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Test of New York Central Electric Locomotive 
On Nov. 12 the Electric Traction Commission of the New 

York Central Railroad Company and its guests witnessed 

the first public trial of the new electric locomotive designed for 

the New York Central service. The engineering public has 

been eagerly waiting for experimental data on this locomotive, 

and this interest in the tests is not confined to electrical engi

neers, but is fully shared by railway men in general. We are 

able to give our readers much more complete inform~tion of 

the details of the locomotive than hitherto published, together 

with reproductions of the locomotive and experimental track 
near Schenectady on a 6-mile section of the main line of the 
New York Central. From an hi storical standpoint, it is inter
esting to note that it was at practically this same place, or on 
the line between A lbany and Schenectady, that ~he early steam 
locomotive trials were conducted by De\Vitt Clinton some 
seventy years ago. 

Considerable di scussion has been raised in regard to the de-

sign of this locomotive, as is natural when so decided a de

parture is taken from previous lines of construction. The 

elimination of gearing and the bold step of mounting the arma

ture directly upon the axle without an intermediate spring sup

ported quill has caused comment, which has not all been favor
able to the designing engineers. Whatever may be the effect 

upon the roadbed of this dead weight upon the axle, its pres

ence is in no way noticeable when riding in the cab. The re

duction in gear wear and in space occupied, and the increase in 

effi ciency tend largely to offset any objection to the greater 

dead weight per axle imposed by the gearless over the geared 

motor. Compared with the steam locomotive, there is every 

t eason to expect a great reduction in the wear and tear on the 

track, due to the following, among other reasons: ( r) Less 

tota l weight on axle, due to four driving, pairs instead of two ; 

(2) uniform torque, hence a reduction of slipping effect; (3) 

absence of reciprocating parts, with their necessary counter

balances. The history of geared and gearless electric locomo

tives is given briefly in the accompanying article, and the differ

ences between the present locomotive and those in the original 

Central London underground installation are pointed out, as 

are the reasons why the track pounding and vibrations noticed 

in London should not be expected in the present instances. 

It is interesting to compare the results of the various pre

liminary tests made with the data given by Messrs. Arnold and 

Potter in their paper before the American Institute of E lec

trical Engineers at the June meeting in 1902. This paper dis

cussed a set of tests made upon the "1400'' type of steam loco

motive especially designed for acceleration, or suburban work, 

and motor cars of approximately equivalent weight and ca

pacity. Acceleration tests taken with this steam locomotive 

show that a train of 265 tons reached a speed of 30 mi les per 

hour in fifty-five seconds. The "6000" type of electric locomo

tive in a recent test reached a speed of 30 miles in thirty-seven 

and one-half seconds with a train weighing 265 tons, both these 

weights including locomotives. T he weights of trains were 

practically the same, and that upon the drivers approximately 
the same in each case, maki ng the results comparable and en

ti rely in favor of the electric locomotive. 

I t is well known that the steam locomotive is an inefficient 

piece of apparatus when running at variable speeds, but per

haP,S the superiority of the electric locomotive has not been so 
clearly brought out as is exhibited by the comparison of results 

' of tests made on the "1400" type of steam locomotive and the 

present incomplete tests of electric locomotive of the 6000 type. 

The motor characteristics of the New York Central locomoti ve 

show the effect of the absence of gears and motor bearings, the 

efficiency reaching a maximum of 93 per cent, and being above 

90 per cent at the free running speed of the locomotive. This 

is certainly a high efficiency. and if taken in connection with 

the simplicity and low cost of maintenance of the locomotive, 

constitutes a formiclable obstacle to be overcome by the en

thusiast of alternating-current motors for heavy train move

ments. 
T he operation of steam roads show that the three main items 
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affected by possible electrical operation-engine crews, fuel 
and locomotive maintenance-are each about IO per cent of 
the total cost of operating the road. Should the N ew York 
Central Railroad Company have adopted the single-phase 

motor in its present stage of development, it would have 
required a geared motor, with attendant losses of from 

3 per cent to 5 per cent, in addition to the greater losses of the 
single-phase motor itself as compared with the gearless d. c. 

motor. In place of 93 per cent maximum efficiency, th e a. c. 
locomotive would probably have had a maximum of 87 per cent 
to 88 per cent, or from 5 per cent to 6 per cent greater loss than 
in the d. c. type of locomotive adopted. T he extra losses ob

taining in the a. c. locomotive wou ld have largely offset t!Je 
losses of the rotary converters required with the d. c. system, 
thus leaving the a. c. system of operation very nearly on a par 

with the d. c. system so far as energy consumption is concerned. 
T he cost of maintaining an electric locomotive of the d. c. 

gearless type must also be considerably less than one of the 
a. c, type with its attendant gearing, more compli cated and 

expensive winding and small air gap. 
In so important a service as the New· York Central terminal 

work, it would hardly be possible to operate sub-stations with
out attendants, even though they contained no moving ma
chinery. T he item of engine crew would, of course, be the 

same in each system, so that we fail to see how an a. c. system 
could have effected any economy over the d. c. sys tem in oper

ating the New York Central service as contemplated. 
The first cost of a system if equipped with a. c. motors must 

have been somewhat le ss, as a high potential overhead trolley 
effects a considerable saving over the protected third rail, with 
possibly copper feeders. The saving in the cost of rotary con

verters would probably have been more than balanced by the 
in<:reased cost of the locomotives, due to the gearing, and also 

the increased weight to make up for the pulsating torque de
Ii vered by the motors themselves. In fact, it is possible that, 

on account of the necessity for tremendous capacity within a 
limited space, an a. c. locomotive of the same capacity would 

have required six axles instead of four, as with the New York 

Central equipment. 
The generating and high potential distributing system would 

have been the same in either case, leaving but a compar

atively small saving in favor of the a. c. system. Against this 

saving must be balanced the poss ible cost of changing the tun
nel to permi t of sufficient clearance to use a h igh potential 

trolley. 
Comparing the 550-hp gear less motors of the New York 

Central locomotive with the a. c. motors we have seen to date, 
we are impressed with the superior commutation of the 
cl. c. machine, and while th e a. c. motor has 11ot reached 
the perfection of its design, we doubt whether it holds 

forth promise of giving the excellent results of its direct
current rival. The low commutator voltage for which a. c. 

motors must be designed is a serious handicap in the con· 

struction of larger sizes, and while motors of 50 hp and 100 hp 
of the a. c. type have shown themselves commercially opera
tive, no promise has yet been given of equally good results in 

motors of 500 hp and over. Whether the large amount of ex
perimental work and gray material now being expended in the 

development of the a. c. motor wi ll produce a railway motor 
equal to its direct-current competitor is a question which the 
future will decide, but there can be no doubt that the success 
attending the tests of the gearless locomot ive have given the 
d. c. system advantages over the a. c. system not hitherto en-

joyed by it when r estr icted to the limitations of geared motor 
des ign. 

vVe look fo rward to future tests upon th e New York Central 
locomotive with much interest, as it opens up a field of main 

line rai lroad work upon which we believe the elect ric locomo
tive is j ust ent er ing. 

Interurbans as Coal Roads 
Every few days one hears of proj ects to build interurban 

electric railways from some large city to neighboring coal 

fie lds, the idea of the promoter usually being to either compete 

with exist ing steam roads or open up new fields. To build in
terurban passenger roads through coal mining districts is one 
thing, but to build electric roads fo r hauling the coal whi ch is 
the product of the dist rict is qui te another. Interurban electric 

roads through mining distri cts and connecting such districts 

with some large town are well known to be among the most 
profitable class of interurban roads, as miners usually are well 

paid, and plenty of thei r wages will go in to interurban rail road 
fare if the opportuni ty is offered. But when it is proposed to 

build an electric interurban road for the express purpose of 
hauling coal, one is virtually proposing to attack one of the 

most difficult problems in electric rai lway economics that can 
be offered. If there is any one thing that the organi zat ion and 

equipment of a steam rai lroad is fitted to economically accom
plish, and that the organ ization and equipment of an electric 

railroad is not fitted to economi cally accompli sh, that thing is 
the hauling of large quantit ies of bulky freight like coal in long 

trains, but perhaps our promoter will say, we do not propose 
to haul coal in long trains. The minute, however, long train 

uni ts are abandoned in favor of shorter ones, the expenses fo r 

train crews begin to creep up to a prohibitive figure. T here 
are special cases, it is true, where electr ic tract ion can be used 

to advantage in the handling of coal. It is conceivable that if 
power is cheap and a combined fre ight and passenger service 

is to be given through a coal fie ld, that it would pay to do all 
the passenger service and much of the switching by electric 

locomotives, leaving the heavier switching and longer trains 
to the steam locomotives. Such an ar rangemen t as thi s may no 

doubt be profitably employed around many coal fields. A steam 
swi tching locomotive on light work is an expensive thing to 
maintain, both on account of the crew it requires and because 

of its maintenance, but for haul ing heavy coal trains consider
able distances ai1d for the heavier switching, the investment 

required in elect r ical apparatus necessary to meet these large 
demands at infreqtient intervals is suffic ient to keep electric 
traction out of the game, for the present at least. We are 

speaking now only of genera l conditions and not of special 
cases. In general, it is the consensus of opinion of ~II engi
neers who have given the matte r the most thought that the last 

field to be conquered by electr ic t ract ion will be that of heavy 
freight service, and the hauling of coal from the coal fi elds to 
large cities certainly comes unde r thi s head, except in cases 
where coal fi elds are so near to the city that the bunching of 

coal cars into long trains involves more work than is justified 

by the economy to be gained in hauling. 

Concerning Rules 
It goes without saying that a good set of rules is the founda

tion of all successful operation, and it is to be regretted that in 
starting new interurban roads or even in the operation of old 
roads so little attention is sometimes given 'to the framing of 
rules. There are many details of operation covered by rules or 
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by special bulletin that need very careful consideration, and we 
can hardly approve of the action of a manager of a new road 
who sits down for a few minutes with the rules of some other 
road, makes a few alterations such as occur to him on the spur 
of the moment, and publishes the result as rules for the gov
ernment of conductors and motormen of the X. Y. Z. railway. 
The American Street Railway Association at its last conven
tion recommended a set of rules for both city and interurban 

lines. These rules were not adopted simply to be ornamental; 
they were intended to be useful and were recommended to all 
street and interurban railway compani es . It was not expected 
that these rules would be perfect or would conform to the 

ideas of a ll managers, and be suited to all local conditions. It 
"vas intended that they should be modified when necessary, but 
as far as possible they should be adopted in order that th e ad
vantages of uniformity of st reet and interurban railway rules 
over the entire country may be obtained. That such action was 
taken by the Ameri can Street Railway Association has been 
forgotten by many and overlooked by many others. W e have 

called attention to it at least once during the past year, and 
take occasion to thus call attent ion to it again. 

Single or Double Tracks 
One of the most important problems in the interurban rail

way fi eld to-clay is the question of single or double track. Un

fortunately, the solution is often extremely difficult, on account 
of the uncerta in facto rs which enter the case of each particular 

road. There is a ll the more reason, therefore, for careful con

siclera tion of the subject on the part of owners and managers. 

The importance of safe operation is coming more and more to 
be appreciated by electric railway officials throughout the coun

try, and it is generally agreed that the double track affords a 

maximum of relief from the distressing collisions which have 
of late become frequent ; provided that the discipline of the 

operating department is not relaxed when a road escapes from 

the bondage of a single-track line and its turn-outs. 

If it were not for the added cost of double-tracking a line 
there would be little excuse for delaying the work on an~~ ex

isting system. Unfortunately, the public does not always real 
ize the expense of building and maintaining a second track 

parallel to the first, and clar:nors for high -speed service with 
little appreciation of the risks involved. Even with the best 

equipment, high speed and the greates t safety are essentially 

antagonistic. If every one were wi lling to follow the example 
of the Asiatic prince who visited E ngland three or four years 

ago and be content with the space-devouring maximum speed of 

2 0 miles per hour, there would be little need of the unusual pre-
. cautions now necessary to prevent accidents upon both steam 

and electric railways. It is manifestly unfair fo r a community 
to demand the hi ghest speeds upon lines where the traffic is 

too small to allow the expenses of double-track service to be 

incurred. The argument is often advanced that the cost of 
double-tracking a line is small, on account of the right of way 

having been bought and cleared when the first track was laid, 

and that "the construction of a second track means little more 

outlay than the cost of rails, ties and trolley suspension. This 
attitude fails to take account of the annual charges incurred 

by such construction, extending perhaps over a route 30 miles 

to 40 miles long, and does not appreciate the cost of roadbed 
and right of way, which is properly charged against the second 

track. 
Serious consideration of the double-track problem takes ac

count of the traffic and schedule as factors in determining the 

solution. Safe operation is absolutely essential, and this can 
only be obtained through the strictest discipline and the most 

postive certainty of car movements. The speed of the cars 
practically determines the safe headway, which in turn defines 

the traffic which can be handled. 
Considering a line IO miles long, built to carry cars at maxi

mum speeds of from 30 miles to 40 miles per hour through 
ordinary open country, it is probable that with a traffic requir 
ing ten minutes service it wi ll pay to add the second track. Such 

a short interval would scarcely be reached without a steady in

crease in business from year to year , and the difficulty of oper

ating safely ~t high max imum speeds under close headway fur

ni shes a strong argument in favor of ex tended fac ili ties. Aside 
from the absolute value of human li fe, two or three bad colli sions 

might easi ly result in damages capable of paying the entire 

cos t of the second track, and a single serious colli sion would 

eas ily wipe out the annual charge of the new construction. It 
is impossible to est imate the increased earnings probable from 
the better and faste r service enabled by the cutting out of turn

outs and delays in special work, the increased public confidence 

in the safety of the system, and the more frequent service pos
sible with a doubled average distance betwaten cars. The pe

culiariti es of each road must be analyzed ca refully by the offi

cials familiar with its operating details before the ques tion of 

double-tracking can be sa ti sfactorily settled, but enough has 
been said to indicate a line of attack upon the problem and to 

hint that congratulations are in order when a road's business 

justifies such an exten sion of its physical features. 

Bracket Versus Span Wire Construction 
At the present time bracket overhead construction for inter

urban roads seems to have the best of the situation, if numbers 
count for anything. The advocates of span wire construction 

for interurban roads, however, are not by any means extinct. 

They have some good arguments on their side. Two points 
usually given in favor of bracket construction are, first, its 
10\ver first cost, and second, its neater appearance. As far as 

the appearance goes, there is but little doubt but that a neat 
bracket construction is better looking than any span wire con

struction that can be put up. However, to the passenger who 

is riding on the ca r, the difference in appearance counts for 
but little. Sometimes where the right of way is alongside a 

highway, a bracket construct ion with poles on the side of the 

track away from the highway is much less obtrusive. The ad

voca tes of span wire constructi on, on the other hand, question 
the lower first cost of the bracket construction if it is equally 

good in both cases. They point to the fact that if high-tension 
lines are to be run and a substan tial job is to be made, very 
much larger poles should be used for bracket construction than 
for span wire, because the high-tension lines must be so far 

above the other lines and the pole must take the weight of both 
high and low-tension feeders and the bracket. As is well 

known, large poles a re more expensive in proportion to their 
load than small ones. Furthermore, a break in the trolley wire 

is likely to be more demoralizing to a bracket line than to a 
span-wire line, because of the twisting around of the brackets 

on the pole. Span wire advocates also point to the desirability 
of keeping the telephone lines off of the poles on which power 
wires are placed, and this is best clone with span wi re construc
tion. As to flexibility, there is perhaps a little in favor of span 

wire, but modern flexible brackets give such a flexible support 
to the trolley wi re that the fl exibility is nearly as good as with 
span wire. 
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HIGH-SPEED ELECTRIC LOCOMOTIVE FOR NEW YORK 
CENTRAL & HUDSON RIVER RAILROAD 

The formal exhibition and trial of the fir st electric locomo
tive designed and built for the New York Central & Hudson 
River Railroad by the Genera l E lectric Company and Ameri can 
Locomotive \Vorks, took place on a section of the tracks of 
the New York Central Railroad just west of Schenectady, 
N. Y., on Saturday, Nov. 12. The test was witnessed by the 
E lectric Traction Commission of the New York Central Rail
road Company and their guests, who went to Schenectady for 
that purpose by sp('.cial train. The commission, as is well 
known, consists of William J. \Vilgus, chairman: fifth vice
president of the New York Central & Hudson Ri ver Railroad 
Company; John F. Deems, general superintendent of motive 
power of the New York Central Railroad Company; Bion J . 
Arnold, Frank J. Sprague, George Gibbs and Edwin B. Katte, 

Place, general attorney ; H. Fernstrom, chief engineer ; A. B. 
Corthell, terminal engineer ; H. A. S tahl, office engineer ; A. T. 
H a rdin, engineer of maintenance of way; J. D. Keiley, assistant 
elect rical engin eer; C. F. Smith, assistant general superintend
ent; Ira A. McCormack, manager of Grand Central Station, 
and M. C. Roach, general Eastern passenger agent. 

Others present were: C. A. Coffin, Gen. E ugene Gr iffin, E . 
'vV. Rice, I-Iinsdill Parsons, W. B. Potter, J . R. Lovejoy, P rof. 
E lihu Thomson and A. H. Armstrong, of the General E lect ric 
Company; J. A. Sague, W. Dalton, James McNaughton and 
F. J. Cole, of the American Locomotive Company, which built 
the truck and upper structure; George Westinghouse and James 
H. McGraw. 

Trial trips were made in both the morning and afternoon, 
the latte r being witnessed by a par ty of editors of technical 
and daily papers from New York, and included t r ips with trains 
of Pullman and ordinary coaches, and a race with the Fast 

NEW YORK CENTRAL LOCOMOTIVE AND TRAIN 

electrical engineer of the New York Central Rail road, sec
retary. 

Accompanying the comm1ss1011 were the following steam 
and electric railroad officials from other companies: F. D. Un
derwood, president Erie Railroad; Samuel Rea, fourth vice
president Pennsylvania Railroad; Theodore Voorhees, fir st 
vice-president Philadelphia & Reading Railroad; W. H. Mar
shall, general manager Lake Shore & Michigan Southern Rail
road; H. H. Vreeland, president New York City Railway; W. 
G. Besler, vice-president and general manager Central Rail
road of New J ersey; J. l\1. Graham, fourt h vice-p resident Erie 
Railroad; M. B. Cutter, general superintendent Lehigh Valley 
Railroad; E. G. Connette, general manager Syracuse Rapid 
Transit Company; A. G. Yates, president Buffalo, Rochester 
& Pittsburg Railroad; A. I. Culvcrm, second vice-president 
Delaware & Hudson Canal Company; A. B. Mitchell, superin
tendent of motive power Lehigh Valley Railroad; A. S. Vogt, 
mechanical engineer Pennsylvania Railroad; J. Ledlie Hees, 
president Fonda, Johnstown & Gloversville Railroad; S. Hig
gins, general manager New York, New H aven & Hartfo rd 
Railroad; C. Loomis Allen, general manager Utica & Mohawk 
Valley Railway; E. S. Fassett, superintendent United Traction 
Company, of Albany, and John J. Stanley, of the Cleveland 
E lectric Railway Company. 

The New York Central Railroad was represented by the fol 
lowing, among others: E. V. W. Rossiter, first vice-president ; 
E. Van Etten, second vice-president; W. C. Brown, third vice
president; George H. Daniels, general passenger agent; I ra A. 

Mail- which left Schenectady shortly after 12 o'clock, in which 
the electric locomotive forged ahead and would have left the 
steam train far behind if the motorman had not been obliged to 
stop at the end of the third-rail section. At thi s ti me the elec
tric locomotive was hauling a train of fou r P ullmans, one buffet 
car and two private cars, having an aggregate weight of 383.5 
tons. T he weight of the locomotive is 95 tons, so that the 
total train weight was 478.5 tons. 

The locomotive possesses four driving axles, on each of 
which is mounted, without intermediate gearing, the armature 
of an electric motor having a normal rating of 550 hp. The 
total rated capacity of the locomotive is 2200 hp, althoµgh for 
short periods, a considerably greate r power may be developed, 
making it more powerful than the largest steam locomotive in 
existence. It is equipped with the Sprague-General Electric 
multiple-unit system of control, so that if desi red, two or more 
locomotives can be coupled together and operated from the 
leading cab as a single unit. A single electric lcomotive will 
be able to maintain the schedule of from 60 to 65 m.p.h. with a 
450-ton train, and two locomotives wi ll be coupled together for 
heavier trains, some of which in the New York Centra l service 
reach 875 tons in weight. 

Three special features of the locomotive, as shown in the, 
longitudinal section herewith, will immediately attract atten
tion. One is the fact that the motors are gea rless, without 
spring suspended quills; the second is the shape of the pole 
pieces, and the third, the direction of magnetic flux. 

In the original Baltimore & Ohio locomotives, described in 
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the STREET RAILWAY JouRNAL for July, 1895, gearless motors 
were used, but the armatures were mounted on quills and spring 
suspended from the driving wheels, and the motor frames were 
journaled around the armatures and were spring supported 

somewhat less than is customary with steam locomotives. 
The chief wear on a steam railway track, however, comes 
from the impossibility of properly balancing the reciprocating 
motion of connecting and driving rods. This factor of wear 

□ D CJ -
□ li■l•I 

N . Y . C, . 1111:::=====lli & H . R_ . 6000 

LONGITUDINAL SECTION OF LOCOMOTIVE 

from the locomotive frame s. In the later Baltimore & Ohio 
locomotives, described in the STREET RAILWAY JouRNAL for 
Aug. 22, 1903, geared motors are used. The quill method of 
construction was also employed in the gearless locomotives 
built for the Western Railway of France, and described in the 
issues of Nov. 15, 1902, and Feb. 28, 1903, while the Orleans 
Railway locomotives use geared motors. The only previous 
important example of gearless locomotives without quills is 
that of the original Central London underground locomotives. 
wr.ich were afterward abandoned in favor of motor cars. 
These locomotives were recognized to be very hard on the track, 
but in their construction, th e entire motor was supported on the 

will, of course, be entirely absent from the electric locomotive. 
It is thought, therefore, that the reduction in upkeep of the 
permanent way, due to the absence of pounding from the un
balanced r eciprocating parts, and also from the intermittent 
torque, will be considerable. The extent of this saving it is 
impossible yet to determine accurately, but it was es timated 
by some of the steam railroad track engineers present at the 
test as from 20 per cent to 30 per cent. 

The moun ting of the armature direc tly on the driving axle 
of the locomotive nec essarily called for afl arrangement of pole 
pieces such that th e armature should be free to move up and 
down between them with the r iding of the frame on the springs. 

LOCOMOTIVE TRUCK 

axle, instead of the armature only, as in the New York Central 
locomotive. Moreover, the track in the Central London in
stallation was very light, and the vibrations were transmitted 
to and propagated in the surrounding soil of London clay in a 
way which ,_vould not be possible on a roadLed of the character 
of the New York Central. 

The plan of mounting the armature only on the axle, adopted 
on the New York Central locomotive, involves a dead 
weight of each axle, including two 44-in. wheels and 
the armature, of only r r,ooo lhs., an amount which is 

This method was desc ribed in the previous article on thi s loco
motiv e published in the STREET RAILWAY JOURNAL for June 4, 
1904, but the longitudinal section published herewith gives 
a better idea of the plan fo llowed than any illu stration which 
was available at the ti me tha t article was printed. As will be 
seen, the pole pieces have nearly flat faces, being sl ightly con
cave. The di stance from pole piece to pole piece in the center 
is 30¼ ins., and at the tips is ·29¼ ins., so that as the armature 
is 29 ins. in diameter , the a ir gap, when the armature is in the 
center of the poles, is ¾ in., and the clearance on each side 
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of the armature, when it is taken out for repairs, is ¼ in. 
The armature is removed by lowering it, with its wheels and 
axles, from the truck, and this can be done and a new armature 

J\Ri\IATURE AXLE AND WHEELS 

can bl' replaced without disturbi ng the fi elds or any other part 
of the locomotive. 

T he magnetic flux is continuous from one end of the truck 
to the other; that is, the fi elds are arranged in tandem, and the 
flux passes th rough a ll poles and armatures in series, returning 
partly by the cast-steel side frames and partly by two bar s 
placed between the frames, but not over the iron core of the 
armature. T hi s design is entirely novel, and in order to take 
care of any inequali ties of a ir gap and whee l diameters of the 
several elements, cro ss t ransoms are provided, which connect 
the side fram es and act as equali zers for the individual motors. 
T his makes each motor practically independent of the others, 
al though in ci rcuit with the main flux. The cross equalizing 
circuits are ab le to take care of from 40 per cent to 50 per cent 
of the main flux, but tests on the locomotive seem to indi cate 
that a very small proportion of the main flux is carri ed in the 
equali zers. The end pole-pieces are cast as part of the encl 

THIRD-RAIL SHOE 

FUSE BOX AND FUSE 

fra mes, whil e the double pole-pieces between the armatures 
a re carried by the steel transoms already mentioned. The field 
coils are wound upon metal spools which are bolted upon the 
pole-pieces. ' 

The arrangement of pole-pieces described makes the ques
tion of commutation a very interesti ng one. It is gratifying to 

note that the designers have been very successful in this re
spect, in spite of considerable field distortion, a fixed point of 
commutation for either direction of rotation and the proximity 
of the fi eld frame, which tends to in_crease the armature cross 
flux , with a consequent increased tendency to sparking. The 
armatures of the New York Central locomotive being bipolar, 
have a large number of cross ampere turns, but the absence of 
fi eld fram es increases the reluctance of the leakage circuit to 
such an extent that the actual flux passing through the neutral 
gap is small and does not interfere in any way with good com
muta tion. In addition, the motor armatures a re wound frac
tional pitch, thus reducing to some extent the armature re
ac tance or cross magnetization due to the armature current. 
T he result of these precautionary measures on the commutation 
is so good that a current of 1000 amps. at 650 volts does not in 
any way indicate its presence a t the brushes, and the motors 
seem to be perfect in thi s respect. A furth er reason of the 
good commutation, necessitated by the design of the motors 
with its la rge air gap, is the very stable field, which· bears a 
g reater ratio to a rmature strength than is customary in stand
a rd railway motors. Good commutation appears to be a func
tion of ratio of fie ld to armature ampere tu rns and slot in
ductance, and that both of these factors have been very weh 
taken care of in the design of the New York Central locomo
t ive is ev idenced by its sparkless running. 

The brush holders are mounted on in sulated supports . at
tached to the spring saddle over the axle journal, thus main
taining a fixed positon of the brush holder in relation to the 
commutator. T hese brush holder s a re mad~ adjustable so a s 
to a llow fo r wear of the commutator and journal bearings. 

T he motor is protected from mechanical injury from below 

U\.ERH EAD CONDUCTOR AT CROSSING, NEW YORK CENTRAL 
TEST TRACK 

by brass screens which extend from pole piece to pole piece, 
but which are not carried up at the side of the motor. This 
provides most effective ventilation, and at the same time all 
the mechanical protection which it is thought is required. Both 
fi elds and armature are thoroughly insulated, and this fact, with 
the large commutator and the consequent small difference of 
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volts per bar, amply provides against trouble from dust and 
moisture. 

Proper distribution and division of the weight of the 
locomotive among the axles has been accompli shed by sus
pending the main frame and superstructure from a system 
of half elliptic springs and equal
ized levers of forged steel, the 
whole being so arranged as to 
cross-equali ze the load and to 
furnish three points of support. 

The pony trucks are of the 
radial type and a re pivoted by 
means of radius bars to the end 
frame of the main truck. The 
frame of the locomotive imme
diately above the t rucks is sup
ported by means of suitable 
links, so that the truck is free to 
swing about its center, and is 
self-centering on a straight track. 
This design is similar to the 
standard construction adopted by 
the New York Central & H udson 
River Rail road for its steam lo
comotives. 

There is a central corridor extending through the cab so as to 
permit access from the locomotive to the cars behind, and the 
contactors, rheostats and reversers are arranged along the sides 

T he superstructure consists 
of a central cab for the operator, 
containing master controllers, 
engineer's· va lves, and switches 
and valves required for operating 

MASTER CONTROLLER, BACK VIEW MASTER CONTROLLER, FRONT VIEW 

sanding, whistling and bell ringing devices. 
furni shed in duplicate, one set on each ~side 

This apparatus is 
of the cab, and is 

GROUP OF CONTACTORS AND RHEOSTATS ON L OCOMOTIVE 

arranged so as to be easily manipulated from the operator's 
seat, while at the same time a practically unobstructed view to 
front and rear may be obtained from the windows. The air 
gage, meters, etc. , a re located so as to be easily read by the 
driver. • 

of these corridors in boxes of sheet steel, which a re sheathed 
on the inside with fireproof insulating material. All of these 
appliances are therefo re easily accessible for repairs or inspec
tion, and at the same time well ventilated. 

The total weight of the locomotive is 95 tons, of which 69 
tons are carried on the four pairs of drivers. This is a very 
much larger percentage than in the steam locomotives of the 
company, the heaviest of which ,veigh , including tender, 1 50 

tons, of which 47 tons a re on the two pairs of drivers. In other 
words, there is over 25 per cent greater weight available for 
traction than on the largest locomotives in the New York Cen
tral service, with 37 per cent less dead weight and wi th 28 per 
cent less weight on each axle. 

The control sys tem permits three running co nnections, name
ly, four motor s in seri es, two groups of two m parallel-se ries, 

INTERIOR OF SUB ~STATION OF TEST TRACK 

and all four motors in parallel. The motor reverser, contactors, 
rheos tats and other cont rolling appliances are a ll of the 
Sprague-General E lectric multiple-unit type. T he master con
troller, however, is fitt ed with a special operating lever about 
24 ins. long and capable of being moved through an angle of 
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about 75 degs. A current limiting device is provided in the 
master controller , and consists of a friction clutch operated by 
an electric magnet, which is energized by the current passing 
through one of the motors, the arrangement being such that 
when the current exceeds a predetermined amount, the cylinder 
cannot be rotated further until the current has fallen suffi-

) 

points. This device may be raised and lowered by air pressure 
controlled from the engineer's cab. A magnetic ribbon fuse is 
placed in circuit with each shoe and overhead contact device 
so as to secure protection in case of accidental short-circuit. 

It is the intention of the New York Central & Hudson River 
Railroad Company and the General Electric Company to make 

-

P,.el (m in ar .,,., rP4 r>ea R'ur. "' .i 

complete preliminary te!Jts and trials on 
these locomotives under all conditions 
likely to obtain in service operation. For 
this purpose the New Yark Central & 
Hudson River Railroad Company has set 
a side a 6-mile stretch of track on its 
main line between Schenectady and 
Hoffmans, and equipped same with 
standard third-rail construction. The 
track is practically straight and ballasted 
so as to permit maximum speed of 70 
to 80 m.p.h. being attained. It was' on 
this test track that the experiments al
r eady mentioned were conducted. 
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ciently to allow the relay to drop. A s long as the current does 
not exceed the desired limit, the automatic feature is not in 
operation. 

In the operator's cab there is placed a General E lectric mo
tor-driven air compressor h aving a capacity of 75 cu. ft. of free 
a ir per minute, and consisting of a twin vertical-cylinder com
pressor driven by two 600-volt di rect-current series motors. 
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Power for operating the locomotive is 
furnished by the General E lectric Com
pany, and for this purpose there has 
been installed in the new power house 
at the Schenectady plant a 2000-kw, 
three-phase, 25-cycle Curtis turbo-gen
erator, delivering 11,000 volts to the 
line. A special high-tension transmis
sion Ii ne has been constructed from 
the power station for a distance of 5 

GEN£ jf'Al. EL CT ';'1/C >-o 

miles to the sub-sta tion at \i\Tyatts. This sub-station con
tains a 1500-kw, 650-volt, 25-cycle General Electric rotary con
verter, with necessary static transfo rmers for reducing the line 
potential from I 1,000 volts to 460 vol ts, and a switchboard con
sisting of a 600-volt d. c. rotary-converter panel, an a. c. start
ing panel and a hi gh-tension panel with electrically operated 
type H oil switch. The rotary converter .is self-starting from 
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The compressor is controlled by a gov
ernor whi ch automatically cuts the mo
tors in and out of circuit when the air 
pressure fa ll s below 125 lbs. or ri ses 
a bove 135 lb s. A reduction in a ir pres
sure sufficient to actuate any governor, 
simultaneously start s up the air com
pressors in both locomot ives \Vh en run
ning double-headed, and likewi se vihen 
the air pressure h as been raise<l and 
any one a ir co mpressor is closed clown, 
the other will be cu t out of service. 
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It is expected that in the maj_ority of 
instances suffici ent heat will be r etained 
in the trains, delivered to the electric 
locomotives at the end of the steam run, 
to carry the cars to the terminals with
out additional h eat from the locomotive. 
However, in order to meet contingen
cies, it is probable that a fla sh boiler of 
the "automobile" type wi ll be used, 
which will occupy a small amount of 
space in the operator's cab. 
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Current is collected from the third 
rail by multiple-contac t spring-actuated third-rail shoes, 
whose supports a re carri ed on channel irons attached 
to the journal box . There are four of these shoes on 
each side of the locomotive. In the yards at the ter
minal, the large number of switch es and crossings necessi
tates an overhead construction in places, and additional con
tacts are therefore mounted on the top of the locomotive for 
collecting current wh en the locomotive is passing over these 
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the a. c. end, thus reqmrmg no synchronizing or other com
plications when throwing machine into service. The step-down 
transformers are provided with taps giving one-third, two
thi rd, and full voltage for starting the rotary converter, these 
voltages being applied successively by means of double-throw 
lever switches. The machine starts freely and easily without 
sparking and without drawing more than full load current L·om 
the line. The apparatus in the sub-station, the location and 
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arrangement of same, the width and dimensions are in general 
as proposed for the sub-stations to be built within the electric 
zone at the New York City terminal, so that practieal experi
ence with the plant may be obtained while the loeomotive tests 
are being made and in advanee of eonstruetion. 

This power station, transmission line, sub-station equipment 
and 6 miles of track is undoubtedly the most eomplete testing 
plant ever provided for trial of eleetric railroad motive power, 
and with the facilities afforded in addition for testing the new 
loeomotives, much interesting and valuable eleetrie railroad in
formation will unquestionably be obtained. 

The general dimensions and data applying to the loeomotive 
are as follows : 

Number of driving wheels ..................................... 8 
Number of pony trucks ...................................... . 2 

Total weight of locomotive ................. . ............. 95 tons 
\Veight on drivers .... .. .. : ............ . ..... . ..... . .... 69 tons 
~igid wheel base ............ .............................. 13 ft . 
Total wheel base ............................ ............. 27 ft. 
Length over buffer platforms .................. ........... 37 ft. 
Extreme width ........................................ .... IO ft. 
Height to top of cab ...... .. .......................... q ft. 4 in. 
Diameter of drivers ..... ... ............................ ··H ins. 
Diameter of pony truck wheels ............................ 36 ins. 
Diameter of driving axles ... .. ....................... 8 ft. 5 ins. 
Normal rated hp of locomotive .............. ......... ...... 2200 
Maximum hp .. ........... . ..... ............. , ....... ·; ... 3000 
Normal draw-bar pull. ..... .......................... 20.400 lbs. 
Maximum starting draw-bar pull. ... .................. 32,000 lbs. 
Speed with 500-ton train ........ .................... 6o m. p. h. 
Voltage of ctirrcnt supply ........... ................. . ...... 600 
Normal full load en rrent ... ........ . ..... . .......... 3050 amps. 
Maximum full load current ...... .. .. . ............... 4300 amps. 
Number of motors . ... ....... ............................... 4 
T ype of motor. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .... GE-84-A 
Rating of each motor. .................................. 550 hp 

Owing to the f~et that on ly a portion of the track to be used 
for testing is avai lable as yet, no eomplete locomotive tests 
have been made. There has been installed in the eab a full set 
of recording inst ruments, and records have been obtained of 

of the loeomotive running in regular serviee. Curve sheets are 
here shown, giving speed, eurrent input and voltage at the loeo
motive, all on a time basis, with an eight-ear train weighing 
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336 tons, and a four-car train weighing 170 tons, both exclusive 
of loeomotive. The total weight of train, ineluding locomotive 
and passengers, was 431 tons and 265 tons for the eight-ear 

and four-ear trains respectively. 
Two sets of eurves are shown with 

running tes ts reaching as high a 
maximum speed as possible with the 
length of track available, and two sets 
of starting tests showing the more 
rapid rate of aeceleration possible 
with the higher maintained voltage 
available near the sub-station. The 
maximum speeds reached were 63 
m.p.h. with an eight-car train, and 
72 m.p.h. with a four-car train. I t 
will be noted that the trains were still 
aeeelerating at these speeds, but th e 
length of track so far equipped did 
not permit of attainin6 higher speeds. 
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The New York Central locomotives 
are not designed for abnormally high 
speeds at intervals, but rather to ob
tain a high average sehedule, due to 
th eir ability to accelerate more rap
idly than is possible with the present 
steam loeomotives. 

c lNE OF THE NEW ELECTRIC LOCOMOTIVES FOR THE NEW YORK CENTRAL 
& H UDSON RIVER 'RAILROAD 

In th e starting tests a speed of 30 
111. p.h. was reached in sixty seeonds 
with an eight-ea r train weighing, in
cluding the locomotive, 431 tons, eor-

some of th e preliminary run s made to test the bearings and 
running qualities of the loeomotive: A lthough these records 
w ill be superseder! by eareful test s made on the full length of 
traek, bonded and with suffieient feeders supplied to minimize 
the drop, they indieate in a general way what may be expeeted 

responding to an aeceleration of .¾ 
111.p.h per second. During certain periods of the aeceleration , 
the inerease in speed amounted to .6 m.p.h. per second, callin5 
for a tra cti ve effort of approxima'l:ely 27,000 lbs. developed at 
th e rim of the locomotive drivers. This value was somewhat 
exceeded with th e four-car train, where a momentary input of 
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-1-200 amps. developed a tractive effort of 3r,ooo lbs. at the driv
ers, with a coefficient of traction of 22.5 per cent of weight on 
drivers. The average rate of acceleration with the four-car 
train weighing, including the locomotive, 265 tons, was 30 
miles in thirty-seven and one-half seconds, or .8 m.p.h. per 
second, calling for an average tractive effort of 22,000 lbs. 

\ 

ELECTRIFYING THE NEW WILLIAMSBURG BRIDGE 

J. G. White & Company, of New York, have just completed 
the electrical equipment of the double trac~s which are to be 
operated by the Brooklyn Rapid Transit Company, paralleling 
the south road.way on the new Williamsburg Bridge. This 

contract was underti ken by J. G. White & Company 
through Naughton & Company, who had the contract 
for the track and overhead work. The track work 
by Naughton & Company is an excellent piece of work, 
of standard construction throughout. 
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The overhead construction, including troughing, 
special terminal work, bracket construction, plaza 
work, overhead feede rs and track return feeders is 
of unusually heavy special construction. Th'e Man
hattan overhead construction is of special steel lattice 
girders, supported on the steel poles, and also by at
tachment to the bridge structure proper. This super
structure is about 300 ft. long, and covers the five 
cross-overs at the Manhattan terminal. It is of hard
wood oak troughing, to which are attached special bar
iron fittings on which trolley wheel operates. The 
contact bar, as shown in Fig. r , is ¾ in. x 2,½ ins., 
supported , at frequent points by specially insulated 
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The rnax mmm input recorded, 4200 amps. at 460 volts. or 
r935 kw, gives an output of the motors of 2200 hp available at 
the wheel. With 4200 amps. and a maintained potential of 
600 volts, there would have been an input to the locomotive of 
2520 kw, corresponding to 2870-hp output of the motors. Thi s 
output is secured without in any way exceeding the safe com
mutation limit of the motors and with a coefficient of traction 
of on)y 22.5 per cent of the weight upon the drivers, thus 
placing thi s electric locomotive in advance of any steam loco
motive yet built. No service capacity temperature runs have 
been made as yet, and the preliminary tests have not shown any 
appreciable warming up of the motors sufficien tly to take ther
mometer readings. 

T hroughout both the starting and running tests the electric 
locomotive shows its remarkable steadiness in running, a di s
tinct contrast in thi s res pect to the steam locomotive, especially 
should the latter be forced to perform the work here shown to 
be accomplished by the elect ri c locomotive. 

The elimination of gear and bearing losses permits of a very 
high efficiency of the locomotive. Reference to the motor char
teristics shows a maximum effi ciency of approximately 93 per 
cent, thi s value being full y 4 per cent better than possible witl1 
motors of the geared type. T his gain is especially noticeable 
a t the high speeds, the efficiency curve remaining above 90 per 
cent even at the free running speed of the locomotive aloae, in 
contrast to the 85 per cent or less , whi ch would be a good show
ing for a locomotive provided with geared moto rs. The simpl1~ 
construction and high efficiency made possible with thi s de!;ig 1 

of gearless motor, together with the minimum cost of repai1 .s 
attending such a const ruction, makes the direct-current gear
less motor type of locomotive a distinct forward step i11 electric 
locomotive construction. 

•• 
The ·western Ohio Railway Company is planning to take its 

conductors and ticket agents on an excursion over a number 
of electric lines in the vicinity of Lima. The trip will be made 
for the purpose of teaching them the shortest routes between 
points and the running time on other roads, so that agents and 
conductors can give correct information to those who desire to 
travel to distant points on electric roads. 

co un t of the very large currents required for the 
handling of the immense number of cars switching at the ter
minals. The details of th is special overhead troughing are 
shown in the engraving. 

Along both approaches to the bridge proper are erected 

FIG. 1.- OVERHEAD CONSTRUCTION AT MANHATTAN TERMI
NAL, SHOWING OVERHEAD CONTACT BARS AND 

SHEET-STEEL TROUGHS . 

heavy brackets extending over the double track. These 
brackets are fastened by special fittings to the structural work 
of the bridge and are provided with two heavy guy rods, with 
turnbuckles. The two trolley wires are supported by a span 



NOVEMBER 19, 1904.] STREET RAILWAY JOURNAL. 

wire along under the bracket. These braekets eonsist of 27;
in. extra strong pipe 18 ft. in length, and their general appear
ance is shown in Fig. 2. 

There is about rn,ooo lineal ft. of single troughing con-
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FIG. 2-DOUBLE-TRACK SIDE BRACKETS 

structed of specially selected oak and fitt ed with expansion 
joints at intervals. It is supported every 20 ft on transverse 
girders by cleats, and at intermediate points by special hangers 

FIG. 3.-TROUGHING OVER TRACKS ON BRIDGE 

attached to cross beams fastened to the longitudinal girders. 
The trolley wire is of No. ooo phono-electr:c type, supported 
every 15 ft. by specially designed insulating hangers. The 
troughing, as arranger! over each track is shown in Fig. 3. 

At the two anchorages specially designed expansion joints 
are provided for each trolley wire, in order to allow for the 
expansion and contraction amounting to approximately 14 ins. 
at each joint. This trolley expansion joint operates very sat is
factorily and eauses no sparking of the trolley wheel and re
quires no insulated section. This joint is about 8 ft. in length, 

FIG. 5.- SWITCH HOUSE FOR CABLE CO N STRU CTION 

FIG. 4. - EXPANSTON JOI NT FOR TROLLEY CU NDUCTOR 

and is suspended by special hangers to the troughing, which 
also is des igned for similar expans ion. This expansion joint 
is shown in Fig. 4. 

There are altogether r 5 miles of 782,000 circ, mil stranded 
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weather-proof aluminum feeder cables erected. 0£ this num
ber about 8 miles are overhead for the positive feeders and 7 
miles are along the tracks for negative returns. The positive 
feede rs are erected on special eight-pin malleable iron cross 
arms attached to the bridge structural work over the brackets 
on the approaches, and the cables are supported on malleable 
iron pins with heavy feeder insulators. Along the bridge be-

-

FIG. 6 . .:.....ovERI-IEAD CONSTRUCTION ON BROOKLYN PLAZA 

tween the towers where troughing was required for the trol
ley wire, the feeders are supported by heavy oak cross arms 
attached to the bridge structural work by wrought-iron clamps. 
T he negative feeders were erected on heavy porcelain insula
tors attached by lag bolts to the inside of the 6-in. x 6-in. guard 
timbers, there being eight track return feeders, two on each 
guard timber. O n the Brooklyn approach near the bridge 
tower was erected a special steel frame switch house covered 
with corrugated iron, from which point extends the overhead 
and track return feede rs. T hi s switch house, with cable con
nections, is shown in an unfini shed condition in Fig. 5. 

On the Brooklyn plaza heavy steel poles were erected for the 
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FIG. 7.- THE EAST RIVER BRIDGE, SEEN FROM BROADWAY, 
BROOKLYN 

support of the overhead work. This work was done in accord
ance with the Brooklyn Rapid Transit spl'cifications, necessi
tating special patterns, pull-offs, frogs, etc. This work was con
structed for the Department of Bridges, City of New York, 
under direction of Kingsley L. Martin, engineer in charge of 
\Villiamsburg Bridge, and refkcts great credit upon the sub
contractors. 

TRACTION LINES AS CITY BUILDERS 

At the October meeting of the Commercial Club of Dayton, 
Ohio, Edward C. Spring, general superintendent of the Dayton, 
Covington & Piqua Traction Company, presented a paper on 
the subject, "Traction Railroads as City Builders." Mr. Spring 
outlined the importance of Dayton as a traction center, and 
stated that it has more electric roads than any city of its size 
in the country. He said that for the year ending Sept. 30 the 
var ious interurban roads entering Dayton handled an aver
age of 205,000 passengers per month, or 2,463,000 passengers 
for the year. Less than one-third of this number of passengers 
represented citizens of Dayton, while more than two-thirds rep
resented people who had come into the city from outlying dis
tricts, giving the city practically a population of 175,000 people. 
The interurban lines operating into the city over the local lines 
paid to the city companies la st year $45,5 13 as their share of 
the passenger and freight business in and out of the city. Two 
of the largest companies enter on their own tracks, and so paid 
nothing to the local companies. Mr. , Spring described the 
growing importance of the Dayton interurbans as carriers of 
freight and express, and dwelt at length upon the importance 
of this business to the city merchants as well as to the people 
in the country districts. Mr. Spring's ideas on these subjects 
have already been brought to the attention of STREET RAILWAY 
JOURNAL readers in his article describing the Dayton, Coving
ton & Piqua Traction Company's system, which appeared in 
the issue of Sept. 17, 1904, and through hi s interesting article 
on methods of handling freight, which was published in the 
last Souvenir number. 

Mr. Spring expressed regret that the various interurbans 
had been unable thus far to get together on the matter of a 

union freight and passenger station, and explained that the 
various managers were a unit in thei r desire to secure such a 
station, but that all the plans brought fcrward involved 
excessive expense and the liability of litigation. As a remedy 
for the difficulty, he suggested that the right be given the in
terurbans to place three tracks on Fourth Street between Lud
low and Jefferson Streets, affording a loop for every line en
tering the city, which would relieve the congestion at Third 
and Main Streets. He thinks the city ought to . make an ap
propriation and construct a steel roof over the street at a point 
where a station could be located, also that a union freight sta
tion ought to be located in a part of the city where it would 
not interfere with the passenger traffic. 

Mr. Spring described some of the latest developments for 
the improvement of passenger service, including the sale of 
through tickets to distant points over other roads, the sale of 
interchangeable transportation good on many Ohio roads, the 
through checking of baggage. the parlor car and buffet service, 
etc., intimating that th e Dayton roads are further in advance in 
these advantages th an those of any other di strict. He said that 
the Dayton managers are ever willing to co-operate with the 
city in everything tending to the advancement of the city's in
terests so long as the judicious and consi stent operation of the 
railway properties is not interfered with. H e said that the 
recent effort on the part of some of the merchants in inaugu
rating a system of cheap excursions over the various roads had 
called forth some unjust criticism as to the manner in which 
the various managers had viewed the proposition, and that it 
was not a fai r proposition for the city merchants to expect the 
traction lines to bring people into the city every week for the 
mere operating cost of th e business, thereby injuring the regu
lar traffic. He expressed the opinion that the business would 
surely come into the city if it was judiciously sought after, and 
reminded the merchants that their present prosperity is due 
to the regular traffic brought into the city by the interurbans. 

Mr. Spring's paper met with the approval of the Commercial 
Club. It was discussed heartily at the meeting by a number 
of prominent business men. 



NOVEMBER 19, 1904.] STREET RAILWAY JOURNAL. 9o9 

MONTEREY COUNTY GAS & ELECTRIC COMPANY PUR
CHASES ADDITIONAL EQUIPMENT 

The Monterey County Gas & Electric Company, of Monterey, 
Cal., has purchased the electrical machinery which constituted 
the exhibit of Kilbourne & Clark Company, the Pacific Coast 
agen ts of the National E lectric Company, at the eighth annual 
convention of the Pacific Coast E lectric Transmission Associa
tion, held in Monterey in June last. The installation consists 
of a National 200-kw generator and motor-generator set, con
sisting of a synchronous revolving field motor rated a t 
162 kw, which drives by direct coupling a 550-volt d. c. railway 
generator with a rating of 150 kw. The 200-kw a. c. generator 
is of the belted type, with two bearings, pulley, slide rails and 
belt tightening device, complete in every respect. It is of re
markably substantial constructic,n, and fo llows very closely the 
structural design that has become well established in American 
types of revolving fi eld generators. Its erected weight is 12,850 
lbs. , and its inherent regulation is well within 6 per cent at 
unity power factor. It is run at 600 r.p.m., and consequently 
to deliver a current at 60 cycles is provided with 12 poles on 

?IIOTOR-GENERATO R SET 

its revolving field. The usual temperature guarantee, namely, 
that with an atmosphere temperature of 25 degs. C., the tem
perature of the machine will not rise above 35 degs. under a 
continuous twenty-four-hour run at full normal load, proved 
considerably better as the actual rise under these load condi
tions was but 22 degs. above the temperature of the surround
ing air. In fact, it has been found to stand a remarkably heavy 
overload without serious heating, and in regular service it has 
often been called upon to operate for considerable periods of 
time at an overload of over 50 per cent. The efficiencies of the 
generator are given as follows: Ninety-three per cent at 25 
per cent overload; 92.5 per cent at full load; 91.25 per cent at 
three-quarter load, and 88 per cent at half load. 

The exciter run s at 1450 r. p. m., is normally rated at 12 kw, 
at 1 IO volts, and is belt driven from a pulley placed on the end 
of the generator shaft. It, too, is remarkably cool in its opera
tion, and there are no evidences of sparking or flashing at the 
commutator, even under conditions of extreme overload. 

The motor-generator se t runs at 720 r.p.m., and in operation 
it has been found that the tempuature of the synchronous mo
tor does not exceed 25 degs. C. above the temperature of the 
surrounding air, and the direct-current generator does not ex
ceed a rise of 25 degs. C. in any part, when both machines are 
working under full load conditions. An interesting feature in 
connection with the motor-generator set is that a 22-in. pulley 
with a 16-in. face has been placed on the shaft between the 
motor and generator, and th?tt this pulley is belted to the fly
wheel of a 200-hp high-speed Buckeye engine. This gives ab
solute flexibility to the plant, because during the hours of light 

load both the units of the motor-generator set may be run as 
generators, and in that the motor-generator set affords the link 
by means of which the railway load may be coupled in with the 
two-phase load, or vice versa. Obviously, this enables a day 
alternating-current service to be maintained in conjunction 
with the railway load, at minimum efficiency in operation; and, 
though the installation of the motor-generator set may appear 
anomalous in view of the fact that the current for its operation 
is taken from generators located within the same premises, it 
is in reality the rational solu tion of the problems presented by 
the local conditions. 

• •• 
TRAFFIC CONGESTION PROBLEMS IN NEW YORK 

The necessity of providing relief from th.e traffic congestion 
at different points in New York is emphasized by a paper pre
sented some time ago by \i\Tisner Martin before the Municipal 
Engineers of the City of New York, and just reprinted in the 
proceedings of that body. Three points are selected by the 
author for remedial measures, viz.: Fifth Avenue and Forty-

INTERIOR OF POWER STATION 

Second Street; Broadway, Sixth Avenue and Thirty-Fourth 
Street, and Columbus Circle. 

At the first intersection, an overhead crossing for Fifth 
A venue is suggested. This could be accomplished by lowering 
the surface of Forty-Second Street 14 ft. and raising that of 
Fifth Avenue 2.8 ft. The proposed bridge for Fifth Avenue 
is to be of steel, built so as to harmonize with the new Public 
Library, and provided with an asphalt roadway. The estimated 
cost of the work complete is $330,000, which includes a retain
ing wall on Forty-Second Street around the Library grounds, 
and which will have to be built whether the present project is 
authorized or not. 

At the intersection of Broadway, Sixth A venue and Thirty
Fourth Street, a subway is proposed, at a cost of $200,000, 
which would provide a tunnel for the Broadway cars from 
Thirty-Second Street to Thirty-Fifth Street. The Columbus 
Circle improvement is the proposed rearrang-ement of the 
tracks and the building of eight transfer platforms, which 
wculd also provide isles of safety between the sidewalk and 
the out~ide of the circle. 

---➔••----

The Indianapolis & Northwestern Traction Company has 
made a contract for what probably is the largest shipment of 
freight ever handled by an electric railway in Indiana. The 
shipment is to consist of forty car loads of seeds and plants to 
be transported from Lebanon, Boone County, to Cumberland, 
Marion County. It is said that the shipment will exceed 
8000 tons. 
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CONVERTING SUMMER TO WINTER CARS IN CLEVELAND 

The Cleveland Electric Railway Company, of Cleveland, re
cently spent some time experimenting with schemes for con
verting its summer cars into cars that would be available for 
either summer or winter use. The experimental cars proved 
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FIG. 1.- UI' EN CAR STRIPPED AND R EADY FOR CHA NGES 

so satisfactory that the company is now altering all of its 
double-truck open cars. If the plan proves as satisfactory as 
the indications now point out, it will be unnecessary for the 
company to increase its supply of closed cars for a long time 
to come. At the same time the effi ciency of the cars for sum
mer use has not been injured. 

The Cleveland open ,cars are nearly all of one standard type, 
having fourteen benches, including the one at the rear, and 
having closed bulkheads front and rear. The work of altera
tion was facilitated greatly through the fact 
that the loop system of operation is used and 
the cars run only one way. Fo r this reason the 
left hand side of the car has always used a 
closed panel, as shown in Fig. 3, so that the 
alteration was confined largely to one side only. 

In making the alteration, the cars were first 
st ripped of the seats, and the front and rear 
bulkheads were cut out, as shown in Fig. r. 
The trimmings and molding were removed, 
and the wiring for the push buttons, which 
were formerly in the rear of the seats, was 
placed in a molding above the inside windows, 
the buttons being placed in the in side posts. 
The seats were then cut into two parts, and 
each section was mounted on cast-iron legs. 
Only eleven of the fourteen benches were 
treated in this manner. The other three 
were mounted on legs, forming the ex-
treme end seats in the body of the car 

as a closed car. Each of the shorter seats was fitted with an 
arm rest, which takes the place of the coupling used when the 
longer sections of the benches are put back into their original 
place for summer use. The arrangement of the interior of the 
car for winter use is shown in Fig. 2. The left side of the car 
before being altered is shown in Fig. 3, while the left side of 
the car after alteration, and with windows in place, is shown 
in Fig. 4. 

It will be seen that the guard rail is removed, the protecting 
screen is cut in two and a single built up panel is inserted. This 
panel contains the sill for the window, and one side of each 

FIG 2.-I N TERIOR SHOWING SEATING ARRANGEMENT WHEN 
USED AS A CLOSED CAR 

post is cut away ,½ in. to permit the insertion of the window 
sash. During summer, of course, no sash are used. 

The ends were also rebuilt, and one of the posts was set over 
6 ins. to allow for the door frame, and a sliding door was in
serted. A partition with a sliding door was built into the front 
platform, forming a motorman's cab, and to allow for this it 
was necessary to set over .the controlle_r and _brake. A view of 
the front platform with front door and partition is shown in 
Fig. 5. To increase the length of the rear platform the dash 

and the seat on the rear platform when FIG. 3.- LEFT SIDE OF OPEN CAR BEFORE CHANGES ARE MADE 

the car is used as a summer car, these 
being removed for winter use. Seven of the longer sec
tions were fitted together with metallic end plates which lapped 
over at the back, and were secured with a bolt and nut, thus 
forming one longitudinal bench, seating twenty-three passen
gers. The shorter sections were placed in their original posi
tions, there being eleven of these, each holding two persons, 
giving the car a total seating capacity of forty-three when used 

was extended to the end of the bumper and a 12-in. section was 
spliced into the hood. 

The lower section of the side panels for the right side of the 
car consist of two thicknesses of sheet steel shaped to fit the 
curve of the side of the car. The two s~eets of steel are sep
arated by wood strips sawed to the proper shape. The outer 
section laps over the posts, while the inner section slips into 
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the curtain groove, the curtain wire being allowed to remain 
in place. By means of the tie bolts, which are lengthened as 
shown in Fig. 1, steel plates 2_½ ins. wide are bolted securely 
over the ends of the sheet-steel panels. Felt protection strips 
are placed along the bottoms of the panels and below the steel 
pla tes to keep out the cold and prevent any movement. A wood 
sill is placed above the lower panel, and above this is placed 
another panel containing the window frame. As on the other 
side, the posts are cut away .½ in. to permit the insertion of the 
window sash, and the window stop which holds the window in 
place is allowed to remain in summer. On some of the late r cars 
of a slightly different type, the steel panel is carried clear up 
to the bottom of the window sash, thus doing away with the in
tennediate sill. 

The c'urtains are altered so that they will roll clear up and 
the upper por tion of the window sash fit s under them. Four 
of the windows in the transom a re hinged and fitted with 
handles. Grab straps a re placed along one side of the aisle. 

FIG. 4.- LEFT SIDE OF CONVERTIBLE CAR, SHOWING PANEL 
PUT I N 

For this wi nter it is the intention to allow 
the handles and steps to remain on the 
cars, although a scheme may be worked 
out to dispense with them if desirable. 
T he cars a re to be heated by stoves placed 
in one corner. Of late the company has 
been running a number of these cars in a 
semi-closed condition; the windows being 
inserted in the inside and the outside being 
left open. This makes a very pleasant car 
for medium cool weather, and if a passen
ger becomes chilly he can move over to 
the closed side and be comparatively shel
tered. 

T he alterations on these cars cost about 
$330 each. A ll the work was done in the 
company's own shops, and forty-four men 
bui lt over about four and one-half cars a 
week, the labor being the heaviest item 
in making the change. 

they do not become mislaid or mixed. To facilitate the work 
of converting these cars, every piece that is changed is num-

FIG. 5.-END VIEW, SHOWING SLIDING DOOR INSERTED 
1NTO FRONT BULKHEAD AND PARTITION FOR 

MO1 ORMAN'S CAB 

T he efficiency of the car for summer use 
is in no way injured, and thus far they ap
pear tight and comfortable. I t is expected 
that for winter use they can be kept prac
cally as warm as a box car. The seating 
arrangement, giving both' cross and longi
tudinal seats with ample aisle room, 

FIG. 6.-CONVERTIBLE CAR CLOSED FOR WINTER USE, SHOWING 
SECTIONS INSERTED 

is being favorably commented on by the Cleveland publi c. 
The most troublesome feature about any convertible car of 

this type is the difficulty of keeping track of the parts so that 

bered with serial numbers and with the number of the car, and 
a special storage room has been set apart for them in the stock 
room at the repair shops. The parts for each car have a sep-
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arate compartment and the compartments are kept secure ly 
locked. Removing one part and substituting it on another car 
will not be permitted. The work of changing from summer to 
winter equipment, and vice versa, requi res ten hours per car 
for one man. 

GEARS AND MOTOR lUBRICA TION IN PROVIDENCE 

T he Rhode Island Company, of Providence, is incorporating 
a number of new and useful improvements in street car me
chanics. Among these, an interesting depar ture from ordinary 

30- I NCH WHEEL, \VlTH S- INCH x 9- l NCH II UB, USED WITH 
SOLID GEARS I N PROVIDENCE 

practice is the employment of solid gears. A ccordi ng to 'vV . D. 
\Vright, master mechanic of the road, he finds that the average 
gear wheel will outlive two and sometimes three car wheels, 
fro m which he argues that there is 
no need of the ready dismounting of 
the gea r wheel wh ich the bolted split 
gear affords. 1\1oreover , he states 
that when trouble ari ses with the 
bolts on the split gear it is always of 
a serious nature, amounting to th e 
PFtia l destruction of the gear and 
pinion and more or less damage to the 
armat!lre, besides causing serious de
lay on the line, for the car with a 
wrecked gearing system can only be 
pushed home with difficulty. 

but the key is not as large as is common on the split-gear type, 
and, moreover, Mr. 'vV r ight does not intend that they shall be 
driven as tightly. 

It will be fu rther noted in the figure that the hub of the gear 
is longer, which it is expected will result in a material strength
ening of the wheel axle, which if it fractures at all is apt to 
start from some point in the key way. 

The solid gear also offers advantages with reference to the 
continuity of its gear surface. The split gear, unless it is set 
exactly the same as it was cut, has two points on its periphery 
which do not exactly mesh with the gears and cause roughness 
in operation. As it is impossible to assemble the solid gear in 
any position other than that in which it is cut, this difficulty is 
avoided, and the li fe of the gear is still further enhanced. 

A difficulty which M r. W right fo resees, but which he does 
not consider ser ious, is that of storing gear axles. They can
not be pi led up as heretofore, but must be piled on A-shape 
racks, thereby occupying somewhat more space, but this is a 

matter which is insignificant in compar ison with the advan
tages to be gained. T he r esults of the use of these solid gears 
are yet to be announced, fo r Mr. Wright has not completed his 
experiments upon them. As th is practice has been in use in 
the larger sizes of gea rs on elevated railway work, there seems 
to be no good reason why eminently satisfactory results should 
not be reached in this case, and the design of the parts as 
depicted in the prints seem to show no obstacle to entirely suc
cess fu l operation. 

Another innovation at the Rhode I sland car houses is the 
employment of oi l lubrication fo r the motors instead of by 
mea ns of grease cups. T hi s Mr. \Vright has successfully 
accomplished for the past six years wi tho~1t in any way al
ter ing the motor or its beari ngs. The grease cup is used as a 
receptacle for an oil cup, which is simply dropped in place in 
the grease cup and requires no further attention except occa
sionally fi ll ing with oi l. The oi l cup is a light rectangula r cast
ing of suitable shape to be conveniently fitted in the grease 
cup. The bottom of the oi l cup is tapped to rece ive a screw 

St reet Ry. Journal 

A solid gear has therefore been de
signed which will be used on the 4-in. 
axles, and which is illustrated here
with. This gear will be pressed on to 
the axle at a pressure of about 40 
tons. It will be noted that the gear 
is arranged with three of the inter
spoke spaces deeper than thei r mates. 
This is to permit of easy withdrawal 
of the traction wheels. The latter 
are arranged with pads cast upon 
them at three equidistant points. 
T hese pads will r eceive the pressure 
of the forcing device which is slipped 
upon the axle after one wheel has 

30-INCH WHEEL USED I N CONNECTION WITH SOLID GEARS. PROVI DENCE, R. I. 

been removed. This forcing device has th ree arms, which 
thread through the spoke of the gear in the elongated spaces 
shown and press on the pad in the car wheel, thereby enabling 
the latter to be forced off. The gear, it will be noted, is keyed, 

plug which penetrates through the bottom of the cup and acts 
as an oil drip. The cup and screw plug are shown in the illus
tration. T he plug, it will be noted, is drilled at the top to re
ceive a cotton wicking, which is threaded through the top of 
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the plug like a thread in the eye of a needle. In the top of the 
plug is a small screw, which can be screwed down upon the 
wicking compressing it, and through the plug itself is a hole 
of suitable diameter. The top screw in the plug is equipped 
with a U-shaped piece of wire, which normally hangs down 
on a squared head and prevents the compression screw to which 
it is attached from revolving under the influence of jar. The 
cup is filled with oil, and the wick absorbing the same transfers 
it to the hole in the plug, whence it is distributed through the 
longitudinal drip hole to the axle. The flow of the oil is con
trolled by means of the pressure screw, which compresses the 
wicking- and regulates the amount of oil that the axle receives. 
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point of photographing important new work, and there is no 
reason to believe that other city systems are not doing the 
same thing. 

It is frequently the case, however, that this photographic 
work is delegated to some regular picture maker in the city, 
instead of being done by some one on the company's staff. This 
practice may be well enough in construction matters, but in 
looking at operating problems there would seem to be good 
ground for a change in method. While many street railway 
accidents occur and are over in a space of time far too short 
for the securing of any direct photograph of the conditions 
obtaining at the moment, there are frequently times when a 
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SCREW PLUG AND OIL CUP FORGING PLATE FOR WHEEL PRESS, PROVIDENCE, R. I. 

This cup will permit operation for a week without renewal of 
oil, and has so far proven very satisfactory. 

Mr. Wright is also working on a new cup which feeds auto
matically when the car is in motion, the details of which will 
be announced in a later article. The present cup, however, 
gives great satisfaction owing to its convenience, simplicity 
and the fact that it requires no alteration in the motor for its 
installation. 

•• 
THE CAMERA AND THE STREET RAILWAY 

The importance of keeping a record of the significant events 
of an individual life is seldom realized until circumstances 
arise which call for exact knowledge of past happenings. Then, 
when it is too late, one appreciates the ease with which the 
salient features of bygone days might have been preserved in 
illustrated or printed form. Particularly is this true in legal 
matters, and in no operating engineering system is the im
portance of correct records of accidents and other unusual 
events more vital than in the case of the street railway. In 
telephone work, electric lighting and power transmission, the 
physical property of the company remains in a fixed position 
with regard to the public, so that there is less legal ground for 
the preservation of photographic records of daily business than 
in transportation systems. As far as mere routine work is con
cerned, there is no special need of the camera even upon the 
street railway. 

In recent years the camera has attained a wide usefulness in 
regard to new construction, and more than one road has se
cured a continuous collection of photographs extending from 
the earliest stages to the completion of all important work. The 
Boston Elevated Railway Company obtained in this way 3000 

or 4000 excellent pictures contemporary with the construction 
period of its overhead lines and subway train system, illustrat
ing every phase of the work from views of Roston from the top 
of the stack at the Lincoln power· station to photographs of 
trucks, track work and structural foundations. In Minneapolis 
and St. Paul, the Twin City Rapid Transit Company makes a 

photograph taken within a few moments might prove to be of 
great value as evidence in subsequent law suits. In cases where 
tracks are blockaded by collisions, there would seem to be a 
special field for the snapshot artist of the company, increasing 
in direct ratio with the amount of physical damage done to the 
rolling stock and surrounding landscape. It may seem heart
less to take a photograph of a scene of suffering before the in
jured passengers are all carried away to the hospitals, and 
there is no doubt that such a duty should only be entrusted to 
employees who will realize that the company's object is to 
secure a visible record of the operating conditions in force at 
the time, rather than to furnish information and illustrations to 
sensation mongers. These are days when there is no scheme 
too crafty to employ against both steam and electric railway 
companies on the part of unscrupulous persons who would 
mulct the corporation treasury, and as a matter of self-defense, 
no company can afford to fail to secure every possible item of 
evidence to assist it in fighting the legal battles which almost 
always follow an accident. To this end it would seem as though 
there should always be a "loaded" camera available at some 
central portion of a large street railway system, which could 
be used by certain designated employees as outlined above, in 
extraordinary events. Possibly it would work out well to equip 
each emergency crew's wagon with a camera, giving regular 
inspectors authority to use the apparatus, with good judgment 
and di scretion in times of great traffic congestion, derailments, 
collisions, extra heavy business, etc. Certainly if a road de
pends upon an outside photographer in times of stress and 
strain, it will generally secure no operating photographs good 
for anything as evidence, because whatever is done must be 
done quickly. It is well to have one's own official photographs 
to exhibit, in contrast with those of irresponsible amateurs 
which may be presented as evidence on the other side, when 
the matter has reached the courts. Of course, there are ob
vious difficulties in the way of securing good photographs in 
times of excitement, but the cost of a few cameras is a small 
matter if their use succeeds in saving a single damage suit 
from going against a company in a year of operation. At any 
rate, the plan suggested would seem worth a trial. 
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EXPERIMENTS WITH MANGANESE FROGS IN THE BROAD 
STREET TERMINAL~ PHILADELPHIA 

In their terminal track construction, steam railroads have 
many of the same problems as street railways, because the wear 
on the points and crossings is continuous and heavy. For this 
reason many stree t railway companies will be interested in the 
trials which have been made during the last three or four years 
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\JA N <;ANESE 1{.l\lL lN HR<JAD ST R EET T E R M J N/\.L. .'\ l~TER 
SERVI CE UF OVER FOUR YEA RS 

with hard-steel frogs in the main passenger and freight track:, 
of the Broad Street terminal of the Pennsylvania Railroad. 
T he materia l employed has been largely manganese steel, sup
plied by \Vm. \Vhartun, Jr. , & Cumpany. The manganese steel 
frogs have lasted from twelve to fifteen t imes as· long as the 
urdinary steel frogs, and have proved very sati sfactory. 

T he Penn sylvania officials report that it is ve ry difficult to 
g ive an idea of the immense tonnage that passes over these 
frogs daily, but the manganese frogs have been in general use 
during the last four years and very few of them have worn out 
during that time in ma in-line service. This sta tement gives a 
better idea of their durability than any figure s whi ch can be 

REHABTLf TATElJ :\1ANGANESE RAIL,' ~\ FTER FOUR MONTHS' 
SERVICE 

4uoted in tons of traffic. 1 n the main tracks the frog numbers 
range from No. IO to No. 20, and on the modern interlockings 
they are from ~o. 15 to No. 20, the No. 20 frog being used 
almost exclusively for high-speed passenger trains running 
from one track to another. 

A specially interesting feature of the Broad Street terminal 
work has been the experiment which has been t ried of rehabili
tating manganese frogs, which has turned out very success
fully. By this means a frog which has been in use for a 
long time can be pressed up and made practically as good 
as new. T he views accompanying this article show a man
ganese frog before and after this was done to it. This man
r;anese steel frog, which was built with 85-llJ . rail. was in-

stalled March I 1, 1900, and remained in continuous service until 
April 27, 1904, giving a service of four years and forty-seven 
days in a posi.tion where an ordinary steel frog never 
lasted but three months. ~ ew rails were then fitted into the 
ends and the point of the frog was pressed up from below by a 
hydraulic press, after which the inequalities produced by wear 
were ground off to a level surface. The frog was then rein
stalled on June 30, and the photograph shown in the ;>econd 
engraving was taken Oct. 22. 

To test the value of the different types of T-rails for 
curve service, the Pennsylvania H.a ilroad Company is proposing 
to make a tria l of five type s of rails on its horseshoe curve next 
,-,pring. T he types selected a re manganese rail, Pennsylvania 
~teel, Cambria steel, nickel steel and Bessemer steel. A sec
tion 200 ft. in length will be laid with each type of rail on the 
-;ame radius of curve and for the same class of service. The · 
down g rade fre ight tracks have been se lected for the experi
ment on accoun t of the severe braking required. 

SELF-FEED RIP-SAW TABLE 

The machine illustrated in the accompanying cut has been 
designed by th e Ameri can \Vood \Vorking Machinery Com
pany, of New York. to furni sh a fir st-class self-feed rip-saw 
table for ripping either hard or soft wood up to 25 in s. wide 
am! 6 in s. thick. 

The frame is ve ry heavy ancl internally ribbed, making a 
strong, substantial tool. The table is ..J.O ins. wide X 55.½ ins. 
long, and is provided with two adjustable idler rolls and an 
iron throat plate, so that two or more saws can be used at the 
same t ime. T he extreme distance between the saws is 6¼ ins. 
T he rise and fa ll of the table is regulated by the first right hand 
crank, which is held firmly in position by a pawl engaging with 
the ra tchet wheel. One movement of the crank raises the table 

\ :SlTBSTANTfAL SELF-FEED RIP-SAW TABLE 

to the desired height. Each notch in the ratchet wheel indicates 
a ¼-in. movemen t. The extreme height to which the table can 
be raised is 5 in s. The table is also counterbalanced by a 
weigh t at the rear of the machine, and is fitted in front with 
an index plate showing the wirlth to be ripped. The distance 
between the saw and guide is 25 ins. , hut by placing the saw 
again~t the outside collar next to the nut 31 ins. in width can 
be ripped. 

T he company's improved self-locking gage is furnished with 
each machine. By simply raising the handle or the lever at
tached to it ( as shown in ~ut), the gage is instantly released 
and can be moved to any desired point on the scale or inciex 
plate, where it is securely held by the weight of the handle or 
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lever w hen allowed to drop Lack into position. The feed con
sists of a corrugated and s1mr feed roll in front. with a corru
gated feed roll with spreade r in the rear of the saw. These 
roll s are 5 in s. in diameter. T hey are adjustable so that they 
can he set up close to a TO- in. saw or can be expanded to take 
in a 20-in. saw. .\11 feed in g adjustments are fi!t ecl to the main 
sliding head stock. which ri ses and falls parallel with the table 
by the use of the second right hand crank in the front of the 
machine. O ne movement of this crank will raise the rolls to 
the desired height , each notch on the ratchet wheel indicating 
a ¼-in . movement. T he rnll s a r e driven by chain, sp rocket 
wheel and expansion gearin g. Their shafts nm in connected 
boxes, which are fitt ed to two swinging housings having in
dependent lift. Three changes of feed are provided-60 lineal 
ft. , 120 lineal ft. and 180 lineal ft. per minute-controlled by the 
handle at the left of the operator. A bevel -, icling attachment 
is furnish ed when ordered as an extra . 

• • • 
ELECTRIC HEATERS WITH WIRING IN CONDUIT 

The accompauying· cuts illu strate the Consolidated Car Heat 
ing Company 's new panel heate r , des igned fo r the New York 
City l{ailway, a nd now being furni sh ed for 150 new cars be
longing to that company. The heater s are especially interest-

DETAIL OF NEW HEATER 

ing from th e fact that they are to be wired in accordance with 
the new rules of the Nat ional Board of Fire U nderwriters, pub
lished in the SnrnET RAILWAY JOURNAL for July 16. These 
rules, it will be r emembered, provide that the heaters shall be 
so const ructed that the current shall be carried at least 4 ins. 
from the woodwork, a nd that the circuits are to be run in ap
proved metal conduits. 

Each car is to have sixteen heater s, and the connecting wires 

MECHANICAL DRAFT APPARATUS 

T he application of fans to induced draft work has made 
necessary many cha nges from the establi shed standards of fan 
builders to avoid difficulties n ever met with in other lines of 
fan work, and even hardly anticipated in this. Most of the fans 
on the market to-clay a re bui lt with two or three spiders, except 
in the very small sizes. .\ fan of the standa rd type usually has 
a bearing on each side of the fan. making the di sta nce between 
bearings comparati ve ly short. \Vith thi s arrangement there is 
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SPIDER BUILT UP UF I-BEAMS 

no deflection to the shaft, and the fan w heel is very smooth 
running. But when these fans have to be adavtecl to the hand
ling of hot gases, it is positively necessary to keep the bearings 
removed from the path in whi ch the gases t ravel, as the bear
ing would become overheated. This necessitates either having 
an overhung wh ee l or vlacing one bearing uutsicle of the inlet 
chamber built onto the side of the fan. Unless the bearings 
were placed very close to the center of the fan, the overh ang 
will cause deflection, which will work the keys loose and more 
likely cause the fan wheel to strike the housing. T he same is 
in a large measure true of the two bearings far apart. Increas
ing the diameter of the shaft is not a reli ef. as by its nwn weight 

0 0 

0 0 

NEW PANEL HEATER DESIGNED FOR THE NEW YORK CITY 1{ .\ILWAY COMPANY 

are carried in metal conduits extending into the heater cases, 
as shown in the illustrations. A ttachment of the heater cases 
to the ri ser is made by flanging the heater back, which is fa st
ened to the riser independent of the heater front. The conduit 
is then vut in place from the front and held by set screws. The 
wire is then pushed through the conduit and soldered at ei ther 
end to the coils. There are no exposed wires and no joints 
outside of the heater cases. With these equipments more than 
. ½ mile of wire is used in the coi ls for each car . 

it will deflect. T hen again, the intense heat wit hin the housing 
causes it t o expand, and as the steel frame work of the housing 
is outside and at much lower temperature than the shell, the 
natural curvature, if a ny, is inwa rd. Just how much this ex
pansion wi ll amount to can never be predetermined, hence the 
greatest of care in setting up wi ll often prove of no value when 
th e fan is in opera t ion, causing the \\· heel to st rike on one or 
the other of the sides at certain points . 

T hese are voi nts for very serious consiJeration with anyone 
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who has had experience with this line of work, and the Ameri
can Blower Company has devoted a great deal of time to the 
improvement of these details. Fig. 1 shows a wheel of its latest 
type of construction, a number of which are in sat isfactory 
operation. The spider is made up of "I" beams, which have 
about three times the strength of a double set of tee arms as 
usually employed. In addition to this, every blade is braced 
with bar-iron braces from the outer rim to the center, which 
completely overcomes any tendency to twisting. In the side 
of the fan housing is built a very deep cone which reached in 
close to the hub. A special arm of very heavy construction is 
built on ihe cantilever principle to carry the inner bearing, 
which is water-jacketed. This is placed at the very apex of 

FIG. 2.-FAN WHEEL MOUNTED ON SHAFT WITH DIRECT
COUPLED ENGINE 

the cone. The distance from the end of the apex to the end of 
the projecting shaft seldom exceeds a foot. 

Fig. 2 shows a fan wheel mounted on a shaft with· a direct
coupled engine erected on this form of construction. It is not 
always customary to make an extension of the base of the en
gine as here shown. In some cases an "I" beam gri llage is built 
into the brick foundation, the engine being set on iop of the 
outer ends of these "I" beams and anchored down, which makes 
practically a complete unit of the entire outfit. Two large units 
of the character shown by Fig. 2 have been furnished the 
Wilkesbarre & ·wyoming Valley Traction Company, of \Vilkes
barre, Pa. These wheels are encased in a three-quarter steel
plate housing, the wheels being 11 ft. in diameter and driven 
by 12-in. x 10-in. vertical engines. They are intended to fur
ni sh induced draft in the power house in the above railway 
plant. 

•• 
INSULATED COUPLING FOR GAS AND WATER PIPES 

Considerable attention was attracted at the St. Louis Exposi
tion by the system of insulated couplings for gas and water 
pipes shown by S. R. Dresser, of Bradford, Pa., in the court 
of the Electricity Building. 

The coupling is manufactured in a va riety of shapes, but 
consists essentially of a rubber ring, which is held between the 
pipe couplings so as to destroy their electrical conductivity, 
but which is hermetically sealed from the action of gas, acids 
and other substances contained in the earth, so that it will have 
a long life. Although the coupling has been on the market for 
only a short time, it has been used by a number of gas and 
water companies, including the East Ohio Company, which 
has about 3000 miles of pipe with this coupling in Cleveland; 
the Buffalo Natural Gas & Fuel Company, 150 miles; Newton 
& \i\Tatertown Gas & Water Company, of Newton, Mass., 2 

miles; Natural Gas Company of West Virginia, at Wheeling, 
40 miles; Pennsylvania Natural Gas Company, of Erie, Pa., 50 
miles; Northwest Ohio Natural Gas Company, near Canton, 

Akron and Massillon, etc. Tests of the insulation resistance 
provided by these couplings in pipes parallel to electric railway 
return circuits have been made in Wheeling, by William 
Brophy, of Boston; in Bradford, by J. H. Rose, and in other 
cities, and seem to prove the claims made by the manufacturers. 
The frequency of the couplings varies from 2 to 3 to the mile 
up to one every 400 ft. or 506 ft. 

•• 
NEW CARS FOR MEMPHIS, TENN. 

The American Car Company, of St. Louis, recently delivered 
to the Memphis Street Railway twelve closed cars like the one 
shown in the engraving. The railway company operates all 
the lines in Memphis, upwards of 100 miles of track in all, and 
employs about 200 cars. The city is the largest in the State, 

STANDARD TYPE OF CLOSED CAR USED IN MEMPHIS, TENN. 

having a population of about 120,000, and rapidly growing. It 
is the most important commercial center between St. Louis 
and New Orleans. 

The car interiors are finished in cherry, with decorated maple 
three-ply veneer ceilings, which, with the spring cane uphol
stered longitudinal seats, give a bright and attractive appear
ance. As the streets of Memphis through which the cars run 
are narrow in places and there is a liability of vehicles collid
ing with the cars, six-bar window guards are used to protect 
passengers when the windows are lowered. Narrow awnings 
are attached to rods which follow the configuration of the 
hoods. 

T he general dimensions of the cars are as follows: Length 

INTERIOR OF MEMPHIS CAR 

over the end panels, 20 ft., and over the crown pieces, 29 ft.; 
from the end panels over the crown pieces, 4 ft. 6 ins. The 
width over the sills, including the panels, is 6 ft. 3 ins., and the 
width over the posts at the belt, 7 ft. 6 ins. The sweep of the 
posts is 8 ins. The distance from center to center of s'ide posts 
is 2 ft. 7¾ ins. The side sills are 3¾ ins. x S¾ ins., and the 
end sills, 4¼ ins. x s¼ ins. The thickness of the corner posts 
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is 3¾. ins., and of the side posts, 1¾. ins. T he platform steps 
a re 15¼ ins., and the height of the risers, 13 ins. The cars are 
equipped with Brill specialties, as fo llows: Angle-iron bumpers, 
radial draw-bars, Dedenda gongs, Dumpit sand boxes, and fold
ing gates; the trucks are a lso of the same make, No. 21-E type, 
and have a wheel base of 8 ft. The motors are 25 hp each. 

ELECTRIC TRAVELING HOIST USED IN DULUTH 

The interesting electric traveling hoist shown in the accom
panying cut has been installed recent ly in the shops of the Du
luth Street Railway Company by the Northern Engineering 
\Vorks, of Detroit, Mich. The apparatus in question consists 
of a 20-ton double-drum electric trolley hoist with four lift 
hooks. The trolley has a fram e of st ructural stee l. One 25-hp 
direct-current motor is used to hoist the load, while the travel 
for th e trolley is operated by one 71/z -hp motor. The control is 
from the floor. T he hoisting speed fo r full load is 10 ft. per 
minute. and for lighter loads about 25 ft. per minute; traveling 
speeds vary from roo ft. to I 50 ft. per minute. These speeds 
a re, of course, much greater than when the work is performed 
by hand pov,:e r. The entire crane has a minimum safe ty factor 

• of 5. Cut sp ur gearing is used throughout. and all of the 
sheaves have machined grooves. 

The load is automatically sustained by a mechanica l brake, 
and also by an elec tric brake, which w ill set automatically 
when the current is off. A limit stop is provided, attached to a 
limit switch, which throws off the current when the hook 
rearhes a desir<;d point in the lift, thus preventing the over-

the same rate of speed the car body is lifted from one set of 
trucks and the hoi st traveling motor is put in to operation, trans
ferring the body from one set of trucks to the other. T hi s is 
work for but a few moments, and only one man is required to 
do the lifting and traveling, although it is advantageous to have 
helpers to properly locate the trucks under the body when the 
body is lowered. It is claimed for this machin e that it saves a 
large amount of labor and very soon pays for its cost. It can 
be manufactured in various capacities to sui t the weight of the 
car body, and can be used with ei th er direct-current or alter
nating-current motors of any voltage. 

•• 
SOLDERED BONDS FOR THE ELECTRIC DIVISION OF LONG 

ISLAND RAILROAD 

In th e conversion of the Long I sland Railroad system from 
steam to electricity a novel type of bond was selected for the 
bonding of the track rail s. The available space under the 

FIG L - SHO \VI KG 1\PPLJ CATI< >N OF SULDERED BOND 

joint-plates was too limited to permit of installing concealed 
bonds of the required capacity, and the plan of attaching the 

bonds to the base of the rail had to be aban
doned, as the connection between the bond 
and cinder ballast would interfere with th e 
proper working of the signal system for which 
the tracks form a circuit. The matter fin a lly 
resolved itself into a question of using either 
long bonds to span the joint-plates or short 
bonds from the rail to the joint-plate, and 
vice versa, using the joint-plates as a part of 
the return circuit. The latter plan was 
adopted because the initi al cost and the liabi l
ity of the bonds being stolen was very much 
less, while the actual results obta ined a re in 
every way more sa ti sfactory than could be 
had in the use of long bonds. excepting, pos
sibly, the matter of maximum conducti vity, 
which is limi ted to the capaci ty of the joint
plates. T hese we re, however, in every case 
nea rly equal to the cross section of the rail, 
"o that this disadvantage. if it may be sr: 
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ELECTRIC TRAVELI NG HOIST HANDLING CA R-BODY IN SHOP OF THE 
DULUTH STREET RAILWAY COMPANY FIG ~ - SOLDER ED TERMINAL TYJ'E R.-\IL-1:c> NIJ 

travel of the hoi st. The steel runway which supports the trav
eling hoist consists of four Z-bar columns supporting the double 
I-beam runway girders, between which the lifting hooks are 
hung. The stresses on the structural beams are thus well bal
anced and insure proper rigidity in handling the load. 

In operation, this crane is used principally to lift car bodies 
from one set of trucks to another, and the hoist covers two 
lines of tracks. Steel clamps are attached to the car bodies, to 
which the crane hooks are fixed, and as all 1.he blocks travel at 

termed, was very slight. , T he bond adopted for thi s work is of 
the Thomas soldered terminal type, made by the Lord Electric 
Company, of Boston, Mass., consisting of laminated strips of 
soft, annealed copper, each strip being tinned separately for a 
distance suitable to make the terminals, after which the ends 
of the several strips were securely clamped and sold ered, and 
then riveted, making a solid terminal, having a contact area 
about ten times greater than the cross section of the bond. 

As the bonds were applied in a vertical position, it was neces-
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sary to slit them at frequent intervals to increase their flexi
bility to provide for the vertical motion of the rails, particu
larly at the time when the holts and joint-plates shall have 
become loose. 

After the bond was soldered, it was formed into the shape 
of a double-U to provide for expansion and contract ion, or 
other longitudinal motion, of the rail. T he result is a very 
short hond with ahundant contact area, and a flexible portion 
that wi ll readily provide for extreme requirements. 

The bonds are applied from the web of the rail to the join t
plate, and from the joint-plate to the web of the rail, using 
both plates and fou r honds per joint. The application is made 
by means of soldering to the rail. The surfaces a re fir st thor
oughly cleaned hy means of a sand blast. 

THE OPERATIVE EXHIBITS OF THE WESTINGHOUSE TRAC
TION BRAKE COMPANY AT LOUISIANA PURCHASE 

EXPOSITION 

T he var ious brake and coupler exhibit s of the \Vest inghouse 
companies in the Palace of Transportat ion at the St. Loui s 
Exposi tion a re especially noteworthy in their feature of com-

MOTOR-DRIVEN AIR COMPRESSOR 

plete operative demonstration. Apparatu~ throughout the 
len~th of 1 50 ft. down the main aisle of the huilding is suppli ed 
,, ith compressed air from large central reservoirs or with elec
t ri c current frnm the \\'estinghuuse exhibi t plant in the Palace 
of :Machinery, and attendan t;, are ready to illust rate the effi 
ciency of each separate device under condi tions of actual prac
tice, many important working parts being shown also in sec
tion. It is interesting as evidence of the great progress achi eved 
in the application of power brakes in street railway ser vice in 
the past three years. since the Pan-Ameri can Exposition at 
Buffalo, that about one-half of the entire exhibit space is de
voted to the products of the \Vestinghouse T raction Drake 
Company. The display includes a Bemis electric truck of a 
double- truck car, equipped with the Westi nghouse magnetic 
brake. operated on a track 50 ft. long ; the arrangement of one 
side of a wide single truck, equipped with the combined mag
netic brake and car heating apparatus, a moving track demon 
strating in a novel way its operation, and a rack hung with a 
complete straight air brake equipment, near which are shown 
four motor-driven air compressors, one axle-driven air com
pressor, and different types of the motorman's operative valve. 
T he automatic air equipment as applied to traction cars, which 
is recommended in preference to the straight air method, or in 
addition to it, on all cars operated wholly or occasionally in 

trains of two or more cars, is illustrated in the apparatus of 
the Westinghouse Air Brake Company, which is exhibited in 
a completely connected equipment for a six-car train . The 
\Vest inghouse magnetic brake is further exhibited on a Brill 
No. 27-E electr ic truck for a double-truck car, in operation in 
the \Vestinghouse space in the Palace of Machinery, and on 
the St. Louis Car Company's car in operation on a track just 
north of the Palace of Transportation, which is equipped with 
\ Vest inghouse motors, and with the combined magnetic brake 
and car heating apparatus. The Bemis truck in the Palace of 
T ransportat ion has only a -1--ft. wheel base, and its equipment 
with the magnetic brake is an exampl e of the application of 
the device under extreme conditions of limited space between 
wheels. T he Brill truck in the Palace of Machinery has a 6-ft. 
wheel base, which permits the application of the magnetic brake 
most effect ively, with a triple-pole magnet. 

T he magnetic brake proper compri ses track shoes of cast 
-;teel. requiring replacement only about twice a year , combined 
with a powerful electromagnet, whi ch is strongly attracted to 
the rail wh en energized by current generated in the car motors , 
and a simple equalizing leverage fo r transmitting the drag of 
the magnetic t rack shoes into lateral pressure upon brake heads 
and shoes of the ordinary type acting directly upon the wheels 

MOTOR-DRIVEN , IR Cl >MPRESSOR, SHOWING GEARING 

T he line current is cut off, and the brake circuit is then estab
lished either through special contacts in the operating con
troller or through a special brake controller. For each of the 
exh ibit trucks in operation a t the Fair, a special brake con
troller is provided to demon strate the adaptability of the brake 
equipment tn car s already equipped with operat in g controllers. 
while the special car to the north of the Palace of Transporta
tion is provided with a comhined operating and hraking con
troller. T he track magnet hangs from suspension springs. 
which carry the shoes about ¾ in. above the rails when the 
brake is not in action , and is adjusted at intervals as the track 
shoes wear out. The wheel brake equipment is suspended 
from the car frame, with suitable a rrangement for adjustment, 
and is adapted to different styles of car trucks in as many dif
fe rent ways, the usual provision being made for hand brake 
connect ion. In its combined features of frictional drag of the 
track shoes upon the rails, together with a maximum wheel 
retardat ion, this device develops a braking power greater than 
is obtained from any other form of brake, and without skidding 
wheels. 

T he exhibit of a complete equipment of the Wf estinghouse 
st raight air traction brake is of special interest in the display 
of new types of compressors and accessories and or' the Ameri
can Brake Company's automatic slack adjuster, which com-
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pensates for the wear of brake-shoes and maintains the piston 
travel at the predetermined amount. This adjuster is shown 
in operation, with many working parts exposed, and is used 
also as part of th e working apparatus in the equipment of the 
exhibit r acks of both the straight air and the automatic train 
brakes. The operative straight air equipment consists of a 
two-cylinder compressor, direc t connected to a 3-hp 500-volt 
W estinghouse ser ies motor running at a speed of 1200 r.p.m., 
which suppli es air to the re servoir at a pressure of 65 lbs., and 
of an 8-in. x r2-in. brake cylinder operated by a ir from the 
reservoir, and applying pressure to the brake-shoes through 
the medium of a patented modification of the well-known sys-

. tern of equali zing lever s u;;ed in railway serv ice. Two types 
of pump governors are shown in opera tion, the first corre
--.ponding to the well-known snap switch, the tension of a helical 
spring keeping the swit 2h closed until the reservoir pressure 
has reached the predetermined limit, when an ai r piston ove r
comes the tension and holds the circuit open until the pressure 
has dropped the desired amount ; a second type having a 
,- tra ight line ac tion, with an electromagnet energized by the 
motor current operating in conjunction with the spring, the 
coil being demagnetized on th<.: in stant that the contact is 
broken. and a long quick ci rcuit break effec ted by th e piston. 

Two forms of the type of motorman's operating valve best 
adapted to conditions of traction service form a part of the 
operat ive exhibit . The operat ing head at the level of the mo
to rman's hand consists of a dupl ex gage. indicating the reser 
voir pressure in reel and the cylinder pressure in black, a re
volvable cas ting with a horizonta l cylindrical socket and latc h 
being direct ly under the gage and connected to the stem of the 
valve below. This va lve stem has a pinion engag ing a rack. 
which is mounted on a slide valve so that the valve slides from 
side to side betw een suitabl e guides as the handle is moved, 
this reci procating motion in suring thorough lubricat ion ancl, 
consequently, long continuous service. Other forms of valves 
a re shown near the rack. 

The four sizes of motor-driven compressors on exhibit a re 
in two instances provided with gear drive, and, in the others. 
with th e l\Iorse silent cha in, one small gear compressor, shown 
in section, being operated at slow speed to demon strate the 
thorough system of lubrication. An axle-dri ven compressor 1s 
exhibitecl in sect ion to show its construction. 
suspension and drive, together with an auto-
matic governor which cuts the pump out of 
ac tion. when the desired reservoir pressure is 
reached, by lifting the suction va lves. Cars 
equipped with the axle-driven compressor are 
provided with a small aux iliary reservoir con
nected to the main reservoir, with a check 
valve sd at 25 lbs. pressure, 500 ft. of travel 
being suffi cient to provide thi s pressure in the 
-;mall reservoir fo r the first few brake applica
tions after leav ing the car houses. 

phere, and the auxiliary reservoirs fed with air from the train 
pipes. For emergency application, the pressure in the train 
pipes is reduced below that of the usual application, and the 
triple-valve piston travels to the encl of its stroke, operating a 
by-pass which admits air directly from the train pipes to the 
brake cylinder, a braking pressure of 20 per cent greater than 
the maximum in ordinary stops thu s being obtained. 

T he exhibits inclurle also the reducing valves. which, in the 

\l 1\< ;NET I ( BRAKE ,\l'l'LJED T() NO. 27-E-1 TRUCK 

c-turage S) stem, as applied in St. Louis in the straigh t air equip 
ment, are placed behveen the storage and the service reservoirs, 
a ir being carried at a pressure of from 250 lbs. to 300 lbs., and 
fed into the auxiliary reservoir for service at about 50 lbs. 
The air brake equipment of the cars of the Manhattan elevated 
and subway roads, New York City, for which a contract was 
recently closed, is to be of the \Vestinghouse automatic type. 
with a special va lve for the very quick release of the brakes in 
rush se rvice. 

----♦----
NEW EQUIPMENT FOR THE AUGUSTA & AiKEN RAILWAY 

The A ugusta & Aiken Railway Company (Ga. ) has recent!) 
purchased from the J. G. Brill Company the type of ca r shown 
in the accompanying illustration . This includes the builders' 
semi-convertibl e windO\v systems, and is moun ted on No. 27-E 
high-speed trucks. T he railway company operates the systems 
of the terminal citi es. whi ch are connected h~- a fin ely con-

T he automatic brake equipment for trac
tion se rvice consists of a main reservoir 
carrying the maximum pressure, and au 
auxi li ary reservoir ,vhich is fed from the 
main reservoir ancl supplies the brake cylin -

EXTERIOR OF SEMI-CUNVERTIBLE CAR FOR THE AUGUSTA & ,\IKEN 
RAILWAY COMPANY 

der at the time of appli ca tion . The mo Lorman's valve in 
the adaptation of the automatic a ir equipment to electric 
traction se rvice diffe rs from the regular engineer's valve 
only in th <.: omission of the "equalizing" piston utilized 
in steam se rvice. To apply the brakes, the motorman re
rluces the pressure in the train pipes, the high er pressure in 
the aux iliary reservoirs thereupon operat in g the triple valve 
nn each car to permit th e flow of air into the brake cylinder, 
the brakes being released by the restoration of high pressure in 
the train pipes, the triple valve thereupon being shifted to its 
forme r position, the brake cylinders connected with the atmos-

st ructed road over a private right of way, a distance of about 
25 mil es. Deep cuts and fillings ,vere mad e to secure easy 
grades and curves of large radii, permitting high-speed service. 
.\long the route a re a number of towns having large cotton 
mills , giving considerable freight business to the line. In the 
western suburbs of the city of A ugusta are two successful 
amusement parks owned and operated hy the company, and 
ac ross the Savannah River in North Augusta, the company 
owns 7000 acres of fine property. whi ch is heing developed. and 
it is also interested in many industrial enterprises in the
vicinity 
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The car shown is 33 ft . 4 ins. over the body, and 42 ft. 9 ins. 
over the vestibules ; width over the sides, 8 ft. 4 ins., and the 
seating capacity is forty-eight, the builders' type of step-over 
back seats upholstered in cane being used. Quartered-oak in 
natural color constitutes the interior finish and headlining. 
The window sills are 24¾ ins. from top to floor, and have arm 
rests bracketed thereto, and so arranged as not to interfere with 
the window locks. The illustration shows a number of windows 
raised, and gives an idea of the openness of the car when all 
the sashes are raised into the pockets in the side roof. The 
interior illustration plainly shows the simple construction of 

SEATI NG A RRANGEMENT OF A UGUSTA & AIKEN CAR 

the post, one metal runway only being required to each . The 
fiv e lock-bolt stops for holding the windows at any des ired 
height may also be seen. T he bottom framing is powerful, 
and includes double- trussed needle beams, heavy under trusses 
and 12- in. x ¾- in. sill plates fo r the full length of the car fo r 
the in sides of the sill s. T he pla t fo rm timbers a re reinforced 
with angle iron , and the center knees a re composed of angle 
irons brought well back of the body bol sters. The trucks are 
No. 27-E- 1, hav ing a 6-ft. wheel base, 33-in. sills and 5-in. 
axles . The motor s a re 50 hp each, and four per car. The tot al 
weight of car and t rucks is 34,460 lbs . 

•• 
OFFICIAL TIMEKEEPER FOR THE BROOKLYN RAPID 

TRANSIT COMPANY 

T he Brooklyn Rapid Transit Company has an official time
keeper. The offi ce was created some time ago, and now that 
a ll the clocks of the system are in good rep air, th e officia l de
vo tes but one clay a week to the company. \Vhen the appoint
ment was made, some of the clocks were running what often, 
in the vernacular , is te rmed " rag-t ime." A thorough overhaul
ing of a ll the timepi eces was the first work undertaken. This 
involved the plac ing in telegraph offi ces, te rminal stations, etc. , 
of more than 150 good timepieces . Then foll owed the abandon
ment by the company of the system of synchronized time as 
sent out to subsc riber s by the telegraph companies. Each day 
a t noon the correct time is telegraphed to the different terminals 
from the offic e of the elevated lines in the Brooklyn Bridge 
te rminal. Differences of time are noted, and reports are filed 
with the company of all clocks that have "gone wrong." All 
the "sick" clocks are "treated'' by the timekeeper. The officials 
of the company say the system as now operated makes it pos
sible for them accurately to check the operation of all cars. 

••• 
Of the 704 street railway companies on record in the State 

Department of Pennsylvania, only a few over 200 have lines 
in active operation. 

FOG CAUSES TWO SERIOUS ACCIDENTS ON PACIFIC 
ELECTRIC RAILWAY 

Fifty-two men were injured, some seriously, in two rear-end 
colli sions that occurred in the same place on the Pacific Elec
tric Railway Company's Long Beach line, withi~ a few minutes 
of each other, in the early morning of Nov. 5, during a dense 
fog. The wrecks were at Willowbrook, a little station 10 miles 
from Los Angeles. Work car No. 259, outward-bound and 
loaded with a const ruction gang, crashed into out-bound car 
N o. 304, crowded with passengers. \ Vi thin fifteen minutes 
after this accident, north-bound car No. 299, which had just 
arrived on the scene and into which the injured were being 
placed, was struck from the rear by the morning freight train, 
bound for Los Angeles and made up of a motor and one flat 
car. It was the biggest wreck the Huntington lines have 
ever had. 

The fir st collis ion came without a second's warning to the 
crews or the passengers on either train, the fog being so dense 
that neither could be seen until they were within a few feet of 
each other. Two men were sent back to flag the freight train, 
but it was poundi ng down the sl ippery track at t remendous 
speed and the motorman was unable to bring it to a stop in 
t ime. 

The king bolts of the fir st two cars to collide gave way, let
t ing the trucks jumble up in one bunch beneath them. The 
rear platform of the passenger car was completely demolished 
and the passengers thrown into a heap, amid fragments of 
broken glass and woodwork. The second colli sion was not so 
serious and only a few were injured. That many people were 
not killed outright is due to the quickness w ith which the mo
tormen of the two cars that were run into turned on the power, 
so that the cars were fair ly under way when the crash came. 

Car N o. 304 had stopped at \ Vi llowbrook to take on two 
passenger s, and when Motorman E. F. Poyer realized that the 
work train was about to collide, he turned the power on full 
fo rce and jumped. After the accident, and upon the arrival 
of car 299, in charge of Conductor \i\Talster, the latter set about 

CA R WITH PILOT DEMOLISHED IN WRECK 

helping to put the injured into his car, and before the freight 
train that was following appeared out of the bank of fog many 
of the wounded were in his car. With a leap, the brave motor
man gained the front platform of his coach and threw the cur
rent full-on. Had it not been for this brave act, a second catas
trophe, as serious as the first, would have occurred. As it was, 
only the pilot of the car on the rear end was broken away and 
the injured passengers badly shaken up again. 

General Manager Schindler has begun a thorough investiga
tion to fix the blame. 
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LEGAL DEPART MENT* 

DUTY TO LOOK FOR APPROACHING CARS 
With regard to steam railroads the obl igat ion of a person 

approaching a track to look and listen for trains is absolute, 
and one will not be heard to say that he did look and listen if 
it is obvious that had he done so he would have been able to 
avoid being struck. The obligation to look for approaching 
street cars before crossing a city street, whi le to an extent ex
isting, has always been less rigidly administered. Reasons for 
the distinction are that, as the public have equal rights with a 
street car company in the streets, it is to be supposed that 
greater care will be taken by drivers or motormen to avoid 
injury, and, second, that from the character of the locomotive 
power, street cars are more readily brought to a standstill than 
railroad trains. Two recent cases in the Second Appellate 
Division of the New York Supreme Court illustrate the minor 
degree of precaution required of persons crossing street rail
road tracks. In Lofsten vs. Brooklyn Heights Rai lroad Com
pany (89 N. Y. Supp., rn42), it was held that if a person ha s 
looked once for an approaching car before attempting to cross, 
failure to look a second time is not contributory negligence as 
a matter of law. The theory was that, a car ought to be under 
control so that if a person looks and sees that it is at a suffi
cient distance for him safely to attempt to cross, he will not 
be held absolutely negligent if the motorman accelerates his 
pace or maintains a high rate of speed so that the crosser is 
run down. Here the reciprocal rights were recognized, and 
it was considered proper for the jury to be allowed to determine 
whether, under the actual circumstances, there was negligence 
on the part of either or both parties. A similar case was 
Monck vs. Brooklyn Heights Railroad Company (N. Y. Law 
Journal, Oct. 20, 1904). It was held that in an action to re
cover damages for the death of a pedestrian due to his being 
struck by a street surface railroad car while crossing a city 
street, the absence of proof that he looked to observe the ap
proach of the car does not establish contributory negligence 
per se, if the approaching car was at such a distance that, had 
he in fact looked, he would have been warranted in assuming 
personal safety in crossing. A novel feature of this case was 
that there were numerous eye-witnesses of the accident. In 
several prev ious cases where there were no eye-witnesses, the 
courts hav e accepted very slight evidence of care on the part 
of the person injured because of the inherent difficulty, if not 
impossibility, of showing the actual fact s. In the case in 
question, however, the court went to very considerable lengths 
in di stingui shing a street railroad case from ordinary rai l
road law. 

LIABILITY FOR NEGLIGENCE 
MISSOURI.-Street Railways-Passengers-Injury in Boarding 

Car-Contributory Negligence-Instructions-Appeal-Con
flicting Evidence. 

I. Where one standing at the right place to take passage on a 
street car signals the motorman, telling him he wants to get on. 
and in obedience thereto it is stopped or slowed down to let him 
on, and he attempts to board it , \\ bile doing which the car is 
started forward quickly, injuring him, his rights are those of a 
passenger, though he was negligent in getting on. 

2. Whether one is negligent in attempting to board a street car, 
slowed down for him, while it is in motion, is a question of fact, 
unless the speed is so great, or he is so infirm or encumbered. as 
to make it manifest negligence. 

3. Though one injured while atte mpting to board a street car 
sues on the ground that the car was started too soon, it is not 
error to give a correct instruction as to the duty to stop a car a 
reasonable time to allow one to get safely on, whether the car 
was at an actual standstill when he attempted to get on, or was 
slowly moving, and started up suddenly, without coming to a full 
stop. 

4. There being testimony which, if believed, authorized recovery 
by plaintiff, judgment for him cannot be reversed, though the 
witnesses against him were more numerous, and all could not be 
testifying honestly.-(O'Mara vs. St. Louis Transit -Company, 76 
S W RP-n .. 68o.) 

• Conducted by Wilbur Larremore, of the New York Bar, 32 Nassau Street, 
New York, to whom all correspondence concerning this department should 
be .ddi-essed. 

MISSOURI.-Damages - Special-Measure-Evidence-Harm
less Error. 

I. Where, in an action for injuries, it is pleaded that plaintiff's 
spine was permanently injured, testimony as to specified paralyz
ing effects upon organs of plaintiff, consequent on the injury to 
his spine, is admissible under the general rule that evidence may 
be introduced of any special damage the immediate result of the 
act complained of. 

2. Evidence, in an action for injuries, as to plaintiff's earning 
capacity prior to the injury, and that since he had been compelled 
to employ assistance at a specified rate, was sufficient to warrant 
an instruction as to plaintiff's loss of earnings as an element of 
damage. 

3. Where, in an action for injurie s, a physician's testimony that 
his charge for medical services was reasonable was uncontro
verted, though another physician te sti fied for the opposing party, 
an instruction which fails to limit plaintiff's recovery for the ser
vices to their "reasonable" value is harmless error.-(Grady vs. 
St. Louis Transit Company, 76 S. W. Rep., 674.) 

MISSOURI.- Street Railways-Negligence-Evidence. 
I. Where, in an action against a street railway for injuries sus

tained by plaintiff, owing to his wagon, the wheel of which had 
caught in the car track, having been run into by a car, it appeared 
from all the evidence that the motorman, on discovering plaintiff' s 
peril, used every means at his command to stop the car and avoid 
coll ision, but that, owing to the rails being in a wet and slippery 
condition, it was impossible to stop the car·, an instruction for de
fendant should have been given.-(Ellermann vs. St. Louis Tran
sit Company, 76 S. W . Rep. , 661.) 

MISSOURI.- Street Railroads-Negligence-Contributory Neg
ligence-Violation of Ordinance-Building Ordinance-Proof 
of Acceptance-Pleadings in Justice Court-Instructions. 

I. Rev. St. 1899, section 3852, enacts that no form of pleadings 
on the part of either plaintiff or defendant shall be required in a 
justice court, but that, before process issues, plaintiff shall file a 
statement of the cause of action. In an action instituted in jus
tice court, the complaint was divided into two counts, each of 
which set up the same cause of action, but the whole complaint 
stated a cause of action which was sufficient to bar another suit 
on the same cause after judgment. Held that, under the statute , 
the complaint was sufficient, and it was proper to deny a motion 
that plaintiff elect on which count he would rely, and to overrule 
an objection to the reception of evidence on the second count 
on the ground that it was identical with the first. 

2. In an action against a street railway, it is not necessary that 
an ordinance requiring operatives of cars to keep a vigilant watch 
for vehicles, etc. , should be specifically pleaded, and proof made 
of its acceptance, before r eading it in evidence. 

3. Though one negligently places himself in a perilous position 
by driving on or near a street railway track, a motorman owes 
him the duty of trying to avoid accident, and the person's neg
ligence does not bar recovery if injury results from negligence 
of the motorman. 

4. A party cannot complain on an appeal of the giving of an 
instruction which contained the same error as an instruction re 
quested by him and refused. 

5. Where, in an action against a street railway for injuries, the 
negligence of plaintiff was conceded by his own instructions, and 
his right to recov~r based on the last-chance rule , a requested in
struction to the effect that both plaintiff and defendant were guilty 
of negligence, and that plaintiff could not recover, was properly 
refused.-(Septowsky vs. St. Louis Transit Company, 76 S. \V. 
Rep. , 693.) 

NEBRASKA.-Appeal- R eview-Stre et Railroads-Frightening 
Team. 

I. Questions not presented to the trial court by the motion for 
a new trial, and which are not mentioned in the petition in error, 
cannot be considered by thi s count. 

2. In an action for personal injuries due to the frighte nin g of 
plaintiff's team by the alleged negligent operation of a street car 
in running the same ca1 elessly and negligently at a high rate of 
speed, and where it appeared from the testimony of all of the wit
nesses that the car was going slowly, that the motorman slowed 
it down and stopped it as soon as he saw that the team was be
coming frightened, no inference of negligence arises, and a judg
ment for plaintiff will be reversed for want of evidence to sus
tain it.-(Lincoln Traction Company vs. Moore, 97 N. W. Rep. , 
6o5.) 
NEBRASKA.- Street Railways-Collision With Vehicle-Rig!tt 

of Way-Question for Jury-Evidence. 
I. Electric street railway companie s and ordinary t"avelers upon 

the thoroughfares of a city are obligated to observe equal degrees 
of care to avoid accidents. Neither has a right of way superior 
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to that of the other. Street Railway Company vs. Cameron. 61 
N. W. 6o6. 43 Neb. 297. fo llowed. 

2. Issues both of primary and ut contributory negligen~e are 
ordinarily questions of fact for a jury 

J. \1/h en, in a n action against a s tr eet railway company for 
damages resul ting from a collision with a private vehicle, the rate 
of speed of a railway car is material to the cont roversy, a nd th ere 
is evidence from which it m ay be ascerta in ed. a city o rdin ance 
regulating such speed is competent evidrnce, as bearing upon th e 
question of negli gence. 

4. A non-exp ert , who can testify to the rate of speed of a street 
rai lway ca r only as the r esult of a mathematical calculation made 
aft er the event, is not a competent witness on the subject.
(Mathie se n vs. Omaha Street Rai lway Company. 97 N. W . R ep., 
243.) , 

NEW H AM PSHIRE.-Evidence-.-\dmissibili ty-Competency
R emoteness- Responsivenes s. 

r. Wh ere a witness' answer h ad a tendency to support plaintiff' s 
contention that a street railway company habitually ran its cars 
past the place of accident at a high rate of speed, it wa<; not in
rompetent because not responsive. 

2. Where no objection is raised in the trial court to evid en ce 
as too remote. that objection will he regarded in the appellate 
court as waived. 

3. \,Vhere evidl' nce had some tendency to establish the witness' 
riualification to answer an inquiry made of him, it was competent. 
and could not be excluded b ecause incompetent on o ther issues.
( Reagan v s. Manchester Street R ailway, 56 Atlantic R ep .. 3q .) 

.N"EW HAMPSHIRE.- Street Ra il roads- Action for Personal 
Injuries- Misconduct of Counsel. 

1. In a n action for injuries to p laintiff by being push ed under a 
~trl' et car by a crowd when attempting to enter it . plaintiff's coun 
, el, in hi s opl'ning, sa id he wished to show th e conduct of simi lar 
crowds at the place of the accident, but th e court directed him 
tn omit further reference thereto until he offered evidence. He, 
however, sta ted that th e blame attached to defendant was that, 
with full knowledge of the condition s a t the place in question. 
the car was run down beyond the stopping place. striking µlaintiff 
;md throwing her under the car. fn the ab:--ence of the jury, the 
court excluded testimony as to th e conduct of similar crowds; but 
plaintiff's counse l, notwithstanding, qul' stioncd a wi tness in the 
pre sence of the j ury as to prior crowd~. so as to suggest the tes 
ti mony which h e sought, an d stated durin g cross-examination by 
defendant that he meant to show the conduct of the railway com
pany as to previous crowds. Held, tha t the ruli ng of the court 
was the law of th e case, and in failing to submit to it, by asking 
subsequent ques ti ons, and offering to show previous conduct of 
crowds, mi sconduct prejudicial to defenclant"s righ ts was shown. 
fo r which th e verdict would h e set aside. whether the ruling of the 
court was right or not.- ( Batchelder '" '· :\Tanchester Street Rail 
way, 56 Atlan tic R ep .. 752.) 

T EXAS.-i\<.:tion for Personal Injurie~- Trial- lnstruc tion -. a ~ 
to Damages-Rulings on Evidencl' 

r. In an action for injuries to plaintiff' s wife, who had testified 
that two of her ribs were broken. plaintiff wa s a sked if h e ob
jected to her submi ssion to an X-ray examination : a nd it was 
objected that h e should haYe an npportunity to con,ult with coun 
sel, and for that purpn,e the cour t excluded the examin ation at 
th at time, and the subj ect was not again mentioned. H eld, not 
error. Thi s being only a qualified ruling. if an answer wa, de
nied, th e question shonlcl have b een ren ewed, a nrl a di rect rul 
ing sought, if the examination was refu,ed aft er con sulta ti on. 

2. The petition alleged that before the accident plain tiffs wife 
.vas in p erfect h ealth , and the injuries and con se quent sufferin g 
were th e direct result thereof, wherea s the defense was that th ey 
wer~ partially due to other independent causes. on whi ch issue 
the ev idenc e was conflicting. Some eviden ce tended to sho"· 
that troubles incident to gestation were aggravated. but the peti 
tion did not specially allege th at such was the case. Held, that 
the submission as an element of damages of aggravation of suffer
ing from other causes was subject to objection as an item not 
supported by both the pleading and the evidence. 

3. T he jury were instructecl, in finding for plaintiff, to compen
sa te him for his wife's physical suffering and m ental an guish, and 
the impairment of her health, proximately cause d by defend
ant's negligence. Held, that• thi s authorized an award fo r all 
the injuries shown, and a submission in a subsequent paragraph 
of aggravation of suffering from other causes, as an element of 
damages, was objec tionable. as tendin g to confuse the jury, and 
cause th em to double the damages for the sam e inj ury. 

4. Physiciaus differ on the issue as to whether womb troubl e 
fro m which plaintiffs wife suffered was produced by th e accident 
in question The one who attended her in childbirth was unable 

to say whether her wo mb resumed its normal position during the 
month th ereafter, but said that she complained of •her back and 
h eadach e. H eld, that this did not indicate that such a condition 
was produced at childbirth as to call for an effort to replace the 
womb, and, in the absence of oth er evidence no hypothesis was 
present ed autho rizing expert testimony as t o probable results 
of a fa il ure to replace the same.-(Dallas Consolidated Electric 
Street Railway Company vs. Rutherford, 78 Southwestern Rep., 
558.) 

TEXAS.-Damages - In structions - N ew Trial-Conditions of 
R efusa l- R emission of Excessiv e Recov ery. 

I. An instruc tion, in an action for negligent killing, to return 
;cvcrdict for such a sum " as is to the value at the present time suffi
cient to reasonably a nd fa irly compensate pl aintiffs for such pe
cuniary benefits as you may believe plaintiffs had a reasonable 
ex l-J ec tation of r eceiving," is not objectionable as calling for a 
verdict which might be more than enough to compensa te them for 
the pecuniary loss sustained. 

2. Where there is neither exception to the petition , nor objec
tion to th e tes timony, a charge on negligence, enum erating acts 
embraced in the general language of the petition, is not erro
neous , though the language of the petition is more general than 
that of the charge. 

3. Under th e direc t provisions of Sayles' Civ. St. 1897, art. 1029a, 
it is proper for the trial court to require a remittitur of excessive 
damages as a condition to his overruling a motion for a new trial. 
- (Fort Worth & D. C. Railway Company vs. Linthicum et al., 
77 Southwest ern R ep., 40). 

TEXAS.-Carriers- Injuries to Passenger-Prox imate Cause
Discovered Peril-Contribu tory Negli gence-Instructions
_\ntecedent Injury-Evidence-Admi ss ibility - New Trial 
- When Granted-Diligenc e. 

r. In an act ion agai nst a street rai lway for injuries to a pas
senger, where the eviden ce raised the issue as to whether the 
injuries from which the passenger suffered were cau sed from the 
acci dent in th e car or had exis ted previous thereto , an instruction 
that there could be no recovery unless the negligence of defend
ant was the di r ec t a nd proxi m ate cause of th e iniury was proper. 

2. ' In a n ac ti on agai nst a street rail way for injuries to a passen
ger, caused by th e sudden st arting of the car before she had 
reached her seat, evidence that th e conducto r had been informed 
when sh e ent ered th e car that she was un well and needed assist
ance, d id not rai se the issue of d iscovered peril. 

3. In an act ion aga inst a street railway for injuries to a pas
~e n ger, where the o nly evidence of contributory n egligence was 
of the co nduct of th e passenger ip passi ng up th e isle of the car 
,vithout takiug th e fir st vacant sea t, it was proper fo r the court 
in it s charge to sin g le out that fac t in presentin g th e issue of con-_ 
tri butory negligence. 

4. In an ac tion against a street railway for injuries to a pas
~enger, t es timony that witn esses had n ever h eard of the pas
, enger's having h ernia, and never heard her make complaint of 
that troubl e, prior to th e el ate of the accident, was properly ex
cluded on th e issue as to wheth er th e passen ge r was ruptured 
prior to th e accident . 

5. Where plaintiff and his wife were well acquainted with par
ties whose evidence plaintiff a lleged to be n ewly discovered, and 
all such parties resided in th e same tavvn with him, in many in
stances being close n eighb o rs. a new trial fo r the alleged newly 
discovered evi den ce of such \\ itn esses was properly denied for 
lack of diligence. 

6. A n ew trial will not o rdinarily be granted on the ground 
oi newly cli scrwered ev idence, where such evidence is merely accu
mulative, or sought for the purpose o f impeachm ent.-(Pelly vs . 
Denison & S. Rai lway Co., 78 Southwestern Rep. , 542. ) 

TEXAS.-St reet Railroads-Injury to E mployee-Instructions-
Remarks of Counsel- Harmless E rror- Jury-Return of Ver
dict-Right to Examine Jurors. 

r. Where in an action by a street car conductor for injuries 
sustained by bei ng knocked o ff th e car by a pole supporting the 
troll ey wire being placed in dangerous proximity to the track, 
de fe ndant alleged that th e conducto r knew of the condition of the 
poles, and assum ed the ri sk o f being knocked off by them, instruc
tions th at if the conductor' s injuries resulted from the risks or
dinarily incident to the work. and were not due to the company's 
negligenc e. the jury should find for defendant, and that if the 
pol es were so n ea r the tracks that in the maintenance of the same 
defendant failed to exercise reasonable care, then it would not be 
one of th e risks incident to th e work, though correct propositions 
of law, were improper, for failing to state that if the conductor 
knew of the negligence of defendant, he could not recover. 

2. The error in the instruction that if the poles were closer to 
the track than it was u sual to place them, the danger arising 
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from it would not be a risk incident to the business, as taking 
fro m th e jury the question of assumed risk on the part of the 
conductor with reference to the known conditions caused by de
defendant' s negligence, was cured by instructions to the effect 
that if plaintiff knew of the conditions and remained in the employ 
of defendant, he could not r ecover. 

3. In the absence of any assignment complaining of conflict 
in instructions, the court , on appeal, will not consider that que s
tion. 

4. The language of counsel for plaintiff in a personal injury 
ac tion against a corporation, that the jury should by their vcr<lict 
compel corporations t o exercise care towards their employees. 
though improper, was not reversible, where it did not appear 
that the jury was influenced th ereby, and where no complaint wa" 
made of th e am ount of the verdict. 

5. \Vhere, in an action by a street car conductor for injurie , 
, ustained by being knocked o ff the car by a pole supporting thl· 
trolley wire, the evidence was overwhelming to the effect that it 
was customary for conductors to coll ect fares on both sides of the 
cars, only one employ ee of the company testifying that it was not 
tts ual to do so. the language of coun sel for plaintiff, attacking the 
testimony of such employee, that he and everybody el~e knew 
that th e cus tom prevailed, though improper, was not rev ersible 
error. 

6. A party is not ent itled to examine the jury after the return of 
th e verdict as to what they considered in arriving a t a verdict.
( Houston E lectric Company vs . Robinson, 76 S. W . Rep .. 209.) 

VIRGIN IA-Street Rai lroads- Injury to Pedest ri an- lnstruc-
tion-Modifications- N egligence.-Contributory Negligen ce 
- Discovered Peril- Concurrent Neglige nce. 

I. In an action against a street railroad fo r thc death of a 
pedestrian, it wa, error for the court , after in~tructing, at defend
ant' s reque~t. that plai ntiff co uld not recover if decedent , bei ng 
in toxica ted, attempted to cross deiendant's track in front oi an 
approaching car, so close that he could not move fro m th e point 
on the track that he first reached before the car struck him, to 
add to such irn,tn1ction a quali fi cation as to discovered peril. 
when such qua lification had previomly been embodied in a charge 
given at plaintiff' s request, as the effect of such addition was to 
wi thdraw fro lll th e jury defendanf s theory of the case. 

2. Negligence contributing as an efficient cau~ e uf injury wi ll 
defeat an action therefo re, irrc,pective of the f]U antum of neg
ligence of the respective parties. 

3. As negligenc e, to defeat a recon:ry fo r per sonal injuri e~. 
must have been the proximate cause thereof, where defendent 
knew. or with ordinary care should h ave k now n. of plaintiff' , 
11egligencc, and could have avoided the acci dent . but fai led to do 
,o, plaintiff can recover. 

4. Negligence of a street railroad in running over a drunken 
pedestrian , and negligence of the pedest ri an in stepping so close 
in fro nt of the car that he could not move from the place on th e 
track that he first reach ed before the car struck him, are so sub 
, tantially concurrent that it is impossible to separate the conduct 
nf the pedestrian from the injury itself, so as to permit a recov 
try th erefor.- ( Richmond Trac ti on Company vs. Marti n', :\dm'x .. 
45 S. E. Rep., 886.) 

CHARTERS, FRANCHISES AN D ORDINANCES. 
l LLI NOIS.- Emincnt Domain- Elevated Railroads-Construction 

-Consent of City-Fee in Streets-Damages to Abutting 
Owner-Additional Servitude. 

r. U n<ler C.in , t. 1870 Art. 2, Sect1ou 13, providing that private 
property shall not be taken or damaged fo r public use without 
just compensat ion, an abutting owner, whose property has been 
injured by th e con struction of an elevated street railway in a 
street, the fee of which is in the city. is entitled to recover the 
damages sustained, though the railway wa~ legally constructed in 
th e streets by permission of the mayor and city counci l. and was 
not so negligently operated as to constitute a nuisance. 

2. In an action by an abutting own er to recover damages to 
his abut ting property by reason of the construction and opera
tion of an elevated railway in a street, th e fee of which was in the 
city, the fact that such rai lroad did not constitute an additional 
servitude on the street was immaterial.- ( Aldis et at. vs. Union 
E levated Railroad Company, 68 N. E. Rep., 95). 
TLLINOIS.-Supreme Court-Appellate Juri sdictiou- Direc t Ap-

peals - Question of Freehold - Franchises - Constitutional 
Questions. 

I. In mandamus by a city agai nst a street railway to compel 
it to lower a tunn el authorizc<lly constructed by it, under a navi 
gabl e ri ver, so as to permit a deepenin g of th e channel for pur
poses of na vigation , where it is admitte<I that the company is the 
riparian owner on both sides of the river and of the bed wh ere 
the tunnel is constructed, a question of the company's freehold 

i~ not involved so as to confer direct appell ate Jtm ~d1 ct1<>n o n th e 
Supreme Court. 

2. Tlie case does not involve the freehold of th e public in its 
easement of navigation. 

3. Th e right of the rai lruad tu cnnqruct it s tunnel, and th e fact 
that it was rightly const ructed in the first imtance, being admitted , 
its franchises arc not involved 

4. The franchise of th e city is nut involved. 
5. Wh ere a street railway acquired it s rights a ud constructed 

its tunnd under a navigabl e river upon conditio n that navigation 
should not be interrupted, mandamus to compel it to lower its 
tunnel. so as to permit a d t tpnin g of the chan nel. would not 
i1:volve the determination of a consti tutional ques tion as to tak
ing th e railway's property wi thout com pensation and without 
due process of law.- (People ex rel. City of Chicago vs. W est 
Chicago Street Railway Company. 6R N . E .. R ep. , 78.) 

fLLI NO TS.- Specific Performa nce- Str eet Paving- Contract s 
With Street Railway~- LT ltra \ ' ire~- Parti c~- Damages- As 
,essme nt. 

t. Under T Starr & C. Ann. St. 1806 (2d Ed. ) c. 24, par. 63. 
conferri ng on the city cuunsel po,ver to g rade . pave and improve 
stre et s, a contract by abutting owner:-- with a street rai lway com 
pany for th e pavement of a street in accordance with specifica,tions 
fu rnished by parti es hav ing no control of the street s, and con tain 
ing no provision that the company was to ohtai n an ordinance 
irom the city permitting it to pave th e qreet can not be specific
ally enforced. 

2. A contract wi th a street railway company to pave th e street 
for a consideration inuring to the benefit of abutting owners is 
ultar vi res. sin ce a st r eet railway company or gani zed under the 
Illinoi s law has nn power to en gage in the busi ness of paving 
stree ts. 

3. \,\Th ere a butting property owners hav e entered into a con
trac t with a street rai lway com pany to pave a s treet, knowing 
that it could not be enfo rced wi thout the city' s consent, specific
pe rfo rmance of it cannot be enforce<I in a suit to which the city 
is not a party. 

4. Where an agreement to pave a publi c ~tree t is made with ;i 

qreet railway company having no power to control th e street 
or improv0 it without the city' s co nsent, a bill fo r specific per 
fo rmance by parties knowing such fact s cannot he retained for the 
assessment of da111 ages. - (Farson et al. n Fogg et al., 68 North 
eastern Rep .. 755.) 

l LLI NOTS. - Streeb - Dedication - Acceptance - Street Rail -
ways-U se of Private Property- Injunction. 

r. Where land i~ platted as an addi tion to a city, and certain 
po rtions thereof designated as streets. and the property is sold 
with reference to such plat , the designation of a street upon th e 
plat does not constitute the land so de,;;ignated a stre et until th e 
dedication is accepted by the ci ty. 

2. Where land is platted as an a<lditi on to a city , certain por
t ion s thereof being designated as public hi ghway s, the mere ac 
ceptance of th e plat by th e municipal authoritie s, and inclusion 
of the territory covered thereby wi thin t h e city limi ts, is not an 
acceptance of th e dedication of the streets. 

3. Under Hurd's R ev. St. 1899, c. 131a, , ection r , providing 
that street railway compani es shall occuvy ~treet s in such man 
ner as not to unnecessarily ob struct the public use thereof. a mu
nicipal corporation cannot grant , uch cnm pany the right to the 
exclusive use of a street. 

4. Pendin g a suit to enjoin the constructio n nf a street railway 
on private propert _,·. which defendant street railway company 
claimed constituted a street, the railway company filed a bond 
condition er! to pay all damages that mi1d1t J,L, awarded com-· 
plaina ut , and pr"cceded witli the con structi rn1 oi the road. Held. 
that ne,·ertheless. nn a fiu<lin g that t!Ie prnpcrt_1 wa s in fact pri 
vate property and not a »treet, complainant was entitl ed to an 
injunction compelling th e rai lroad company t11 remove its struct 
ure.- (Russell vs. Chicago & M. Electric R;1ilway Company et 
al.. 68 Northeastern Rep., 727.) 

ILLINOIS.- Mtmicipal Corporatinn,- Strcct R;1ilways- Ri ght 
of \Vay- Estoppel. 

r. A village granted a street raih, ay company a rig ht o f way 
25 ft. in width through certain street~. an<I, upon its appearing 
that th e construction of a viaduct ov er a portion of the str eet 
would be necessary. an amendatory ordinance was granted, a cer
tified copy of which in the han<ls of the railway company author
ized the constructio n of a viaduct 25 ft. in width. The amendatory 
ordinance could not be fo un d. but, as copied in the records, it au
thori ze r! the 11 se n f only 20 ft. of the street , !mt from the begin 
ning of the work the president of the vi llage coun cil and the vil
lage engin eer, under whose supenision the work was <lone, had 
kn owledge that the compan y was usi ng more than 20 ft. o f th<' 
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street . H eld, that after the completion of the viaduct th e village 
was estopped from insisting upon the r emoval of that portion of 
i1 which exceeded th e 20 ft. lirr. it.-(Village of Winnetka vs. Chi
cago & M . Electric R ailway Company, 68 N. E. R ep., 407.) 

ILLINOIS.-Municipal Improvements - Special Assessments -
Measure of Benefit s- Apportionment-Leasehold Estates. 

1. In considering special assessments the g eneral rule is that 
the inquiry as to benefits is to what extent the m arket value of th e 
premises will be enhanced by the improvement. 

2. Wh ere special assessm ents are mad e against property for 
improvements the judgment aga in st the property is an entirety, 
and the benefits cannot be apportioned against the estate in fee 
in remainder and the leas ehold estate of a t enant of the property. 

3. W here a street r ailway com pany occupied certain real estate 
fo r railway purposes, and thereaft er leased the sam e to another 
street railway corporation with a stipulation that the property 
should be used fo r street railway purposes only, but the lessee 
thereafter subl et such property fo r o ther purposes, it wa s liabl e· 
t o a special assessment fo r im provements to the ex tent of the 
market value of th e lots wa s increased by reason of the improve
ment.-(Chicago Union Traction Company vs, City of Chicago, 
68 N . E. R ep., 519.) 

ILLINOIS.-Municipal Corporat ions-Stree t R ailways-Fran
cnis es- M ortgage of Leasehold-Nui sance-P arties-Writ of 
E r ro r-Estoppel. 

I. Where a defendant in error, whose in terests were adverse 
to th ose of its codefendant a nd identical with those of plaint iff 
in error, did not assign cross-e r ro r on a ques ti on no t raised by 
plaintiff' s assignm ent of er rors, but ar gued th e ques ti on fully in 
its brief, such defendant could not, aftn an adve rse dec ree, sue 
out an o rigina l writ to r ev iew the sam e quest ion, though th e 
provision in P rac. Act, sect ion 78 (S tarr & C. Ann. St. 1896 
[2d Ed.] po. 31o6, c. 110), that a defendant in error m ay assign 
cross-errors be const ructed as m erely permi ss ive. 

2. In a cross-bill by a city aga inst a street railway and its lessee 
to compel the removal of the ra ilroad tracks, the right to m ain
ta in th em in the stree ts hav in g expired, a mo rtgagee of th e lease
hold, who is no t in possession thereof, is not a n ecessa ry party, 
as the suit is in substance one to abate a nuisance.-(Suburban 
R ailway Company vs. City of Chicago et al. , 68 N. E. R ep., 422.) 

INDIA N A.-Street an d I nterurban Ra il roads-Municipal Cor-
porations-Transfers-Ann exed Territo ry-Rights of P assen 
ger-P ublic Contract-Construction-} urisd iction-Supreme 
Court. 

I. Th e Suprem e Cour t has jurisdic tion of causes in which the 
va lidi ty of a franchise is invo lved, regardless of t he am oun t of the 
judg m ent. 

2. A street ra ilroad operating its lines in a city under a cont ract 
to issue t ransfe r t ickets fr ee of charge to all passenge-s request
ing the sam e, who might board its ca rs at any point on any of its 
lin es in the city, and wh ose desti nation mi ght be to any oth er 
point on any line of the com pany's road in th e limit s of th e city, 
is bound to t ransport a passenger tende ring such transfer t o · his 
destination on the company's line, though that be in territory 
ann exed to the city after the contact was made, and on its inter
urban line, on which it had a franchise entitling it t o charge an 
additional fare outside the city as its lim it s we re before the an
nexation of terri tory. 

3. A cont ract between a street railway and a city is a publi c 
contract , and should be liberally co nstrued in favo r of the pub
lic.-(Indian a R ailway Company vs. Hoffman, 69 N ortheastern 
R ep., 399.) 

INDIANA.-Injunction-Grounds of Re lief-Adequacy of Legal 
R emedy-Condemnat ion Proceeding s-Collateral Attac k. 

I. The ri ght of a corporation to exercise the power of eminent 
dom ain is a question to be determ ined in condemnation proceed
ings, and a suit to enjoin a corporation fro m building on land fo r 
the appropriation of which right of way proceedings had been 
co mm enced by it cann ot be maintained. 

2. Th e fac t th at a court in condemnation proceedings may make 
;rn erroneous rul ing does not entitl e the aggrieved party to an 
injunction, but the remedy is by appeal from the ruling if au
thorized by statute, or , if n ot . by appeal from the final judgment.
( Boyd vs. Logansport, R. & N . Traction Company, etc., et al. , 
6g Northeastern R ep., 398. ) 

I OWA -Eminent D omain-Condemnation Proceedings-Prop
erty Involved-Separate Tracts- Recovery for Whole. 

I. The fact that a railroad in condemnation proceedings de
scribed only that portion of a farm which was north of another 
railroad previously constructed across it from east to west could 
not deprive the owner of the farm, on her appeal from the award 
of the sheriff's jury. of her right to establish and recover damagei; 

to her entire farm , when m fact such northern portion was part 
of the whole. 

2. Th e fact that a railroad built from east to west across a 
farm m ade the part of the farm north of such railroad of less 
convenient use to t he rest of the fa rm than it otherwise would be, 
should be considered in subsequen t proceedings by another road 
to cond emn a right of way acro ss such northern portion of th e 
fa rm to arrive at the value of the farm immediately before the 
latte; road appropriated its right of way, but does not cons titute 
a severance of the northern part from th e r est of the farm , 
when it is all occupied and used as one holdin g, so as to prevent a 
recove ry for damages done to the farm as an entirety.-(Cook 
vs.Boone Suburban Electric Railway Company, g8 Northwestern 
R ep. , 293.) 
K ENT UC K Y-Street Rai lways-Construction on Highway

Abutting Landowners-Rights-Injuries to Fences-Cross
ings-D efenses-Damages-Pleading. 

1. In an action by an own er of land abutting a highway against 
an electri c railway company for injuries to plaintiff's highway 
fe nces in the construction o f its road, an answer alleging that 
pla int iff' s fences were construct ed in th e highway under a license 
obligating plaintiff to remove th e same on request , and that the 
m aintenance of such fence s in their present loca tion was incon
sistent with the use of the highway under defendant' s franchise , 
and that it had request ed plaintiff to rem ove th em , but that he had 
refused, stated a valid defense. 

2. \ \T here a trac tion company obtained a fr anchise for the main
tenance of a railway along a highway, and fences maintained by 
abuttin g owner in th e highway obstruct ed th e free use of the 
trac tion com pany's franch ise, it h ad th e ri ght to remove them 
wi thout compensa tio n to the own er. 

3. \¥here an ow ner of land un both s ides of a highway was en
ti tl ed to maintain certa in crossings over the sam e, which were de
~troyed o r inj ured by th e construction of a street railway along 
the highway, such owner was entitl ed to recover damages sus
tained between the time th e crossings were injured and the tim e 
they wer e r es tored. 

4. An elect ri c rail way does DQt constitute additional servitud e 
on a highway so as t o entitle an abutting owner to compensation 
fo r the use of th e highway for such purpose.-(Georgetown & 
Lexington Traction Company vs. ~1ulholland, 76 S. W . Rep., 
148.) 

MAI NE.-R ailroad Commi ssioners-D ecree-Conclusiveness
Railroad Crossin gs. 

1. U nder our statutes th e wh ole ques tion of how ra ilroad cross
ings shall be constructed and maintained is left , in the fi r st in
stance, to the sound judgment and di scretion of the railroad 
commi ssion ers for determination ; and th eir decision, when made, 
is fin al, unless an appeal is taken. 

2. Thev have n o auth ority t,J m odify o r change such decree 
once m ad e, except upon a new application, notice, and h earing; 
nor can th ey, before appeal, make a t emporary decree which does 
1,ot purport to represent th eir sound judgment and discretion in 
the premi ses. Such t empo rary decree is void.-(Boston & M. R. 
v. Saco V alley E lectri c R ailway, 56 Atl antic R ep. , 202. ) 

MAR YLAN D.-Grade Crossing-Regulation-Injunction. 
r. Act June 19, 1871 ( P . L. 136o) , r elating to legal proceedin?s 

against corpo ration s. and regulating cross ings of railroads , will 
receiye a li te ral cons tructi on, and b e rig idly enforced, so as to re
move t li e danger to li fe and property in g rade crossings. 

2. T he courts in det ermining the practicabi li ty of an overhead 
crossin g. will not consider th e expense, nor the damages that m ay 
h ave to be paid own ers of private property , nor that such cros:
in cr wi ll obstruct the view of coming trains, nor that local sent1-
m; nt is in fayo r of a g rade crossin g. 

3. Th e construction of a grade crossing by a street railway com
pany oYcr a steam railroad company"s ~rac½ wi~l be en_ioin~d where 
it is in a depression . the street ascendmg m eith er d1rech_on from 
the tracks. and being very much traveled, and where thirty-four 
scheduled trains , beside extra trains. pass daily, where it was prac
ticable t o build an overhead crossin g about 800 ft. in length .
( Balt imore & 0 . R. Company et al. vs Butler Pass Railway Com
pany, 56 Atlantic Rep. , 960.) 
MASSACHUSETTS.-Street Railways-Statutes - Construc-

tion of Tracks-Alterations-Authority of Selectmen-Evi
dence--Competency-Mandamus - Existence of Adequate 
Remedy-Costs. 

1. St. 18g8, c. 578 (Rev. Laws, c. 112, section 7), provides th.at 
the selectmen of a town in granting a location to a street rail
way, may prescribe how' the tracks may be laid, and ~he. kind of 
rails, and may impose such other terms as the ?ubhc mtere_sts 
may require. H eld, that the selectmen had. auth.ont~ to prescn~e 
that the railway company might use a certam rail, without gramte 
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paving between the rails, on condition that, if the construction 
did not prove satisfactory to the selectmen, it should be changed 
within a specified time for a different rail and granite paving. 

2. Rev. Laws, c. 112, section 100, gives the Superior Court 
jurisdiction in equity, on the petition of the selectmen of a town, 
to compel the observance by a street railway of all orders and 
regulations made in accordance with the provisions of the chap
ter. Held, that a suit in equity by the selectmen of a town to 
compel a street railway company to lay rails of a certain char
acter, in accordance with an order previously made by the select
men under the authority of chapter u2, could not be regarded as 
a suit to enforce a contract between the railway and the town, 
but as brought under the statute to compel the observance of 
the order. 

3. The payment by a street railway company of the excise tax, 
under Rev. Laws, c. 14, sections 43-47, exempting it from mak
ing repairs on public ways, does not exempt it from the duty to 
comply with orders made by the selectmen of the town in grant
ing the location, and which required the road, in case a certain 
character of rail, pavement, etc., does not appear satisfactory, 
to cause another rail, and pavement between the rails, to be sub
stituted therefor. 

4. Rev. Laws, c. 112, section 7, provides that the selectmen of 
a town, in granting a location to a street railway, may impose such 
terms and obligations as the public interest may require, as to 
how the tracks shall be laid, the kind of rails, etc. Held, that in a 
suit by the selectmen of a town to compel a street railway to lay 
certain rails in accordance with an order of the board of select
men, which order had provided that such rails should be laid 
in case certain other rails first laid should prove unsatisfactory, 
it was immaterial that the owner of the street railway was finan
cially embarrassed and unable to carry the order into effect. 

5. The determination of the selectmen of a town as to the char
acter of rail that shall be used is final, in the absence of fraud, and 
cannot be controlled by the judiciary. 

6. In a suit by the selectmen of a town, under Rev. Laws, c. 112, 
section 7, to compel a street railway to lay a certain rail, in accord
ance with an order made when granting the location, it was not 
competent to vary and control the written grant of location by 
evidence of an oral agreement between the selectmen and de
fendant. 

7. Rev. Laws, c. II2, section 100, provides that the Superior 
Court shall have jurisdiction in equity, on the petition of the se
lectmen of a tc,wn in which a street railway is located, to compel 
the observance of all orders made relative to the construction 
of the road in accordance with such chapter by the selectmen of 
a town. Held, that under the statute the selectmen are the proper 
parties for plaintiff to bring a bill to compel observance of an 
order properly made by them under the statute as to the manner 
of the construction of a street r ailway within their jurisdiction. 

8. By a proper construction of Rev. Laws, c. II2, Section 100, 

all work of construction is to be done to the satisfaction of the 
Selectmen. 

9. Where th e Selectmen of a town file and pursue a bill in equity 
under the statute, they are not entitled to costs on appeal from a 
judgment dismissing a mandamus brought to enforce the same or
der as that sought to be enforced by the suit in equity. 

IO. An adequate remedy being provided by the statute for the 
enforcement of an order regulating the construction, etc., of a street 
railway, the inhabitants of a town in which a street railway is sit
uated are not entitled to mandamus to compel the observance of 
such order. 

1 I. Rev. Laws, c. 112, Section 7, provides that the Selectmen of 
a town, in granting a location to a street railway, may prescribe 
how the tracks shall be laid, the kind of rail s, etc., and Section 100 

provides that the Selectmen of a town may maintain a suit in equity 
to compel the observance of any order regulating a street railway. 
Held, in a suit by a town, under the statute, to compel the observ
ance of an order requiring rails of a certain character to be laid, 
an objection that the court would not interfere to compel the per
formance of continuous acts was untenable.-(Selectmen of Gard
ner vs. Templeton Street Railway (two cases) Inhabitants of Gard
ner vs. same, 68 N. E. Rep., 340.) 

MICHIGAN-Railroads- Deed for Right of Way-Construction 
at Grade- Requirement-Embankment of Other Road-Con
tract with Guarantee-Guarantee's Liability- Removal of Tres
tle- Right to Relief- Damages- ] urisdiction of Equity. 

I. A deed granting a right of way to a surburban electric railway 
company authorized it to construct and operate a road "substan
tially as the poles and trolley wires of said company are now erected 
and maintained on W Street," where a surface line was built. The 
company was also required to operate its railway over the grant 
"substantially in the same manner as under the franchise granted 
to it by the city of K.," and this franchise ordinance required that 

rails should be laid so as not to obstruct the passage of vehicles, 
that their upper surface should be flush with the surface of the 
streets, and that the tracks should conform to the street grades. 
Held, that the company had no right, under the deed, to build and 
maintain a trestle above grade. 

2. A railway company which contracts with another company for 
a subway crossing-the State Railroad Commissioner having for
bidden a grade crossing-is not liable to an adjoining landowner 
for damages resulting from the erection by the latter company, 
in pursuance of the contract, of an embankment on its own private 
right of way. 

3. The violation of the restrictions of a deed granting a surface 
easement for a right of way to a railway company, by the com
pany's erection of a trestle above grade, pursuant to the require 
ment of the State Railroad Commissioner, will not entitle the gran
tor to a decree compelling the tearing up of the track and the 
abandonment of the road, but will only entitle him to pecuniary 
damages. 

4. Equity, having obtained jurisdiction of an injunction suit in 
which the relief sought is refused, may award pecuniary damages , 
rather than remit complainant to an action at law therefor.-(Lane 
et al. vs. Michigan Traction Company, 97 Northwestern Rep., 354.) 

MICHIGAN.-Street Railroads-Suburban Lines-Rights of Com-
pany U nder Franchise-Forfeiture. 

I. A street railway company was incorporated to run a railway 
through the centers of population of H. county, and acquired a 
franchise from the village of L., on its main line. The franchise 
authorized an electric road, "with all necessary side tracks and 
switches," etc., to begin at the southwest corner of the village 
limits on C. Street, whose cente r was the boundary between the 
village and the adjoining village of F., thence east on such street, 
and thence in various other directions, on other street s, to the vil
lage limits. It also required the company to run its car s "to said 
village" from outside points. Held, to authorize the company to 
make a necessary connection on C. Street with a branch line built 
through F. Street to the village boundary on that street. 

2. The right of a street railway company under its franchise 
to connect its road in a village with a branch line which it afterward 
built to the village boundary was not forfeited by its failure to con
struct the branch within the time fixed for constructing its road 
through the village.-(Houghton County Street Railway Com
pany vs. Common Council of Village of Laurium, 98 Northwestern 
Rep., 393.) 

NEBRASKA.-Mortgage - Foreclosure-Sale - Merger- Spe
cial Assessment-Lien-Redemption-Subrogation. 

I. Where the real property is sold under a degree of foreclosure 
of a mortgage, and the holder of a lien junior to that of the mort
gage is not concluded thereby, the mortgage lien will not be held 
to merge in the legal title of the purchaser for the benefit of the 
junior lienholder. 

2. A lien for paving assessments against the property of a street 
railway in the city of Lincoln, which has been ascert'ained and fixed 
as a first lien in favor of the city by degree of court, may be re
deemed by the purchase of the property at fo reclosure sale in a 
former action based upon a subsequent mortgage, and upon such 
redemption the purchaser will be subrogated to the rights of the 
city under the decree aga inst the holder of a lien junior to that 
of the mortgage existing prior to the sale who is not concluden 
thereby, and the fact that the city is the holder of the third lien 
does not entitl e it to prevent such redemption and subrogation. 

3. \i\There a decree of court has established all the liens upon the 
property involved with their ownership and priority, the holder of 
any lien thus established may redeem all prior liens, and on motion 
be awarded an order of subrogation to the rights of the holders 
thereof, not inconsistent with any rights fixed 1:,y the decree. 

4. D ecree examined, and h eld, to so fix the rights of appellant 
and appcllee in their relation to the property involved and the 
liens thereon that appell ee was, upon motion, entitled to the order 
complained of.- (City of Lincoln vs. Lincoln Street Railway Com
pany et al. , 97 Northwestern Rep., 255.) 

NEW JERSEY-Constitutional Law-Incorporation of Traction 
Companies-Special Act. 

1. The act entitled "An act to secure companies incorporated 
under 'An act to provide for the incorporation of street railway 
companies and to regulate the same,' approved April 6, 1886, and 
a supplement thereto entitled 'A furth er supplement to an act en
titled "An act to provide for the incorporation of street railway 
companies and to regulate the same," approved April 6, 1886.' 
which supplement was passed March 2, 1891, owning and operating 
street railways upon public streets, highways or avenues in this 
State, whose roads have been peaceably and continuously operated 
for two years without objection, the right to become incorporated 
under the act entitled 'An act to authorize the formation of trac-
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tion companie,, for the co11 struct1011 and upcrat io11 o f st reet ra il 
ways or rail roads operated as street railways , and to regulate the 
, ame,' approved '.\l arch Li- , 1893, and the se\' era l supplements 
thereto and act~ amendatory thereof," approved A pril q . 1903 
( P . L ., p. 705, i, a ~pecial act cnn ferring corporate powers . 
:.nd uncunstit utiunal, be ing under pa ragraph II , ,ection 7, ar t. 
6, of the Consti tut ion, which declares that "the L egislature shall 
pass no special act conferri ng corporate powers."- ( Perrine v .:;. 
J ersey Central T ractiun Company, 56 Atlantic Rep., 374.) 

. \fE\V JERSE Y.-Equity - Ju risdict ion - Railroads- Conflict ing 
Easements o f \ \Tay- Cro,;sings. 

1. J uri sdict ion tu dete rmine how confl icting ea;.emcnb of way 
ac ross the same place shall lw occupied and u sed by two or more 
holders o f such easements is vested in the Court of Chancen '. 

2. That jurisdiction is one of the inherent equitable pow~rs of 
the Cou rt of Cha11ce ry, which is incapable of exercise by any other 
Jorum , and is protec ted by art icle 6. section r. of the Const itut ion 
•J t thi s State. 

lt is unaffected by any legi-; lati ve fr anchise granting to a corpo
r ;,. t iun an ea;.cment uf way, or by a leg islative charter wh ich em 
powers a comm11nit,· to regula te street s and rai lroad cross ings 
within its bound~. 

4. \\There a newly urganizcd company is authorized to lay it .:; 
railroad track -; a t grade aero ,., the existing- tracks of another r ail
road, and th e con st ru ction proposed invo lves only such a cross ing. 
1he new company should pay the expen ses incident to the safe con
, truction of it s tracks across those of the sen ior company.- ( \ Vest 
.l er sey & S. R . Co. vs. Atlantic City & S. Traction Company et al.. 
_;6 Atlanta Rep., 890.) 

f< ailroad ~ Location- Map - A butting Owners - O rdinance Grant
ing A utho rity to Construct- Acceptance. 

1. Where a trac tion company has fi led a description of a route in 
the Secretary of State's office, a judgment holding proceedings fo r 
an extension th ereof i11\' alid beca11 ~e proper cn11 "ent wa" not pro
cured fo r the original route, and there wa , no route to extend, leaves 
the fi led map and llescription 11naffeck<I. with the power in the com
pany · to procure new consent s and a fre , h ordinance authori zing 
construction o f the route. 

2. U nder P ub. Laws, r893, p. 306, section 6, requiring a rail road 
corporat ion organ ized under that act , befo re const ructing a new 
road, to fi le in th e office of the Secreta ry of State a desc ription and 
map of the route, showing it s courses and <l i~tances, a map showing 
the termini with the rom e from one to anoth er fo llnwing variety 
of courses, bnt nothing to dete1 mine tht· conrse5 or indicating the 
poin ts o f th e compass is insufficient , so that. not withstanding the 
fi ling of such map, the comp:rny may begin proceedings anew for 
th e establishment of the route. · 

3- Consents of abutting propet ty owners tn the establishment of 
a railway route, whose only limitation is that th e road be built 
a long the highway in front of th e conse11 tor 's land, are valid, though 
executed before the fi ling of the description and map nf the proposed 
route in the Secretarv of State's office. 

4. · No legal presumption ar ises th at consent~ to the establishment 
o f a railway route were g iYen with refe rence t(l a map previou ~h 
nled in the Secreta ry of State' s office, wh en that map was defective. 

5. A r esolu t ion by the board of directnr ,c, of a corporation that 
it should construct a line of railway, and that the president 
and secretary were authori zed to execute all papers to procure 
ordinances for that purpose, wa s sufficient to author ize the presi
dent and secret ary to execute, under the corporate -; ea l. an accept
;mce of an ordinance subsequ ently passed a11thnr izing the con struc
tion of the road. 

6. \ Vhere an ordinance was pa~ c,ed authori zing the construct io1~ 
uf a ra ilroad, and an acceptance th ereof execut~d under the cor
porate seal by the president and secretary, the presumption of their 
;1uthori ty, arising from such execution, is not rebutted by th e 
absence of any written minutes showing that a meet ing was held 
at which they were empowered to ex ecute it.- (Mercer Countv 
Traction Company vs. U nited New J er sey R. & Canal Companv, _c;6 
Atlantic Rep., 898.) · 

N EW J E RSEY.- Eminent D omain- Procedure- Appeal. 

I. The practice in condemnation proceedings, as prescribed by 
section 14 of the T raction Act. of 1893 ( P. L. 1893, p. 302 ; Gen. 
St., p. 3235), is superseded by the general condemnation act of 
I QOO (P. L. 1900, p. 79. ). 

2. The T raction .\ ct of 1893 ( P. L. 1893, p. 302: Gen. St., p. 3235 ) 
giYes no appeal from the report of commissioners in the sense that 
the word "appeal" is used in ,·ection 9, of the Condemnation Act 
of 1900 ( P . L. 1900, p. 79) , and therefore companies organized un
der the former act are not entitled to an appeal under the term s 
of th e latter.- ( Paterson & State Line Traction Company vs. De 
Gray, 56 Atlantic Rep . 250 ) 

NE \,V J ERSEY - Eminent Domain- A ppointment of Commis
.:;ioners 

L. T he Traction Act, of 18r).'~ sections 13, 14, Gen. St. p. 3239), 
authorized the condemnat ion c,f land fo r the construction of am· 
railway bui lt under the provisions of th is ,ict , "either as an ex ten-
sion of the line of an exi st ing r,.ilway, or of a new line not exceed
ing 60 ft. in width." A company, operat ing on leased land a rail 
way so built , procure<! the appointment of commissioners to con 
demn a st rip of land adj oin ing the strip on which it s existing line 
was operated, th e two together not exceeding 60 ft. in width . Held . 
that the proceeding so taken was with in the prov isions of this act.
( :!\Tiddlesex & S. Traction Company vs. M et lar , 56 A tlantic Rep., 
l cj2. ) 

NE\ V J E RSEY.- Street R ailrcads- Const ruct ion - Consents of 
A butt ing Property Owners-Enforcing Consent Withdrawn. 

I. A ct Apri l 21 , 1896 ( P. L. 329) section 1, prov ides, as to appli 
cation for permiss ion of the governing bodv of a borough or other 
IY'.ttnicipality to const ruct a street rai lway, that permi ssion 

1

shall not 
be g ranted until written consents of abutting owners shall be fi led 
as therein presc ribed. H eld, that the statute was not intended to 
g ive to every abutting owner a r ight to consent for all future 
owners to future application s, but to require the consent o f those 
who we re owners at th e time of the part icu lar application: and that 
the only right that a tract ion company could enforce under such 
con sents was the statutory r igh t ari sing in connect ion with some 
,i pplicat ion or proposed application; and hence a suit to enforce 
;i consent claimed to h ave been illegally with drawn could not be 
maintained wh ere the application to which it r elated h ad been de
nied and no subsequent application was pending.- Pater son & S 
L. T raction Company \' S. \ Vostbrock et al., 56 Atlantic R ep., 698. ) 

NE\ V YORK.- E minent D o1r. ain- Procednre-Cost s to Land-
owner. 

I. A landowner i,, entitled to recover the same amount of cosb 
that a defenda nt may recu\' er under Code Civ. Proc., section ;p51 
- $ro fo r the proceedi ngs befo re notice of trial, $rs after such 
notice, and $30 costs for tri al of an iss ue of fact , and $ro for t r ia l 
exceeding two days- where the compensation awanled by the com
missioners under Code Civ. P roc., section 3372, exceeds the amount 
offered by the corporation seeking to condemn the land , with in
terest from the time the offer was made, when he has prevailed 
in the Supreme Court aft er tri al.- (In r e Brookly11 U nion f: levat ed 
Railroad Company et al., 68 K E . R ep., 2.i8.) 

NE\ \T YORK- E minent Domain- Street Railroads- Agreement 
With Owners. 

I. L aws 1890, p. r ro8, c. 565, section 90, as amended by Laws 
1895, p. 79 1, c. 93.1, provides th at noth ing in the sect ion shall au
thorize a street railway compaLy to acquire real property within 
a city by condemnation. H eld, not intend t d to rest r ict power of 
eminent domain given hy other section s of such law to corporations 
~ubj ect to it. 

2. That a street rai lroad compa11y is not able to agree fo r the pur
ch ase of property required fo r its righ t of way, so a s to authorize 
it , under Laws 1890, p. no8, c. 565, section 90, as amended by L aws 
1895, p. 791. c. 933, to condemn the land acqu ired, is not shown 
wh ere there is no evidence of negot iations or reasonable effort 
tc, make the agreement with such ow11er s.- ( Sch enectady Railway 
Company vs. Lyon et al.. 85 N ew Ynrk Supplem ent, 40.) 

N EW YORK- M unicipal Corporations- Or dinance-R egu lations 
of Street Railways- De:;tination of Car- Sign- Sufficiency-
Failure to Comply- Defense-.I mpossibi li ty- Proof. · 

1. U nder an ordinance r equiring ~t reet rail ways to des ignate on 
thei r ca rs the destination th ereof, so as to enable proposed passen
ge r s to board a ca r wh ich wi ll carry them to a place they seek, a 
ca r sign designating the dest ination as "F .. via J. A venue," is a 
compliance, F . being a part icular part of the city. 

2. In action by city against a street rai lway com pany fo r viola
tion of an ordinance r equiring such companies to designate on their 
car s the destination thereof, proof that t raffic was delayed in con
-~equence of an accident to another car , and that the passengers 
were transferred from th e car they h ad chosen to one that did not 
reach their destinat ion:_the transfer being compelled because' an 
official thought h e could serve the greatest good of the greatest 
number of proposed passengers at th e expense of those who 
were actual passengers , entitled to be . carried to the end of 
their respective journeys- does not show that compliance with the 
ordinance was impossible by reason of any accident.- (City of New 
York v s. New York & Q. C R ailway Company, 85 N ew York 
S upplement, 857.) 

NEW YOR K.-'-Street Railways-Injury to Property- Damages
Subsequent Lease-Grant to Road of Easements-Rights of 
Tenant-Recordation of Grant-Complaint-Relief. 

1. \}\There, at the time a lease is executed, an elevated railway is 
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m full operation in front of the premises, of which fact the lessee 
is aware, he cannot recover on account of the operation of the 
road. 

2. Where an elevated railway obtains from the lessor of prem 
ises, during the existence of the lease, a grant of all t he easements 
of light, air and access in or appurtenant to the premises, the exe
cution of a new lease between the same parties at the expiration 
of the old one, at which time the elevated road is in full operation 
in front of the premises, to the knowledge of the le ssee, bars the 
right of the lessee to recove r from th e elevated road damages for 
the privation of rights for th e new term. though the grant to the 
elevated railway was not recorded. 

3. A party can only recove r in accordance with th e allegation s 
of his complaint as originally made or suli sequently amended.
( Child vs. New York E leva ted R ailway Company et al., 85 New 
York Supplement, 604.) 

NEVI YORK.-Highways-Unau th ori zed Construction and Opera
tion of Street Railway-Pr ivate Nuisance. 

The unauthorized operation of the cars of a street railway com
pany within a few inches of a curb, so that vehicles halting in front 
of the adjacent premi ses mu st stand on the track , and be in con
stant danger from pass ing cars, and so that 110 hitching post or 
horse block can be m aintained at that point, constitutes an -actual 
and peculiar damage to the premises, warranting an injunction 
by the abutting owner, though th e company, in occupying th e street 
without authority, is also a trespasser maintaining a public 11ui 
sance.-(Henning vs. Hudson Valley Railway Co mpany, 85 New 
York Snpplem~nt and 119 New York State Reporter, lII2.) 

NEVI YORK-Carrier R efu sa l to Give Transfer-Excuse- Statu 
tory Regulation of Fares-L ease of Railway-Corporation 
Operating Railways-Railways Within City--Consolidation of 
Railways. 

I. It is no excu se for the refusal of a street railway company 
to give a passenger a transfer, as reqnired by statute, that he could 
travel over another route of it~ svstem for one fare. 

2. It is no excuse for the refu s~l of a street railway company to 
give transfers at a certain point , as required by statute, that to 
give transfers there would cause undue crowding on the street and 
at the crossing. 

3. Const. art. 8, section I , provides that corporations may be 
formed under general laws. L aws 1850, p. 2II, c. LJ.0, authorized 
the formation of railroad corporations, which should be subject 
to I Rev. St. (1st Ed.) p. 600, pt. 1, c. 18, tit. 3, section 8, pro
viding that the charter of every corporation shall be subj ect to al 
teration in the discretion of the Legislature. Held. that a rail
way corporation formed tmder Laws 1850, p. 2II , c. LJ.0, is sub
ject to statutory regulation of the fares it may charge. 

4. In view of the course of leg islation (L;iws 1839, p. 195, c. 218 ; 
Laws 1850, p. 2II, c. LJ.0 ; 1 R ev. St. [1 st E d.] p. 599, pt. 1, c. 18. 
tit. 3 ; Laws 188-1, pp. 3I-J., 315, c. 252, sections 15. 18: Laws 1885. 
pp. 525, 526, c. 305. sections 1. -1: L aws 1890, p. II 1-J., c. 565, art . -J.. 
sections 103, 10-1) r elating to the leasing of railways, Lawe, 1892, 
p. 1406, c. 676, a rt. -J., ~ection IO-J., providing that eve ry railway 
corporation entering into ''such contract" sha ll give a transfer to 
each passenger, entitling him to one continu ous trip to any porti6n 
of any railroad embraced in ·'such contract," r efers to contracb · 
of lease of railways as well as to traffic contract~ for the use of 
roads. 

5. In Yi ew o f Laws 1892, p. 1399, c. 676, art . -1 , section 90, as 
am ended by Laws 1895, p. 791, c. 933, providing that the provisions 
uf th e article apoly to every corporat ion which operates a street 
, urface railway, section ro-1. art. -1, c. 676, p. qo6, L aws J892, pro
\ iding that "every such corvor2tion" shall give a tran sfer to each 
passenger, applies to a co rporat ion fo rmed under the stock cnr
poration law, which owns and cperates a railway. 

6. In Laws 1892, p . qo6, c. 676, art. -1, section 104, requiring cor 
porations operating street railways to carry passengers for a single 
fare, and providing that its provisions sh;ill onl y apply to rail 
ways wholly within the limits of any city, the proviso refers to the 
railroads, and not to th e corporation s oper at ing them . 

7. Where variou s street railway companies consolidate as author
ized by the ra ilway law (Laws 1890, p. ro82, c. 565, as amended by 
Laws 1892, p. 1382, c. 676), the conso lidated company and its suc
cesso rs in interest , under section 90, art. 4, c. 676, p. 1399, Laws 
1892, as amended by L aws 1893, p. 908, c. 434, providing that the 
µrovi sions of the article sha ll apply to every corporation operating 
a street railway in a city, are subj ect to section 104, art. 4, c. 676, 
p. 1,406, Laws 1892, r equi ring eve ry rai lway corporation entering 
into "such contract" to g ive transfers to passengers.- (Topham v~. 
Interurban Street Rai lway Company, 86 New York Snpplement, 
296.) 

NEW YORK-Mandamus- Discretion of Conrt- Review on Ap
peal.-Street Railways-Transfer s. 

I. An application for a peremptory writ of mandamu s is ad-

dre~secl to the soun d di scretion of the l'0Urt, and where it does 
not appear from an order denying the applicat ion that the court 
refu sed it on the ground of a wan t of power, or upon any other 
qu estion of law, the proceeding i:, not reviewable by the Court "f 
Appeals. 

2. A peremptory writ uf mandamus w ill not be granted to a pri 
vate ci t izen, h aving no peculiar grievance. requiring a st reet rail 
road company operating two intersecting lines of railway in the 
city of New York to carry, under Laws 1892, p. 1406, c. 676, sec 
tion 10-1, any passenger desiring to make a continuou s trip from an) 
one point on one line to any oth er point nn the other line for s 
cents, and to g ive such passenger at the inter:,ection of such lines 
a transfer enti tl ing him to such cnntinuous trip ; then: being suffi 
cient and adequate remedy at law. - ( P eople ex rel. L ehmaier vs. 
.Interurban Street Railway Company, ()<) North eastern R ep .. _c:;96. J 

NEW YOR K.- Street Railways-Refusal to Transfer- Penalty-
Action-Action by Infa nt. 

1. Under the Railway Law, section 10-1 ( Laws 1890, p. ·1082, c. 565 . 
as amended by Laws 1892. p. qo6, c. 676 ) . pro viding that for every 
refu sal to compl y w ith the act the corporation so r efus ing sha ll for
feit $50 to the aggrieved party, the passenger to whom a transfer 
is refused in violation of th e act is the aggrieved party. 

2. A minor to whom is refused a tran sfer from one line of rail 
way to another , in violation of Railway L aw, section 10-1 (L aws 
;890, p. 1082, c. 565, as amended by Laws 1892, p. 1406, c. 676). i:, 
entitled, under Code Civ. Proc. section 468, to bring an action . 
through a guardian a d !item, for th e penalty provided in the act .
( F ox vs. Interurban Street Rai lway Company, 86 New York 
Supplement, 6-1.) 

NE"W YORK.-l\!Innicipal Corporations- P olice Officers-Auth or 
ity to Direct Movement of Teams and Vehicles in Streets. 

Greater New York Charter, section 315 ( L aws 1897, p . 113, c. 
378), directing the m embers of the police fo rce to " regu late the 
movem ent of team s and vehicles in streets." does not a11thorize a 
police officer to direct a street car m otorman to u se hi s ca r to pu sh 
a coal truck blocking ~treet car traffic. and thu s r ender the street 
car company liable fur in juries susta ined by the officer becau se of 
the motorman's negligence in ope r ating the ca r whil e vu shing the 
coal truck.-(Connelly ,·s. ;\ let1opolitan Street R ailw ay Company, 
8-1 New York Supplement. 305.) 

N E\V YORK.-Carri ers- Street Railways~Tran sfe rs- Statute
Obligation- Constitutional L aw- Police Power- D eprivation 
of Property. 

1. Railroad Law (Laws 1890, p. uo6, c. 565) , section 78, provides 
that rai!way corpor at ions or any corporation owning or operating 
any railway or railway routes within the State, may contract with 
any other co rporation fo r the use uf their respectiye route:, 
,ir roads, or any part the reof, and thereafter use the same in such 
manner and for such ti me a:, m ay be prescr ibed by .,uch contact. 
~'.ection 105 ( pagl' 11 I-J.) requires eyery such corpora tion enterin g
into such a contract to carry between any two poin ts on the ra ilwa) 
or portion thereof emliraced within the contract any passenger de
siring to make a trip between such points, fo r a :,ingle fare.· not 
higher than the lawfu l fare ch2rged by such corporatiun for onl' 
adult passenger, and to issue t r ansfe r s evidencing th e passenger\ 
right to such continuous pa"sage. Hl'l<l, that ~uc h :,cctinn applil'd 
to the Interurban Street Railway Company, of the city of N C \1 

Yo rk, and requi red it to give t ransfer s ove r all the li nes nf ib sy" 
tem wholly within the limit s ,,f th e cit:: of Ne \,- York for a si ngle 
fa re. 

2. Such sections were a vrope r exerci:,c ni th e State's po li ce 
power, and were not u nco11:,titutional. as k n ding t,, cl imini ~h the 
bu siness of the company or impair th e "alability "f ib µrov erty.--
1 Blume vs. [nterurl1a11 Street R a ilway Co111p;m_1. 83 N t'\\" Y() rk 
Supplement, 989.) 
NE\i\T YORK.-Taxation - Corpnratinns - Bank Deposits -

T axation as Capital. 
r. Relator was a domestic co rporation organi zed for the pur

pose of "holding securi ti es and stock s of street railway companies 
and furni shing cap ital fo r crin ~tru cti on thereof." It had a bonded 
111debtcdn es~ ~f $7,000,000, an d ca rri ed large sums of money 011 
deposit in variou s hanks to m eet the semi -ann ual interest 011 such 
indebt edness, and taxes and i11 cicle11tal ex penses. The largest part 
of th e m oney on deposit in a certain 111011th was olita ined by the 
sa le of the bond s of a ce rt ain street rai lway. and wa s intended i11 
part to Ii<:' expe11decl by rrbtnr rn1 tliC:' prllpl'ft y uw11ed by that 
company. T l1 e money in thl' ,,a r iou" hank s constituted a general 
balance, and 110 p:-tr1 .,f it w ,t, ,., er ~e paratcd by relator as idle. 
uninvestecl nr une11 1pl,1yl'd fun d ,,. I IL"ld. th ;1t the determi11ation of 
the Compt roller that th e money in th l' ,,a ri ll'1" hanks constituted 
a part of relator' s capit al on which the fr;1 11 chi ~e tax should li<" 
co mpu ted won lcl not be cli stnrbr d.- ( Pcopk L'X rl'l. Hn ,llkly11 R:q iid 
Transit Co111pa11y vs. Miller, 83 New Yo rk S11 ppk111e11l , q(i.) 
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NEW YORK-Taxation-Sale-Who Entitled to Redeem. 
I. A purchaser at a mortgage foreclosure sale is "the holder of 

a mortgage," within the tax law (Laws 1896, p. 845, c. 845, c. 
9o8, section 139, as amended by Laws 1897, p. 274, c. 373), which 
authorizes redemption from a tax sale to be made by "the holder 
of any mortgage which is duly recorded at the time of the sale."
( People ex rel. Brooklyn Union E levated Railway Company et al 
vs. Morgan, 83 New York Supplement, 86.) ' 
NEW YORK-Franchise Tax-Deductions- Percentage of Gross 

Earnings-Lamp Tax-What Payments Deducted-Assess
ment-Tax District-Violation of Agreement. 

I. Under Laws 1884, p. 309, c. 252, requ iring a street car com
pany in a city of over 250,000 inhabitants to pay to the city a fixed 
percentage of its gross income, a company was organized, and pur
chased a franchise by bidding at public auction the highest per
centage on its gross earnings in addition to that above referred 
to, this method of sale being expressly required by Laws 1886, p. 
81, c. 65, as amended by Laws 1886, p. 919, c. 642, and Laws 1889, 
p. 756, c. 564. Later the city, by an agreement with the companies 
operating therein, accepted a fixed uniform percentage on the gross 
earnings of each company in lieu of the percentage fo rmerly paid, 
which agreement was approved by Laws 1892, p. 311, c. 151. Held, 
that such percentages are in the nature of a tax, within Laws 1899, 
p. 1593, c. 712, section 46, deducting from the tax on a street rail
way franchise any percentage on gross earnings paid under any 
agreement or statute, which payment is in the nature of a tax. 

2. Laws 1899, p. 1593, c. 712, section 46, deducting from a street 
railway franchise tax any sums paid under any agreement therefor , 
or statute requiring the same, based on a percentage of gross earn
ings, or any other income, or any license fee, or any sum on ac
count of the franchise, does not authorize the deduction of the 
lamp tax levied under the city charter of Buffalo (Laws 1891, p. 
224, c. 105, section 414), one-half paid out of the general fund 
and the other half levied on the taxable property of the taxing 
district. 

3. In Laws 1899, p. 1593, c. 712, section 46, providing that if, 
when a street railway franchise tax is due, the company has paid 
to a city for its use, under any agreement therefor , or under any 
statute requiring the same,or any license tax,or any sum on account 
of the special franchise, "which payment was in the nature of a 
tax," all amounts so paid shall be deducted from the franchise tax, 
the term payment includes all the sums designated, so that the right 
to the deduction in each case depends on whether it is in the nature 
of a tax. 

4. Under Laws 1899, p. 1590, c. 712, section 42, providing that the 
valuation of a special franchise by the State Board of Tax Com
missioners shall be delivered to the officers charged with making 
local assessments in each tax district, and Laws 1896, p. 796, c. 
908, section 2, defining a tax district, the valuation of a street 
railway company's franchise was properly placed on the assessment 
roll of the ward in which it had its principal office, as an indi
visible sum, instead of apporb ming it among the various wards. 

5. Laws 1899, p. 1589, c. 712, ... 1posing a tax on the value of the 
franchise of a street railway company payable to the city, does not 
violate an agreement approved by Laws 1892, p. 311, c. 151, wherebv 
the city agreed to accept a fixed annual pt:rcentage on the gros·s 
ear:1ings of the company, in lieu of percentages formerly paid, 
which had been imposed by statute.-(Heerwagen vs. Crosstown 
Street Railway Company et al.. 86 New York Supplement, 218.) 
NEW YORK-Street Railways- Fee in Street-Condemnation. 

I. Laws 1895, p. 791, c. 933, amending section 90 of the Railway 
Law (Laws 1890, p. 11o8, c. 565) , assumes that a street surface 
railway corporation can state in its certificate of incorporation the 
streets in which its ro:id is to be constructed, and the pr ivate 
property over which it is proposed to construct and operate it· 
provides for filing a map of the proposed route, and that all pro~ 
visions of section 6 (page 1084) of the Railway Law shall apply to 
the route so located; and then states, "Nothing in this section shall 
be deemed to authorize a street railway corporation to acquire real 
property within a city by condemnation." Held, that such pro
hibition was intended to relate only to private property, and not to 
2n abutting owner's property rights in the bed of a street.-( Sche
nectady Railway Company vs. Peck et al., 84 New York Supple
ment, 759.) 
NEW YORK-Municipal Corporations-Tide-Water and Sub

merged Lands-Title-Wharfs. 
I. The city of New York holds title within the tideway and sub

merged lands of the Hudson River, granted by the acts of the 
Legislature (Laws 1807, p. 125, c. 115; Laws 1826, p. 43, c. 58 ; 
Laws 18.,7, p. 166, c. 182), and the Dongan and Monto-omerie 
charters, subject to the right of the public to use of the river 
as a water highway. · 

2. The city of New York holds t itle in the lands in its public 
streets in trust for the public use. 

3. W here streets of the city of New York and navigable waters 
meet, the general public has a right to passage, and the highway 
is by operation of law extended over a wharf or bulkhead built at 
the end of a street. 

4. The provision in Laws 1837, p. 166, c. 182, granting additional 
submerged lands to the city of New York, that such lands should 
be used to create an exterior street, to which the other streets of 
the city intersecting the Hudson River should be extended, was 
within the power of the Legislature. 

5. Forty-Third Street, in the city of New York, was laid out 
under Laws 1807, p. 125, c. 115, to high-water mark on the Hudson 
River, and by Laws 1837, p. 166, c. 182, was extended to the exte
rior line of the city. In 1852 the city conveyed a pier situated 
in Hudson River, in F orty-T hird Street. Certain described prop
erty beginning at a point formed by the intersection of Forty-Third 
Street with the easterly line of Twelfth Avenue, "together with the 
extent of the present width of the street with the right of wharf
age thereon and together wi'th all and singular the tenements, 
hereditaments," etc., subj ect to the right of the city to order the 
pier extended into the r iver at the expense of the grantee, or with 
the right in the city to extend the pier at its expense, or grant the 
right to other parties to extend the pier if the grantee should fail 
to extend it when directed, in which event the right of wharfage 
at the portion of the pier extended was to belong to the parties 
at whose expense the extension was made. Held, not to convey 
the absolu te fee to the land covered by the pier, but only the right 
to maintain a pier and collect wharfage at the foot of Forty-Third 
Street, in the Hudson River, whenever that point shall be located 
by lawful authority; the city hav ing no r ight to convey the land in 
contravention of the public trust under which it held it.- (Knicker
Locker Ice Company vs. Forty-Second Street & Grand Street Ferry 
R. Company et al., 68 N ortheastun Rep., 864. ) 

NEW YORK-Mandamus-To Railway Company-Relator. 
I. The public right to have street railway companies comply with 

the law by giving transfers cannot be enforced by mandamus on the 
relation of a private individual, the Railway Law, Laws 1890, p. 
r29, c. 565, sect ion 157, empowering the railroad commission to 
enforce compliance by railway companies with the provisions of 
their charters.- ( People ex rel. Lehmaier vs. Interurban Street 
Railway Company, 83 New York Supplement, 622. ) 

PENNSYLV ANIA.- Street Railroads-Liabilitv for Paving-
Contracts. · 

I. By a contract between a borough and a street railway company 
the latter was required to pave the fu ll width of the street where 
sidings were maintained whenever the rest of the street was paved 
by the borough. The street railway company gave notice, prior 
to an ordinance authorizing the paving, that tt intended to remove 
the siding as soon as the fros t was out of the ground, and there
after removed the same. Held, that it was not liable fo r the pav
ing of the full width of the street where the siding had been 
located.- (Shamokin Borough vs. Shamokin & Mt. C. Electric Ry. 
Company, 56 Atlantic Rep., 64.) 

PENNSYLV ANIA.-Taxation- Railway Property-Traction Mo
tor Company. 

I. A Legislature has authority to impose a tax on the property 
of railway corporations, the su perstructure of the road and water 
stations alone excepted, and to delegate its au thority to do so to 
municipalities. 

2. Act April 21, 1858 ( P. L. 385), providing that depots, offices, 
car houses and other real property of railway corporations situated 
ir. the city of Philadelphia-the superstructure and the water sta
tions alone excepted-shall be subj ect to taxation for city purposes, 
applies to a traction motor company which leases and operates 
street railways in such city. 

3. The words " railroad" and "railway," as used in the statutes 
of Pennsylvania, are synonymous, and apply to both steam and 
street railways, unless the context clearly shows a different intent. 

4. When a traction company operates a railway, and leases 
the franchise of various railway companies, and operates them on 
its own account, it is exercising the franchise of a street railway 
company, as it is authorized to do, and enjoys the privilege granted 
to, and becomes subject to the liabilities imposed by law on, such 
companies.-( City of Philadelphia vs. Philadelphia Traction Com
pany, 55 Atlantic Rep., 762.) 
PENNSYLVANIA.-Street Railways-Paving. 

I. A charter of a street railway company provided that in con
structing its road it shou ld conform to the grades used in the 
several streets traversed by it, and keep the same in good repair 
at the expense of the railway company. Held, that, where it had 
done so, it could not be required to pay for repaving them with a 
new kind of pavement adopted by the city.-( City of Williamsport 
vs. W illiamsport Passenger Railway Company, 55 Atlantic Rep., 
836.) 
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FINANCIAL INTELLIGENCE 

The Money Market 
WALL STREET, N av. 16, 1904. 

The money market this week reflected to a greater extent the 
continued heavy losses in cash sustained by the local institutions. 
The demand for funds was somewhat better than in the previous 
week, but on th e other hand the offerings were considerably 
smaller, resulting in high rates for all classes of accommodation. 
One of the principal features of the week was the buying of sterling 
exchange in connection with the flotation of the new Japanese war 
loan, which caused an advance of about 50 points in prime demand 
ste rling to 4.8680. This advance was followed by the engage
ments of $3,700,000 gold bars for shipment to Paris by the 
mid-week steamers, but subsequently the amount was reduced to 
$2,6oo,ooo, the shipment of $1,100,000 gold having been cancelled. 
T he movement of gold to Cuba continues upon a fairly large 
scale, and in all probability the local institution will show a 
further reduction in cash at the end of the week. Up to thi s 
time $4,500,000 gold coin has been engaged for shipment to Cuba, 
which amount will complete the payment of the second instal 
ment of the Cuban loan. Money on call was in good demand, and 
supply at rates ranging from 2 to 3 per cent, the average for the 
week being about 2¼ per cent. In the time money depa rtment, 
increased activity was reported. The demand for fund s was stim
ulated by the continued activity and strength in the local securities 
market. Sixty and ninety day funds were placed at 3½ per cent, 
while for the longer maturi ties 3¾ per cent was obtainable on 
good, mixed collateral. Some exceptional transaction~ were re
ported at 3½ per cent, but the standing of the borrower, and the 
character of the collateral offered were taken into consideration. 
In commercial paper only a moderate volume of business was 
reported. Collections all over the country are fair, owing to the 
improvement in general trade, and merchants are not required to 
make much paper on that account. The demand, however, coa
tinued good, and all offerings were readily absorbed on the basis 
of 4 to 4½ per cent for the choicest names. At the principal Euro
pean centers, discount rates show no decided change. At Lon
don, th e Gpen market rate is 2 15-16 to 3 per cent, at Paris 2¼ per 
cent; at Berlin 4½ per cent, and at Amsterdam the rate is 2 15-16. 

The indications at the present time point to a continued firm 
market, but it is not considered probable that rates will work ma
terial higher. One argument in favor of higher rates is the call 
upon the National Banks for a portion of the government fund s on 
deposit. The amount to be called has not been officially :m
nounced, but it is thought that between $25,000,000 to $30,000.000 
will be paid into the Federal Treasury. As this amount will not 
be paid until after the turn of the year , and as funds are being 
received in la rge amounts from the interior, it is not at all likely 
that rates will advance materially in the near future. 

The Stock narket 
Transactions upon the Stock Exchange developed enormous pro-

1•ortions this week. and. although prices at times showed the effect 
o_f r ea) izing sales, the general tone continued decidedly strong. 
Early m the week the market was influenced by th e overwhelming 
Republican victory at the national election, and in many issues 
prices were carried to the highest point of the year. London was 
a heavy buyer of the internationals ea rly in the week, but subse
quently arbitrage houses sold moderately. There was also consider.
able selling for local account, but the readiness with which all offer
ings were taken prevented only slight recession in prices. On Mon
day the market showed renewed strength , and in spite of the un
favorable developments, such as the extremely poor showing made 
by the bank statement, the continued shipment of gold to Cuba, 
and the engagement of nearly $3,000,000 of the yellow metal for 
export to Paris, prices made further substantial gains. Toward the 
close there was considerable speculation in the specialties, and, 
although many of them rose sharply, the general market closed ir
regularly firm. 

The local traction issues were extremely active and strong. Man
hattan _continued '.o advance on reports of continued large earnings, 
the pnce advancmg 2¼ net to 164¾. Brooklyn Rapid Transit 
rose 1¼ to 67½. Metropolitan Secur iti es and Metropolitan Street 
Railway moved up in sympathy, the last-named rising 1 ½ to 123%, 
and th e former 2½ to 82¾. 

Philadelphia 
Increased strength characterized the market during the past 

week, and prices for several of the specialties established new high 
records. A prominent feature was the unusually heavy dealings 
in Philadelphia Rapid Transit, which were accompanied by a net 
gain of about 1¾ points. From 16% at the opening the price rose 
to 18, but subsequently eased off a small fraction. About 25,000 
shares of the stock was traded in. The directors of the com
pany have issued a call for the payment of an assessment amount
ing to $5 per share in the 6oo,ooo shares of stock. This is the 
fourth assessment, and is payable on J anuary 20, when the stock 
will have $20 paid in. It is said that a tacit ag reement has been 
reached with certain large interests, whereby the total assessment 
will not exceed $25. Consolidated Traction of New J ersey was 
again in demand by investors, and on purchases of about 1500 
shares, mostly in odd lots, the price advanced to 78½, or ¾ above 
its previous high record. Philadelphia Traction was dull, but 
steady, at 97%. Philadelphia Electric declined ¾ to 8¾ on the 
exchange of about 9000 shares, and U nion Traction lost a full 
point to 58 on the transfer of about 700 shares. Philadelphia 
Company common declined to 40 on sa les of 12,428 sh ares, while 
the preferred ran off to 46½. United Gas & Improvem ent was 
strong, upward of 15,000 sh ares changing hands at prices ranging 
from 106¾ to 107¾, the final transaction being at 107. The gross 
earnings of the Camden & Trenton Railway for the first week of 
November amounted to $2,594, an increase of 58 per cent over the 
corresponding week last yea r. The Trenton & New Brunswick 
Railroad's earnings for the same period was $1,050, an increase 
of 41 per cent over the same week in 1903. 

Chicago 
The Metropolitan Elevated Railroad has twenty-five of its sixty

eight new cars in se rvice, and an equal number are said to be in the 
shops here ready to be brought out. It is expected that the com
pany will make a better showing thi s month. Last month the 
sho_rtage of cars is said to have cut down traffic at the new 
terminal. 

Within thirty months Chicago can have a ten-mile, six-loop sub
way street railway system at a cost of $18,500,000, according to 
George W . Jackson, who has made a report on the subj ect to the 
local transportation committee. With the report were plans ol 

routes and a general outline of the scheme of construction and the 
advantages claimed for the system. The committee ordered the 
plans published, and Engineer Jackson agreed to have them ready 
within thirty days, when the subway proposition will be con
sidered. 

The hunting trip of Mayor Harrison and Corporation Coume1 
Tolman has given the traction settlement a serious setback ac
cording to the receivers of the Union Traction Company. N~arly 
everybody connected with the matter are more or less di sgruntled 
at the way th e chief officials of the city have treated the matter. 
Just now no one can be found who knows when the officials will 
return, or when the franchise negotiations will be taken up. Deal
ings in the Chicago tractions were extremely quiet this week, but 
prices generally displayed decided strength. Chicago Union Trac
tion, wh ich was entirely neglected last week, was dealt in to the 
extent of several hundred shares, the price rising several points 
to 13¾ when it closed. The preferred moved up two points to 
40. City Railway recovered sharply, the price scoring a gain oi 
2½ points to 185½, in the exchange of about 500 shares. West 
Chicago advanced 2¾ points to 50, on the purchase of an odd lot. 
Northwestern Elevated sold at 23 ½ for rno shares, and an odd 
lot of the preferred sold at 64. Metropolitan Elevated, after sell
ing at 22¾ at the opening, rose to 23½ on the purchase of 26o 
shares. 

Other Traction Securities 
The Boston market continued dull, but prices, as a rule, were 

strong, with the changes for the most part confin ed to the fraction. 
An exception to the rule was Massachusetts Electric preferred, 
which recovered sharply from last week's depression, the price ad
vancing to 57 or l ½ above last week's final price. The common 
was also better, about 1000 shares selling at from 13 to 14½. Bos
ton Elevated declined ½ to 154 for full lots, while odd amounts 
sold as low as 153. West End common was a small fraction 
higher, at 91 ½, while the preferred lost ½ to 91 ½. Trading in 
both issues was confined to odd lots. In Baltimore, United 
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Railway stock sold at i¾ and 8 for 600 shares, while 8oo of the 
preferred brought 30. The 4 per cent bonds were fa irly active and 
strong, $20,000 worth of them selling between 91½ and 92. T he 
incomes were extremely active, about $40,000 changing hands at 
from 44½ to 45¼ . Norfolk Railway & Light 5s were moderately 
active, $15,000 selling between 90½ and 90. Vi rginia E lectric Rail
way & Development 5s sold at from 97½ to 99 for $15,000. In the 
New York curb market Interborough Rapid T ransit d isplayed 
considerabl e activity and irregularity, but closed with a substantial 
net gain for the week. Opening at 153¾, it decl ined to r5r ¾ , but 
subsequently it advanced sharply to 158½, with the final sale at 
r 55¾- About 18,000 shares changed hands. It is reported that 
subway trains will run to New Roche lle in the near future, over 
the Harlem division of the New York, New Haven & Hartford. 
The statement of the Interborough Rapid Transit fo r the quarter 
ending Sept. 30, 1904, showed gross receipts of $3,232,949, against 
$2,938,753 in 1903, and $2,495,II2 in 1902. Surplus, after ,di 
charges, was $4n,3rr, against $214,944 in the cor responding period 
in 1903, and r 12,690 in 1902. The cash on hand on Sept. 30, 1904, 
was $641,384, and the profit and loss surplus was $2,184,359. 
',Vashington Rai lway common wa s extremely strong, 600 shares 
selling at 22 and 24. The 4 per cent bonds were strong al so, 
transactions in them being made as high as 85. 

Cincinnati, Newport & Covington preferred featured at Cin
cinnati, about 900 shares selling at 92½ to 92½. Several lots of 
the common sold at 31 to 31% . Cincinnati Street Rai lway was 
comparatively inactive with a few small sales at 144½. Detroit 
United gained strength and sold at 75 at the close of the week. 

Northern Texas Traction was in strong demand at Cleveland, 
and several small lots at 41 ¥3. T his stock has advanced from 
30 in th e last few month s, and it appears to be held by buyers 
who are seeking a permanent investment. The property is show
ing remarkable gains in earnings, and a recent report indicates 
that a large steel plant is to be located along the line which in
creases the interest in the stock. Cleveland Electric decl ined to 
74¼ on several small sales. There was a strong demand for 
traction bonds for investment purposes, and the sales in these 
issues aggregated $rr8,ooo worth. Aurora, E lgin & Chicago 5s 
receipts sold to the extent of $61,000 worth at 8--1-½ and 85. 
Northern Texas 5s sold to the extent of $2--1-,000 worth at 85 to 
85½, Western Ohio 5s sold at 67 early in th e week and advanced 
to 70 on sales of $12,000 worth. 

Security Quotations 
T he following table shows the pr esent bid quotations for the 

leading traction stocks, and the active bonds, as compared with 
last week: 

Closing Bid 
Nov. 9 Nov. 16 

American Rail ways . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 50 50 
Aurora, Elgin & Chicago .. ... ..... . ............................. -
Boston E levated ..... ... .... .. .................................... 153 154 
Brook lyn R apid Transit ............ . ............. : . . . . . . . . . . . .. . 67¼ 
Chicago City ......... .. .. . ... . ....... . ............................ 180 
Chicago Union Traction (common).............................. 9¼ 
Chicago Union Tract ion (preferred) ...... , .. , . .. . , ....... , .. , , .. 
Cleveland Electric .. . . . .. ... ...... , . ............. ... .... . ........ . 
Con solid ated Traction of N ew Jersey .. .. .. .. . . . .. . .. .. .. .. .. . . . 77½ 
Con solidated Traction of New J ersey 5s ....... . . .... ............. 110 
Detroit United . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 75 
Interborough R apid Trans it ....... . .. ... ....... ....... ........... 152½ 
Lake Street Elevated .. . . . . . . , . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3¼ 
l\fanhatt an R ail way . .......................... ....... ............ 162½ 
l\Iassachu setts E lectric Cos. (common)....... ....... ............ : 3½ 
l\Iassachusetts Electric Cos. (preferred)... . . . . . . . . . . . . . . . . . . . . . . . 55 
l\Ietropolitan Elevated. Chicago (common)... . . . . . . . . . . . . . . . . . . . 22½ 
l\Ietropolitan Elevated, Chicago (preferred) . . . . . . . . . . . . . . . . . . . . . 66 
Metropolitan Street ...... .. ....... ........... ..... . .............. 122 
l\Ietropolitan Securities .. , .... , ........ , ........................ , 80¼ 
New Orleans Railways (common) , .. . .. . . .. . .. . . .. .. . .. . .. . .. . . . 9¼ 
New Orleans Railways (preferred).............................. 27 
New Orleans Railways, 4½s, ... , .......... ................ ....... 75 
North American . . . . . .. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 96½ 
Northern Ohio Tract ion & Light ............................... . 
Philadelphia Company (common)................................ 41 
Philadelphia Rapid Transit .. .. .. .. . .. .. .. .. .. . .. . . . . . .. .. .. .. .. . 16¼ 
Philadelphia Traction . , .... ... , .. , . . .. . . .. . . . .. . . .. .. . . .. . . . . . .. . 97¾ 
South Side El evat ed (Chicago) . .. . . .. .. . . .. . . .. . .. .. .. .. . .. . .. .. 93½ 
Third Avenue ....... , .. , .. , ................. , .................... 130 
Twin City, Minneapolis (common) ............ : ....... , ...... , .. 106 
U nion Traction (Philadelphia) ......................... ,.......... 58½ 
U nited Railways, St. Louis (preferred),, ... , .. ,,., .. ,,,,., ... , ,, 66 
\Vest End (common) ............................................. 91¼ 
West End (preferred) • , , ..... , • , • , ....... , , , . , , , • , , ....... , , •• , • • 111 

68¾ 
180 
13 
40 

77¾ 
110 
76¾ 

153 
31/s 

167¼ 
16% 
58 
23 
66¼ 

124% 
82¼ 
9½ 

'2:l 
75 

105 

40¾ 
18½ 
98 

132 
106½ 

68½ 
68½ 
91½ 

112 

Iron and Steel 
T he "Iron Age," in its weekly record, says there is a buoyant 

fee ling all along the line, which expresses itself in an eagerness to 
buy for deliveries well into next spring whenever possible. The 
bill et manufacturers have advanced prices $r.50 per ton, to 
$21, Pittsburg, which means that outside mills buying raw material 
in the open market must look to better prices for fini shed material, 
and this they have done to some extent. P rices for fi ni shed iron 
and steel have actually r isen, or are advancing, in some respects, 
owing to the general fea r of such an advance. Boiler tubes have 
been advanced $--1- per ton. 

Met als 
Quotation for the leading metals are as fo llowing: Copper 14½, 

tin 29.20, lead 4¼, spelte r 5½. 

•• 
ST. LOUIS TRANSIT EARNINGS 

The increase in gross ea rnings of the St. L ouis Transit Company 
since Jan. r, 190--1-, has been most sati sfactory. Last month the 
climax was reached when th e total was recorded of $1,095,842 
gross, making the earnings fo r the year $8,394,143. The earnings 
of October, 190--1-, exceeded those of October, 1903, by $431,667. The 
belief is expressed that the total g ross earnings for the year end
ing Dec. 31 will be at least $ro,ooo,ooo. The total gross earnings 
for 1903 were $7,259,460, or $1,13--1-,683 less than the earnings for 
the first ten months in 190--1-. 

In future the U ni ted Railways Company will have charge of 
the proper'ty, and as there wi ll be no change in the officials, it is 
believed that the earnings will continue to show a healthy in
crease, thought a slight fa lling off is to be expected after the F air 
closes. 

The gross earnings of the company from J an. r to No. r follow : 
J anuary . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 565,098 
February . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 563,257 
March . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 645,481 
April . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 710,368 
May . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 837,872 
June . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 925,387 
July . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 984,644 
August . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . r,014,776 
September . . . . . . . . . . . . . . . . . . . . . . . . . . . . . r,051,452 
October . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . r,095,842 

Total ................ ............ . $8,394,143 

Gross earnings in 1903 ....................... . .. . 
Gain of ten months in 190--1- over total in 1903 ........ . 

•• 
TOLEDO ORDINANCE REFUSED 

$7,259,460 
r ,134,683 

At the meeting of the Toledo Council on Monday evening, Nov. 
1--1-, a message from Mayor Finch was read, vetoing the seven
ticke ts-for-a-quarter ordinance recently passed by the Council in 
favor of th e Toledo Railways & Light Company. A communication 
fro m President H. A. Everett, of the company, was also read, in 
which he stated that the company could not, and would not, accept 
th e ordinance or any other ordinance fix ing the rate of fare on any 
other basis than six tickets for twenty-five cents. T he Co4ncil 
then passed by a unanimous vote a resolu tipn to noti fy the company 
that no offer less advantageous to the city than the one refu sed by 
the company wonld be considered by the present body. Mayor 
Finch gave as his reasons fo r vetoing the grant, obj ections to 
clau s'es hav ing reference to t ransfers, expenditures fo r betterments 
and oth er details. He stated th at the rate of fa re was sati sfactory 
to him. 

Henry A. Everett was interviewed by a STREET RAILWAY JouRNAL 
representative shortly before the communication to the Council was 
1·ead. He stated that the offer made by the company some weeks 
ago of six tickets for a quarter with universal transfers was posi
tively the best proposition that a company operating in Toledo could 
make. If this proposition had been accepted, he said, it would have 
meant a loss to the company of nearly t en per cent per year, or 
about $rr3,ooo, as compar ed with the earnings at the present rates 
of fa re. A reduction to seven tickets for a quarter, and later a fur
ther reduction to eight tickets for a quarter, would simply be ruin
ous, he said. He thought that su ch rates might be possible in some 
cit ies where the hauls are all s;hort, but not in Toledo, where the 
hauls are unusually long for a city of its size. Mr. Everett stated 
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that at present the Toledo Company is operating under more than 
fo rty different franchi ses, and he said that only one of the important 
g rants expires in side of six years, and this is for a short piece of 
track. The more important grants do not expire for eleven years. 
O f course it is well known, as Mr. Everett says, that the stock
holder s will not vote any appropriation for improvements with the 
prospect staring th em in the face of an obstinate public demanding 
concessions that th e company cannot possibly make without jeop
ardizing the wh ole investment. On the other hand, with the fran
chise matter settled, there would be an incentive to make permanent 
betterments and to maintain the system in the best possible physical 
condition. Th e company h as made a liberal ·proposition, and this 
haying been refused, th e question will be left open until such time 
as it becomes necessary to take up the matter again. 

----♦----
ANNUAL REPORT OF THE MONTREAL COMPANY 

The report o f th e Montreal St reet Railway Company for the 
year ended Sept. 30, 1904, was presented to th e stockholders by 
President F orget, o f the company, at th e annual meeting on 
vVednesday, Nov. 2. The report shows gross receipts of $2,463,-
824, as compared with $2,222,787 fo r 1903. Th e operating expenses, 
placed at $1,510,997, increased about 15 per cent, due principally 
to the severe weather of last winter , and to the increase in the 
maintenance charges. Thi s, of course, affected the net earnings 
which show at $952,826 fo r 1904, as aga inst $905 ,939 for 1903. After 
providing for th e percentage on ea rnings accrued to the city, and 
interest on bond s and loans, the directors declared four quarterly 
dividends amounting to $624,500, and in view of the company hav
ing assumed its own fi re insurance risk , have placed an additional 
sum of $20,000 to the credit of the fire insurance fund, which now 
amounts to $267,904, and the $50,000 to the credit of the contingent 
account, leaving a surplus of $821.48. The operating figures as 
given in the report fo llow : 

Gross receipts .................... . .... . 
Operating expenses ................... . 
Net earnings . .. ...................... . 
Net income, per cent o f capital .......... . 
Passengers carried . ................... . 
Transfers ...... .. .. .................. . 
Operating expenses, per cent of car earn-

1904. 
$2,463,824 

1,510,997 
952,826 

II . IO 
60,281,834 
17,915,242 

ings. . . . . . . . . . . . . . . . . . . . . . . . . . . . ... 62. 37 
The balance sheet as of Sept. 30, 1904 shows : 

A SSETS 
Cost of road and equipment ....................... .. . 
Stores ... . ..... .. .. .... . ....... • • .. • • • • • • • • • • • • • • · 
Accounts receivable .. ............. . ....... . ...... . . 
Montreal, Park & I sland R ailway ... . ............. . . . 
Cash in bank and in hand . ......... .. ............... . 

Total ........ .............. . .......... . 

LIABILIT IES 

Capital stock ........ ........... . ..... . .... . ....... . 
Bank of Montreal loan . ............................ . 
Accounts and mortgages payable ................... . 
Accrued interes t on bonds ........................ . 
Accrued tax on earnings ........................... . 
E mployees' securities . ............................. . 
Unclaimed di vidend s ............................. . 
U nredeemed tickets ........................ · ....... . 
Suspense account ................................ . 
Dividend payable N ov. 2 ............ . ............ . . 
Fire insurance fund ..................... . . . ...... . 
Contingent account . ....................... . ....... . 
S urplus ..... ... ..... ............................. . 

Total. . . ... .... ...... . 

----♦----

1903. 
2,222,787 
1,316,848 

905,939 
II .41 

54,592,014 
16,774,595 

60.20 

$10,342,727 
187,548 
90,570 

168,241 
25,288 

$11,015,376 

$9,079,367 
318,166 
199,545 
33,351 

135,787 
12,983 

r,956 
26,766 

125,750 
165,000 
267,904 
129,231 
519,564 

$ r I,015,376 

SENTENCED FOR GIVING AW A Y TRANSFERS ' 

The sentencing in New York last week of a man convicted of 
trafficing in transfers is of interest to street railway companies in 
general, and especially to th ose companies th at find thi s illicit use of 
transfers a source of continual annoyance. T he offender, named 
Linden, a newsdealer, pleaded guilty in the Court of Special Ses
sions to giving away transfe rs, and sentence was passed giving him 
two days in the city prison or the alternative of a $10 fine, which 
he paid. 

The offense for which Linden was ar ra igned was comm itted on 
Nov. 1, and th e complainant was an inspector of the New York 
City Railway Company, who charged th at Linden on th at date 
gave a Belt line transfer to T heodore Stalter, "who was not law
fully entitl ed to it, and with intent to have it m ed by Stalter in 
lieu of fare." Stalter did use th e transfer, it is a ll eged, and was 
arrested. Hi s case is still pending. 

\Vh en Linden was held he was charged with se lling th e t ra ns
fer, and it was a ll eged that he made a prac tice of Legging trans
fer s from passengers and selling them to other passengers fo r 2 
cents. Th e law under which th e prosecution was made is a new 
one, Section 619A of th e P enal Code. 

----♦----
THE STREET RAILWAY YEAR IN MASSACHUSETTS 

At thi s early date estimates are being made of the result of th e 
operation of the street r a il way· companies of lVIassachu sett s for 
the fiscal year ended Sept. 30, 1904, of which r eturns are now be
ing filed by the companies with th e Board of Rail road Commi s
sioners, whose report a s to ea rnings will not be made pnblic until 
early next year . The impress ion seems to preva il th at th e g ross 
earnings of the roads will not be materially better than the pre
vious· yea r. The Bos ton E levated Ra ilway, the Boston Suburban 
E le,tric Companies and th e W orcester Con solidate a rc generall v 
cited as exceptions to this general sta tement, however . The Bos
ton "Financial N ews," in di scuss ing thi s question, says : 

"The great question with respect to the return s fo r thi s year 
will be as to the ex tent the especia lly severe winter increased 
the operating expenses. Some of th e lin es were fo rced to tem
porarily suspend operations entirely, and whil e they continued 
to run, had to contend with an excess ive cost. The percent 
age of operating to gross earnings of the 109 roads r eporting 
to the Railroad Commissioners for the fi scal yea r ending Sept. 
30, 1903, was 68.59 per cent, and th e ave rage fo r ten yea r s was 
68.48 per cent. In view of the conditions abo\'e described it would 
be safe to assume that the r atio thi s year will very closely ap
proximate 70 per cent. 

"A street railway authority estimates that all of the compa
nies thi s yea r would r efl ect an increase in gross of about ro 
per cent, taking in all of th e lines favorabl e and unfavorable. 
On this bas is and estimating operating expenses a t 70 per cent 
on the gross, the combined showing fo r th e fi scal year ending 
Sept. 30, 1904, would compare with 1903 as follows: 

"Fiscal year ending Sept. 30 : 
1904. 

Total g ross earnings. . . . $28,094,892 
Total operating expenses. 19,6q9,424 

1903. 
$25,540,81 l 

17,519,367 

Changes. 
Inc. $2,554,o81 
Inc. 2,150,057 

Net earnings . . . . . . . . $8,425,868 $8,021,144 Inc. $404,024 

"This compares with an increase fo r 1903 0Yer 1902 in net 
earnings of $447,822. 

"There have been a numlwr nf capital increases during the 
year, but no very large ones, so th at the total interest charges 
will not be materi ally g reater , and fo r thi s reason the net div is i
ble income should not be altered to any great extent. Dividends 
al so should r efl ect a small increase, bu t not sufficiently so to 
affect the surpl 11s showing. I t is likely, th erefo re, th at th e snrplus 
for th e yea r will be slightly in excess of las t vea r when th e total 
was nominal only amounting to $18,669, as ca'mpared with $250,
qo for 1902. 

"The above compari sons indicate that \\'hil e the ~treet railways 
as a whole ar e gaining in g ross ea rnings each \·ear operat in o
expenses have refl ected a more th an proportinnat<:: inc1'.ease, leav~ 
ing the net showing but little changed fr om yea r tu >'ca r . 

"Just how thi s is to be r emedied is th e prc ,lil em now confro nt
ing the management of th e different roa d~. Some of th em, 
notably the Boston E levated, have redu ced expenditu res pract i
·cally to the minimum, and wh en the Bo~ton & Northern and 
Old Colony Street R ailway Companies have completed power 
c-tation improvements. a material saving will be effected in im
portant essentials. Ent with some of th e oth er roads, it is appar
ent that vigoro11 s effort s in the natur e of economy must be made, 
and wh en th ese have been compl eted, the situat ion in th is State 
will be materi ally imp ro\'ecl. " 

•• 
The Ra il road Commiss ioners, of Massachusetts, have been 

awarded a gold medal fo r their exhibit at th e St. Louis Expos it ion. 
This exhibit was a miscellaneous one, including photograph s, blue 
prints, etc., connected with the construction of railroads and street 
rai lways. 
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MR. ANDREWS ON THE ELECTRIFICATION OF THE 
WEST SHORE 

Horace E. Andrews, president of the Utica & Mohawk Valley 
Railway Company, made the statement in Utica Saturday that the 
work of electrifying the West Shore Railroad between Utica and 
Syracuse, N. Y., would begin early in,the spring. Mr. Andrews 
says that the idea of using the third-rail has been abandoned, and 
that instead an overhead trolley with the wires at the sidt~ of the 
track will be used. Accompanied by Vice-President J ohn J . Stan
ley, General ]Vlanager C. Loomis A llen and Attorney Walter N . 
Kernan, Mr. Andrews made a trip of inspection over the proposed 
route, and said that all the plans were· practically completed for 
the running of electric cars over the road. The company has been 
denied the right of way for a double track in the villages of 
Frankfort, Ilion and Mohawk, and because of this the promoters 
will build the tracks around the villages mentioned. The trus
tees will not consent to grant the franchise unless a certain amount 
is given, and this price is considered prohibitive by Mr. Andrews. 
Mr. Andrews says that he will spend his entire time in Utica when 
the line is built through the connecting villages of Frankfort, Ilion 
:ind Mohawk. It was reported on Nov. 15 from Cleveland th at Mr. 
Stanley is to become the operating head of the West Shore electric 
properties. 

FIRST SINGLE-PHASE SYSTEM SOON TO OPEN 

It is very likely there will be witnessed next month the placing 
in operation of the first single-phase electric railway in the United 
States. The line so equipped is that of the Indianapolis & Cin
cinnati Traction Company, and the authority for the announcement 
of the proposed opening comes from President Henry, of the com
pany, who gives the date as Dec. 15. Not the whole line is to be 
opened, but only that part of it extending from Indianapo lis to 
Rushville. As has previously been noted in the STREET RAILWAY 
JOURNAL, the road is built for high speed, largely on private right 
of way, with excellent alignment. It is the intention ultimately to 
complete the line through to Hamilton, Ohio, and thus make it 
possible to give high-speed service between Indianapolis and Cin
cinnati, as the name of the company would imply. The con
tract for equipping the line is in the hands of the Westinghouse 
Electric & Manufacturing Company. · The trolley voltage will be 
3300 volts. This will be reduced by a transformer on each car. 
As the cars must operate over the 500-volt direct-current city 
lines in Indianapolis in order to gain entrance to the city, rheo
static control will be used instead of the induction control. The 
details of this equipm ent so far as they have been made µublic 
have already been published in the STREET RAILWAY J QURNAL, hav
ing appeared Feb. 27, 1904. 

NEW YORK & LONG ISLAND TRACTION COMPANY TO 
OPEN LINE FROM HEMPSTEAD AND FREEPORT 

TO BROOKLYN 

The managers of the New York & Long Island Traction Com
pany announce that their south side road from Freeport to the 
te rminus of the Kings County Elevated Railroad, at Grant Street 
:-ind Liberty avenue, Brooklyn, will be completed and cars running 
over the line by Dec. 15. The rails are laid and poles and wires 
are in position from Freeport, in Nassau County, to the Rockaway 
Road and the line is completed from its western terminal to a 
point within a mile and a half of where the workmen are engaged 
in building from the east. This gap of a mile and a half, it is 
expected, will be completed in the next three Weeks. 

The new line is 17 miles in length, from Freeport to the Brook
lyn line, and runs over a private right of way for all but 3½ miles. 
It is a single track road, but with numerous turnouts and double 
track lines through the villages of Freeport, Baldwin, Rockville 
Center, Lynbrook, Valley Stream and Springfield, and on Broad
way, Woodhaven. 

Express trains are to be run from Freeport to Brooklyn in 
fifty minutes, and the managers say possibly less. Stops will be 
made only at the villages. \ Vay trains will make the rurt in about 
an hour. Cars will be run under thirty minutes headway, and the 
fare from Freeport to Brooklyn will be 20 cents. A close con
nection will be made between the new line and the Brooklyn Rapid 
Transit elevated and surface liHes. 

The New York & Long Island Company already has another 
branch running from Freeport to Mineola and branching from this 

division at Hempstead there is a line extending westward over the 
Hempstead and Jamaica turnpike to Queens, where a n nnection 
is made with the Long Island Electric R ailway to J amaica. Next 
spring the company will bu ild a branch of its own through to 
Jamaica along the sou th side of the Long Island R ailroad track. 

The managers are now making an effort to get a franch ise as 
far east as Babylon. The company's ultimate intention is to carry 
freight and express. ___ ................. - --

CHANGES IN THE BROOKLYN POLYTECHNIC INSTITUTE 

The Brooklyn Polytechnic Institute announces some important 
additions to its professorial force. W. S. Barstow, the well-known 
consulting engineer and former general manager of the Brooklyn 
Edison Company, has been elected a member of the faculty of the 
institute, and will serve in the department of electrical engineering 
as consulting professor of central station practice. Dr. Louis Dun
can, the well known consulting engineer, has also become a member 
of the faculty of the institute, as consulting professor of electnc 
traction. Thomas D. Lockwood, head of the patent and technical 
information bureau of the American Telephone & Telegraph Com
pany, and advisory electrician for the Western E lectric Company 
and for the Bell Telephone Company of Canada, has also joined the 
faculty, as consulting professor of telephony, telegraph and patent 
practice. Charles F. Scott, chief electrician of the Westing
house Electric & Manufacturing Company, has become a member 
of the board of consulting professors of the department of elec
trical engineering, and will give instruction concerning engineer
ing in a large electric company. Dr. F. A. C. Perrine, fo rmer 
president of the Stanley Electric Manufacturing Company, and 
for some years professor of electrical engineering in the Leland 
Stanford, Jr. , University, is another new member of the facu lty of 
the institute, and will affiliate with the department of electrical engi
neering as consulting professor in long distance electric power 
transmission. 

•• 
PLANS FOR CHICAGO SUBWAYS 

George W. Jackson has reported to the local transportation com
mittee, of the Chicago City Council, a plan for a system of down
town street railway subways to cost about $18,577,000. 

The routes suggested for the different lines are: 
I. Twelfth Street and Wabash Avenue north to Van Buren 

Street, east to Michigan Avenue, to Randolph Street, to State, to 
\Vashington, to Wabash Avenue, to Jackson Boulevard, south in 
\Vabash to Van Buren. Acquire property at Wabash Avenue, 
Twelfth Street, and Harmon Court for subway exits and entrances. 

2. Entrance at State Street and Eldredge Court, east to rear of 
property facing State, north to Peck Court, west to State, north 
to Polk Street, north then by double track in State Street to J ack
son Boulevard, east to Wabash Avenue, north to Washington 
Street, west to State, south to Jackson Boulevard. 

3. Entrance at Eighteenth Street on private property between 
Armour Avenue and Dearborn Street, via double t rack north of 
Seventeenth Street, west to Clark, to Jackson Boulevard, east to 
Dearborn Street, north to Quincy, east to State, north to Madi
son, west to Dearborn, south to Quincy. 

4. Halsted and Van Buren Streets to Desplaines Street, to Clin
ton Street, to Franklin, to Jackson Boulevard, to La Salle Street, 
to Adams, to Dearborn, to Monroe, and return. 

5. Touches the following streets: Madison and Halsted, Des
plaines, Madison, Franklin, Monroe, La Salle, Dearborn, Madison, 
State, Washington and Madison. 

6. Entrance North Clark and Ontario Streets, touches Ohio 
Street by way of North Clark Street, Randolph , Washington, Dear
born, on double track to State, Randolph, Clark. 

The cost of these routes is figu red as fo llows: 

2 ...............•.•...................•............ 

3 ......... ........................•................ 

4 
5 
6 

....... ............... ··.·· ........................ . 

Total ......................... . .............. . 
Property to be bought ............................. . 
Engineering expenses ............................. . . 
Incidentals . . . . . . . . . . . . . . . . . . . . ................... . 

$2,776,197 
1,997,473 
4,071,453 
2,393,546 
2,476,807 
1,894,721 

$15,610,197 
1,250,000 
1,092,713 

624,403 

Total . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . $18,577,313 
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IMPORTANT LEGAL DECISION IN NEW YORK STATE 

The decision just made by the Appellate Division of the Supreme 
Court overthrows the precedent established by the Court of Ap
peals in the case of the A uburn Interurban Electric Railway, which 
extended its line from Skaneateles to Marcellus, a distance of 
6 miles, without having obtained permission from the State Rail
road Commission .. 

Under that decision, which held that the Auburn Interurban 
Railway was within its rights, there has come to be a general un
derstanding that any electric railway that has a certificate or 
franchise from the State Railroad Commission has a right to ex
tend its lines, without further application to the Commission. 
Under this understanding, trunk lines have been proj ected through 
different parts of the State, h aving as their genesis established 
electric railway systems only a few miles in extent. 

The matter came before the Appellate Division in the form of 
an appeal by the plaintiff in the case of the New York Central 
against the Buffalo & Williamsville Electric Railway Company. 
As they appeared in the papers on appeal, the facts were substan
tially as fo llows : 

The Buffalo & Williamsville Company, the defendant, a street 
surface railway company, was incorporated in August, 1891, ac
cording to Chapter 565, of the Laws of 1890, the R ailroad Law. 
Tn its certificate of incorporation its projected road was set out 
as extending from the north boundary of the city of Buffalo at its 
intersection with the Buffalo & Williamsyille road to the east 
boundary of the village of vVilliamsville, a distance of 5 miles . Its 
termini were declared to be the north boundary of Buffalo and the 
east boundary line of Williamsville. The railroad was completed 
in 1893, and has since been in operation. In March, 1902, the 
Buffalo & Williamsville Electric Railway Company fi led its cer
tificate of intention to extend its railway from Williamsville to 
Rochester. 

According to the statement of facts set forth in the papers on 
appeal. the company had made maps of its projected route, pro
cured rights of way and expended money preliminary to the actual 
building of the road, and intended to make a continuous road to 
Rochester. 

These further fact s appeared on the appeal: The Buffalo & 
Williamsville Company had not obtained or applied to the Rail
road Commission for a certificate "that public convenience and 
necessity require the construction of said railway as proposed in 
said articles of association." The company intended to construct 
and operate the road without obtaining a certificate, since it in
tended merely to extend its exist ing road. The summary of 
facts continues : 

"The plaintiff (the New York Central) has been operating a 
railroad between Buffalo and Rochester for many years, and now 
has five distinct lines connecting the two cities, the facilities to 
some one of which are accessible to every part of the territory 
to be traversed by the road of the defendant, and to each line of 
which it would be a competitor. This action is commenced to 
restrain the defendant from constructing its road unless and until 
the Board of Railroad Commissioners h as certified to the conven
ience and n ecessity thereof." 

The Appellate Division, before which the appeal come, ordered 
that the judgment of the lower court from which the appeal was 
taken be reversed, and ordered a new trial on questions of law 
only, the Appe llate Court having examined the facts and fo und 
no error. T he opinion was written by Justice Spring, all the other 
members of the court concurring. 

•♦ 

OFFICIAL INVESTIGATION OF SUBWAY AIR IN NEW YORK 

Whether or not the air in the New York subway is as bad as sev
eral physician s assert it is, will be determined by the Board of 
Health. Since the publication of a statement that the air was defi
cient in oxygen, th at it was dangerou s to the health of those who 
use the tunnel, and alarmingly so to persons with weak lungs and 
hearts, there has been much di scnssion of the reported danger. It 
is true that physicians folly as eminent as the doctor who first 
made the statement have declared that the air in the subway is no 
worse than that in th eatres. 

Professor Charles F. Chandler, of Columbia University, has 
heen appointed to examin e atmospheric conditicns in the tunnel. 
President Darlington, of the Board of Health , sa id last week that 
he had seen many reports of physician s regarding the air in the 
subway, that it would 11ot support life, and other fau lts. He said 
no complaints had been received by the board; that the air was 
in good circu lation as far as he knew, and would support life, 
but he wish ed to satisfy public feeli ng-. Personally, Dr. Darling
ton is of the opinion that the critic isms of the unsanitary condi-

tion of the subway have been exaggerations. According to his 
inspectors, who have been traveling over the line since the opening 
day, the air at all times has contained sufficient oxygen. Slight 
stagnation has been found at several stations, but it was not of a 
serious nature. 

CONTRACTS FOR MOTOR EQUIPMENTS FOR LONG ISLAND 

The truth is out about the indefinite statement made in the 
daily press last week regarding the placing by the Long Island 
Railroad Company with the Westinghouse Company of a contract 
for motor equipments. The Long Island Company has ordered 
122 motor cars of the type used in the New York subway, to 
be equipped with two 200 hp motors each. The multiple unit 
system of control will be used. This equipment is for use on the 
surburban lines out of Brooklyn that the company is now equip
ping with electricity, and has nothing whatever to do with any 
other portions of the line or the tunnel now being constructed by 
the Pennsylvania & Long Island Railroad to connect New York 
and Long Island. In the STREET RAILWAY J OURNAL of Feb. 7, 
1903, was published a map showing the lines of the company to 
be equipped with electricity, and a summary was given of thi s 
work, which placed the mileage of these lines at 71.71 miles. Ac
cording to Vice-President Potter, of the company, 45 miles are 
now undergoing a change of power. These lines are as follows: 
Flatbush Avenue to Jamaica and Queens; Ozone Park to Rocka
way Beach; Hammels to Valley Stream; Jamaica to the Metro
politan Race Track. 

TWO PHILADELPHIA MANUFACTURERS RECEIVE HIGH 
HONORS AT ST. LOUIS 

T he E lectric Storage Battery Company, of Philadelphia, Pa., 
has received gold and silver medals fo r its exhibit as follows: 
Gold medal , Group 68-Storage batteries, controlling and regu
lating apparatus, the working exhibit, showing booster system for 
r egulation. Gold medal, Group 69.-Model central station storage 
battery installation, the working exhibit, showing booster system 
fo r regulation. Silver medal, Group 67- Switchboards for con
trolling and regulating storage batteries. 

William Wharton, J r., & Company, of Philadelphia, Pa., have 
been awarded a gold medal at the Louisiana Purchase Exposition 
fo r their special track work. It is the highest award given out 
for switches, frogs, crossings, etc., and was awarded particularly 
on account of the great improvement in these articles produced 
by the company th rough the introduction of manganese steel into 
the parts of the greatest wear in both street railway and steam 
railroad track work. 

••• 
RECORDS OF AIR-BRAKE TESTS 

The Westinghouse Air Brake Company has recently published 
an extremely valuable book of 342 pages, pocket size, entitled "Air 
Brake Tests." T his book is one which every engineer will find 
useful, and it is practically invaluable to all consulting engineers 
who have much to do with the design of high-speed electric rail
ways. In the highest class of electric rai lway construction work 
of to-day, it is the well recognized practice of the designing en
gineer, before finally determining upon the lay-out of his road. 
to prepare a series of run sh ee ts based upon the proposed schedule. 
If a series of charts of th is kind, with acceleration and braking 
curves is laid out for each of the finally propose d routes and sets 
of schedules, a choice can often between several tentative plans 
be made which will have an important effect upon the first cost 
and the operating expenses. To do this properly, a knowledge 
of the principles of bra king is essential, and this it is the purpose 
of the manual to supply. After a short introductory chapter on 
the development of car braking, about eighty pages are devoted 
to the historic Gaitan-Westinghouse tests, which were conducted 
in England in 1878 and 1879, and which have had a greater influence 
on the science of braking cars than any other tests before or since. 
Following the record of these tests are particnlars of the Paris
Lyons tests of 1879; the Burlington brake tests, of 1886: the West
inghouse freight tests, of 1887; the Karner tests, of 1892; the Sang 
Hollow tests, of 1900; the Ship Road tests, of 189-1-: the Nash ville 
tests, of 1895, and the recent Absecon and Atsion tests. 

It is needless to say that these tests give practically all of the 
empirical data available which the railway rngineer re<1uires in 
his calculations. The album is elaborately illustrated with dia
grams showing the test ru ns. retardation, etc., under different 
conditions as well as with a number of ill11strations of the West
inghouse braking apparatus. 
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NEW PUBLICATIONS 

Telephony in six parts ; Part V, the Sub-station, by Arthur 
Vaughan Abbott. -!-73 pages, illustrated. Published by the 
McGraw Publi shing Company, N ew York. Price $1 in set ; 
$1.50 when sold separately. 

T his is the fifth volume of th e valuable treati ses on telephone 
engineering from th e pen of Mr. Abbott, the previous volumes 
being entitled respectively: T he Location of Central Offices, the 
Construction of U nderground Conduits, the Cable Plant, Construc
tion of Aeria l Lines. T he first portion of Vol. V. is devoted to the 
receiver and transmitter, while later chapters are devoted. to in
duction co il s, sub-station ci rcuit s, transmission and current sup
ply, signa lling, protection, party lines, etc. For several r easons 
thi s volume is the most ir.teresting to the electric railway engineer 
as well as to the layman, fo r to both it describes the portion 
of the telephone system with which h e h as most to do. 
Poor's Manual for 190-1-, 1450 pages. Published by Poor's Rail

road Manual Company, New York. Price, $ro. 
The reliabili ty and completeness of this annual publication have 

been tested by investors and others interested in railroad and 
indu stri al securities for the past thirty-seven years, and the last 
annual volume will be welcomed by all those to whom the previous 
issues are fami liar. The st eam railway section, as u sual, com
prises the greater part of th e book, and a number of the proper
ties are illu strated by maps. In add ition, however, the manual 
has a st reet r ailway department, a miscellaneous corporation de
partment and sections on State and municipal indebtedness, .etc. 
A lternat ing Current E ng ineering, by E. B. Raymond, 232 pages, 

illustrated. Published by D. Van Nostrand Company. Price, 
$2.50. 

T his book discu sses the theory of alternating currents, their dis
tribution and alternating-current apparatus in a practical way. 
'\Vhile it is not exactly the book we would r ecommend for be
ginners, it wi ll be fou nd very usefu l to those who have a sligh t 
knowledge of alternating current phenomena, and who wish to 
acquire a more intimate acquaintance ,vith their general laws. The 
book includes a chapter on testing. 

----♦----
STREET RAILWAY PATENTS 

[This department is conducted by Rosenbaum & Stockbridge, 
patent at torneys, 140 Nassau Street, New York. ] 

UNITED STATES PATENTS ISSUED NO V. 8, 1904 

77-1-,373- Street Railway ~ witching Mechani sm ; 'Nalter J . 
Bell, Los Angeles, Ca l. App. fi led May 21. 1903. The switch is 
actuated by fluid pressure controlled from the ca r by electrical 
means. 

774,396. Retractab le Car Fen der; A ndrew D. Pidgeon, Chicago, 
111. App. fi led Aug. ro, 190-1-. A retractable, V-sh aped fender pro
,·ided with novel means for advancing and retracting the same 
through the actuat ion of a single controlling mechanism. 

77-1-,52-1-. Trolley Guard fo r E lectri c Railways: J ohn Kress, New 
Rochelle, N . Y. App. filed March 16, 1904. The trolley guard 
1s so connected by mean s of a rod and pivots , with th e base o f the 
pnle, th at it is held in vertical relat ion to the wire at a ll times. 

774,53-1-- Trolley; J oh n vV. Rockafellow, Sergeantsv ille, N. J. 
App. fi led Aug. 18, 1904. The harp is so connected to the pole as 
to have movement vertically and laterally with relation to the 
pole. 

PERSONAL MENTION 

MR. CHARLES T. YERKES, of London, a rrived_ in New York, 
\Veclnesday, Nov. 16, on the North German Lloyd liner Kai ser Wil
helm der Grosse. 

MR. CHARLES F. V AEGER has resigned as manager of the 
Laredo Electric Light & Street Railway Company, of Laredo, Tex. 
Mr. J. H. Savage has beeu elected as his successor. 

MR. JOHN F. OHMER, vice-president and general manager of 
the Ohmer Fare Register Company, of Dayton, Ohio, has just r e
furned from a three months' successful business trip in Europe. 

MR. CHARLES LANG. fo rmeriy with the Wheeler Condenser 
& Engineering Company, h as joined the sales department of the 
A. D. Granger Company, at the New York office. Mr. Lang will 
make a specialty of pumps and condensers. 

MR. M. C. LUDLAM, who for a number of years was con
nected with the Public Service Corporation, of New Jersey, has 

been appointed general superintendent and assistant to General 
Manager J. A. Trawick, of the Little Rock Railway & Electric 
Company, of Little Rock, Ark. 

M R.. J. H. DONNELL, of Pittsburg, Pa., has been appointed 
superintendent of the San Bernardino Valley Traction Company, 
of San Bernardino, Cat, to succeed Mr. Chas. S. Putnam, resigned. 
Mr. Donnell is a street railway man of twelve years' experience. 
He has of late been a division superintendent for the Pittsburg 
Railways Company. 

M R. R. W. CO NANT, the well-known Boston engineer and 
inventor of railway testing apparatus, is now at Aurora, Ill., as 
chief engineer of the construction of the Aurora, DeKalb & Rock
fo rd E lectric Traction Company's line, now building between 
Aurora and DeKalb. Mr. Theodore Wooster, of Aurora, is the 
pres ident of the company. 

MR. CYRUS ROBINSON, vice-president of the Power & Min
ing Machinery Company, is ill with typhoid fever at his home, at 
Mount Vernon, N. Y. Mr. Robinson is a well-known authority 
on the economical use of fuel, and his illness is probably directly 
traceable to overwork and activity, as he has taken an active part, 
during the last two years, in the development of gas generating 
plants. 

MR. HENRY A. EVERETT, of Cleveland, with a party of 
twenty gentlemen, including official s of the various city and inter
urban system s of Cleveland, made a trip from Cleveland to Detroit 
and r eturn thi s week in Mr. Everett' s private car "The Josephine." 
Thi s is the fir st through run between the two centers. The 
completion of th e Detroit, Monroe & Toledo Short Line made the 
trip possible. 

MR. MATTHEvV C. BRUSH, general manager of the Boston 
Suburban E lectric Companies, has been vis iting in the West to 
inquir e into traction methods. A special study was made by him 
of the Twin City Rapid Transit Company, which operates in Min
neapolis and St. Paul. Like many others who have inquired into 
Twin City methods , Mr. Brush is of the opinion that the system 
is a model of completeness and conservative management. 

MR. J OHN B. PARSONS, president of the Philadelphia Rapid 
Transit Company, accompanied by Chief E ngineer Twining, has 
returned from a month spent in Europe, where, with Mr. John 
M. Mack, a director, h e inspected a number of electric traction 
sys tems. A careful study was made of the roadbed construction 
of the elevated lines in Berlin, and M r. Parsons is quoted as 
stating that the methods employed th ere fo r minimizing noise will 
probably be aclopted in the construct ion o f th e loca l elevated lines 
in P hiladelphia. 

l\fR. S. J. DILL, superintendent of the M ichigan Traction Com
pany, of Kalamazoo, Mich., has tendered his res ignation, to take 
effect Nov. 20. Mr. Di ll res igns to become general manager of 
th e Youngstown & Southern Railway Company, now building a 
third-rai l line from Youngstown to East Liverpool, in the eastern 
part of Ohio, a di stance of about 60 miles. Sixteen miles of the 
road are now completed and are being operated t emporarily by 
steam. Mr. Dill came to Ka lamazoo from Ypsilanti las t D ecember. 
A t Ypsilant i he was for two years superintendent of the Detroit, 
Yp silanti , Ann A rbor & J ack son Railway. His railroad career was 
begun in New J er sey. From New J er sey h e went to New York, 
where h e became connected with the New York City Railway 
Company. He resigr1ed from thi s company to enter interurban 
railroading in Michigan. The Michigan Company has not yet 
decided who sh all be Mr. Dill's successor. 

MR. W. A. NELSON, formerly assistant superintendent of the 
'\Vestinghouse E lectric & Manufacturing Company, was appointecl 
superintendent of equipment of the Allis-Chalmers Company Oct. 
l, 1904, having begun hi s service with that company in August. 
During his connection o f nea rly five years with the W estinghouse 
Company, Mr. Nelson had immediate charge of the plans for the 
arrangem ent and location of machinery in the new east machine 
shop. Prior to hi s connection with the Pittsburg company, he 
had similar duties at the works of Pratt & Whitney Company, go
ing to Hart fo rd from Fitchburg, where he had been superintendent 
of the Simonds Rolling Machine Company for a number of 
year s. Oth er recent appointments in the Allis-Chalmers Company 
include: l\fr. R. C. Wright, for several years in charge of the 
design of special tools and fixtures used in the manufacture of 
steam turbines at the East Pittsburg works of the Westinghouse 
Machine Company, to a similar position at the Milwaukee works of 
the A llis-Chalmers Company; Mr. Charles F. Barth, formerly 
foreman at the East Pittsburg works of the Westinghouse Machine 
Company, as foreman of the steam turbine department at the West 
A lli s works, and Mr. C. A. Derby, formerly assistant manager of 
th e Lyon Cypress Lumber Company, a member of the selling staff 
of the Allis-Chalmers Company, in its saw mill department. 




