood that in o rdinary street 
railway practice wh er e single cars are used the tractive effort is an 
important factor, and that on elevated railways and in suburban 
and interurban service where trains are run or electric locomotives 
employed, the draw-bar pull must al so be considered. 
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Street Railway Patents 

UNITED STATES PATEKTS l SSUED NOV. 4, 1902 

[This department i~ conducted by W. A. Rosenbaum, patent 
atto rn ey, R oom No. 1203-7 Nassau-Beekman Building, New York.] 

712,539. Troll ey; N. Hubling er , Berberton, O h io. App. filed 
July 3, 1902. The wheel is mounted on a vertical axis so that it 
wi ll yiel d wh en passing curves. 

712,654. Brake Beam and Attachment ; G. B. F. Cooper, 
Detroit. l\Ii ch. App. filed April 24, 1902. A segmental I -brake 
beam combined with a fulcrum, which is co mpri sed of two parts, 
each having interl ocking m emb ers adapted to be swaged over the 
beam. 

712,768. Beam for Car Trucks and Cars; S. A. Cron e, New 
York, N. Y . App. fil ed May 16, 1902. Con sists of an I -beam 
having a section thereof, intermediat e it s ends, slit on lines para llel 
with the flange s, the web comprising this slitted portio n bein g 
bent downward, both fl anges alo ng said portion bein g bent up
ward and late ra lly fro m each other. 

712,779. Street Railway Switch; \V. R. Dunham, Jr. , Provi
dence, R. I. App. fil ed June 30, 1902. A rod connects the switch 
tongue to a slidin g frame located in a box by the side of the track, 
sa id sliding frame being engaged by a crank having an operating 
slo t in it s end, in which the swi tch bar is inserted to move the 
switch tongue. 

PATENT NO. 713,015 

712,845. Electric Switch Actuator; J. Y . P o rter , D et ro it , Mich. 
App. filed A ug. 14, 1901. The ton g ue of the switch is shift ed by a 
current of elec tri city, which passes through a coil arranged as a 
so lenoid, the core of which reciprocates under the influence of the 
current and is con n ected to m echani sm which alternately pushes 
and p ull s the linkage whi ch is conn ected with a to ngue, and which 
actuates the t o ngue. 

712,981. Supporting D evice for E lectric Moto rs; B. R. Van 
Kirk, Philadelphia , P a. App. filed July 18, 1902. Th e combinat io n 
o f two m otors and a supportin g shaft for each , with a link con
necting th e fr am es of th e motors and extending from a point o n 
one m otor above its shaft to a point on the oth er below it s shaft , 
whereby the t endency of one motor to ro tate as a whole around 
it s shaft is m ade to oppose the similar t end ency of the seco nd 
motor. 

712,994. Method of Operating E lectric Brakes; F. E. Case, 
Sch enectady, N. Y. App. filed June 30, 1897. E lectrically actuated 
brake-shoes provided w ith means wh er eby any on e can be released 
wh en ever the speed of rotation of its axle is sub stantiall y less than 
that of another axle. 

713,015. Su rface Co ntact Structure; W . B. Potter , Sch enectady. 
N. Y. A pp. fil ed Oct. II, 1897. The contact butto n can be li ft ed 
out of it s so lid support and easily r epl aced, th e re b ein g a conduct 
in g sock et into whi ch th e lower end fit s. 

ENGINEERING SOCIETY 

THE ENGINEERS' CLUB OF PH I LADELPHIA- T he 
twenty-fifth anniversary of the E n gineers' Club of Philadelphi a 
wi ll b e celebrated by a banquet at the Union League, o n the 
evening of Saturday, D ec. 6, a t 6:30 o'clock. A business meeting of 
the club wi ll be held on Saturday, Nov. 15. At this m eeting John 
E. Codman wi ll present a paper entitled "Phil t1dr]phia High, 
Prrssurt Fi re S('rvice," 

PERSONAL MENTION 

MR. H EN R Y A. EVERE'IT and his family arc now 111 New 
York, where they w ill remain fo r about a month. 

MR. JOH N H. SWINERTON, form erly pres ident and man
ager of the Staten I sland El ectri c Railway Company. o f Staten 
I sland, N. Y ., has sa iled for Europe fo r a prolonged vi sit. 

MR. C. S. POWELL, m anager of the Cleveland office of the 
\Ves tin gh ouse Company, wh o very r ecently r eturned from 
E urope, wher e h e had b een in the intere sts of. hi s company, will 
sail aga in for E n g land early n ext month. 

MR. R. K. HO\VA RD, formerly superintendent of the Knox
vi lle Tractio n Company, of K noxvi ll e, T enn .. has been appoi nted 
general superintendent of the Dayton, Springfield & Urbana Rail 
way, with headquarters at Springfield , Ohio. 

MR. C. BROOKE JOH NSON, form erly v ice-president of the 
Norfolk R ailway & Light Company , will t ak e charge of so m e con
struction work for the Railways & Light Company, of Americ a, 
which is controll ed by the Middendorf-Williams syndicate, whose 
offices a r e in Richmond, Va. 

MR. E. E. STODDARD, r epr esenting Charles C. Moore & 
Co., en gineers of San Franci sco, is making an Eastern business 
trip. Mr. Sto ddard' s firm has installed some of the largest and 
mo st important electric ra il way power stations on the Pacific 
Coast, and r epr esents a numb er o f prominent eastern manufac
turers of steam appliances. 

MR. JI LSON J. COLEMAN has resigned as president of the 
N cw J ersey & Pennsylvani a T ractio n Company, of Trento11. N. J. , 
a nd Mr. J. A Barry, who has been con nected with th e J ohnson 
interes t s for so m e time, has b een elected to succeed Mr. Coleman. 

MR. E. H . BEACHAM, of New York, recently connected with 
Messrs. S anderson & Porter, in the construction of the new street 
railway a nd electric lighting pl ant fo r the Peekskill Lighting & 
Railroad Co mpany, has accepted an engineering po sition with the 
the L evering & Garrigues Company, of New Y ork, engineers and 
contractors for bridges, buildings and general structural iron 
work. M r . Beacham secured hi s early training in the shops of the 
Thomson- Houston Compan y, at Lynn , and for the last twelve 
years has been engaged in construction work in both the street 
railway and electri c li ghting fi elds. 

MR. W. H . STOCKS, who h as been master m echanic of the 
Chicago, R ock I sland & Pacific Railroad for several years, has 
resign ed fr o m that company to accept an appointment as repre
sentative of th e Gold Car H eating & Lighting Co mpany. o f New 
York. Chicago and Lo ndo n. Mr. Stocks has been associated with 
the m ec hanical departments of the M inneapolis & St. Louis R ail
way, Great Northern Railway and Chicago, Rock I sland & Pacific 
Railway fo r twenty-five yea rs, during which time h e has held the 
position of fo r eman, general foreman and master m echanic of the 
roads m entio ned. 

MR. FRANK J. SPRAGUE, who h as been enjoying a trip 
abroad, has been " interviewed" by the London r epo rters and made 
t o say some very funny thin gs about th e transportation situation 
in the E ngli sh capital. The conclusion which he has reached, from 
a study of the problem , is probably co rrectly r eport ed, for in that 
h e says that th e ge ner al ad option of electricity by English rail
ways is co min g much m o re quickly than mo st people reali ze. This 
will introduce a n ew condition of life, and o ne which will make 
fo r th e h ealth and happi ness of th e milli o ns who earn their living 
in the big citi es of the United Kingdom. 

MR. ALB I ON E. LANG, fo r many yea rs at the h ead of the 
stree t railway and lighting interests of T oledo, has r etired from 
business. and hi s positio n of president of th e Toledo Railways & 
Light Company will be fill ed by Mr. H enry A. Ever ett, of Cleve
land, who was elected to th e office at a r ecent m eeti1~g of stock
ho lde rs. l\I r. Lan g ha s been h ead of th e tracti o n inter sts of 
Toledo s inc e 1881. He effect ed the consolidation of several lines 
in 1885. and in 1888 b ecame president of the consolidated system. 
Mr. Lan g wi ll take an ext ended European trip. M r. Everett will 
assu me charge at o nce, but as h e will re ta in hi s h eadquarters in 
Cleveland, th e acti ve m anagem ent will fall on Mr. L. E. Beilstein, 
vice-president and general manager of th e company. Mr. Lang 
does not retire from the receivership of th e Lake Shore Electric 
Rail way Company. since it is prQ\?il,b)v thil,t the receivership will 
be ttrmin;i,tec~ ip th ~ p~~r future, 
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• 
LEGAL DEPARTMENT 

CONDUCTED BY WILBUR LARREMORE O F THE N E W YORK BAR 

Liability for Negligence Under Modern Conditions 

A bout a year ago there was a discussion by some of the news
papers upon the question of the proper tes t of liability for negli 
gence of common carri ers of passe ngers un de r mod ern conditiom. 
O ne of the leading N ew York papers t oo k th e following ground , 
and its views elicited a certain amount of approval els ewhere : 

It is within the history o f the Jaw to say th a t n e w rulin gs, and possibly 
new statutes, are demanded to m ee t the co nditi on s which r esult from the 
creation and operation of new public convenie nce s. The public de m ands r ap id 
transit, and what is satis factorily r a pid to-day may be de emed into le r ab ly 
tedious a few year.s hence. P opulation n a tu ra lly becomes m or e and mo re 
dense along lines of trave l, a nci t o m eet the public r equ ir e m ent we must have 
rapid transit on the surface as well a s un derground a nd in t he a ir. A code 
of Jaws which imposes heavy pena lti es upon corpora tions for d oing what 
they must do to meet the public need s, a s well a s the y can be expected t o do 
1t, is more favorable to the class of lawyers popula rly kno wn as "ambulance 
chasers" than to anyone else; and the time would not seem t o be fa r distant 
when the imposs ibility of ope rating railroads witho ut casualties in the way in 
which the public wants the m oper a ted will necessit ate a m ate r ial change in 
the legal point of view as to the prope r limitat ions of li ability fo r d a m ages 
which result largely from the neglect on the part of the public to t a ke reaso n• 
able and proper precaution s f or it s own safety. \Vh a t was substantia l j us tice 
as between individuals and corpor ations whe n the m aximum speed of s t reet 
vehicles was such that it t ook a n hour to go from the Cit y Hall t o Fi ft y
Ninth Street becomes injustice when it is nec essary to cover thi s di st a nce in 
half that time. 

Such views are not unexpected on the part of o ne vi ewing the 
situation only casually. 

Undoubtedly, the average man in the stress to " g et there" will 
avail himself of any appliance whi ch is offered with a plausibl e 
assurance of safety. On th e o th er hand there is th e constar.t 
t emptation on the part of inv entors and carri ers t o utili ze more 
expedi tious and conv eni ent appliances for " g etting him there," 
although at th e risk of accid ent . The passenger cannot and sh ould 
not be h eld r esponsible fo r an inve stigation o f the method s of 
transportation; the carrier who as sumes t o rut appliances and 
m ethods into operation very obviously sh ould be held so re
sponsible. The questi ons c, f negligence and contributory n egh
gence are always, in a measure , dependent upon th e fa cts and 
circum stances of a particular case. The trial court and the 
appellate court of first instance are charged with the duty of r evis
ing verdicts upon the ground of excessive damages. The writer 
deems the prese nt gen eral condition of the law of negligence not 
only just as between carrier and pa ssenger , but, in.deed, indi s
pensable for the protect ion of the individual and the public. If 
the demand fo r the b est fa ciliti es for "hustling·· were accorded 
preponderating weight in determining whether carri er s had or 
had not been negli gent , their obligation to ex ercise due care 
would soon be very subst antiall) abrogated. 

The courts very naturally observe a conservative policy in 
dealing with accident s that happ en through the operation of new 
conditions or the empl oyment of new appliances. Two recent 
cases in the New York Supreme Court by the contrast in their 
result s are ill ustrative of the judicial attitude. In Whitaker vs. 
S. I. M. R. Co., before th e Appellate Divi sion of the Supreme 
Court , Second Division. in May, 1902 (72 App. Div., 468) , it 
a pp eared that the plaintiff wa s riding in an open trolley car, her 
little son being on a seat just in front of her. She had notifi ed 
the conductor, and expect ed the car to stop at a certain point , and 
just before the car reach ed there sh e arose, and placed h er arm 
around the child , as sh e said, to better protect him from falling 
out when the car stopp ed. The car did not stop, and in g oing 
around a curve just beyond pla in tiff was thrown out and in jured. 
It was held that the ques tion of contributory n egli gence should 
have been left to the jury. T he Court said in part : 

It ce~tainly was n ot ne glige nce, a s ma tte r of law. for th e m other , about to 
leave the car, to sta nd up for th at purpose, a nd to hold he r in fa nt ch ild. The 
learned trial justice stated th at the court ha s t o t a ke judicia l n oti ce o f the 
fact that it is not easier t o hold a child sta nding up in a r ap idly m ov ing car 
than sitting down firmly on the seat . It m a y be assumed tha t the qu est ion 
wi th the plaintiff at the t im e was n ot on e o f ease, but o ne o f safety. The 
case, as has been seen, presente d othe r f ea tures bes ides the fac t that she was 
standing, and which tended to m a ke the (]Uest ion of ter ca r e a nd prude nce, 
under the circumstances, pec uli a rl y one fo r th e con s idera ti on a nd de te rmin a-

!'\0TE.-Cnmm 11 11ica ti on s r elating tn thi s cle pa rtrricn~ shonl<l lir <1r!d r e~s~q (o 
JV[r, 1,nr r,mnrc , ~~ /\'\S5ill' Strl"r\, Ni;w York Cit:,,. · 

tion of prac ti ca l men. She had some reason to expec t th at th e car wou ld 
stop at its cu~toma r y stopping place, a nd no good reason appears wh y it did 
not. In prepari n g to alight, it was na tura l t hat she should fo ll ow wha t she 
says was her best judgment with a v ie w to t he protect ion of her chi ld from 
possi ble injury; and, whatever co nclusion as to h er conduc t a ju r y may 
reach, it is certainly beyond th e scope o f judicial v ision t o see negligen ce in 
th e instinctive promptings of m ate rnal solicitude. 

In Merrill. vs. Metropolitan S t. R y. Co., dec ided by the A p
pellat e Divisiu n of the New Y ork Supr em e Co urt , F irst D ep art 
m ent , in Jun e, 1902 (73 App. Div., 401 ), it was h eld that th e m ere 
fac t that wh ile a street car is roundin g a curve a passenger is 
in jured by rea~on of another passenger being th ro wn upon her 
is insufficie nt , in the absence of excess ive speed o r of the applica
tio n of more power th an n ecessary to round th e curve, t o justify 
a recovery agai nst the company fur th e injuri es thus r eceived. 

It was furth er held that wh ere the complaint in an ac tion 
agai nst a street railroad company fo r in juri es to a pa sse nge r, 
cause d by an other passenger b eing thrown upon her whil e the car 
was roundin g a cu r ve, co ntain ed no all egation s that th e roadbed 
was out of order or improperly con struct ed. o r that the car was 
not a prope r one or no t p ro perly equipp ed, and there was no 
evidence that th e co ndu cto r did not warn th e pass engers of the 
approach of th e curve, th e r efusal to admit tes timony of peculiar 
m otions of the car in going around the curve at other times was 
not er ror. 

It was also dec ided that in an acti on again st a stree t railroad 
com pany for injuri es to a p assen ger caused by another p assenger 
being th rown upon h er whi le the car was rounding a curve, 
wh erein th ere was no eviden ce that the conduct or did not notify 
th e passenge rs of the approach to th e cun-e, th ere was no error 
in excl uding evidence that it was customary to give such notice. 

The Court furth erm ore took the po siti on that in an action 
aga in st a street railroad company, fo r injuri es to a passenger 
caused by anoth er passenger , who was ab out t o enter the car. 
bein g th ro wn upon h er whil e the car was rounding a curve, the 
fact th at t he passenger who was so th ro wn upon plaintiff was 
talking to th e conductor just befo re the accident was immaterial. 

The decision in th e las t nam ed case was by a bare maj ority of 
th e Court , two of the judg es dissenting. This decision , th erefore. 
in co nn ect ion with th e one previ ously cited. illustrates the con
serva tive t enden cy of the courts in administering th e rules of 
liability of a co mmon carri er. It is a matter o f common 
kno wledge that th e street trolley railroad compani es are sub
j ected to embarrassment through the inability to round curves at 
a no rmal or low rat e of speed. The two judicial deci sions cited 
would seem t o admini st er the law with a suffi cient compreh en
sion o f the physical s ituatio n involved. The position that th e 
commo n carri er is bound t o provide safe appliances fo r transit 
and t o be watchful in th eir o peratio n is not abrogated ; a t th e sam e 
time th e rul e of liability is no t extended beyond th e fa ir bounds of 
com mon sense and justice. 

•• 
LIABILITY FOR NEGLIGENCE 

A LA BAl\ IA.-Street Rai lroads-Inj ury to P assenge r- Safe 
L andi ng Place- Duty to , P rovide-Damages-Hospital Fees
P leading-Complaint-H armless E rror-Evidence. 

r. The r efu sal of the court to strike out immater ial and irrelevant 
aver rnen ts in the compl aint does not con stitute rever sible error , un 
less it affirm ati Yely appears that such r efu sa l was prej udicial. 

2. In an action against a stree t railway company fo r injuries re
ce ived by a passenger on alighting from a ca r, a complaint a ll egin g 
the fa ilure o f the defendant to provide a sa fe pl ace for alight ing is 
not demurrabl e in not averring what constitutes a safe place, nor 
in giv ing a minute description of the pl ace where the stop was 
made and of the alleged injuri es. 

3. A pl ea a ttempting to set up contributory negligence by alleg
ing t hat " \\"hen the car stopped , the lights fr om the car shone for 
ro ft. or 12 ft. on eith er side of fo e track, and that pl ain tiff could 
have seen the a ll eged lumber and debri s before he stepped thereon, 
by th e exerci se o f ordinary and reasonable care on h is part," was 
defective in not a ll eging that the pl ain tiff fa iled to exerci~e ordinary 
and reasonable ca re or that he saw th e lumber. 

4. A pl ea assuming that it was the du ty of a pa ssenger to inquire 
of a street railway company or its agent as to whether the place of 
stopping is a r easonably safe place fo r h im to alight was proper ly. 
o\·c rru lcd . 

S· Plaintiff became a passenger on defendant' s street railway on 
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a dark night, and on alight~ng from th e car at hi5 destination 
tripped on t aki ng his fir st step over a pile of lumb er left at the 
place by the defendant the day previous whil e reparing a bridge. 
H eld, that the defendant was liable in faili ng to provide a reason
ably safe place fo r th e landing of its passengers. 

6. H ospital fees for the expense of a nurse and a ward in the 
hospital are proper elements of dam age in a personal injury 
action. 

7. A deposit ion taken by one of two commissioners to whom 
the co mmission was jointly issued is invalid in the absence of a 
waiver of the presence of the other commissioner. 

8. Eviden ce of the jurors as to th e manner of arriving at the 
verdi ct is not admissible on a motion or a n ew tnal.- (Mont
gomery St. Ry. vs . M ason, 32 Southern Rep., 26r.) 

A L A BAMA.-VVat er s and Water Courses-Overflowing Lake 
- Outl ets-Unprecedented Rainfall-Burden of Proof. 

I. In an action fo r injuries alleged as the result of an overflow 
from a lake controlled by defendant, and not h aviilg a proper 
outlet provided, it was not error to refuse to in struct that if the 
water cam e fro m the lake, because of an unprecedented rainfall , 
defendant was n ot liable ; there being evidence that ii the outlets 
h ad been m ai ntained in proper condition the injury would not 
have occurred. 

2. The burden was on plaintiff t o show that the lake was con
t ro lled by defendant.- (Birmingham R y. & E lectric Co. vs. 
Dorse, 32 Southern R ep. , 493.) 

CA LIFORNIA-P assenger on Street Railroad- Action fo r In 
i uries-In struction-N ew Tria l- Review- Conflicting Evidence. 
· r. Where, in an act ion by a passenger against a street railroad 
company for personal injuri es alleged to be due to defendant's neg
ligence, it was conceded that plaintiff was n ot at fault, and there 
was substantial evidence, though conflicting, to show that the in
_i ury was incurred through the negligence of a motorman, an 
in struction that, under the case and proofs, no prest1mption of negli
gence arose against defendant from the mere fact that an accident 
had occurred, violated the con stitu tional provision forbidding a 
charge "with respect to matters of fact." 

2. \1/here the action of the trial court in granting a new trial is 
base d on a substantial conflict in the evidence, it will not be di s
turbed.-(Sullivan vs. Market St. Ry. Co. (S. F. 2154.) 69 Pacific 
Rep. 143.) 

CONN E CTICUT.- N egligence-Pleading-Demurrer. 
I. Parts less than the whole of a complaint stating but a 

single cause of action, though in several paragraphs, are rarely, 
if ever, demurrabl e on the ground of insufficiency, in the proper 
sense of th e word, as di stinguished from immateriality or irrele
vancy. 

2 . Where plaintiff predicates the ac tionable n eglig ence on 
whi ch h e reli es on a course of conduct in the pro gress of which 
are several acts, all cl osely connected together, and leading up 
to and culminating in the accident, the allegation as to each act, 
th at it was improp erly and negligently done, do es n ot make each 
ac t a separate cause of action, which must be sufficient in itself. 

3. A llegation in a complaint, as to acts otherwi se not wro ng
ful , that they were done negligently, is not a conclusion of law. 
but a prop er statem ent of fa ct.- (Hill vs. Fairhaven & W. R. 
Co., 52 Atlantic Rep. , 725.) 

DELA WARE.- Street Railroad- Cross ing Accident- N egligence 
- Speed qf Car- Failure to Give S ignals-Rights to Street-Con
tributory N egligence-Damages-Burden of Proof. 

r. Plaintiff in a street car cro ss ing acciden t case has the burden 
of showing defendant' s negligence by a preponderance of the 
t-Y i, :ence. 

2. A street car company has a right superior to other travelers 
lo the use of the por t ion of the street included within it s track. 

3. A street car company must operate its cars at a reasonable rate 
of speed, and slow up, and s top , if necessary, when danger is 
imminent, and may, by the exerci se of ordin ary care, be seen or 
known in time to prevent an accident. 

4- A street car, on approaching a crossing, must give proper 
warning. 

5- The degree of care required in operating a street car in order 
to prevent accidents to persons on the street s increases with the 
in crease of danger. 

6. A person approaching a street car crossing with which he is 
fa miliar is bound to avail himself of hi s knowledge of the locality 
to prevent an accident to himself ; an d if he attempts to cross 
the track when his view is not obstructed, an d fails to look for an 
approaching car, he is guilty of negligence. 

7- A per son injured in a street rai lroad cross ing accident through 
the negligence of the company is entitled to damages which will 
compensate him for his injuries, including loss of time and wages, 
past and futur e suffering, and loss of ea rning power resuiting from 
any permanent injury.- (Adams vs . Wilmington & N. Electric Ry. 
Co., 52 Atlantic Rep. 264.) 

DELA WARE.-Street Railroads-Crossing Accident-Negli
gence-Speed of Car-Failure to Give Signals-Rights to Street 
- Contributory Negligence-Imputed Negligence-Negligence 
of Driver-B urden of Proof. 

r. Plaintiff in a street car crossing accident case has the bur
den of showing defendant's neg li gence. 

2. A street car co mpany has a sup erior right to the use of the 
porti on of the street included within its track. 

3. A street car company must operat e its cars at a r easonable 
rate of speed, and slow up and stop, if necessary, when dange r 
is imminent. 

4. A stree t car on approaching a crossing must give proper 
warning. 

5. The degree of care required in operating a street car, in 
order to prevent accidents to persons on the streets, incr eases 
with the danger. 

6. A person approaching a s treet car crossin g with which he 
1s fam iliar is negligent if he attempts to cross, when his view is 
not obstructed, and fails to look for an approaching car. 

7- The negligence of the driver of a vehicle in colliding with 
a str eet car can not be imputed to a perso.1 riding in the vehicle 
by invitation of the driver , and having no control over the latter. 

8. A g ratuitous passenger riding in the vehicle of another 
must use due care to avo id being injured by a colli sion with a 
street car, even though not chargeable with the driver 's negli
gence.-(Farley et al. vs. Wilmin g ton & N. E lectric Ry. Co. 
(No. 28.) Farley vs. Same. 52 Atlantic Rep. , ·543.) 

GEORG IA.-Con tract-Consideration-Com promise. 
r. Where a di sputed claim, depending upon a legal question, is 

settled and adjusted by th e parties, and a contract bttween them 
is accordingly m ade, whereby one promises to pay to the other 
a sum of money, the promisor is bound thereby, though such 
question be really free from doubt , and, properly resolved, would 
h ave absolved him from all liability. 

2 . There was no error in admitting evidence.-(City Electric Ry. 
Co. vs. Floyd County, 42 S. E. R ep., 45. ) 

ILLINOIS.-Street Railways-Injury to Passengers-Evidence 
- Sufficiency-Appeal- Question s Reviewable. 

r. Where, in an action by a passenger against a street railway 
company for injuries, it appeared that the car was so crowded that 
he had to stand in the ai sle, and hold onto one of the straps, and 
that the car stopped suddenly, throwing a number of passengers 
against him with great force, causing the injuries, the declaration 
was sufficiently supported to make the question one of fact for the 
jury, and hence not reviewable after affirmance by the appellate 
court . 

. 2 . The question whether the case made by such evidence should 
1ft submitted to the jury was sufficiently doubtful as to justify an 
appeal by defendant without incurring the statutory penalty for 
delay. 

3. The question whether the damages awarded are excessive is one 
of fact, and not reviewable by the supreme court after affirmance 
by the appellate court.-(Chicago City Ry. Co. vs. Morse, 64 N. E. 
Rep. 304.) 

INDIANA.-Street Railway Conductor-Turning Car on Turn
table-Overexertion-Assumption of Risk. 

A street railway conductor was required, as part of his duty, to 
ass ist the motorman in turning the car on a turntable at the end of 
the lin e. The turntable got out of repair, so that the turning was 
hindered by the rails scraping against the sides of the turntable pit. 
The conductor was aware of this condition the day before the acci
dent , and on the day in question had assisted in turning the car 
three times, but had been assisted in so doing by passengers. In 
attempting to turn the car with only the motorman's assistance, he 
overexerted and strained himself. Held, that he was under no 
obligation to do thi s, and, in so doing, assumed the risk.-(Roberts 
vs . Indianapolis St. Ry. Co., 64 N. E. Rep. 217.) 

I NDIANA.-Master and Servant-Personal Injuries-New Em
ployment- Hazard Pleading. 

A complaint alleged that plaintiff was employed by defendant to 
work in its barn and care for its mules, and for no other service, 
:-i nd that without cautioning him defendant directed him to assist 
in moving some iron frogs : that the work was dangerous, as de
fendant knew, to one un ski lled; a1;1d that plaintiff was ignorant of 
1he danger, and without his fault or negligence, while attempting 
to assist in such work, he "was pulled over ," his hand caught, etc. 
Held, that it did not appear that the work was nazardous, and, as 
no facts showing danger were alleged, or anything showing that the 
work was negligently done, no cause of action was stated.-(Citi
zrns' St. Ry. Co. vs. Brown. 64 N. E. Rep. 98.) 

I ND I ANA.- Street Railways - Negligence - Complaint-Li
cense-Withdrawal-Evidence. 

r. In an action against a street railway company, a complaint 
alleging that it was the custom of defendant to permit boys to 
board the cars to sell papers when signaled to by a passenger; 
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that plaintiff, a newsboy of 12 years, was signaled to by a passen
ger who wished a paper, and stepped on the car, but before plain
tiff reached the passenger the car started, and when going at great 
speed the conductor ordered plaintiff off, and approached him 
with such threatening language as to frighten him, and cause him 
to fall off, receiving severe injury-'states a cause of action. 

2. Where it has been the custom of a street car company to 
permit newsboys to board its cars to sc11 papers to passengers, it 
is not negligence to revoke such license, and order such boys off 
the cars when standing still, or moving so slowly that they can 
get off with safety.-(Indianapolis St. Ry. Co. vs. Hockett , 64 
N. E. Rep., 633.) 

INDIANA.-Action Against Street Railroad- Complaint- Suf
ficiency on Appeal-Negligence- General V erdict and All swcrs 
to Interrogatories. 

1. A complaint questioned for the first time on appeal will be 
held sufficient if it states facts sufficient to bar another action. 

2. A general verdict for plaintiff in an actio n against a stree t 
railway company for injury received by walking into ,a rope 
stretched across the street by defendant while repairing a broken 
feed wire is not overcome by answers of the jury to interroga
tories, though one of them is that the method used by defendant 
in fixing its broken wire was reasonably prudent, others being 
that the method was such as to have probably caused the injury 
to careful persons, that it could have better given warning of the 
rope by a guard and danger signal, that the light from th e head
light of a car was not sufficient to reveal the presence of tli e rope 
to every one, and that plaintiff did not see it and could not have 
seen it by the exercise of ordinary care. 

3. An instruction that when a person is about to cross a street 
he is required to exercise ordinary and reasonable care to ob
serve any obstructions or danger in the street, and to look out for 
passing vehicles or such permanent obstructions as would ordi
narily be expected therein, but not to anticipate and guard against 
obstructions which are unusual and not ordinarily to be ob served 
in the exercise of reasonable and ordinary care in passing along 
or crossing a street, does not relieve a traveler from obse rving 
anything but vehicles and permanent obstructions. 

4. An instruction that in estimating plaintiff's damages the jury 
may consider the nature and extent of lier injuries, whether they 
were temporary or permanent, also any physical or mental pain 
or suffering, and, from a11 the facts shown by the evidence, may 
give her such damages as will fully compensate her for the in
juries she has sustained, not exceeding the amount claimed, fairly 
informs the jury as to the facts they may consider.-(Indianapolis 
St. Ry. Co. vs. Walton, 64 N. E. Rep. , 630.) ' 

LOUISIANA.-Street Railroads-Injury to Person on Track. 
1. Where urchins have been stealing rides by hanging on to th e 

rear end of a gravel train on the street of a city, the employee in 
charge of th e train, who has in vain tried to make them desist by 
warnings and threats, is entirely justified in catching hold of one 
of them and lecturing him. 

2. If the employee's lecture has be en temperat e, and he has not 
rough-used the boy, but has m erely held him, and no longer than 
was necessary for the purpose of the lecture, he or his employer 
is not responsible if the boy (a child eight years , lacking three 
months, old), on being turned loose, run s blindly in a direction 
converging with that of a coming car, and co11ides with the car 
and is injured.-(Palmisano et ux. vs. New Orleans City R. Co., 
32 Southern Rep. , 364.) 

MARYLAND.- Street Railways-Negligence-Persons N ear 
Track-Evidence. 

1. Where plaintiff was employed in filling in a trench in a street . 
the side of the trench next to a street car track being about 3 
ft. from the track, and he was injured by being struck by the body 
of the conductor of a street car, the conductor· being on th e side 
footboard of a car and en gaged in co1lecting fares, there was no 
negligence on th e part of the street railway.- (United Railway & 
El ectric Company of Baltimore City vs. Fletcher, 52 Atlantic 
Rep., 608.) 

MICHIGAN.-Stree t Sprinkling- Compensation. 
No intention to curtail the fr ee use of water for public purposes, 

including street sprinklin g, as allowed by Pub. Acts 1853, p. 182, 
which, by section 8, provides for the water board erecting jets 
and fire hydrants, is indicated by Act No. 359, 3 Loe. Laws 1873, 
p. 123, which m erely requires the water board to provide fir e 
hydrants when required by the council or fire commissioners.
(Board of Water Commissioners of City of Detroit vs. Detroit 
Citizens' St. Ry. Co. , 91 N . W . Rep., 171.) 

MICHIGAN.- Street Railways- Collision with Traveler- Neg
ligence of Motorman. 

While plaintiff was driving along the street her buggy was 
struck by a car coming ttp from behind. One witness testified 
that , when she turned toward the track to avoid a buggy stand-

ing by the side of the road, the ca r was about 250 ft. away. P lain 
tiff o ffered to sh ow that the car could be stopped withi n 100 ft. 
Ano th er wi tn ess, o n cross-examination, stated that she was struck 
almos t instantly after turni ng in, and a third that she was pretty 
we ll past the o th er buggy when s truck. H eld , that the questio n 
whether plaintiff was in position to have been seen by the motor
man• a suffic ient time to have enabled him t o stop the car shoul d 
have been left t o the jury.-(Boettcher vs. D etro it Citizens' St. 
Ry. Co., 91 N. W . Rep., 125.) 

NEW JERS EY.- Street R ailroads-Injury to Passengers-In
o.tructions. 

I. In the case of a plain tiff two years and nine months old, who 
was thrown down by the starting of a street car, whi ch she had 
boarded, before she had time t o be seat ed, and while she was, for 
the moment, out of the reach of h er attendant, wh o was also 
boardin g th e car , it is no t erro r fo r the court t o refuse to charge 
the jury " that the starti ng of a ca r before a passenger is seat ed is 
not neglig ence." 

2. \ Vhen the t ri al judge has stat ed to the jury in concrete term s 
the legal principles appl icable to the case, it is not error fo r him 
to refu se to charge th e abstract principles.-( H erbich vs. North 
J ersey St. Ry. Co., 52 Atlantic R ep., 357. ) 

NEW J E RS EY.- St reet Railroad- Injury to Passenger-Evi
dence-R es Ipsa Loqu itur. 

I. A m ere fa ll fro m a street car, without any ev ide nce to show 
how th e fall was occasioned, ra ises no presumpti on of negligence 
on the part of th e operato rs of the car. 

2 . The doctrine of res ipsa loquitur is applicabl e only wh en the 
thing sh own speaks of the negli gen ce of th e defendant , no t m er ely 
of th e happenin g of the accident.-(P aynter vs. Bridgeton & M. 
Traction Co., 52 Atlant ic R ep. , 367.) 

NEW J E RSEY.-S trect R ailways-Passengers-P ersonal In
j uries-Contributo ry Negl igence-P roximat e Cause. 

r. Plaintiff, while ridin g on defendant' s street car, signaled the 
conductor t o stop the car, and th e speed decreased, and plaintiff 
got o n the runnin g board at th e side of the car , when the con
ducto r signaled to go ah ead and the speed was in creased. Plain
tiff turn ed to aga in signal th e conductor , and, leaning outward, 
hi s head struck a wagon overt ak en by th e car. H eld , that a 
non-suit was proper , as pla intiff was guilty of contributory negli
gence. 

2. The accident was not th e natural result of th e conductor's 
negligence, and defendant was not liable.-(Flynn vs. Consoli 
dated Tracti on Co. , 52 Atlanti c R ep. , 369.) 

N E W J E RSEY.- Bill of P a rti cul ars-Right to Demand. 
In an action by an attorney to r ecover for professional services, 

where defendants denied th e employment and rendition of se rv
ices, and pl eaded limitat ion s, th ey were entitl ed to particulars 
specifyin g: ( 1) Wheth er th e agreem ent was verbal or in wri t
ing, and, if in writin g, a copy t hereof, and, if oral, the term s and 
nam es of th e persons claimed to hav e acted as agents of th e de
fendants: ( 2) an itemized statement of th e services rendered: (3) 
the nam e or names of the person or persons at whose in stance 
the services were rendt red, and a copy of the request fo r such 
services if in writin g, and, if o ral. the term s thereof, together with 
the time and place of m akin g the same.- (D empsey vs. Ber gen 
County Traction Co. et al.. 77 N . Y. Supp. , 456.) 

NEW JERSEY.- Street Railroads-Injury to Prospective 
P assen ger-Contributory Negli gence. 

1. Decease d and her sister went to defendant street railway 
company's track. in fr ont of their residence to take a ca r. D e
ceased return ed for a wrap. and h er sister signal ed an appro ach 
ing car to stop. As deceased returned. the sister ca11ed to her 
not to cross ahead of th e car. which was but 1½ car length s away. 
It was night, and th e car wa s brightly lighted and making con
siderable noi se. D eceased attempted to cro ss ahead of th e car . 
tripped over th e fir st rail , fell. and was run over. H eld, guilty of 
contributory negligence as a matter of law.-(Gilliland vs. M id
dlesex & S. Traction Co., 52 Atlantic Rep., 693.) 

N E W YORK- Street Railroads-Injury to P erson on T rack 
- In structions-Un expected Peril. 

vVh ere. in an action against a street railroad company for the 
killin g of a person cross ing its track, th e co urt in st ructed t hat. 
if deceased " were suddenly placed in a situati on of unexpected 
peril, th e jury were at liberty to say that he need n ot have exer
cised th e same nice di scrimination as if h e were not in such 
peril," though defendant was entitl ed to an in struction , if it had 
asked it. that th e motorman w:as not ca11ed upon any more than 
deceased to exercise the same discrimin ation as th ough no dan
ger had un expectedly arisen, an in struction that , if th e jury 
found that both deceased and th e m otorman were in the same 
po sition of unexpected peril, they must fin d for defendant. wa~ 
nronerly refused.- (Hock vs. N ew Y ork & Q. C. Ry. Co. 77 
N. Y. Supp. , 200. ) 



STREET RAILWAY JOURNAL. [VoL. XX. No. 20. 

NEW YORK-Trial-Election of Ground of Recovery-Acts 
Constituting Elect ion-Operatiou and Effect. 

In an action for injuries in cot'f~equence of the wh eel of plain
tiff's wagon having slipp ed into the slot between the tracks of a 
cabl e railroad, the plaintiff was asked by defendant , at the close 
of plaintiff's case. except as t o fo rmal proof of a certain measure
ment , to state whether h e calimed to r ecover on the gro und of 
defendant' s negligence, or it s m aint aining a nui sa nce. Hi s coun
se l stated th at a r ecovery was sc,ught on th e ground of negli 
gence, whereupon several motio n s were made by defendant, o n e 
being for di smi ssal for fai lure t o prove negligence. An adjourn 
ment was taken, and o n the adj ourn ed day, afte r some formal 
proof h ad been taken, defendant r enewed it s m otion s. H eld, that 
it was th en too la te fo r plaintiff to shift hi s ground, and recove r 
on the g round of maintai•1in g a nui sa nce.-(Bowsky vs. l\I et ro
po li tan St. Ry. Co., 74 N. Y. Supp. , 863.) 

NE\V YORK- Attorneys-Authority-S tipulation s Respect ing 
Depositions-Street Rai lways-Injury to Passenger-Contributory 
Negligence-Evidence-Sufficiency. 

r. An attorney fo r the defendant in an action against a street 
railway company fo r personal injuries had a uthority to stipulate 
that pl aintiff' s deposition should be taken in advance of the trial, 
and that, in the event of hi s death before trial. it should be read on 
the tri al of another act ion brought aga im,t the defe ndant by hi s 
personal representatives. 

2. In an action again st a str eet railway company for the wrongful 
death of a passenger , decedent's deposition tended to establi sh that 
he signified his intention to get off : that the conductor rang the 
bell, and the motorman thereupon stopped the car: and that it was 
suddenly start ed while he was get ting off, causing hi s injury. Two 
disinterested witnesses corroborated hi s testimony. SeYeral wit
nesses for defendan t testi fi ed that the car had not stopped. Others 
te~tifi ed that decedent , immediately after he was injured, stated 
that he at tempted to get off while the car was in motion, in order 
to get a train, and that it was not the fault of defendant"s ser vants. 
H eld, that a verdict for decedent' s admini stratri x would not be 
tfoturbcd- (Ludeman vs. Third Ave. R . Co., 76 N. Y ., Supp. 128.) 

NE\N YORK.-Street Railways-Colli sion-Contributory Negli 
gence-Negligence. 

r. One is not n egligent in a ttempting to drive across a street rail
way track at a street crossing when an approoching car is 75 ft. di s
tant. 

2 . T he motorman of a street ca r has the duty of approaching 
a crossing with the car under control- the more so where hi s 
view of the crossing is obstructed by another car: and he cannot 
give such obst ruction as an excuse for hi s rapid approach.
( Schoener vs. Metropolitan St. Ry. Co. , 76 N. Y., Supp. 157.) 

NE\N YORK- Mi sconduct of Coun sel- Improper A rgument
Ground fo r Reversal- Cure of Error- Exceptions-Necessity. 

I. Conduct of plaintiff' s coun sel in an action against a street rail
,vay company fo r per sonal in j uries, in per sistently in sisting that the 
conductor had taken the names of numerous passengers who were 
not produced as witnesses, and whose names the company refu sed 
to di sclose to him on application , and in denoun cing the company 
as a corporat ion , and in asse rting that the tri al was conducted on 
defendant's part at an unnecessary personal expen se to the members 
o f the jury as taxpayers, was r ever sible error, where there was 
no evidence whatever that the conductor or any on :: else took the 
name of a single passenger not produced by the company as a 
witne ss on the trial. 

2. The mi sconduct of plaintiff' s counsel wa s not cured by an in 
struction, given at plaintiff 's instance, that "in case either coun se l. 
in summing up , stated fact s that were not proven upon the tri al. 
or in case either coun sel gave a recollec tion of the facts which 
di sagree with th e r ecollection of the j ury, the jury may di sregard 
these statements, and take their own recollection of the fact s." 

3. No exception is necessary to justify the r ever sal of an order 
den ying a new trial. if in furtherance o f jmtice.-( Stewart vs. 
Metropolitan St. Ry. Co., 76 N. Y ., Supp. 540.) 

NEW YORK.- Street Car Companies- P ersons Cro5sing Tracks 
- Liability for Electric Shocks- Negligence-Question for Jury. 

A person wh o, while crossing a st re et car track, stepped o n a rail 
and received an electric shock, was entitl ed to recover for hi s 
resulting injuries, in the absence of any explanation from the com
pany, where it was clearly establi shed that the shock would have 
been i1_11po ssible if the track was in good order, and, iurther, that 
close to the place where he was walking wa s a joint where two rails 
met, which , if not properly welded, would permit a shock, and there 
\\:as some evidence that the rail s at the time were not laid so as t o 
allow in the usual manner for expansion and contraction, and that 
such manner of laying mils WiJrS ~al~ulatec! to re?ult in imperfect 
joints, - ' 

2. Where a person crossing a s treet car track stepped on a rail 
and received an electric shock, and his evidence at the trial made a 
rrima fac ie case in hi s favor, testimony by an employee of the 
company, whose duty it ' was to keep the tracks in order, that they 
were in order at the time and place of the accident, did not show 
the company to be free from negligence, as matter of law.-(Braham 
, s. Nassau E lectric R . Co., 76 N. Y., Supp. 578.) 

NEW YORK.-Appeal from Non-Suit- Presumptions-State
ments of Witness-Recollection-Street Rai lroads-Injury to Pas
scnger-N egligence-Contributory Negligence. 

r. On an appeal from a judgment of non-suit the plaintiff is en
titled to the most favorable inferences deducible from the evidence 
and all di sputed fact s are to be treated as fo und in her favor. ' 

2 . When a witness, a trolley car conductor, on being asked if he 
did not go to one who had been injured by fa lling from his car, and 
say that the accident was due to hi s fault, and that he should 
have stopped the car, testified that he did not remember making 
such statements, and co uld not swea r whether he so stated or not 
the jury was justified in concluding that, if he could not deny mak~ 
ing them, he might have made them, and therefore they might 
be true. 

3- Plaintiff was injured by falling from defendant' s open trolley 
ca r. When she got on she told the conductor that she wished to 
get o ff at a certain point, where it was customary for the cars to 
~t?p witho~t signal. As the car approached the point, the plaintiff, 
with her l_1ttle son, got up, but the car, in stead of stopping, as she 
supposed 1t woul_d, ran past and around a curve just beyond, at a 
ra te of speed which both the motorman and the conductor testified 
was dangerou s under the circumstances. The rapid motion of the 
ca r around th e curve caused plaintiff to be thrown out. The motor
man knew that the plaintiff was occupying a position which made it 
dangerous to. run the car at such a speed, and the conductor 
saw her get up in anticipation of alighting. Plaintiff's husband tes
ti fi ed that the conductor admitted to him that the accident was due 
to hi s fault. The · conductor testifi ed that he did not remember 
making such statements, but would not swear either way. Held, 
that the question of defendant's n egligence should have been sub
mitted to the jury. 

4. Plaintiff was riding in an open trolley car, her little son being 
nn a seat just in front of her. She had notified the conductor 
and expected the car to stop at a certain point , and just before the 
ca r r eached there she arose, and placed her arm around the child as 
she sa id, to better protect him from fa lling out when the 'car 
stopped . . The car did not stop, and in going around a curve just 
beyond plaintiff wa s thrown out and injured. Held, that the ques
tion of contributory negligence should have been left to the jury.
( Whitaker vs. Staten I sland Midland R. Co., 76 N . Y., Supp. 548.) 
Accident- Contrilmtory Negligence. 

NE\V YORK- D eath of Fireman-Street Railway Collision
Co ntributory Negligence-N egli ge nce- Darnages-v\Tidow's Pen
sion-Evid ence-Prospects of D eceased- Salaries of Hi gher 
Po siti ons. 

I. \Vhere a fir em an, riding o n a hook and ladder truck to a 
fir e, sees, when the truck is about half-wav ac ro ss the tracks of 
a st reet r a ilroad. that th ere will be a collis.ion between the truck 
a nd a ca r, and jumps, but is kill ed by th e truck being precipi
t ated on him, th e jury is warranted in findin g no contributory 
negligen ce. 

2. Wh ere, in an action for the dea th of a fir eman , owing to a 
co lli sion, at the int ersec tion of streets, between a hook and lad
der truck and a street car, th ere was evidence that if the car had 
been und er control. o r the motorman had b een keeping a proper 
loo kout . th e acc id ent would not have happ ened, and thdt the 
t1 uck should have b ee n allowed to pass fir st , a Yerdict for plaintiff 
should n ot be di sturbed. 

3- In assess ing damages for the dea th of one employed in a 
city fir e department, the jury should not consider th e pension hi~ 
widow is r ece ivin g from the city. 

4. In an acti o n for the death o.f one , employed in a city fire 
department, it appearing th at deceased had ri sen four grades in 
the sen-i ce, and was strong and of steady habit s. evidence show
ing the diff erent grades of advancement above th e po sition held 
by deceased was admissible, it being prop er for th e jury to con
sid er the pro spec t s of his being advanced and earning a greater 
salary. 

5. Advancement in the department being based on competitive 
examination s, and advanced positions requiring other qualifica
tions than tho se required by deceased's po sition, it was error to 
admit evidence as to the salaries of higher positions in the de
pa~tment,-(Geary V?, Metropolitan St, Ry. Co.1 77 N, Y, Supp., 
54,) _ , 
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NEW YORK-Action for Death-Parties-Damages- Evi
dence - A dmissibility - Damages - Instructions - D a mages -
Amount- Admiss ibility of Evidence-Mortuary Tables. 

r. Wh ere a passe nger was kill ed in a collision between a street 
car and a brewery wagon, caused by the concurrent negligence of 
both, a joint action could be maintained against the street rail
road company and the brewery company, notwithstanding the 
different degrees of care owed deceased by the two defendants. 

2. In an action for death, plaintiff introduced evidence of de
ceased's habits in regard to his family life, the attention bestowed 
by him on his family, and the interes t he took in their social en
tertainment ; that he was a "home body"-spending much time at 
home; and that he took great interest in the education of hi s 
children. The court instructed that the word " pecuniary," as 
used in the statute prescribing the damages recoverable in an 
actiQn for death, excluded injuries to the affections and senti 
ments arising from the death of r elations, and also losses arising 
from the deprivation of society and companionship of relatives, 
but that infant children might sustain a loss from the death of 
their parent of a "different kind-such as loss of nurture, and of 
intellectual, moral, and physical training, and of parental instruc
tion. Held that, as limited by the instructio n, there was no error 
in the admission of the testimony. 

3. In an action for death , the court instructed that , in m easur
ing the pecuniary loss to deceased's wife and children, the jury 
could consider the loss of monetary support which deceased 
would have given, and th e amount, if any, which h e might hav e 
added to his inheritable estate, provided that they found that 
such increase would have actually occurred from sources other 
than profits from capital invested, a nd that the widow and chil
dren would have been alive to inherit it, but that the jury must 
consider deceased's age, hi s los;es and earnings, if any, his ex
pectancy of life, prospective activity, expense of his own livin g, 
and all the circumstances surrounding it; that they were not to 
speculate on the subject, but must base their finding on the rea
sonable probability of his earnings , based on the evidence. Held, 
that there was no error in refusing to charge that the jury must 
consider the possibility of deceased's becoming poor, and his 
children being compelled to support him in his old age. 

4. In an action for death , it appeared that deceased was sixty
two years old, in robust health, and had a life expectancy, ac
cording to mortuary tables, of thirteen years; that he had been 
a successful business man, having risen from a clerk to a partner 
in a large department store, and had accumulated considerable 
property, and expended for his own and family's support about 
$5,000 a year. Held, that a verdict of $25,000 was not excessive. 

5. In an action for death , mortuary tables are admissible as 
evidence of the life expectancy of deceased.- (Sternfels vs. Metro
politan St. Ry. Co. et al., 77 N. Y. Supp., 309.) 

NEW YORK-Wrongful Death-Damages-Evidence-Ad
missibility-Exclusion-Prej udicial Error-Presumption. 

r. On the issue as to th e damages in an action for the wrong
ful death of a cab driver, evidence as to whether he, at times, 
came in intoxicated at the end of a day 's drive was improperly 
excluded. 

2. In an action for the wrongful death of a cab driver, where 
the jury awarded a verdict of $w,ooo, a rejection of material evi
dence on the issue of damages must be presumed to have been 
prejudicial.-(Mcllwaine vs. Metropolitan St. Ry. Co. , 77 N. Y . 
Supp., 426.) 

NEW YORK-Appeal-Condemnation Proceedings-Award 
of Commissioners. 

Where commissioners of appraisal in condemnation proceed
ings viewed the premises, and the estimates of witnesses as to 
value differed materially, the award will not be disturbed, al 
though it might be more sati sfactory if smaller, where it does not 
appear that the commissioners proceeded on an erroneous prin
ciple, or were influenced by passion or prejudice, or overlooked 
or disregarded the evidence, and for that reason injustice has 
been done.-(Manhattan Ry. Co. vs. Comstock et al., 77 N. Y. 
Supp., 416.) 

NEW YORK- Street Railway- Personal Injuries- Negli 
gence-Contributory Negligence. 

I. In an action against a stree t railway for personal injuries the 
evidence showed that plaintiff, after alighting from a car at a 
frequented crossing, went behind it, and in attempting to cross 
the street was struck by a car coming in the opposite direction. 
The car was coming faster than usual, and no effort was made 
to stop it until after the accident. No gong was sounded, or 
warning of any kind given. Held sufficient to sustain a finding 
that the motorman was negligent. 

2. Plaintiff, on alighting from a car, passed behind it, and, 
after looking up without seeing another car in sight, attempted 
to cross the other track, and was struck by a car coming in the 

opposite direction. H er v1s10n in that direction was obscured 
by the car behind whi ch she had passed. Her companion pre
ceded her by about 6 ft. , and, without hastening, crossed in 
safety. No gong was sounded or warning given by the approach
ing car. Held, that plaintiff was not negligent.- (Pelletreau vs. 
Metropolitan St. Ry. Co., 77 N. Y. Supp. , 386.) 

NEW YORK- Street Railroads-Crossing Accident- Negli
g ence of Gripman-Evidence-Admissibility. 

r. Evidence that a ca ble car approached a street crossing at a 
high rate of speed without sounding a gong, though a woman 
struck by the car was approaching the track, and that the car 
went about 45 ft. aft er the accident, was sufficient evidence of the 
gripman's negligence to sustain a recovery. 

2. A witness for defendant in a street car crossing accident case, 
who testifies that the injured person was warned by shout s of 
the approach of the car, can not testify whether the accident 
would have occurred if the injured person had stopped when so 
warned, as such questi on is for the jury.- (Cosgrove vs. Metro
politan St. Ry. Co. , 77 N . Y. Sup p., 624.) 

NEW YORK- Street Railways- Personal Injury- Child on 
Track. 

In an actio n for personal injuries to a child by being struck 
by a street car while she was running across the street, the court 
properly refused to charge that " th e motorman was not obliged 
to apply his brake before he observed that the child was in dan
ger," as t he instruction eliminated any question of n egligence on 
the motorman 's part in fai ling to discover the danger sooner 
than he did.- ( Colabel vs. Met ropolitan St. Ry. Co., 77 N. Y. 
Supp., 584.) 

TENNESSEE.- Tria l- Instructions- Presentation o f Theory 
of Case. 

Where there is conflict in the evidence on a material issue, 
submission thereof without any instruction as to tJ.efendant's 
theory of the case as based on that issue is r eversible error.
(Iviemphis St. Ry. Co. vs . Newman, 69 S. W. R ep. , 269.) 

TENNESSEE.- Street Railroads-Collision at Crossing-Ac
tion for Injuries- Defenses- Contributory N egligence-Instruc
tions-Control of Car at Crossings. 

I. An actio n against a street railroad company for injuries 
received by plaintiff in a collision between his wagon and de
fendant's car a t a street crossing can not be maintained if plain
tiff's own negligence proximately contributed to his injuries. 

2. In an action for injuries received in a collision between a 
wagon a nd a street car at a street crossing, th e court instructed 
that it was the duty of defendant's motorman, on approaching 
the crossing, to have his car under such reasonable control as to 
be able to avoid collidin g with persons using the crossing; that 
it was his duty to be on the lookout, and to have seen what any 
ordinarily careful motorman would have seen, but that, if no one 
was near enough to make a collision probable, he had the right 
to assume that persons approaching would use ordinary care to 
avoid a collision; that no mistake in regard to these assumptions 
would be negligen ce; and that, if the motorman complied with 
the law as charged, he was not guilty of negligence, unless he was 
running his car at an excessive rate of speed, so that he could not 
stop when danger became apparent. Held not erroneous, as 
placing on defendant the responsibility of an insurer.-(Memphis 
St. Ry. Co. vs. Wilson, 69 S. W. Rep., 265.) 

T ENNESSEE.-Street Railways-Passengers-Injuries-Col
lisi on with Vehicle- Degree of Care-Instructions. 

In an action by a passenger against a street car company for 
injuries sustained by a collision with a dray at a cross street, the 
court in st ructed that the drayman and motorman had equal 
rights, and each owed the duty to approach the crossing at a 
speed enabling him to stop if necessary to avoid collision; that , 
if either fa iled to do so, he was guilty of negligence, and if it 
caused the injury plaintiff must look to such n egligent party; 
that if the car, running at a high speed, ran into the dray as it 
was attempting to cross and was almost across the track, and 
whirled it around, so that the shafts were thrust into t he car, 
injuring plaintiff, defendant was liable though the drayman was 
negligent ; but if the dray dashed into the rear of the car, and the 
shafts protruded and injured plaintiff, then the drayman wa5 
liable, and verdict should be for the defendant. H eld that, while 
portions of the charge might be construed as requi ri ng the mo
torman to have his car under absolute control, as a whole it 
was not erroneous as requiring too . high a degree of care of de
fendant.-(Memphis St. Ry. Co. vs. Norris. 69 S. W. R ep., 325.) 

TEXAS.-Street Railway Companies-Duty to Passengers. 
It is the duty of a street railway company to exercise the 

highest degree of care in operating its cars to prevent injury to 
passengers, and failure of its servants in that r espect is it s negli
gence.-(Citizens' Ry. Co. vs . Craig, 69 S. W . Rep. , 239.) 



STREET RAILWAY JOUR NAL. [VoL. XX. No. 20. 

FINANCIAL INTELLIGENCE 

THE MARKETS 

\ VALL STREET, Nov. 12, 1902. 
The Money narket 

O ne or two ve ry important developm ent s have occurred in t he 
money market during the pas t week. The Secretary of the 
T reasury has discont inued the deposits of internal revenue in the 
na tional bank fun d, and has sa id that no more State and m unic i
pal bonds will be rec eived in lieu of U nited States bonds as 
security fo r governm ent deposits. Secondly , th e leading New 
York banks, acting apparently under an agreem ent , have fi xed 
6 per cent as the minimum at which tim e loans will be made for 
the present. Th e meaning of thi s latt er st ep has been construed, 
with good reason, to be a warning to speculators in stocks that 
they need expec t no consideration fo r any plans fo r fres h bor
rowing. I t is part of the general policy, of which many evidences 
have recently appeared, to fo rce a contrac tion of speculative 
liabil it ies, and put bank resources in a sounder position. With
drawal of the Treasury relief offers presumably r efl ect s th e belief 
of the offic ials at Washi.n g ton th at t he ex traordinary rem edies 
applied during the last m onth and a half are no long er needed. 
St ill the imm edia te eff ec t is to g reatly increase the strain upon th e 
local market. Th e Treasury becomes once again a h eavy credi tor 
against the banks, and as money is st ill fl owing out in quantity to 
th e interior , we a re likely t o see for several week s a considerable 
decrease in the banks' cash holdings. This wil1 be off set , so fa r as 
the next Saturday bank statement is concerned, by the natural re
sult s of ex tensive speculative liquidation on the Stock Exchange. 
The problem of gold expor ts remai ns in st at u quo. D emand 
sterl ing , which ro se to 4.87¼ at th e close of last week, has eased 
off , as the m oney market has given sig ns of hardening. It is 
an interesting ques tion, but one which is by no means easy to 
answer , whether local banke rs are not as m uch concerned with 
checking an outflow of gold as with reducing the infla ted loan 
account at home. T heir purpose m ay be to accompli sh the 
gradual settlem ent of fo reign obligations by use of dom estic 
credit s fo rcibly released, rather than by shipm ents of g old, which 
would on ly trench sti ll fur th er upon the m uch-talked of scant 
margin of cash reserve. Summin g up th e bes t judg ment of the 
situation is that m oney rates wi ll continue to be held at th eir 
present comparativ ely stiff level unti l t he end of t he year. 

The Stock narket 
T he period of violent decl ine and enormous liquidation whi ch 

has occupied the Stock E xchange this week, is g enerally referred 
to th e conditi ons which have been outlin ed in the money market. 
T he banking com munity have evidently decided to make a clean 
job of it, and to forc e the big speculat ive syndicates , which have 
been borrowing immense sums in their various deals, to disgorge 
enough of t heir holdings to put the loan accounts in a sound 
condition again. T his process has had an extremely disast rous 
effect upon the active share list. T he circum stances demanding 
urgent liquidation, t hose securities having t he readiest m arket, 
a re naturally t he ones that have been fi rs t pressed for sale. O n 
such occasions, of course, no account has been taken of act ual 
values. Secur ities have been th rown over simply for what they 
would bring , and the standard shares of recognized merit have 
suffered fu1ly as much as the rest. Judged by all the t eachings 
of experi enc e such a reac tion is bound t o be overdo ne. The 
market will right it self eventua1ly in all probabili ty on a higher 
level of prices than th e present . But it t akes tim e for the inves t
ment demand to di gest such a trem endous outpourin g of specula
tive holdings as has been wi tn essed during the past week. The 
majority of the dividend-payin g stocks are now selling at fi gures 
where the rate of r eturn is attrac tive to th e inves tment interest. 
Inasm uch as there is no sign of any fall ing off in ea rning capacity 
or in the general business of the count ry, it is plain that for tl,ose 
who use their own fund s for t he purpose, t he market o ffers many 
tempting opport-.initi es. For the speculator on margin , however , 
the path is as yet by no m eans clear, simply because there are no 
ac curate means of gauging wh ether the forced cont ract ion of 
speculative credits has yet r eached it s limit. T he best judges 
of the situation are inclined to think that even with furth er 
liquidation the dec line cannot go much further. 

Th e local traction group has not felt the shock of th e general 
decline to th e extent that other departm ents have. Both Brooklyn 
R apid T ransi t and Metropolitan have touched the lowes t prices 
of th e season, but pressure even on them has been considerably 
ligh ter than elsewhere. On the oth er hand. Manhattan has dis
t ing ui sh ed it self by a remarkable display of r esistance t o th e gen-

era! sel1ing movement. The buying in this stock has been steady 
enough to absorb all o fferings, at comparatively slight recess ions, 
and there is little doubt that it comes fro m people who have re
ceived their inspiration from sources close to the management o f 
the property. T hose who are in a pos ition to k nown what is going 
on t alk in g lowing term s of the present earnings of the com
pany. 

Chicago 
Liquidat ion and lower prices have been the rule in Chicago 

during the last week. Union Traction common is off to 15, and 
there is no market for the preferred above 46. City Railway shares 
have fa ll en to 210, from 212½ a week ago. Metropolitan com,mon 
is down more than a point to 39, while the preferred broke sharply 
fro m 88 to 86. Lake Street has been very weak at 9½ , North
western common at 34, the preferred at Sr, South Side at 106, 
while W est Chicago S treet Ra ilway, sel1ing ex-dividend, dropped 
from 90½ to 89. T hese declines have not, on the whole, had 
any r eference to actual property conditions. U nfavorable comment 
is heard about the increase in U nion Tract ion's operating expenses, 
owing to the recent advance in wages and the adverse transfer 
decision. It is sa id, however, that the increased cost of operation 
on th ese accounts is not equal to the increase in present gross ea rn
ings over those of a year ago. Meanwhile earnings of the elevated 
lin es continue to m ake the sam e excellent comparisons that they 
have during the last few months. Those of the Northwestern 
are 17 per cent larger, so fa r this month, than in the corresponding 
period last yea r, and in the case of the Metropolitan the increase 
amount s to 20 per cent. An important plan is r eported to be under 
way by which the South Side E levated wi11 acquire an outlet to the 
Stock Yards. T he matter is now before the Mayor for approva l. 

Philadelphia 
T he leading P hiladelphia stocks have been depressed in sym

pathy with the general speculative dem orali zation of the last 
week , but their losses, as compared with o ther stocks, a re only 
trifling. Rapid T ransit , aft er holding up around 18 for m ost of 
the t im e, broke sharply on Monday and Tuesday, closing on the 
latter day a t 16 bid. U ni on Trac tion meanwhile dropp ed a point 
to 46. But th e liquidation in both stocks was not at all heavy. 
A m eri can R ail ways was exceptionally firm, and moved directly 
again st the rest of the market , ri sing from 53½ to a new record 
pric e of 54½ . It looks ve ry much as if all offerings of this stock 
were being absorbed by people who know the inside conditions 
of the com pany. T here is no doubt but that earnings of all the 
constituent properties are steadily increasing, and the market 
advance is s im ply reflecting the opinion that this fact in time 
means higher dividends on American Railways stock. Bond sales 
for the week include Indianapolis 4s at 86¾, Consolidated New 
J ersey 5s at 110½ , E lec tric-People's Traction 4s at 98¾, and 
People's Passenger 4s at 105. 

Other Traction Securities 
T he general speculat ive depression has been felt in the Boston 

traction market , more in curtailing the volume of business than 
in causing liqui dation. Massachusetts Electric common has yielded 
the mos t of any, se11ing down 2 points to 36¼. The preferred has 
held steady around 96, Boston Elevated around 153, and W est 
End common around 93½ . In Baltimore the United Railway 
issues are weaker, th e common stock dropping fractionally to 13¾, 
and the income bonds to 68. Nashville Railway 5 per cent certi 
ficat es have held exceptional1y strong at 77¾, although the shares 
of the same company continued heavy around 4. Other Baltimore 
transact ions include United Railways 4s at 95, Anacostia and Poto
mac ss at 104, and Charleston Consolidated 5s at 93½ . On the 
New York curb New Orleans common dropped, on sales of about 
800 shares, from 16¼ to 15½ , and the preferred from 53 to 51. 
Other sales for the week comprised American Elevated at ¼ and ¾, 
New Orleans 4½s at 85, San F rancisco subscription from 47½ to 
48¼ , and U nited Railways of St. Louis 4s at 84¾. Practically noth
ing doing in traction stocks on the Cleveland exchange last week ; 
or any other stocks for that matter. Sales numbered only 460 
shares. Aurora, Elgin & Chicago common sold down from 373/.i 
to 36¾ on 100 shares. A lot of 100 Cincinnati, Dayton & Toledo 
sold at 40, a declin e of ¾ from last sales. W estern Ohio receipts 
sold at 29½, a fractional decline. Monday matters brightened some
what. The formal announcement that the Cincinnati "community 
of interests" plan has been signed up to the good advantage of the 
Miami Erie Canal sent that stock up ½ point. Three lots sold 
at 33, and then came news of New York's tumbling market, which 
brought the offer down to 30 and the bid to 25. A small lot of 
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Syracuse Rapid Transit sold a t 32, the first of thi s so ld in so.me 
weeks. Lake Shore E lectric was considerably weaker, only 12 bcmg 
bid and 15½ asked for the common. On Monday the guaranteed 
stock of the Cincinnati & H amilton Traction Company was placed 
on the market, the pr~ferr ed being quoted at u2½, whi le the com
mon was sold fro m 35½ to 39, closed the day J.t 37½• The pre
ferred stock draws 5 per cent dividend, and the common fo r two 
years draws no dividend, and after that advances ? 1~ e-half of on e 
per cent annually, until it r eaches 4 per cent. D1v1dends on ~he 
stocks are guaranteed by the Cincinnati Traction Company. 1 he 
road is a combination of the old Mi ll Creek Vall ey system. 

Security Quotatio 11s 

The fo llowing table shows the present bid quotations for the 
leadi ng traction stocks, a nd the active bonds, as compared with 
last week: 

Closing Ilid 
Nov. 3 N ov. 10 

A m erican R ailways Company .. .. .. .. .. . . . . . .. .. .. .. .. .. .. .. . . . 53 53½ 
Aurora, E lg in & Chi cago . . . . . . .. .. . . . . . . . . . . . . . .. . . . . . . .. . . . . . 38 a37 
Boston Elevated . ...... .. . .... ......... . ... .. ... .. ... . .. . ... ..... . 152 152½ 
Drook i'yn R. T ... ...... ............................ .... ........... 62¾ 59 
Chicago City .. .......... ......... ......... . ............... ..... . . . 212 210 
Chicago U nion Tr. (common) .. . . .. .. . .. . . .. . . .. .. . . . . . .. .. . . .. . 16½ 15 
Chicago U nio.n Tr. (preferred) . . . .. . . . . . . . . . . . .. . . . . .. . .. .. .. . . . .J7 a.J!I 
Cleveland E lec tric . • . . . . . . . . . . . . . . . .. . .. . . . . . . . . .. . . . . . .. .. .. . . . . . 85¼ 85 
Colu mbus (common) .. .. . . . . . . . . . . . .. . .. .. . . . . .. . . . . . .. . . . .. . .. . . 55¾ 57 
Columbu s (preferred) ... . ... ................ . ..... ......... ... . .. 105½ 106 
Con solidat ed Traction of N. J ..... ... ........................... G93/,1, 68½ 
Con so lic.l a ted T ract ion of N. J. 5s ................ ................. 110½ ll01/ , 

Detroit U nited ............. ... .......... .. , . • • • • •. • • • • • • • • • • , • •, · • 87 861}2 
E lectric People's Trac ti on (Phila c.l elphia) 4s ..... .. .............. 98¼ 981;.. 
Elgi.n, Aur ora & South ern ........ . ............... ........ ....... a5!l a60 
Indiana polis Street R a ilway 4s ... ........ .... ................ .. .. 88 86¾ 
Lake S hore Electric . .. . . .. . . .. . .. . .. . . . . .. .. . .. .. .. .. . . . .. . .. . .. . 13½ 12½ 
Lake Street E levated . .. . .. . . .. .. . .. . .. . . . . . .. . . . .. .. . .. .. . .. .. .. . 9¾ 91/4, 
Manha ttan R ailway .. ...... ...... ..... ............. ....... ........ 1367/4 133 
Massachusett s Elec. Cos. (common) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 37½ 36¼ 
Massac husetts E lec. Cos. (preferred) .. .. .. .. .. .... .. .. . .. .. .. .. . 95½ 96 
Metropolitan Elevated, Chicago (co mmo n) . . . . . . . . . . . . . . . . . . . . . 40 38 
Metropolitan Elevated, Chicago . . .. . .. . . . . .. . .. . . . . . . . . . .. . . .. .. . 88½ 85½ 
i\letropoli tan Street ... ... . ...... ......... . : .. ............... . . . . . 140¼ 136 
New Orlean s Railways (common) .. .. .. . .. .. .. .... .. .. .. .... .. .. 15¼ 
New O rleans Railways (preferred) ............ ...... .. .... .. .. .. . 50 
North American . ........... ..... . ..... . ......... ........ . .. ...... 123¾ 
Northern Ohio Traction (common) .............................. a66 
Northern O hio Traction (preferred) ............................. , 93½ 

orth J crsey ..... ... ..... . . . ............ , , , • • , • • • , , , • .. , , .. • • • • • • 
Northwestern E levated, Ch icago (co mmon) . . . . . . . . . . . . . . . . . . . . 34¾ 
P h iladelphia R ap id Tran sit . . .. . .. .. .. . .. .. . . .. . .. . . .. . .. . .. . . .. . 18 
P hil adelphia Traction ........ ... ... . . .. .. ................. ...... , 98 
St. L ou is Tran sit (common) .. .. .. .. . .. . .. .. .. .. .. .. .. .. .. .. .. .. . 28½ 
South S ide E levated (Chicago) .................................. 108 
Syracu se Rap id Tran sit . . .. . .. . . . ... . .. . . .. . . . . . .. . . . . . .. . .. .. . .. . . 32 
S yracuse R apid Transit (preferred) ... ........ ................ ... a78 
Third Avenue .............. ... .......... .... . ...... ........ ....... 126 
Toledo Railway & Light ....... ........ .... ..................... . a40 
Twin City, Minneapolis (common ) ........ : ..... ....... .......... 118 
United Railways, St. Louis (preferred) . .. .. . ................. . . , 
U nited Railways, St. Loui s, 4s .... ...... : .... · .. .... ............. . 
Un io.n Traction (Phi ladelphia) ....... , . .. .. .. .. .. .. . .. .. .. .. .. .. 47% 
vVestern O hio Railway .. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 27 

a Asked. 

Iron and Steel 

120 

93½ 
323/,1, 
34 
17¼ 
98 
28 

106 
31½ 
76 

125 
a38 
113 

84¾ 
46½ 
28¼ 

The iron situation continues to hang on th ; questi on whether 
supply is not beginning to overtop demand. As y et, however, it 
is on ly in some of the higher forms of th e industry that r eaction 
has really appeared. Tin p late, wire and nails , and sheets a re the 
principal products affected. E lsewhere in all the lower and middl e 
grade , including pig iron and steel billets, and in many of the 
higher g rades, mcluding st eel rai ls and structural material, th e 
conditions are unch anged from what they have been for a long 
while past, namely, production is running well behind consump
tion, and the output is sold a good ways ahead. Quotations are 
as follows: Bessemer p ig iron, $21.75 and $22.00; steel bi ll ets, 
$30.00 and $31.50 ; steel rai ls, $28.00. 

Metals 
Quotations for the leading metals are as follows : Copper, n ½ 

and u¼ cents; tin, 26¼ cents; lead, 4½ cents, and spelter, $5.30 
and $5-40. 

•• 
CIIIC/\GO, ILL- The stockholders of the Metropolitan West Side Elev ated 

Railway m et Nov. 5 and voted t o ame nd the charter of the company so as to 
permit th e building of th e new downtown terminal spur and depot fo r which 
real estate was purchased some months ago. The cost of the improvement 
wi ll be paid for out o f an issue of $2,500,000 extension bonds bearing 4 per· 
cent, which were underwritten some time ago. Real estate purchased for the 

improvem ent pur po ses cos t $~GO,OOO. Work on the bu ild in g of th e new sta t iu1: 
will co mmence soon a fter J an . 1. The n ew termina l will be fo r the p urpose 
o f affordi.n g c.lo" ntown termina l facilities in a c.lc.liti on to the U n ion loop, a,; 
the capacity o f the loop is beginning to be taxed by the large numb er of 
t rain s put upon it by the M etropolitan and the So uth Sid e compani es. 

DAVEN l'URT IA.--An a mendment to th e articles of incorporation of th e 
Tri-City Railway Co mpan y has been fil ed with th e Secr eta ry of Stat e of I owa 
incr easing the ca pita l s tock from $1,200,UOO to $1,5UU ,U UO. T he increase in the 
s tock is to be used in improvem ents an<l in ex tending the li.nes of the com
pa ny. 

BUSTO N, i\l AS S.- Th e Ra ilroad Comm iss ioners, as pet it ioned, have
authorized th e Uoston & W orcester S treet R a il way Company to issu e at par 
7500 shares of orig inal s tock, g ivin g the co mpany $150,000 t o pay, in part, 
fl oating indebtedness incurrec.l in co.nstruction anc.l equipmen t of its lines and 
in the acqui sition of rea l anc.l per sonal proper ty. 

BUSTUN , MA SS.- Thc R a ilroad Commissioners have a pp roved an issu" 
of $750,000 in cap ital by the Bo ston & W orcester Street Ra ilway Com pan y, 
t he orig inal ly fi xed cap ital of th e company , to b e so ld to sub scribers a t par , 
that amount being reasonably necessary for paying in pa rt floating indebted
ness prop erly incurred in th e construction and equipment of the road. 

DA N VER S, Mi\ SS.- The i\li<ldleton & D anver s S treet Railway Compa n y 
has petit ion ed th e Ha il road Commission ers fo r approval of an issue of $32,illWI 
orig inal s tock. 

BROOKLYN , N. Y.-T he directors o f Brookl yn nion E levat ed have c.l e-
clared a r egular di vi d e.n u of l½ per cen t an d ½ p er cent extra on preferrec.l 
s tock, payable D ec. 31 to stockholders of r ecord D ec. 23. Th e last reg ular 
divid end c.l eclared o n the prefer<le<l stock was 1 per cen t. H erea fter tlw 
dividend wi ll be d ec la red semi-annually. 

NE\V YORK, N . Y.-Application has been m ade to th e N ew York S tock 
E xchange by th e T wi n City Rapid Tran sit Company to list $1 ,501,000 a ddi • 
tional common st ock. 

NEW YO R K , N. Y.- The annual m eeting of the s tockholder s of th e 
.Metropolitan Stree t l{a il way Company will be held on Monday, D ec. 1, l!Jd~. 
at 621 Broadway. A special meeting of the stockholders will a lso b e held lc, r 
the purpose o f vot ing upon a pr opositi on to adopt a by•la w of the com pa ny 
prescribing a per io d of ten <l ays prior to m eetings of t he stockholders o f th t 
comp any during whi ch .no tran sfers of st ock on th e books of the com pan y 
may be made, and also fo r the purpose of vo tin g upon a proposition to alt er 
t he certificat e of in corpora tion of the co mpany by an a mended cer ti fi cate. 
providing that the direc tors shall be classified into three classes of th ree 
directo rs each , ho lding office respectively for one, two a nd three yea rs , su 
that three director s shall be elected annua lly, and to amend th e by-la" s 

accordingly; and also for the purpose of tran sacting such other busin ess a, 
m ay lawfu lly com e b efore the meeting. The n otice callin g the annual m eeting 
is signed by vV. L. Elkin s, the new president. 

AKRON, OHIO.- Thc gross earning s of the Northern Ohio Traction Com
pany for Octob er were $54, 22, a g a in of $12,062 over the same month last yea r. 

TOLEDO, O IIIO.- T he passenger receipts o f the T oledo Railways & L ig ht 
Compa.ny for O ctober were $86,839, a gain of $7,2-10 over t he so m e mon th of 
last year. This is a dai ly ga in of $233. 

CLEVELAND , OllIO.- The stockholders of the T oledo & vVestern Ra il
way wi ll meet ' ov. 29 to ratify the action of the director s, who have dec ic.led 
to assu me the bonded indebtedness of the T oledo, Fayette & vVestern Ra il 
way, which was orga nized a short time ago t o bui ld a n extension o f th e 
Toledo & vVest ern Rail way from Fayette to A lvordton and Pioneer, a di stance 
of 14 miles. Th e Toledo, Fayette & \Ves tern Railway Company owns a 60-ft. 
private right of way over the route. It is expected that next year the line 
will be further ex tended t o connect with lines in India na . 

CLEVELA ND, OHIO.-About 29,000 shares out of 35,000 shares of th e 
Korthern Ohio T raction Company have been deposited with a trustee, insur
ing the reorga niza tion of t he compa n y as th e Northe rn Ohio Ra ilwa ys & 
Light Company under terms out lined recently in t he ST REET R AI LWAY 
J ouRNAL. ' o ch ange in the offic ers i·s contemplated. 

CL EVELAND, OI-IIO.- The gross earnings o f the Cleve land Electric Rai l
way Company have increased $158,000 thus fa r this year, and it is estima ted 
that the earni ngs for th e year w ill be $200,000 m ore tha n last year. 

CLEVELA N D, OIIlO.- The Cleveland, E lyria & W estern Railway om 
pany is consic.le ring the advisabili ty of increasing its capital stock from 
$1,600,000 to $2,000,0lJO. It appears that the construction of the Nor walk ex
tension cost mo~c mon ey th an originally es timated. It is pro bable that each 
st ockholder will be permit te d to subsc ribe t o the exten t of 25 per ce nt o f h1 , 
holdings, at $50. At the present t ime the stock is held at about $80, although 
a small sale was made recently a t $70. 

CLEVELA N D, OHIO.- The syndica te o f banks which pro poses t o assist 
in the refina ncing of the L ake Shore E lectric Railway Company held severa l 
meetings last week to formulat e a plan to remove the obst acles whic h a t 
pr esent preve nts the immediate removal of the receive r. Several plans fo r 
raising the money n ecessary to pay off pressing c laims wh ich a mount to be
tween $400,000 a nd $600,000 have been suggested. One pla n provides fo r th e 
issuing of $1,000,000 preferre d stock to be sold prese nt stockh olde rs a t $60, the 
n ew stock t o be a fir st p referred. Anoth er plan cont mplates increasing th e 
present preferred stock by $1,200,000, instead of making a fi r st and second 
preferred stock. lt is officia lly denied that a ny pla n for assessing the s toc k 
from $6 to $10 per share is contempla ted. I t is now proposed to ca ll a 
special meeting of the s tockholders to settle .the matter . 

PillLADELPI-IIA, P A.- The Ame rican R a ilways Compa n y has d eclared ,1 

quar ter ly div idend of 1½ per cent. This incr eases t he d ividend basis from ,-, 
per cent t o 6 per cen t . The dividend is payabl e D ec. 15 to st ock of reco rd 
Nov. 29. The s urplu s of the company now am oun ts, approximately, to $:~~n .. 
000, or abo u t JO per cent o f the capital without allowing fo r quar terly di vid end 
of 1½ per cent just d ecla red . The g ross earnin gs fo r the th ree mo11ths endi ng 
Sept. 30 were $353,193, an increase over th e sa me q ua rter o f the prcced in ~ 
year of $90,251. 
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TABLE OF OPERA TING ST A TISTICS 

Notlce.-These statistics will be carefully revised from m onth to month, upon information r eceived from the companies direct, or from official sources. 
The table should be used tn conn~tion with our Financiitl Supplement "American Street Railway Investments," which contains tne annual operating 
reports to the ends of the various t:rnancial vears. Similar statistics in regard to roads not reporting- are solicited by the editors. • Including- taxes. 
t D eficit. a Comparison is made with 1900 because in rnn the earnings we re abnormal on accouut of the Pan-American Exposition. b All capital stock 
owned by Detroit United Ry. 

COMPANY Period 

AKRON,O. I 
Northern Ohio Tr. Co. 1 m., Sept. '02 

1 .• " '01 
6 " June '02 
6 " " 'OJ 
12 •• Dec. '1)1 
12" " '00 

ALBANY, N. Y. I 
United Traction Co. __ 1 m. , Sevt. '02 

3 u ., '02 

BINGHAMTON, N. Y. 
Binghamton St, Ry, 

I 
67,4!!2 35,997 
59,24:l 31,39fl l 

318,9117 185,362 
2n8,96, 164,458 
bl7,0ll * 1150,8!5 
513.72i * 31,.4,5 

182,6061 81,9911 
414,035 251,739 

31,49:5
1 

27,81ti 
la3.5,5 
104,510 
:.!66,ltl6 
l\J6,24~ 

50,616 
ltl2,897 

12,907
1

1 

12,031 
.7,556 
i;:3 494 

rnu)o2 
141,13:l 

~.3.~661 ,l,:i98 

Co,. ______ __________ ____ 1 m., Sept. '02 1 lt!,432 10,460 7,9,2 
I " " '01 18,45tl 9,l!Sti 8,470 

1

:1 " " '02 U5,253 3:3,!l83 31,:t'i'O 18,02~ 
;3 " " '01 b3, 1GO 31,024 32,136 H.988 

BOSTON, MASS, 
Boston Elev. Ry, Co. 12 m., Sept.'01 10,869,496 7,3:36,59713,532,8'19 2,896,359 

12" " '(JOI 10,236,994 6,828,110r3,40S,884 2,!J:32,8"39 

Mas~achusetts Elec. CoM 12 m., Sept.'01 5,778,1.3H 3,915,4A6 1,862,64H 9:!7,2061 
l:! " " '00 5,518,837 3,of,9,337 1,859,500 994,294 

BROOKLYN, N. Y. 
Brooklyn R. T. Co, ____ 

1
1 "!:• SeJ?.t. ;o

0
~
1
> 1,124,384 007,:;81 516,802 

1.080. 158 tl64,tlll 415,548 I 

3 " " '02 3,:,87,7!31! 1,881,7;4 1,705,965 :::::: 
3 " " •01 a,411,101 2,oa:2,245 1,3/8,855 
12" June 'i)2 12,789,705 1*8%2214 3,837,490 
12" " '01 12,101,198 *7970tl35 4,li:l0,5o3 

BUFFALO, N. Y. I 
International Tr. Co __ 1 m.,aSept.'02 

1 " " '00 
8 u u ,O:! 
;3 " " '00 

CHARLESTON, S, C. 
Charleston Consol'ted 

Ry. Gas & EI. Co ____ } '!';• A~g.:gf 
6 u u 'O~ 
6 u u '01 

CHICAGO, ILL. 
Chicago & llfilwaukee 

Elec. Ry. Co, _____ ___ _ 1 m., S ept.'02 
1 " " '01 
9 ,, u '02 
9 " " '01 

CLEVELAND, 0, 
J<~a~tern Ohio Traction 

Co. ______ ______________ 1 m., Sept. '02 
1 " .• '01 

Cleveland, Elyria & 
\Vestern. _______ ____ __ _ 1 m., Sept. '02 

Cleveland, Painefwille 

1 " " '01 
9 " u '02 
9 u u ,01 
12" D ec. 'Ol 
12" " '1)0 

& Ea1<tl'rn ____________ I m., Se pt. '02 

COVINGTON, l{Y. 

1 " " '01 
9 u " '0~ 
9 " " '01 
12 " D ec. '01 
12" " '00 

3:/1,!{55 
:?55.3221 

1,0HJ,5181 791,470 

lill ,525 159,831 77,502 
108,9M 146,38~ 81,(J:31 
506,664 512,85-4 23- 741 
34t,745 4to.i25 24~:rna 

45,217 :31,191 14,0:?6 
45,474 :!8,296 17. 178 

13,:357 
rn,u97 
81,0tl4 
82,618 

358,98~ 203,200 155,784 
246,438 163,145 83,29:3 

19,347 
19,197 

147,407 
rn:!, 159 

21,375 
17,761 

30,464 
27,430 

219,968 
185,1192 
249 :!uO 
179:G98 

18,499 
18,82".l 

144,464 
124,184 
16t 971 
141:112 

6,988 
6,548 

59,847 
5tl,118 

10,808 
8,413 

14,999 
12,347 

12:!,U.51 
100,787 
136 805 
10'2:393 

10,03.5 
9,649 

76.!l66 
- 63,243 
* 87,102 
* 89,591! 

12,359 
12 649 
8,:560 
76,041 

10,5671 
9,3481 

15,464 
15,083 
97 .919 
85 206 

112:394 
77,304 

8,41H 
9,174 

67,199 
U0,941 
77,809 
71,520 

6,0a:3 
5,12'.l 

72,500 
72,500 

18,588 
15,815 
56,018 
41,016 

1!30,004 
55,117 

26,750 
!Jl,299 

13,246 
l17,148 

636,5:39 
476,044 

925,442 
865,20tl 

82 3•>9 
ta:457 

2,7,113 
250,:132 

6tl9 
3,481 

74,720 
674 

4,533 
4,2~6 

55,371 
42,742 

Cincinnati, Ne,vport 
& Covington Ry. Co. 1 m., Aug. '02• 96,118 * 5:l,295 

74,525 * 46,7411 
596,156 * 344,026 
5:35,7841 • 327,615 

42,8231 22,238 20.585 
28,784 15,807 l'' 9M 

252,JaO 1:31,230 120:899 I " " '01 
8 ,. u '02 
8 u u 'Ol 

DETROIT, MICH, 
Detroit United Ry ____ 1 m. , Sept. '02 

1 " ., '01 

Detroit and Port Hu-

9 " " '02 
9 " u '01 
12" Dec. 'Ul 
12" u '00 

ron Shore Line b I m., Sept. '021 
1 " .• '01 
9 " " '02 
9 '01 

DULUTH, MINN. 
Duluth-Superior Tr ___ 1 m., Sept. '02 

1 U H '01 
9 u u '0~ 

19 .. .. '01 

208,rno '"·"'" sc" 1 
1 

I 

323,618 176,993 146,625 
282,331 15!3,288 129,043 

2,578,696 l,4·Hl,499 1,129,197 
2,245,8~ 1,228,86~ 1,016,980 

rn~:~i :mgb~~ M~~:~t8 

39,771 
35,687 

323,1:30 
295,917 

46,76:l 

39 1831 396:218 
335,268 

23,491 1 
21,57!) 

188,809 

169,8551 

23,0!lli 

19,9411 200,994 
181,551 

16.281 1 
14,111 

184,1121 
12l1,06! 

23,672 
19,241 

189,264 
153,716 

G52,277 670,1:?\J 
616,468 519,751 

9,61 9 14,053 
9,1~0 10,051 

86,819 102,445 
82,a,9 71,1138 

COMPANY Period 

ELGIN, ILL. 
Elgin, Aurora & 

Southern Tr ____ _____ _ 1 m., Sept. '02 

FINl}LAY, 0. 
Toledo, Howl'g Green 

& Southern 'l'raction 

1 '" ' 01 
9 " '02 
9 " '011 

o _______ -- -----·------ Im., Aug. '02 
l " " 'Ol 

HAMILTON, O. 
I

~ :: ;u.~e :~;I 
The Cincinnati, Dayton 1 m., O ct. '02 

& l'olt'do Trac. Co. __ 5 ·• " '02 

LONDON, ONT. 
London St. Ry Co _____ l m. S pt. '021 

l " '01 
9 H h 'O:! 
9 " " '01 

MILWAUKEE, ,VIS. 
llfilwaukee El. Ry. & 

Lt. Co. _____ ___________ 1 m., Sept. '02 
l " ·• '01 
9 H •• '0~ 
n '' " '01 
:~ :: D~~-• :u 

MINNEAPOLIS,MINN . . 
Twin City R. T. Co ____ ~ ~;• 

9 
9 .. 

S t. '02 
,, '01 
u '02 
u '01 

37,806 
34,169 

308,241 
275,561 

24,:340 
l6,84!l 

111,97:/1 
80,340 

20,273 l'i,533 
17,0S'J 17,080 

179,124 129,117 
153,:i:!4 li2,242 

12,033 
9,025 

60,8=38 
51,464 

12,307 
7,t124 

51,134 
28,876 

41,747 22 tl48 
2:!6,249 113:854 

19.099 

18,157 
15,034 

115 titil 
106:.09 

A,648 
7.854 

711,812 
65,919 

112,39.'i 

9.509 
7,179 

44,849 
40,790 

259,591 110,7:Jo 148,854 
210,632 9:l,587 117,045 

2,014,9~1 94fi,!i09 1,()(,8,432 
1,785,247 878,339 900,908 
2,.J.42,34~ l,!8:;,5:31 1,256,808 
2,:.l:!IJ,698 1,129,787 1,090,911 

8,333 
8,333 

75,000 
; ,ooo 

16,512 
81,'153 

2.110 
1,873 

20,284 
17,843 

70,591 
63,998 

5!10,811 
5ol,40:/ 
7;,5,139 
824,1;65 

9,200 
8,i4i 

54,117 
47,24:! 

2,587 
30,64:! 

7,!199 
5,3n(j 

24,565 
2:!,947 

78,263 
53,047 

471,621 
345,507 
501,66\J 
266,247 

:!39,6o9 1:30,6 I 1 209,0591 60,283 148,825 
308,;:!94 1 :!3, 1!31 185,2tl3 5° ,875 127 386 

2,oG7 ,095 1,191 ,!3:!11 1,475,775 5&0,733 945:042 
2,:340,165 1,0oS,846 1,271,318 503,273 768,044 

911 032 
795:413 

NEW YORK CITY. 
Manhattan Ry. Co. ____ 12 m., Sept. '02 11,583,54(; 5,505,395 6,038,151 :/,712,089 3,326,062 

12" "' '01 10,455,872 5,3t8,64(1 5,127,22:l 2,603,132 2,444,091 

Metropolitan St. Ry __ -~ m,,·• Dec. '01 3,887,936 1,723,972 2,143,964 1,151,140 992,824 
., " '00 3,786.0:30 1,699,649 2,086,3Al 1,138,467 947,!ll-! 
12 " June '02 15,866,641 7,385,883 8,480,758 4,815,421 a,665,1137 
12" " '01 14.720,767 6,755,131 7,965,636 4,534,068 3,431,567 

OLEAN, N_ Y. 
Olean St. Ry. Co ______ : ~.,SeP.t. :gf 

PJ~EKSIULL, N. V. 

12 m., June '0~ 
12" " '01 

18,401 
16,372 
56,055 
5:.l,018 

8,135 
o,8ti7 

2!l,118 
26,228 

10,~66 
9,485 

26,937 
25,790 

4,062 
4 ·>oo 

16:318 
16,755 

6,20:l 
5,285 

10,619 
9,035 

Peekskill Lighting & '02 5,2l! 2,083 
R.R. Co ----- -- -- - -- --:"!;• s~~.t. ',()2 2~:i~~ 15,881 lgi~ 6,251, 

2,186 
6,543 
7.277 12" June '02 86,795 *56,392 30,4021 23.125 

PHILADELPHIA PA. 
Union Traction c,,'. ______ 12 m.,June '0214,118,159 6,40!,3:!8 7,715,820 *60377811,078,038 

12," " '01 13,431,681 5,836,186 7,595,194 *G734328 801,266 

American Railways. __ } n'.,• 
4 .. 

I

I i2 •:, 
Oct. '02 

"' '01 
u '0::! 
" ' 01 

12" 

ROCHESTER, N. Y. 

June 'O:! 
" 'Ol 

Rochester Ry __________ 1 m., 
1 .. 
9 .. 
9 .. 

Sept.'02 
" 'Ul 
" '02 
" 'Ol 

SYRACUSE, N. Y. 
Syracuse H. T. Co ___ _ ~ ~;• Se P,t. ;gy 

3 " " '02 
h u " '0l 

TOLEDO, 0, 
Toledo Ry. & Lt. Co. __ ~ "!:• Se_P.t. :gi 

9 " ,, '02 
9 " " '01 
12" Dec. 'Ol 
12" '00 

Lake Shore Elec. Ry. Co. ~ ~;• Ju,1.Y ;gi 

NEW BRIGHTON, 
s. I. 

7 " " '02 
7 " " '01 

Staten IslandE!ec.Ry. : ~;• Ju?.e '.lfi 
YOUNGSTo,vN, o. 

Youngstown - Sharon 
Ry. & Lt. Co __________ l ~;• Sep,t, :g~ 

ti " June 'Oll 

95,87fi 
82.190 

449,068 
345,132 

1.009,509 
841,298 

93,762 46,063 47,699 24,833 22,866 
82,4~8 45,85, 36,57:l 24.942 11,632 

821,852 43:3,691 388,161 223,:lol 164,800 
758,110 449,253 308,858 2:/2,018 86,840 

61,164 33,545 
53,!l92 2'J 692 

184,314 101:224 
168,368 91,526 

127,640 02,001 
114,667 50.512 

1,069.059 546,588 
9.59, 0991 4tl0,885 

1,3: 1,084 * 63tl,407 
1,182,517 * 616,945 

49,122 25,961 
39,447 21,837 

237.8.55 158,911 
187,270 133,283 

56,635 35,622 
56,936 35,600 

39,6181 * 22,401 
114,5:./' *63,040 . 
198,050 *110,3911 

27,619 
24,300 
83,090 
76,842 

65,638 
64,156 

522,470 
498,214 ' 
674,677 
565,572 

23,161 
17,610 
78,944 
53,987 

21,013 
22,336 , 

17,217 1 
5l,48ll 
87,659 

19,025 
19,025 
57,075 
57,021 

38,!l21 
37,813 

342,709 
301,730 
415,168 
409,051 

25,000 
25,000 

S,594 
5 275 

26:015 
19,8:/1 

21),7]7 
26,343 

179,762 
196,484 
259,50!l 
156,5°H 

t 3,986 
t 2,663 




