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Wooden Gear Cases 

STREET RAILWAY JOURN AL, 
II4 Liberty Street, N t w York. 

D ifficulti es which a re necessarily and frequently met in the 

use of cast- iron gear cases fo r the protection of reduct ion 

gearing of st reet rai lway motors have induced the P hiladelph ia 

Rapid Transit Company to introduce the use of protect ing 

cases of wood construction. T he trouble met was that when 

the cast-iron case was broken from acc idental contact with 

st reet or track obstructi on, the broken pieces wedged in the 

motor gearing in such a way as frequently to absolu tely prevent 
I he motor from opera tio~. It is fo und that, as the wooden gear 

case can ue built at such a low cost as compared with that of 

a new iron case, i f damaged by acc ident it is feas ible to scrap 
the enti re case and subst itute a new one with a considerable 

savi ng over the cost of re pairing an iron case. Repairs have, 

however, been fou nd to be possible upon th e wooden gear 
case with much greater ease than a ttends repai rs upon the 

cast-iron case, which even fu rther reduces the cost wi th the use 

of the wooden case. 
T his method of provi<li ng fo r gear case troubles is claimed 

by those who use the wooden case to be a be tte r solution 

even than th at which was t ri er! by a Wes tern street ra il way 

J_l;l.,letion throughout seems to be preferable. In cost, also, the 
wooden gear case has the advantage of that made of cast-iron, 

or that of the special gear case with the tin bottom. 

Gear Ratios 
Although it is a subject that has been harped upon many 

times in the past seven years, it can do no harm to call atten

tion again to the futility to say nothing of the positive waste 

in using motor equipments geared for high maximum speeds 

for service where stops are frequent . Whenever a manager 

finds that he has cars in city service which do not attain maxi

mum speed between stops in ordinary operation when not in 

the crowded downtown districts, it is time fo r him to change 

either the gear ratio or the armatu re winding of those equip

ments so that maximum speed wi ll ordinarily be obtained. If 
there is any one sure way of wasting money in street railway 

operation, it is in operating cars geared fo r such a high max

imum speed that they do not easi ly attain it between stops. 
Some conspicuous mistakes of this kind were made, both on 

some of the first elevated lines and on surface lines about the 

same time, before the subject was thoroughly understood. 

T he reason for the loss in economy, when cars are geared fo r 

too high a speed, is easy to find. The work of a street railway 

motor is very largely accelerat ion. The current requi red to 

produce a certain rate of acceleration varies approximately 

as the speed for which the car is geared during the initial par t 

of acceleration. T hus, a car geared for 15 m. p. h . maximum 

wi ll start to accelerate at a given rate with half the current of 

one geared to 30 m. p. h. The extra cu rrent required by t he 

car geared to 30 m. p. h., as compared wi th the one geared to 

15 m. p. h. during acceleration, must , of course, be obtained 

by wasting the surplus energy in the rheostat. \Vhile this 

makes little difference as to the heati ng of th e motor itself, it 

does make a big difference with the po\ver station; as not 

only is the actual energy requi red much greater, but the maxi

mum demand or peak current is much higher . The mi stake of 

selecting too high speed fo r city equipments is not as common 

as it used to be, but there a re still some places where reform is 

possible. 

Transfer Tables for Repair Shops 
The transfer table, which was once ver;y common 111 large 

car houses, is now seldom found in car houses of recent design. 

vVhen it comes to the repair shop, however, the case is different. 

Steam railroad repair shops have apparent ly found it better to 

r etain the transfer table in many cases, and there is a t least one 

very prominent example of a repair shop served only by a 

t ransfer tab le among recent electric railway repai r shops. 
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Between the transfer table with short repair tracks, as against 

no transfer table and long repair tracks, the master mechanic is 

" between the devi l and the deep sea." If he makes his repair 

t racks short, of j ust suffici ent length to hold the longest cars 

and serves them with a transfe r table, he has the assurance that 

one car can never block another, and that as soon as the re

pairs on one car are fi nished it can be taken out independently 
of what may be happening to any of the rest. T he transfer 

table has one ser ious obj ection in the minds of many, which is 

that when a dead car is brought in ( that is, a car upon which 
the entire electrical equipment is crippled "so that · the motors 

cannot be used ) it is a slow and painful operation to ge t the 
, dead car off of the transfe r table into the repair shop. The 

transfer table takes up considerable room, but it is not a worse 

offender in this respect than the special work, switches and 
curves which must be put in to take its place . Fo r a small 

repair shop, where room is plenty, the shop can be ar ranged so 

that each car has a track to itself in the shop, and ye t all tracks 

can be reac hed without a t ransfer table by means of switches 
and curves outside the building. vVhen this method is applied 

to a very la rge shop the large amount of yard room required 

in front of the shop, as wel l as the amount of special wo rk, 

becomes somewh~t alarming. These are some of the quest ions 

that will probably come up in connection with shop design at 
the next master mechanics' conventi on. Any arrangement 
which offers the advantages of both kinds of t rack ar range

ment without the present di sadvantages would certa inly find 
much favor. 

Depreciation 
A review of the financial policies of E uropean st reet rai l

ways given in two articles in the STREET RAILWAY J OURNAL 
of May 7 last, shows how much more thoroughly owners of 
street railway properties in old cities, like those in Germany, 

provide fo r depreciation than is commonly done in thi s 

country. T he question is frequently di scussed in thi s country, 
but very few companies have made any provision of this kind, 

and it is needless to say it is not the general rule. T here are 
two ways of considering the matte;. In the fir st place, it must 

be admitted that provision fo r such deprec iation is of greater 
necessity in older countri es where condi tions are more settled, 

and where rapid growth and increase of business is not, as 
here, sufficient to make the depreciation on the orig inal in

vestment seem insignificant by the time the original property is 
wo rn out. The rapid development of cities in thi s country has 
made possible many financial policies which would be out of 
the question in older communities, although it is possible that 
the conserva ti sm in some parts of E urope do es not permit 

apparatus being thro wn into the scrap heap when really it 
should be. As conditions become more settled and growth be
comes slower in the U nited States there will be more necessity 

for providing depreciation funds . 
The street railway manager of the present day in the U nited 

States frequently finds himself between two fi res as regards the 
setting aside of sinking fund s. On the one hand there are the 

fi nancial interests backing the property to be appeased with 
div idends at the earli est possible mom ent, and on the other 
hand is the certainty that a day will come when the equipment 
wi ll wear out and perhaps franchises expire with nothing to 
show to the investors unless provision is made from year to 
year for these contingencies. Conditions are yearly becoming 
more burdensome to public service co rporations, and while 
most st reet railway director s are inclined to put off the evil 
day of providing sinking funds as long as possible, that day 

must come in the future in this country as it has come already 
in the older countries. 

There is no doubt but that part of the municipal ownership 

agitation and a desire to impose over-burdensome conditions 
on street railway franchi ses just now so noticeable, are due 
partly to failure both on the part of the general public and the 
directors of street ,railway companies to recogni ze the necessity 
fo r providing sinking funds . . H ad such fund s been accumu

lated in years past, at the expense of certain large dividends, 
many properties would not have got into the public mind as 
being such extraordinary profitable undcrtaking.s . A t the same 
time they would have put themselves on a much sounder and 
more substantial foundation, and in a better position to secure 

favorable municipal. grants in the future . 

The Fire Protection of Car Houses 
It is a matter of congratulation that the msurance interests 

and th e owners of electrical apparatus are coming together on 
the subj ect of fire insurance and the pro tection of street rail

way properties. U ndoubtedly at one time the underwriters 
attempted to impose what seemed to others unnecessary re
strictions upon electrical ri sks, while on the other hand the 
limited experi ence of electrical men betrayed them into grave 
errors of construction or questionable economy, which might 

just as well have been avo ided. Many di sastrous fires, par
t icularly of car houses, have occurred recently, and · have 

brought tl~e matter to an acute stage. T here is no doubt that 
in view of the immense capital, in the fo rm of expensive cars, 
which is stored within the walls of the modern street car 
house, the question is one of the most important ones in rail

way ope ration to-day. The underwriters have always claimed 
that while ?- ny car house was not a particularly desirable risk, 
ninety-nine out of every hundred could easily be made, not 
fi reproof, fo r that seems impossible, but much more fire resist
ing than at present, and that the changes r equired in the con

struction would, as a rule, be small and would not interfere 
with the convenience of the structure fo r storing cars. Even 
in the case of car houses that are already built, a few changes 

can often be made at a trifling expense which would result in a 
g reat reduction of the fire hazard, and would frequently change 
a very undesirable or even impossible ri sk to one in which the 

chances of des truction of the whole or greater part of the cars 
sto red within the building from a chance fire would be reduced 

to a minimum. 
Bri efl y stated, the chi ef defects of most of the existing car 

houses li e in the immense area enclosed under a common roof, 

in defective roof constructi on and in poor wiring. The inflam
mable nature of the cars themselves is such that if a fire starts 
in one car it will often spread to those adjoining and to the 
building, so that the primary consideratio·n in car house build
ing is the division of any large structure into a number of 
smaller sections by brick walls carried up through and above 
the roo f. The underwriters recomm end the cutting up of car • 
houses into fire areas not exceeding 10,000 sq. ft., and believe 

that by the use of brick fire walls, as proposed, or even by the 
erecti on of wooden fire-resisting walls, if none better can be 

had, the hazard can easily be reduced. 
The usual form of car house roof construction, which con

sists of steel beams or trusses of a considerable span carrying 
a wooden and gravel roof, is one which experience has shown 
to be particularly susceptible to destruction. The thin steel 
girders will very soon become warped when exposed to a hot 
fire produced under them by a burning car, and in collapsing 
will bring down the entire roof upon the remaining cars in the 
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car house, spreading the fire to all of the contents in the build
ing, and making the removal of the cars impossible. The 
ordinary mill roof which, although of wood, is slow burning, 
would be much more desirable from a fire standpoint than the 
so-called fireproof light steel girder roof construction. 

The article which appears elsewhere in this issue on the con
struction and hazards of electri c railway car houses points out 
other prevalent defects in car house construction, and gives 
the requirements formulated from the experience of an im
portant body of underwriters. For this reason the article is 
worthy of careful consideration, though the specifications given 
by the author in his paper have not been accepted as national 
standards. In the effort to r educe street railway fire risks the 
aims of the insurance interests are the same as those of the 
railway companies, for both are equally concerned in the re
duction of fire ri sks, and an association of representative com
panies has expressed a willingness to examine without charge 
the plans of proposed or existing car houses, and make any 
recommendations possible under the circumstances to reduce 
the fire hazard. If any such plans are sent to us we will submit 
them to representatives in thi s city of this association for thi s 
purpose. It should not be overlooked that underwriters know 
from experience the ri sks they assume and the cost to insure. 
Electrical interests have suffered from ignoring this fact , as 
recent losses bear evidence. 

Studies in Locomotive Resistance 
A most interesting discussion in the Institution of Mechanical 

Engineers is reported in a recent number of "The Engineer.'' 

It began in a steri le debate over compound locomotives, and 
then wandered, as discussions often do, into a more fruitful 
field, that of locomotive resistances and draw-bar pull. The 
figures which came to light were most instructive, and tended 
to throw some light on the much-befogged questions of track 
resistance and air resistance. It is, of course, well known that 
internal losses by friction of various sorts in a locomotive are 
rather large compared, for instance, with those in a first-class 
stationary engine of similar horse-power. There is good reason, 
too, to believe that the results which are obtained from locomo

tives on a testing cradle are considerably different from those 
obtained under ordinary running conditions. In this latter case 
it is very difficult, indeed, to separate the various sources of 
loss. This much is certain, that there is a very great discrep
ancy between the indicated horse-power at the locomotive 

cylinders and the net horse-power as computed from the draw
bar pull. The total loss thus appearing, of course, varies greatly 
with the speed and with the type of engine, but the amount 
varies over a very wide range from 20 per cent or 25 per cent 
up to 50 per cent or 55 per cent, the latter figures being reached 
at very high speeds. Of course, in any experiment with trains 
the locomotive bears the brunt of the air resistance, for which 
it is difficult to obtain exact figures on account of the irregul ar 
shape of the engine front. Undoubtedly a large part of the 
difference between results at high and low speed must be 
charged up to air pressure, but this does not account, by any 
means, for all the observed differences. 

P erhaps, the most st riking feature of these differences is the 
variation observed as between engines with few and with many 
driving wheels and with driving wheels of different diameters. 
In one series of experiments reported in the discussion a com
parison was made between a freight engine with eight coupled 
drivers and a n express engine with a single pair of drivers, and 
the remarkable fact was brought out that the latter, although 
unable to show at low speeds a draw-bar pull equal to that of 

the former, soon surpassed it as the speed rose. At speeds 
above 30 m. p. h. the express engine had altogether the best 
of the argument as to effective power, the general running con
ditions remaining similar. The engines being dissimilar some 
small portion of the difference might be charged up to air pres
sure, but the total difference is altogether too great to be 
shuffled off in this convenient fashion. The freight engine 
showed a great relative fa lling off of tractive power as the 
speed rose, for wh ich some rational explanation must be sought. 
Even more curious was a comparison between two engines of 
the express class having driving wheels differing in diameter 
by about 6 ins., the one having wheels about 6 ft. 6 ins. the other 
nearly 7 ft. The engine with the larger drivers was inferior to 
its mate in draw-bar efficiency up to about 60 m. p. h., and then 
came to the front. At about 60 m. p. h. it was found that 40 
per cent of the power of the locomotive, in thi s case nearly 
1000 hp, is used up in propelling it and its tender. As the 

engines weighed some So tons to 90 tons these figures become 
fair ly comparable with those obtained with the electric cars 
of similar weight in the Zossen trial s, and it is at once obvious 
that there must be sources of loss in the locomotive that re
quire steady and prompt investigation. These losses are far 
too large to charge to an increase of the engine friction proper, 
and appear to be distributed in an unknown manner between the 

engine and the track. 
Two causes have been suggested to account for these some

what mysterious losses. On the one hand, there is a strong 
opinion that particularly in the engines with coupled drivers 
there is some way a grave waste of energy, due to the heavy 
reciprocating parts. On the other hand the concentrated weight 
of the engine tends to bear down the track and thereby produce 
the equivalent of a slight continuous grade. If the losses due 
to r eciprocating weights are considerable the difference be
tween several pairs of small coupled drivers and one large pair 
would be explained, but it is far from easy to see how the re
ciprocating parts cause any direct loss of energy. If even a 
small part of the waste energy to be accounted for were to be 
l~cated in the reciprocating parts and their supports the engine 
would have to go out of service at the end of its first run. So 
far as sagging_ of the track is concerned the engine with single 
drivers should have altogether the worst of the game, which it 
evidently does not. The fact is that the mechanical losses 
whjcl1 appear are too large to be localized in the moving parts 
of the machine without r esults almost immediately destructive. 

To some extent the racki ng of the engine bythe strains imposed 
by the reciprocating parts, must measure the frictional losses all 
through the mechani sm, but we incline to the opinion that the 
real explanation is to be sought in the actions that go on be
tween the driving wheels and the track. It has been fou nd in 
tests of electr ical trains that aside from differences of ai r re
sistance there are signs that the motor cars take an abnormal 
proportion of the total power, signs which point to the exist
ence of a grinding friction between driving wheels and rails 
very diffe rent from the rolling friction of a mere carrying 
wheel. In the case of a locomotive with several coupled sets 
of drivers thi s gri nding effect must be fa r more marked than 
in a machine with a single pair of large drivers , and the jarring 
and hammering of the reciprocating parts must produce an in
equality of action very likely to aggravate grinding friction. 
The uniform rota ry effort of the driving wheels on an electric 
locomotive must, on the other hand, tend to minimize this par
ticular difficulty. Certainly all the tests point to the great ad
vantage of electric locomotives in obtaining highly efficient 
tractive efforts al very hi gh speeds. 
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TRAIN DESPATCHING ON THE ROCHESTER & EASTERN 
RAPID RAILWAY 

In the STREET RAILWAY J oURNAL of Jan. 16, 1904, an account 
was g iven of the Rochester & Eastern Rapid Railway Com
pany's new system between Rochester and Geneva, N. Y. The 
obj ect of the present article is to give some inter est ing par
ticulars regarding the telep hone despatching system used on 
that road and the apparatus employed in connection wi th it, 
which has some feature s in its design not heretofore used. The 
despatching line consists of a pai r of No. 12 copper wires, car
ri ed on porcelain insulators on brackets below the high and 
low-tension feed wires. T he telephone brackets are placed 
12 ins. apar t, and both brackets are on the same side of the 
pole. The line has seven transpositions to the mile. T he high
tension transmission line above it is r 5,000 volts. The brackets 
a re placed low enough on the pole to pe1 mit the use of an 
emergency telephone-connecting fi sh pole, which is carried in 
the car, and whi ch is a special feature of this system, to be 
described later. A t swi tches and other conven ient points along 
the line, jack boxes are fastened to the poles and connected 
with waterproof w ires to the telephone line, these jack boxes 
being connected in multiple or bridged across tbe lin e. F ig. r 
shows a motorman in the act of plugging in connection to one 
of these telephone j ack boxes at a pole. Where connection is 
Jesired in case of emergencies between j ack boxes, the con-

FIG. 1.-lllOTORl\IAN PLUGGING CONNECTION TO TELEPHONE 
JACK BOX ON POLE 

necting pole is used. T hi s pole is shown in operation in Fig. 2, 

and its end is shown in detail in Fig. 3. This emergency hook 
pole can be connected to the line at any point, as shown in Fig. 
2. The pole is made of maple and joined so as to be stored 
away in the car when not in use and at the same time be long 
enough to hook 011 to the despatcher's wires. As shown in the 
cross section of the top of the pole, F ig. 3, the upper hook is 
mounted 011 a sleeve, which slides up and down ove r the end 
of the pole. This sleeve is held in position by a weak spiral 
spring. \Vh e11 the top hook is hooked over the wire the weight 
of the pole is sufficient to pull the pole part way out of the 
sleeve and bring the bottom hook in contact as well as the top 
hook. In the bottom of the pole is a spri ng jack, into wh ich the 
telephone plug is inserted the same as in the jack box. If 
anything occurs that causes the car to be blocked the motor
man has orders to at once get into communication with the 
train despatcher without waiting to attempt to repair the 
trouble or find out what is wrong, and while the car is stopped 

one of the crew must keep within hearing distance of the tele
phone on the car, so that the train despatcher can get the 
train crew at any moment. 

SWITCHBOARDS 

The company has provided two telephone switchboards in its 
general offices in Canandaigua, N. Y., which is about the 
center of the line, and where the power plant is located. One 
of these switchboards, Fig: 4, of fifty-line capacity, is used 
for connecting the different offices and departments with each 
other for the general .business of the company, and has two 
trunks from the Inter-Lake Telephone Company's office in 
Canandaigua connected to it. The object in providing this 
switchboard is to relieve the despatche1 's switchboard of all 
work other than despatchmg. 

The other switchboard, Fig. 7, is used in the despatcher's 
office, and is especially designed for this purpose, being what 
is known as the desk type, with an extra wide table in front 
of the plugs and cords so as to provide plenty of room for the 
train sheet directly in front of the despatcher, as he manipu
lates the swi tchboard . This switchboard has a capacity for 
twenty lines, and is equipped at th.! present time for the opera
tion of five lines. These switchboards are what is known as 
the magneto call manual restoring drop type. 

TELEPHONE I NSTRUMENTS 

Four designs of telephones are in use in this system. A 

FIG. 2.-EllIERGENCY HOOK POLE USED FO~ CONNECTING 
TELEPHONE TO LINE 

portable desk type, Fig. 5, is used on the desks in the offices. 
A compact, or dry battery type, is used in the offices alon~ t~e 
line. An iron-box waterproof telephone is used where 1t 1s 
desired to place a telephone m an exposed i:: Js1tion. An espe
cially designed type, known as the "Car" telephone, co~struc:ed 
with a reel, which carries a cord and plug for connectmg with 
the emergency pole or jack boxes, is used on each car, as shown 

in Fig. 6. . 
These telephones are provided with a generator for callmg 

and local batteries for talking. Each telephone is equipped 
with its own battery, and what is known as the bridging type, 
beino- brido-ed or connected in multiple to the line. 

I:, I:, 

OPERATION 

The operation of the despatching system is similar to that 
which is used by steam railways, with the exception that the 
order known in steam railway systems as No. 19 is not used. 
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This is an order whi ch is not vita lly important, and no harm is 
do ne if the operator for any reason fai ls to get it to the con
duetor or engineer when hi s train passes, as it conta ins in 
fo rmation which the t ra in 'crew has previously received, or that 
fa ilure to receive would not ·result in di sas ter. T he de
spatcher's tra in sheet is of the approved type, giving the con
dition of the weather, the time of day, day of mon th and year 
that the sheet is opened and closed, name of motorm an and 
conduetor , t ra in number, car number , name of sta tion s and 
sidings with room at the bottom for remarks and notes of 
detention and causes, a lso, a summ ary of regular passenger 
mileage, specia l passenger mileage, express mi leage, wo rk
train mileage, foreign passenger mileage, for eign express mi le
age and total of all mi leage. 

Definite time-tab les are used, g ivin g time of arrival and 
departure of regular train s at regular stops. Express trams 
stop only at importan t stations, while local trains stop at road 
crossings and oth er points not on the schedule, which may be 
convenient to the pat rons living in the vic inity. 

On thi s road tra ins in eith er direction h ave no superior right 
over trains in opposite direction , but meet tra ins as per time-

the orders. In no wise can any train get upon the track wit hout 
a t least clearance orders. A ll orders are issued in triplicate; 
the motorman, conductor and operator receive a copy and th e 
despatc her preserves the original. W hen it is necessary to re-

Sect ion k B 
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FI G. 3.- DETAILS OF Ei\IE RGENCY H OOK P OLE 

ceive orders at intermediate points, that is, between regula r 
stations, the unique telephone system permits of instant com
munication between the cars and the despatcher's offi ce. T o 
avoid the possibility of mistakes the motorman is compelled to 
take the order from th e despa tcher, wri te it out, and the con
ductor then r epeats the order back to the despatcher for 
0. K'ing. Orders issued from the despatcher 's office mu st be 
repeated back before they become effective, and all tra ins are 

F IG. 4.-THE FIFT Y-LINE BOARD 
FO R GENERAL BU SI N ESS 

F I G. 5.- R ECEIVI NG TELEPH ONE OR 
DERS AT A DEPOT 

F IG. 6.- TAKI NG ORDERS ON A CAR, 
SH OWI NG CAR TELEPH ONE USED 

table, unless oth erwise ordered by the despatch er . \ Vork t ra ins 
must clear all regular trains by 5 minutes. A noti: e is printed 
on the time- tjibles that they a re for the in fo rm ati on of em
ployees only, and the company reserves the right to vary there
from as circum stances may require. On the back of the time
tables furni shed the employees is publi shed the ru les fo r th e 
government and in fo rmation of employees, which , in the main , 
a re the standard rules adopted by the A merican Street Rai lway 
Association fo r interurban service. 

In this system but t wo tra in order blanks a re used. T he 
fi rst blank is the same as is used by steam roads, and known 
as orde r No. 31, except that the order is receipted for by th e 
conductor only, instead of by the conductor and engineer as on 
the steam roads. T his telephone tra in order blank is used fo r 
all meets and special orders excepting clearance orders. 

In case of an "extra" this blank is used, and '" copy of the 
order given to the "extra" is given to every train crew th at may 
meet or pass the ''extra" in its trip over th e road ; thu s givin g 
clue no tice to all train crews that an "extra" has star ted and 
to look out fo r it. 

Every car, befo re starting from a terminal point , must report 
to the despatcher and r ece ive clearance or other special orders. 
T he conductor must sign a receipt, showing th at he received 

required to get orders at every station where there is an opera
tor before proceeding, whether running on time or not. 

A train is not permitted to leave a stat ion where orders are 
rece ived without at least receiving and receipt ing fo r a clear
ance order, and all trains are reported to the despatcher when 
a rri ving and leaving these stations. 

T he passenger cars are of th e heavy type, being 52 ft. in 
length , having a vestibule in one end fo r the moto rman, 4 ft. 
6 in s. in depth, in which the car te lephone is located to the 
left of the motorman, being perm anently fa stened to the car . 
T his telephone, F ig. 6, is designed especially for thi s work, 
bei ng o f very compact type, using dry bat te ri es and having 
connected with it a reel which car ries about 75 ft. of w ater
proof cord, a t th e encl of which is attached a plug. T hi s tele
phone is used at passing points. and in cases of trouble, by con
necting with th e plug to a jack box, whi ch is fastened to a pole 
at each siding where there is not a regular stat ion , and placed 
at intervals of half a mil e throughout the length of th e road. 
Besides th is there is th e connecting pole on each car. 

\ Vhen a train gets to a passing poin t and the other t ra in is 
not in sight, the orders a re to connect at once the car te lephone 
to the r!espatcher 's line. The motorm an giv ing h is name and 
tra in number and location so th at if the train he is ordered 
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to meet is delayed for any reason he can get an order to pass 
at some other point. 

To provide against the possibility of the despatcher 's lines 
being r endered useless for any reason the company has a trunk 
line from its despatching switchboard direct to the toll switch
board of the Interlake T elephone Company, which, through 
the independent telephone lines of this locality, connec t with all 
of the stations of the road, so that the despatcher in thi s way 
can put himself into communication with all of the tra in orde r 
stations along the road. This pair of trunks is not a llowed to 
be used for any commercial purposes, so that in case of an 

FIG. 7.- THE D ESP AT CH E R'S SWI TCH BOARD 

accident to th e despatcher's lines the despatchcr can at once 
get through to the toll switchboa rd of the In terlake Telephone 
Company. 

The company has adopted two rules which are appreciated 
ve ry much by the publi c. O ne is that the conductors are re
quired to report when leaving and entering the terminal poi nts 
the number of passengers they a re ca rrying, so that the de
spatcher can order out extra car s or addi tional cars to t rains 
leaving i f it looks as though the tra ins would be overcrowded. 
The other is that ti cket agents at r egular stat ions must keep 
posted on th e entertainments that a re being presented at the 
different theaters, as the company sell s return ti ckets, wh ich 
entitles the holder to a seat in the theater he desires to attend; 
the seat being reserved the same as though the ticket was sold 
at the theater offi ce. 

T he telephone apparatus used throughout this system is 
manufac tured by the Stromberg-Carlson T elephone Manu fac
turi ng Company, of Rochester , N. Y. , and Chicago, Il l. , and 
was especia lly designed for thi s particular purpose a fter the 
Stromberg-Carlson Company had consulted with some of the 
best electric railway enginee rs in the country, the obj ect being 
to eliminate as nea r as possible faults which have been found 
in apparatus used fo r thi s purpose up to the present time, and 
the results obtained, as practically demonstrated in this system, 
show that they have succeeded. 

NEW YORK OFFICE FOR THE STATE RAILROAD 
COMMISSION 

The New Y ork State Railroad Commission has establi shed 
a permanent office in New York City, as there a re so many 
questions calling fo r the attention of the Board in New York 
City and vicinity. T he office is located at Room 406, White
hall Building, and Charles R. Barnes, exper t of the Board, will 
make his headquarter s at this office. 

PRACTICAL HINTS ON INTERURBAN RAILWAY OPERATION 
BY A. B. HERRICK 

\ 

Interurban electric railway construction and practice of 
to-day is in large part patt~rned after those of city electric 
railways, but the question which arises in the minds of many 
engi neers is, Have not many of the methods which are effective 
in city work been carried beyond their useful limit when ap
plied to interurban work? We do not have to look far for the 
reason of the great similarity in construction of the interurban 
roads in this country. Capitalists have been encouraged to 
cuild these roads from the results secured in those already in 
operation, and fo r thi s r eason engineers have been very loath to 
introduce anything experimental or depart largely from already 
accepted practice. But as the methods adopted on the early 
roads were borrowed la rgely from city practice they have been 
applied under conditions very different from those for which 
they were originally intended. For example, no trolley wheel 
in city service would often be required to carry from 400 amps. 
to 600 amps. or over, nor would the manager have to estimate 
upon a drop between the troliey base and the trolley wire of 
from IO volts to 45 volts, depending on the speed of the equip
ment, the size and type of wheel and trolley wire. These con
ditions are common in interurban work, and the resultant 
deterioration of the trolley wire and the line troubles due 
to arcing at the ear and to vari ations in the trolley wire align
ment, show that we have long passed the economical use of the -
trolley wheel for this service. 

To meet the arduous conditions of current collection, for 
which the trolley is evidently ill suited, the third rail was de,
vi sed. But nothing could be more absurd than to use as a 
conductor a T-rai l, whose shape was specially designed for 
supporting a rolling weight, and which could be used for this 
purpose only in 30-ft. lengths. If any railroad manager was 
offered a trolley wire in these lengths, he would immediately 
refer the salesman to the junk dealer as a more appropriate 
customer. T here a lso seems to have been no good reason for 
putting the third rai l so close to the ground. This was its 
location on the early roads, and late r engineers have followed 
the practice because it was operat ive. A more careful con
sidera tion of the problem would have dictated a steel conductor, 
weighing about 20 lbs. per yard, rolled in conveni ent lengths, 
and so supported that the contact-shoe could bear on the bottom 
and would be protected from rain and sleet by a covering. A 
copper cable running alongside this structure and soldered to 
each section of this third rail, would more economically and • 
successfu lly conduct this current than is at present the case. 

A n over-running shoe in which the weight of the shoe sup
plemented by a spring is depended upon for pressqre has never 
been found to be the best form of collector between a movable 
and stationary collector. This was well demonstrated by the 
experiments with the over-running trolleys in the early days 
of electric railroads. The reason for this is that where the 
shoe is of considerable weight its inertia will prevent it re
sponding rapidly enough to the changes in the surface of the 
contact-rail where the speeds are high, and at breaks in the 
third rail at crossings there is a bounding of the .shoe when it 
strikes the slope of the third rail. This not only throws me
chanical strain on the shoe hanger and roughens the contact
rail at these points, but these conditions are aggravated by 
continued use. The same mechanical analogy of under-run
ning and over-running shoe is presented in the case of striking 
a blow with a hammer in which there is a spring between the 
head of the hammer and handle and another hammer in which 
the spring is located between the head of the hammer and 
anvil. In the first case we get full impact of the weight of 
the head of the hammer, while in the second we have the 
impact transmitted through the resilience of the spring. With 
the under-running shoe we have to deal with nothing but the 
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resilience of the spring which holds the shoe against th e con
tact, and thi s is vastly more active than where a dead weight 
has to be contended with . 

The reason for placing the third rail low was evidently so 
that the shoe hanger could be attached to the truck and thus 
reduce th e sideway osci lla tion of the ~hoe to a minimum. But 
if the weight of the third rai l is brought down to only 20 lbs. 
per yard a structure can be built which need be supported only 
at intervals of 15 ft. , and which will h ave only a slight flexure. 
If then the under surface of the ra il is of V-shape, and the 
lateral motion of the body of the car is taken up by springs on 
the roof of the car, the third rail can be erec ted 12 ft. or more 
above th e head of the rai l and at suffic ient distance at the 
side of the track so that there would be no danger to passengers 
who should lean out of the wi ndows of the car . 

By placing the support for the shoes on th e roof of the car 
and centering it over the pivot of th e truck, and by bending 
the third rail to confo rm to the curves on the road, no great 
lateral motion would be required by th e contact-shoe in keeping 
its position on curves of th e radius usually employed in inter 
urban work. This construction would perm it the use of the 
third rail on roads paralleling h ighways, and if each section of 
the third rail wa s independently supported and connected to the 
main feed conductor th ere would be no stra ins on the pole 
line, due to t emperature changes. 

Passing to th e interurban equ ipment itself, the sizes of wires 
used in ca r, wiring a re usually fi gured on the mean current 
taken by the motors, and, as a ru le, a re too small. T he maxi
mum potentia l that can be obtai ned across these motors deter
mines th e maximum speed of acceleration. Consequently, a 
wire too small causes a drop in vultage whi ch , if utilized at 
the brushes of the motor , would decrease th e current demand 
on th e line and improve the acceleration condition. In a 45-ft. 
car body th ere a re nearly 380 ft. of wire between the trolleys 
and the motors, causing often a drop of from 10 volts to 35 
volts, depending upon the type of th e equipment and the weight 
of th e car body. 

The multiple-un it cont rol was primarily designed fo r a t rain 
control. Several of th e in te rurban roads a re using it on single 
equipments, and have come to its adop tion on account of the 
arcing troubles in th e controllers on opening th e motor circuit. 
If the controller was arranged so that it would t ri p a circuit 
breaker , one fo r each motor or pair of motors, and which could 
be closed only by br inging th e controller handle to off position , 
the controller contact cylinder would be reli eved of the fun ction 
of breaking the circui t. Edwin W . Olds, superintendent of 
rolling stock of the Milwaukee Railway, has made a very 
pertinent suggest ion along thi s line-that is to use individual 
fuses for each motor or pair of motors. T h is practi ce auto
matically cuts out a defective motor and prevents the putting 
in of new fuses or setting the circuit breaker , and thus further 
injuring th e motor in t rouble. 

Another cause of trouble with motors and controllers is· in 
ra ising th e voltage on the iine at th e sub-stat ions or power 
stations to between 700 volts and 780 volts, and not tapping 
back on the trolley wire far enough fr om the sub-station so the 
full voltage will not be received by th e equi pmen t when adja
cent to the stations. A t this high voltage motors fla sh·and buck 
and often th e arc, drawn on a controller, cannot be sati sfac
to rily extinguished by a magnetic blow-out dev ice design<'<l for 
550 volts to 650 volts service. 

It is a common practice in interurban rai lway work to con
nect together pa rallel feeders th rough the trolley wire, and 
such length of trolley wire is often interposed between these 
two fe eders that its resistance prevents the full utili zat ion o f 
the multiple feedi ng effec t of th e feeders. W here two feeders 
are connected a t th e feeder board in the station th rough the 
same circuit breaker , they should be joined together at the 
extremity of the shortest feeder with a ci rcu it breaker having 

a semaphore a ttachment which will show when it is open. T h is 
is, of course, use ful only where th e breaker is between the two 
feeders, but this a rrangement will utili ze th e total copper over
head to the best advantage, except at the time when there is a 
ground on one of the feeders. 

In order th at sub-stations on interu rban work divide their 
loads uniformly it is as necessa ry to have the bonding between 
the sub-stations in good condi tion as to have the copper over
head equally distributed between the sub-stations. I have fo und 
that defective bonding adj acent to one sub-station th rew a 
40 per cent overload normally on the next adjacent sub-station, 
causing momenta ry overloads greatly in excess of the capacity 
of the sub-st ation , and it cost many thousands of dolla rs to 
make good the repai r s in the sub-station before the difficulty 
was located. 

A nother way in which the road engineer often creates an 
element of danger is by placing curves at the foo t of heavy 
grades. Thi s is done so often that it does not seem tha t the 
ri sk involved can be real ized. A number of serious acc idents 
in Ohio can be attri buted d irect ly to thi s unfortunate com
bination. 

A word now regarding signal systems for short inte rurban 
ro::tds. The block-in and block-out system, in which two lights 
a re used at the siding ahead and th ree li ghts at the siding fm:11 
which the signal is given , with a switch to th row the dange r 
signal to the siding ahead, is certa inly the simplest and requires 
only one wire between blocking poin ts. The telephone system 
is a lso largely in vogue on interurban lines. T he telephone is 
located either a longside the track in a telephone box, or in the 
car , and a connection is made by a pole to a telephone line ad
j acent th e track at th e signal point. A fur ther imp rovement can 
be made by connecting the telephone on the car with an 
aux iliary trolley pole, and attach ing the telephone wi res at the 
signal point to the span wires in such a positi on that they can 
easily be connected with thi s pole. As it is important that both 
motorman and conductor get orders, a dupli cate set of tele
phones could th en be used, one in the motorman 's cab and the 
other on the rea r platform, so connected that both w ill be 
operated only when both 1 eceivers a re off. In th is way both 
conductor and motorman will hear the message as origi nally 
given, and th ere can be no confusion in t ransmission from one 
to another as where only one receives the message. \ Vhere 
there are only a few sidings between despatchi ng points indi
vidual wires could be run to each siding, and in th is way any 
car could be called up while pass ing a signal point, or the drops 
in the office would indicate what points had been passed by th e 
cars. It has also been fo und very useful in emergency cases 
to have a flexible conductor which wi ll reach from the tele
phone wires to the ground, so that in case of emergency be
tween sidings th e central offi ce can be readily communicated 
with. 

E lectric magneti c apparatus for signalling and operating 
safety devices fo rm a theoretically ideal method for signal 
systems on interurban roads, but experi ence indicates that the 
same troubles would be found with them as exist on steam rail
roads, and that is the difficulty in obta ining perfec t serv ice 
from any system operated by electromagnetic dev ices. The 
reason for thi s is that the speed a t whi ch th es·e magnets are 
required to work does not allow them sufficient time to saturate 
and operate their a rmatures, and if wound to operate a t 50 
m. p. h., when the car passes them wh en running, th ey will be 
burn t out if the same energy is applied ·while the car happens 
to stand over the signaling point. T hese t roubles are not un
surmountable, and it is to be hoped that of the many ingen ious 
magnetic signal dev ices offered some will prove commercially 
success ful. But the la rge majority of the in terurban roads are 
equipped w ith two trolley wires in sul ated from each other, and 
I should think that if these trolley w ires were individually fed 
lietweee n bl ocks a system of signals or cut outs could be ar-
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ranged so that when a car was taking ·current from one trolley 
wire the connection between the other and the feeder would be 
opened. In this way head-on colli sions between signaling 
points would be impossible. 

But no signal sys tem is of use unless the discipline is such 
that to run by orders inevitably means discharge. In the matter 
of di scipline a large number of the interurban roads can be 
materially improved. Moreover , it is important to have both 
the motorman and conductor mutually responsible fo r the 
proper fulfillm ent of the despatching orders and interpreta tions 
o f the rules of the road. 

•• 
DETAILS OF FLOOR OR BOTTOM FRAMING OF MODERN 

INTERURBAN CARS 

BY EDWARD C. BOYNT ON 

Many decided changes have been made in the bottom framing 
plans of modern interurban cars during the pas t fo ur years. 
These changes have been brought about by the rapid develop
ment of interurban roads, and a re due to the use of la rge r and 
heavi er car s, greater powe r and hi gher speeds. 

In obta ining the necessary increase in we ight and str ength 
t'·e practice employed in the design of steam ra il way coaches 
has been fo llowed to a la rge extent. T hi s is undoubtedly a 

parent. The writer has seen such a car, with trussed side sills, 
and with needle beams which cleared everything under the car 
by about 4 ins., merely resting on top of the queen posts, acting 
simply as a block to extend their length! 

Such examples of curious construction are not infrequent, 
but the car builders are not responsible, for many cars are 
designed by the purchasers, and the builders must follow their 
designs and specifications. 

The method of supporting the front and rear platforms 
shown here is that which has been in use for many years, but is 
now rarely used on interurban cars. Its weakness is very 
.:pparent, the separate platform sills, 2¼ ins. x 7¼ ins., passing 
tmder the end sills, and usually secured to them by a strap and 
bolted to the side sills, are reinforced by ¾-in. steel plates on 
the inside, and form the sole support of the platforms. In the 
interurban car of to-day the dead weights carried on the plat
form s, such as heavy controllers, and frequently hot-water 
heaters, together with the necessity for a collision buffer, 
render a substantial platform imperative. 

The plan and side elevation of the bottom frame of a type of 
modern interurban car is shown in Fig. 2. This car is 40 ft. 
long over end sills, and 52 ft. over buffers, and has a seating 
capacity of fifty-four passengers. It is single ended, that is, 
intended to run in one direction only. 

Each side sill is made of one piece of long-leaf yellow pine, 
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F I G. 1.- PLA N OF FLOOR F l{Ai\'l l NG OF ~8-FT. CA R, STANDA RD CONSTR UCTIO N FOU R Y EA RS AGO 

move in the r ight direc tion , fo r the service required of the 
interurban car to-day equals, if it does not exceed in sever ity, 
that necessary in the average ra il way coach. 

For purposes of compari son F ig. I shows in plan and side 
elevation the bottom frame detail s of the usual in terurban car 
of four years ago. T his car is 28 ft. long over end sill s, has 
center ais le and cross-seats, wi th a seating capacity of fo rty 
passengers. It wi ll be noticed that the strength of the frame 
lies almost wholly in the two side sill s, which a re of ye llow 
pine, 41/; ins. x 8 ins., with a ¾-in . x 8-in. steel plat e bolted to 
the outside of each. T he body bolste rs a re 8 in s. x IO ins., with 
two ¼ -in. x Io-in. steel plates sandwiched in , and the end sill s 
are 4½ ins. x 8 in s. T here a re four cross braces or bridging 
between bolsters, 2¼ ins. x 71/s ins., for the pu rpose of sup
porting the floor. 

As there are no center si lls the side si lls have to car ry the 
ent ire load and transfer it th rough the bolsters to the center 
plates. The side sil ls were sometimes, but not a lways, supplied 
with truss rods , which added material ly to their strength and 
gave a slight camber to the frame. 

This const ruction is well adapted to ordinary city traffic , 
where speeds a re low, but when used in comparatively hi gh
speed work the weakness of such a frame soon became ap-

5 in s. x 8 in s., and one piece, 2 ins. x 6 ins. , enclosing a 6-in. x . 
½-in. steel plate between them, all being securely bolted to
gether. The left-hand side sill is carried from the rear corner 
post under the front platform to the buffer. The right-hand 
side sill runs between corner posts only. There are four more 
longitudinal sills, two center and two intermediate. These con
sist of 6-in. steel I-beams with yellow pine filling strips on each 
side, well -bolted together, forming square sills into which the 
cross sill s of wood can be framed. These four sills extend from 
the rear end sill straight through under the front platform and 
support the buffer. 

The rear platform is supported by four separate sills, each 
consisting of two 5-in. x ¼-in. steel plates, which extend from 
the rear bol ster, enclosing each center and intermediate sill, 
and securely bolted thereto, back to the end sill under which 
they are offset, and thence under the rear platform, with suit
able filling pieces of wood between them, to the rear buffer. 

The end sills are 6-in. x 8-in. oak, strongly reinforced by a 
heavy angle-iron securely bolted to the lower side. 

The rear end sill is solid while the center and intermediate 
sills pass through the front end sill. 

All cross sills are made of 3¾-in. x 6-in. yellow pine, framed 
in between longitudinal sills, and beside each cross sill is a 
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¾ -in . tie-rod, ex tending th e fo ll \\'idth nf th e car, with cup 
washer a rnl nu t on each end, which thoro11ghly ties th e frame 
together. T he frame is further st rength ened by I ¼-in . trus,; 
rods und er s ide .s ill s, ca refu lly anchorerl at holsters, wi th turn 
buck le in center , and two needl e beams of 4-i11 . x 6-in. white 
oak, each tru ssed by two ¾-in. rnd s and supporting all 
longitudin al sill s. Th e body bol sters are built in th e form of a 
tru ss of I -in . and ¾- in. x 12-i n. steel plates, with suitable center 
pl ate casting, and bolted togeth er with filling pi eces in th e form 
of cast-iron sleeves over bolt s between the plates. 

This type of bottom frame is one of seve ral recently built 
which differ slightly in detail. It is ev ident that the left -hand 
side of the fron t vestibule is closed, while there are steps at 
the other three corners of the car. Tho.se in front are chie fl y 
for use of the motormen, while passengers use both sides of the 
rea r vesti bule. 

T he front pla tfo rm is at the height of the car tloor, while the 
rear is a step lower, thus saving a side step. The re is a markeci 
temlency in later cars, howeve r , to carry both center aml inter
mediate sill s straight th rough from buffer to buffer, maki ng 
both platforms level with floor, and using th e stea m railway 
box- type of steps. T hi s makes the strongest ancl best construc
tion, fo r it fo rm s a platform and vestibule whi : h wil l not sag 
ancl is a safeguard in coll isions. 

T he style of buffer shown is now quite general ly used. It is 
made of oak, run s the fu ll width of car and is faced with a 
heavy steel channel-iron. T he buffer proj ects about 8 ins. be
yond vesti bule sheathing. 

T here is one detail which does not seem to have kept pace 
with the other improvements, through it may not he properly 
a part of the bottom frame-and that is the draft rigg in g. By 
thi s is not meant the draw-ba r and its attachments, but the 
methods of secur ing it to the frames. Draft sill s are rare ly 
seen on interurban frames, but draw-bars, strong enough to pull 
a freight t ra in, a re attached to center sill s by mean s of a weak 
iron bracket, whi ch supports the pin through the encl of the 
draw-bar. It mi ght be said that in terurban cars are no t in
tended to pull fr eight tra ins, which is true, but how often we 
see their draft gear put to a worse test, especially when try ing 
to pull a derai led ca r back on the track by a ch ain. The result 
in a maj ority of cases can be predicted-the draw-bar pull s out. 

There is no reason why the ciraft rigging should not be de
signed somewhat after steam rai lway practi ce, and made strong 
enough to hold any load that the tractive power of the motors 
can put upon it. 

•• 
THE MASTER MECHANICS• CONVENTION 

Formal ann oun cement of the convention of th e Am er ica n 
Rail way Mechanical and E lectrical Association has been sen t 
out by Secretary \ Valter l\fower. The convention will he held 
the two cl ays precedi ng the American Street Rai lway Associa
tion Convention. T he l\ifaster Mechanics' Conven tion will be 
held at St. Lou is, l\fonday and Tuesday, Oct. Io ancl 11 , 1904, 
to be fo ll owed hy the Am erican Street Railway i\ss<1c iation 
Convention th e r 2th and r 3th, and th e Street Railway Accoun t
an ts' Association of 1\ meri ca the q th and 15th. 

----♦----
Th e S upreme l"ourt of Ohi o has rec en tly handed down a 

dec ision in a case in which a conductor on the Cincinnati Trac
tion Company bro ught a damage suit aga in st a party who hatl 
reported him to a superin tendent fo r mi sconduct. T he court 
held that a patro n of a street railway company incurs no 
li ability to a co nclu ctor by report ing to the superintend ent of 
rnch company miscond uct on the part of the conductor while 

0 11 duty, even though in making the report th e passenger is 
prompted hy ill wi ll ancl a desire to secure the condu cto r 's di s
charge fro m the se tvice of the company. 
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TRAIN TESTING 

BY SYDNEY W. ASH E 

It is realized by the w riter in the preparation of this article 
that it is impossible to :nclude in the limited space at hand all 
that pertains to train tes ting. It has, therefore, been con-

some variable. Such a curve when applied to a train, repre
senting its performance between the stations, has a zero value 
at starting, reaches a maximum value after power has been 
applied to the train and finally becomes zero after braking, at 
which time the train has arrived at the second station. There 
may be several applications of power between stations, the 
number being determined by the profile and the general con

tour of the road. By referring to such 
a curve the speed in miles per hour 
may be obtained at any time interval 
between stations. 

A convenient method of obtaining 
data for speed time and also power 
curves is by means of an instrument 
(Fig. 1) dev ised by J ohn D. Keiley, 
of th e New York Central Railroad. 
This tes ting se t was used in prelimi
nary train test s of the Manhattan 
Railway Company, and subsequently 
an improved fo rm was employed in 
similar work on the Rapid Transit 
Subway. As thi s instrument affords 

FIG, 1.-PLAN OF RECO RDE R, SHO\Vl KG RECO RD SH EET I N POSITIO N 

the only means of obtaining simul
taneous continuous records of speed 

sidered expedient to omit all methods of tests upon equip
ment the results of which could be obtained at any time from 
the respective manu fac turing companies. In the case of 
motors, curves may be obtained from any of these companies, 
exhibiting all of the principal charac teri stics, namely, the 
effici ency and the current, speed, to rque, relations. S imil arly 
considering t rucks, car bodies, gears, brake apparatus and 
TJrake-shoes, all of the data may be secured from their respec
ti ve manu fac turing sources. There are certain tests which it is 
desirable to make when the car equipment is in an opera
tive conditi on. T hese tests a rc, namely, an insul at ion test with 
a 'high-resistance voltmeter to determine weak poin ts in the 
insulation and possible future grounds ; a test of the capacity 
of the motors operat ing normally, dete rmining the rise of tem
pera ture of the armature coil s and fie ld coil s, and. fi na lly, com
plete speed t ime curves and power cu rves should be obtained 
between successive stat ions. I t is imposs ible fr om one series 
o f tests to obtain data which w ill represent the ch aracteristi c 
per fo rmance of a t ra in. \ Vith conditions simi lar in every re
spect, including the motorman, a difference of power con-

FIG, 2-SECTION OF RE CORDER 

sumption amounting to as much as 15 per cent may exi st when 
comparing the data obtained from two tests. \\There automatic 
acceleration is obtained, as with the \ Vestinghouse electro
pneumatic sys tem of control, the personal equation of the 
motorman is almost eliminated. 

THE SPEED-TIME CURVE 

A speed-time curve, as its name indicates, is a curve which 
exhibits the instantaneous speed value at various intervals of 

and power , it was decided by the 
writer to employ it in train tes ting. T he curves inserted in this 
a rti cle were obtained by one of Mr. K eiley's in struments, and 
a brief description of th e apparatus therefore fo llows 

FIG. 3.- LATE R TYPE OF R ECO RDE R 

T he instrument when operative carries a strip of paper 
in roll fo rm drawn by a spring motor at uni fo rm speed over a 

drum. T he motor was fitt ed with a 
deli cate governor, by means of 
which the speed could be changed at 
will. \ i\Then operative the paper 

• passes over the drum under three 
pencils, the pencils pressing the 
paper against the drum and produc
ing a record of time, current input 
and wheel revolutions of the car. ' 
The pencils recording time and 
wheel r evolutions are actuated by 
electrom agnets, the pencils produc
ing, when the paper is in motion, a 
serrated line. 

A clock mechanism mechanically 
closes a local storage battery circuit 
through the time relay magnets at 

successive half-seconds periods. It is obvious that the length of 
line produced by the time pencil on the pa,per will be the same 
between contacts, providing the paper move at a uniform rate. 

Upon one of the axles of the car is fitted a wooden drum 
containing a metal strip. A brush pressing upon the drum 
makes contact with the metal strip with each revolution of the 
wheel, thereby closing a local storage battery circuit through 
the second pair of magnets. The length of line produced by 
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the revolutions pencil varies with the car speed between suc
cessive contacts. At starting the car wheel may make the first 
revolution in approximately one-half second. At a speed of 
22 m. p. h. approximately four contacts will be made in one
half second. The duration of time per revolution provides the 
means of plotting a speed-time curve when the tread of the 
wheel is accurately known. 

The third feature of the instrument, and by far the most 
important, is th e device for recording current. It consists of a 
high-range ammeter connected in se ries with the power line of 
the train. The range of this instrument is of sufficient magni
tude to permit of a deflection without banking, equivalent to 
the maximum current imput of the motors. Mounted rigidly 

sudden variations of speed, will indicate when a straight line 
inclined to the axis that the speed is constant, and will serve 
as a check when plotting the speed-time curve. 

It is customary when investigating the results of tests to 
plot all of th e variables upon the same sheet with time as the 
abscissa, so that at any time interval the distance covered, 
the speed, the power consumption, the current input, the volt
age and the acceleration may be readily compared. The speed 
curve (Fig. 4) was obtained by drawing tangents to the dis
tance curve. 

This particular test was selected because it contained both 
grades and a curve. The car left station A upon a curve and a 
slight up-grade. When emerging from the curve the grad« 
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FIG. 4.- TEST Dli\GRXl\l PLOTTED F ROM RECORDS MADE DY RECORDER 

upon a spindle in front of the ammeter is an arm with a pointer 
on one extremity and a handle on the other end. This handle 
can be moved by the operator with a little practice so that the 
pointer may accurately follow the variations of th e ammeter 
needle. By means of a fine wire passed several times around a 
pulley mounted upon the fulcrum of the handle, the motion 
of the pointer may be transmitted to a sliding rest upon which 
is situated the current-recording pencil. The wire is kept taut 
by passing it around two additional pulleys in a similar manner 
to that of an endless belt ( see Fig. 2). The instruments, as 
now designed by Mr. Keiley, have an additional attachment 
similar in every respect to the current-recording device, to 
record voltage ( see Fig. 3) requiring the services of an ad
ditional operator. In th e' tests made by the writer, voltmeter 
readings were obtained by inserting a voltmeter in the lamp 
circuit with an attachment plug, the drop due to the lamps 
being allowed for. ' 

PLOTTI NG OF OBSERVATIONS 

Prior to plotting a speed-time curve it is desirable to plot a 
distance-time curve. This is readily accomplished by counting 
the number of contacts representing wheel revolutions up to 
the given time interval ancl multiplying by the tread of the 
wheel in feet. Securing points every 5 seconds and plotting the 
same, a curve is produced (see Fig. 4) whi<;h will exhibit any 

suddenly increased. This up-grade continued 'to within a short 
distance of the station. The various g rades and the curve are 
represented upon the profile map ( Fig. 5). 

The test was performed upon a single car, having 33-in. 
wheels, with a tread of 8.63 ft.; was equipped with automatic 
multiple-unit control, and was operated by four motors, rated 
at 60 hp each, the motors being geared in the ratio 21 to 65. 
The total weight of the car, including passengers, was 67,200 
lbs. The total distance covered between star ting at station A 
and stoppin g at station B was 2-1-80 ft. 

To plot the current curve from the test sheet, vertical, 
parallel lines are drawn across the paper intersecting the cur
rent curve, separating it into half-second inter.vals, as deter·
min ed from the time record. The current attachment of the 
instrument is calibrated by placing th e pointer on the succes
sive 50-amp. points of the am meter while the paper is passing 
under the current-recording pencil. This produces a series of 
parallel lines, one beginning where the previous one ended, 
from which a scale may be deduced. A zero current line is 
then drawn 011 the test sheet. The amperes equivalent to the 
height of the current curve above the zero line is readily de
termined by means of the scale. The va rious successive cur
rent values at every half-second period are then plotted as 
illustrated in Pig. 4. 
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T he voltage, as obse rved every 3 seconds, is plotted above the 
cu rrent curve. T he voltage curve will fluctuate while the 
motor is accelerating and by employing one of M r. Keiley's 
later inst rumen ts, which records voltage, a much more accu
rate curve may be plotted. In the curve sheet , F ig. 4, fo r in
stance, the voltage curve should drop at each notch of the con
troller instead of r emaining practically uni fo rm. 

\ Vhen the current curve and the voltage curve have been 
plotted a power curve may be obtained by mult iplying together 
the instantaneous values of both curves. T he area o f thi s curve 
in square inches may be obtained with a planimeter. T his a rea 
may be reduced to watt-hours by a knowledge of the watt-
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hours equivalent to I sq. in. of cross-section _paper. In the tes t 
we a re consider ing, I in . of cross-sec tion paper is equal to ro.o 
seconds on the absc issa, and it is also equal to 4 0 .0 kw upon the 
ordinate r epresenting an a rea of .111 kw-hcurs per squa re inch. 
The total a rea of the cu rrent curve is equ~.l to 15.73 sq. ins., 
being equ ivalent to a power consumption between stations A 
and D of r.750 kw-hours. 

T he effective cur rent value r epresen ting the squa re root of 
the mea n square current, or its heating value, may be obtained 
as fo llows: The in stantaneous cur rent values, r epresented by 
the current curve, should be squared, and a curve of current
squa red values and time plotted. T he area of th is curve in 
sq ua re inches should be obtained with a planimetcr , and th is 
a rea , when di v ided by the base line in inches, w ill yie ld the 
mean ordinate in inches. P lotting this mean ordi nate on the 
current-squa red ax is will give the mean square current value. 
Extracting the square root of this quanti ty the squa re root 
of the mean squ c1 re current value is obtained, or , in other 
words, the effect ive current value. 

T he effective current value wi ll enable the I2R losses of the 
a rmature coi ls and the fi eld coi ls to be r ead ily dete rmined when 
their res istance is known. T he combined remain ing losses, 
clue to friction, hyste resis, eddy cur rents, j ournal fr iction, 
windage, etc., may then be dete rm ined by compari son with the 
effici ency curve of the motor s. 

The schedule speed is obtained by divid ing the area of the 
speed-time curve by the base line fo llowing the method pre
viously described. I n a similar m anner the mean acce leration 
in miles per hour per second m ay be deduced by integrating 
with a plani meter the accele ration curve up to th e point where 
the maximum speed occurs, and then dividing by the base line 
corresponding to the same time interval. If we divide tire area 

of the acceleration curve .by the tota l time between s ta tions 
the through acceleration is obtained. The mean rate of de
celeration while braking is equiva lent to the a rea o f the 
deceleration curve divided by its base line. 

TEJ\I PERAT U R E T ESTS 

A standard method of making temperature tes ts of a rmature 
coils and field coils is by means of measuring the increase in 
r esi stance during a run. As th e motors cool off slowly, espe
cially when slightly above atmospheric conditions, the car 
must be laid up in the yards for several days be fore the test is 
made. A satisfactory method for making thi s test is to utilize 
a storage battery with an ammeter in series attached to two 
long, fl exible terminals with good flat contac ts on their ex
tremities, so that these contacts may be r eadily inserted be
tween the brushes and the commutator surface of one of the 
motors. Attached to these flat contacts must also be the ter
mina ls of a low-reading voltmeter. This will enable the IR 
drop and the current passing through the a rmature to be ob
ser ved. E mploying Ohm's law, and the temperature coeffici ent 
o f copper ( .0042) , the r esistance of the coils at zero, R0 , is 
easily determinable from the formul a, 

R = R0 ( r + .0042 t ) 
w here R is the resistance before the run at the temperature, t , 
of the atmosphere. The final tempera ture, t 1 , o f the coils is 
obtained by remeasuring their r espective r esistances, R 1 , a ft er 
the test and employing the formula 

R 1 = R0 ( I + .0042 t 1 ) 

Inser ting the value for R0 , as previously determined, and solv
ing fo r t1 , we obtain the r esultant temperature. The tempera
ture of the fi eld coils and a rmature coils should not be allowed 
to r ise more than 75 <legs. C. above the temperature of the 
atmosphere, whi ch is assumed to be about 25 <legs. C. A curve 
ex hibiting the ri se of temperature of the fi eld coil s may be 
easily determined from a series of r esistance values obtained 
by shunting the fi eld te rminals with a voltmeter, and having a 
la rge range ammeter in se ries with the ground side of the fi eld 
coils. T he res istance may then be determined at any instant 
when the motors a re r eceiving powe r and the r ise of tempera
ture calculated by the method previously described. 

•• 
INTERURBAN LINES IN ILLINOIS 

The accompanying map of the interurban lines of Illinois 
shows considerably greater mileage than the map of Northern 
Illinois publi shed in the STREET RAILWAY JouRNAL of July 5, 
190 2. Most of the increase in mileage has been in the shape 
of extensions of roads a lready in ex istence. A large number 
of proj ec ted lines are not shown on thi s map, as it has been the 
aim to confine it mainly to proj ec ts far enough along to seem 
a lmost assured and to those under construction and in opera
tion . T he g reatest activi ty in thi s S tate has been shown by 
the "McKinley," or " Portland," syndicate. This syndicate has 
constructed the lines between Urbana and Danville, and be
tween Peru and Marseilles, and has under construction several 
links in a chain between Danville and St. Louis by way of 
Decatur and Springfi eld. The sa me syndicate also controls the 
Galesburg and Monmouth lin e, which is under construction, 
and has projected lines between Galesburg and Rock Island. 
T h ere is a considerable mileage tributary to Chicago, and Rock
fo rd is another important interurban center. A number of lines 
have been considered which would connect the Rockford and 
Chicago networks. A large interurban sys tem also radiates 
from East St. Louis. The other interurban lines of the State 
a re mainly short , isolated lines between large towns. The 
Coal Belt Electric Railway is a remarkable little road, serving 
a belt of coal mining towns tributary to Marion. The popula
tion is small, as Marion, the largest town, has a population of 
only a little over 2000, but the road has been economically con
structed and seems to be doing well financially. 



I N T EU URBAN 
RAIL\VAYS 

OF 

ILLINOIS 
----In Oper ation 
----Un,lct· Con struction 
----rro,icv tccl 

SCALES, 

o 5 to 20 30 40 60 MILES 

0 6 10 20 30 40 50 60 70 

0 ALEDO 

STREET RAILWAY JOURNAL. 77 1 

n,,Joit \ Bil! F ont --· 

• 0 GA LENA ·--·--·--·--·--· Rosco~ - - -· 14.r;;::var<l Jc.---~_J_L 

5 ~ L il,('l'f 

CAMRRIDGE 0 

P ccntonia _ .z At-g: T J'i·;;z ~ WOODST OCK 0 111•1-111 c• 

FREEPOR T 3 Ro~· ' 3 BEL\'IDERE \ C,·ys tn;,~~;; \ '\====== L a fl(°}~ -

0 MT .CARHOLL Fa irtl~::-~ ,, SYCACM,OIIRl'E""t ,•1,) lln~~·::.~~ll_ ,~~I IJE~--=.v~ 

MORRI SO N 
0 

OREGON 0 DeKa l~✓:3 ,(, ;lo::-1~:\oU u"g\J= --= - -
, ""-. C H IC A GO===' 

K a n ev~:EVA i>~< a ~ , a n ge ,tij~k;i,~~ ~DIXON 

Ste rling· 

;J
-......._ \\urora 

B11stol c\ 7 \. Whi ti n= 
YORKVI LLE ~ Lemont l 

Tamaro.ck ""-. H arvey ,

1 

H a:rumon<l 

,,,-- j J OLI ET 

'(/ I I 
6 Lll<l<l MORRIS // // 

PR INCETON c---'""' 6 ~ _!!__ _./ 
~►- .~e,. -../ G / I 

Kewanee)' 
HENNEPIN 0 o ...... ► ,,.e' / / , 

')\'> / Boaruon nais 24 __ 
0 

~l oulence 
/ 

/./ 

Onei,la.p / 25 

/ 

0 T OU LON 

0 LACON 

Gar<ln,•r Cit1/ KANKAKE;f" ! 
1

/ 27 I 
I . 

G ALESBUR G_/ 0---~1·._, Knoxvi lle 
MONMOUTH 17 12 

Abing<lon 
0 METAMORA 

p ~ ONTIAC I 
I . 

/ W~H~ 0 I 
PEKIN r PEORIA 

16 
/ Lexing-loll i 

/27 . 

29 i f"~rma l I 
0 MACOMB 

BLOOMINGTON .J 0 PAXTON • 

Wil li amspor.t ,,..-

I 

° CARTHAGE 

L 

STERLING 0 

PIT T SFIELD 
0 

NAMES OF COMPANIES. 

1 !!!gin, Aurora & S·1 uthern Traction Co. 
2 Aurora, Elgin & Chicago Ry. Co. 

~ ~~!_fo~d&~Ju~!r~f!c~~~lt· ~°cn_ 
5 Roc~rd, Peloit & Janesville R. R. Co. 
6 Illinois Valley Traction Co. 
7 Joliet, Plainfield & Aurora R. R. Co. 
8 Coal Be:t Electric Ry. Co. 
9 Chicag1 & Milwaukee Elec. R. R. Co. 

10 Chicago Electric Tractirn Co. 
11 East St. Louis & Suburban Ry. C, . 
12 People's Tra . tton Co, 
13 DaKalb-Sycamore E octric Co. 
14 Chicago, Harvard & Geneva Lake Ry . Co. 
15 Moline, East Moline & Watertown Ry. Co, 
16 Peoria & Pekin Terminal Ry. Co. 
17 Galesburg, Monmouth & Rock Island Ry. Co, 
18 Sterling, lliion & Eastern Ry. Co. 
19 Decatur, Springfield & St. Lou s Ry. 
20 Aurora, DeKa'b ct Rockford Traction Co. 
21 Terre Haute Electric Co. 
22 Waukegan, Fox Lake & Western Ry. Co, 
23 Danville, Urbana & Champaign Ry. Co, 
24 North Kankakee Electric Light & Ry. Co, 
25 Galesburg & Kewanee Electric Ry. Co. 
26 Granite City & St. Louis Ry. Co. 
27 Bloomington & Joliet Electric Ry. Co. 
28 Central fraction Co. 

0 LEWI STOW N 

I 
LI NCO LN 0 

N 0 
0 CLINTON 

• 1/ 

J S ! /~ttica 

Chanqmij!'n OANVl,!:;!.r-+ Covington 
19 , ~-- - i:, FI 23 .11,, . 23 • 

. d , 8111114 nc,e v I 
C1s/ ......... MON TI CEL LO , vestville 

---0-----z,/ ~9 I 

L 
© HAVANA 

PETER SBURG 0 

SPRINGF"IELD c-r' ,.,- ,,·::,.'\e 19 DECATUR 0 T USCOLA ,

1 r ;\"\.e 
JACKSONVILLE 0 / I 

9 
\,Oo 

/ PARI S O..., ~ •1 
0 WINCHESTER ! SULLIVAN 0 ......_ 

Auuum 271'
1 

/ 0 TAYLORVILLE -- ..-J CHARLEST ON 

CARROLL TON 
0 

/ 
19 

Mattoon ~ 28 , 

/ SHELBYVILL E 0 MARSHALL 0 

l CARLINVILLE TOlEOO 0 

0 HIL LSBORO 

0 JERSEYVILLE EFFINGHAM 0 

LTON 

30 

© VANDALIA 

0 GREENVILLE 

ROBI NSON 0 
NEWTON 0 

( EDWARDSVILL E 

0 · Na m c•oki 
LOUISVI LL E 0 

0 

OLNEY " 2G IT 
ST.LOU . . e 

evHle 
,S' 

ebanon 

NASH VILLE 0 

CARLYLE 
0 

0 SALEM 

MT .VERNON 0 

FAIRFIELD 0 

PINCKNEYVILLE 0 Mc LEANSBORO 0 
CARMI 

(!) 

BEN TON 0 

MURPHYS BORO H,• rr~)Johnston City 
0 ~ 0 HA RRISBURG 

Crainville . MA R ION > SHAWNEE TOWN . 

JONESBO RO 
0 

VIENNA 0 
GO LCONDA . 

29 B!oomington & Normal Ry. Elcc, & Heating Co. 

~i ~;ot
0
:k\G{:~f[c

0
r~i?iln!~tof1.~~~~~i~~-lo. 

Strt>t-t. Rv.JonrnRI 



STREET RAILWAY JOURNAL. [VoL. XXIII. No. 21. 

ELECTRIC RAILWAY CAR HOUSES- :-CONSTRUCTION AND 
HAZARDS* 

BY RALPH SWETLAND 

A number of articles have appeared in insurance j ournals on 
the construction and hazards of the average electric railway 
ca r house. A ttention has been called to the large areas usually 
found, to the inflammable nature of the contents, to the great 
aggregation of va lue exposed to one fi re, to the very poor con
dition of the wiring of the cars, and to other hazards usually 
found in thi s class of risk. 

Various suggestions have been offered fo r the correction 
of these defects, such as to bui ld the houses with br ick div ision 
walls between t racks, and roller shu tters between the cars on 
each track, the whole stni cture being covered with a light iron 
roof. Or, it has been proposed to bu ild the house of bri ck with 
iron parti t ions between adj acent t racks, the whole covered with 
a light iron roof; the obj ect being with both fo rms of construc
tion to stop draughts as much as possible and limit the extent 
of the fire. 

The question of the remova l of cars has also received con
siderable attention, and numerous methods have been proposed 
to remove the car s provided the building was on fi re. O ne plan 
proposed contemplates a double trolley, one of which is to be 
the operating tro lley and whi ch is ord inarily used, the other 
trolley being dead. W hen the car s are run into the car house 
the trolley poles are so turned that the cars can be run from the 
house, the trolley wheel placed in contact with the dead trolley 
wire, and the controller set to its fir st position. By means of a 
switch some di stance from th e house, in case of trouble, this 
dead trolley is to be made alive, and as the controllers are on 
the cars are supposed to move out of the bui lding. Anothe; 
method proposed to remove cars from the house has been to 
have the tracks incli ned toward the front of the bui lding, the 
cars to rest against each other , bumper to bumper, and the car 
at the front of th e house to be blockeu. I n case of trouble it 
is proposed to remove this blocking and allow the cars to run 
by g ravity out of the bui lding. 

W hile, undoubtedly, these different schemes have consider
able merit, they apparently neglect one thing, and that is
the fac t that the rai lways mus t operate, and however desirable, 
fro m a fire poin t of view, a certain type of construction may be, 
if it seriously interferes with the operation of the rai lway, some 
other plan would be chosen. It is proble matical whether a road 
would agree to have each car in a pocket, as it were, since the 
increased cost of constru ction and the increased cost of operat
ing would more than offset any advantage gained. 

\ Vhile it is desirable that the ca rs should be removed from 
the house in case of fi re, a construction calli ng fo r an incl ine 
of the tracks is again very objectionable from an operatin rr 

• 0 

pomt of vi ew, since wi th cars weighin g 15 tons to 30 tons, the 
li ability to accident to employees, and to the ca rs themselves, 
is ve ry great, and it would almost be impossible to make any 
inspection or to do even minor repa ir work with the cars on 
an incline. A track scheme which would allow all the cars in 
a house to be run out at the same time would, to say the least, 
be very expensive and also require a g reat deal of space ad j a
cent to a car house. 

The New E ngland Insurance Exchange has given consider
able study to the question of a standard electric car house and 
e~uipment of same, and has recently adopted requi rements, as 
given at the encl of thi s article, fo r such houses. 

Constru ction.-This standard proposes a wall of a good hard 
burned brick not less than 16 ins. thick, except when piers are 
used, when piers shall not be less th an 20 ins. thick, with the 
length of piers a t least one-quarter the distance between the 

* By per mission from the Quarterly Bull et in of th e Comm ittee on Special 
Hazards and Fire R ecord of the Nat ional Fir e Protection A ssociat ion . 

center of piers. Cutoffs or division walls are to be not less 
than 2o' ins. thick, to be carried full thickness through and at 
least 5 ft. above the roof, and arranged to cut cornice and pr·o
tect doors and windows ~.t either end. A rea between cutoff 
walls to be not over 12,000 sq. ft. wi th the di stance between 
centers of adj oining tracks not less than 11 ft. 

The roof to be of regular mill constru ction ; that is, 3-in. 
plank supported on single stick timbers spaced not less than 
6 ft . nor more than ro ft. on centers and supported on wooden 
posts. No monitors to be used, but if light through roof is 
necessary metal skylights with wired glass to be provided. The 
height of the roof a t eaves to be not over ro ft. nor more tha"n 
25 f t. at the peak, the covering to be of gravel, tin, or approved 
composition. 

The floors to be of brick, concrete, stone or earth. Par
tition s, if necessary, to be of non-combustible material or of 
2-in. matched plank coated with fire- retardant paint. T he pits 
to have brick, stone or concrete retaining walls with steps of 
stone, concrete or iron, and, in additi on, two types of con
struction are permitted ; one allows a pit built in the fo rm of 
a rectangular box of a width equ al to the di stance between the 
inside of the rails-that is, with no space at the sides under the 
t rack. T he other allows of connecting pits, but requires the 
rails to be supported directly on bri ck, stone or concrete piers 
with brick arch or cement between the outside rails of ad
j oi ning tracks, and as often as every second track, a brick wall 
extending irom the fl oor of the pit to the under side of the 
brick arch or expanded metal and cement, thus tightly shutting 
off the space between every second pit. The floors of the pits 
in all cases to be of cement, bri ck or stone. 

T he t racks to run clear from building without transfer table 
and to terminate at the rear of the bui lding so as to give at 
least 3 ft. clear space between the end of the car and the build
ing. T he doors to be in pairs and swing out against stops, 
although under certain circumstances metal roller doors are 
allowed. 

In a consideration of the type of construction which has been 
briefl y outlined above, it will be noted that only brick is pro
posed for const ru ct ion of the walls, and that these are some
what thicker than many engineer s specify. It is bel ieved that 
even with a severe fire, there should be considerable salvage on 
walls const ructed in accordance with these requirements, and 
with good outside protection a fire should not ex tend beyond 
a cutoff wall. By limiting the area and at the same time the 
distance between centers of adj oining tracks, the car storage 
within a fire section is limited, since if the house is fill ed with 
the more expensive type of car s, worth at th e rate of $150 
per track foot , the total value within the fire section should not 
exceed $150,000-a ,ery moder ate amount, at least as present 
car houses go. 

T he roof construction differs from most standards in that all 
fo rms of trussed roofs, either of wood or of iron, are eliminated 
and th e roof timbers rest directly on posts. This roof wi ll have 
a fac tor of safety of from 4 to 6, and with the height recom
mended the chance fo r the spread of the fire above the cars 
should be greatly reduced over any form of trussed roof. It 
should be slow in igniting, and as there wi ll be no warp or 
twist, it should offer as good an opportuni ty as any to fight 
the fi r e from the sides or ends, and if there are skylights from 
the roof. That an iron trussed roof, with trusses simply strong. 
enough to allow fo r snow and wind pressure, is not suitable for 
a car house has been shown when fires have occurred in houses 
with thi s type of construction. The r ecent fire in the car house 
of the Lewiston, Brunswick & Bath Railway Company, at 
L ewiston, Me., gives a good example of what may be expected. 
This house had light iron tru sses with 3-in. plank and gravel 
covering. As near as can be determined, only 6 or 7 mi nutes 
elapsed between the di scovery of the fire and the fa lling of the 
roof, which, crushing the fire around the t rucks, prevented the 
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firemen from reaching the seat of the fire with their streams. 
The type of floor and pits recommended aims to have every

thing below the floor of the car fire resisting, so that even if the 
bodies of the cars are totally destroyed, salvage on the trucks 
and motors may be expected. 

Heating.-The hea ting to be by direct steam or hot water, 
boiler for sa me cut off from car house. Hot air by blower 
system has been tried, but is not recommended, owing to the 
necessity, with thi s method of heating, of havmg large pipes 
passing through fire walls requiring automatic dampers, which 
are difficult to keep in repair. 

Electrical A rrangements.-The lighting to be by electricity 
except that gas is permitted in the office and lobbies. The elec
trical equipment for the lighting, trolley wires, etc. , to be in 
accordance with the Na tional Electrical Code, except that in 
addition to the reguL,r trolley cutout switch a switch for the 
lighting circuits is required outside the building, so that both 
trolley and lighting circuits can be controlled independently. 

Hazards.-The hazards of car houses are somewhat varied, 
but perhaps that of pits might be fir st mentioned. These are 
receptacles for waste, blocking, sweeping from cars, etc. With 
the construction proposed for these pits it would seem by pro
viding proper receptacles for waste and with c rdinary care 
these should give but little trouble. Sawdust ha s been quite 
extensively used to absorb grease and oil which drips from the 
motors, but it is perfectly feasible to substitute sand, which is 
not as hazardous as th e oil and sawd11 st. Employees' tool and 
other closets might also be mentioned, but in the better class 
of car houses the former are now made of metal, so that the 
hazard from them is prac tically eliminated. The tool closets 
would require the ordinary care that such closets in a machine 
shop need. 

Oils and grease constitute quite a serious hazard, but can 
be well taken care of, provided the main supply is kept in a 
detached building and only a day's supply brought into the car 
house. Headlights were originally of the kerosene oil type, 
but on most roads these have been given up and the incan
descent or arc headlight substituted. Signal lights, especially 
on heavy interurban cars, use oil, and should be cared for in 
oil house or in detached oil room. The hazard of the electric 
light and the trolley in stallation will be small , provided they 
are installed in conformity with the National E lectrical Code. 

The principal hazard of any car house is undoubtedly the 
cars themselves. During the past few years the equipment on 
the average railway has increased enormously as regards to 
power, since, where originally it was customary to in stall one 
or two 15-hp or 20-hp motors on a car, to-day it is of common 
occurrence to have an ordinary street car equipped with motors 
of 150 hp or 200 hp in capacity. The cars themselves have in
creased in size and the lighting and heating have also increased 
proportionately. No radica l change has been made in the 
wiring except in minor details as regards fittings. The hi story 
of practically every car house fire seems to show that the fire 
originated in a car. Oftentimes it has been impossible to deter
mine exactly what caused the fire, but presumably it was from 
overheated res istances, from the heater circuits, poor switches 
or cutouts, and loose contacts, which ignited the insulation of 
the conductor and thus communicated fire to the woodwork of 
the car. The U nderwriters' National Electric Association have 
realized fo r some time that the wiring of cars was not covered 
by the Code, and not long since appointed a special committee 
to draw up rules and submit to the association for approval. 

This committee, recognizing the fact that the American 
Street Railway Associat ion was a member of the National 
Conference, and that th e members of this organization would 
be the ones chiefly affected by any rules which might be drawn 
up, suggested a con ference committee to consider the whole 
matter. This committee was appointed, a number of meetings 
have been helcl, a nd while no definite rules ha vc actually been 

agreed upon, it is fair to assume that they will embody require
ments covering th e fo llowi ng points: 

r. The protection of that part of the under side of the car 
over all electrical apparatus by some fo rm of fi re-resisti ng 
material. Thi s has been tri ed on certain ca rs using very heavy 
equipment, and while it is hard to obtain a materia l which is 
rea lly fire res isting, an insulator, and at the same time wi ll not 
absorb moi sture, certain asbestos compounds sati sfying these 
requirements to a large extent are now on the market. 

2. The use of standard conductors with flam e-proof braided 
outer covering and an improvement in the design of terminals. 
Owing to the severe jar and straining that practically every car 
is subj ec ted to, there is a tendency fo r a solid wire to crys
talli ze and break off, giving a loose connection , or fo r a screw 
in a terminal to loosen, and thus a poor contact result. Both of 
these will cause heating which may se t the insulation on fire. 
Flame-proof covering for wires has been tried somewhat ex
tensively by certain roads, and a lthough there &re objec tions 
on the part of the manufactu rers to its use, owi ng to the poor 
insulating qualiti es of any flam e-proof materi al, since these 
materi als are usually good conductors when wet, its use mu st 
help to prevent the carrying back and spread of the fir e. 

3. The use of an approved line of switches, cutouts, etc. 
The fittings which have been used on many of the cars have 
given considerable trouble through loose contacts, etc. , owing 
to the fa ct that the j a r and constant use of these fittings have 
caused them to deteriorate rapidly. It seems to be essential 
that these fittings should be more rugged than those usually 
found, and it is expected that a line of fittings will be designed 
especially for use on cars. 

4. An approved method for running the wi res between the 
various parts of the car. The wires to be run in metal conduit, 
fire-res isting moulding, under certain circumstances in ordinary 
hardwood moulding, or clea ted direc tly to the fire-resisting 
material. The space underneath the ordinary ca r is very much 
taken up with brake rods, air motor and pump, resistances, 
etc. It is oftentimes almost impossible to find a place to run the 
wires even when but little cars is taken with their supports and 
the easiest path is chosen. The height of the floor of the car 
above ground also adds to th e complication, since if this height 
exceeds a certain fix ed amount it is necessary in the ordinary 
closed car to provide two steps for the passenger to enter the 
car, which is quite objectionable from an operating point of 
view. The same thing applies to the open car, as one designed 
to run over city streets can only have one step on a side, since 
with two or more the width over all is too great. \Vith the floor 
of the car well down, there is but little room between the top 
of the wheel and the under side of the car, and this further 
reduces the space available. It may be necessary to provide 
channels or raceways when the car is constructed for the con
ductors. 

5. To do away as far as practicable with the use of clusters 
for lighting and the substitution of individual lamps at all out
lets . In the ordinary cluster having three or five lamps, the 
difference of potential at the fixture is from 300 to 500, so that 
considerable difficulty has been experienced in providing in
sulation whi ch will be suitable. Trouble ha s a lso been ex
perienced from lightning, as these circuits seem to be espe
cially susceptible to lightning damage, even if the car is well 
protected by lightning arresters. 

6. To have the hea ters so designed and located that the cur
rent-carrying parts will be kept away from all combustible 
material. The heaters on th e ordinary street car, having longi
tudinal seats, are usually placed in the panel work underneath 
the seat, the wires being run behind this panel work in more or 
less of a slip-shop manner. This space becomes a receptacle 
for dirt and rubbi sh, and is but seldom looked after. Consider
able moi sture also gets in here through the fl oor of the car and 
so rots the insulation. Apparently many of the fir es have 
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started from these heaters. \ Vh ile they should be trea ted as 
stoves, it seems a lmost impossible to clo thi s owing to the 
limited space ava il able. 

Protection.-The internal protection has usua lly consisted 
of fire pai ls, both water and sand, small hose, and in certain 
cases automat ic sprinklers. Probably no pi ece of apparatus is 
harder to keep in a car house even with th e best of manage
ment than th e ordi nary metal pail, ow in g to the fact that sand 
pails are extensively used on practically all cars at some season 
of the year, and it becomes a great temptat ion for the ordinary 
motorman to grab the fir st pa il that comes liancly. It appa
rent ly makes but littl e difference even if the pail is of the 
round bottom pattern, since one kick makes it a flat bottom 
one. 

\ i\Tith pail s well located, about half the number water pails 
and half sand pail s, the latter being provided w ith scoops, these 
should be valuab le in extingui shin g sligh t fires, a lthough with 
a fire on the underside of a car it is rather hard to use them 
to an advantage. 

Standpipes with 1¼-in. linen hose and Ys- in. nozzle are valu
able, as th ey can be used either in side or under a car, and owi ng 
to their size a re easy to carry around . \Vith a ca r house full of 
ca rs, however, it requires a very much la rger number than in 
the same area in a mill or factory , since in orde r to reach ·many 
of the cars it w ill probably be necessary to make a good many 
bends and crooks in the hose and thus cut down the pressure, 
unless a sta ndpipe happens to be handy to the car on fire. 

Portable chemi ca l exti nguishe rs within the past few year s 
have been extensively used and seem tu give ideal protection, 
sin ce they are not difficult to carry around, and can easily be 
used for a fire under or inside a car. 

A utomatic sprinklers have !Jeen im,talled in a number of car 
houses in New England, and when properly installed are looked 
upon !Jy many underwriter s as a va luable aid in preventing the 
spread of fire. It is recognized that the sprinkl ers in a car 
h()u se cannot be in stalled so as to reach where it is expected a 
fire wi ll natura lly start; that is, inside or under a car, and 
further that the water from the sprinklers mu st fa ll on a roof 
of a sma ll house , as it were, about 8 ft. wide and from 30 ft. to 
45 ft. long, made to shed water. \i\That is hoped for, however, 
is that with a considerabl e amount of water fa lling on a ca r 
the fi re can be kept from spread ing to other ca rs and oppor
tunity thu s offered for its extinguishment IJy external mean s. 

If the sprinklers are to be of assistance it would seem that 
the fo llowing conditions are absolutely necessa ry: 

First.- That the roof of the car house shal l be as near the 
top of the car as possibl e, and one a llowing for the !Jest clist ri 
lrntion of water from the spri nklers. 

Secoml.- That the roof shall be so constructed and sup
ported that it will not warp or twist, and one that will remain 
in it s ori ginal condition as long as possible. 

Third.- That the volume and pressure of the water shall be 
such tha t even with a large number of heads open, say fifty to 
sixty, a ll sprinklers can give good distribution. 

It will be noted that the fir st two conditions are cared for in 
the constru ction which has been proposed for the roof. To 
meet the third condition will require the pipe sizes to be la rger 
than that ordinarily used, and a water supply capable of main
taining a pressure of not less than 75 lbs. at the base of the 
riser with 750 gals. to 800 gals. of water flowing. 

Unfortunately, but li tt le· data are to be had on fires in car 
houses equipped with sprinklers, and in these the condition s 
were not what they should have been. i\ car house in Newton
vi lle equipped with sprinklers burned in 1895, but at the time 
of the fire the water was off owing to a freeze of the street 
main. A few years later a car house in New York City 
equipped with sprinklers took fire from the under running 
trolley, and although the fire was in the space fo r the trolley 
under the main floor, which was not equipped with sprinklers, 

the report on this ti.re states that the sp rmklers assisted to 
prevent its spread. 

In 1901 there was a fire in a car house at Pawtucket, the 
house being equipped with sprinkl ers. In thi s case th e fire was 
confined to th e ca r in which the fire ori ginated, the sprinklers 
being a material aid in preventing th e sp read of the fire. In 
S t. L oui s in 1902 a car house completely equipped with sprink
lers was totally destroyed, the report on this fir e stating that the 
sprinklers were of no value in preventing the spread of the 
fire. The supply of water here was poor, being two 3-in. con
nections from a 6- in. mai n through Crown meters. The water 
pressure was low and th ere was a long feed through the 6-in. 
pipe. 

The external protection should be of such volume that even 
in a section of th e car house, with a total loss on the car 
bodies, the trucks can be kept so cool tha( the motors will be but 
little damaged. T hi s wi ll require a system capable of furnish
in g a la rge volume of water , necessitat ing liberal sized mains 
and numerous hydrants well located. Where the house is not 
under the best of city protection an ampl e supply of private 
hydrant s housed with hose attached should be provided. ·with 
the large number of men usually fo und around the ordinary 
ca r house, there shou ld be nothing to prevent these men from 
getting a number of streams on a fire and under many con
ditions hold it in check until the arrival of help, 

The value of good out side protection fo r a car house was 
we ll illu st rated in a fire· at Quincy, Mass., a few years ago. 
T he house was small, holding seventeen ca rs and two snow: 
plows, and was part brick and part frame, with joist graveled 
roof, construction. T he department used eleven streams, and 
a lthough the bodies of the cars were totally destroyed, the dam
age to the equipm ent was slight and the fire went through the 
roof in only one place. 

It would seem that a m inimum protec tion should be the fol
lowing. A double hydrant fo r each 6000 sq. ft. of ground area 
connected through not less than 6-in . pipe, with not less than 
a 6-in . street main. Hydrants to be ordin arily not farther than 
JOO ft. from bui lding or nearer than 50 ft., and to be so located 
that with 200 ft. of hose conn ec ted with hydrant s all parts of 
the bui lding could be reached by hose from at least two 
hydrants. T he water sup ply to be of such pressure and capa
city that at least the num ber of hose st reams as given by the 
fo llowing tabl e wi ll Le avai lab le: 

Art'a of Building No. of Streams 
Up to 12,000 sq. ft............ .... ........... 3 
12,000 to 18,000 sq. ft ................. ·. . . . . . . . 4 
18,000 to 24,000 sq. ft. . . . . . . . . . . . . . . . . . . . . . . . . 5 
O\' er 24,000 sq. ft. . . . . . . . . . . . . . . . . . . . . . . . . . . . 6 

\Vith the area as given by the above table, it is assumed that 
the houses wi ll be divided according to the standard- that is, 
into sections of not over 12,000 sq. ft. of ground area. Where 
these sections are over this amount , or where the houses are 
exposed, the number of streams required will necessarily be 
increased. 

Care and Attendance.-Too much st ress cannot be laid upon 
the necessity of good care of car houses and their equipments, 
and probably there is no class of ri sk where thi s care counts 
for more than it does in these houses. Cars at the end of their 
clay's run should have in spection so that the condition of re
sistances, heaters, etc.,will be known, and no car put away when 
same is not in good order. F ires have apparently started in 
cars having no connection with the troll ey, some time after they 
have been housed, due probably to a fir e which originated 
while the car was in service, but did not break out until some 
time after the car was stored away. 

With any considerabh~ amount of fire appliances, such as 
fire pails, small hose, sprinklers, outside hydrants, etc., self
inspection by the insured becomes an absolute necessity and 
should be insisted upon. The tendency of the time seems to be 
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towards consolidation of sm a ller roads into quite - large sys
tem s, and with these larger systems thi s requirem ent does n ot 
seem to be a hardship, m a ny railways being more than willing 
to go to the slight extra expen se which thi s inspection incurs 
when the matter has been brought to their attention. 

Hequirements for Standard E lectri c Car H ouses of New Englan<l 
In surance E xchange. 

ll UILDING 

Walls.-(a) To be of good hard-burned brick, laid in bes t lime 
or lime and cement mortar. 

(b) Outside Walls.- Wh en of pi er construction, piers to be not 
less than 20 ins. thick, the face of pier t o m easure not less than 
o ne-fourth as much as the space between centers of pier s, and the 
wall between piers to be no t less than 12 in s. thick. When with
out piers, to be not less than 16 ins. thick. 

Where exposed, t o be carried fu ll thickness of wall at least S ft. 
above roof, to be provided with durable and non-co mbustibl e 
coping, and to have no openin gs. 

(c) Cut-off or Division Walls.-To have no openings. 
To be not less than 16 ins. thi ck, and when walls are over 60 ft. 

in length to be no t less than 20 ins. thick, to be stren gt hened by 
equivalent piers or pilaster s, spaced not over 20 ft. center to 
center, the wall s between piers being n ot less than 16 ins. thick. 

To be not less than S ft. parape t , ca rri ed full thickness of wall, 
projecting throu gh and beyond corn ice 8 ins. (m etal roofing not 
to be carried oYer wall) with a durable and non-combustibl e 
coping. 

Where doors or windows in end walls are within 7½ ft. of cut
off or divi sion wall, cut-off wall to extend 5 feet b eyond end walls. 

Where roof timbers enter walls at opposi te sides, there must 
be at least 8 in s. of brick work between ends of beams, which 
shall be self-re leasing. 

Height.-One st o ry, without basement or space below, except 
at pits. (See r equirem ents pertai nin g to roofs.) 

Area.-Sections between standard cut-off o r divi sion walls to 
contain not over 12,000 sq. ft. of fl oor area. Distance between 
centers of adjoining tracks to be not less than II ft. 

Roofs.-To be not less than 3-in. splin ed plank. To have tim
bers (preferably single stick) n ot less than 6 ins. by 12 ins., spaced 
not less than 6 ft. , or m ore than IO ft. on cent ers, supported by 
wooden posts, not less than IO in s. by IO ins., and without trusses. 
To be without monitors; skylights, if any, to have standard metal 
fram es with wire glass. To be not m o r e than 19 ft. a t eaves no r 
more than 25 ft. at peak above the floor level, the slope being 
from ½ in. to I in. per foot. To be covered with gravel, tin , or 
approved compositi on. 

Cornice.-To be of brick, or of non-combustible material. 
Floors.- To be of brick, concrete, ston e, or earth , except as 

noted in requirem ents for pits. 
Fini sh.-If any, to be non-combu stibl e and without co ncealed 

spaces. 
Partitions Other Than Cut-off or Divi sion Walls.- To be con

structed of non-combustibl e m at erial , or 2-in. matched plank 
coated with fire r etardent paint. 

Doors to be o f substantial construction and hung wi th h eavy 
hardware. Wind.ow openings to b e glazed with wire glass. 

Pits.- To have brick, ston e or concrete r etaining walls; brick 
or concrete fl oors; steps of stone, concrete or iron ; the rails sup
ported directly on brick, stone o r concre t e pier s, and in addition 
to follow construction as given under a or b-

(a) The spac~ b etween outside rails of adj oinin g tracks to be 
fill ed in solid. 

(b) fhe space between adjoinin g tracks to be floored over 
eith er by brick, arched. o r expanded m etal and cem ent ; a s often 
as between every second track there shall b e a brick wall parallel 
with track, not less th an 8 ins. thick, extendin g fro m floor of pit 
to under side of brick, arched, or expanded metal and cement , 
tightly shuttin g off space between adj oinin g pits. 

Earth fl oors are not acceptable as standard. 
Tracks.-To nm clear fro m building, without break or tran sfer 

table. To be terminated by suitable bumpers. so that there wi ll be 
a cl ear space of not less than 3 ft. between bumpers and wall of 
buildin g. Special track wo rk in fr.ant of buildin g to b e provided 
with g uard rail s when nece ssary. 

Track Doors.-To be of wood, in pairs, swin gi ng outward, and 
so hun g as to clear all span. pull-off, troll ey, and oth er wires and 
each o th er; i. e., t o h ave stops to prevent ,;win g in g over each 
oth er, e ith er wh en closed o r open. When wi thin IO ft. of cut-off 
wall , to h e covered and hung as fo r a stan dard swinging fir e door. 

Meta] roll er doors are acceptable·, and speci fi cat ions will be 
furni shed on ap pli cation. 

N ote.-- Coneretc construct ion mny be accepte d for wa lls, roofs, an d posts, 
provided plans showi n g construction propo~ed are suhmittcd and approved. 

HEATING, LIGHTI NG AND OCCUPANCY 

Heating.- To be by direct steam or hot water, piping being 
suppo rted on iron hangers and kept free from woodwork. 

Boiler.-To be outside or cut o ff by standard cut-off wall, ex
cept that parapet need not be over 3 ft ., and one opening into 
ca r house wi ll be permitted provided same is protected hy stall(l
ard automat ic fir e doors on both sides. 

Lighting.-To be by electricity. 
Secondary lighting by gas of offices and lobbies wi ll be per

mitted, provided suppl y of gas i~ from public system , pipin g and 
jets being properly arranged. 

Occupancy.-No woodworking, painting, varnishing, fini shing 
o r general repair work to be allowed in buildin g. Cars heated 
by anything oth er than electricity not to be stored in building. 

ELECTlUCAL AR HA NGEMENTS 

Trolley Wires.-Trolley wires or irons to be t horoughly in
sulated from building, and ~o supporte d that in case of break con
tact cannot be made with fl oor. 

Cut -Out Switch.-To be located at proper place outside of build
in g, so that a ll troll ey circuits in buildin g can be cut out at one 
point, and line circuit breakers installed so that when c~t-~ff 
switch is open the trolley wire wi ll be dead a t all points w1th111 
100 ft. of building. 

Where building is divided into several sections by cut-off walls, 
cut -out switch for each section sh ould be provided so that sec
tion s can be controll ed independently. 

Wiring.-Electri c li ght and power equipment to be in stalled in 
strict confor mity with the National E lectrical Code Standard, ap-
proved wire, switches, cut-outs, etc., being provided. ' 

Main switch located in box on pole at least 50 ft. from build
in g to be provided, so that entire lighting and power in stallation s 
(except t roll ey) can be controll ed in dependently of troll ey cut-out 
swit ch. 

In General.-N o system of feede r di stribution to center in build
ing. R ails to be th oroughly bonded at each joint. Cars n ot to 
be left in electri cal con necti on with trolley wires. 

CARE Ai';D ATTEND,\ NCE 

Superintendence, Watchman.-During such time as building_ is 
not in charge of a regular foreman, a watchman to be. mam
tained . A n approved electri c clock to be prov ided, on which th_e 
\\ atchman shall record h ourly rounds during nights, and bi
h ourly rounds during days. 

Waste Cans.-A proper suppl y of approved metal waste can s 
to be provided. Cans to be empti ed daily. 

The number of cans required will depend on the occupancy, but 
where buildin g contains pits o r is used for cleaning, at least two 
cans, not less than 24 ins. diameter and 36 in s. hi gh , wi ll be re
quired for each 6ooo sq. ft. or fraction thereof of floor a r ea. 

Oil s, Gasolene, E tc.-Main supply of oil to be kept in detach ed 
oi l house so constru cted and located as not to be an exposure to 
the car house. 

No gasolene, benzine, lacquer, or other inflammable material, 
to be kept in or n ear th e car house. 

Storerooms.- To b e kept in a clean and o rderly manner. 

FIRE PROTECTION- INTERNAL 

Extingui shers.-One approved 3-gal. chemical fire ext inguisher 
for each 2000 sq. ft. of floor area. Extingui sh ers to be un ifwmly 
di stributed in permanent locations. 

Pails.- In rooms containin g pits, or where any wiping up or 
cl eaning 1s don e, one pail to each 1000 sq. ft. of floor a rea. 

Pails to be galvanized iro n. painted red, wi th th e word "fi re" 
in black letters 2 in s. long. To be filled with dry sand and to h e 
provided wi th scoops. 

Small H os~_- 5c, ft of r ½-in. linen hose to each 6000 sq. ft. of 
floor area. Hose to be provided with ¼-in. nozzle, and to be in 
lengths of not over 50 ft., and to be kept fo lded and attached to 
not less than 2-in. standpipes, which shall have an adequate supply 
of water at no t less than 50 lb s. pressure. 

Where an approved water suppl y is no t availabl e and building 
is not 12,000 sq. ft. floor ar ea, three additi onal approved ch emical 
ext in g ui sh ers may be accepted in place of each hose co nnectio n. 

EXTE HN.\L 

Water Supply.- T here mu st be for each 6000 sq. ft. or fraction 
th ereof of area an app roved double hydrant, connected through 
not less than 6-in. pipe wi th not less than 6-in. stre et main. Hy
drants should be within 100 ft. of buildin g, but under ordinary 
circum stances not nea rer than 50 ft., and must be so located that 
with 200 ft. of hose conn ec ted to hydrant s, a ll part s of building 
can be reached liy hose from at least two hydrant s. 
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\Nater supply must be of such pressure and capacity that not 
less than 55 lbs. wil l be mainta ined at hydrants when same are 
di scharging through 50 ft. of National Standard 29-i-in. rubber
lined hose with 11/s-in. Underwri ters' playpipes, the number of 
streams required varying with the area, exposure and other con
ditio ns, but not to be of less effic iency than is indi cated by the 

. fo ll owing table: 

Area of Building No. of Streams 
Up to 12,000 sq. ft. . . . . . . . . . . . . . . . . . . . . . . . . . . . .. 3 
12,000 to 18,000 sq. ft.. . . . . . . . . . . . . . . . . . . . . . . . . . . 4 
18,000 to 24,000 sq. ft . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 5 
Over 24,000 sq. ft............. .............. .... 6 

Private hydrants are strongly reco mm ended and should be in 
stal led where possible. \Vhen so insta ll ed they should be pro
vided with outside gate valves for each pipe, have standard hose 
house equipped with not le ss than 250 ft. National Standard 29-i-in. 
rubber-lined hose, three 11/s-in . Underwriters' clay pipes. having 
11/s-in. smooth nozzles, two axes, one bar. one hydrant wrench, 
six spanner wrenches, six spare washers. 

Fire Department.- There must be a fire departm ent house with
in one-half mile, having men and horses permanently statio ned 
therein, and an equipment of at least one hose wagon and 1000 ft. 
of hose. 

Fire Alarm.-A fire-alarm box connected with ci ty or town fir e
alarm sys tem to be located within 200 ft. of building. Unless the 
l111x is of the key less type a key must be kept. at box . 

•• 
PROGRAM OF THE ELECTRIC RAILWAY TESTS AT THE 

ST. LOUIS FAIR 

A fu ll meeti ng of the executive commi ttee, whi ch, a s men
tioned in a recent issue, was appointed to determine the nature 
a nd scope of the lectric rai lway tests to be made at St. Louis 
arnl elsewhere during th e coming summer , was held at St. 
Luui s nn F r i1 lay and Saturday, l\fay 6 and 7. The committee 
rnnsists of Professor 'vV. E. Goldsborough, ch ief of the depart
ment of electricity, chairman; Professor l I. H. Norri s, Cor-
11 cl l Uni versity, superint endent o f electri c railway tests, and 
l ' rnfes,-ors B. V. Swenson, U ni versity of \Visconsin , and H . T . 
I 'l umli, P urdu e Univer sity, ass istant superintendents of electri c 
ra il way tests. 

/\ fter ca refu l study of th e rcpnrts of the engineeri ng com
mittees, of the suggestions of th e advi sory committee, ancl of 
the exccl lrnt faci liti es afforded by th e Exposit ion officials, the 
exec utive cn111111ittce <lcciclccl to undertake the following seri es 
11f tests : 

(al TESTS O::-J T H E SE RVI CE CAPACITIES OF ELECTR I C 
RAILWAY MOTO RS 

Equipments will be operated upon the special tracks at dif
fe rent rates and durations of acceleration, coasting and brak
ing, with different lengths of stops, in order to determine the 
heati ng of the motors under conditions approaching as nearly 
as possible those of commercial practice. T he motors wil l 
al so be tested separately for heating and for the determinat ion 
of their torque curves and accelerating power. This will render 
possibl e the compari son of the performance of the same equip
ment upon the track and upon the test stand. 

(b) ACCELE RATION TESTS 

Acceleration tests upon single cars and upon multiple
equipped trains will be made to determine the abi lity of the 
e11uipment to bring the cars to speed quickly and economically. 

(c) BRAKING TESTS 

Braking tests upon single cars and multiple-equipped t rains 
will be conducted in order to determine the quickness of act ion , 
the shapes of the braking curves, the relat ion between the 
braking fo rces and the applied pressures and the best methods 
of application of the braking forces. · 

(d) TESTS UPO N TRAI N R ESI STANCE 

Determina ti ons of the res istances clue to the ra ils, to the 
journals and gea ring and to the a ir will be made by systematic 
and complete series of runs. The effect of the shape of the 
car body will be carefully investigated. T he methods to be 
used in measuring t rain resistance compri se t!-ie use of cali
brated motors as th e sources of power, the haulin g of the car 
under tes t by cali brated clynamometers, and by noting the fall
ing off in speed while the cars a re coasting. The pressure of 
the air upon d iffe rent parts of the car will be recorded by means 
of self- registering pressure gages. 

In addition to thi s definite series a number of other tests will 
be conducted upon va rious exhibi ts in the Palace of E lec
tr icity in orde r to determi ne their effi ciency and reli ability. 

Sections (a), ( b) and ( c) of the tests will be carried on upon 
the tracks which have been built fo r the purpose by th e Ex
pos1t1on. T hese a re of substan ti al constructi on, conveniently 
located, and of a total length of about 4500 ft. For the tests 
descri bed under section ( cl ) the Indiana U nion Traction Com
pany has provided a stretch of 8 miles of stra ight and heavily 
ballasted track. T he res istance tests will be made after the 
completion of the St. Loui s programme. 

In all of the above work graphical records of the measure
men ts w ill be obtained by th e use of autographic instruments, 
whi ch will be either built fo r the purpose or supplied through 
the co-operat ion of the manfac turing and operating companies 
and the techn ical colleges. T he Nat ional Bureau of Standards 
will materially a id in thi s work by providing faciliti es for the 
calibration of a ll of the in struments. 

For the purpose of compari son the various railway equip
ments will be divided into several classes, including car weights 
up to 45 tons, as fo llows: 

(a) Ligh t city serv ice equipments. 
( b) Heavy city service equipments. 
( c) Light interurban service equipments, 
(cl) H eavy interurban service eq uipments. 
The actua l work of observat ion and calculation will be car

ri ed on under the personal supe rvision of the superintendents 
by a corps of young men carefully selec ted from among the 
graduates of leading techn ical schools, the to tal number of 
observers being between thi rty and forty . The -Exposition 
management is co-opera ting enthusiast ically with the Railway 
T est Commiss ion in providing ample fac iliti es fo r the tests, and 
substantial results of permanent va lue to the profession a rc 
confidently expected. 

At the present time a large par t of the equipment is already 
at St. Louis, the organizat ion is compl ete, and the ranks of the 
testing corps have been fill ed wi th earnest young men who 
mean business, and who a re already fitting themselves for the 
tasks before them. 

•• 
In conj unction with the five interurban roads radia ting from 

Columbus, Ohi o, the Columbus Me rchants' Association re
cently conducted a most success ful trade excursion. There arc 
about roo merchants in the association, including concerns in 
practically every line of business. On purchases from members 
of the association of $5 worth of goods the transportation of a 
customer was paid one way w ithin a radius of 50 miles of 

. Columbus. On purchases amounting to $ ro or more th e pur
chaser was gi ven round trip transpor tation. Excursion tickets 
were sold a t a ll sta tions bearing a Merchants' Excursion 
Coupon. In places where there were no ticket offices the cash 
fa re receipts given by the conductor were honored. The 
tickets issued by the association were goc-d for thirty days, and 
in cases where round trip tickets were given it was an induce
ment for the customer to make another trip to Columbus. The 
excursion proved so successful that the plan will be continued 
at monthly periods hereafter. 
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NARRAGANSETT CAR FOR ST. LOUIS EXPOSITION 

One of the three patented types of cars which the J. G. Brill 
Company is exhibiting at the St. Louis Exposition is the 
thirteen-bench "Narragansett " type shown in the accompany
ing illu scration. Since the introduction of the "Narragansett " 
car four years ago it ha s been built for quite a la rge number of 
roads in va rious parts of the country, and appea rs to have in 
every way substanti ated the claims of the builders as to th e 
solution of the double-step open car problem. The photograph 
clearly shows the doubl e-s tep a rrangement , and how by th e use 
of Z-bar silb with the upper step on the middle web, the width 
over all is confin ed to th e limits of the usual sin gle-step double
truck car. The seat s are the full standard length. The treads 
which are to be seen upon the Z-bar are iron plates, whi ch 
ex tend a trifl e over the edge to form a wider step than the web 
of the Z-bar it self, and have corrugated surfaces to prevent 
slipping. It is claimed that with the deep se tting of the posts 
in brackets, through which they a re bolted to the sills, together 
with the form of the sills, an unu sually firm support is given to 
the upper structure. T he round-corner seat-encl panels, which 
rest on the brackets and enclose the posts, are an additional 
support, and by increasing the space at the entranees have 
much to do with the success of th e plan. 

The car is fini shed entirely in ash, with vertical eeiling 

SEMI-CONVERTIBLE CARS FOR PORTLAND. ORE. 

The Portland Railway Company, of Portland, Ore., has 
lately received ten semi -eonvertible ears of the Brill type irom 
the A merican Car Company, of St. Loui s. Thi s railway earn-

I NTERI OR OF POH.TLAN D SEM I-CO N VEIUlBLE CAR 

pany operates lines between Port land and 
Vancouver, \ Vash. , a d istance of 20 mile:,. 
Thirteen miles of new si ngle track have been 
recently constructed, so that now the com
pany is operating some 52 miles of lines. The 
seating arrangement of the ears provides for 
forty passengers. At the corners are placed 
longitudinal seats for four passengers e"ach ; 
the hand rails only extend over these seats. 
T he transverse seats a re 33 ins. in length, and 
the a isles a re 191/z ins. wide. The interiors 
are handsomely fini shed in quartered oak with 
ceilings of the sam e neat ly decorated. 

NARRAGANSETT CAR FO R ST. LOUIS EXPOSITION 

T he length of the bodies is 28 ft. and th e 
width 7 ft. 3¾ in s. over the sills and panels, 
and 7 ft. 6 in s. over posts at belt; sweep of 
posts, r ¾ ins. , from cen te r to center of posts, 
2 ft. 8 ins. The platforms are ves tibuled, and 
a re 5 ft. 23,~ ins. from panel over crown piece. 
From rails to platform steps is 151/z ins. , and 
from steps to platforms. 14 ins. The side sills 
are 4 ins. x 7¾ ins., with 12-in. x ¾-in. plates 
on the inside, which do away with the neces
sity of upper and lower tru sses, ai1d at the 
same time stiffen the posts, whi ch are each 

painted light green and decorated in gold. The 
guard rails slide behind the grab handles, and 
are held under the water boards by patented 
gravity catches. Other patented specialties of 
the builder' s make with whi eh the ear is 
equipped are ang le-iron bumpers, ratchet brake 
handles, rad ial draw-bars, " Dumpit" sand
boxes, fo lding gates, " Dedenda" gongs, etc. 

The length of the ear ove r crown pieces 
is 36 ft. 8¾ ins.; from eenter of earner posts 
over crown pieces, 4 ft.; from earner posts to 
fir st side posts, 3 ft. 5 in s.; from center to 
center of side posts, 2 ft. 8 ins. The trucks 
are Brill No. 27-G. E.-I, with 33-in. whee ls and 

SE:\II-CONVERTIBLE CA I{ USED BY PORTLAND RA I L \\' AY CU:i\lPJ\:KY. 

4½ -in. ax les. 

•• Praetieally a ll the ears in Brooklyn were tied up for an hour 
on May 18, lJecause of a fire in the new power house on T hird 
A venue and First Stree t. 

secured to them with two large sc rews. The end sills ar e 51, .~ 

in s. x 6½ in s.; thi ckn ess of side posts, 3¼ in s., and encl posts, 
3¾ ins. T he platform timbers are rein forced with angle-irnn 
and a ngle-iron center kn ees, exte nding well back of th e body 
bolsters, give ample support to th e heavy loads whi ch the large 
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platforms may carry. Angle-iron bumpers, " Dedenda" gongs, 
"D umpit" sand-boxes , ratchet brake handles and conductor's 
bells of Brill manufacture are included in the equipment. The 
cars a re mounted on No. 27-G trucks, with 4-ft. wheel base 
and 30-in. wheels. T he operating equipment includes four 
37-hp motors. ♦, 

AN IMPROVED ROLLER-BEARING TURN-TABLE FOR 
INDUSTRIAL RAILWAYS . 

T he increasing use of the industrial railway as an auxiliary 
in railway repair shop work is causing more than usual care 
to be given to the selection and installation of track equipment 
fo r this purpose. Industrial railways are now depended upon 
in many shops to such an extent as to cause practice to compare 
favorably with that of the standard gage work. One of the 
hardest problems, however, in the maintenance of industrial 
railway tracks is the turn-table, which is so necessary fo r 
fac ility in handling cars th rough congested shops and yards 
where space for curves is prohibited, so that right-angle turns, 
by means of turn-tables, are necessary. T he small-sized turn
table as used in this work is usually a sou rce of a great deal 
of trouble by becoming clogged from dirt, shi fting out of grade 
by action of frost or otherwise, etc. , which tends to cause rapid 
wear, and generally results in a marked inefficiency of the 
entire system. 

T he New York Switch & Crossing Company, Hoboken, 
N. J., has recognized these shortcomings of the ordinary pivot 
turn-table, and has r ecent ly placed on the market a new 
design of turn-table for this work which it is thought will 
obv iate the more serious difficulties that are now encountered. 
T his turn-table, whi ch is illustrated in the accompanying en
graving, does not embody radica lly new principles but effect s 
a most desirable combination , r esulting in a free and easy 
action of the table with any load that may be brought upon it . 
As may be seen from the accompanying illustration of thi s 
device, it is a combined pivot and roller -bearing turn-table, the 
track plate not only resting on a center pi vo t but also having 
six rollers at it s outer edge fo r ease of revolving under load. 

T he important feature of thi s t urn-table is the arrangement 
of the roller bearings so tha t they cannot easily become clogged 
from accumulations of dirt or other di sturbing influences. 
These rollers are carri ed upon a si mple spicier frame, which 
merely acts to keep them properly spaced under the table. The 
rollers are not fitt ed with bearings upon the guiding arm s, but 
are merely placed ve ry loos·ely th ereupon, the idea being that of 
guiding their movement as above stated. The runway for the 

dev ice for holding the table in line of the tracks is provided by 
a hinged bracket at one side, which is arranged to drop into 
grooves provided for it at the edge of the table, as is shown. 
This turn-table has been applied in various important indus
trial railway systems and has g iven the best of satisfaction. 
The table is universally found to work very freely, and ac
cumulat ions of dirt do not render it ineffective. It is one of the 
si mples t ancl most easily maintained devices of the kind that 
has !)een developed. 

The use of the table is not confined to narrow-gage work. 
It is built in various sizes, including standard gage, and is 
ve ry well adapted to turn-table use for double trucks in repair 
shop work. •• 

CARBORUNDUM SAFETY TREAD 

Safety tread steps on railway cars have long been recognized 
as absolutely necessary fo r securing to passengers the greatest 
possible safety in boarding and leaving car s, thereby eliminat
ing one of the most fruitful sources of expensive accidents. 

T he tread shown in the accompanying cuts is composed of 
a rolled steel plate foundation, fo rmed with a series of chan
nels, and has every other channel filled with carborundum. 

T IIREE-PlECE T READ, FOR STRAIGHT STEP 

T llR EE-l'lECE T R EA D , WITH E N D S REVERSED FOR 
CURVED STEP ' 

This material is ideal for treads, as it is the fiardest · grit 
known, ancl its surface cannot be smoothed by any known pro
cess. T he Empire Safety Tread Company, of Brooklyn, N. Y., 
makes car steps of this material in all widths, from 4 ins. to 
I 2 ins., and in any des ired length whether st raight or curved. 
T hi s compositi on can, of course, be employed in any other 
places where good tread is required. 

-----•~•-•---
The "Cincinnati Enquirer" has arranged with the Toledo, 

Bowling Green & Southern Traction Company, the Toledo, 
Fostori a & Findlay Railway Company, and the Tiffin, Fos

toria & Eastern Railway Company to carry 
morning papers to Toledo, Fostoria, Findlay, 
Bowling Green and other points in their dis
trict, so that papers are now di stributed from 
three to four hours earlier than heretofore. 
T he same paper has spec ial a rrangements with 
interurban lines reaching Dayton, Springfield, 
U rbana, Bellefontaine, London, Columbus and 
other cities in Central and Western Ohio . 

•• 
VIEW OF THE T U R NTA DLE, \\'IT H TABLE REl\lOVED TO SHOW 

ARRANGEl\l EN T U F IW L L E R S AN D PIVOT 

Trainmen of the Pacific Electric Railway 
Company, of Los Angeles, are soon to ap-

rollers is arranged upon the bottom surface of the circular 
frame casting within which the table revolves; a raised portion 
is cast smooth , upon which the rollers will turn freely. This 
circular frame is stiffened by six arms radiating from the 
center portion , which serves also to carry the table pivot. 

P rovision is made fo r the connecting tracks by lugs riveted 
to the outside of the frame so that the track may be fastened 
to them and thus easily brought to gage. The usual locking 

pear in new uniforms. The suits will be 
regulation blue, but in place of an unsightly badge each man 
will wear hi s number on the band of his cap. On the coat lapels 
initials of the company will appear in gold thread. The cap 
bands are to have the man's number on each side, while his 
position, motorman or conductor, will be designated in front. 
From either _side of the car passengers will thus be able to see 
the number of the trainman. Similar uniforms will also soon 
be worn by Los Angeles Railway employees. 
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LEGAL DEPARTMENT·)(• 

OVERLAPPING OF RAILROAD PLATFORMS BY PASSING 
CARS 

In the recent deci sion of the Court of Appeals of Maryland 
in State to use of Egner vs. United Railways E lec tric Com
pany, of Baltimore ( 56 A t!. 79) , which was an action against 
a street railway company for damages for death, it appeared 
that the deceased was struck by the footboard of a car while 
it was pass ing a platform on which he was waiting. H e had 
ample space to stand on without coming in contact with the 
footboard. The car passed in perfect safety four other pas
sengers on the same platform before it r eached the decedent. 
He had an uninterrupted view of the approaching car and had 
had an opportunity from the passin g of two pre\Tious cars, to 
notice the portion of th e platform which would be covered by 
the footboard. The platform has been in use for years and had 
accommodated ten or twelve persons at a time in entire se
curity. There was no evidence that the motorman in charge 
of the car acted in a negligent or unlawful manner, although 
the car came up and passed at the rate of 30 or 35 miles an 
hour and did not stop on signal to do so. The Court very 
soundly and justly h eld that the facts cli<l not establish negli
gence on the part of the street railway company and that no 
recovery could be had against it. Of course this decision 
should not lead to the adoption of a policy of having foot
boards overlap platforms upon which passengers are to wait for 
cars, if the same can be avoided. Where\Ter , howe\Ter , such 
practice is unavoidable or very convenient, the cited case lays 
clown a proper rule for the exemption of companies from lia
bili ty. If a platform be insufficient in area to accommodate 
the number of waiting passengers ordinari ly to be expected ; or 
if a plat fo rm be suffered to become improperly crowded a dif
feren t question would arise. In Dittm2.r vs. Brooklyn H eights 
Railway Company, in the New Y 01 k Supreme Court, Appellate 
Div ision, Second Department ( March, 1904, 86 N. Y. Supp. 
878), it was held that where a street railway company had en
ti re charge of a platform from which access was obtained to 
its cars and permitted passengers to go on the platform only 
after ha'vi ng paid their fare, the company was guilty of neg
ligence in permitting the platform to become so overcrowded 
that passengers could not enter th e cars in sa fety, and was 
therefore liable to a passenger who was injured through 
being pushed by the crowd against the side of a car and 
then thrown violently into it. But certainly it is little short 
of preposterous to hold that a waiting passenger with ample 

• space to stand in safety, may hug the edge of th e platform 
when cars are passing and the company be held responsible 
if he happens to be injured. 

T he Maryland case cited was a street railroad case, and 
another recent decision in a steam railroad case is closely in 
poia t. In Lehigh Valley Railroad Company vs. Dupont in the 
Uni ted States Circuit Court of Appeals, Second Circuit ( New 
York Law Journal, March 7, 1904) Judge Lacombe in con
curring in a judgment against the defendant records "a stren
uous protest" against the proposition whi ch he apprehends 
might be deduced from the opinion of the other members of 
the Court, that a railroad company may be found negligent, 
and therefore liable for per sonal injuri es solely because its 
passing cars overlapped the edge of a platform. Judge La
combe remarks : 

"It does not seem to me that it can be held to be negli
gence on the part of a ra ilroad company to place its platform 
so close to the track that some of its cars wi ll overlap its edge. 
Such a construction is a reasonable one, because it brings the 
platform and track so near together that there is no open 
space left between them when cars of other types with shal
lower steps and less overhang are passing. Certainly it must 
be patent to any one of intelli gence enough to be left loose 
on a railway platform that the strip of platform nearest the 
track, while very necessary for a person ge tting on or off the 

* Conducted by Wilbur Larremore, of th e New York Bar, 32 Nassau Street, 
New York, to whom all correspon dence concernin g thi s department ~houl<l be 
addressed. 

train, is not inten,kcl for people to stand on when a train i$ 
passing ; the suction a lone would make it a dangerous place,even 
if no car or ca r step overlapped. Of course, th e platform may 
be so narrow th at it should be sent to the jury to say whether 
the defendant was negligent in not pro'viding a sufficiently 
safe place to wait on, am! such is the case here." 

Judge Lacombe concedes that there was sufficient in other 
elements of the case to hold the defendant liable. A n em
barassing feature was that hi s associates in the decision in the 
Lehigh Valley case cited two cases in the New York Court 
of Appeals, one of which uphold s the proposition against 
which Judge Lacomb's protest is made. T he New York cases 
are Dobiecki vs. Sharp (88 N. Y. 203) and Archer vs. New 
York etc., Railway ( 106 N. Y. 589). As to the latter of these 
it appears tha t, as in the Lehigh Va lley Rai lroad case, there 
were other factors i1wolve~l whi ch, together with the over
lapping, constituted negligence on the part of the defendant. 
Dobiecki vs. Sharp , howe\Ter, would seem to sustain the con
tention that the mere over lapping in itself amounted to negli
gence. The Court says: 

"Assuming that they ( the cars) <lid extend beyond the 
platform to the smallest extent proven, and in this form may 
have caused the death of the deceased or injured persons upon 
the platforms, some evidence was presented that the cars were 
improperly constructed, and it was a question of fact for the 
jury whether thi s negli gence was on th e part of the de
fendant. 

* * * * 
"The request to charge the jury: 'That if the jury belie\Ted 

that the deceased was standing on the platform as the train 
approached, and with knowledge of its approach, placed himself 
in such a position as to be st ruck by the train, the plaintiff 
cann ot reco\Ter,' was properly refu sed. It was covered by th e 
charge made, and the request, if granted. would have required 
the deceased not only to exercise proper care and vigilance, 
but to guard aga in st the improper construction of the defend
ant's cars, of which he had no kn owledge. If he had been out 
of the reach of the cars if constructed in the usual manner, 
under the request the company would be exonerated from neg
ligence arising from the defective construction which, it is 
claimed, caused the testator's death. No such vigilance is de
manded by the law." 

It is a matter of considerable significance that two of the 
members of the New York Court of Appeals dissented from 
the decision in the Dobiecki case. and we much doubt whether 
its doctrine would be accepted as good law in other forums. It 
is believed that th e sound policy, both as to street railroads an<l 
steam ra ilroads, is that laid clown in the :Maryland case cited 
and in the ianguage of Judge Lacombe above quoted. 

CHARTERS, ORDINANCES AND FRANCHISES 
MISSOURI.-Street Railroads- U se of Street-Track Above 

Grade-Rights of Property-Owners- Obstructing Access to 
Property-Measure of Damages-Benefit to Property
Pleading-Evidencc-Cause of Action-D eparture. 

I. Plaintiff alleged that defendant constructed and maintained 
its street railway along the street in front of plaintiff' s property, 
with th e track and roadbed several feet higher than the street 
grade. thereby shutting off plaintiff's ingress t o and egress from 
such property. It appeared that defendant's predecessor had 
originally constructed a track on the grade of the street , which 
defendant sub sequently raised above such grade. Held, that this 
<lid not require plaintiff to aver that such latter work was a re 
construction or change of a prior existing grade of defendant's 
roadbed and th e track thereon, and. in the absence of such avcr
mcnt , testimony as to such fact did not constitute a departure 
from the cause of action pleaded. 

2. \Vhere a street railway constructed its track on the stree t 111 

front of plaintiff' s property, and thereafter rai sed the track abo\'e 
the stree t grade, thereby shutting off his ingress to and egress 
from such property, the measure of damages was the difference 
between the fai r market va lue of the property immediately before 
the track was so raised and such 'value after it was raised. 

3. In est imating damage s caused to abutting property by the 
constrnction of a street railway above the street grade , no de
duction for any benefit from the railway to the property is per
missible. 

4. Where the right to lay its track on a highway is conferred 
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o n a s treet railway corporation by municipal authorities, such 
track must conform t o the grade or leve l of the highway, and, if 
not so constructe d, the corporations is liable to the owners of 
abutting property for damages resulting from the obstruction of 
access thereto.-(Farrar vs. Midland Electric Ry. Co., 74 S. W. 
Rep., 500.) 

ALABAMA.-Street Railways-Tickets and Money Fare-Rea
sonable Regulations-Ejection. 

r. A regulation of a street railway company requiring a higher 
rate where cash is paid the conductor than is charged for a ticket 
is not rea son able and furnishes no justification for ejection of a pas
senger tendering only the price of a ticket, where he is taken on at 
a place where tickets are not for sale, though they are for sale 
at a station 1 ,000 ft. away.- (Kennedy vs. Birmingham Ry., Light & 
P ower Company, 35 Southern Rep., 108.) 
NEBRASKA.-Street Railway Companies-Mortgages-Sp ecial 

Assessments - Lien- Priority- Stipulations-Conclusiveness
Debtor and Cr editor- Payments-Application. 

I. One party to a stipula tion or an agreement cannot be released 
from a part of it on the ground of a mistake, an d still leave the 
other party bound thereby. Hi s remedy is not by motion to with
draw from a part of the stipulation , but by a proceeding to reform 
the agreement, or to set it aside altogether. 

2. Where a party waits until near the close of a second trial 
before a sking to withdraw from a stipulation of fact s used by both 
parties on both trials, th e court may, in it s di scretion, refuse such 
reques t. 

3. A str eet railway company authorized to construct, equip, and 
operate lin es of electric st reet railway may purchase lines already 
constructed, a nd fit and su itable for the ex tension and completion 
o f it s sys tem, as well as construct the same; and a recital conta in ed 
in a mortgage executed by such company that it has pow er to bor
ro w any sum or sm~1s of money which may be necessary for the 
purchase, construction , and equipment o f it s electric street railway 
will not r ender the mortgage voi d upon its face . 

4. The charter s of a ll st r eet r ailway compan ies in thi s State are 
crea ted by general law. Cities have no power to grant such charter s 
or impose any limitat ions thereon; and tne act of 1889, authorizing 
street railway companies t o bor row mon ey for certain purposes, 
and secure the payment of the same by mortgaging their property 
and fr anchi ses, applies to all str eet rai lway companies in thi s State, 
whether cha rtered before or after the passage of that act. 

5. Where it is claimed that a mor tgage execut ed by a street rail
way company is for an amount in excess of that permitted by law 
and it s chart er , such alleged fact must be proven, so that an exam
ination of foe r ecord will disclose it. Other wise it wi ll be pre
sumed that th e mortgage was not fo r an excessive amount. 

6. Wh ere a stree t rai lway company mortgaged its pro perty and 
franchises to secur ,;; t he sum of $600.000 for t he purpose of pur
chasing, constru ct ing, and e<1 uipping its lines of electric str eet rail 
way, and it is shown that it expended fo r that purpose about $900,-
000, it cannot be said that the mor tgage was given to create a ficti 
tious indebtedness. 

7. A se ri es o f bonds secured by a mortgage or t ru st deed on u, , 

property of a str eet ra ilway company are negot iable, and, as between 
bona fide purchaser s thereof for value, are equal in prior ity; the 
li en o f each bond dating from the recording of the mortgage that 
secured it. and not from the time it was issued. 

8. Su ch a m ortgage is a first li en up o n the property o f th e street 
railway desc ribed therei n, fi as aga in st all special assessments fo r 
paving taxes, except such as were assessed for paving alrea dy done, 
or as were in con templation at the t ime it was r ecorded. 

9. Secti on 77 o f ch apter II o f th e Laws of 1887, whi ch crea tes a 
lien fo r pav ing taxes again st the lines o f st reet railway com
panies, does not make such spec ial taxes a lien on their per sonal 
property. 

10. Under the statutes the t axes lev ied as special assessments in 
citi es o f the first class d raw interest a t the rate of 12 per cent per 
annum fro m th e time of delinquency, and a decree enforcing a tax 
lien arising thereon will draw interest at the sam e rate . A com
pntation of the amount due on special assessments upon that basi s 
will be sustained. L incoln Street Railway Company vs. The City 
of Lincoln. 8: N. W . 802. 6r N eb .. 109. 

l I. A creditor cannot divert a payment by his debtor from the 
appropriation made by him upon mere equitab1~ ccnsideration s. 
that do not amount to an agreement between the parties gi ving tl1 e 
creditor a right to appropriate the payment otherwise th:,n directed 
by the debto r , though mere equitable considerations may- control 
where the paym ent is made without designating its application. 

12. The direction given by defendant to the city treasurer, as 
shown by the e,·iden ce in this case, was specific enough to require 
h im to credit the payment of the $5,000 deposited with him on th e 
taxes which were a first lien upon the defendant's line of street 
railway. 

13. One purchas ing proper ty and retaining title to it under a de
cree of foreclosure will not be permitted to challeng"' t'rle validity of 
such decree. 

14. The sale and purchase of property unde1 a decree of fore
closure devests the property of the lien of the de .. rec ·. but, where the 
decree is also a third lien upon other property, such proceedings do 
not operate to cancel the lien thereon for the amount of the de
ficiency arising upon such sale. 

15. " Where street improvements are made, an<l the cost of pav
ing that portiop of the same occupied by street railway companies 
is levied as special assessments against the property of the several 
street railways as separate properties, and the different street 
railways are afterwards con solidated and merged into one property, 
and operated as one street railway system, the old companies losing 
their individuality and identity, and the new company assuming the 
burdens and obligations of the constituent companies, held that, as 
between the consolidated company and the municipal authorities 
levying such special assessments, the lien s arising by reason of the 
several assessments against the different constituent companies and 
properties attach to the new property owned and operated by the 
substituted company as one property in its entirety." Lincoln Street 
Railway Company vs. The City of Lincoln, supra. 

16. ''Where, howeve r, a mortgage was placed upon a street rail
way property, and afterwards another company, against which cer
tain liens for taxes levied as special assessments existed, was con
solidated with the mortgagor company, held, that the lien of the 
mortgage on the property covered thereby, without the consent of 
the mortgagee, could not be i.mpaired by the agrements and acts of 
consolidation, and that the tax lien on property consolidated and 
merged into the new company, and with the property mortgaged, 
could not be made prior to the mortgage lien on all the property 
afte r consolidation: that the tax and mortgage liens attached to the 
specific properties embraced in the levy and the mortgage, re
specti vely," in accordance with their original priorities. Lincoln 
~treet Railway Company vs. The City of Lincoln, supra. 

17. \Vhere the trial court finds , on sufficient evidence, that certain 
assessments for paving taxes were in contemplation at the time of 
the execution of a mortgage by the street railway upon its property, 
it follows, as a matter of law, that the lien of such taxes is superior 
to the lien of the mortgage. 

18. Assessments for paving one foot outside of the rails of street 
car lines wi ll not be held void where such paving was done while 
the statutes were in force providing that street railway companies 
should be required to pave between their tracks and one foot out
side of the rail ti1er eof. 

19. The di strict court, in its discretion, may refuse to render a 
personal judgment against defendant s at the time of the rendition 
of its decree in a suit to foreclose tax liens, and may defer such 
action until after the execution thereof.-(City of Lincoln vs. Lin
coln Street Railway Company et al., 93 N. W. Rep., 766.) 

NEBRASKA.-Appeal Bond-Action-Petition. 
I. In an act ion on a bond executed after judgment, and pending 

the transfer of the cause to this court by proceedings in error, 
conditioned that the obligors "shall pay whatever judgment may be 
r endered by the court upon di smissal or trial of said appeal," a pe
tition which merely alleges that the original judgment of the lower 
court was affirmed, and is unpaid , fails to state a breach of the 
bond.-(German National Bank of Beatrice vs. Beatrice Rapid 
Transit & Power Company et al., 95 N. W. R ,~p., 49.) 

NEW HAMPSHIRE.-Carriers-Street Railways-Passengers
Platform-Evidence-Negligence-Question for Jury. 

r. Where a person was injured by falling off a platform which 
was built by the side of a street railway, and used by it, and at 
which the company regularly stopped its cars to take on and dis
charge passengers, a finding that the company had adopted the plat
fo rm. and invited the public to use it in getting on and off the cars , 
was justified. 

2. \ Vhere a street railway company has adopted a platform, and 
invited the public to use it in getting on and off the cars, it is its 
duty to keep the platform in a reasonably safe conditio11 for that 
purpose; and it is immaterial whether or not the platform was 
built by th e company, or is in a public street. 

3. Where a person, for the purpose of taking a street car, went to 
the platform at which the car stopped, and, after assisting his aged 
compan ion to a seat , walked along the platform to take . the next 
seat, and fell off the unguarded end of the platform, which did not 
extend back to such seat , he was a passenger, and entitled to the 
care due to that relation , though he had not come in physical con
tact with the car. 

4. The questions whether the platform was in a reasonably safe 
condition , and. if not , whether plaintiff was injured in consequence 
of his own negligence. were for the jury.-(Haselton vs. Ports
mouth, K. & Y. Street Railway, 53 Atlantic Rep., 1016.) 
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N E W J E RSEY.-Morlgages-Aflcr-Acquircd . Propci·ty-Lien
Priority. 

1. Where a corporation , a ft er giving a mortgage covering existing 
a nd after-acquired property, which was duly recorded, placed 
poles and wires belonging to it on the land of another by agree
m ent with him, the mortgage was a lien prior to any cla im of the 
landowner.-(Monmouth County E lectric Co. vs. Central Co., of 
New J ersey, et al, 54 At lantic Rep. , 140.) 
NEW JERSEY.-Carriers-Street Railways-Ejection of Passen~ 

ger-Transfers-Time Limit-Errors of I ssuing-Conductor
Action s Ex D elicto. 

I. Wh ere a passenger o n a stree t car was entitl ed to continue his 
journey for the same fare on a connecting lin e within ten minutes 
after leaving the original car a t the junction , and h e was ej ected 
from the connecting car, which he had boarded within the time, by 
r eason of the failure of the conductor of the firs t car to correctly 
punch the time of plaintiff's leaving the car on his transfer, such 
passenger was not limited to an action for breach o f contract, but 
was entitled to recover for hi s expulsion in an action of tort, unles , 
by his own fault or negligence he ai ded in producing the situation 
which led to the expulsion.-( P errine vs. North J ersey Street Rail
way Company, 54 Atlantic R ep., 799.) 
NEW YORK.-Sewers-Right to Main ta in-Easements-Ve rbal 

Consent-License-Trespass-Injunction. 
r. The right to mainta in a sewer through the land of another is 

an easement in real es tate, and can b e o!'ly acquired by written 
conveyance. 

2. A landowner's verbal con sent to the maintenance through hi s 
land of a sewer by another is a mere revocable license, which may 
be t erminated by reasonable notic e. 

3. Where one carri es on a system of va ri ous petty tresspasses o n 
the property of another , the latter is entitl ed to an injunction.
(Fonda, J. & G. R. Co. vs . Olmst ead, 81 N. Y. Supp. , 1041.) 
NEW YORK.-Attorney's Li en-Enforcement-Equitable A c-

tion-Exclusive Remedy. 
1. Where a claim and cause of action are extinguished by a set 

tlement made before judg m ent , or even tria l, Code Civ. Proc ., 
Sect. 66, giving an attorney a lien on hi s client's cla im and cause 
of action upon the commencem ent of the ·action, impli edly pro
vides that the lien shall ext end t o the proceeds, a·nd it attaches to 
the fund created by the settl em ent , so that , wher e a party with 
actual notice of the li en pays the fund over t o the other, he is 
liable to the attorney fo r the amount of his Ii.en , in an equitable 
action to enforce it, where it cannot b e collect ed from th e client. 

2. That Code Civ. Proc. S ec. 66, relating to an a ttorney's li en , 
provides a r emedy by petiti on for the enforcement or the lien , does 
not exclude the right to bring an equitable action to enforce it ; 
showing that plaintiff is within the provisio ns of such section, and 
subj ect to the defense that no li en ever existed, or tha t it has been 
waived or discharged.-( Fi sch er-Hansen vs. Brooklyn H eight s 
Ry. Co. et al, 66 N. E. R ep., 395.) 

LIABILITY FOR NEGLIGENCE 

NEW YORK.-Trial-Instructions- Street Railways-Contribu
t ory N egligence-Effect-Insti:uctions-Expert T estimony
Competency-Excessive Damage~. 

I. Where the questions of defendant' s negligence and plaintiff's 
contributory n egligence were, under the ev idence, for the jury, the 
court was not required to charge, as matter of law, that , if the 
jury believed the t es timony of a particular witn ess a s to a particu
lar fact, they should find for defendant. 

2 . A traveler, thoug h turnin g on a street car track wh en an ap
proaching car was 30 ft. away, was entitl ed to r ecover for inj uri es 
sustained by being struck by the car, notwithstanding hi s own 
negligen ce, unless the m otorman did what h e could to avoid th e 
accident. 

3. In an action again st a s tree t rai lway for injuries received by a 
traveler, an instruction that if the accident happened by reason of 
the traveler startin g t o dri ve across the tracks when the car was 
30 ft . away, and if the m o to rman could n o t, by the exercise of 
o rdina ry care, have s topped the car in time to aYoid the acc ident , 
then d efendant was n o t li able, was properly refused , as authori zin g 
a verdict for d efendant thoug h the motorman might have so 
ch ecked the car that the fo r ce of the collision would not h ave b een 
suffi cient to throw the traveler off hi s wagon and injure him. 

4. Wher e plaintiff' s ri g ht shoulder, previously in good co ndition . 
was injured in a colli sion with a street car in which h e was thrown 
from his wagon, it was no t error to permit a physician, who t esti
fi ed th a t about thr ee months b efo r e the tr ial, whi ch occurred so m e 
two y ear s af ter th e accident , he had examined pla intiff. and fou nd 
a conditi on indi cating an old inflammati o n of the sho ulder joint , 
to a nswe r a ques tio n whether the conditio n could h ave been 
caused by a severe contusion o f th e sho ulder nea rly two year s 
before , caused by hi s b ein g thrown out of a wagon . 

5. Where pla intiff's ev idence in an acli(Jn ag; tin s t a s trccl rail way 
company for in juries received in a co llisio n with a ca r te nded t<> 
show tliat the use of his arm was impaired, a verdict for $1,000 
was not exccssive.- (Wagner vs. Metropolitan St. Ry. Co., 80 
New York Suppl. , 191.) 
N E W YORK.-Negligence-Care R equired of Infant-Evid ence 

of In capacity. 
I. An infant of the age of 12 years, or above, is chargeable with 

the measure of care demanded by an adult, unl ess he shows as a 
fact that he does no t have the capacity sufficient to exercise the 
care of an adult.-(Charlton vs. Forty-Second St., M. & St. N . 
Ave. R. Co., 8o New York Suppl. , 174.) 
NEW YORK.-Carriers-Negligence-Evidence-Questior-1 for 

Jury- Street Cars-Invi tation to Board- In structions. 
r. Where, in an action again st a street rail way company for 

inj ury to a passenger who was th rown down by the sudden start
ing of the ca r as h e was getting on, ther e was n o ev idence r elati n g 
to the conducto r , except that plaintiff did not see h im, it was error 
to leave the question of the conductor's n egli gence to the jury. 

2. Where, in a n action against a street raiJw·ay company, plain
tiff, while st epping o nto a slowly moving car, whi ch he had sig
naled, was thrown o ff by its starting fo rward with a jerk, the 
refusal of the cour t to charge that "th e slowing up of the car as it 
approached the street crossing was not an invi t atio n to the pla in
tiff to board it b efor e it stopped," was error.-(Monroe vs. M etro
politan St. Ry. Co., 8o New York Suppl. , 177. ) 
NEW YORK.-Street Railroads-Person on Track-Driver of 

W agon- N egligence-Q uestion for Jury-Contributory Neg
ligence-Right to Use Track Space. 

I. Evidence in an action by the driver of a wagon for injuries 
occasion ed by a colli sion with street car s passing each o ther con
sider ed, and held to require the submi ss ion of th e questi on of the 
street car company's negligence to th e jury. 

2. Evidence in an action by a wagon driver for injuries from a 
colli sion w ith a street car, occasioned by hi s turning onto th e 
track to avoi d approaching trucks , consi der ed , and held not to 
warrant withdrawing the issue of contributory negligen ce from the 
jury, though ther e -Aas no proof that plaintiff looked for cars. 

3. It is not n egli gence, a s a m atter of law, for a wagon driver to 
turn onto the street car track in front of an approaching car which 
is so far away that by proper care it can be st opped so as to avoid 
a collision.-(Blum vs. Metropolitan St. Ry. Co., 80 New York 
Suppl. , 157.) 
NEW YORK-Carriers - Crowded Street Car - Contibutory 

N egligen ce-Arguments of Coun sel. 
r. Wher e a street car company fail s to provide sea ts or stand 

ing room , so tha t a passenger must stand on the platform , and th e 
company permits him to ride there, the questidh of it s negli gence 
is for the jury where the platform is so crowded that he is li able 
to be pushed off by an employee operatin g the car. 

2. The plaintiff was a passenger in a street car , the seats of 
which were occupied, and h e rode o n the front platform, with 
seven others. In going fast on a d own g rade, the driver, in hi s 
effort s to apply the brakes, jostled the crowd, and decedent was 
thrown off and instantly killed. H eld, that t h e ques\ions of negli 
gence and contributo ry negligence wer e for the jury. 

3. A passenger on a street car is n o t char geable with contribu
tory negligence as a matter of law, b ecause he s tood on the plat
form of the car with knowledge of its overcrowd ed condition , 
wh ere ther e was no eviden ce that h e was eve r on a street car 
before, or that he knew of any fact , other than the crowded con
dition of the platform, which would expose him to dan ger. 

4. Calling a tt enti o n to an im proper st atem ent of counsel in 
summing up for the first time after the ins tructi ons, and the 
taking exceptions t o th e lan guage used by counsel present no 
question that can be reviewed by the Court of A pp eals. 

5. An exception to the denial o f a m o ti on to withdraw a juror 
because of impro per remarks of counse l in summing up presents 
n o q uestio n fqr review, th e denial r es tin g in the di scr etio n of the 
t rial court.-(Cattano vs. Metropolitan St. Ry. Co., 66 N . E. Rep., 
563.) 
NEW YORK.-Guardian A d Litem for Infa nt-Execution-Giv

ing Security. 
r. Under Code Civ. Proc. Sec. 474, providing that a g uardian 

ad !i tem for an infant may not r ece ive money of th e infant till h e 
has given security, and general rul es o f practi ce No. 51. t o the 
sam e effect , sh e 01· h er attorney m ay not proceed by cxcc11tion to 
collect a judgmen t till the securi ty be g ivcn.- (Wileman vs. 
Metropolitan St. R y. Co., 8o New York Suppl., 233.) 
NEW YORK.- Childrcn-Negli gcnce of P arents-Imputed N eg

ligence-Street Railroads-Injuries to Pedestrians-Duty to 
Look- Witnesses-D uty to Produce-Presumptions. 

r. Parents of a child 6½ years of age were not g uilty of n egli 
ge )1ce in permitting the child to accompany hi s broth er, 12 years 
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of a g e, well acquainted with the city, o n a visit to their aunt, in a 
different po rtio n thereof. 

2 . Wh er e a child 6½ years of age was killed by a street railway 
car while accompanying his broth er, 12 years o f age, from one 
part of the city -to anoth er , the n egligence if any, of the elder 
brother, would be imputable to the child in an action to recover 
fo r hi s d eath. 

3. A boy 12 year s o f a ge, acco mpani ed by deced ent, his younger 
broth er , left a no rthbound street car after it, with other cars, had 
become bl ockaded, and waited o n the curb until the ca rs had 
passed, when he sta rted to cross the street, after looking and see
ing a southbound car by which hi s brother was struck a bl o ck 
away, but was him self comp elled to jump out of the way of the 
car, which approached at an unu sual and negligent rate of speed, 
without ring ing the g on g. H eld, that the elder b oy was no t g uilty 
of n egligence, as a matt er o f law, which, being imputed to de
cea se d , wo uld preclude a r ecovery for his death. 

4. Wher e d eced ent , in custo dy of hi s elder brother , attempted to 
cro ss a street in fr ont o f a street car which was a blo ck away when 
they sta rted from the curb wher e th ey lo o ked, and saw the car, 
which approached at a hi g h and negligent ra te o f speed , o f b etween 
14 and 15 miles per hour, without ringin g th e bell , whether d e
ced ent 's brother was negligent in no t looking a seco nd time b efor e 
reaching a point o f clanger was a question for th e jury. 

5. D efendant r equested the court t o cha r ge that , by plaintiff' s 
failure to produce cert a in witn esses cla imed to h ave been witnesses 
for plaintiff o n a form.e r trial, the jury mig ht infer that their t esti 
mony would have been unfavorable to pla intiff. It did n o t appear 
that the witnesses named had been witnesses o n the fo rmer trial, 
and the court d eclined the r equest , and ch a r ged that if either side 
had under control witnesses wh o could testify t o any m aterial facts 
connected with th e accident, a nd did no t p roduce them, tha t fact 
mig ht b e considered by th e jury , and added that it did not app ear 
tha t bo th o f th e persons nam ed in the request we r e witnesses at 
the fo rm er trial, but tha t th e wi tnesses m entio ned by defendant 
wer e under its cont rol. H eld , tha t such in structio n was no t 
error.-(L evine vs. Met ropolitan St. R y. Co., 80 New York 
Suppl. , 48. ) 
NEvV Y ORK- R es Judicata- Form al A ppeal- S ub sequent Tri al 

- A ppeal- R eview-W eig h t of Evidence-Contributo ry Neg
li gence- Instruct ions-Exceptions-Suffic ien cy. 

I. T h e d ecisio n , o n app eal fro m a no n-sui t in an ac tio n fo r per
sona l injuries; that th e questi o n s o f d efendant 's n egligence and 
plaintiff' s contributo ry negli gence are fo r the jury, is r es judicata 
o n the subsequent t r ial of t he action, wher e pla inti ff's evidence is 
the sam e as on the fo rmer trial. 

2. A ve rdi ct fo r plaintiff on a q uestion of fac t will no t be di s
turbed as again st the weight uf the eYiden ce, tho ugh th e evid ence 
o n defendant' s pa rt i~ sustained by a g rea ter number o f wi tn esses. 

3. A ped es tri an, afte r sig naling an a pp roachin g ca r abo ut ha lf 
a block away to sto p at the place passenge r s ar e custo m arily taken 
on , is no t negli gent , as a m atter of law, in proceeding diagonally 
ac ro ss the trac ks t o such p lace, and in assuming that th e m o t o r
m an , as the car approach es th e s t opping place , will u se reasonab le 
car e to permit h er to cross in safety. 

4. T he ped es trian wa s no t g uilty of neglige nce, as a m att er o f 
law, fo r fa iling to loo k b ehind her a ft er she had sta rt ed in h er 
diagonal course across the tracks. 

5. Wher e, in an acti o n fo r per sonal injuries, th e ev idence justi
fi es a findin g that pla intiff will suffer pain fr o m the injuri es in th e 
future, a n excepti o n genera lly t o a n instruction pe r m itting an 
award o f dam ages fo r future pa in , m enta l and physical, o n th e 
gro und tha t th e re is no p roof warranting the jury in all owin g 
da m ages fo r future pa in , does no t present the questio n o f th e 
correctn ess of th e instructio n so fa r as it a llo ws da m ages fo r 
fut ure m ental pa in.-(Copeland vs. Met ropolitan St. Ry. Co., 79 
New Yo rk Suppl. , rn54. ) 
NEVI/ YO RK.-Street R ailways-Injury to Pas se nger- Con

tributory Negligence-Ne g lig ".n ce. 
I. It is not negli gen ce pe r se fo r a passe n ge r o n a crowded car 

to stand on the ru nning boar d. 
2. Testimony that street ca r crossed a stree t witho ut stopping, 

then slowed up a litt le, and then· suddenly start ed quickly, with a 
jerk sufficient to throw standin g passen ger s o ff their footin g and 
agai n st th e seats, and that, coincident with the sudden jerk and 
acce lerated speed, plaintiff's intestate, a passenger standin g on the 
runnin g board, fell from th e car , m ak es a case of negligence for 
the jury.- (She eron YS. Coney I sland & B . R. Co ., 79 New 
York Sup pl., 752. ) 
NEW YORK-Personal Injury-D amages-Earnin g Capacity

Evidence-Admissibility-Excessive D amag es. 
1. Plaintiff, injured while ·alight:ng fro m one o f defendant' s cars, 

wa s at the time a li censed pilot, and belo nge d to a corporation 
k nown as the Sandy H ool: Pilots' Associat ion. His earnings 

consisted of fees received for boarding incoming vessels and 
bringing them into port, the fees being r egulated by law. All of 
the fees received by the various pilots were turned into a common 
fund held by the association, from which plaintiff received $200 

monthly. Held, that proof of the receipt by plaintiff of such sum 
was admissible to show his earning capacity. 

2. The accident resulted in a fracture of plaintiff' s thigh, with 
permanent disablement. He was entitled, under the rules of the 
a ssociation, to $75 a month pension. H eld, that a verdict for 
$10,000 was not excessive.-(Vlaldie vs. Brooklyn H eights Ry. 
Co. , 79 N ew York Suppl. , 922.1 
NEW YORK- Street Railroads-Injuries to Pedestrians-Con

tributory N egligence-Duty of M otormen-Instructions
Intervening Cause. 

1. When plaintiff started to cross a street, he saw a southbound 
car approaching about a block away. He crossed the £outhbound 
track, and did n o t discover a northbound car approaching until he 
was about to step on the northbound track, and in order to avoid 
a co lli sion he stepped back on the southbound track, and was 
struck by the southbound car. H eld, that it was plaintiff's duty to 
have look ed bo th ways before st a rting to cross the street, and 
hi s failur e to do so constituted contributory negligence. 

2. The m ot orman on the southbound car was not bound to 
anticipate that pla intiff, aft er crossing the southbound track 
would r etrace hi s st eps in order to avoid a collision with the north
bound car. 

3. Wh er e,·in an action for injuries while crossing a street rail
way track, th er e was no evidence of any intervening cause, and 
the evidence would have justified a findmg that plaintiff's injuries 
were due t o hi s own n egligence, a charge that, though plaintiff 
was g uilty o f contributory negligence, yet if defendant, by reason
able car e, could have avoided the consequences of such negligence, 
and if plaintiff's negli gence was not the direct cause of the acci
dent, plaintiff was entitled to r ecover if defendant was guilty of 
ne g ligence, was error.- (Trauber vs. Third Ave. Ry. Co., 80 New 
Y o rk Suppl. , 231.) 
NEW YORK- Identity of P erson-Evidence-Suffi-::ieney as 

Affect ed by Other T estimony- Ejection of Passengers
Damages. 

1. Te stimony of plaintiff in an action for forcible ejection from 
a stree t ca r, g iven twelve months after the event, that he would 
no t know the conductor , does not affect his positive testimony that 
the co nduct o r to wh om h e gave hi s transfer at Thirty-Fourth 
Street was th e o ne who ej ected him at Ninety-Fourth Street, so 
as to allow the ques tion to go to th e jury, though the conductor 
who ej ected him t estified tha t h e did not take charge of the car 
till it reach ed Fifti eth Street. 

2. A verdict o f $1 ,500 for ejection of a passenger from a street 
ca r by th e conductor, who insist ed that h e had not paid his fare, 
is n ot ex cessive, con sidering th e elem ent of humiliation; the con
ducto r hav in g r epeatedly struck and kicked him, and endeavored 
t o assault him with a piece of iron , which he was prevented by 
pla intiff' s companion from doing, and it not appearing plaintiff's 
r esis tance was such a s in any way to mitigate or palliate the un
provoked vio len ce.-(Foley vs. M etropolitan St. Ry. Co., 80 New 
Y o r k Suppl. , 249.) 
N E \V YO RK- R es Ipsa Loquitur-Burden of Proof-Derail

m ent of Street Car. 
I. The d o ctrin e of r es ip sa loquitur operates to raise a presump

t io n of n egli gence against the defendant , but does not shift the 
burden of proo f. 

2. The doctrine o f res ipsa loquitur applies to cases of injuries 
to passen ger s caused by d erailment of a street car operated by 
m ech anical or by m echanical and electrical power.-(Adams vs. 
Uni o n Ry. Co. o f N ew York City, 80 N ew York Suppl., 264.) 
N E W YORK.-Servant - Injuri es - Elevation - Inspection-

Question for Jury. 
I. Where defendant maintained an elevator in its street car barn 

fo r th e purpose of lifting street cars from on e floor to another, 
and the o nly evidence o f inspection was that of one of defendant's 
witn esses, who t estifi ~d that he was in the habit every week of 
go in g around the elevator and looking at it, and going on a ladder 
and ob serving the wheels and the drums and oiling the machinery, 
but had n ot used the hammer test on the gear wheel. which subse
quently broke, for m o r e than a year prior to the accident, a finding 
that the inspection was inadequate was proper. 

2. D efendant street railway company maintained a car elevator 
in its barns, the elevator being provided with a track connecting 
with other tracks on the different floors, and the cars being moved 
by defe~dant's employees. Plaintiff, an employee, was injured by 
the fall of the elevator, caused by the breaking of a cable and a 
gear wheel. It was _shown that if the cable alone had broken, 
the elevator would simply have sagged a few inches, and defendant 
contended that the breaking of the gear wheel was the result of a 
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blow-hole in the m etal const itut ing a hidden defect . P lainti ff , 
h owever, co ntended that th e b r eak was due to a crack in th e 
wheel, which was paten ., and might have b een asce rtain ed by a 
proper in spectio n. H eld, that the cause o f the break was fo r the 
jury.-(Swenson vs. Me t ropo litan St. R y. Co., 80 New York 
Suppl.. 281.) 
N E W Y O R K-Stree t Ra ilw:iys-Injuries-Contri :., uto ry Negli 

gence-Instructio ns. 
1. As p laintiff left the sidewalk to cro ss a street there was a ca r 

approaching , 75 ft. t o 100 ft . away , m ovin g 5 miles o r 6 mil es an 
hour. T h ere was a truck in advance of the car . Just as the car 
ca me opposite the head of the horses hi tched t o the truck, pl ain
tiff ran in fro nt o f both vehicl es , and was struck by the car before 
the moto rman could stop it. Held , not t o wa rrant a charge that , 
even if plaintiff was guilty of co nt ributory n egligence, the questi on 
r emained whether the m oto rman mi gh t have avo ided t he con se
quence o f p lainti ff' s negli gence; o nly the simple questio ns of n eg li
gence and co ntribut o ry negligen ce bein g presented.-( P helan vs. 
F orty-Second St ., M. & St . N . Ave. R y. Co., 80 New York 
Suppl. , 333.) 
N E W YO R K-Mast er and Servant- N eg li gen ce-Care R equired 

of Servan t- Tools-Choice of Tools-Inspection by Servant
Inspectio n by Defendan t- Proximate Cause- N ot ice of D e
fec t. 

I. A ser vant who, in the di scha rge of hi s duti es, ascends a te le
g raph pole, is no t boun d to fa st en the pole with g uy ropes, braces, 
etc., unless th e dange r of proceedin g otherwise is known and 
obvious. 

2. An electri c linem an , who ascends a t eleg raph pole fo r th e 
purpose -o f cutting wires , has a r igh t to use such of th e appliances 
furnished as appear to him t o b e reasonably safe for th e per
formanc e of th e task. 

3. Where an elec tri c lin eman, in the d ischarge of h is duti es, 
ascends a t elegraph pole, it is n ot incum bent o n him to m ake an 
in spection of the pole, where the defect is not obvious. 

4. It is the duty of a n employer, who se nds a se rvant ·to the top 
of a telegraph p ole, t o inspect th e pole in order to see wh ether it 
is safe. 

5. Where an electri c lineman was injured owing to a pole on 
which h e was at work fa lling wh en the .wi res were cut, and it 
appeared that the pole had det er iorat ed fro m dry rot , so that it 
was supported by only a sm all por tio n of goo d material, th e proxi
mate cause of th e injury was ~h e defec t in th e pole. 

6. Where an electri c lin em an is injured by a pole on which h e is 
working breaking with him , owing t o it having det erio rat ed from 
dry rot , that the wires were be ing re m oved from wooden to iron 
poles did not a mount t o n oti ce that the wo ode n pol es were de
fective.-(W alsh vs. New York & Q . C. R y. Co ., So New Yo rk 
Suppl. , 767.) 
NEW Y ORK.-Carrie r s- Injuries t o Passeng ers-T rial- Mis

conduct of Co un sel- R eve rsible Error . 
I. In an action fo r injuries to a pa ssenger, after an obj ect ion 

had bee n sustain ed to a ques tion asked of defen dant 's witness on 
cross-exa min ation as to whom a doctor, wh o accompanied th e 
witness on a vi sit t o plainti ff, represented , pla intiff' s counsel asked 
witness wh eth er such doctor did not go t o settl e with plainti ff, 
and whether he was n ot r epresent in g an insurance company back 
o f defendant, t o which defendant's coun sel a t once objected, and 
which was n ot allowed to be answered. He ld, that the ask in g of 
such ques tion constituted reve r sible er ror , where it did not 
affirmative ly appear that it did n ot affect th e verdict , th o ugh the 
court instructed th e jury that they sh ould n ot regard it.- (Mani
gold vs. Black Ri ve r T ractio n Co., 80 New York Suppl. , 861.) 
NEW Y O RK-Personal Injury Case-Failure t o subpo ena At-

t ending Physician- Inst ructions. 
r. There b eing no evidence th at the phys ician who attended 

plaintiff for th e injury fo r which she su es was subpcen aed, and sh e 
admittin g that h e had testi fi ed on a form er trial that he fo und 
no thin g to indica te that she h ad been injured, ex cept what she 
told him , defendant is entit led to an inst ructio n that th e jury may 
consider hi s ab se nce as a fac t bearing on plain tiff' s ri ght to 
recover.-(Minck vs. New York & Q. C. R y. Co., 80 N ew York 
Suppl. , 71 2.) 
NEW YORK.- Strec t Car Co nductor-Assaul t o n Passe nger

Credibility of Evidence- A ssault Provoked by Passe nger
Evidence-Arrcs t o f Conducto r-Discharge. 

J. Wh ere defendant' s version o f an assaul t made on plaintiff 
by a conducto r on one o f its cars, unco ntradicted by any te stimony 
except that o f plaintiff, is t o t he effect that plaint iff fel l in jumping 
o ff th e car while in m otion, and th e co nductor stopped the ca r, and 
went back to m ake inquir ies, whereupo n, after so me conversa t ion, 
plaint iff, who was suffering from a broken ankle, followed and 
struck him, and was dealt a blow in r etu rn, a ve rdict for defendan t 
will not be di sturbed on th e g ro und th at the story is t oo in credible 
to justify it. 

2. A street railway co mpany is not li abl e fo r an assa ult on a 
passeng er by a conduct or, provoked by the passenge r 's violence. 

3. Where, in an action aga in st a street railway company for 
assault on a passenger by a conductor, plaintiff elicits evidence 
that the conducto r was arrested for th e assa ult , the admission o f 
evidence by t he defendant that he was di scharged afte r arraign
ment was no t error.- (] am es vs . M etro politan St. R y. Co., 80 
New Y ork Suppl. , 71 0.) 
NEW YORK-Injury to E mployee-Contributory Negligence. 

I. The evidence showed that p laintiff's intes ta te was excavating 
under defendant' s street ra ilway, over which the ca r s were continu
ally passing; that while working in the trench he was struck by a 
car; th at h e saw it approach, and leaned b ack to be o ut o f the 
way; and that there was plenty of roo m in th e trench fo r him to 
remain a t a safe di stance fro m the ca r as it passed, but th at h e 
rai sed up so as to bring his fa ce near th e car , and was struck by 
the step. H eld, that he was g uilty of contributo ry n egligence, 
p revent ing r ecovery.-(Riddlc vs. F orty-Seco nd St., M. & St. N . 
Ave. R y. Co., 66 N. E. Rep. , 2 2.) 

NEW YORK-Appeal-Di smi ssal Before V erdict- M oti o n for 
New Trial- R eview-Stree t R ailroad- Starting Car With out 
W a rn ing-Negli gence-Questi on fo r Jury. 

r. Where, subsequent to the coming in of the jury the court de
cides a mot ion to di smiss the complain t favo rably, so that the case 
is left w itho ut a ve rdict, a motion for a new t ria l is not before the 
S upreme Court for r eview. 

2. W here a street car comes to a full stop on r eaching a crossing, 
the conductor having ann ounced a tran sfe r point, the act of the 
motorman in sta rting the car without signal r ece ived therefor, and 
without looking aroun d to di scover whether any one is in the act of 
alighting, whereby a passenger, partially alighted, is th rown an d 
injured, may consti tute neg ligence ; the question being for the jury. 
-(Bessenger vs. Me tropolitan St. Ry. Co., 79 New York Suppl., 
ror7.) 
NEW YORK- Witnesses-Impeachment-Cross - Examination 

as to Matter not Subject o f D irect Examination- Street Rail
roads- P erso nal Inj uries-R ules of Company-Admissib il ity. 

1. In an action fo r personal in juries, a physician called by de
fe ndan t testified mere ly that he knew plainti ff, and had trea ted her 
several t imes; his other testimony being excluded. On cross-exa:,1-
ination he test ified that he had n ever told plaintiff that defendant 
had offered him money to tes t ify again st her. H eld, that, as the 
test imony was with re lation to a matter not brought out on the 
dir ect examination, plaintiff was boun d by it, and could not afte r
wards herself go on the stand and test ify to the contra ry. 

2 . In an action against a street rai lroad company for inj uries 
t o plaintiff, caused by the sudde n startin g of the car while she was 
attempting to board it , it was r eversible error to permit plain tiff to 
int roduce in evidence a rule of the company having n o relation t0 
the question involved; it tending to confus e the jury.- (Deutsch
mann vs. T hird Ave . R. Co .. 79 New York Suppl. , ro43.) 
NEW YO R K - St reet Rai lroads-Injuri es on Tracks- Contin

uous Negligence of Driver- Contrib utory Negli gence-Issue 
fo r Jury. 

r. Where the only evidence of the neglige nce of the drive r of a 
horse ca r in running into a ch ild on the track was hi s con tinuous 
negligen t conduct in not looking forward- he having been aware 
that any one was on or n ear the track- it was er ror to take a clear 
issue of con t ributory negligence from the jury.- (Bortz vs. Dry 
Dock, E. B. & B. R. Co., 79 New York Suppl., ro46.) 
N E W YO R K.- Street Rai lroads- Improper Conduct of Party 

and Coun se l- N ew T rial- P er sons Driving near Tracks
Con tributary N eglig ence. 

r. W here, in an action against a stree t rai lroad for personal in
juries, defen dant, after unsuccess fully attempt ing to introduce in 
evidence and have rung before the jury a gong which could not be 
identi fi ed, took advantage of the absence of the court during recess, 
and rang it in the presence of most of the jurors, plainti ff was en 
t itled to a new trial, though the jury was charged to d isregard the 
sounding of the gong, and affidavits wer e made by seven of th e 
j uror s that they had done so. 

2. In an action for inj uries r eceived by being hit by a st reet car 
while dr iving near the tracks, it was prej udicia l error to refuse, a t 
plaintiff's r eques t, to charge that it is not negl igence, as a matt er of 
law, for a man to dri ve on the tracks of a street railway or near 
the t racks, where the court had not cha rged on thi s phase of the 
case, and the jury were left to infer that plaintiff was n eglige nt, as 
a matter o f law, in so dri ving.- (Bronk vs. Binghamton R. Co., 79 
New York Suppl. , 577.) 
NEW YORK- Ca rriers-Street Rai lro ads- Injury to Passenger 

- Contrib ut o ry Ne gli gence- N egligence of Carrier- Defec
tive Track- P leadi ng-Allegation o f Inj uri es-Proof-Appeal 
-Harmless Erro r. 

r. Where, at the ti me o f a passenger's inj ury by the derailment of 
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a street car in which she was r id ing, she was seated in the ca r , the 
l/Ucst ion of contri butory negligen ce did not a ri se. 

2. At the time of the de railmen t of a street car the roa d was being 
changed to be opera ted by electri ci ty. T he pavemen t had been r e
moved, an d sand was piled and barrels of g ravel had been left a long 
the track. T he car st ruck one @f these barrels, and was dera iled, 
throwi ng pla intiff, a passe nge r , to the floo r, causing her injuries. 
Held, to j ustify a fi ndi ng of n egligence on the part of the carri er. · 

3. W here a complaint a lleged tha t pla intiff, a passenger, was 
th rown again st a car and severe ly injured " in and around the head 
and body, and that by reason of the premises pla in t iff was m ade 
sick , sore, and lame, an d was caused to suffer , and still suffers, 
great bodily pain , and by reason of the permanent charac ter of such 
injuries she may never r ecover therefrom," it was insufficie n t to 
Justi fy evidence that such accident cr eated a physical con dition in 
pla intiff known a s " r etroversion ," which rendered her incapable of 
bea ring children. 

4. A judgment in favor of pla inti ff in an acti o n fo r injuries amply 
~ustained by competent evidence will not be r eversed fo r the 
er ro neous admission of ev ide nce concern ing an injury n ot pleaded , 
where pla in t iff and her physician wer e permi tted by defendant to 
test ify thereto wi thout objection , and no objection was made on the 
ground tha t th e evi dence was incom pet en t under the pleadings, 
until, on cross-examination of another physician, such objec tion 
was made to a question r elating to such inj u ry, the an swer to which 
d id not positively show that the accident caused the par ticula r in
Jury objected to.- (Ramson vs. Metropolitan St. Ry. Co., 79 N ew 
Yor k Suppl. . 588.) 
NEW YORK.-Streets on P rivate Grounds-Street Railways

Construction on Private Gro unds- Maintenance- Negl igence 
- Liab ili ty- R ight of Ac tion- Assignment. 

I. A st reet located on the campu s of a un iversity. and on groun d 
owned and controlled by the university, the use of which by the 
public has not been incon sistent with the university's private owner 
ship th ereof, is not a publ ic street. 

2. Cornell University author ized defendant street railway com
pany to const ruct its tracks on a street within the university campus 
on an agreement by which defendant contracted t o keep in tho rough 
order all the con struction n ecessary for its r oad. P laintiff, a se rv
aut of one of the professors , li ving in the uni ve rsity with h er sister, 
who was a lso employed in the univer sity, had been driving in the 
coun try with a livery ri g, and on returning the cutter was over
tu rn ed hy a defect in defendant' s t rack on the college campus. T he 
horse ran away and was kill ed, and the cutter injured. H eld that, 
pla in tiff havi ng been impliedly invited to use the premises by the 
un iver sity, the latt er owed her the duty of reasonable car e to keep 
the street in repair, and that defendant . under its contract , was 
liable for the exerci se of the same duty. 

3. T he fa ct that the hor se and cutter· did n ot belong to pla intiff 
was immaterial, s ince the owner thereof had all the rights which 
plaintiff wou ld have against defendant fo r their n egligent injury, 
and on h is assignment thereof to plaintiff sh e was entitled to r e
cover therefor.- (Bolster vs. Ithaca St. Ry Co., 79 N ew York 
Suppl. , 597.) 
NEW YORK- Street R ailway-P erso nal In juries-Opini on of 

Court on R eversal- Right of P laintiff on Second Trial- Evi
dence-V erdict- Conduct of Jury. 

r. T hough the court, on appeal, in reversing a judgment for 
pl aintiff in au action against a street railway for injuries received 
whi le attempting to cross the track , by reason of the negligence of 
the driv er in failing to stop the car and defendant's negligence in 
failing to supply the car with an effici ent brake, intimated that no 
recovery could be had fo r the driv er's negligence, plaintiff on a new 
tri a l might introduce evidence to support both allegations, and was 
entitl ed to have both issues submitted to the jury, if sustained by 
snf-fici ent evidence. 

2 . In an action against a str eet r a ilway company for inju r ies to a 
pc r ~on on the track , th e only evidence of a defective brake wastes
t imony of the driver. Hi s ev idence was contradictory to that given 
hy him on a fo rmer trial, and he admitted that he had given fa lse 
ev idence in several r espects. The jury return ed a verd ict for 
pla inti ff. and did not an swer th e question whether th e brake was 
defecti ve , and. on being interrogated by the judge, stated that they 
did not answer it because the jurors had decided to throw out the 
driver 's ev idence. T hey w ere instructed if they did so, to answer 
the quest ion in favor of defendant . They retired. and returned 
with an affi rmative answer to such question. Held, t hat the ver 
dict should be set a<;ide, as the result either of prejudice or mis
apprehensi on.-( Csatlos vs. l\1ctropolitan St. Ry. Co .. 79 New 
York Suppl.. 653.) 
NE\ V YORK- P ersonal Injuries-Co mplaint- Nature of I njury 

-Dementia. 
r. Under a complaint a lleging that pla intiff was severe ly in jured 

in her person; that her skull was fractured, and she was severely 

wounded , b rui sed, and contused in various parts o f her person ; 
that she r eceived sever e internal injuries, was g reatly shocked, and 
s,.stained perman ent injuries, incapacitating her from attending to 
her duties-proof that plaintiff was suffering from dementia, caused 
by · the accident, was inadmiss ible.- ( Sealey vs. Metropolitan St. 
Ry. Co., 79 N ew York SupJ I., 677.) 
NEW YORK.- 1rial-Personal lnjuries-Physical Demonstra

ti on-Propriety- P ersonal Injury Action- Amount of 
D amages-Am endm ent of Co mplaint- Harmless Error-Ex
cessive V erdict. 

I. On the trial of a personal injury action it is proper to permit 
plaintiff to att empt to write his nam e and to drink a glass of water 
ir. the jury's presence, for the purpose of dem on strating the extent 
of hi s injuries. 

2 . O n the tria l of a personal injury case, the testimony being con
cluded, it is not an abu se of di scretion to permit an amendment o f 
the complaint increas ing the claim for damages from ten to twenty 
thousand dollars. 

3. Any er ror in permittin g an amendment of a complamt increas
i1:g the cla im for damages for personal injuries is harmless where 
t !.1e r ecovery did not ex ceed the amount originally claimed. 

4. A verdict of $ro,ooo fo r personal injuries is not excessive, the 
eviden ce showing tha t phintiff had sustained a fracture of two ribs, 
contusion on the whole er.est , bruises on the back and head and 
hand, and had developed pleuri sy from the rib fracture, and a 
nervous t r emor, indicating chronic sclerosis of the spinal cord and 
b rain, whi ch was p rogr essive and incurabl e.-(Clark vs. Brooklyn 
Heigh ts R ailway Company, 79 N ew York Suppl., Su.) 
NEW YO R K-Mortgages-F o reclosure-Action by Trustee

R equ est by H olders of Bo nds S ecured-Necessity-Detach
m ent of Co upons-Effec t- F or eclo sure for Inter est A lone
Demand fo r Paym ent-Necessity-Tim e when Interest Be
g in s to Run-Costs-Additi onal A ll owance- A m endment to 
S tatutes. 

r. A m ortgage securing bonds provided in section 5 that, in case -
of default in the payment of any half yea r 's interest on any of the 
bonds, the trustee might elect , on the r equest in writing of the 
owners of on e-half o f the bonds outstanding, to make the principal 
sum immediately due and payable. Section 7 provided: "In case of 
defaul t as herein befor e- defined, the said trustee may adopt any legal 
o r equi tab le m etho d fo r fo r ec losin g this mortgage and enforcing the 
trusts herein contained , or fo r collecting the prir..cipal and interest 
of the bon ds secur ed hereby," etc. H eld. that under section 7 the 
tru stee could sue in fo r eclosure to comr,el a sale of the mortgaged 
premi ses, so far as might be necessary to pay interest r epresented 
by unpaid coupons without any request in writing by the bond
holders. 

2. The detachment of the in teres t coupon s from the bonds did not 
deprive those holding them of the security o f the mortgage. 

3. The mortg-age coul d be foreclosed for the interest alone. 
4. The abandonment by the mortgagor o f its office where, under 

th ~ terms of the mortgage, the inter est was payable, released the 
holders of the coupons fro m obligat ion to make demand for, pay
ment, even if such demand was n ecessary. 

5. T he holders of the coupon s wer e enti t led to interest thereon 
from the t ime they wer e detached from the bonds and passed into 
~eparate ownership, thus becoming distinct negotiable instruments. 

6. Code Civ. Proc. Sec. 3253," provided prior t o 1898, that the 
court might award to any party, in addition to costs, in an action 
bro ug ht to fo reclose a mort gage o n r eal property, o r in a difficult 
an d extraordinary case, a furth er sum, as follows: " ( 1) In an ac
tion to foreclose a mortgage, a sum not exceeding * * * the 
aggr egat e sum of two hundred dolla rs . ( 2) In any other case or 
specia l proceedi ng speci fi ed in this section, a sum not exceeding five 
per centmn on the sum r ecovered or claimed , or the value of the 
subject-matter invo lved. " In 1898 the second subdivision of the 
sect ion was amended by st riking out the word "other" after the 
words " in any." Held, that the effect of the amendment was to 
permit the court to a llow m ore than $200 additional costs in a 
mortgage foreclosur e suit of a di ffi cult and extraordinary nature.
Long I slan d Loan & T rust Co. vs . Long I sland City & N. Ry. Co. 
et a l. , 82 New York S uppl. , 644. ) 
NEW YO R K.-Evidence-Exp ert ·witnesses- Personal Injuries 

-Evidence-Suffic iency. 
r. Opinion s of expert witnesses must be disregarded, if formed 

without the aid of facts necessary t o enable the witnesses to come 
to a conclusion . 

2. In an action fo r death alleged to have been caused by inflam
mafi on of th e bra in , resulting fro m the lodgment in that organ of 
pus fo rmed in the wri st. which was injured by the negligence of 
defendant , evidence of expert witnesses considered, and held in
sufficient to show that pus found in the brain was carried there 
from the injury at the w rist.-McQuade vs. Metropolitan St. Ry. 
Co., 82 New York Suppl., 720.) 
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NE W YO RK.-Strcct Rail roads-Street Intersection-Accident 
·-Negligence. 

I. The wagon in which plaintiff was riding was struck in broad 
daylight by defendant's car at a st ree t intersection , and carried a 
distance of 20 ft . Both plaintiff and the one with whom he was 
riding te stified that they looked arid saw the car 200 ft. away, when 
the horses were 4 ft. from th e track, and again 40 ft. away, when 
the horses were about to step on the track, and that no warning 
signal wa s given by th e motorman. Held, that the question of de
fendant's negligence was for the jury.-(Andref, vs. Brooklyn 
Heights R. Co., 82 New York Suppl., 729.) 

NEW YORK-Street Cars-P ersonal Injuries-Contributory 
Negligence-Wrongful D eath- D amages-Excessive Verdict. 

I. Decedent, while seeing, some di stance away, a southbound car 
approaching, sta rted, at a street crossing, to wa lk diagonally across 
t he street in order to board an approaching northbound car. He 
signaled the latter to stop, which it did. Its conductor called to 
hir,1 to hurry. When in the center of the track on which the south
bound car was running he was warned by a companion of its 
approach, and stepped back, but was struck and killed. There was 
evidence that the southbound car was proceeding at a speed of 20 
or 25 miles an hour, and that no signal of its approach was given. 
Held, that the issue of contributory negligence was for the jury. 

2. A verdict for $IO,ooo for causi ng the death of a man seventy
three years of age, successful in business, apparently in good finan
cial circumstances, leaving a wife and adult children, to none of 
whom he gave financi al a id, except to the wife, was excessive, and 
should be reduced to $5,000.- ( Stillings vs. M etropolitan St. Ry. 
Co., 82 New York Suppl. , 726. 

NEW YORK-Abattment-Pendency of Another Action
W hat Constitutes P endency of Other Action-Waiver of 
P lea-Suit by Plaintiff's Testator-Elevated Railroad-Dam
ages-Dev isee's Ri ght to Recover-Assignment of Claim for 
Damages- Waiver of Objection to R ecovery in Equitable 
Action. 

I. T h e plea of the pendency of another action can only be sup
ported by a showing that the former action was pending when the 
second action was begun. 

2. A mere showing that a summons in another action has been 
served is not sufficient to support of plea of the pendency o f an
other action . 

3. A plea of the pendency of another action will be deemed 
waived where a reliance thereon was in no way indicated by obj ec
tion or motion during the tri al, and defendant' s motion to dismiss 
was based on entirely different grounds. 

4. The pendency of an action commenced by a testator to enjoin 
the operation of an elevated railroad in front of hi s premi5e5 is no 
bar to a suit by testator's devisee for injunctive r elief and the 
recovery of damages sustained since he acquired title. 

5. The mere fact that a devi see has a right to maintain an action 
to enjoin the operation of an elevated railroad in front of hi s prem
ises does not entitle him to recover damages accrued during the 
life of his testator. 

6. Where a devisee had acquired by assignment the claims of his 
testator's estate to damages for the operation of an elevated rail
road in front of the devised premises, he was entitled to have these 
past damages included in the recovery in a suit to enjoin the opera
tion of the road. 

7. Where a devisee who had taken an assignment of the claims of 
bis testator's estate to damages for the operation of an elevated rail 
road in front of the devised premises asked recovery for the pa5t 
damages sustained by him and the testator, in a suit to enjoin the 
maintenance of the roa d, and n o obj ection was made to plaintiff's 
right to r ecover for the assigned damages, and proof thereof was 
received without objection, defendent waived any right it may have 
had to have these damages ascertained in an action at law.-(Hirsch 
\'S . Manhattan Ry. Co. , 82 New York Suppl. , 754.) 

NEW YORK-Street Railroads- Injuries to V ehicl es-Negli
gence-Evidence-Curing Error. 

I. In an action for injuries to a horse and wagon in a colli sion 
with a street car, evid ence as to the motorman 's negligence, held to 
presen t a question of fact for the determination of the trial judge as 
a tri er of t_he facts, and not to authorize a finding that the motor
man was not guilty of negligence as a matter of law. 

2. In an action for inj urics to a horse and vehicle in a colli sion 
with a street car, error, if any, in refu sing to permit the motorman 
to testify as to the purpose of ce r ta in "s top" and " slow" signs, was 
cured, where he was subsequ ently permitted to testify that every 
motorman slowed up when he reached a sign of that characte r. ancl 
that witness slowed up at the pl ace where the sign was.- ( Strauss 
et al. vs. Brooklyn H eights Ry. Co., 82 New York S uppl. , 767.) 

NEW YORK.-Street Railrnad5-U5L of Strl'cts-Tn juncs to 
Vehicles-Negli gence of Driver-Negli gence of Railroad 
Company-Evidence- Damages. 

I. Where the space left between ce rtain vans and an elevated 
railroad pillar in a street was es timated at from 7 ft. to 8 ft., and 
other witnesses testified that there was not sufucient room to pe, 
mit defendant's servant to drive a wagon five feet wide through 
such space, whether the servant was g uilty of negl igence in not 
a temptin g to driv e through the space, in stead of driving around 
th e pillar onto a street railway track, where the wagon was struck 
by a street car, was for the jury. 

2. Where, at the time plaintiff's servant drove on a str eet railway 
track, a car was approaching from JOO ft. to 125 ft. away, at from 
6 mil es to 8 mil es an hour, an d when the car was So ft. from the 
wagon, the motorman rang the gong hard , but did not attem pt to 
stop the car, and the wagon was demoli5hed by the colli5ion, the 
motorman's failure to stop the car constituted negligence on, the 
part of th e railroad company. 

3. Where plainti ffs wagon was wrecked in a collision with a 
street car in one of the streets of the city of New York, plaintiff 
was entitl ed to rec over, in addition to the reasonable cost of r e
pairs, expenses paid in r emoving the remains of the wagon from 
the street and storing th e same during such time as arrangemen ts 
could be m ade for repairs, together with the reasonable va lue of 
the use of th e wagon while it was being repaired.-(Moore vs. 
Metropolitan St. Ry. Co., 83 N. Y. Suppl., 778.) 

NEW YORK-Railroads-New York City-Statutes-Construc
tion- Rapid Transit Ad-Application-Payment for Stock
Cash-Certificate of Inco rporation-Sub5cque nt Certificate
V alidity-Board of Railroad Commissioners-Review of Dis
cretion. 

r. Laws 1860, p. 16, ch . IO, provided that it should not be lawful 
to construct any railroad along the streets of New York City, ex
cept under the authority and subject to r es tricti ons thereafter 
g ranted and provided by the Legi5lature. Since that time three 
acts (laws 1875, p. 740, ch. 6o6; laws 1880, p. 874, ch. 583, and laws 
1884, p. 872, ch. 252) have been passed, under which street rail 
roads could be built in th e city. In 1890 most of the provi sions 
of the railroad act of 1850 (laws 1850, p. 2rr, ch. 140), and the 
three acts above referred to, were merged in one act (laws 1890, 
p. w82, ch. 565); those three acts being expressly repealed. The 
act of 1890 exte nded the genera l provi5ions of the railroad law of 
1850 to New York City, imposing specia l provisions for the pro
tection of the citv when a railroad inYadcd it s stree ts. H el d, that 
the act of 1890 ~as not merely a codification of the pre-existing 
laws, but gave authority for the construction of railroads in New 
York City without reference to the provision of the act of 1860. 

2. Rapid Transit Ac t 1891 (laws 1891 , p. 3, ch. 4) app li es only to 
roads to be built exclu sively within New York City, and is not in
tended to exclude the applicat ion of railroad law 1890 (laws 1890, 
p. w82, ch. 565) to the city. 

3. Payment for stock in a railroad company by an uncertified 
check on bank is not a payment in cash, such a5 is specified by 
laws 1890, p. I082, ch. 565, 5ec . 2, requiring IO per cent of th e 
minimum amount of capital stock of a proposed railroad company 
to be paid in cash at the time of the filing of the certi fi cate of in-
corporation. . 

4. Where a certifi cate of in corporation of a railroad company is 
void because IO per ce nt of th e capital stock ha s not b een paid in 
cash at the time of filin g such certifi cate, as required by laws 1890, 
p. w82, ch. 565, sec. 2, th e filing of an additional certi fi cate after 
paym ent has been made, cont ain ing all that the statute requires an 
o ri gi nal certi fic ate to contai n , will o perate as a valid original certi
catc, thou gh it be called an "amended ce rtifi cate" by the applicants 
for incorporation. 

5- U nder laws 1892. p. 1395, ch. 676, sec. 59, requi ring the Board 
of Railroad Commissioncr5 to cert ify that public conve ni ence and 
necessity require th e construction of a p roposed railroad, the 
action of th e Board in so determining is not a subj ec t for judicial 
r e\·is ion.-( P eople ex rel. New York. N. H . & H. R. Co. vs. 
Board of R. Com'rs of State of New Yo rk et al., 81 N ew York 
Suppl., 20.) 

NEW YORK- Railroads-Pass-Limitation of Liability-Con
s id era ti on-Construction of Li mi t,i ti on- Su ffi cien cy. 

r. Where, by agreement between a railroad company and a 
landowner, th e rai lroad agreed, in consi deration of a gra nt of ri ght 
of way, to g ive the land ow ner tramportation for li fe. on th e sole 
conditi on that her right to tran sporta tion should be forfeited if 
tickets were presented by a nyon e save her self. and the tickets 
g iven the lando\\'ner bore a provision exe mpting the rail road from 
liab il ity for injuries. such condition was not bindin g nn th e land
own er in an action by h er fo r inj uries owing to the road's 11c g li 
gcncc, sin ce it was with out con 5idcration, and h er acceptance of 
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the tickets did not indicate an intention on her part to assent to 
the terms thereof. 

2. Where tickets issued by a railroad company bear a condition 
providing that the company shall be released " from all cla ims for 
damages for personal injuries from whatever cause," the language 
is not sufficiently plain and unequivocal to release the railroad 
from liability for injuries resulting to a passenger from its negli
gence.-(Dow vs. Syracuse, L. & B. Ry., 80 N. Y. Suppl., 941.) 

NEW YORK.- Carri ers- Injuries to Passengers-Inadequate 
Damages-Inconsistent Statement s. 

1. The fl esh of on e plaintiffs fingers was torn while he was at
tempting to alight from one of defendant's trolley cars, by his 
finger-ring ca tching in the handle-bar of the car, which was started 
with a sudden jerk as he was attemptin g to alight. P laintiff' s 
wound was very painful , and was dressed by a physician twenty or 
twenty-five tim es, fo r which plaintiff incurred a bill of $150 for 
m edical services. H eld, that a verdict for plaintiff for 6 cents 
damages was inadequate. 

2. In an action for injuries to a passen ger, his sworn statement 
that h e was not thrown by the forc e o f th e car, but had a ring on 
th e third fin ger of his left hand that got caught on the brass car
handlt'., lacer ating the fin ger , was not incon sistent with his claim 
at the trial that t h e sudden forward movem ent o f the car caused 
th e laceration of hi s finger.- (Took er vs. Brooklyn H eights R. 
Co., 80 N. Y . Suppl. , g69.) 

NEW YORK.-Stree t Railways-Injury to P edes tri an- Crossing 
B ehind Car- Co ntributo ry Negli gence-Co nstruction of 
T estimony. 

1. A pedes tri an , struck by a downtown car imm ediat ely after 
h av ing crossed onto the track behind an uptown car, tes tifi ed that 
the car was about 40 ft . away when he fir st saw it, and that h e was 
standing on the downtown side, waiting to get across th e avenue, 
and that he waited t o let an uptown ca r pass, which was 40 ft. 
away wh en h e fir st saw it. H e later t es tifi ed that h e looked and did 
not see the downtown car, but it did n o t appear wh en h e look ed. 
H eld , that hi s t es timony di sclosed contributo ry n egli gence as a 
matter of law.- (Little vs. Third Ave. R. Co. , 82 N. Y . Suppl., 55. 

N EW YORK-Stree t R ailways-Injury to P edes trian- Co n-
tributory Negligence-R eliance o n Slackenin g of Sp eed
Suffici ency of Evidence. 

1. While a p edes tri an wh o r each es a stree t ca r track in tim e to 
cross safely if the speed o f an approaching car is n ot in cr eased is 
not n egli gent in proceeding, yet , if it would b e apparent to a per
son of o rdinary pruden ce tha t th e car will overtake him unless the 
speed is sla ck ened , it is neglige n t fo r him to proceed, th oug h h e 
have an equal ri ght with the company t o the use of the stree t. 

2. E viden ce in an actio n by t h e admini stratri x of a ped estrian 
killed by a street car con strued , and h eld insuffic ient to sustain a 
verdict for pla intiff, based o n th e theory tha t decedent was not 
g uilty o f contributo ry n egli ge nce in cross in g in fro nt o f an ap
proachin g ca r.-(Du Fran e vs. Metropolitan St. R y. Co., 82 N . Y. 
Suppl. , 1. ) 

NE\V Y ORK.-Strect R ailroads-P erson Us in g T racks-Injury 
t o T ea ms-Contributory Negli gence. 

r. In an acti on for n egli gent injury t o property, caused by de
fe ndant' s car overtaking and running int o plaintiffs ho r se and 
wagon, evidence of pla intiff' s se rvant that h e was dri ving on de
fe ndant 's track , whi ch was straight , a nd afforded a clea r view back 
of him fo r a n eig hth o f a mile, and that h e did not look back a t all 
- ther e bein g no testimony tha t h e even li stened for th e approach 
of a ca r, o r tha t ther e was any thin g to prevent him from dri ving at 
the side of the roa d, fr ee from the track-showed that he was 
guilty of contributory n egli gence, as a m atter of .l aw.-(Reynolds 
vs. L archmont Horse Ry. Co., 82 N . Y. Suppl. , 185.) 

NEW Y O RK- Street R ailroads-Injuri es to P edestrians
Crossings-Inst ruction s. 

As plaintiff left a curbstone at a street corner, which was 14 ft. 
from the first rail of a street ca r track on which he was injured, he 
saw the car 40 ft. or 50 ft. away from him, coming at r educed speed. 
He saw the car suddenly jump forward as he was just at the track, 
at wh ich time the car was but 15 ft . away. From thi s point plaintiff 
had about S ft. to go to car ry him across the track but before he left 
th e fur th er rai l he was struck. D efendant's evidence was that the 
car was approaching slowly to stop at the furth er corner of the 
street, wh en plaintiff ran in front of the car, when but a few feet 
ah ead of it, and, though the gripm an endeavored to stop the car, he 
was unable to avoid striking pla intiff. H eld, that under such evi
dence it was er ror to charge that though plaintiff was negligent if, 
after his negligence occurred, defendan t' s m otorman in the exer
cise of ordinary care co uld have avoided colliding with him, plain
tiff might recover.-(Poole vs. Met ropolitan St. Ry. Co., 82 New 
Y o rk S1.1ppl., 150.) 

NEW YORK-Trial-Nonsuit-Insufficiency of Evidence-In
credibility. 

The court is justified in non-suiting a plaintiff, although there is 
slight evidence to support his position, where such evidence is in
credible and aver se to well-known physical laws.-(Walter v,;. 
Syracuse Rapid Transit Ry. Co., 82 New York Suppl., 82.) 
NEW YORK-Carritrs-Injuries to Passenger-Street Cars

N egli gence-Assumption of Risk-Duty to Call Witness
Failure to Call-Presumptions. 

1. Decedent attempted to board a combination str eet car moving 
between 4 a nd 6 miles per hour. Deceased lost hi s hold, fell under 
the car , a11d received injuries from which he di ed. Ther e was no 
evidence that the motorman saw deceased. The conductor was in
side the closed portion of the car, collecting fares, at the time of 
the accident. The motorman testified that after a blockade which 
had occurred they had orders to pass streets without taking passen
gers to equali ze the traffic; that he did not slow up for passengers 
at the street where decedent attempted to board the car, and was 
not awa re that any one attempted to do so. Held, that such facts 
were insufficient to establish negligence on the part of the railway 
company. . 

2. Decendent, in attempting to board the car under such circum
stan ces, in the absence of an invitation by signal or otherwise from 
the conductor or motorman, assumed the risk of a change in the 
speed of the car and of his ability to get on in safety. 

3. Where in an action against a street railway company for the 
killing of a passenger, it was shown that th e conductor in charge 
of the car had left defendant's employ, and had gone to another 
State, and had refused to appear as a witness for defendant, and it 
did not appear that he saw the accident , or could have given any 
material evidence, it was er ror to charge that no adverse inference 
should be drawn from the absence of the conductor, except that the 
jury might consider defendant's failure to procure the conductor's 
tes timony by commission as a ci rcumstance bearing on the facts in -
the case.- (Frernont vs. Metropolitan St. Ry. Co., 82 New York 
Suppl. , 307.) 
NEW YORK- Evidence-Handwriting-Standard of Compari

son- Proof o f Genuin eness. 
I. Under laws 188o, p. 141, ch. 36, as amended by laws 1888, p. 

91 r, ch. 555 , authorizing the introduction of standards for com
pari son of disputed handwritings where such standards are 
proved to be genuin e, it was not error to rule that a contract for
the sale of cert ain real estate in controversy, alleged to have been 
signed by deceased, was not sufficien tly proved to contain decedent's 
genuine sig nature to authorize its use as a standard for compari
son wher e the only proof thereof was that the contract was found 
among decedent 's papers; decendent's son having r efused to testify 
that hi s fa ther's signature thereon was genuine. 

2. \Vhere the on ly evidence of genuinen ess of decedent's signa
ture to a con sent for the construction of an elevated railway in 
front of hi s property was that of decendent's son who tes tified that, 
th ough the signature on the consent looked like hi s father's signa
ture, he could not tell that it was, for the reason that a long time 
ha d_ elapsed since he had seen his father's signature, the exclusion 
of the con sent for want of proo f of the genuineness of such signa
ture wa s not error.- (Farrell vs. Manhattan Ry. Co. et al., 82 New 
York Suppl., 334.) 
NEW YORK-Carriers-Horse Railroads-Injuries t o Passen

gers-Speed- Negligence-Evidence-Riding on Platform
A ssumption of Risk. 

I. Plaintiff, a pas senger on a horse car, during an altercation with 
the driver on the front platform fell or was thrown therefrom, as 
the car was rounding a curve. He contended that he was thrown 
off by th e excess ive speed of the car while rounding the curve, and 
t estified that the car was going at "full speed," and at a "terrific 
rate," while rounding the curve. Plaintiff's witness, who saw the 
accident, testified that the car was going 3 or 4 miles an hour, which 
was substantiated by other witnesses, and it was undisputed that 
the car stopped within S ft. of the place where plaintiff fell. Held, 
that the evidence was insufficient to sustain a verdict for plaintiff on 
the ground of excess ive speed. 

2. Where a passenger on a street railroad elects to ride on the 
front platform when there is room inside the car, he thereby 
assumes the additional risks of injury incident to such position, and 
defendant owes him n o higher duty than to operate the car with 
reasonable care in the practical discharge of its duty to the public 
as a carrier of passengers.-(Vogler vs. Central Crosstown Ry. Co., 
82 New York Suppl., 485.) 
NEW YORK-Street Railroads-Iujuries to Teamster-Con

tributory Negligence. 
Where plaintiff drove on a street railway track to cross it at a 

curve as it entered another street, without looking to the rear to 
ascertain whether it was safe to cross the track or whether a car 
was approaching, and his wagon W?S struck by a, car coming di-
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rectly behind him on the curve, from which plaintiff was injured, 
he wa s guilty o f contributory negligencc.- (Schmidt vs. Interurban 
St. Ry Co., 81 New York Suppl., 832.) 

NEW YORK-Street Railroads-Injuries to Pedestrians
Crossings-Contributory Negligence. 

Plaintiff saw a street car approaching him as he left the curb to 
cross the track two doors from the opposite corn er of the street , 
and again near the corner as he reached the fir st ra il of the track. 
He t estified that he thought he could get across, as he thought the 
car would stop at one of the cross ings to give him a chance to 
cross; but there was no proof that the car was bound to stop at 
the cross ing, or that plaintiff had reasonable grounds for hi s belief 
that it would do so. Held, that plaintiff was guilty of contributory 
uegligence.-(Freeman vs. Brooklyn Heights Ry. Co., 81 New 
York Suppl. , 828.) 

NEW• YORK-Elec tri city-Falling of Wires-Injuries-Lia
bility of Company-Res Ipsa Loquitur- E xplanation of Cause 
of Fall-Effect. 

I. Wheth er plaintiff was injured by physical contact with a trolley 
wire as it fell, or by o ne of the currents caused by the wires com
ing in contact with the ground and with the r ail s, th ereby forming 
a completed circuit, was immaterial; the company being liable in 
either event. 

2. The doctrin e or r es ipsa loqu itur applied t o a case where de
fendant's trolley wire fell into th e street, injurin g plaintiff; and 
this though plaintiff introduced eviden ce sh owin g that the fall 
was caused by th e troll ey slippi ng off and striking some of th e 
supporting wires.-(Clancy vs. New York & Q. C. Ry. Co. (two 
cases) 81 N. Y. Supp. , 875.) 

NEW YORK.-Actions - Negligence -Amendm ent -Adding 
Party Defendant. 

Under Code Civ. Proc. sec ti o n 723, providing that th e court 
may at any stage of an action amend a pleading or proceedi ng by 
adding the name of a person as a party, etc., where an act ion wa s 
brought against a city and one railroad company fo r injury r e
sulting from a defect in a street a t th e crossin g of two railroa ds, 
the defect being claimed to be owing to the negli gence of the 
city and of both railroad compani es, th e court, on petition of the 
plaintiff, may order that th e oth er company be made a defendant. 
-(Schun vs. Brooklyn Heights R. Co. et al., 81 N. Y. Supp., 859.) 
NEW YORK-Evidence-Medical W orks-Admi ssibility. 

In an action for personal injuri es it was erro r to allow counsel 
to read from a medical book a statement as to th e symptom s of 
a certain disease, and ask plaintiff's physician if he subsc rib ed 
thereto.-(Pahl vs. Troy City Ry. Co., 81 N. Y. Supp., 46.) 

NEW YORK.-Municipal Corporations-Tee in Streets-Drip
pings from Elevated Trains-Unusual Acc ident-Negligence 
-Failure to Provide Drip Pans. 

I. The rule that where an accident is of unusual and extraordi
nary charact er, which could not have been r easonably prevented, 
defendant is not bound to for esee or m ake provision aga in st it, did 
not apply t o a case where the dri ppin g of water fro m the trains 
of an elevated railroad company, ~tanding a t its stat ion, caused 
the form ation of ice in th e street below, on which a pedestrian 
slipped, where it affrmatively appeared that the company had rea
son to know of the formation of th e ic e, and that it employed men 
for the express purpose of looking af~er ice for min g, and one of 
the se employees t estifi ed that befo re the acc ident occu rred, and 
at th e very pl ace, h e had found ice fo rm ed several times, and that 
once when a train was standing at thi s place h e saw the drip, and 
that it came from the train. 

2. While walking along a public stree t at ni ght, plaintiff slipped 
on ic e formed by drippings from the "exhaust'' o n steam hose 
connec ted with trains on defendant' s eleva ted rai lroad. T h ere was 
evid enc e that at other point s on th e line drip pans were furni shed, 
into which the water was coll ected and retained; that a drip pan 
under the structure at th e place of the accident would have pre
vented th e ice from formin g. Held, negligenc e on the part of the 
defendant not to provide such an appliance.- (White vs. Man
hattan Ry. Co., 81 N. Y. Supp., IOII.) 

NEW YORK.-Carricrs-Injuri es to P asse ngcr- N eg li gence
Contributory Neglig ence-Evidence- Question for Jury. 

In an action again st a ca rrier fo r injuries rece ived by a pa ssen
ger on it s train, wh er e a jury might have inferred from defe ndant's 
evidence, th o ugh of a negative character, that no accident had 
occ urred to plaintiff i11 th e mann er sta ted by his wi tn esses, either 
through a ny negli gence of defendant, or without cont ribut ory 
negligence on plaintiff' s part, it was error to take from the jury 
the question wheth er plaintiff had establi sh ed his freedom from 
contributory negli gence.- (Wimpclherg vs. Yonkers Ry. Co., Sr 
N . Y. Supp .. 963.) 

NEW YORK.- Carri ers-Injury to Passenger- R es I psa Lo
quitur. 

The fact that a passenge r on a trolley car, injur ed by r eason of 
the escape of electricity in the car , undertook to show th at the 
acc ident was due to defec tive in sulation, and fail ed, did not neces
sarily take away from th e company the le gal obli ga tion o f g iving 
;;n explanation of th e occurrence, and sho win g that it wa s no t due 
to it.3 negli ge nce.-(D 'A rcy vs. vVe stch ester Elec tric R y. Co., 81 
N . Y. Supp., 952.) 

NEW YORK.-Appeal- Di sposition of Cause- Judgm ent Er
roneous in Part. 

Where the property all eged to have been injured by the con
struction of a rai lroad tunn el consist ed of two lots , one of them 
undoubtedly injured to som e extent , but the other suffering only 
nominal damage, and the dama ges awarded were in a lump sum, 
and the deci sion of th e trial judge did not show how much he 
assessed as the damage to each lot, reversal of the entire judg
ment was n ecess ary.- ( P ea k vs. Kin gs County Electric Ry. Co. 
et al. , Sr N. Y. Supp. , 926.) 

NEW YORK.- Carriers-Injury to P assenger- M easure of Care 
- Instruction s. 

In an action again st a street car company for personal injuries 
sustained by a passenger from a colli sion between the car and a 
wagon, it appeared that the wa gon was approaching from the 
direction towards which t he car was going, and th at because of 
th e heavy load the driver wa s unab le to turn out as quickly as h e 
might o rdinari ly have done, as a result of which the stanchions 
at the middle of the ca r struck th e rea r ba gs of cotton with which 
the wagon was loaded, shattering the handl es, and injuring plain
tiff by th e flying splinters. Held, that the situation was not one 
from which grave injury mi ght h ave been expected, and hence a 
charge th at the street ca r company wa s bound to exercise the 
high est degree of ca re and skill which human for esight could pro
vide was erroneous.- (Conway vs. Brooklyn H eight s R. Co. et 
al. , Sr N . Y. Supp.) 
NEW YORK-Street R ailways-Injury to Passenger Alighting 

-Negligence-Pleading and Proof. 
The only negligence all eged by a complaint sta ting that, while 

r la intiff was a passenger on defendant's street car , and when it 
cam e t o a complete stop, and whil e sh e was in t he act of ali ghting 
from it , it was started up wi th great suddenn ess and veloci ty , 
thro wing her, is in start ing the ca r with out giving plaintiff an 
opport unity to alight after it had come to a full stop, so that, if 
she st epped off the car whil e it was in motion at all, the negli
genc e alleged is n ot estab lished.- (Coleman vs. l\'Ietropolitan St. 
Ry. Co., 81 N. Y. Supp., 836.) 
NEW YORK-Use of City Streets-Live Electric Wire- Cause 

o f Injury-Jmy Qu estion-Operation of Electric Railway
Admission in Pleadings-Requirement of Due Care-Res 
Ipsa Loquitur. 

I. The absence of evidenc e that '.l li ve electric wire came into 
actual con tact with plaintiff or his horse will not, as a ma tter of 
law, preclude recovery fo r injuries to them, the evidence showing 
that the ho rse had fa ll en into a pool of water and that plaintiff 
had gone to its assistance, wh en a loose wire, blown agai nst a 
trolley pole, caused a series of electric discharges, re semblin g ex
plosion s, and lighting the pole from top to bottom. 

2. P lai ntiff, injured by a live trolley wire , all eged , and defendant 
ad mitted, that on a day nam ed defendant "was operating a sur
face or street railroad propcllccl and worked by electric power" 
on a crrtain street. Held, an admi ss ion by defendant that it was 
using the appliances and m echani ca l devic es nec essa ry for the 
operat io n of it s electric railway. 

3. A company merely opera tin g an electri c r ailway is required h) 
use the appliances with the sam e degree of ca re as if they had 
been built. and were actually owned, by it. 

4. The doctrine of res ip sa loquitur is appli cable to an injury from 
a broken live wire b elonging to an electri c r ailway syst em.
(Sm ith vs. Brooklyn Heights R. Co., Sr N. Y . S upp., 838.) 

NEW YORK.- Street Ra ilways- Safe Stopping Pla ce- Exca
va tion in Street. 

Plaintiff signal ed one of defendant' s southb ound cars on a rain y 
and foggy night. T he m oto rman imm ediate ly attempt ed to sto p, 
but did not suc ceed till th e ca r was some di stance past th e cross
ing, anJ jus t beyond an excavation in th e street, ext endi ng from 
the track to th e west curb , and protected by a li gh t at th e end 
towards th e track, and by embankm ents on th e two sid es. As 
the car st opped, the condu ctor cri ed, "Come on!" and pl aintiff 
start ed for th e car, going out into th e roadway, dia gonally towa rds 
the r ear platform, but fel l into the intervenin g exca,·ation. D e
fe ndant was in no way conn ected with the di ggin g o r maintenance 
of the excavati on, and was not sh own to be charged with any duty 
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to th e publ ic with r esp ec t to the st re et . Held, that there was no 
showin g that the car did not stop at a safe pl ace, nor th at th e 
conductor was negligent in fai lin g to warn p lai ntiff, and defend ant 
wa_s not li abl e.-MacKenzie vs. U ni on Ry. Co. of New York 
City, Sr New York Suppl. , 748.) 

NEW YORK.- Stree t Railways- Crossing Collision-Evidence 
-Question ior J ury-In juries-P leadin g- EYiden ce- A b-
sence o f A ll egation- V\/aiver. 

r. In a n act ion agai nst a street rai lroad fo r injuri es, pl ain ti ff tes ti
fi ed that a~ he started to drive acro ss th e street he looked and 
saw 3 11 approa chin g ca r a block a way ; that as h e dro\' e on t he 
track he saw the ca r 25 ft. away, and tried to hurry, but the rear 
wheels of th e wago n were stuck. Th e evid ence upon th e part uf 
the defendant tended to es tab li sh that the plaintiff drove directly 
in fr ont o f th e car in ::: uch cl ose proximity to it th at th e m otor
man was unabl e to stop, and that the hu rse wa s struck by th e 
fender just as it entered on the cross ing. H eld . that th ere was a 
case for th e ju ry. 

2. In u. 11 ac ti o n fo r injuri es, evid en ce of injuri es t o plai ntiff' s ribs 
is inadmi ss ibl e where not pleaded. 

3. In an acti o n for injuri es th e co mplaint did not all ege injuries 
to plaintiff' s rib s, and he test ified h e kn ew hi s ribs were broken be
cause of certain symptom s, whi ch he describ ed, and whi ch might 
not hne indicated broken rib s, and a phys ician t es tified that a 
tum o r in p laintiff' s s ide mi ght have been caused by a broken nb. 
1 kid, that th e latter tes tim o ny should h a Ye been excl uded on 
ckfendant' s obj ecti on, sin ce p l;tintiff' s testimony had not cstab
li~ hed the injury cl aim cd.-(Cronin vs. M etropolitan St. Ry. Co., 
Sr N . Y . Sur,p., 752. 

N EW YORK.-Carrie rs-P asse ngers-Ejcction- Mi sconduct
l ssues- Submi ss ion-Evid ence-D amages-Evidence. 

I. W here, in an act ion fo r ejec tin g a passenger , p laintiff all eged 
that th e ejection was with o ut a ny fa ult o r negli gence on hi s part, 
which was denied by th e an swe r , and proof of mi sconduct of plain
ti ff was introdu ced , it wa s erro r t o r efuse t o sumbit the issue on 
the ground that the only defen se a ll eged o r stat ed in defendant' s 
o pening was that plaintiff wa s n ot a passenge r at the time of hi s 
ejection. 

2. \ 1\/ here plaintiff a ll eged th at h e was ejec ted fro m defendant's 
st r eet car with out any fa ul t o n hi s pa r t, whi ch was deni ed by th e 
a nswer, it was erro r to ex clud e ev id en ce t hat complaint was made 
to th e conducto r by a passe ng er in th e ca r as t o the lang uage 
plaintiff use d befor e ejec ti o n, on t he ground th at th e o nly defen se 
pl e;idcd was that pl aintiff was not a pa ssenge r by reaso n of hi s 
failure to p:iy fa r e. 

J. In an acti on fo r eject ion of a passenge r . eYidence uf improper 
condu ct liy pl aintiff \\"as adm issibl e in mit iga t io n of damages.
( Bough vs. M etropolita n St. Ry. Co., Sr New York Suppl. , 77 1.) 

N EW YClRK.-Carri ers-Elevated R ai lroa ds-Iniu ries t o P as-
scn ge rs-Evid ence-\\'ith drawal of Juror-In s.tru cti on s. 

r. Plaintiff a tt empted to bo;i rd one of defend ant's t rain s at a 
~tation. hut before she could do so t h e g uard slamm ed th e gates 
together , whi ch ca ught h er dress whil e sh e was still on the plat
form , and. th e train bling imm ediately started. sh e was dragged 
along , and her foo t cru sh ed between t he pl atform and th e ca r. 
H eld , tha t th e fac ts we re sufficient t o sustai n a ve rdi ct in favo r 
o f plaintiff. 

2. \ Vh ere. in an ac tion fo r injuri es to a passen ger . her physi
cian te stifi ed th at the injury had nothin g to do with a subse quent 
operati on for th e r em tw al of one of plaintiff' s oyari es. and there 
was no all egation in th e complaint re specting such injury, it was 
erro r t o r efus e to strike o ut evidence r elating thereto. 

3. Wh ere , in an action for injurie s to a passenger , the com
pl aint m ade n o claim th at plaintiff' s ovarian trouble wa s occa 
sio ned by h er injuri es. and no evidence r elati ng thereto being 
introdu ced. a nd defend ant' s m otion to strike out the same having 
I, een denie d, defendant r eques ted th e court to permit th e with
drawal o f a juror o n th e g round that it had no notice of a claim 
fo r such inj uri es, and h ad n o o ppo rtunit?-· to sh ow that such 
troubl e was not due to th e injury. the application was erroneously 
deni ed. 

4. ~ 1here, in an acti on for injuries to a passenger . an injury to 
plainti ff's ovar ies was n ot pleaded, but the court submitted such 
injury to the jury in an instruction that they should not allow 
damages therefor unless it was necessarily occasioned by the in
jury and was a direct res ul t th ereof, it was error to refuse to 
charge at defendant' s requ est that if th e injury to plaintiff's ovary 
was m erely a poss ibl e r esult of her injury on defendant's railroad. 
and sh e h ad fa il ed to sh ow by a p reponderance of the evidence th at 
th e ovarian troubl e was caused by such injury, the ev idence re
lating thereto sh ould be d isrega rded. 

5. Where, in an acti on fo r injuri es t o a passenger on an elevated 
railroad, th e court , at plaintiff' s r equ est , charged that such rail-

roads were r equired n ot to s tart their cars until th e gates had been 
firml y closed, and th at no train should be start ed until every 
passen ger o n the platform desiring to board the sam e had actually 
boarded th e ca r s, and that plaintiff had a right to assum e that 
th e train, when she started to board it, would n ot be prematurely 
started, it was error to refuse, at defendant 's r equest, to charge 
that wh en th e people who desired to stop at the station at which 
plaintiff was injured had left the train, and the persons who were, 
in a m ann er apparent to th e g uards, ac tua ll y ev in cing a desire 
to boa rd th e train had entered, defendant had a right to close the 
ga tes and sta rt th e train. 

6. R equ est ed in structi ons that plaintiff, when on the station 
pl a tfo rm, was in a place of safe ty , and was not under such stress 
of circumstances as would justify her in attempting t o get on a 
m oY ing train afte r it had started, and that if the g uard had closed 
the gates and start ed the tra in befo re plaintiff h ad time to board 
sam e, and even whil e she was wa lki ng toward it, this would n ot 
j ustify h er in attemptin g from a pla ce of safety to board the train 
after it had started, were improp erl y refused.-(Brown vs. Man
hattan Ry. Co., Sr New York Suppl. , 755.) 

NEW YORK-Servant- Injury- Negli gence of Maste r or Third 
Person-Verdi ct- R elease of Master. 

P laintiff' s decedent , whil e empl oyed as dri,·er of an express 
wago n, was caught betwe en hi s wagon and a stree t car, and 
killed. P laintiff' s ev idence t ended to show that as decedent was 
crossin g the track a wheel came o ff h is wago n, and th e ca r cam e 
on, and caught and kill ed him. D efend ant' s evidence tended t o 
sh ow that the ca r had s topped. or alm ost stopped, and that while 
the wagon was pa ssing th e car th e wh eel came off and threw th e 
wagon again st the ca r , and th at he wa s caught betwee n th e wagon 
and car and kill ed. T h ere was no evi den ce as to how or why the 
wheel came off , or that it was th e res ult of the n egligence of 
defendant' s employer. The court charged that, "i f the coming 
off of th e wheel was what caused th e acc ident, th ere must be a 
ve rdict for the defendant." There was no r eques t for a charge 
based o n the assumption that th e accident was occasioned in part 
by t he comin g off of th e wheel, irrespective of any question of 
negl igence in that rega rd. H eld. that the ve rdict for plaintiff 
was on the theory that the acc ident was cause d solely by the 
negligence of defendant's motorman; h ence a r elease executed 
by plaintiff of dece dent' s employ er did not di scharge defendant.
(O'Brien vs. Brooklyn Heights R. Co., Sr New York Suppl., 127.) 

NEW YORK.-Carriers-'-Transportation of Employees- Pas-
sengers - Assa ult - Rules -Applicatio n- Witnesses-Cross 
Exam inat ion- Harml ess Error. 

I. R ul es of a street car company, provi din g that employees, 
while riding fre ·~ , must n ot occupy sea ts to the exclusion of pay
ing pa sseng ers , and, on open cars. empl oyees ridin g fr ee mu st n ot 
ride on the front seat, and that employees in unifo rm may rid e 
free , to the number of five , on a ca r , p rovi ded that if more than 
that number in sist on riding the conductors shall collect fare, 
appli ed only to employ ees ridin g fr ee; and did not justify an as
sault on a n employee riding in uniform, but paying fa re, in ej ect
ing him from the front seat on his r efusal to vacate the same. 

2. Where a stree t r ailway inspector, in ejecting an employee 
from a seat in a car, acted under a mi staken impression that such 
employee was not entitled to ride in such seat, under a rul e of 
th e company, hi s act could not be j ust ified on th e ground that h e 
had auth o rity to m ake rul es, whi ch the employee was bound to 
obey. · 

3. Where it was claimed that plaintiff gave two versions of his 
ejection from a stree t car, and, on his attention b eing called 
thereto. testified that, in his opinion, both versions were the same, 
error, if any, in excluding a question as to whether it was not 
possible that plaintiff' s statement at the trial was not the correct 
version. and that what he sa id the day aft er th e occurrence wa s 
correct. was han:n less.-(Rowe vs. Brooklyn Heights R. Co., 8r 
N ew York Suppl.. ro6.) 
NEW YORK-Street . Rail ways-Collision with T eam-Negli

gence. 
r. Plaintiff, a boy twelve years old, while riding on the r ear of 

a wagon, was injured by its being struck by an electric car. He t es
ti fied that when the wagon was on the track the car was a block 
away, and that the horse was going slowly. The motorm;in (in 
business for himself at the time of the trial) testified that as he 
approached the crossing, going 4 or 5 mil es an hour, the horse was 
going rapidly, and when first seen was 18 ft. ahead of the car; that 
as soon as he saw it he reversed, and the car, after striking the 
rear wheel of the wagon without injuring it, went only 5 ft. further. 
He was corroborated by the motorman of another car, and the 
d river of the wagon testified that his horse took fright, he was un
able to control it , and it dashed in front of the car. Held, that there 
was nothing to show negligence of the street railway company.
(Summerman YS . Interurban St. Ry. Co., 87 N. Y. Suppl., 427.) 
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FINANClAL INTELLIGENCE 

'vV ALL STREET, May 18, 1904. 

The Money Market 
Gold to th e amount of $53,000,000 is the g rand total taken for 

expor t to F rance since t he movement began s ix weeks ago. 
Had it not been for t he $30,000,000 odd arrivi ng, J apanese specie, 
thi s eno rm ous output would have befo re now exhaust ed th e local 
bank surplu s. As it is, th e surplus has been r educe d from $3 --1-,-
203,000- th e hi gh level o f the season April 23-to $12,827,000. 
Loan s have ri sen during thi s period $53,000,000, showing that the 
go ld export s are no t the only cause fo r the drain o n rese rve hold 
ings. L arg e sum s have been lent to syn dicates floati ng new 
bond issues, expanding both loans and deposits and con sequen tly 
raisin g th e legal r equirem ent s against wh ich cash must be h eld 
in bank. N everth eless th e ex trao rd inary withdrawals o f gold fo r 
E urope have been the ov ershadowing fact o r in th e change whi ch 
has com e over mo ney conditi ons durin g th e last few weeks. As 
already pointed ou t in th ese ar t icles th e $40,000,000 P anama Canal 
payment and th e $25,000,000 A m eri can sub scripti on t o t he new 
J apanese loan, are th e two m ain reaso ns fo r th e ex pulsion o f 
spec ie fro m thi s country. The r outi ne comm ercial operati o ns of 
exchange, as the lates t fi gu res of export s and impo rts prove, can 
h ave added only sli ghtly to th e volume of the movement. Our 
export s fo r A pril , thank s t o an' increase in shipm ent s of manu
fa ctured articl es , exceeded, fo r th e fir st tim e in several mo nths, 
las t year 's correspondin g t otal. Impo rts m eanwhil e dec reased 
$4,200,000, leavin g a :1et t rade balanc e in o ur favo r $4,--1-00,000 
larger than wa s r ecorded in April , 1903. In th is quarter , therefore, 
the situation has greatly improved as compared with la st winter. 
Rut th e imm ediate fact s whic h th e market mu st face are t hat 
$10,000,000 m ore gold has been engaged fo r expo rt th an was in
cluded in th e bank sta tem ent last Saturday, and that th e comi ng 
return will necessari ly show the surpl us item brought clown pret ty 
low. U nder the circum stances the sharp advanc e in m oney r ates 
which has occu rred during the last fe w days, is certai nly not sur
pri sing. Call money, whi ch sank as low as ½ of l per cent a for t
ni ght ago, has risen to 2¼ per cent , sixty clay r ates from 2½ to 
3 per cent , and six month s rates [rum 3¾ tom 4 per cent . T he 
belief in bankin g cir cles at the m om ent is th at this upturn i~ 
enough to put a st op to th e ex cessiv e loss o f go ld. 

The Stock Market 
T h e intense dulln ess o f a week ag,) has been fo llowed during the 

past week by a general movement in th e direction of lower 
l'ri ces. T rading , while not yery ac ti ve, has sh o wn a decided in 
crea se ov er what it was befo re; in o ther wo rd s eno ug h ac tual 
liqui dat ion has set in to change the charac ter of the market 
ci. nd to g ive it a rather pos itiv e downward tendency. T hree 
g roups of stocks have been particularly affec ted , th e St ee l shares, 
the Eries and th e shares of the Gould Southwestern roads. In 
th ese instan ce s t he weakness ha s been m ore appa rent th an it has 
in other part s of the li st. Heavy selling of the g ranger rail 
ways h as occurred and pri ces hav e yielded. But the m arket in 
this quarter has d isplayed a certain buying power which , in the 
quar te r s just alluded t o , has been almo st entirely absent . It 
cannot be said that sen timent in hi gh fi nan cial circl es is bea ri sh 
o n th e situation, but what a mounts to almost the sam e thing 
acco rd ing t o pro fessio nal ca lculat ion s. the exponents o f capital 
are not will ing to take a decid ed stand in favo r o f higher pri ces, 
but are s imply con tent that the m a rk et b e left to take it s own 
co urse. U nder these circum stances, so lo ng as th e out side pub
lic, bo th inves tor s and speculat or s, a re resolutely h oldin g aloof, 
there is more encouragement offered to speculation fo r the short 
than fo r the lo ng acco unt. Th e only check o n t he cl eclinin g t en
de ncy at such a tim e is that imposed by an overcrowded short 
in terest. It can hardly be said that outside developm ents have 
played much of a part in th e Stock E x chan ge m ovem ent of the 
week. Crop news has not been as good as it was a week ago, 
rai lroa~ :-~ ,1 trade reports ar e no bett er. T he enormo us gol d 
eng agements and che ~nn sequent drain upon the local bank re
se rves may h ave had so me : ,·ntim ental bearin g o n the market , 
hu t they are not a m ark o f weak, .~ss, and thi s fac t is well under
stood. To sum up th e outl ook in a fe w words, th e p resent is a 
tim e of cauti on and inacti vity in track and fin ancial cir cles , no 
great fo rward mo vement is at al l lik ely for so me t ime t o com e, 

and th e market is feeling th e eff ec ts o f occasional liqui dati on by 
speculato rs wh o are not ala rme d over their position , bu t m erely 
tir ed o f ho ldin g o n. 

Th e local trac tion stoc ks ha\'e presented an altogeth er better 
appearance than alm ost any other pa rt of th e mar ket in t he week 's 
dealin g s. The speculati ve positi on in :vi e tropolitan is con sidered 
by well info rm ed obse rver s to be pa r ticu larly st ro ng. Manhat 
tan is being bought all the time by investo r s, their purchases 
se rving t o ho ld th e stock steady witho ut adva nci ng it . A stron g 
spe cul at i\'e cont ingent , beari sh on th e r est of the li st, is g iving 
out bu ll ish expr essions on B rookly n R apid T ransit. It is taki ng 
its stand m ai nly o n the knowled ge that earn in g s now arc and are 
ex pec ted t o conti nue ve ry sati sfac to ry by compari so n with pr e
vious yea rs. 

Philadelphia 
T he ac ti ve traction iss ues o n t he P hi ladelphia E xchange h ave 

as a rule gone lower in the week' s tradin g, but th e loss es are com 
parati ve ly small. P hiladelph ia Company co mm on decl in ed the 
m ost , yet it s loss was only a poin t, from 38Ys t o 37;½. So me 
large blocks of R apid Transit ca me o ut a t 13 ~.:i af t er whi ch th e 
stoc k touch ed 13 and then 13¼ . U nio n Tractio n af ter reachin g 
so¼ eased to 49¼- P hiladelphia T raction was acti ve from 96 
t o 95 ¾ - Phil adelphia Company preferred wa s deal t in betwe en 
--l-4½ and 44¼ - O n th e oth er ha nd , P hil adelph ia E lectric- on e of 
the weakest on the li st in the preyious dea lin gs-recov ered on 
rather heavy buying fr om s¼ t o S 9-16. T he ra lly was a tt r ibuted 
to di sbelief in the r ec ent rumors t hat th e co m pa ny is about t o 
levy an assessm ent . Consolidated T rac ti on, of New J ersey, was 
also exceptionally stron g, 600 shares sellin g a t an advance from 
65 to 65 ¼ . Odd lot tran sacti ons were r epo rt ed in Am erican Rai l
ways at --1---1-½, Fairmount P ark T rn n sportation at 26, Pittsburg 
Traction preferred at 49¼, U nit ed Rail ways, of San F rancisco, 
preferred at 45, Rochester Passenger at 101 ½ and Second and 
T hird Stree ts Passen ger a t 295. 

Chicago 
Sell ing o f the street ra il way stocks-a part undoubtedly of the 

genera l market weakness- has gone on steadily th ro ughout thL' 
week in Chicago. F ifty shares o f City Rail way wen t at 157, after 
which 600 were sold at 155. U nion Trac tion prefe rr ed cl ecl in e<l 
fr om 30¼ to 29 on unusually acti ve tr ading, whil e large blocks nf 
the common were pa ssed over at s ½ . North Chicago, on sales o f 
a few odd lots dropped off to 66½ rallying late r to 68. \ Vest Chi
cago declined from 40 to 39½ , and then went back again, on sales 
altogether of 50 ~hares. Scarcely anything was done in the elevated 
secnnt1es. O ne hundred M etropolitan preferred changed hand s at 
45, and a few lots of L ake Street receipts between 3¼ and 3yfi . 
Great progress is being made in the preparat ions fo r fini shing the 
M etropolitan 's downtown terminal and offic ials of the road say that 
earnings wi ll begin to feel the benefit of the improvement in July. 
Leading interests in the stock yards di strict believe that con strnc
tiqn of the eleva ted line in that sec tion will be commenced next 
fa ll. Nothing, however, can be learned from officials of the South 
Side E levated Company on the subj ect . 

Other Traction Securities 
Liquidation has dep ressed prices in Boston, especially the Massa

clrnsetts E lectri c shares. T he common decl in ed from 19¼ to 17¾ 
on acti ve tradi ng; the prefe rred , a ft er fi r st selling cl own fro m 72Vi 
to 70½ , broke to 69 on sales of only 100 shares. T his is the lowest 
the stock has sold at all on the year 's general down fa ll. Specu la
t ive rumors adverse to th e d ividend-payi ng abi lity of th e company 
hav e circul ated, but none of them has been serious enough to bear 
repeating. West End common lost a point fr om 91 to 90, then ra l
li ed to go½, while the preferr ed fe ll from 11 2 to I I I. Boston E le
vated has held comparat ively sell in g, touching qo at one t ime, bu t 
recovering promptly to 141. A ll the securities o f the U nited Rai l
ways Company, of Baltimore, ha ve been very weak on talk that th l' 
June coupon on the income bond s is to be defaulted. These bonds, 
whi ch sold as high as 53 on ly a few weeks agn, went as low as --1-6?,i; 
during the past week. T en o f them sold at the low figure, after which 
27 were bought in , apparently by short sell er s, nn a scale up to ..J.7?s
T he gen eral ..J. per cent s lost a point from 91 to 90, while .woo shares 
o f the stock were th rown over at 6½, the low-water ma rk o f the 
season. Some declin es occurred in outside tract ion bonds dea lt in 
on th e Baltimore E xchange, notalily in Anacos ti a & P otomac 5s, 
which dropped frn m QR fn 07½ , and City & S nlmrhan . .of Vh1 ~h i11 g--
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ton 5s, which fell from 99 to 98½. Other sales comprised City & 
Suburban, of Baltimore, 5s at II4, North Baltimore Traction 5s a t 
I 14, North Baltimore T raction 5s at I 17¼, Lexington Street Railway 
5s a t 100 ¾ to IO I, Augusta St reet Railway 5s a t rnr ½, K noxville 
T raction 5s a t 101½, and A tlanta Street Railway 5s at 106. On 
the New York curb Interborough Rap id T ransit broke sharply 
fro m I rn¾ to 107½ on sales of about 2000 shares, but afterwards 
rebounded to I IO. New O rleans common sold at 8,½ and 8 fo r 200 
shares. Nassau E lect r ic 4s, after ri sing as high as 80¾\, weakened 
to So,½. New J ersey St reet Rai lway 4s went at 711/s, and Washing
ton E lectric 4s at 76¼ to 76¼. 

Cincinnat i, Covington & Newport is sues were very active at Cin
cinnat i last week. T he common sold to the extent of about moo 
shares with a range of fro m 29½ to 30 and the preferred to the ex
tent of 700 shares a t 85 and 85½ . Cincinnati , Dayton & Toledo 
came in for a run and 650 shares in small lots sold at 19¼ and 19¾. 
Detro it Un ited sold a t 62, and Cincinnati Street Railway at 137½ 
to 138½ : small sales. 

Northern O hio Traction & L ight bon ds were the acti ve issues in 
Cleveland last week. T he 4s so ld at 58 and the 5s at 721/4 to 72¾ ; 
about $30,000 wor th chang ing hands in small lots. Cleveland E lec
tric was fi rm at 72¾, an d Northern Texas Tracti on at 35½, these 
being the only stock tran saction s and both small lots. Northern 
Texas bon ds sold to the extent of $13,000 worth fo r 78 and 78½. 

Security Quotations 
T he fo llowing t able shows the presen t bid quotation s for the 

leading traction stock, and the act ive bonds, as compared with 
last week: 

Closing Bid 
M ay 10 M ay 17 

American Railway s . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 41½ 44½ 
Aurora, E lgin & Chicago .......................................... aH 
Boston Elevated .. . ... . ... ....... ............. .................. . . 140 
Brooklyn R apid Transit . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 45¾ 
Chicago City ...................................................... 158 
Chicago U ni on Traction (common) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 5½ 
Chicago Union Traction (preferred) . . . . . . • . . . . . . . . . . . . . . . . . . . . . . 30½ 
Cleveland Electric . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 72½ 
Consolidated Traction of New J cr sey ........ ·.................... 64¾ 
Con solidated Traction of New J crsey 5s ......................... 10G% 
D etroit United . . . . . . . . . . . . . . . . . . . . . . . .. . . . . . . . . . . . . . . . . . . . . . . . . . . 61½ 
J nterborough Rapid Transit ..................................... 110 
Lake Shore Electric (preferred) ......... ........................ a30 
L ake Street E levated . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3¼ 
Manhattan R ailway ..................... .......................... 143 
Massach u sett s E lectric Cos. (common) . . . . . . . . . . . . . . . . . . . . . . . . . . 18½ 
Massachusetts E lectric Cos. ( preferr ed) . . . . . . . . . . . . . . . . . . . . . . . . . 72 
Metropolit an E levated, Chicago (common) . . . . . . . . . . . . . . . . . . . . . 15 
Metropoli tan E levat ed, Chicago (preferred) . . . . . . . . . . . . . . . . . . . . . 46 
Metropolitan Street .. .. ... . ............... . .. ..................... 108¾ 
Metropolit an Securities . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 75 
New Orleans Ra ilways (common) . . . . . . . . . . . . . . . . . . . •. . . . . . ... . . . 8¼ 
New Orlean s R ailways (pr eferred) • . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 25 
New Orlean s Rail way s 41/2s . . ... .. ................................ 76 
North American . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 84 
North ern Ohio Trac tion & Li ght . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 13 
Phi lad elphia Company (common) . . . . . . . . . . . . . . . . . . . . . . . ... . • . . . . 38% 
Ph iladelphia R apid Tran sit . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 13¼ 
Philad elph ia Traction . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 93% 
St. L oui s (~ommon) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 13 
South Side E levated (Chicago) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 91 
T hird Avenue ....... . ... .. ..... ................................... 116 

140 
4S% 

155 
51/4 

29 

65 
107½ 
61% 

110% 

142¾ 
17½ 
69% 
15 
46 

110 
75 
8 

26 
76 
83½ 

37% 
a131,.'z 

95¾ 
13 
91 

116 
Twin City, Minneapoli s (common) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 94½ 93% 
U ni on Traction (Philadelphia) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 50 49% 
United R ail ways, St. Loui s (preferred) . . . . . . . . . . . . . . . . . . . . . . . . . . 57½ 57 
\ ·Vest E nd (comm on) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 91 90 
\Vest End (preferred) . ........................................... 111¾ alll 

a Asked. 

Iron and Steel 
Business in the iron ;:narket is reported as very dull. New ton

nage is coming in slowly, an d buyers uncer tain as to the continu
ance of present prices . continue to act very caut iously. Prices of 
pig iron have eased a trifl e in the South , an d it is ant icipated that 
the makers will have to grant further concess ions before they ob
tain any large orders. In the finished branch es of the t rade, bu'si
n ess is light, and reports of price-cutting in the plate industry are 
beginn ing to come in. Structural steel shows a decided reaction 
from its activity a few weeks ago. Q uotat ions are as fo llows : 
Bessemer pig iron $13.50 and $13.75, Bessemer steel $23, st eel rails 
$28. 
fletals. 

Quotations for the leading m etal s are as follows : Copper 13¼ 
and 13¼ cents, t in 27¾ cents, lead 4½: cen ts, and spelter 5¼ cents. 

EARNINGS OF THE INTERBOROUGH RAPID TRANSIT 

The Interborough Rapid Transit Company, <,:ontrolling all the 
elevated rai lway lines in New York, r eports earn ings as fo llows: 

March 31 quarter 1904 1903 1902 
Gr oss r eceipts .. . ....... .. ..... $3,845,121 $3,230,064 $2,878,236 
O perating expen ses .... ...... 1,609,823 1,464,128 1,400,378 

Net earnings .. . ... .. • ........ $2,235,298 $1,765,936 $1,477,858 
Other incom e ··· ··· ···· ······ 93,850 110,097 121,937 

Tot al incom e .. ............... $2,329,148 $1,876,033 $1,599,795 
Ch arges .. .. .... ............... 2,127,136 1,709,572 1,138,335 

Surplus ······ · ················ $202,012 $166,461 $461,460 
Cash on hand ......... ........ 3,449,345 
P r ofit and loss surplus ....... 1,714,613 

N ine m onths ending March 31 1904 1903 1902 

Gross receipts . .. . . ... .. . .. . . $10,441,583 . $8,936,549 $7,808,661 
Expenses an d t axes .. . • . ..... 4,313,839 4,158,704 4,117,479 

Net earn in gs .. .. . . ... ........ . $6,127,744 $4,777,845 $3,691,182 
O th er income ..... .. ......... 259,736 256,672 514,513 

Total in come . . . .... .. ........ $6,387,480 $5,034,517 $4,205,695 
tChar ges .. ...... .... . ........ . 5,220,190 4,854,295 3,483,821 

Surplus .... .. .... .............. $1,167,290 $180,222 $721,874 

tThi s includes dividends on Man hattan R ailway. 

T he balance sheet as of March 31, 1904, follows : 
Assets-

Cost of lease and equipment ... .. . ... . . ... .. . .. ..... . 
Stocks and bonds . .. .. . .. . . .. . .... . .. . ..... ... ..... . 
Other permanent in vestments, rea l estate ............ . 
S upplies on hand .. ... .. ... . . . . .. ... . .. ............ . 
D ue by agents . .. .. .... . ..... ..... . ... . ............ . 
D ue by others .... .. .. ............................. . 
Open accounts . ................................... . 
Cash on hand .. .......................... . ........ . 
Manhattan guaranteed fund ............... . ....... . . 
Prepaid insurance ... . .. . .. ........ . ..... , ......... . 
Sundries ... . . . .... . . . . ... . ........................ . 

1901 
$2,502,043 
1,348,136 

$1,153,907 
200,287 

$1,354,194 
1,133,357 

$220,837 

1901 

$6,917,680 
3,925,544 

$2,992,136 
595,~11 

$3,587,347 
3,470,138 

$117,209 

$13,430,200 
15,555,n3 

1,409,934 
690,742 

64 
9,747 

669,440 
3,449,346 
4,018,812 

94,229 
22,956 

Total ........ . ........ . . .. . ........................ $39,350,58(' 
Liabilities-

Capital stock .. . .. . ... . . ........................... . 
Taxes in litigation . ... . ............................ . 
Interes t due and acc rued ........................... . 
Manhattan Ra ilway Company lease account .......... . 
Sundries ..... . ........... . . . ......... . . ........... . 
Interest and premiums on capital stock . ............. . 
D ue fo r wages . .... .. .. ..... . .... . ... .............. . 
Due fo r supplies and taxes . .... . ... . ............... . 
Open accounts ... . .... . ... ...................... .. . . 
Profi t an d loss (surplus) .. ....... . ....... . ....... . . . 

$35,000,000 
763,129 
165,585 
394,948 

64,381 
58o,307 
128,7rr 
530,946 

7,964 
1,714,614 

Total .. . .. . .......... . .. ...... . .............. . .. . ... $39,350,586 

•• 
NEW HA VEN BRINGING TROLLEYS TOGETHER UNDER ONE 

MANAGEMENT 

A meeting of stockholders of the Fair Haven & Westville Rail
road Company. of New Haven, which is contro lled by the New 
York, New H aven & H artfo rd Railroad, has been called for Friday, 
May 20, to t ransfer the property and franchi ses to the Worcester & 
Conn ecti cut Easte rn Railway Company in northeastern Connecticut, 
which also is contro lled by the New York, N ew Haven & Hartford 
R ailroad. I t is very evident that the plan of the N ew York, New 
H aven & H a rt fo rd Rail road is to bring all its electric railway in
t er ests together under the charter of the W orcester & Connecticu1 
E astern Company. A lready the charter fo r the line from Walling
fo rd to Montowese has been transferred to the Worcester & Con
necticut Eastern , and quite r ecently application was made for per
mission to change the name of the Worcester. & Connecticut Com
pany to the Consolidated Railway Corr:.pany. Authority to make 
this change of name was given 'oy the Superior Court at New 
Haven on May 18, and at that i:ime it was announced that the plan 
of consolidation involved fne bringing together of the M eriden 
Street Railway, WallingfQ, ,-d Tramway, the Fair Haven & Westville 
R ailroad, and the Stamford Company. 
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PERMIT FOR ANOTHER HUDSON RIVER TUNNEL 

The Hudson & Manhattan Railroad Company, which is to build 
an electric rai lway tunnel from Exchange P lace, J ersey City, to 
Church and Cortlandt Streets, New York, has been granted a 
forma l permit by th e New York State Board of Railroad Com
mi ss ioners. William G. McAdoo, pres ident of th e company, is also 
president of the New York & New J ersey Ra il road Company, 
which is completing the old Hudson River tunnel from Fourteenth 
Street, J ersey City, to Morton Street , New York. The proposed 
tunnels will reli eve the congested ferry traffic at th e lower end o f 
New York. At present practically the whole of the downtown 
traffic from New J ersey is delivered between Liberty and Chamber s 
Streets, distance of less than half a mile. There wiil be twin tun
nels, each r¼ miles in length, and each will hold a single track. 
T he proposed service will be ada pted for passenger and light 
fre ight service. The tunn e1 at the New York encl will be connected 
with the rapid tran sit tunnel and Broadway by subways. The two 
tunnels will form a continuous loop. T he south tunnel will come 
from the river under Pier 13 and Cortlandt St reet, to the loop sta
tion at Church Street, running around into the north tunn el under 
Fulton Street and Pier L.J-. From the terminu s there will be a 
footway under Dey Street to Broadway and J ohn Street , the 
passageway being under the subway leve l. The company has 
bought the wes tern part of the two blocks bounded by Church, Ful
ton, Cort landt Streets and Broadway for a New York terminus. 
In Jersey City connection will be made with the Public Service 
Corporation cars and probably with the P ennsylvan ia Railroad. 
Jacobs & Davies wi ll have charge of the work. 

The Hudson & Manhattan Company was incorporated in New 
Jersey last year and is capita li zed at $3,000.000. T he directors, be
sides Mr. MGAdoo, are John Skelton Williams, Anthony N. 
Brady, E. C. Converse, J ohn G. McCullogh, E. H. Gary and Will
iam G. Oakman. The directors, besides Mr. McAdoo, ar e \,Va lter 
G. Oakman, J oh n S. Wi lliams, E. H. Gary, Frederick B. J ennings, 
A. N. Brady, H. B. H oll ins, ohn S. McCullough and E. C. Con
verse. 

MOTORMAN BLAMED FOR NEW YORK ELEV A TED ACCIDENT 

T he N ew York Ra il road Commi ss ion has placed the blame for 
last week's acciclenton theThircl Avenue Elevated lin e in New York. 
at Fifty-Sixth Street, on the motorman of the second train, who was 
ki lled at h is post. In this accident a southbound t rain, consisting of 
fo ur motor cars and two trailers, running from One Hundred and 
Sixth Street to City Ha ll. ran into the rear of another south
bound train , consi sting of four motor and two trailer cars. The 
first car of the second train t elescoped the last car of the first 
t rain, the front platform of the r ear car tearin g through the 
last car of the first tra in about half the length of the car. Fortu
nately there was no d erailment. 

In its investigation the board caused a detai led and thorough 
examination to be made of the electrical and brake equipment in 
use on the system and, as far as possible, of the equipment of the 
two train s in collision and of the m ethod s of opera tion, including 
the rules governing employees. As a result of this investigation 
the board is of the opinion that the accident was caused by the 
motorman of the second train mi sj udging the distance in which he 
could stop his train, the fact that he was running on a clown g rade 
at the time probably having som e effect upon the error in judgment 
made by him. The evidence of the rea r guard of the fir st train 
was to the effect that the motorman was making every effort to 
stop hi s train 30 ft. from the point of collision, but he no doubt 
did not commence the app lication of the brakes in time to prevent 
the accident. 

The board has r ecommended that a ll of the motor cars operated 
by the Interborough Rapid Transit Company on it s Manhattan 
Railway di vision be equipped in such a manner that, when the cur
rent to the motor s is cut o ff by the ac tion of the automat ic cutout de
vice now employed on the controllers, it a lso wi ll operate the air
brake system so as to cause an em ergency application of the brakes 
on the tra in. The company ha s announced that it has a lready per
fected a dev ice which will be put in soon on a ll cars of the Manhat
tan division to accompli sh the same r esult. The devices are now be
ing manufactured, and many of them have already been de li vered, 
and are now being tested to overcome difficulti es which arose when 
the motive power o f the Manhattan Elevated Railroad was changed 
from steam to electri city. 

•• 
A NEW FINANCING AND CONSTRUCTION COMPANY 

An organization has r ecently been formed under th e titl e of 
Lonas, Clendenin & McCord, with offices at 42 Broad way, New 
York City, for the purpose of rai lway organization and construe-

tion . T his firm has connection s, both financially and technically, 
which w ill enable it not only to take care of the financial details, 
but a lso to carry out the construction of railway properties, a com
bination of great advantage in railway organization. It is usually 
rarely poss ible for a firm which is in a position to fi nance a system 
to take charge of the constructiona l detai ls, and thi s company will 
thus at once take an important place in the interurban railway 
fi eld . 

The firm consists of F. E. Lonas and I. L. McCord, both of Chi
cago, and C. F. Clendenin, of New York. Mr. Lonas has been a 
practicing attorney in Chicago for over twelve years, and has been 
interested in seve ral important railway organizations, which has 
g iven him a wide experience into the detai ls of handling problems 
of this na ture. He was also for some time president of the May
wood Foundry & Machine Company. Mr. McCord's experience has 
been very extensive in business and accounting lin es. He was also 
for a long time connected with the passenger department of the 
Michigan Central Railroad_ with hea dquarters at Chicago; also as 
sec retary of the Maywood Foundry & Machine Company, Chicago. 
l\fr. Clendenin was for scme time in touch with street railway in
terests of New England, in the introduction of storage batteries as 
auxi liaries to electric railway power equipments, and was also 
secretary of the Continental E lectric Company, manufacturer s of 
arc lamps. He has also had an exten sive experience in corporate 
organiza tion , and was lately connected with the R egistra r & Trans
fer Company, of New York City, whose specialty is the organiza
ti on of compani es. 

The new firm has severa l new railway systems in process of 
organization a t present and proposes to carry out the constructional 
details in a mann er wh ich w ill insure permanence and profitable 
operation-a most desirable result fo r the stockholders. ___ _..,. ___ _ 
CONSOLIDATION OF ILLINOIS SYSTEMS-CONSTRUCTION 

OF HIGH-SPEED LINE 

Arrangements have just been con summated fo r a consolidation of 
the traction systems operating in A lton and Granite City, Ill. , with 
a new company to be known as the A lton , Granite City & St. Louis 
Company, which is to oper ate these 1 oacls and construct and work 
a high-speed interurban line between A lton and St. Louis. T he 
length of thi s road will be 22 miles. The A lton system is at p resent 
ope rated by the A lton Light & Traction Company of which J oseph 
F. Porter is president, and J . G. White & Company and Austin 
F letcher, of New York, are largely interested. T here are some 
15 miles of track. The Granite City syst em is principally con 
trolled by ex-Govern or D. R. Francis, of Missouri. 

Through cars will be run from A lton th rough East St. Louis 
over Eads Bridge to the central terminus of St. Loui s. T he cars, 
t en of which wi ll be contracted for in the first in stance, wi ll be 50 
ft. long, and each will he equipped with four 75 hp motors and air 
brakes. P ower for the lower section will be taken from [he new 
power plant of the East St. Louis & Suburban Company and carried 
to sub-stat ions on the route. The Alton power sta tion wi ll furnish 
current to operate the upper encl of the line. The whole line is to be 
worked by despatch system with signals similar to a steam road. 
T here will be no g rade crossings. T he rails will be of 70-75 lbs. 
weight. 

J. G. White & Company, of New York. have the contract for the 
build ing of the A lton-St. Loui s road, and constru ct ion work will 
be begun immediately. 

•• 
MR. HUNTINGTON PROJECTS ANOTHER IMPORTANT LINE 

H. E. Huntington ha s in contemplatio n anoth er exten sive pro
jf·ct in connection wit h the extension of his elec tric railwav inter
ests in Cal ifornia. The lat est plan is to b uild from Reno to Lake 
Tahoe, the line to follow the course of th e Truckee River along 
a picturesque territ ory lying betw':'e n the wooded slopes of th e 
,vash oe range and the majestic snow-capped peaks of th e Sierras. 
The territory through wh ich the line wi ll be built is now monop
olized, so to speed<. bv the Southern Pacific Railroad and the 
Truckee-Taho e Railroad. T h e Huntington lin e will, of course, 
hecbme a competitor of both of these systems, and in som e 
quarters th e staten 1e nt is made tha t th e building of thi s line 
s; mply mean s anoth er link in th e chain o f electri c railwavs which 
Mr. Huntingto n is constructing no rth and snnth thr~twh the 
State, and which will eyentually parallel the Southern Pacific 
from o ne encl of the State to the oth er. Mr. Huntin g ton already 
con trol s th e electric railway s in thC' south ern counti es, is develop 
ing an elec tri c power plant on K ern T:.iver, and owns the Fresno 
E lectri c Railway and that of Stocktn11. Last year a preliminary 
survey was m ade for an elect ric railvrav from Placerville across 
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t he summi t of th e Sie rra to Truckee and Tahoe, which was found 
to be qui te feas ible. The latter m ay b e constructed to join the 
R eno lin e a nd perfo rm th e same functi o n on th e we stern side 
o f the Sierra as the R eno road will perform on the eastern slope. 
T h e P lacerville-Tah oe road , when built, considered fro m the se r
vice standpoint , will b e a fo rmidabl e rival to the Southern Pacific 
Com pany, as th e view fro m it s ca rs through the m ost attractive 
pa r t of t he Sierra will not be obstructed by sn o wsheds, which now 
shut out th e m ost romantic part of the trip o n th e Central Pacific . 

CINCINNATI COMPANY GAINS IMPORTANT POINT IN 
A SUIT 

The S uperio r Court a t Cincinn ati has issued an injunction 
aga inst t he ope rat ion o f th e division of th e Cincinn ati Stree t 
R ailway kn own a s the " J o hn St ree t R o ute," declarin g it to be 
non- existant. T h e wide scope o f th e decision , however, is that all 
divi sion s o f Cinci nnati st reet ra ilway se rvice which a r e operated 
under auth or ity p rio r to the execution of the R oger s law are 
beld to be vali d and good. T he J ohn St r ee t line, however , does 
no t com e under thi s head, because the Co urt fin ds tha t it wa s 
crea t ed purely by the R oger s law. W hil e the Court r ecords tha t 
2n injunct ion wi ll is sue, th ere will b e n o stoppage .of t raffic as the 
o rder is o nly a step to the taking of th e case to th e Suprem e Court 
fo r a final deci sion. T he com pany wins a victo ry to the ext ent o t 
havin g its titl e declared good t o its many lin es which a re now 
o perati ng under resolutio ns and ext ensio ns made b efor e th e 
Roger s law was enacted. 

-----♦+--~ 

SHANGHAI MUNICIPAL TRAMWAYS 

T h e firm of F earon , D aniel & Co mpany, of Chin a , and o f 87 
F.ro nt Street , New Yo rk City, is adve rti s ing again fo r bids on the 
tram way co nce!>sio n fo r the S han g hai rd uni cipal Co unci l. It may 
be remembered tha t thi s was o ri g inally broug ht t o th e a tt ent io n 
of th e public as fa r bac k as 1898, when a con tract was entered into 
betwee n the municipality a nd th e Brush E lectrical E nginee r ing 
Company , of Engla nd. Due p ro liably to the se rio us ;Boxer 
troubles whi ch broke out in th e Chinese Empire, the Brush Com
pa ny did no t p roceed with th e cont rac t , so that the m atter is 
aga in open fo r competiti o n a nd sho uld rece ive th e att ention of · 
A m erican eng inee r s. T h e firm in questio n has th e full detail s of 
th e concession , the m ain po in t of which is th e de posit o f $25,000 
upon sig ning the co ntract . Th e road pro posed is a fa irly exten
sive on e, compri sin g in t h e fi ve speci fi c sec t ion s about 5¾ miles 
of dou ble track and 10¾ miles of sing le track to be equipped with 
span wire con struct ion fo r double- t rack, bracket fo r t he sin gle, 
a nd with iro n o r stee l poles. The conditions la id do wn 111 t he 
orig inal tramway agreem ent must be complied with , but th e 
age nts s ta te t ha t a fa ir and r easonable pro posal will ha ,·e favo r
a lJle a tt enti on o n th e part of the M un ic ipal Co un ci l. The com
pa ny pu tting in th e road is p ermi tted to co llec t fr o m each fir st
class passenger 6 ce nt s io r a ma ximum di stan ce o f 1½ miles, and 
fro 111 seco nd-class passenge rs 2½ cen ts. T h e co mpany is to pay 
th e Coun cil a yearl y r ental of $500 per mile of sin g le track and 
$750 pe r m ile of double trac k. T hese and many o th er det ai ls a re 
g1 ve n in th e papers in th e hands of the fir m nam ed. 

----♦♦-♦----

THE FUTURE OF THE MIAMI & ERIE CANAL 

Tentati ve plans for the future of th e l\Iiami & E ri e Canal Tram 
portation Com pany ha,·e been ag reed upo n by co m mitt ees r epr e
!>enting th e stockho lde rs and t he bo ndh older s of th e company. 
The debts of the com pany a re to be scaled down to ab out $50,000, 
and this money ,viii be raised by both th e stockholders and th e 
bondholders. The refin ancing plan will call for the fo rmation of 
a new company with a new issue o f securiti es. T he bond issue of 
the new company will no t exceed th e wrecking value oi th e prop
erty as it now stands. T h e stockholder s and bondh older s wh o 
advance the money will take th e b o nds at 90 with two yea rs' 
coupon s taken off. The present holders o f canal bonds will r e
ce ive an equal amount in preferred st ock, while th e holders of 
canal stock will receive an equal amount of new comm on stock. 
T h e new cor poration will have but a sin g le stock liability , which 
will relieve th e .old stockholders of the old double liabili ty , it is 
claim ed. 

T h e Canal Com pany has secured fro m th e State Board of Pub
lic vV o rk s an extension of t im e in which to comple t e th e portion 
(lf I h e road b etw een Cincinnati and D ayton , also an ext ension on • 

th e secti on from Dayton to Toledo, on which no work has b een 
done. U nder the agreem ent, the canal company will restore the 
t ow-path fro m Dayton to Cincinnati to such condition that mules 
m ay be put in service. Inasmuch as the canal is dry and the 
transporta ti on company owns all the boats at that end o f the 
canal, thi s po rtio n o f the a g reement is not , however , of much 
advant age to th e old lin e boat owners, who are fi ghtin g the tran s
po rta tio n company. It is under stood that th e tran sportation com 
pany still h as hopes o f makin g a broader agreem ent with the 
S tat e fo r the use of t he canal banks . 

•• 
OHIO ASSOCIATION TO MEET MAY 26 

T he next r egular meeting o f the Ohio Interurban Railway 
Associa tio n will be held a t th e Chittenden Hotel, Columbus, May 
26, a t 9 A. M. Thi s session will be an ,open m eeting, and will be 
devot ed to a di scuss io n by th e m embers o f the foll owing sub
j ects: 

I. " Wh at arrangem ents can be made for the operation of cars 
of o ne company ove r track s of anoth er company ?" This subj ect 
is at prese nt in th e hands o f the tran sportation committee . 

2. " \ .Yhat compen sation should interurban companies give news
paper s io r adverti sing privileges ?" 

3. " H o w to take care of employees from the transporta tion 
standpoint, par t icul a rly th e transporta tio n o f track m en who are 
hired by the day only, .-rn cl to whom the company does not care to 
g ive badge o r pass-book. " 

4. "The benefit o f assoc iation s among members, together with 
soc ial r ela t ions between employers and employees." 

5. "The m ost econo mi cal m ethod of keepin g cars neat and 
cl ean." 

T he subj ect committee fe lt that a g reater inter est would be ma~i
fes ted in th e handlin g of th ese subj ects by th e members them
selves, and tha t an occasio nal devia tio n from a prepared paper 
would be ben efi cial to th e association . O n account of the cen
t ra l location of Columbus and the fac t that if it be des irable only 
o ne day n ee d be g ive n by m ember s to the m ee tin g, it is ex
pected tha t the att enda nce will be ve ry la rge. U rgent invitation s 
ar e b ein g sen t to non-m emb er s. 

----♦-♦+----

NEW PUBLICATIONS 

Quar te rly Bull eti n of the Co mmittee on Special Hazards and Fire 
R ecord of the Natio nal F ire Protec tion Association. 42 
pages, paper. P ri ce, 2 0 cents. Publi sh ed by the secretary of 
t he assoc ia ti o n, 67 East T wenty-First Stree t , Chicago. 

This bull eti n is devot ed entirely t o car house and associated 
ri sks , an d an excerpt fro m it is pub li shed elsewher e in this issue. 
T here a r e six ex t ended articles on th e subj ec t of the proper con 
st ruct ion and maintenance of ca r ho uses by electrical inspector s 
and o ther s associated w ith the differ en t in suran ce exchanges and 
underw rit ers' bureaus which a r e m ember s o f the association, a s 
well a s records of a few o f th e m or e inter esting fir es in car houses 
and po wer stat io ns whi ch have been brought to th e att ention of 
the associatio n. T h e pa mphl et is o f the g reatest interest , and 
while as a rule these buil etin s a r e printed exclusive ly for the in
fo rmat ion of th e m em be r s, a number o f additio nal copies have 
been p rint ed in thi s in st ance to supply those who may be inter
es ted in th is subj ect . 

----♦-♦-----

STREET RAILWAY PATENTS 

[This departm ent is co nducted by Ro senbaum & Stockbridge , 
pa tent a t torn eys, 140 Nassau Street, New York.] 

759,222. P ower Transmission Mechanism; Bion J. Arnold, Chi
cago, Ill. App. fil ed D ec. 13, 1902. Relates to mechanism whereby 
the energy wasted in braking the wheels of the vehicle may be 
stored and used to a id in propelling the vehicle. 

759,385. Railway Switch and Operating Means W)lerefor; 
L ucius A. Lindsey, Strubbe, McConn ell & Clifford C. Hudson, 
A tl anta, Ga. App. filed N ov. 23, 1903. The switch tongue is 
moved by magnets in the roadbed, which are actuated from the 
platform of the car by a suitable circuit closing device. 

759,433. Troll ey ; Elmer E. Gillingham & Delancey E. Huntley, 
Wellston, Ohio. App. filed April 27, 1903. A two-wheel trolley in 
which the rear wheel is mounted in a frame which has a hinged 
conn ection to the frame of the front wheel, whereby the rear wheel 
can move both in a horizontal and a vertical plane. 

759,446. Car Fender; Frederick R. Keith, Randolph, Mass. 
A pp., filed June 22, 1903. Relates to that class of fender which i , 
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normally elevated some distance above the rails, but which upon 
meeting an obstruction is automatically thrown into its lowered 
position. 

759,453. Electric Railway; Timothy Mahoney, San Franci sco, 
Cal. App. filed July 1, 1903. To oLviate the n ecess ity of using 
the car tracks as return conductors, the two ends of the third rail 
a re connected directly to the dynamo, and means provided for 
.~hunting the current from the third rail through the car and back 
to the third rail again. 

759,567. Brake-Shoe; A lfred L. Streeter , Chicago, Ill. App. 
filed March 2, 1903. A b1 ake-shoe provided with a backing of steel 
spikes partially emLedded in the metal of the shoe. 

759,661. Panel for Comertible Cars; J ohn A. Brill, Philadelphia, 
Fa. App. filed April 17, 1903. Detail s of construction o f a sliding 
1,anel which will at a ll time s make a tight joint, and which may be 
made flexible to conform to the curves, be easi ly movabl e in the 
grooves and yet be weather-tight. 

759,707. Fender; John 0. Harrison, EYansvi ll e, Ind. A pp. filed 
Feb. 8, 1904. Details. · 

759,767. Rail Support; Louis Steinberger, New York, N. Y. 
A pp. filed Jan. 7, 1904. The chair in which the rail is mounted is 
adapted to rock on its support to permit th e rail to accommodate 
it self to pressures applied thereon. 

----♦----PERSONAL MENTION 

MR. JAMES H. McGRAW, president of the McGraw Publish
mg Company, has been elected a delegate fro m New J er sey to the 
Republican Nat ion al Convention to be hel d in Chicago next month. 

MR. J . C. McQUISTON, until r ecently secretary, has been ap
pointed superintendent of the W estinghouse Companies' Publishing 
Department, having charge of matters r elating to the publicity of 
the products of the various Vvestinghouse interests in the United 
States and Canada. 

MR. C. E. FLYNN, formerly genera l manager of the Wheeling 
Traction Company, of Wheeling, W. Va., has been elected second 
\ice-president of the Conn eaut Traction Company, which is build
ing a system between Conneaut, Ohio, and Erie, Pa . 

MR. ARTHUR BUSSE, chief engineer of the Grosse Berlin er 
Strassenbahn, the principal street railway in Berlin a nd the largest 
e lectric railway system in Europe, reached New York on May l I. 

.'\1r. Busse is planning to visit a number of the citi es in this 
country on a tour of in spection, and will also go to the \V orld' s 
Fai r in St. Louis before his r e turn to Berlin, the middl e of Jun e. 

CAPTAIN JAMES W. HINKLEY and MR. SILAS HINK
LEY, sons of the late Mr. James W . Hinkl ey, wi ll succeed their 
fat h er in th e managem ent of the Poughkeepsie City & Wap
pinger's Falls El ectric Railway Company, of P oughk eepsie, N. 
Y. Captain Hinkley has been elec t ed presid ent , and Mr. Silas 
Hinkley secretary and treasurer and g eneral manager of the com:' 
pany. 

MR. GEORGE vV. EDWARDS, former superintendent of the 
elevated division of the Brooklyn Rapid Transit system, has been 
appointed general secreta ry of the Brooklyn Rapid Transit Em
ployees' Mutual Benefit Association, to succeed Mr. J. M. Dudley, 
who has gone to Portland, Me , to take charge of the railroad 
branch of the Y. M. C. A. at that place. Mr. Edwards is a railroad 
man of many years· experience, and has been one of the most pop
ular men in the employ of the Brooklyn Rapid Transit Company. 
Mr. Dudley came on from Chicago purposely to organize the Brook
lyn association. 

MR. W. OWEN THOMAS, who, until recently, was electr ica l en
gineer of the great water-power plant of the Michigan & L ake 
Superior Power Company at Sault Ste Marie, Mich., has accepted 
the position of ass istant to the mechanical engin ee r of the Chicago 
& Northwestern Railway Company at Chicago. Previous to hi s 
connection with th e Soo development, Mr. Thomas was on the engi 
n ering staff of Bion J. Arnold. He is an elec trical engin eer of a 
high order of ability, and the appointment on the staff of thi s rail 
road of such an engineer would make it appear that something 
more than the ordinary applications of electricity on a steam rail 
road system are contemplated by the Chicago & Northwestern, 
especially as that company is conducting a suburban ~ervice out of 
Chicago, second in volume only to the Illinois Central. 

MR. GEORGE W . JACKSON has been selected by the loca l 
tran sportation committee of the Chicago City Council to act a, 
engineer and expert advi se r to that body in connection with prob
lems which have come up regarding the lowerin 7 (, f the tunnel s · 
under· the Chicago River and their relation to any downtown street 
rnilway subway that may be built. The government has recently 
ordered these tunnels either removed or lowered as ob structions 
to navigation. Mr. Jackson is general manager and chief engi 
nee r o f the company which has built the ex tensiv e system of .deep 

tunnd s un der the streets of Chicago for the wires of the new tele
phone exchange and for the transportation of freight. His inti 
mate connection with underground work in Chicago makes him well 
fitt ed for an adYiser to the loca l transportation committee in thi s 
matter. 

MR. HARRY J. CLARK, formerly connected with the engi
neering department of the Syracuse Rapid Transit Railway Com
pany and later superintendent of the Oneida Railway Company, 
of Oneida, N. Y., has Leen appointed assistant to Mr. C. D. Beebe, 
presid ent and general manager of the Auburn & Syracuse Electric 
Railroad, and general manager of th e Rochester, Syracuse & 
Eastern Railroad. Mr. Black is a g raduate of Cornell University , 
and , while only 32 years old, is particularly well fitted for hi s 
new pos1t1on. Hi s fir st experience in railway work was with th e 
Syracuse Rapid Tran sit Company, from which he resigned several 
years ago to enter the employ of t he Andrews-Stanley syndicate, 
which built the U tica & Mohawk Valley Railway from Utica to 
Little Falls, and which is now building the Oneida Railway west
ward from U tica toward Syracuse. In his work wi th the An
drews-Stanl ey interests, Mr. Clark was associated with Mr. C. 
Loomis A ll en , with whom he had previously been connected while 
\Yith th e Syracuse Company. 

MR. NELSON PERIN, former president of the United Rail
ways & Electric Co mpany, of Baltimore , Md., died Thursday 
morning, May 12, a t hi s reside nce in Baltimore. Despite the fact 
that his health had been declining steadily fo r months, members 
o f Mr. Perin's family did not think that the end was so near. 
Mr. P erin was born in Ci ncinnati, Oct. 31, 1853. Hi s father was 
the late Mr. Oliver Perin , a we ll -known banker and manufacturer 
of that city, and his mother was Mrs. Mary J. Perin. M r. Perin 
was educated at Racine College, graduating in 1874. Immediately 
after graduation h e directed hi s atte nti on to the street ra il way 
business. He was successively director and president of the prin
cipal street railway lines of Cincinnati. In 188o he became identi 
fi ed with the street railway interests of Baltimore, when he was 
made a director of the Union line. Later, with the York R oad, 
Highlandtown, Point Breeze, H ampden and Catonsville lines, th e 
City & Suburban Company was organized, and in 1885 Mr. Perin 
became its president. One yea r late r he r emoved to Baltimore 
and made that city hi s permanent home. In 1899 Mr. Perin 
effected the consolidation of all the street railway lines of Balti
more into the pr esent United Railways & E lectri c Company. He 
was mad e president of the co mpany and cont inued in that office 
until 1901, when h e resigned. Mr. Perin had a number of other 
interests , in addition to those of the street railway and lighting 
properties, and, in fact, was constantly taken up with large busi
ness affairs. On Oct. 2, 1877, he married Miss Ella Keck, of 
Baltimore, who, together with six children, survives him. 

MR. MASON B. STARRING was elec ted general manager of 
the Chicago City Railway Company at a meeting of the directors, 
held May 12. Thi s fill s th e vacancy left by Captain R obert McCol 

M. B. STARRING 

loch, who went to St. Louis last 
mo nth . l\lr. Starring is by no 
means un known in the street 
railway field, as he has been co n
nected with the Chicago City 
R ailway Company since J an. 15, 
1888. At that tim e h e entered 
the employ of the company in 
the office of president and super
intende nt C. B. Holmes. Here 
he got experi ence in a ll branches 
of the street railway busin ess. At 
the time of Mr. Holm es ' retire
ment, when Jud ge J . S. Grinnell 
was made general co un sel, Mr. 
Starrin g was transferred to the 
office of the legal department . 
In February, 1894, he was made 

assistant genera l coun se l. Judge Grinn ell, who was the head of 
the legal department, died in 1898. Mr. Starring remained with 
th e titl e of assistant ge'neral coun sel until the last annual m eeting 
of the co mpany in February, when h e was made general so licitor. 
As a matter of fact hi s duty had been that of general solicitor 
eve r si nce Judge Grinnell's death. His able paper on '' Dam
ages and Claims," for the American Street Railway Association . 
in 1902, will be remembered by all who have fo ll owed that subject 
Mr. Starring is 45 years of age, and , as he puts it, entirely "a 
Chicago product ," having been born and educated in Chicago, and 
having lived there all hi s life. His educatio n was r eceived in the 
Chicago public and hi gh schools. Perso nally, Mr. Starring is of 
a very genial temperam ent , and he has the inborn qualities which 
mak e him a good man in dealing with J;oth employees and thl' 
public. · 
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NEWS OF 

CONSTRUCTION NOTES 

J ASPER, A LA.-Th e J asper W ater, L ight & Power Company has been 
granted a fra nchise t o opera te an ele ctric rai lway here. J . M . Crawfo rd is 
mana ge r of th e company. 

O P ELI KA, ALA.- Rush Taylor, of thi s city, has left fo r the North, where 
he hopes successfu lly to fin ance the proj ect ed elec tric r ailway a nd l ighting 
syst em for Opelika and vic inity. Mr. Taylor h11 s al rea dy secured in Opelika 
and Auburn con tracts for light a nd power sufficient to guar ante e a r evenue of 
$20,000 annual ly, wit hout including t he r evenue from passenger ser vice a nd 
other sour ces. 

LO S A N GELES, CAL - The work of widening the dista nce bet ween the 
tracks of the L os A n geles-P acific Rail roa d Company at Ocean Park is n ow 
u nder way. T he ra ils of th e old K inney line have been t orn u p. T he im prove
ment planne d by the Los Ange,es-P ac ific Company includes the layi n g of a 
JO-f t . wa lk bet ween t he two tracks from H ollist er Aven ue t o South Ocean 
Pa r k, an d t he er ecti n g of neat depots a t th e intersection s of the pri ncipal 
stre ets. 

LOS AN GEL ES, CAL- T he Pacific E lec tri c R ail way Compan y is in re
ceipt of 16,000 t on s of st eel rails th at have just arrived fro m B elg ium. 
Car g oes of s teel that h ave arri ved in the la st few week s aggr egat e a cost of 
about $600,000. 

LOS A N GELES, CAL.- It is announced that t h e Pasad en a en d of the 
Cam pb ell -John ston fran chise has been co m pleted t o th e Arroyo Seco, and th at 
less than a mil e of road b uil din g is requir ed t o conn ect t h e two section s of 
th e electric ra ilway n ow con stru ct ed. T h is, it is sa id , will b e don e in t he 
n ear fu ture. Th e old t un n el , fo rm er ly u sed in th e t oll r oad, is t o be enlar ged 
so as to m ak e a short-cut across the San R afael rancho. 

OAKL AND, CAL.- J . H . Macdonald has t ran sferr ed to F. E. Chapin , 
president a nd gener al manage r of t he Sa n J ose-Los Gatos I nte ru rban Ra il way 
Company, a ll r igh t, title and interest in the fra nch ise fo r a street railway on 
College Aven ue a nd on cer t a in thoro ughfares in East Oa kland on t he con
ditions as agr ee d between Macdonald a nd the Oa kland Transit Company, 
wher eby the latter is to have th e East Oakla n d privileges m entioned in th e 
fra nchise. 

P O RT RI CHMO N D, CAL- T he con struction of the East S hor e & S uburban 
Railway is progress ing r ap idly a nd it is expec ted th a t t he roa d wi ll be r eady 
f or ope ration by June 15. The power house and ca r h ouse ar e nearing com
pleti on. The compa n y w ill not gener at e its own power , but wi ll conver t the 
10,000-volt th ree -phase ~urrent o f the l{ ichmon d Light & Power Compa ny. T he 
equ ipment of th e suh-sta t ion was furni shed by the Ge neral E lectric Company, 
as was a lso t he car equipm ent s. 

N E \V HAVEN, CON N.- In the S uperior Court in this city, J udge Gager 
recently granted the F air H aven & \V estville Railroad Compa ny permission to 
build a n e lec tric railwa y from Monto,,ese t o \Vall ingfor d. A n all -trolley 
trip between New York a nd Boston will be possible when t his stretch of 10 
mi les is built . 

NE\ V LO N DO N, CO NN.- T he cha r ter of th e East Lyme Stree t R ail way 
Company, wh ich has authority t o build from New L ondon to N iantic, has 
been trans fer r ed t o A. F. P helps, J ohn A. Morgan and C. C. Phelps. Sur
veys a re t o be ma d e at once. Mr. M or ga n is a resi dent of P oquonoc. 

W A T E RBURY, CO NN.- F red T. Ley & Company, of Springfield, have 
sec ure d a $175,000 cont ract to bui ld an electric r a ilway bet ween \Vaterbury and 
Ch eshire, a di stance of about 8 miles. T he cont ract requires that the road 
be completed by J une, 1905. 

L E WI STO N, IDAHO.- Colonel J udson Spoffa r d, of Lewiston , Idah o, who 
is inte rest ed in the buildi n g of the L ewis ton & Southeast ern, an elect r ic rai l
way, 110 miles in len gt h, from Lewi ston to Grangeville, with a br anch 25 
miles in length t o Nez P er ces, m ys tha t surveys are practically complet ed 
and m uch of th e right of way secu red. " I t is proposed to begin t r acklaying 
during t he coming su mme r," says Col. Spoffar d, "an d to complete t he r oad 
an d ha ve it in operat ion by the fir st of next yea r. Power will be secured 
fro m t he Clearwat er River , and a plant with a capacity of som e 5000 hp will 
soon be installed.'' The company is composed exclusive ly of Lewist on cap
ita li sts, its officer s being Judson Spoffa r d, presiden t ; F. J. Ra ndolph , secre
tary, a nd W . H . Hill, chie f engineer . It is capita li zed fo r $4,000,000. Colonel 
Spoffar d formerly made hi s headqua rte rs at Boise, an d w11 s the promoter of 
t he great Boise power plant . 

CHICAGO, I LL- Furth er mandamus proceed ings against the city have 
been filed in the Superior Court by th e South Chicago S treet Railway Com 
pany to compel the issuance of a permit fo r th e construction of tracks under 
the ordinance granted ]\-l arch 4, 1895, by t he Ci t y Cou nc il. T he street involved 
1s Ninety-Fifth S t reet from Ew ing A ve n ue west to A venue K, an d the peti 
t ion is direc ted against Frederi c \ V. Blocki, commi ssioner of public works. 
After th e granting of the franchise in 1895, which provided that t he tracks 
shoul d be bmlt within five years, the Third Nat iona l Bank secured an in
junction against the company, restra ining th e con str uc tion of th e t racks, and 
tliis in j unction remained in force u n t il May 15, 1902. T he st r eet rail way com
pany asse r ts under the provisions of t he or d inance it has t he pri vilege of an 
ex t ension of t ime equal to the du ra ti on of the inj unct ion £or the construction 
of the tracks, and that it has 1h ree yea rs in which to build the tracks. Com
miss ioner B locki has r efused t o permit, under the dec ision of Cor poration 
Counsel Tolman, which the company char ges he had no power to do . Judge 
Holdom recently issued a simiiar writ of m andamus fo r t he construction of 
tracks on Torrence A ven ue, which is included in the sam e ordinanc e and to 
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which t he city made the sam e obj ec tion. Double tracks with a n electric trol
ley eqmpme nt are asked. 

STE RLI N G, ILL- T he Sterling, Dixon & Eastern Railway has opened its 
loca l lines for tra ffic . 

AKRON, IND.- The Wabash & Rochester T r act ion Compan y will build its 
power •house here. T he survey will be m ade next week. It is announc ed that 
th e contract will be let soon. 

E VANSVILLE, I ND.- The specific ati ons fo r the improvemen t of the st r eet 
ra il way tracks between Eighth and Franklin Street s have been prepared and 
the contract fo r the work will be let soon. 

FORT W A Y N E, I N D .- It is said that t here is a deal pen ding fo r th e 
merger of the Fort \Nayne Traction Compan y, the For t Wayn e & South west
ern Traction Company and the local electric ligh t and power company, which 
also has t he franchise for steam heating in F or t Wayne. T he sale is being 
negotia t ed through Joh n \ Vh ite. '.fhe new company is to construct a monster 
generating st ation, using the exhaust steam for heating t he downtown d is
t rict s. East ern capital is helping t o complete the deal. 

I N DI ANAPOLIS, I N D.- The India napolis, L ogansport & Chicago Rail way 
Compan y will rece ive bids fo r th e r epairs of the levee along the west bank 
of Fall Creek. Address Quincy A . M eyer s, L ogansport, I n d. 

I NDIANAPOLIS, I N D.- T he Chicago & Northern Indiana Railway Com
pany has been incorpor at ed to build a nd operate an in terurban line in t he 
Counties of La ke, Porter, J asper, P ulaski, White, Cass, Howar d , Tipton, Ham
ilton a n d Ma rion. Capital stock, $25,000. Di r ectors : Leste r Lou le, H . E . 
D ave nport, Am zi L. Wheeler , J oseph K . K emp, Charles W . T hompson, Mar 
t in W . Eike nber g, Luther Mc D owell. 

L AGRANGE, I N D.- Th e L agran ge-Elkh ar t E lectr ic Railway Compan y, of 
which H . E. Bucklin is president , has secured a right of way to build a line 
between La gra nge a nd Middleb ury. 

MUNCI E , I N D.- T hc Commissioners of Delaware County have granted a 
fra nchise to J. P. McG rantz, of H artford City, for an elec t r ic rai lway th r ough 
Delaware County. 

DES MOI NES, I A.- Sur veyors are at work in Ri nggold a nd U ni on Coun
t ies locating the ro ut e of a proposed electric rail way from St. J oseph , Mo., to 
D es Moines. Th e pr elimir.ar y pla ns are for a line running through Mount 
Ayr, A ri spe, Cr est on , H acksburg and Winter set t o Des M,oines. T he line 
ma y come only to Winter se t, as th e owner s of int erurban · Jin es out of Des 
Moines ha ve a route surveyed t o W inter set. C. F . T er hu ne, a civil engineer 
of Ma rysville, M o., is loca ting th e route, and W allace H ubbard, o f A lban y, 
Mo., is chief prom oter. 

\VASHINGTON, I A. - T hc A rnold E lectric P ower Station Company, of 
Chica go, has r epor ted favorably on th e construction of t he Iowa City, Kalona 
& \ Vashin gton E lectric Railway. T he r eport r ecommends 30 m il es of single 
t rack a nd 3 miles of tu rnouts an d switch es, with on e powe r house and three 
sub-st at ions. I t will be a standar d · gage line la id with Q0-lb. rails .. 

\ NA TERLOO, IA.- It is said that surveys ar e t o be begun at oner for the 
pr oposed elect ric ra il way from Des Moin es t o W ate rloo. T he pr incipal pr o
mot er s are Indiana men, but a local office has been opened he re, in charge of 
\N. W . M arsh , Th omas Cascaden, J. E . Sedgwick, Ge o. E. L itchy and F . J. 
Fowler , of this city. 

HUTCHI NSON, K A N .- J . J. Burns, chie f promoter of the H utchinson
\Vichita E lect ric Railway, a nnounces that h e has about closed a contract with 
the General E lec tric Company for single-phase equipment for t he road. 

OTTAW A, K AK- B y an applicat ion fi led with t he City Council , H ugh 
Holmes, of K ansas City, president of t he Kansas City-Olathe E lectric Ra ilway, 
agr ees t o bui ld an elec tric railway th rough Ottawa, connecting with K ansas 
City, a nd also to oper ate a mun icipal syst em here. Mr. Holmes says he will 
begin the survey to Garnett and O lathe at once and have t he rail s down in 
Ottawa by J an . 1, 1905. 

F RAN KFO RT, KY.- A rticles of incorporation have been fi led by t he Co
lumbia & Leban on I n ter u rban Railway Company, of Marion County, which has 
$1,000,000 capi tal s tock, and paid thereon $1,000 organization tax into the State 
T reasury. T he company will build 46 miles of elect r ic railway, from the town 
d Lehanon , through the county of Taylor to the town of Columbia, in Adair 
Cou n ty, an d a spur track to the town of Bradfor dsville, in Mari on County. 
The principal office of the compa ny will be located at Leban on. The inc or
porator s are : W. K . A zbi ll, of Columbia; R. W. \ Vathen , J. M. K nott and 
T. M. E stes, of L ebanon; L. C. Rawlin gs, of Bradfordsville, an d vV. W . 
Bra dshaw a nd C. S . Harris, of Columbia. 

LEXI NGTO N , K Y.- Th c L exington Str eet Rai lway Com pany has placed a 
contract with the P ower & Mining Machiner y Compan y, of New York, fo r
merly th e L oomis-P ettibone Gas Machin ery Company, of New York, and suc
cessor to the Holthoff Machine ry Compan y, of Mil wauke e, \ Vis., for a 550-hp 
Crossley ga s engine, t o be direct connected t o a direct -current 550-volt genera
t or of 300 k w capacity. The equipment will be installed in the existing power 
house of the L exington Company. T he present capacity of the plant is 

2000 hp. 
LO U ISVILLE, KY.- The Louisvi lle & Interur ban Rail way Com pany h as 

fi led amendments t o its articles of incor poration providing for important ex
tensions of its lines. T hey a r e as fo llows: From the terminus at Valley Sta
tion to Salt River and \ Vest P oint. From the t erminus at J ohnson a nd Main 
Streets along New Main Street to Southall A venue to Mellwood to Reser voir, 
through th e L ouisville \Yater Company 's grounds t o P ipe Line A venue, and 
thence east to Prospect, a distance of 10¾ miles. O ut P reston Street road to 

Okalona, 7 m iles. 




