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Interurban Service on the Rock Island 
The Rock I sland Railroad has begun war on the electric in

terurban roads in Iowa by establi shing frequent train service 

at two places. Between Cedar Rapids and Iowa City it is an
nounced that hourly s~rvice will be maintained on week days , 
with numerous excursion trains on S undays. Round-trip 
tickets between Cedar Rapids and Iowa City ( 28 miles) will be 

sold for $1, with a 50-cent rate on Sundays. Between D es 
Moines and Colfax also a similar competition wi ll be made 

with the electric road. This service is of the. same nature as 

that recently started in several points in Illinois by the Illinois 

Central and Chicago & A lton Railroads. T hus it appears that 

another steam road has some money to burn. This present 
wave of interurban competition by steam roads is like the 

chickenpox, rather uncomfortable fo r the para llel in te ru rban 
roads while it la sts, but not likely to work any permanent 
rnjury. 

Numbering Cars in Classes 
All electric railway systems. wh ether fo r city or interurban 

~ervice, accumulate sooner or later a la rge number of classes 
. and kinds of cars. Open and closed motor and tra il cars, 
freight motors and .trailers, line cars, cinder cars a re some of 

these, and often there are many others. Usually these are 
purchased at different times and are given numbers in sequence 

as they are purchased. However, much confusion is often 

avoided by following the practice of steam railroads and the 
larger street railways, and numbering the different styles of 

cars according to their classes. \i\There there are less than 100 

cars of any one class, the number 100 may be taken as a basis. 

The closed motor cars might be given numbers between I and 

100. The open motor cars could be numbered from 100 to 200. 

The closed trail cars, the open trail cars and th e several oth er 

classes could be given a similar range of numbers. 
The system might be extended furth er by taking into con

sideration the size of the car. Then those with the shorter 

bodies could be given the smaller numbers of each class. \i\Tith 
such a system the mere mention of the number of a car carries 

with it mt:>re or less of a definite idea of the car itself and would 
often make unneces'sary furth er description to identify it. 

Mirrors in Cars 
Mirrors have been used for decorative and use ful purposes 

both in steam and electric ra ilway coaches for some time. T he 

placing of such mirrors has been somewhat a matte r of the 
personal taste of the manager of the road. To some, mirro rs 

appeal as a decorativ e feature, to oth ers simply as conveniences 

for passengers, and to still others as necessary or unnecessary 
nuisances. It is easy to overdo the use of mirro rs, especially 

for decorative purposes. vVhile they are handsome when new, 
many of them a re almost certain to have the backing fl aked 

off in the course of time, after whi ch they are an abomination 
in the eyes of everyone. T he present tendency is toward sim

plicity and toward securing as much window space as possible. 
Thi s has kep,t down the use of mirrors somewhat. Neverthe
less, when a mirror or t wo is placed in an in terurban car 
where it is of use to passengers, observation will usua lly 
show that it meets the approval of the publi c by the number of 
times it will be used in a day. An overdose of mi r ro rs in a 
c ity car , however, is likely to be much of a nuisance before a 

car is many years old, and there is not likely to be any violent 

reaction from the present sensible tende ncy to simplicity in 
car interiors. 
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Track Gages on American Street Railways 
I t is a revelation to one who has never given attention to the 

subject to learn of the large mileage of electric railway t rack 
in the United States which is other than the standard 4-ft . 
8;½ -in. gage. In four large cities, Baltimore, Philadelphia, St. 
Lou is and Cincinnati , the street railway track gage is slightly 
wider than standard. In E astern P ennsylvania, \Vestern New 

J ersey, Delaware and Maryland, gages of 5 ft . or 5 ft. 2 ins. 
a re almost universal, while in a number of \ Vestern citi es a 

gage of 3.½ ft. is frequently found . These gages caused little 
thought or annoyance, except on the part of manufacturers and 
supply men, until the era of interurban development began. 
T hen there was t rouble a t once. In some cases where the in

te rurban lines have been built out of cities as continuations of 
city t racks, the oclcl gage has been continued. In other cases 
where independent companies have built the interurban lines, 
standard gage has been adopted. I n Cincinnati , wher e city 
t racks a re 5-ft. 2_½-in. gage, a pa rt of th e interurban lines 

built have adopted the same gage, while those connecting with 
interurban lines in other par ts of t he State have standard gage, 
necessitating a change of cars at the city limits. This change 

is an expensive nuisance, but is not as bad as it would be were 
it not that a special car marked like an in te rurban car con
nects with the interurban line at the city limi ts. In the East 
there is another confusion of gages whi ch is beginning to make 
trouble, as the t racks from Baltimore to T renton are wider 
than standard gage, while those in J ersey City and \Vashington 
a re 4 ft. 8.½ ins. T his militates g reatly against through ser
vice between P hiladelphi a and New York, and betw~en Balti
more and \Vashington. In Los Angeles, when in te rurban con
struction was begun, the city gage of 3¼ ft. was abandoned 
by the interurban and a third ra il was laid to permit of the in
te rurban ca rs coming over the city t racks. At P ortland also 
the gage is 3.½ ft., and until recently thi s gage was in use at 
Tacoma. T he importance of the interurban and suburban 
lines, however, caused th e changing over of gage in Tacoma 

a short t ime ago. In Denver, where the gage is 3.½ ft., the 
interurban lines have been built fo r the same gage. In St. 

Louis, where the gage is 4 ft. ro ins., the absence of long in
te rurban lines has prevented any serious inconvenience from 
thi s odd gage, but un fo rtunately for the East St. Loui s lines, 
the practice in S t. Loui s influenced the street rai lway con
stru cti on of the city ac ross the river, although there has not 
been any physical connection between the street railways of 

St. Loui s and East St. Louis. T he East St. Loui s and bridge 
lines were also built with a 4-ft. ro-in. gage. Recently inter
urban roads from the north and east have sought ent rance to 
East S t. Louis, and we note elsewhere this week a change to 
standard gage on the East St. Loui s lines, making it possible 
to enter into t raffi c agreements with whatever standard gage 
interurban roads may seek entrance to St. Louis over the East 
S t. Loui s ~racks. 

Switches at Sidings 
A t the last conventi on of both the Ohio and Indiana associa

tions there was some di scussion on the comparative merits of 
stub-end sidings and sidings leading to the main line at 
both ends. I n Ohi o it seems to be a very common practice to 
have double-end sidings at -meeting points equipped with spring 
point switches, so that cars can pass each other without the 
necessity of the conductor throwing a switch at either end of 
the siding. As fa r as convenience of operation at regular meet
ing points is concerned, there would seem to be no doubt that 

this was the best plan, although fo r va rious reasons there are 
a number of roads where the practice is difficult. 'Ne have in 
mind one large interurban system wh ere spring point switches 
normally set fo r the main line were in universal use, but the 
practice was abandoned in favor of fixed point switches on ac
count of several wrecks whi ch occurred to cars a ttempting to 
pass over fac ing spring poin ts at high speed,one truck taking the 
switch and the other taking the main line, with results which 
can well be imagined. Nevertheless, some trackmen and man
agers ma intain th at with careful inspection and maintenance 
of spring point switches such a thing should never occur, and 
the long reco rds of successful operation with such switches 
cited by some of the Ohio managers go to prove these claims. 
One plan, whi ch certainly has safety as its strong point, even 
if awkward in many ways, is that of using stub sidings and 
making them all face in one direction, for example south, and 
having a rule that all cars going south or in a direction facing 
the switch points, shall take the siding at meeting points, leav
ing all cars going in the opposite direction to pass through on 
the main line without the necessity of stopping. In this way 
no car runs at high speed over a facing point s_witch at a siding 
where another car is waiting. F acing point switches on a high
speed track have been avoided for years' by many railroad 
managers, and the recent accident at lVI ento r, Ohio, with the 
fast New Yo rk-Chicago train, simply emphasizes the desir
ability of doing away with them as far as possible. 

Aside from the qu esti on of slightly greatei; safety, the prac
tice with stub-encl sidings just spoken of is certainly not de
sirable, because of the time lost at sidings by. the cars which 
have to take the siding at all turn-outs. It is quite likely to he 
the case that cars which must take the sidings at all turn-outs 
will be the ones which a re late, and that the cars in the oppo
site direction must wait for them at turn-outs and waste con
siderable ti me whi ch mi ght well be ·utilized in going on to the 
siding and clearing the main line for the belated car which 
needs to make up t ime. The same safety could be secured 
by making half the sidings face north and half south on a 
north and south road, making it a rule that cars facing the 
switch point at any siding shall take the siding. This will bal

a nce up the delays due to backing out of sidings, but the delay 
and nuisance still exists, although di stributed between the cars 
going in both directions instead of concentrated on cars going 
in one directi on as befo re. In the minds of many managers, 
the delays and dangers of backing out of sidings counterbalance 

the ri sks involved in double-end sidings. 

Dinner Trips 
The Detroit "United \ Veekly" recently published an attrac

tive little editorial on "dinner trips." This does not refer to 
t rips made by extra men and trippers while the regulars are 
ge tting dinner, but pleasure trips made by passengers to points 
on the suburban and interurban lines of the Detroit United 
Railway, where a good dinner can be obtained and a return to 
the city be made in the cool of the evening. The Detroit 
United Railway is fortunately situated in having numerous 
very attractive places on its line to which such dinner trips 
can be made. This brings to mind the fact that it is desirable 
for all interurban and suburban roads to encourage attractive 
eating places at points on its lines so as to make this kind of 
excursion business possible. An interurban road which does 
r. ot give any kind of buffet or lunch service can well afford to 
look after such matters, not only on account of pleasure traffic, 
but because of regular business, which has been known to he 
well provided for in this respect in the past. 
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The Type of Car for City Use 
Although we recently discussed at length the question of the 

proper type of car for city use, in connection with the report 

of the New York State convention, the importance of the sub
ject and general interest in this matter by all city companies 

warrants further consideration of it. The discussion at the 
New York State convention covered mainly the engineering 

points involved, namely, the cost of operation and cost of main

tenance. \Vhat has really determined the matter in the vast 
majority of cases has been public sentiment and the desire of 
railway managers everywhere to give the public th e type of 
car it likes best. As to whether a car shall be single or double 
truck, the size of the road seems to have been and usually 

should be the governing factor. If the road has enough traffic 
to call for cars on short headway, so that lengthening the cars 

does not necessitate too long an interval between cars, the 
double-truck car has been selected because of public sentiment, 

the decreased cost of platform labor and the fact that the 
double-truck car on a poor or indifferent track rides much 
better than a single-truck car. As to whether a cross-seat car 
of the semi-convertible type, or a double equipment of open 

cars for summer and longitudinal seat box cars for winter is 
to be used is an independent question which depends also on 

local conditions, but the semi-convertible type is finding much 
favor, not only on account of the saving of the investment in 

a double equipment for. summer and winter, but because of the 
ease with which it can be changed to suit the weather, and it s 
freedom from accidents. Not a few managers are glad to get 

rid of the step accidents resulting from the use of the ordinary 

open car with running board the full length. 
It is not, however, our purpose to discu ss here the two sides 

of this question, but to call attention to the fact that, given a 
smooth riding car, the public cares little whether it is single 
or double truck. It does, however, prefer a cross-seat car, 
be it single or double truck. Even if cross seats are put in a 
single-truck car which is operated over a bad track, the riding 

is much more comfortable than on the same car equipped with 
longitudinal seats. The teetering motion of a single-t ruck car 

is less objectionable to passengers seated on cross seats than . 
to those seated on longitudinal seats. A number of companies, 
previous to the introduction of double-t ruck car s, began to use 
single-truck cars with cross seats of practically the same type 
as the double-truck semi-convertible. The only objectionable 

feature of these cars was that frequently they were rather 

narrow for cross seats, making the a isle too narrow for com
fort or for freedom of movement. Even if a double equipment 
for summer and winter is maintained, there are many points 

in favor of adopting cross seats in the single-t ruck cars used 

in the smaller cities. If these cars are made semi-convert,ble, 
another argument in their favor is added. 

A bout the only advantage ever claimed for the ' longitudinal 
seat is that it accommodates a la rge standing load during the 

rush hours in large cities. In the small er cities where double
truck cars are too large for the traffic, this argument in favor 

of longitudinal seats does not hold , as there is seldom much of 

a standing load. in the cars any time of day, and the manage
ment in such small cities is usually glad to add enough cars at 

the rush hours to give every one a seat. In the small cities it 
is not a quest ion of how to handle the people at the rush hour, 
but how to get the people to handle, and the management can

not afford to have people standing any time of day, except on 
special occasions, as it is likely to drive away traffic. 

The point we wish especially to bring out here is that the 
advantages of the cross-seat semi-convertible car are not by 

any means necessarily confined to double-truck cars, as seems 
to have been assumed by the management of many roads and 
in many of the discussions which have taken place. The 

merits of the semi-convertibl e and the merits of the double
truck car should each be considered by itself. It is certainly a 

' mistake to adopt heavy double-truck car; on a city road of little 
traffic simply for the sake of their superior riding qualities on 
bad track. It would be better in the long run to relay the 

track. 
\Vhile it may be cheaper for a year or two for the com

pany to buy new double- truck cars rather than relay its bad 

track, such a policy is only "robbing Peter to pay Paul." The 
company will have to pay continuously for th e electric power 
required to haul around the greater dead weight of th e long 
ca rs, and will also ultimately have to relay its track. Should 
the track be relaid in the first place, the easy riding qualities 

could be secured with the singl e-t ruck car, supposing, of course, 

the speeds to be moderate, such as are common in purely city 
se rvice. In fact, thi s whole editorial is intended to apply to 
c ity service only, as suburban and interurban service introduce 

new considerations. 

Noise as an Element of Damages 
An interest ing decision was recently handed down by the 

Massachusetts Supreme Cour t to the effect that the aggrava
tion of the noi se of surface cars running beneath an elevated 

railway structure, by th e structure it self, constitutes an ele

ment of damage. It certa inly is dif-ficult to imagine by what 

occult mental psychic process this conclusion was reached, 
and still harder to realize how it is possible to base a definite 
award of damages upon so elusive a foundation. Granting 
that the structure causes a certain reverberation of street 

noises beneath it-and thi s is open to question-we should like 

to kn ow what proportion of the sound can fairly be charged 
to th e smoot,hly running t'rolley car and what to t)1e endless 

procession of truck wagons, loaded with everything from loose 
steel plates to groceries, which caroms merrily over the cobble 
stones from hour to hour. It would not be very far amiss to 
state that the withdrawal of two or three beer trucks by 
Messrs. Schooner & Stein on account of a st rike in their 

transportation department, or the placing in service of a half

dozen new storage warehouse vans by Holdup & Co., makes 
far more real difference in the total volume of noise in the 

st reet than the operation of a hundred surface cars an hour 

on a given piece of track. 
Practically, the point is thi s : How can an operating com

pany be fair ly charged with prod11cing a volume of noise which 
bears so small a proportion to the uproar of the entire street 

traffic that the variations of the latt er far exceed in amount 
the magnitude of the fo rmer ,? By what scale of measurement 

can the percentage be obtained which will indicate the excess 

of noise which the structure presumably creates in connection 
with the surface car movement? It is impossible to escape the 

conclusion that the deci sion is grossly unfair, and that it was 
based upon the most indi scriminating guesswork. How little 

noi se either at fir st hand or second hand the modern trolley 
car makes can be lea rned on any Sunday morning, when the 
streets ar~ clear, provided the roadbed and track arc in decent 
shape. As an example of legal hair splitting this deci sion bids 
fair to win the cup. 
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NEW INSTRUCTION CAR FOR THE BROOKLYN RAPID 
TRANSIT COMPANY 

An ever-increasing problem has been experienced by the 
Brooklyn Rapid Transit Company in the selection and instruc
tion of employees for the operation of trains since the in
augurat ion of elect ric traction upon its elevated lines. Trains 
equipped with the mult iple-unit control have been found to re
quire much more ca re and more experienced handling· than 
either the former steam locomotive equipment or the surface 
tro lley cars. T he recent extension of electrical operation to all 

lustrated in the Aug. 6, 1904, issue of the STREET RAILWAY 
JOURNAL. The side-door feature of the Boston Elevated car 
was, however, omitted, but other interes ting features, such as 
a Pullman palace-car windo.w design, the use of end vestibule 
doors sliding into concealed pockets in the sides of the car and 
operated by compressed air, and a new scheme of interior 
finish in light oak with semi-empire deck, have been incor
porated, which give the car a striking and remarkably pleasing 
appearance. 

CONSTRUCTION OF THE CAR 

An accompanying drawing shows the details of construction 

T HE NE\V I KSTRUCTION CA R FO R THE ELEVATED DIVI SION OF THE BROOKLYN R APID TRANSIT COMPANY 

elevated lines of the company and the inauguration of largely 
increased schedules have added greatly to the number of em
ployees, and have 111ade the securing of experienced men more 
and more difficul t. To ass ist in th e solution of this problem, 
and at the same time to raise th e standard of the motormen, 
the company decided some time ago to equip an instruction car 
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and illustrates the method of securing the platform arrange
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END AND SIDE ELEVATION, SHOWING CONSTRUCTION FEATURES OF THE INSTRUCTION CAR 

for the instruction of all present and future employees on its 
elevated division. The car that has resulted involves many 
features of novelty, not only as to its equipment for instruction, 
but also as to the constructional features of the car itseH. 

An effort was made in the design of the car, which was built 
new from sills to roof, especially to meet the requirements of 
the instruction work, to embody in it the most improved prin
ciples of passenger-car construction. The most radical of the 
features introduced consists in the use of entirely enclosed 
platforms and the abandonment of the usual end bulkheads and 
doors. In this particular the car is very similar to the new 
rolling stock of the Boston Elevated Railway Company, as il-

oak fillers, and are carried the length of the car. The platform 
decks are reinforced by supplementary sills, or platform arms, 
of similar construction, extending from the body bolster to the 
end buff er beam. The bolster construction and side framing 
correspond in detail to those of the standard reconstructed cars 
of this company, which were described in _the Aug. 6, 1904, 
issue of this paper. The roof construction emplo;ys steel car
lines with heavy side-post anchor bolts, consisting of ,½-in. 
rods, which pass through the forged feet of the car-lines and 
extend clown through the side sill. This permits a very light 
plate construction as well as of roof detail. The body end con
struction is notable for the carrying of the plate and all roof 
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members beyond the body proper to the end of the platform. 
This plan, while preserving the usual lines of passenger car 
construction, secures a great rigidity throughout the super
structure. The housing of the platform which, in this car, sup
plies the framing members to take the place of the bulkhead, 
is heav ily built with strong corner posts and cross bracing 
beneath the end windows. The usual bulkhead, as described, is 
replaced by an archway of simple construction with pariels on 
either side and above, which, while not interfering with ease 
of access to and from the car, adds a very attractive finish to 
the interior. 

A striking exterior appearance is secured through the special 

illustration. It may be noted that no effort was made to con
ceal the cy linder within the side pocket or side framing of the 
car, inasmuch as the company desired to demonstrate its con
st ruction, but it has been finished in hi ghly polished brass, and 
corresponds with the general interior finish of the car. 

The car is equipped with Peckham trucks, one of the trail 
type and the other carrying two motors, in accordance with the 
standard practice of the Brooklyn Rapid Transit Company. 
The motors a re both of the 50-L type of the Westinghouse 
E lectric & Manufacturing Company, and the car is provided 
with the Westinghouse electro-pneumatic system of unit-switch
control, of which there are about 600 equipm ents in use upon 

window design, which closely re
sembles that used upon the latest de
signs of Pullman palace cars. There 
are four groups of such double
arched windows, with smaller single
a rched windows at either end, upon 
both sides. The end windows are 
a lso of similar outline. The car is 
painted in maroon with gilt lettering, 
an entirely new color for the system. 
The inter ior fini sh is of light quar
tered oak. A smooth, well- rounded 
treatment of detail has been applied 
to the inside, so that si mpli city and 
neatness are appa rent throughout 

Diml.'nMmH on th,9 Lrne Dimu11ions on tli lS Ltoe 

The construction of the side 
pockets fo r the sliding vestibule 
doors was easily secured by the hanging of the door runway, 
which is of the Coburn roller-bearing trolley type, within the 
car framing and housing it over. The casing of the pocket has 
been made removable for ease of access to door and runway at 
all times. The door-operating device consists of a long pneu
matic cylinder with a piston trav el equal to that of the door 

END VI EW OF TIIE NEW B ROOKLYN ELEVATED INSTRUCTION 
CAR, SHOWI NG CLOSED PLATFORM 

movement, the cylinder being located beneath the wi ndow sill 
at the rear of th e pocket, and the pi ston extending inward 
through the pocket to the door. The controllin g mechani sm is 
located on the in side of the archway panel, convenient to the 
guard for openi ng and closi ng. The con trol va lve consists of 
a simple three-way valve for admitting the compressed air 
supply from the air brake reservo ir beneath the car into either 
end of the cy linder or exhaust for the operati on of the door. 
The details of thi s device, which a re clearly shown in an ac
companying photograph, are very si mple, havi ng been built at 
the company's shops, and wi ll be readi ly understood from the 

Motor Eoti 
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DETAILS OF FLOOR FRAMING 

the elevated lines of the Brooklyn Rapid Transit Company. 
The controller operating the motors is located within the car, 
so as to serve as a working model for instruction purposes, as 
will be described later. The low-voltage, multiple-unit ope
rating connections of the control mechani sm is entirely exposed 
to view for ease of examination and demonstration to the stu-

DETAIL VIEW < >F T H E PNEUMATIC SIDE-DOOR OPERATING 
DEVICE, WITH CONTROL VALVE 

den ts, while they are protected from accidental contact with 
the hi gher voltage-line current under all circumstances by the 
usual arc detector casing about the drum proper, and a neatly 
fini shed boxing over the motor leads and other line-voltage 
wiring entering the control ler from beneath the car. The air 
hrake equipm ent of the car corresponds wi th the standard~ of 
the road, namely, the New York brake cylinder and triple ap
para tus and th e Chri . .,tensen compressor and governor. The 
motorman's valve.-; and gages a re located, together with til e 
master contro llers for the multiple-unit cont rol sys tem, in the 
vest iln1lcs for regu lar operation upon the row!. The car is 
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further equipped with the Dayton are headlight and Earll trol
ley retri ever for the control of the trolley rope when operating 
upon surface lines. 

I N ~TRUCTIUN EQUIPMENT 

T he sys tem of instruction for the trai ning of the motormen 
includes a study of a new book of rules and regul ations under a 
competent in structor and is supj)lemented by illustrations of 

line is provided with valves to enable it to be split up into 
sections of various lengths as desired. For seeuring the same 
act ion of the equipment as would be expe rienced under serviee 
conditions, extra lengths of pipe are connected in the various 
sect ions of the train line beneath the car in the form of coils. 
T hese ext ra lengths serve to introduce a total length of train 
!me pipe exactly equal to that of the standard six-ear train. 
T he brake-cylinder pi stons operate against spring blocks car

r ied in extension riggings so that the effect 
of various train line reductions may be 
shown to a nicety by the compression of the 
springs. 

THE SIX-CA R TRAI N EQUIPMEN T OF AIR BRAKE APPARATUS, 
WITH SECTIONAL PARTS 

A n important feature of the brake equip
ment is the sectional apparatu s provided to 
illustrate the methods of operation. Located 
a longside of the motorman's valve there is a 
sect ional motorman's valve, the handle of 
which is connected to the working model by 
a yoke in such a way that its exposed rotary 
valve follows the working valve exactly 
throughout its cycle of operations, and thus 
indicates the relati ve a rrangement s of ports 
fo r a ll effects, such as lap, release, service ap
plication, etc. Sectional triples are also in
stalled for demonstrati on ano. an extra brake
cylinder equipment is provided with a special 
design of triple valve whose slide valve oper
ates the slide va lve of an adj acent sectional 
triple fo r demonstrating the triple under ac
tual working conditions. This special cylin
der is located above the six-car equipment 
near the motorman's valve. 

the actual operation of a ll feature s of the ai r brake and elec
t ri cal equipmen t by means of the working models in the car. 
T he new rule book is a well-arranged 150-page pocket-s ize 
book with cloth binding, and contai ns rule s governing the de
portment of the men when in service., direc
tions for the operat ion of the ai r brake and 
multiple-unit tra in control apparat us, and also 
for the signal and interlocking sys tems in use 
upon the elevated lines. The work will be 
handled in classes in which the men will be 
drilled upon the rules and w ill be sys temati 
cally examined as to their efficiency. Every 
assistance possible has been secured for 
demonstrating the principles taught, in
cluding, beside the sectional apparatus, large 
colored charts and detail drawings for 
use in desc rib ing the functions of all 
the parts. 

A nother interesting feat ure of the car equipment is a sec
tional air compressor, which is the type D-2-E-G of the West
inghouse Traction Brake Company, and which is fitted with 
correspond ing sectioned governor. The compressor 1s sec-

A s wi ll be seen from the interior views 
herewith, the elect ri cal apparatus is a rranged 
upon one side of the car and the a ir-brake 
equipment upon the opposite side, while at one 
end a working model of the Van Dorn auto
matic coupler has been installed for demon
strating its action in coupling. T he air-b rake 
apparatus consists of a complete six -car train 
equipment. including four motor-car and two 
trai ler -car equipments, in accordance with the 
standard train arrangement of the company. 

GEN ERAL I NTERIOR VIEW OF THE BROOKLYN ELEVATED INSTRUCTION 
CAR, SHOWING T lIE OMISSION OF BODY END BULKHEADS 

in which the two trail cars a re the second and fifth cars in 
the train. The equipment embraces working models of the ca r 
reservoirs and brake cylinders with their triple valves, piping, 
hose and all auxi li ary fittings, the motor-car equipments in
cluding IO-in. cylinders with separate reservoirs, and that for 
the trail cars, 8-in. cylinders with attached reservoirs. The 
motorman's valve is located conveniently near for the proper 
demonstration of the apparatus by the lecturer, and the train 

tioned in such a way as to show the interior of the compressor 
motor without a t all interfering with its operation, and also to 
expose the compressing cylinder interiors, their pistons, valves, 
etc. The motor may be operated at speed so that the method 
of operation of the outfit may be readily followed. The air 
supply for the six-car train model equipment in the ear is sup
plied by the regular Christensen compressor beneath the ear. 
The governor for this compressor is loeated within the ear so 
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that its operation may be more eviden t to the students in at
tendance. 

Part of the elevated cars of the Brooklyn Rapid Transit 
Company is equipped with the W estinghouse electro-pneu
matic drum controller and part with the later form of West
inghouse unit-switch-group controller. To properly give in
struction on both forms the instruction car is equipped with 
full-sized models of each. The unit-s witch-group controller, 
which is plainly shown in one of the accompanying illustra
tions, is mounted upon a framework for ease of access for ex
amination, and while not used for operation of the car so that 
line current enters it to endanger those examining it, yet . it is 
equipped for operation by a master controller through the vari 
ous steps in acceleration, reversing. etc. For this purpose a 
special attachment to the limit switch is required. It will be 
remembered, from a recent description of the unit-switch-group 
control in these columns, that the controller provides for auto
matic acceleration of trains by means of a limit switch device 

THE WORKING MODELS OF THE ELECTRO-PNEUMATIC DRUM, 
AND OF THE UNIT-SWITCH GROUP SYSTEMS OF CONTROL 

whose action depends upon the amount of current passing 
through the motors. The absence of the motor current is pro
vided for in the model of the limit switch by a special dashpot 
arrangement which succeeds in bringing the same condi.tions in 
the acceleration cycle as obtains under service conditions. The 
auxiliary apparatus used in connection with the uni t-switch
group control is located conveni ently near the main controller , 
and includes the reverser, the line switch or circuit breaker, 
the relay, the limit switch and the storage battery for supply
ing the low-voltage master-control current. 

As described above, th e drum-control equipment, by which 
the car motors are operated, is al so arranged fo r demonstration 
purposes, being located near the end of the ca r and entirely 
exposed to view. All parts of the master -control mechanism 
are made readily accessible and sectional parts are provided to 
illustrate their construction. The sect ional model of the unit
switch group illustrates the method of operation of the a ir 
cylinders, switch-contact arms and electro-pneumatic valves 
which are common to both systems of multiple-unit cont rol nf 
the W estinghouse Company. It is furth ermore intended to in-

stall sectional jumper cables as well as other parts of the appa
ratus used upon the cars for use in explaining their action. 
Models of the two types of switchboards used in the motor 
cars for t he control of their lighting, heat and power circuits 
a re also insta lled, the later or cupboard type of switchboard, 
as used upon the newest cars and upon a large number of the 
reconstru cted cars, employed for the control of such circuits 
upon this car, while the older type of board is installed merely 
for demonstration only. 

A nother interesting feat ure is to be noted in the compressed
air-operated coupler model, by wliich the method of operation 
of the Van Dorn automatic coupler, as used upon the system, 
is demonstra ted in coupling and un coupling. One of the coupler 
head s is mounted in a sta tionary position in a strong structural 
fram ework, as shown, while the other is attached to the piston 
of an air cylinder and slides to and fro between guides formed 
by the channel bars for the coupling process, ·a spring in the 
a ir cylinder holding the coupl ers normally apart. T he ai r sup
ply to the cylinder is controlled by a moto rman's valve by wh ich 
g raduated application may be made for bringing the couplers 
together at any speed of impact desired. 

Much credit is due the offi cials' of the Brooklyn Rapid 
Transit Company for the novel fea tures of design incorporated 
in both the construction of th e ca r and its equipment. T he car 
was built and equipped at the Eastern Di vision shops of the 
company under great pressure of work during the r ecent re
construc tion of rolling stock equipment, and yet with extremely 
satisfactory results. Much that is novel in the design of the 
car is due F erri s A . Overfield, who is directly in charge of the 
E astern Division elevated shops and had supervision over the 
construction of th e instruction car. 

•• 
ADVERTISING THE ROCHESTER & EASTERN RAPID RAIL

WAY THROUGH ILLUSTRATED POST CARDS 

A novel and effective form of railway advertising has been 
instituted by the Rochester & Eastern Rapid Railway Com
pany, which has taken advantage of the prevailing craze for 
illustrated post.cards to familiar ize the public with the interest
'ing .scenes along its li11e. Recently J. H . P ardee, general man
ager of the company, had a number of photographs taken at 
various places along the route, and arra11gements were made 
with the local news company to have these views issued on 
postal cards. The news company issues the post cards and 
then sells them in quantities to the news dealers in that section 
of the State . Samples of these cards have been posted at
tractively in each of the company's ticket offi ce and in many 
of the stores in the towns a long our line, noting on the bottom 
that the cards a re on sale at the ticket offi ces. 

The cani s ' are ~old at a price of 3 cents each, or two for 5 
cents. They cost the company I cent each in lots of 1000, and 
Mr. P ardee es timates that the profit on the sale of these will 
pay fo r the ori ginal photographs and for the expenses of di s
play ing the samples. 

•• 
Underground ra ilways that will become elevated roads on 

leaving the ci ty is a feat ure of a concession th a t has been asked 
of the City of Mexico, Mexico, by Lieut-Col. Feli x Diaz, 
chief of police; Lorenzo E lizaga, an atto rney, and F ran cisco 
Ibarra, an engineer, to establi sh an electr ic street car system 
that wi ll embrace this city and most of the suburban towns. 
Tt is proposed to extend the Ene from the city to T ialpam, 
Coynacan, San Angel and A tzcapotzalco, touching the inter 
lll cd ia te to wns of Churubusco, Tacubaya, San Pedro, T acuha 
and Popotla. 
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STEEL CAR FOR NEW YORK CITY RAILWAY COMPANY 

A great deal of attention has been directed for several years 
past towa rd the const ruct ion of non-combustible cars by the 
replacement of wood by steel, but , with the exception of the 
New York S ubway cars, very lit t le has been done in the con
struction of non-combustible passenger coaches for use on 
either steam or electric roads. Frequent occurrences of fire 
through accident or short -circuiting and other causes have de
veloped a demand for a non-combustible car. 

One of the fir st people to apprec iate the importance of a non
combustible car for sur face railway work was H. H . Vreeland, 
president of the New York City Railway Co mpany. Owing 
largely to hi s ini tiative, the enginee rs of hi s company, in con
necti on with those of the Pressed Steel Car Company, have 
combined their effort s in the production of a steel car whi ch 
for over a month past has been operated on Broadway, New 
York. T here is no wood used in the construction of this car, 
except a portion of the window sash , roof and floor matting 
strips, and these have been thoroughly treated with fireproofing 
compound which makes t_hem non-combustible. This metal car 
is modeled very closely after, and in general appearance is like, 
the standard doubl e-truck wooden car now in operation on 
the New York sur face lines. 

The body is 28 ft . long, and the over a ll dimension is 37 ft: 

r 111. The car compl ete with motor and tru cks weighs about 
the same as a wooden ca r of the same type, but the builders 
state that in future construction they will be ab le to reduce 
the weight materia lly wi,thout sacrificing the strength- that is, 
tha t a steel car can be const ruc ted of the same dimensions and 
not exceed the weight of a wooden car , and may be lighter. 

As will be understood from the accompanying drawings, the 
underframing of the new s,teel car consist s of angle-shaped 
sill s, whi ch are connected by pressed-steel channels. Each 
plat fo rm is made up of four channel members, which are bolted 
to the under side of th e body underframing, the two outside 
platform members extendin g to the hodv bol ster. Each plat-

the bottom of the side sill to the top of the eaves. The carlines 
consist of bent angles and run continuously from side post to 
side post across the car. The side posts are strengthened 
longitudinally by angle-iron bridge members between each two 
posts at the window rail and at the tops of the windows. 

The outside panels are steel pl~tes ¼ in. thick. The lower 
set of panel s, running from the guard ra il to the bottom of the 
side sill s, a re riveted horizontally under the guard rail and ver
t ically at each post, so that in case of damage any panel can be 
eas ily repl aced. T he guard ra il is a special steel section, as 

INTE RIOR OF NEW YORK STEEL CAR 

shown on the drawing, and is also divided into sections, but 
the joints are flush and do not show in the finished car. The 
guard rail is bolted to the side of the car. 

The side posts are connected at their upper ends by a con-

THE NEW STEEL CAR FO R THE NE \\" YCJRK CITY RAILWAY CO MPANY, THE F IHST E\'ER USED ON A ST R EET RA ILWAY 

form st ructure is riveted up complete in itself, but it is at
tached to the underframe by bolts, and when necessary to make 
repairs either platform framing can be readily removed. The 
end sill or bumper is a pressed-steel channel, curved to shape. 
The floor, both of the car body and of the platform, is ¼-in. 
steel pl ate, riveted to al l ,the members of both the body framing 
and platfo rm. Over the steel floor in the aisle are laid maple 
strip mats, t reated, as previously explained, so as to be non
combu stible. 

The side posts of the car a re of channel section and run from 

tinuous pressed-steel member, which also forms a water shed 
over the windows. The upper and lower roofs are made of 
composite board covered with canvas. 

At the lower eaves a copper flashing is brazed to a brass eave 
running the length of the car. On the upper roof this copper 
flash is attached directly to the upper eave. , 

The hoods over platforms are made of steel plates, bent to 
shape, each hood being in three sections, riveted at the joints. 

The windows are arranged to drop into the lower 'part of the 
car, as in the ordinary New York City standard car. The 
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upper and lower members of the wi ndow sash are fireproofeci 
ash. T he side member s of the window sash are brass channels 
whieh slide in pressed-steel grooves. 

T he seats and backs a re fo rmed of thin sheet steel pressed 
,to shape and sti ffened with angles, the outside covering being 
carpet. Both seats and backs a re removable and are held in 
posit ion by ove rlapping cleats w ithout the use of bolts. 

As to the wir ing, the motor eables a re ca rri ed in spli t-iron 
pipes under the seats, and the braneh-off wires to motors and 
controllers a re run in iron-pipe conduits. This is th e same 
practice as fo llowed on the standard New York City wooden 
cars. except that on the latter the main cables a re carri ed in 
fransite moldings. In the case of the steel ca r , the iron pipes 
a re a ttached dir eetly to the sheet metal of the ear by strap 
ha ngers. T he motor cables are the same as adopted by the 
New York City Railway Company as standard fo r all ca rs. 
T he specifications fo r wi ring require tha:t each conductor shall 
be made up of seven soft copper wires, st randed. The res ist
anee of the conductors per 1000 ft must not ex-ceed .07642 ohms 
fo r the No. o cables, and .1529 ohms for the No. 2 wire. Each 
conductor is insulated wi th rubber , according to the rule of :the 
Nat ional Board of Fire U nderwriters, and is further protected 
hy a laye r of appro ved fl amepr~of braid a t leas t 1-32 in. thi ck, 
the" outside being satura ted wi,th an approved preservati ve 
water and fl ameproof compound. As an additi onal protection, 
each cable is wrapped with ½-in. thick st rip asbestos paper, 
outside of which is appli ed a heavy cotton braid whi ch is satu
ra ted with an approved preserva tive water and fl ameproof 
compound. 

QUESTION BOX OF THE ACCOUNTANTS' ASSOCIATION 

E lmer M. \Vhite, sec retary of the Street Rai lway A ccount
ants' A ssociation of A meri ca, has published the li st of twenty
two ques ti ons fo rming the Question Box of that associat ion 
this year. A ll of these questions have been suggested by mem
bers. T he secretary states that it is desirable that a ll rep lies 
be signed fo r publication, but if any member prefers not to 
have the name of hi s company appear, his wishes wi ll be re
spected. As the questions and answers have to be pr inted for 
d ist ribut ion be fore the convention, a request is made that re
pli es be mailed to the secretary by A ug. 5, or ear lier, if pos
sible. T hey should be sent to P. 0. Box 289, Hartford, Conn. 

QUERI ES FOR THE QUESTION BOX 

1 . \Vhat is the bes t method of establishing a ''sinking fu nd 
account?" 

2 . \\That is the best method of filing canceled coupons? 
3. In cases where the same company operates both rai lway 

and lighting plants, what is an equitable division of those ex
penses which are not directly ehargeable to ei ther plant? 

4. What is the best method of computing ca r-mileage and 
car-hours ? Reply in detail. 

5. W hat is the best method of h andling employees' t rans
portation, as viewed by the operating as well as the aceounting 
department ? 

6. I s it better prac ti ee to keep car . armature and wheel 
reeords at the shop or at the office? 

7. What system do you consider best fo r keeping traek of 
scrap material ? 

8. What is the best method of destroyi ng used t ickets after 
an aecounting has been made? 

9. \ i\That a re the metho<ls used by interurban roads in the 
accounting of cash fa r es paid on the car ? If registers are 
used, how many classes-of fares have you, and do you register 
ti cke ts according to thei r value ? 

IO. On roads where single and round-trip tickets are sold, 
is it the practice to carry, indefinitely , the value of the return 
eoupon ( not good after thirty days) in the ticket-sale account, 

or a re the values t ransfe r red to profi t and loss at set periods? 
l I. \ \There a company is obliged to sell round-trip and other 

tickets, th rough conductors on the cars, what system is em
ployed to keep aecount of tickets suppli ed to conduetors ? How 
often is their s tock of ti ekets eheeked up ? Is a deposit re
quired from conductors to protect th e eompany against loss? 

12. On an interu rban line wi.th colleetions made on the zone 
plan, what is the best way to obta in traffic sta ti stics ? For in
stance, a road 21 miles in length has six separa te 5-cent fare 
collections ; how can the company aseer ta in the ac tual number 
of passengers ca rri ed th rough from one te rminal to the other, 
or between eerta in stati ons? 

13. \ i\Then a weekly pay-ro ll does not end wit'h the calendar 
month, what is the best way to separate it for a charge? 

14. I s an individual receipt fo r each person on the pay-roll 
considered bette r than the plan of signing in a book? 

15. W hat is the best process of appor tioning damages into 
opera ting accounts 33 and 34 ? 

16. What method is employed in keeping record cif the ex
pense incident to each individual case of personal or property 
damage? 

17. W hat is the best manner in whi ch to treat " additions 
and betterments" account fo r a particular fi sca l year? 

18. \ \T hat a re the advantages of th e voucher check over the 
old method of separate che\k and voucher? 

19. \ ;\Tha t is the best fo rm of voucher check? ( If members 
will take copies of the one they think bes t to the convention, 
possibly one that could be called standard would be found.
Sec retary.) 

20. \Vhat operati ng expense accounts should be taken to get 
the cost of power per kw-hour ? Should anything be added for 
interest or depreciation ? 

2r. On a small road, is it necessary to separate the register 
checkers and ticket counter s from the cash counters? 

22. Should register 'to tals be ca rri ed fo rward from day to 
clay-that is, should a record be made so that th e closing num
ber can be compared with the opening number the nex t day? 

•• 
THE EAST ST. LOUIS & SUBURBAN RAILWAY CHANGES 

TO STANDARD GAGE 

The East St. Loui s & Suburban Railway Company's systeri1, 
whieh has heretofore been slightly wider than standard gage, 
being the same as that used in the city of St. Loui s, across the 
ri ver, is now being ehanged to standard gage, 4 ft. 8_½ ins. 
T he change was necessitated by the advent of interurban roads 
from the north and east , which could not bring their cars in 
over the East St. Loui s & Suburban sys tem. W ith an odd 
gage, i:t was manifestly impossible fo r traffi e agreements to be 
made with any standard gage inte rurban 'line whi eh might wish 
entrance over the East St. Lo uis & Suburban system, and it 
would have been necessary fo r these lines to build independent 
standard gage tracks through East St. Louis in order to reaeh 
St. Louis. F urthermore, a part of the lines eontrolled by the 
E ast S.t. Loui s & Suburban Railway system were originally 
standard gage, and the exi stenee of two gages on the same 
system naturally was a matter of considerable inconvenience. 

EDUCATING THE PUBLIC AGAINST THE ACCIDENT '.FAKIR 

I n th e August number of " Pearson's Magazine," Theodore 
\V ate rs writes of the doings of street railway aeeident fakirs 
in some of the large E astern cities. Thi s installment in the 
series on "The Profession of Getting Hurt" is of special in
te rest to elaim adjusters, as the results of the cases cited show 
how the aggressive " no-compromise" methods of the Philadel
phia Rapid Transit Company have suceeeded in making the 
Q uaker City 9- pl9-c;:e shunned by this type of blackmailers. 
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THE QUESTION BOX 

In the Ques tion Box this week a re di scussed a va riety of 
subjects, including the following : F ire insurance; sinking fund 
for settlement of accident claims; co-oper ation between th e 
claim department and the opera ting department ; the use of 
the camera in adjusting cla ims; h andling fa r es; keep ing rec
ords by mean s of diagram s, and va rious questions relating to 
the m echa nical depa rtmen t, steam en gineering, the en g ine 
room and the line depar tm ent. 

The occasion is t aken to emphasize again that the Q uestion 
Box is open to a ll reader s for the asking of question s o r th e 
ans,vering o f any of th e queries that have been published from 
time to time. 

A.-GENERAL 

A 8.-A compa ny w ishes to carry its own fire in su rance, by 
setting a side a certa in percen tage of its gross receipts each 
year to cover fire losses. Wha t would be a safe percei1 tage to 
a llow? 

This necessarily would have to be determined by the character of 
the risk. T his company stores its ca rs in var ious car hott ses 
equipped with sprinkler systems, standp ipes and fire hose. A lso, 
each car is equip ped with one or more dry powder fi re extinguish
ers. By close adherence to the underwriters' ru les and specifica
tions, our insurance is reduced to a very low percentage-about 
one-half of I per cent of the gross receipts. 

DENVER CITY TRAMWAY Co. 

A 9.-Under what condition s can an electric rai lway com
pany venture to carry it s own fire m suran ce on it s va r iou s 
proper ties? 

The risk should be put in the best possible condition. Every pre
caution spec ified by the underwr iters should be taken, and thorough 
inspection made at fr equent intervals by someone fami liar with 
the underwriters' r equirements. Rolling stock should be housed at 
various houses, in different part s of th e city, and not concentrated 
at one point, if the company intends to car ry its own r isk. 

DENVER CITY TRAMWAY Co. 

A IIa.-D o you have a sinki n g fu nd for the settlemen t of 
accident claims? P lease g ive detai ls of th e methods you use 
for handling th is m a tte r . 

W e do not have a sinking fund for the settlement of accident 
claims. When an acc ident occurs on one of our roads, it is fully 
investigated by th e super intendent in cha rge of the property, and his 
report , togeth er with the repo rt of the conductor and motorman, are 
submitted to the local at torn eys of the company, who in tttrn pass 
upon the same i11 regard to the liabili ty of the company. W hen the 
accident is se rious the company's physician always visits the patient 
and sends in his report. When these reports are all completed the 
matter is then handed to the claim agent, with the recommendations 
of the attorneys as to whether the case should be settled or allowed 
to go to trial. D. A. H EGARTY, Gen. Supt., 

Railways Company General, New York City. 

A r3a.-How can th e claim departm ent best co-operate with 
the ope ra ting depar tment in th e pr evention of acc idents ? 

The claim department can co-operate with the operating depart
ment in the prevention of acc idents to the mtttual benefit of not only 
th e company, btt t also the several departments. If the claim depart
ment, upon investigating accidents, fi nds anything in the operation 
of the road that wmtld be detrimental to the good of the se rvice, 
the matter should be immediately called to the attention of the man 
in charge of the operat ing department, so there will be no re
currence of the accident from that same cause, and it is absolutely 
necessary, in order to get the most efficient service out of both de
partments, for th em to co-operate with one another. 

D. A. HEGARTY, Gen. Supt., 
Railways Company General, New York City. 

. The claim department's interests are best subserved by having in 
its fo rce men having had practical experience in the operation of 
cars, and who are anthorized to go among the men, riding with 
them, ~xplaining the cause of certain accidents and how they conld 
be avo ided. Tactful agents can often treat with the men directly 

to a better purpose than can the operating department, although, of 
course, the operating department should act in conjunction with the 
agents. F. H. BROOK S, Supt., Lincoln (Neb.) Tract. Co. 

A r3b.-Have you ever usecl the camera to good advan tage 
in adjusting damage claims? Please give detai ls. 

W e have tt sed the camera in adjusting claim cases, by taking pho
tographs of the place and locality of the accident , together with any 
special feature regarding the accident which we wish to appear 
prominently. 'vVe have also had surveys made for use in cou rt so as 
to better illttstrate the accident and give a better understanding to 
the jury. As a rule, preparations of street rai lway accident cases 
going to cottrt have been ve ry poorly made, and I think in m atters 
of this kind too little attention has been paid to the detail s, and the 
street railways might well pattern after the steam railroad s .;ho go 
into court fortified with maps and plans and models and expert 
testimony to support their side of the case. 

D. A. HEGARTY, Gen. Supt. , 
Railways Company G~neral, New York City. 

A 35a.-Can a fifteen-minute service be given success full y 
upon a single-track inte rurban road? If so, und er what con 
ditions ? 

Fifteen minutes, or even shorter headway on single-track subur 
ban road c;in be operated successfully, even under heavy traffic . 
To accomplish thi s it is necessary to locate turnouts acrnrately 
with respect to running time, and turnouts should be of a length 
equivalent to 60 seconds in running time to allow for any slight 
variation in headways. F. W . BACON, Gen Mgr., 

New Jersey & Hudson River Ry. & Ferry Co. , New York City. 

A 36a.- Based upon experience, what is a proper rate per 
mile for interurban passenger bu siness, and to w h a t extent 
should these rates be reduced by the sale of com mutat ion 
tickets, monthly tickets, coupon books, et c.? 

In making np a schedule of fare ~ for an interurban road. it i,. 
better to base the rates on mileage, and there must also be taken 
into consideration the fact that a great many of the ordinances 
granted to interurban roads by municipalities fix a rate of fare 
within municipal boundaries, which make it essential that reference 
be made to these limits. In regard to the proper rate per mile for 
passenger bu siness, this all depends upon the territory th rough 
which the railway passes. From the manner in which an interur
ban road has to be operated, I think the proper rate per mile for 
passenger business should not be less than 2 cents. A reduction 
for round trip t,ickets should not be less than one-fourth of a cent, 
making the rate .OiiS cent per mile. D. A . HEGARTY, Gen. Supt., 

Railways Company General, New York City. 

A 36b.- How do you handle your h a lf-fa res? 
We have no half fares on the interurban roads, but on the city 

roads half-fare tickets fo r children 11;1.der ten years of age are 
sold at the company's offic es in lots of ten tickets. Any child rid
ing has to present one of these tickets, or otherwise must pay foll 
fare. D. A. HEGARTY, Gen. Supt., 

Railways Company General, New York City. 

\Ve have no half fares on our system. Children under five are 
carried fr ee, and over five pay full fa re. 'vVe belieYe thi s is the 
best way of solving the half-fare difficttlty. 

GEO. 0. NAGLE, Gen. lVlgr., 
W heeling Traction Co., 'vVheeling, W . Va. 

A 37.- What is the best m ethod of collect ing and checking 

fares on interurban road s? 
Th e method used by our conductors in checking and collecting 

fares on our interurban road, which we have found sa ti sfactory, is 
for the conductor to go through the car ;,nd take ttp all the tickets 
and issue cash-fare receipts to those paying cash fares. A n identi
fica tion ticket is put in the h at band or in the seat in front of the 
passenger, showing that he paid a cash fare. T his ticket is printed 
in such a manner that the conductor punches out the date, trip . 
and the destination of the passenger. The checks are also in dif
ferent colors, so they can be readily clisti'1guished at a glance. At 
the end of each zone, the conductor also regis ters the nttmber of 
passengers on h is car. The registers on the cars are of the re 
cording type and keep the total for the seven zones, which is th e 
number of zones on each trip. Each zone covers a five-cent fare. 

D. A. HEGARTY, Gen. Snpt., 
Railways Company General, N cw York City. 
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A 4i ,-Have you worked out a ny special form of hand book 
or note book by w hich th e manager can keep in convenient 
shape for quick r efer ence the various data and stati stics r ela
tive to his property, such as comparative receipts, car mileage, 
station output. etc.? How do you keep thi s informa tion? Sam
ple pages or sheets from your book, with descripti on, will be 
appreciated. 

The accompanying sample sheet of curves illu strates the method 
fo llowed by the writer . fo r keep ing records in diagrammatic fo rm. It 
will be noticed the curves are plotted on perfect cross-section paper 
from which blue prints can be made. The curves and figures are 
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KEEPING DATA IN DIAGRAMMATIC FORM, LINCOLN TRAC
TIO N COMPANY 

given; then the ave rages of the curves and the percentages of in 
crease or decrease are indicated at the right. 1903 was taken as 
the basis of calculations. Th ese can be changed to fit any reqnire
ments. Any number of combinations, as "total kilowatt-hour out
put" and " total cost per kilowatt-hour," etc., can be made. In fact, 
a complete record of what the company is doing in any branch can 
be kept in ready reference form in thi s way. 

CHAS. H. Cox, Gen. Mgr., Lincoln (Neb.) Tract. Co. 

E.- MASTER MECHAN I C'S DEPA RT:\IENT 

E 16.- vVhat is the best fo rm of handle for trap-doo r lift-; 
in cars ? 

l--''---,,_r_Fi_7,_oo_r_5_t,.c.f~ip---R- o_s_it-io--41,'~i r ,,Ro,r smf 

,, Floor 5fri 

R:,s'1tion vvhen 
Lifting Door; 

Casi Iron same .size anct 
,-shape as floor .strip 

J." 
,,--4-/i'ovncl Iron ,-Floor5fnp 

I• • 
'-gxl Sof'f Slee/ 

SUGGESTION FOR TRAP-DOOR HANDLE 

Enclosed fi nd a rough sketch of trap-door handle. This is the 
cheapest and most durable trap-door handle that I know of. 

J. L. SULLIVAN, Foreman Motor and Truck Dept., 
Unitecl ~ rs: Co ,? St, Louis, Mo. 

E 20.- \ ;\/hat has been your experience in the use of car 
fenders ? 

Experience with fenders that project beyond bumper and those 
that do not makes poss ible the following comparison: The fender 
that is attached to the wheel guard and does not project beyond . 
bumper of the car can be set at a minimum height above the rail, 
and in this position is most effective for picking np objects and is 
less liable to injury. With this type of fender fewer people and 
vehicles are strnck and it does not interfere with coupling cars 
with short couplings. Although the projecting fender is more apt 
to strike persons, the person struck sometimes falls on the fender 
without serious injury, particularly in case of small children, 
whereas, persons struck by the bumper of the car are generally 
seriously hurt. A disadvantage of the fender on the wheelguard 
of double-trnck cars is that it projects just about even with the 
bumper and offers a t empting place for a boy to st and and steal 
a ride, with the result that occasionally a small foot slips through 
and the boy is dragged. MASTER MECHANIC. 

E 25.- In the use of a projecting fender, do you consider it 
desirable to have the fender so arranged that it can be d ropped 
to the track. and if so, do you favor an automati c drop, or one 
worked by the motorman? 

J t does not ·seem practical for the motorman to drop his fender, 
a~ lie needs the use of all his limbs for other purposes, particularly 
at the tim e when the fender should be dropped. 

MASTER MECHANIC . 

E 45.- A road is having trouble with motors becoming hot 
on hill s. \;\/hat can be done to keep motors cool under these 
conditi ons? 

Use large motors, and increase ~ize of feeder cables, so as 1.o. 
maintain vo ltage at hill to near normal. 

J. CHAS. Ross, Gen. Mgr., 1 
Steubenville (Ohio) Tract. & Lt. Co. 

Th e motors are too light for the service required. I know of no 
remedy except to use heavier motors. (I had this same experience 
winter before last in Pennsylvania.) 

J. L. SULLIVAN, Foreman Motor and Truck Dept., 
United Railways Co., St. Louis, Mo. 

E 36.-For armature bearings, w h ich form of lin ing do you 
prefer, babbitt or brass? P lease give you r experi ence with 
e ithe r. 

vVe have some devices which we consider valuable, such as the 
use of brass for main motor bearings inslead of babbitt. . We cast 
th e journ al-box brass, allowing for shrinkage, and do away with 
the machine work by simply rattling the sand from the cast ings 
and pouring in a lead or tin lining for bearing purposes. 

R. H. YoUNG, Master Mechanic, 
J .incoln (Neb.) Tract. Co. 

E .p.-After th e armature shaft has become worn, how do 
ynu in sure good fit a t the bearings? 

After an arm ature shaft has become W .J rn away between 1-32 and 
1- 16 of an inch, it should be turned down to 1- 16 in. After it has 
worn aga in between 1- 32 and 1- 16 of :m inch, it is turned down 
again and a sleeve shrunk on, bringing the shaft to its or iginal, 
size. By using two mandrels, one for the large size and one for 
small size, it will be readily seen that boring the bearing is not 
necessary. J. L. S ULLIVAN, Foreman ;\!Iotor and Truck Dept., 

United Railways Co., St. Louis, Mo. 

E 46.- State experience with use of oi l in s tead of grease 
fo r motor lubrication. 

In the older types of motors we use oil instead of grease fed 
through a wick or a piece of cane tubing set in the oil-way. Grease 
gave us trouble in becoming so thin in warm weather that it would 
nm down and collect on the commutator rings and cause them to 
he so saturated with grease that they would become conductors of 
current. R. H. YouNG, Master Mechanic, 

Lincoln (Neb.) T ract. Co. 

E 4-9.-In lubricating armatu re bearings, is there any ad
vantage in using both grease and oil at the same time, feeding 
oil with a wick from below, and grease from cups above the 
bearings? 
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No. It is not practical, as the grease wi ll fo rm a coating over 
the wick that will not allow the oil to pass to the journal. 

J. L. SULLIVAN, Foreman Motor and Truck Dept., 
United Railways Co., St. Louis, Mo. 

E 157.-What is a convenient and sati s factory method of 
unloading cars from flat cars? 

The illustrations herewith explain how a small road unloaded 
two heavy 15-bench open cars that came full y equipped from the 

U NLOADING CARS, BLOOMINGTON & NO RMA L 

car builder s. An incline was built up of ties connecting the steam 
railroad fl at ca r with the street railway tracks. T he car motors 
were connected by means of a fl ex ible insulated wire to the t rolley 

INCLI N ED PLAN E FOR UNLOADI N G CAE S 

line, thus utilizing . the car motors to unload the cars down the in
cline as shown in the views. C. H. ROBINSON, Master Mechanic, 

Bloomington (Ill.) & Normal Ry. E lec. & H eating Co. 

F.-STEAM E NG INEER ING 
F 2.-\Vhen computing the overload capac ity of a boiler 

plant, what percentage above r a ted capacity is it safe to rely 
on? 

With clean boilers and tubes, fa irly good wate r and fu rnaces 
that are equal to it- the water-tu be boiler as now comm erc ially 
rated can be relied upon to work at roo per cent overload during 
night and morning "peak-work" on t rolley loads. 

D. F. CARVER, Supt .. 
Rochester Ry. Co. 

T he overload capac ity depends upon grade of coal used, condi
tion of chimney, draft , wheth er fo rced or induced, method of fir ing, 
whether hand or stokers, etc. W e have hand-fi red boilers and 
weak draft , and hence cannot rely on more th an fu ll rat ing of 
boilers with mine nm coal. E. G. l-IINDERT, Chief Engineer, 

Cleveland & Southwestern Tract. Co. 

F 3.-With reference to the rela tion between average ancl 
peak loads on an electric r a il way power s ta t ion, w hat is the 
hest size and wha t the bes t a rrangement of boiler units? 

I consider th e fo llowing th e ideal arrangement. Have one en
gine generator set that wi ll take care of the ordinarv load, and 
another set of same capac ity to take care of heavy d·ays and in 
creasing load. A third unit should be insta lled when load in
creases to a point where a break-down would mean crippling of 
the service. For boilers I would have, if generating set is 500 

hp or less, a single boiler unit large enough to take care of one 
generating set, and then one boiler for every additional generating 
set. If generating set is larger than 500 hp, get two boiler units 
of ample capacity to take care of one generating set, and two sim
ilar ones for each additional generating set, and one boiler set for 
se rv ice wh ile cleaning and repairing any of the other boilers. 

E. G. HINDERT, Chief Engineer , 
Cleveland & Southwestern Tract. Co. 

G.-THE ENGINE ROOM 
G 1.-Discuss ion is invited pertaining to comparisons of 

the va ri ou s system of power generation and di stribution now 
available fo r electric ra ilway purposes. 

\Ve have six wate r-power stations and one steam station all 
operating in parallel, giv ing a gener ~ 1 supply for incandescent and 
arc lighting, power fo r variou s purposes, such as smelters, mines, 
cement works. brick works, mill s, factories, etc., also for the en
tire railway sys tem of Salt L ake City. The system is run at .6o 
cycles. T he supply fo r th e rail way is t ransformed by means of 
rotary converters and synchronous motor generators. For 60-cycle 
work the motor generato r is the most adv isable, and of the induc
tion and synch ronous types of generators, the synchronous is for 
several reasons th e bes t. W e have perfect success with the ro
taries, but it is only after a great amount of testing and exper i
mental work, making necessary ad justments of t ransfo rmer ra
tios, etc. , to give proper rnnning conditions for the rotaries. 

0. A. HON NOLD, Opr. Engineer, 
Utah Light & Ry. Co., Salt Lake City. 

G 2.- \Vhat a re your ideas, based on experience, regard ing 
the use of several small gener ating u n'its in place of one or 
two large units ? Give deta il s, cos t and results secured . 

In conside rat ion of th e fac t that the ra ilway business as well as 
lighting and power is growing faste r th an th e engineers seem ever 
able to contemplate, there is certainly no reason fo r ever installing 
small generating units in place of an equ ivalent large unit. T his 
is true in both steam and water -power work. More economy is 
obtained in space and in fi rst cost , and effic iency is increased. Sim
plicity of operation, reduction of labor requ ired, etc., are impor tant 
facto rs favo ring large unit s. 

0. A. HONNOLD, Opr. E ngineer, 
U tah Light & Ry. Co., Salt L ake City. 

This depend s on what is meant by small units. My experience 
has shown me that two 250-kw units are better than one 500 kw, 
and two 500 kw are better than one 1000 kw. 

H. A. T IEMANN. 

Units should be so proportioned on a new road that two ma
chines will carry the load and one be in rese rve so that in case 
one engine is out of commission only one-third of the plant will 
be useless, instead of one-half if two larger engines had been in
stalled in place of three smaller ones. FRANCIS G. DANIEL. 

H .-TH E LINE DEPARTMENT 
H 12.- What is the most effi cient method of tappi ng trolley 

wire to feeder s? 
Th e most effi cient method of tapping trolley wire to feeders is to 

use th e feeder tap as a span wi re and attach the ear by means of a 
brass yoke. MECH. AND ELEc. ENGR. 

With side pole construction solder feed tap on to feeders and 
out to the trolley, and solder it to an ear by itse lf, keeping it clear 
of bracket. On span-wire construction solder on to feeders and use 
a brass feed hanger. 
Columbus, Buckeye Lake & Newark Tract. Co. and Columbus, 

Newark & Zanesville Elec. Ry. Co. 

H 2 ra.-What means, mac hines, devices or spec ia l rigged 
car s a re you using for expedit ing or cheapening the work of 
the line department? Please send descrip tion s, with photo
graphs or drawings, and statemen t of results secured. 

W here it is necessary to st ring in a co11siderable length of wire, 
a very short flat-car can be used to great advantage. T his car 
has a post on each side of th e ca r, braced so tha t there is no 
cl anger of turning over, and high enough so that a reel of trolley 
wire will swing clear of the car fl oor. When the regular cars are 
stopped for the night, or even between cars on regular schequle, 
thi s flat-car can be drawn along by a motor-car on a team of 
horses, the line wagon following close behind and tying t rolley wire 
to span wires temporarily. A. M. SMITH, Engineer, 

Rapid Transit Ry. Co., Dallas, T ex. 
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A NEW FORM OF TIME-TABLE FOR FAST INTERURBAN 
SERVICE 

A valuable improvement in the fo rm of t ime-tables for fr e
quent interurban servi ce has recen tly been int roduced uµ on the 
Lackawanna & \ Vyoming Valley Railway Company, commonly 
known as the "Laurel Line," operat ing between Scranton and 
\Vilkesbarre, Pa. T he requirements of modern high -speed in
te rurban ~e rvice are simila r to those of the stea m rail roads in 
tha t employees' time-tab les should be easily read and under 
stood ; but th e tend ency is to make use of the fo rm o f time
ta bl e so long in vogue upon the stea m ra ii roads, namely, the 
long fo lder type, whi ch sometimes reaches length s of 20 in s. 
to 30 in s. A difficulty with thi s older fo rm of t ime-table has 
always been its inconvenience of readin g, especia lly out of 
doors and in bad weather, when it soon becomes torn and 
illegible. If, on the other hand, it is refo lded frequently to 
bring fo rwa rd the di ffe ren t times of day as needed, the port ions 
creased in fo lding a re very liable to become unreadable. 

T o overcome these difficulties, the Lackawanna & Wyoming 
Valley Railway devised the type of time-table illust rated here
with. T he tim e-table consis ts of a pocket-s ize pamphlet , the 

the same ca r have been given a run number, which number is 
a lso ca rried both on the front and the rear of the train for pur
pose of identification by all operators and roadway employees 
a long the line. The large heavy type number a·t the top of 
eac h tra in sc hedule is a run number. For the purposes of the 
auditor, the round trips made by each run number are numbered 
consecutively. Thi s is the small figure shown in the upper 
right-hand corner at the head of each train schedule. For the 
purpose o f operatin g department reports, a train is identified, 
fo r example: " Run No. 3, north , leaving Wilkes barre 10 :30 
a. m,'' The advantage of this scheme for frequent service like 
thi s will be r eadily appreciated; the various trains in operation 
retain their origina l run numbers ,,throughout the day and are 
marked accordingly, the only difference in designation neces
sa ry throughout the, day for accounting purposes being with 
re ference to the. number 'and direction of the trip. 

T he time arrangement of schedules in the table provides that 
a ll tra ins throughout the book shall be in consecutive order of 
time, so that if. a train lays over a t any station along the line for 
any length of time for switching or passing purposes, this is 
apparent, A nother important practice in use by this com
pany is that o f changing the color o f the time-table paper for 
all new editi ons of the table. This prevents confusion between 

NORTH BOUND Larl.,; w;111n .; I. "N ~oming V.1th1y R.i!lro:ut Cnmpany Lackawanna & Wyoming Valley Rilllrtad Company 

RUN NUMB~ER __ 

3 11,l, RlVERSTREET,. 

3 160 MIDVALE,,,, 

2 UO SOUT H PITTSTON •••• ,-,Ol ,. ,,,, 

I M l PITTSTON 

: I:: ::::TPl~STON ·::1 :.: 

a 1 H SOUTH AVOCA . . , 10811 ..... 

,: ::::: ·::~CA : .: t: ::• , 
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8 I 08
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LAUREL JCT••· . I O(I 17 87 . . 

3 1.M SCl\~TON . . 2 40 111 21 . 

APPEA RANCE OF OPENED TIME-TABLE WHE N H EL i > 
IN THE HAN D 

present issue embrac ing fo rty pages beside the cover. Of these 
pages, thirty-two are devoted to train schedul es, and the re
maining eight and the cover to rul es governing the depor tment 
of tra inmen and the care of apparatus. T he names of a ll the 
stations upon the system a re prin ted upon two fl yleafs which 
proj ect out so as to come opposite the corresponding station 
locations on a ll the following pages. T he fir st ha lf o f the table 
is arranged fo r southbound tra ins, while the last half cove rs 
the northbound runs, there being over fourteen pages d evoted 
to the run s in either direction. By means of this flylea f a r
rangement of li sting the sta1tions, it is possible to bring any 
page of the time- table opposite the sta tion list. The flylea fs 
are printed on but one side only, and the fo ld is made so that 
rthe page of whi ch it is a part is narrower than the other pages 
in the t ime-table. A dherence to these two points prevents the 
use of either flyleaf with the w rong set of tra in schedules. 

Another important feaitt1re of the arrangement of the table 
is to be noted in the scheme of run numbers and the arrange
ment of the t rain schedules in chronological order. With the 
la rge number of tra ins provided for the frequent service de
sired, difficulty was fo reseen in any aNempt to number the 
t rains serially. Accordingly all trains which could be run with 

R EPRO l >UCTJ CJ N OF P AGES 24 AND 2fi, WITH T H E NO RTH 
BOUND F L Y-L EAF 

old and new tabl es, and minimizes the possibility of trouble 
from thi s direction . 

T here a re other fea tures of the new book worthy of atten
tion. In addition to the rules which are printed in the last 
eight pages of the book, special instructions are given for the 
operation of ca rs with the new Westinghouse unit-switch-group 
system of multipl e-unit control which ha s been applied to a 
large number of the ca rs of the system. These instructions in
clude methods of cutting out a motor, of cutting out cars, and 
in general as to the handling of disabled control equipment if 
such difficulties are encountered. There is also a list of the 
whi stle signals in use, the list of telephones at all stations, 
cross-overs and switches, the distances of all of these points 
from either end of the line and the running time and distance 
between any two adjacent stations. The front cover carries 
the regular third-rail warning of the company, in which the 
employees are forbidden from touching the third rail, etc. Two 
other notices are incorporated upon the front cover at the top 
and bottom, as well as also upon all rule pages of the book, as 
follows: 

The safety of passengers and trains is of first importance, and all 
operations of working, repair or construction must be subservient 
thereto. 



STREET RAILWAY JOURNAL. 173 

Every person in the service of this company is expected to be 
courteous and obliging toward the public and his associates. 

The inside of the front cover is devoted to instruction re
garding accidents, in which reference is made to the rules of 
the company in regard to them. T his is supplemented by the 
names and addresses of the company's surgeons in Scr anton, 
P ittston and vVilkesbarre, and ' also the locations of the hos
pitals in these cities. 

The new table was developed by Chester P. vVilson, the 
superintendent of the company. 

•• 
NEW SIX-FOOT UNIVERSAL RADIAL DRILLING MACHINE 

The Niles-Bement-Pond Company has recently brought 
out the improved 6-ft. radial drill shown in the accompany
ing illustration . It is built to use high-speed drill s to 
their fullest capacity. The drill-head saddl e fit s between as 
well as outside of the arm guides, which completes the double
box section of the arm and insures great rigidi ty. T he column 
saddle is strongly gibbed to fl at scraped bearings on the col
umn, and the post about which the column revolves e:iotends to 
the extreme top of the sleeve. T he use of la rge shafts, steel 
gears, bronze bushings and ring oiling bronze bearings for all 
fast running shafts makes a strong, durable machine, capable 

I MPROVED RA DIAL DRILL 

of standing the hardest service. T he principal feature, how
ever, of this machine is its conveni ence and ease of manipula
t ion. All the feeds and speeds a re changed by means of levers, 
and great care has been taken to arrange the levers and hand 
wheels so that th ey shall be within easy reach of the operator. 

,T he column rests on ball bearings. An idea of the si mpl e, com
pact design of the machine can be gained from the illust ration . 

T he machine is adapted for use with either carbon or high
speed drill s, the range of spindle speeds being sufficient for 
this purpose. Friction clutches are used for starting and 
stopping the machine at high speeds, so as to prevernt shock 
and consequent wear. The speed Lox is planed on the top, in 
order that the drill may be easily changed from a belt-d riven 
maehine to a motor-driven machine by the simple substi tution 

of two gears for the pulley. Reversing gears for tappi ng are 
provided. All speeds and feeds may be changed while the 
machine is running at its highest speeds. 

This radial drill is a full universal machine-that is, both 
the arm and the saddle swivel. This fact should be borne in 
mind in considering the design. The dimensions of the ma
chine are as follows: Drills to center, 12 ft.; maximum dis
tance from face of column to cernter of drill, 77¼ ins.; least 
distance from face of column to center of drill, 22;/2 ins.; 
greatest di stance from spindle to base plate, 72 ins.; and 
traverse of spindle, 20 ins . 

CLOSED CARS FOR THE DES MOINES CITY RAILWAY 

Fifteen cars of the type illustrated have lately been delivered 
to th e Des Moines City Rai lway Company by the American 
Car Company. The railway company operates over 100 cars 

DUUBLE-TRUCK CLOSED CAR USED IN DES l\IO I N E S 

on its 65 miles of trackage in and about the city. The new 
cars are 28 ft. over the bodies and 8 ft. wide over the posts at 
belt. Longitudinal slat seats are along one side of the cars 
and eleven transverse seats are on the other side. T his seat
ing arrangement is evidently very satisfactory, as over fifty 
cars, counting thi s present order, have been built for the rail-

INTERIUR OF DES MOINES CAR, SHOWING THE COMBINED 
CROSS AND LONGITUDINAL SEATING ARRANGEMENT 

way by the American Car Company. T he purpose is to obtain 
th e largest seating and, standing capacity possibl e to the a rea 
of the floor . Having the seats longitudinally placed on one 
side g ives an unu sually wide aisle, whi ch facilitates th e move
ment of passengers in and out, an im portant consideration in 
city se rvice. The entrances of the vest ibules a re both on the 
same side, as the cars are to be run in one direction on ly. The 
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upper sashes in the cat s a re stationary, and the lower sashes 
a re arranged to be raised. T he ves ti bule sashes a re ar ranged 
to be dropped into pockets. The interiors are fini shed in 
cher ry, w ith ceilings of the same make of tongued and g rooved 
boards. T he cars are equipped with automatic folding wooden 
gates at the entrances to the rear plat fo rms, whi ch are oper
ated by the motormen. Three-bar guard ra ils a re used, and 
as an extra precaution a wooden strip extends the entire length 
of the side of the car having the longitudinal seat. T he cars 
a re mounted on N o. 27-G trucks fo r fast and heavy city and 
suburban service. T he specialties include Brill angle-iron 
bumpers, steps, vestibule door s, and A merican Ca r Company's 
sand boxes, gongs and brakes. 

T he general dimensions are as fol lows : Length over the 
crown piece, 37 ft., and from the panel over the crown, 5 f t. 
a t the rear and 4 ft. at the front. T he width over the sill s, in
cl uding the sheathing, is 8 ft. T he d ista nce between the cen
te r s of the posts is 30 27-40 ins. T he side sills ar e 4¾ ins. x 
7¾ ins., and the end sill s a re 4 ins. x 7¾ ins. T he sill plates 
a re 8 ins. x ¾ in. T he thickness of the corner posts, 43/2 in s., 
and of the side posts, 2¼ ins. T he leng th of the seats is 323/2 
ins., and the width of the a isle, 36 ins. T he height of the steps 
is 18 ins., and of the r isers, 14 ins. T he trucks have a 4-ft. 
2-in. wheel base and 33-in. wheels. 

----+ ♦+-------

THE GRAND RAPIDS RAILWAY COMPANY'S NEW CARS 

Streng th, beauty and conveni ence characteri ze the ten new 
cars built for the Grand Rapids Rail way Compa ny after it s 
own specifications. These ca rs a re of the semi-conve rtible, 
double-t ruck type. T he mai n dimensions a re as fo llows : 
Length of the ca r body-' ove r the end panels, 30 ft. ; length over 
the platfo rm nose pieces, 43 f,t.; wid th at the sill , 8 ft. 3¼ ins.; 
width at the belt ra il , 8 ft. 9 ins. ; height inside the center, 
8 ft. 9 ins.; at the plates, 6 ft. 3 ins.; fro m under side of si ll 
to the top of the tro lley boards, 9 ft. I I ins. T he side sills a re 
of ye llow pine and the end sills of oak, covered with 14-gage 
sheet steel inside of the vestibule. T he center cross sill s are 
of oak and the two sub-sill s of yellow pine fo r 
the full length of the car. 

WEST PENN RAILWAYS ADOPTS A TRADE MARK 

Steam ra ilroads for the greater part have a di stinctive de
sign which appears on schedules, adverti sing matter and fre
quently on rolling stock. A lmost everyone recognizes the dome 
of the Capi to l at W ashington as the embl em of the Baltimore 
& Ohio, while the Pennsylvania Railroad has chosen the Key
stone as it s t rade mark. T he Maltese Cross of th e Big Four, the 
ra il way track running into the se tting sun of the Southern 

I l'\ T E RIUR O F ONE OF TH E N EW CARS DESIG N ED DY THE 
GRA N D RA PID S RAILWAY COMPAN Y 

Pacific and the t riangle of the Chicago & A lton are also well 
known desig ns. Qui te a number of elect ri c railways hav~ 
adopted a trade mark, and one has just been chosen by the 
\Vest P enn Ra ilways. T he names of the three counti es of 
Fayette, A llegheny and vVestmoreland are inscribed on a tri
angle, represen ting the st rength and solidity of that portion of 
the State, while the name of the \Vest P enn Railways appears 
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T he bocly fra ming is of white ash and yel
low pine. T he length of the platform is 6 ft. 
6 ins., with steps and openings on both sides. 
with doors for the full width of the openings. 
\ Vhen open, the doors lock against the encl of 
the car body with the company's special lock. 
A steel plate a ttached to the inside of the door 
closes the step opening and fo lds behind the 
door when it is open. T he doors are fi tted 
with removable sash. F loors are of oak and 
platform t imbers a re reinforced wi th .½-in. 
~tee! plates. T h e por t ion of the vest ibule be
low t he windows is closed wi th one piece of 
T .+-gage sheet steel extending from one corner 
post to the other. Each vestibule is enclosed 
with three drop glass windows and two single 
hinge side doors. T he in te rior of the vesti
bule is of reinfo rced stee l. T he w indows are 
of the large observat ion type, 32 ins. x 48 ins. 

ONE OF THE GRA N D RAPIDS R AI LWAY COMPANY'S NEW CA RS, SH OW N 
CO MPLETELY EQ U I PPED FOR SE R VI CE 

The cars a re equipped with twenty-four ra ttan walkover 
seats, arranged crosswise, and having a double pedestal base. 
T he car bodies were built by the G. C. Kuhlman Car Com
pany, and run on Brill 27-G t rucks, which carry GE 70 motor s, 
four on each car. Each car is equipped wi th the Garton
Daniels automotoneer and K-28 controllers. 

T he company is in t he market fo r ten more cars of this type 
for fa ll de livery, concerning whi ch information may be secured 
from \ V. \V. Butler , engineer and superintendent. 

on the encircling ring, representing the splendid faciliti es for 
t ravel throughout the enclosed counties furni shed by the West 
Penn Railways. 

•• 
T he street car line in Gautemala City is to be equipped with 

electricity. General Manager Ricardo E cheverria is now in 
the United States, and may be addressed in care of the Consul 
of Costa Rica, at New York. 
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LEGAL DEPARTMENT* 

DUTY TO PERSONS IN STREETS 

In tiie legal department of the STREET RAILWAY JOURNAL 
for April 1, 1905, there was considered the decision of the 
Supreme Judicial Court of Massachusetts in Duchemain vs. 
Boston Elevated Railway Company (71 N. E ., 780), in which 
it was held that the technical relation of carrier and passen
ger does not commence until a person has touched the step, or 
the hand rail, or some other part of a car with the purpose of 
boarding it. T he abstract principle there laid down was ap
proved, but it was suggested that the practical scope of the 
decision would probably not be very great, because, while theo
retically a higher degree of care is owed to persons who have 
become passengers, a street car company is nevertheless liable 
for the exercise of reasonable care to a ll passe rs-by in the 
street. In that case the injury was to a person who, intending 
to become a passenger, had approached so near a car as to be 
injured by the fall of the trolley pole, which , striking a s ign 
upon the ca r, caused it to fa ll upon the pla intiff. Outside of 
the question of the relation of passenge r and the duty of ex-

. traordinary ca re, it seemed to the writer that a prima faci e 
case of lack of reasonable care was made out, so that the pla in
tiff might have been permitted to r ecover if the t rial court had 
not incorrectly charged the jury to th e effect tha t the r elation
ship of passenger had begun. A mong other things, we said : 

"The tria l court had instructed the jury tha t the plaintiff 
was entitled to rely upon the technical status of a passenger, 
and therefore the company owed him the obligation of extra
ordinary care of a common carrier. Conceding that th is in
struction was erroneous, . and that a reversal of the judgment 
in favor of plaintiff was therefore correct on thi s ground, the 
fact still remains that a street railway company owes reason
able ca i.:_e to any pedestrian in the street, and, further , that the 
practical situation of the plaintiff was necessarily different 
from tha t of an ordinary pedestrian. A lthough he was not 
techni cally a passenger, he unquestionably had the right as an 
intending passenger to approach so near the car that he was 
liable to be injured by the falling trolley pole. Thi s considera
tion would bear very cogently, perhaps conclusive ly, upon the 
issue of hi s freedom from contributory negligence. The fall 
of a sign and trolley pole upon a person rightfully standing 
within their reach might result from neglect of reasonable and 
ordinary care, and be actionable even a t the suit of one who 
was not a passenger." 

A more recent decision that bears out this view is that of 
th e Supreme Court of Illinois in Chicago City Railway Com
pany vs. Bruley (June 1905, 74 N . E ., 441 ). The impor tant 
facts a re stated as follows in the opinion: 

"The accident took place about 7 :30 on the evening of the 
24th day of February, 1898. There were severa l inches of 
snow upon th e ground, and from three to five minutes prior to 
the accident a sweeper, propelled by electricity, passed east 
upon the south track upon T hirty-First Street , and turned 
south upon the west track on Center Avenue. O ne witness, 
who was near by and saw the sweeper turn into Cen ter Ave
nue, testified that, after the sweeper passed from Thirty-First 
Stree t to Center A venue, it d id not s top, nor did any one leave 
the car, but that i t continued south upon Cente r Avenue. T he 
appellee was going east upon T hirty-Fi r st Street. She saw a 
car coming from the west upon the south track upon that 
street, and sta rted across Center A venue to the south
east corner of tha t avenue and Th irty-First S t reet fo r 
the purpose of taking said car a t that point. T he car 
was moving rapidly, and when it reached a point a few 
feet west of Cente r Avenue it left the T hirty-Fi rst Street 
track, and r an in a diagonal direct ion to the southeast corner 
of Thirty-F irst S tree t and Center A venue. A ppellee attempted 
to reach the sidewalk, bu t was overtaken by the car and 
knocked d_own, the fo re par t of t he car passing over her body. 
She rema~ned beneath the car from twenty to th irty minutes, 

. and sustamed serious and permanent injuries." 
_]'he court held tha t the inj ured woman was entitled to r e

• Conducted by Wilbur L arremore, of tn e N ew Yor k Bar, 32 Nassau Street, 
New York, to whom all correspondence concerning this department should be 
addressed. 

cover and th at the evidence sufficiently confo rmed with the 
plaintiff's pleading to the effect that the damages occurred 
through the rai lroad company's negli gence in leaving a switch 
open at a curve. The proof as to the open switch was not 
di rect and was not so conclusive but that the jury might have 
fo und otherwise. T he case is significant as recognizing the 
duty of a street railway company to exercise reasonable care 
toward all persons rightfully in the street and as illustrating 
the judicial tendency to permit judgments to stand if there be 
a r easonable su fficiency of evidence in support of a company's 
negligence. In both th e Massachusetts case and this Illinoi s 
case, the person injured intended to become a passenger. As 
above suggested, that factor would have a bearing upon the 
question of contributor y negligence in cases where the in tend
ing passenger had approached very close to the car. But, ac
cording to the circumstances of each case, a street rai lroad 
company may be held liable for injury to any person in the 
street if, without contributory negli gence, the latter be in
j ured th rough the negli gent operation of cars. Many cases 
have emphasized the concurrent rights of a st reet car com
pany and the public in that par t of a street occupied by the 
roadbed, and impor tant di stinctions have been drawn between 
st r eet r a ilways and steam rai lroads as to the right to d rive 
vehicles on the roadbed and to cross the t racks. T he duty to 
gua rd persons using other parts of th e street from injury from 
derailed cars and simila r mi sh aps would seem to be, if any
th ing, still more clear th an towards persons on the roadbed. 

CHARTERS, FRANCHIS E S, ORD INANCES, ETC. 
CALIFORNIA.-Street Railroads-Fra,1ch ises-Construction-Is

suance of Transfers-Assignment of Rights. 
I. A grant, ass ignment, lease, or transfer of a street railway fran

chise carries with it and imposes upon the grantee or assignee all 
the duties and obligations which rested upon the original holder of 
the franchise. 

2. An assignee of a street railway franchise, a condition of which 
required the holder thereof to issue transfers to other lines in the 
city operated by it or its assigns, which assigned its rights in the 
franchise to anoth er, and ceased operating cars under the franchise, 
could not be compelled to interchange transfers with its assignee 
from and to its remaining lines operated under other franchises.
(Reynolds vs. P acific E lectric Ry. Co. et. at., L. A. 1642, 80 Pac. 
Rep. 77.) 
CONNECTICUT.-Appeal-Mandate-Disposit ion of Cause in 

T rial Court- Pleading - Amendment - Municipal - Corpora
tions-Public Improvements-Assessments. 

I. Where a new trial was not awarded on appeal, bu t, under Sup. 
Ct. Rules, p. 109, Sec. 63, the case was returned with a mandate de
fining the duty of the trial court, the mandate was controlling, and 
the trial court had no authority to permit the plaintiff to present 
new grounds for relief. 

2. On the application of a street railway company to be relieved 
from an assessment fo r paving, it was held that the railroad com
pany was not liable for that proportion of the cost of the paving 
contract which was fo r prospective repai rs; and the court fo und 
that the cost of construction was $2.95 per square yard, and the 
cost of the agreement to repair 37 cents per square yard. H eld 
that the finding that the cost to the city of the agreement to re
pair was 37 cents per square yard was not inconsistent with the 
fact that the work was done under a contract which called fo r con
struction and maintenance for a gross sum. 

3. When an appellant, whether required to do so or not, sets out 
his reasons of appeal, he will be limited in his evidence to the mat
ters so set out. 

4. When one party to a cause, by his silence when it was his duty 
to speak, has naturally induced conduct on the part of his adver
sary, he is estopped to take advantage of any act or omission so in
duced to the latter's disadvantage. 

5. Evidence offered and admitted fo r a limited purpose, and facts 
found upon such evidence, may not be used for another and totally 
different purpose in the cause. 

6. Where, on appeal in an application by a property owner to be 
relieved from an assessment for a public improvement, the ques
t ion of the constitutionali ty of the assessment, under the statuto ry 
provisions governing it, had been presented fo r decision on the 
plaintiff's bill of exceptions, and fu lly argued, the ques tion was no 
longer an open one in the case, and plai ntiff could not, on a second 
appeal, gather aditional facts, and frame 11ew reasons to secure a 
revision on the ground of the unconstitutionality of the proceed
ings.-(Fair Haven & W. R. Co. vs. City of New Haven, 6o At!. 
Rep., 651.) 
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ILLINOIS.- Eminent Domain-Street Widening Proceedings
P artial Destruction of Buildings-Damages-Benefits-As
sessment - Theory-Evidence-Instructions-Verdict-Obj ec
tions-Appeal. 

r. \Vhere the front 35 ft. of defendant's building and lot were 
taken to widen a street, and it appeared that in case of recon
struction it would be necessary to have the walls remaining re
enforced to comply with an existing building ordinance, it wa~ 
error fo r the court, in a proceeding to determine defendant's dam
ages, to refu se to charge that, if the remainder of the building was 
susceptible to reconstruction, it would h ave to be reconstructed sub
ject to the building ordinances of the city. 

2 . Where th e front 35 ft. of defendant's lot and building were 
taken to widen a street, a verdict assessing damages, allowing only 
a portion of the va lue of the building, was sustainable only on the 
theory th at th e remaining portion of the building would be of 
value by building a new front wa ll and other reconstruction and 
rearrangement. 

3. \Vh ere the front part of a building and lot was taken to widen 
a street, the jury, in assessing the owner's damages, should either 
con.sider the remainder of the building worthless and allow its 
valu e, or consider what could be done with the remainder of the 
building, and the cost of doing it. 

4. ·where the front of defendant's lot and building was taken 
to widen a street, and a witness testified that the improvement 
would benefit the remainder of defendant's property by bringing 
produce and commission business into the street as widened, de
fendant was entitled on cross-examination to ascertain whether 
witness consid ered that defendant would be compelled to pay for 
repaving the street and a new sidewalk. 

5. ·where the only object ion relating to the appointment of the 
cost of street widening proceedings between the public and the 
property owners was that the improvement was a public one and 
a public benefit, such objection was insufficirnt to raise the question 
that the statute prohibiting a review on error or appeal applies 
cnly to special assessments proper, and not to a proceeding for 
condemnation of property. 

6. Where th ere was no hearin g or any evidence introduced on 
the subj ect of the apportionment of th e cost of the widening of 
a street between the public and the property owners, such appor
tionment could not be reviewed on appea l. 

7. In proceedings for condemnation of land to widen a street, 
evidence held insufficient to sustain a verdict arbitrarily allowing 
a certain sum for th e land taken, assessing an equal amount for 
benefit s to land not taken, and allowing a part only of the value 
of the building for the taking of the front 35 ft. thereof.-(West 
Chicago Masonic Association vs. City of Chicago, 74 N. W. R ep. , 
159.) 

ILLINOIS.- Eminent Domain-Condemnation-Damages-Evi
dence-Sufficiency-Pleadings- I ssues- ] udicial Notice-In
structions. 

r. On proceedings by a railroad company for the condemna
tion of a ri ght of way, evidence considered, and h eld to warrant 
the damages awarded. 

2. The pet itioner in a condemnation proceeding is required at 
his peril to ascertain and name in the petition the true own er o f 
the land sought to be condemned and taken, and th e per son 
so named _i s not requi r ed to prove title. 

3. In condemnation proceedings the petitioner in a cross-peti
tion praying for an award of damages to land which is not taken 
must allege in the cross-petition that h e is the owner of the prop
erty alleged to be damaged. 

4. Where, in condemnation proceedings, a landowner fil es a 
cross-petition praying for an award for damages to land not 
taken, if the original petitioner desires to contest the allegation 
of ownership the issue must be raised by an appropriate pleading. 

5. In condemnation proceedings the issue of ownership of land, 
if any, is preliminary to the submission of the question of dam-_ 
ages to the jury, and is to be determined before the jury is im
paneled to assess the damages. 

6. Wh ere, in condemnation proceedings by a railroad to ac
quire a right, both litiga nts proceeded in charging the jury on 
the theory that damages to lands not taken had been established 
by the evidence, neither could complain of instructions which 
assumed that such damages were to be assessed. 

7. An appellant cannot complain of error in an instruction 
where the same ruling was contained in an instruction given at 
his request. 

8. On proc eedings by a railroad con~pany to condemn land for 
a right of way, an instruction that under the statute the railroad 
company was not required to fence its road until six months 
after it had completed the same, and that the damages, if any, 
attending the keeping open of the right of way during that time, 

were proper for the consideration of the jury as an element of 
damage, was proper. 

9. Judicial notice cannot be taken that the rights of way of 
railroad companies are fenced as th e track is constructed. 

ro. On proceedings by a railroad company to condemn land for 
a right of way, an instruction that the jury must be confined to 
the market value of the land was not erroneous for not confining 
the jury to the "fair cash market value," they having been in
fo rmed that the only measure of damages was the fair cash 
market value in another instruction, and the court in the exam
ination of witnesses having restrict ed the proof to the fair cash 
market Yalue of the land. 

rr. Where, on proceedings by a railroad company to condemn 
lands for a right of way, the jury visited and viewed the premises 
of D. , one of the property owners, o,n whose )and there was no 
building, an instruction that the element of danger by fire and 
increased cost of insurance on buildings should be considered 
o n th e question of damages was applicable to the proof of dam
ages to the other property owners, and was not prejudicial as to 
D., because of the fact that there was no building on her premises. 

12. On proceedings by a railroad company to, condemn land 
for a right of way, an instruction that in estimating the compen
sa tion for land actually taken no deductions could be made be
cause of any benefits which would accrue to other portions of the 
lands not proposed to be taken was not erroneous on the theory 
that it should have gone further and informed the jury that 
benefits to lands not taken were proper to be considered in esti
mating the damages to land not taken, other instructions having 
clearly shown that benefits to land not taken were proper to be 
considered on the question of damages to land not taken. 

13. Where the charter of a railroad company authorized it to 
use steam or other motive power, and on proceedings by it to 
condemn land for a right of way it was not willing to stipulate 
that it would not use steam, it could not complain that the court 
instructed the jury that he property owners had the right to have 
their damages estimated with reference to any motive power that 
the railroad company might use under its charter. 

14. On proceedings by a railroad company to condemn land 
for a right of way, an instruction that in arriving at the value of 
the land the jury might consider its value for the purpose for 
which it was shown by the evidence to be most available was no 
ground for reversal.-(Chicago & M. Electric R. Co. vs. Diver 
et al., 72 N. E. Rep., 758.) 
I OW A-Taxation- Assessment-Executive Council-Street Rail

roads-Interurban Railroads-Certiorari-Motion to Dismiss 
-Statutes-Implied Repeal. 

r. A motion to dismiss a petition for a writ of certiorari is in 
the nature of a special demurrer. 

2: Under code supp., sec. 2033a, declaring that any street rail
way operated by other power than st eam, which extends beyond 
the corporate limits to another city or village, shall be known as 
an interurban railway, a corporation operating a line connecting 
three different municipal corporations and organized under code, 
sec. 2026, authorizing street railway corporations to extend their 
lines beyond the limits of a city along public roads, is an interur
ban railway. 

3. Code supp., sec. 2033a, defines an interurban railway as any 
railway operated upon the streets of a city or town by other 
power than steam, and extending beyond the corporate limits to 
another city or town, and section 2033b provides that such roads 
and companies operating them shall be goiverned by the same 
laws that govern railroads and railroad companies. Section 2033c 
provides that any interurban railway shall , within the limits of any 
city or town, upon such streets as it shall use for transporting 
passengers, etc., be deemed a street railway, and be subject to the 
laws governing street railway s. Held, that this latter section 
operates merely to render an interurban company liable to the 
obligations and entitled to the rights of a street railway as to 
those portions of its line within city or town limits, but does not 
give those parts of its line the character of a street railway so as 
to require them to be assessed in the manner prescribed by law 
for street railroads, instead of the manner prescribed for rail
roads. 

4. Code supp., sec. 2033a-c , provides that street railroads, por
tions of whose lines extend beyond the limits of a city or town 
into another city or town shall be known as interurban railways, 
and all the statutory provisions applicable to steam railways shall 
be also applicable to interurban railways. Code, sec. 1343, pro
vided that the property of street railroad companies either within 
or without the limits of a municipal corporation should be 
assessed by local assessors, while code, sec. 1334, provides that all 
railways iShall be assessed by the execmtive council. Held, that 
section 1334 impliedly repeals section 1343 as to the method of 
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assessing the property of interurban railway companies.-( Cedar 
Rapids & M. C. Ry. Co. vs. Cummins, Governor, et al. , IOI N. W. 
Rep., 176.) 
KENTUCKY.-Contract to E r ec t Depot-Damages for Breach 

-Evidence. 
I. Where plaintiff conveyed a right of way through hi s land to 

defendant in consideration of its agreement to erect a depot on 
his land and stop its cars there, the m easure of damages for its 
breach of the agreement is the difference between the market value 
of the residue of his land with and without the depot. 

2. In an action for breach of defendant's agreement, in consid
eration of the right of way conveyed it, to erect a depot on 
plaintiff's land and stop its ca rs there, ev idence of the prices fo r 
which oth er lands contiguous to his, and situated, like it, on the 
defendant' s road, sold, and as to the advantages of plaintiff's land 
for busin ess and suburban purposes, and also as to what value 
the location of the depot would give the land, is admissible
(Louisville, A. & P. V. E lectric Railway Co. vs. Whipps et ux., 
8o S. W. Rep., 507.) 
KENTUCKY.-States-Statute Regulating Use of Interstate 

Bridge-Limit: of Juri sdiction-Federal Courts-] uri sdiction 
Enforcing Rights Unde r Statute of Another State- Rail
roads-Kentucky Statutes-Rights of Foreign Corporation
Subjecting to Use P roperty of Another Company. 

I. A statute of Indiana cannot give a right to use a bridge 
across the Ohio River beyond low-water mark, which constitutes 
the boundary line of the State. 

2. A Federal court in Kentucky cannot enforce rights given by 
a statute of Indiana with respect to the use of so much of a 
bridge across the Ohio River as is situated within the State of 
Indiana. 

3. Const. Ky., sec. 2u, provides that no railroad corporation 
organized under the laws of another State, doing or proposing to 
do business in the State, shall exercise the right of eminent do
main or acquire right of way or real estate until it shall incor
porate under the laws of the State. Ky. st., 1903, sec. 841, pro
vides that any such corporation "may, for the purpose of pos
sessing, controlling, maintaining or operating" a railway in the 
State, incorporate by filing its articles of incorporation as -therein 
specified; section 763 provides the manner of organizing railroad 
corporations in the State, and section 765 provides that no rail
road corporation of another State shall exercise the power of 
eminent domain , or acquire right of way, or purchase or hold 
land for railroad purposes, until it sha ll have become organized 
as a corporation of the State in conformity with section 763. 
Held, tpat under said provisions, as construed by the highest 
court of the State, a foreign railroad corporation, which has 
merely complied with . the provision 9f section 841 by filing its 
articles of incorporation, acquired thereby only the right therein 
given to "possess, control, maintain and operate" a railroad in 
the State, and that it had no power to exercise the right of emi
nent domain or to h ave the property of another subjected to its 
use by legal proceedings, unless it became a full Kentucky cor
poration, by organizing as such under section 763. 

4. While a public service corporation, like a railroad company, 
is bound to render to the public certain services appropriate to 
its particular functions, it is not bound to permit its property to 
be subjected to use by a rival corporation, unless by express 
statutory enactment and by due process of law thereunder.
(Evansville & H. Traction Co. vs. Henderson Bridge Co., 134 
Fed. Rep., 973.) 
LOUISIANA.-Municipal Corporations-Paving Streets-Lia

bility of Abutting Owner-Estoppel-Nonsuit. 
I. Act No. IO, p. 9, of 1896, empowering cities and towns (the 

city of New Orleans excepted) having a population exceeding 
10,000 to pave streets and to levy special taxes and contributions 
on abutting property owners of real estate and railroads occupy
ing a portion of the street, was, as to the city of Baton Rouge, 
repealed by Sec. 35 et seq. of Act No. 169, p. 340, of 1898, incor 
porating said city, which provides that the cost of paving any 
street shall be borne by the city of Baton Rouge and the abutting 
owners of real estate in certain proportions. . 

2. The mere silence and inaction of a street railway company 
while streets traversed by its tracks are being paved do not estop 
it to plead the absolute want of power and jurisdiction in the ci ty 
council to levy a specia l tax against the company for street im
provement. See Elliott, Roads and Streets, Sec. 68g. This doc
trine is especially applicable to a case where the contract was let 
on the basis of payment by the city and abutters, and the evidence 
shows no benefits accruing to the railway from the work. 

3. Where a contractor for street improvement s sues a street 
railway and a city on certificates of a city engiucer that such rail
way owed certain amoun ts for paving, and no ordinance is shown 

authori~ing the transfer of such certificates to the contractor, his 
alt ernative demand against the city will be dismissed as in case 
of nonsuit. (Syllabus by the court.)-(Louisiana Imp. Co. vs. 
Baton Rouge Electric & Gas Co. et al., 38 S. Rep., 444.) 
MICHIGAN. - Street Railroads - Establishment-Regulation-

Change in Road-Manner of Granting Authority. 
Though, under the express provisions of Comp. Laws 1897, 

Sec. 6446, a municipality can grant the right to a street railway 
company to operate a line on the st reets only by an ordinance 
regula~ly passed and accepted by the company, a city which has 
by ordmance granted to a company the right to operate a car line, 
subject to a provision that the location of poles, side tracks, spur;; 
and switches shall be under the control of the council, may, by a 
mere m ot ion adopted by the council, authorize the company to 
change the location of a curve in the track conncctinrr a street 
wi th a cross street.-(Mannel vs. D etroit, Mt. C. & M. C. Ry., 
102 N. W. R ep., 633.) 
MICHIGAN.-Street Railroads-Repaving-Use of Old Ma

terial. 
Where a street railway company is required by the city to relay 

the pavement of a street, and, when it was engaged in tearing up 
the pavement for the purpose of relaying it , the city removed 
such material, requiring the railway company to replace it by new 
material, the city was liable to the railway company therefor.
(City of Detroit vs. Detroit Ry., 99 N. W. Rep., 411.) 
MISSOURI.-Municipal Corporations-Street Railroads-Fran-

chise-Conditions Imposed in Franchise-Acceptance-
Estoppel-Condemnation of Way for Street. 

1. An appeal lies to the Supreme Court in proceedings for the 
condemnation of real estate, since title to real estate is thereby 
affected. 

2. Where a city granted a franchise to a street railway company 
"on the terms and conditions" in the ordinance specified, among 
which conditions was a requirement that the railroad plank all 
cross ings of streets then existing or that should afterwards be 
laid , and, if required by the city, maintain signboards, etc., the 
railroad must do such acts at its own expense. 

3. Where a street railway company, in accepting a franchise, 
agrees to certain conditions imposed by the municipality, it is 
estopped from thereafter saying that the conditions are not rea
sonable. 

4. An ordinance granting a franchise to a street railway com
pany required the company to keep the space between the tracks 
and 18 ins. outside of the outside rails planked with oak planks; 
to keep the street fo r a distance of not less than 6 ft. from the 
outside rails in good condition; if required by the city, to erect 
and maintain at crossings signboards, and to perform all duties 
devolved on the company by statute; and provided that, if the 
city should at any time cause a part of any street crossing the 
railroad at grade to be paved, the railway company should grade, 
pave, and keep paved the part of the street or avenue so crossed. 
Held, that such requirements were not unreasonable. 

5. \Vhere a crossing was condemned across the tracks of a 
street railway company for the opening of a street in Kansas 
Ci ty, there was no error in excluding evidence as to the cost of 
grading, proceedings for condemnation and for grading being 
entirely distinct under the city charter.-(In re T opping Avenue, 
86 S. W. Rep., 190.) • 
NEW JERSEY.-Law of the Road-Right of \Vay at C1ossings 

-Legislative Enactment-Custom-Pleading-Evidence. 
I. The law of the road with relation to vehicles approaching a 

street crossing, that the first to reach the crossing traveling at a 
reasonable rate of speed ha s the right to pass over first, applies 
to vehicles of all kinds, including fire engines and trucks driving 
to fires, and trolley cars. 

2. Fire engines and trucks while driving to fires may by legis
lative enactment be granted the right of way at street crossings, 
and compel all e ther vehicles to yield to such right. 

3. Evidence that fire engines and trucks, while driving to fires, 
have by local custom the right of way at street crossings, can not 
be given in an action against a street railway for injuries susta ined 
to the driver of a fire truck in a collision with a street car at a 
crossing, where it was not pleaded that the trucks had the right 
of way by reason of local custom, though the trolley car reached 
the crossing fir st.-(Knox vs. North J ersey St. Ry. Co., 57 At!. 
Rep., 423.) 
NEW JERSEY.-Pleading-Charter Provisions-Dcmurrer

Street Rail roads- Conditions. 
I. The charter of the J ersey City & Bergen Railroad Company, 

approved March 15, 1859, and its supplements, being private acts, 
their provisions cannot, on demurrer, be noticed, except as they 
appear on the face of the pleadings. 

2. The provision in that charter by which the company was 
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em powered t o con struct and op erate a street railroad in J ersey 
City, provided that in const ructing the r ail road the company first 
obtained the consent of th e city council ; the o rdim.nce of the 
council giving such consent on con dition that th e company 
should pay an annual fee for each car ru n o n th e railroad ; the ac
ceptance of th e o rdinance by the compa ny, and the construction 
of the rai lroad in pursuance of the consent ; and t he supplem ent 
to the com pany's char ter approved Mar ch 17, 186o, declaring that , 
in co nstructing an d maintaining its r ailroad in J ersey City, the 
company sh ould be subj ect to the conditio ns imposed in the o rdi
nance-placed upon the company a legal obligation to pay the 
stated fee. 

3. If a claim long do rmant be not di scharged by statutory lim
itation, th e lapse of time is not legally a r elease, but is only evi
dence of a r elease, and therefore will not , on demurrer, d efeat 
the claim. (Syllabus by the Court.)-(Mayo r, et c., of J ersey City 
vs. J er sey City & B. R. Co., 57 At!. R ep., 445. ) 

NEW YORK- Street R a ilroads-Operatio n- Statutes-Applica
tion to Existing Railroad- R epair of Streets- L iability of 
Street Rai lroad- Contract wi th Ci ty- Construction-Paving 
Between Tracks-Liability of Company- Con st itut ional Law 
-Obligation o f Contract. 

r. Laws 1884, p. 313, c. 252, provides in Sec. 9 that every street 
railroad cor poration ex tending or operating a railroad under th e 
provisions of the statute shall , wheneve r required by the local 
authorities, keep in repair the portion of every street between the 
rails, within an in corporat ed city, and anoth er sec tio n, rela tive 
to fares, provides tha t such section shall no t apply to any part of 
any road previously construc ted, unless the corporation shall 
acquire the r igh t to ex tend the road under th e statute, in which 
event its ra te of fare shall not exceed its author ized rates prio r 
to the ext en sion. H eld, th at Sec. 9 applies to the tracks of 
companies incorporated under its provisions, a nd to the tracks of 
an extension of the lines or branch es of th e rai lroad of an exist ing 
street rai lroad company, but does not apply to th e road of an 
ex isting st reet railroad company. 

2. Laws 1869, p. 54, c. 34, r equir ed th e Rochester S treet Rail
road Company to keep in r epai r th e str eets inside the ra ils of its 
tracks, but provided th at, whenever any of such streets should b e 
permanen tly improved, th e company should not be required t o 
bear any part o f th e expense. Rai lroad Law, ar t. 4, Sec. 98 
( L aws 1890, p. 1112, c. 565, a s amended L aws 1892, p. 1404, c. 676, 
Sec. 98) , provides that every street r ailroad shall keep in r epair 
the street between it s tracks, under the supervision of the local 
authorit ies , and that on neg lect to pave or repair, after notice, 
the auth orities m ay do so at th e expense of the corporation. 
After th e enactment of Sec. 98, under an o rdi nance o f the R oches
ter ci ty counci l, th e ci ty ratifi ed the location of all lines of the 
railroad company, and it was provi ded that th e provisions of 
ar ticle 4 of the rai lroad law should be complied with , but that all 
agreem ents between the ci ty and the rai lroad company sho uld r e
main in fu ll forc e, and th e railroad com pany was required to g ive 
free passage to firem en and policemen, ~ which it h ad not pr e
viously been required to do. H eld, t hat th e st r eet railroad com 
pany did not by such contract assent to a right o f the city to 
exact payment fr om the rai lroad fo r paving between it s r ail s, 
since the provision as to the railroad law was m odified by the 
provision th at all agreements should continue in fo rce, a nd th e 
provisions for furni shing transportation had no consideration, 
except th e approval of th e location of th e railroad and its tracks 
as the same were then u sed and operated. 

3. Laws 1869, p. 54, c. 34, r ela ting to the Rochester Street R ai l
road Company, provided that th e company should maintain th e 
surface of the str eets inside of its rails in good repair, but that , 
when ever any of th e streets should be permanently improved , the 
company should not be r equired to bear any part of the expense. 
T hereafter such agreem ent was embodied in a contract b etween 
the st reet rai lroad company and th e city, and ratified by a r esolu
tion of th e common council on a n ew consideration moving from 
the railroad. H eld, that special acts of the legislature authorizing 
t h e municipal auth ority to assess on th e property of the railroad 
th e expense of paving between th e t racks, and R ailroad Law, Sec. 
98 ( L aws 1890, p. 1 u 2, c. 565, as amended Laws 1892, p. 1404, c. 
676, Sec. g8), requi r ing st reet r ailroads to make su ch pavements 
or defray th e expense thereof, were, as concerned th e railroad in 
question, inoperative and void.-(City of Roch ester vs. R och est er 
Ry. Co. , 91 N. Y. Sup., 87.) 

LIABILITY F OR NEGLIGEN CE. 
ARKANSAS.- Carriers-Street Railroads-Injuries t o Pas

sengers-Time to Alight-Premature Start-Car e R equired
Actions-Instructions. 

r. It is not sufficient that a st reet car sh ould stop for a reason-

able time fo r passeng ers to aligh t, but it is t he duty of the car 
r ier ' s se rvants to see that no passenger is in th e act o f a lighting 
or in a danger ous positi on befor e puttin g the car again in m otion. 

2 . A carri er of passen gers is not bound absolutely to carry pas
seng ers safely, nor to provide measures to pro tect them against 
acc idents and injuri es caused by th eir own act s o r omissions 
which the exe rcise of r easonable care would n ot anticipate, but it 
is bound to exercise a very hi gh degree o f care and skill to 
secure safe ty to passen gers and prevent acc idents. 

3. In an ac tion fo r injuri es to a passen ger on a street car, an 
instruction that if defendant' s conductor knew of plaintiff' s negli
gent conduct in alighting from a street car , and by th e exerci se 
o f proper care could have avoided th e consequences o f such negli 
gen ce, and fail ed so to do , and the conducto r' s failure was the 
immediate cau se of th e injury, defendant could n ot .rely on plain
tiff' s contributory negli gence as a de fense, was erroneous, fo r 
failure to defin e plaintiff' s "n egligent conduct." 

4. In an action fo r injuries to a passen ger , the court charged 
that tho ugh plai ntiff was negligent and the conductor knew of hi s 
negli g ent conduct , such negli gence was not a defen se, if the con
ductor's fa ilure to avo id the con sequences th ereof was th e imme
d iate cause of the in jury, and that if such injury was caused by 
plaint iff im prudently a tt em ptin g to alight from a m oving car, o r 
fro m hi s effort to a li ght in an unskill ed o r un safe manner, the 
jury would find fo r defendant , unl ess they fo und that the co n
ducto r k new of plaintiff' s negli gence in so a tt emptin g to alight 
in time to have prevented the injury, and could by the use of ordi
nary care h ave prevent ed the injury and fa il ed t o do so. H eld 
error, as excludin g the point wheth er, in the ex erci se of r easonable 
fo resigh t. the co nducto r should have anticipated that plaintiff 
woul d be injured by ali ghtin g when th e car was in motion.-(Lit
t le R ock T ractio n & E lectri c Co. vs. K imbro, 87 S. 'vV. R ep. , 
122.) 

CALI FORNIA.-Street R ail roads- Injuries at Crossing-Con
tributo ry N eglig ence-P resumptio ns-Duty t o Stop, L ook 
and L isten. 

r. In an act ion for death caused by a colli sion with a street car 
a t a crossing th ere was evidence that the h orse decease d was 
driving approach ed the crossing at a gallop , wh ereupo n the 
m oto r man immediately appli ed th e brakes and did everythin g in 
hi s power t o stop th e car , and so far succeeded tha t deceased 
almost g ot acro ss the track before th e cart was struck. Imme
diat ely after the colli sion the ho rse appeared t o be ' 'sweaty," but 
stood quietly with two of his fee t on th e curbing of the sidewalk. 
T he cart wh en struck was in a pos ition indi cating that deceased 
saw the 'car and took a diagonal course to cross ah ead of it . 
H eld, th at such fact s justified a findin g that deceased was guilty 
of co ntri butory negligence, so that it was error t o charge that, in 
th e absence o f all ev idence tending to show wh ether deceased 
stopped, looked and li stened before att empting to cross, it would 
be presum ed that he did. 

2. A per son about to cross a street r ailroad track in an incor 
porated city is not bound, as a m atter o f law, to stop, look and 
listen.- (Los Angeles T rac tion Co. vs. Conneally et al. , 136 F ed. 
Rep. , 104.) 
GEO R G I A.- Carr iers-Regulations- Injury to Passen ger- In

st ruction s. 
r. A railway company has th e right t o make r easonable rules 

and regulati ons prohibiting passenger s from occupying positions 
o n its cars considered to be dangerous, except at their own risk; 
but wh en, notwith standing such rules, passengers are permitted, 
and in som e instances required , to occupy such pos itions, the 
company is still under th e duty t o ex erci se extraordinary care and 
diligence fo r th eir safety. 

2 . O n th e trial of a suit for da mages alleg ed to have been occa
sioned by the n egli gence o f the defendant , it is always error , re
quirin g th e g rant of a new tri al, for the court t o charge the jury 
that g iven ac ts constitute negli gence , when such acts are not de
clared by statute t o be negligent.- (Augusta Ry. & Electric Co. 
vs. Smith, 48 S. E. R ep. , 68r. ) 
GEO RG I A.-Evidence-Compro mise-Street R ailroads-Injury 

to A nimals-Damages. 
r. Evidence of compromi se is excluded, because inh erently 

har mful and calcula ted to leave the impression on the minds of 
the jury that th e se ttl ement was an admission of r esponsibility, 
even though coupl ed with a deni al of liability. 

2 . T he rule which excludes the propositions of compromise be
tween th e parti es also excludes evidence of compromise between 
th e defendant and third persons damaged in the same casualty. 

3. The error in admitting incompetent evidence as to a settle
ment was not cured by th e fact that the defendant itself offered the 
writing in evidence to sho w that it contained a denial of liability. 

4. Th e charge as to the right to recover for the hire of th~· 
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animals injured, while abstractly correct, was harmful t o t he de
fendant , in that the jury were no t instructed that they could not 
in any event allow more for injury and loss of hire than the 
sou'nd value of the horses at th e tim e of the injury.-(Georgia R y. 
& Electric Co. vs. Wallace & Co. , 50 S. W . Rep. , 478.) 
GE ORGIA.- Trial-Instructions-Street Railroads-Injury to 

Traveler-Diligence-Mistrial-Evidence. 
1. When the court properly instructed the jury as to th e re

spective rights of the parties on a question in the case, the re
fusal to give in charge a r equest containing a gen eral proposi
tion of law, though pertinent to the ques tion, was not cause for a 
new trial. 

2. What particular means or m easures of diligence would b e 
appropriate for use under the circumsta nces should be left to the 
jury. Accordingly, it was not incumbent o n the court to give, 
as requested, a charge that one who drives o n and along a street 
ra ilway tra ck laid in a public highway "sh ould be careful to look 
and listen with o rdinary care to avoid a collision. " 

3. A n ex ception to a correct charge because of fai lure to give. 
in the same connection, some oth er pertinent legal proposit ion, 
is not a good assignment of error. 

4. It was erroneous to instruct the jury that, in passing upon 
the credibility of th e witnesses, " their bias o r impartiality, as the 
same may legitimately appear from the evidence," mi gh t be con
sidered. 

5. A m otion fo r a mi strial was not th e appropriate r emedy 
when, upon a poll of th e jury, the party against wh om the verdict 
was rendered contended that it appeared from the an swers of one 
of the jurnrs that it was not his verdict . 

6. There was evidence to authorize the verdict , and th e court 
,did not err in r efusing a n ew trial.-(Macon R y. & Light Co. vs. 
Barnes, 49 S. E. Rep. , 282.) 
GEORGIA.-Credibility of Witnesses-Instructions. 

1. The rule of evidence, " F alsus in uno, fal sus in om nibus," is 
applicable only t o cases wh ere a witness swears t o a falsehood 
willfully and knowingly ; but in a case where the only testimony to 
which it could apply must , in the nature of things, be either t rue 
or knowingly fa lse, it is not error requiring the g rant of a new 
trial for the court to charge the jury that " the principle of law to 
be applied t o the testimony of witnesses is that , if you find them 
false in one thing, the presumption is th ey are fal se in everything 
testified."-( Glenn vs. Augusta Ry. & Electric Co., 48 S. E. R ep., 
682.) 
ILLINOIS.- Street Railways-Negligence-Contributory Negli

gence- Question for Jury-Instructio ns. 
I. In an action against a street railway company fo r death re

sulting from a collision it appear ed that deceased was d :.:-iving 
behind a large covered wagon, and that when h e r each ed a street 
intersection h e pull ed out from behind the wagon, and drove upon 
defendant's track and his vehicle was struck by a ca r coming 
from the opp osite direction. A t the time h e drove upon the track 
the car was between 100 ft. and 2 00 ft . dist ant, and there was no• 
evidence t ending to sh ow that the bell was rung or that h e was 
conscious of any warning. Held, that the question wh eth er de
ceased was guilty of contributo ry n egligence was one for th e 
jury. 

2. In an ac tion for negligen t injuries it is not er ror for the court 
to defin e the meanin g of th e phrase " ordinary care" as applied to 
the conduct of either party.-(Chi cago C::i ty Ry. Co. vs. O 'D on
nell , 70 N. E. R ep. , 294, ) 
I LLI N O IS.-N eglig en ce-I nj uries- Fu ture Damages-1 n st ruc

tions. 
I. A plaintiff in an action fo r per son al in juries cannot recover 

fo r fu ture suffering unless it is r easonably certain to r esult from 
his injuries. 

2 . In an action fo r personal inj u ri es . an instruction that in de
termining plaint iff' s dam ages the jury should consider such future 
sufferin g and loss of health as th ey may bel ieve she would sus
tain wa s not erroneous, on th e th eory th at it did not limit the 
jury to such future damages as were shown by the evidence, but 
permi tted th em to speculate. 

3. W here, in an action for personal in juries, th e ev ide nce was 
conclusive that at the t ime of trial plaintiff had not r ecovered 
from her injuries, it was proper to instru ct on future suffering.
(Chica go & M. E lectric Ry. Co. vs. U ll rich, 72 N . E. R ep. , 815.) 
ILLI N O I S.- Damages- P ersonal Injur ies-Duty t o E mploy 

P hysician- I nherent T en_dency to Disease-Evid ence-Ex
pert T estimony. 

1. Any person injured by th e negligence of another is bo und 
lo U5e r easonable care to effect a speedy cure, and must exercise 
reasonable ca re to employ phys icians of o rdinary skill , but such 
person is nqt an insurer of the skill of the physicians employed. 
o r re'quir ed to emp

1

lciy th e h ighest medica l skill available, and the 

fac t that the physician s employed make a mistak e in th e treat
ment, and th ereby fai l to effect a cure, does not preclude the per
son injured from recovering for the entire injury sustained, so 
long as the r equisite ca re has been used in the empl oyment of a 
physician. 

2. Th e question wheth er or not inju ries we re th e r esult o f de
fendant' s n egligen ce, or of an inher ent disease or t endency to 
disease , in plaintiff , is a question of fact. 

3. The fac t that inj uries ca used through the negligence of an
other were aggravated by an organic tendency to disease exist
in g in the person injured, which was developed by the inj ury, or 
th e treatment appli ed to the injury by the physicians, does not 
preclude a r ecovery for the injuries. 

4. In an action fo r injuries, where plaintiff had fu lly testified as 
to the circumstances of th e accident, the r efusal of the court to 
strike out an answer in which she stated th at she was upset in 
every particular , and thought every function of her body was out 
of order from the sh ock , was not reversible error. 

5. I n an act ion fo r in juri es, th e evidence showed that plaintiff 
was thrown to th e ground and struck upon her left side; that 
pr ior to th e injuries sh e was in good health , and that she sustained 
an injury to the hi p, whi ch subsequently involved the knee. A 
physician t estifi ed that th e ni ght of th e inj ury h e discovered vis
ible evidence of trouble with th e knee, and further stated that th e 
knee was very painful from the ti m e of the inju ry. Held, that 
there was sufficient evidence that the kn ee was injur ed at th e 
tim e of t h e accident to permit evidence that tuberculosis, which 
developed in the kn ee, mi ght be occasioned by violence.-(Chi
cago City Ry. Co. vs. Saxby, 72 N . E. R ep., 755.) 
I LLINOIS.- P ersonal In jury- D a mages-Evidence-Admissi-

bility- X-Ray Ph ot ograph s as Evidence-Trial- T aking 
Papers to Jury Room. 

1. I n an action for a personal injury, evidence sh owin g the 
salary of plai ntiff for a p eriod ending yea r s before th e injury, for 
services in an em ploym ent different in na ture from that in which 
he was engag ed wh en injured, and fo r fi ve yea r s befor e, is inad
missible on the issue of damages. 

2 . T he testimony of an X -ray expert , r egularly en gaged in 
taking X -ray ph otographs , that h e t ook th e n egat ive from which 
an X -ray ph otograph of th e po rtions of the body of a per son was 
develop ed, that h e develop ed th e photograph , and that it wa s a 
correct r epresentation. r endered the ph ot ograph admissible in 
evidence. 

3. The fa ct that a witness for th e adverse party testified that the 
photograph had not been properl y taken . and th at it was of little 
or no value as a representation of th e person's b ody, did not re
quire th e court to excl ude it. 

4. 3 Starr & C. A nn. St., 1896, page 3054, cha pt. I IO. par. 56, 
authorizing ,th e jury to tak e t o th e jury room "papers r ead in 
evidence," oth er than depositions, empowers a jury to ta k e to 
th e jury room an X- r ay photogra ph r eceived in evidence.-(Chi
cago & J. Electric R. Co. vs. Spence, 72 N. E. Rep., 796. ) 
ILLINOIS.-Stree t R ail roads-Negli gence- I njuries-Action-

I nstructions. . 
r. W h ere in an action against a street railroad company for in

juries to pl~intiff in a colli sion between the vehicle he was drivi ng 
and defendants' car defenda n ts' evidence tended to show that 
plaintiff turned onto' the track almost in front of the car, an in
struction that if plaintiff, whi le in the exercise of ordinary care , 
was injured th rough th e negligence of defendants, defendan~s 
sh ould be found g uilty, was not erroneous on th e theory that 1t 
limited th e duty of pl ain tiff in the exercise of due care to the 
time of the accident. 

2 . If such instruction was erroneous, it was cured by other in
st ruction s, one of which stated that the question wh ether plain
tiff exer cised ordinary care before and at th e time of th e occur
r en ce was a question of fact, and another having called th e ju ry's 
a ttentio n t o plai ntiff' s con duct before the accident. and sta ted 
that , if h e tu rned th e horse in front of the car without looking, he 
could not r ecover . 

3. In a n act ion for inj uries to plain tiff in a co ll ision between 
the vehicle he was drivin g and a street car, th e: court refused an 
inst ru ction th at, if th e jury should find that plaintiff was not en
titled t o recover, th en th ey woul d not have occasion to consider 
the character or extent of h is inj u ries at a ll. Held, that such 
ruling was not erroneous, anoth er in struction given fo r defend
ants having told the jury t hat if t hey bel ieved from the evidence 
that there was no n egli gence in the operation of th e car, though 
plainti ff was injured, they should find for defendants.- (Chicago 
North Shore St. Ry. Co et a l. vs. Strath mann, 72 N . E. Rep ., 
8oo,) 
I L L I NQIS.- l njunes to Pa~sengers- E·vidence- Instructions-

Review. 
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I. In an action against a street car company fo r an injury to a 
passenger resulting from the car on which he was riding coming 
in contact wi th a vehicle which it was passing, evidence as to the 
right of way of street cars over vehicles was properly excluded. 

2. Refu sing an instruction the substance of which had already 
been given is proper. 

3. The Supreme Court will not review the conflicting evidence 
where there is evidence to support the judgment.-(Chicago City 
Ry. Co. vs. Lannon, 72 N. W. Rep., 585.) 
ILLINOIS.-Master-Injury to Servant-Act of T hird Person-

N egligence-Assumption of Risk-Contributory Negligence 
-Questions for Jury-Appeal-Trespass-Several D efend
ants-Unity of Interes t- Judgment. 

I. An electric lighting company cannot be charged with negli
gence in maintaining a pole for its wires so near the right of way 
of a railroad company while in the performance of their duties 
for the railroad company, where the pole was shown to have been 
in place for two years prior to the injury of an employee of the 
rai lroad company, for which both the railroad and the electric 
company were sued . 

2. A judgment in an action in trespass, as well as in all other 
action at law, is a unit, and hence, in an action against several 
defendants for personal injuries, reversible error as to one de
fendant requires a reversal of the judgment as to all of the de
fendants. 

3. Where the close proximity of the pole of an electric lighting 
company to th e right of way of a railroad constitutes a source of 
danger to the employees of the railroad company, it is not essen
tial to the liability of the railroad company for injuries to an em
ployee caused by th e pole that it be proved that the railroad com
pany in any way participated in erecting the pole, when it is 
shown to have knowledge of the location of the pole for two 
years. 

4. Where a railroad company has knowledge of the existence 
of the pole of an electric lighting company in such close prox
imity to its tracks as to endanger th e employees of the railroad 
while in the performance of their duties, or where notice may be 
presumed from the length of time the object has been so placed, 
it is negligence on the part of the railroad company to continue 
to operate its trains in such dangerous proximity thereto. 

5. In an action by a railroad employee against his employer for 
injuries caused by an electric lightin g company's pole in too close 
proximity to the railroad tracks, evidence examined, and whether 
plaintiff assumed the risk of injury and whether he was in the 
exercise of ordinary care, h eld questions for the jury.- (South 
Side Elevated R. Co. vs. Nesvig; Cosmopolitan Electric Co. vs. 
Same, 73 N. E. Rep., 749.) 
ILLI NO IS.- Street R ailroads- Vehicles-Collisions-Injuries to 

Occupants-Negligence of Driver-Actions- Request to 
Charge-Refusal-Prejudice. 

1. \Vhere plaintiff was injured in a collision between a street 
car and a clo sed carriage in which she was ridin g, the railway 
company was not relieved from liability for its negligence merely 
because the driver of the carriage, over whose actions plaintiff 
had no control, was also negligent in turning across the track. 

2. Where, in an action for injuries to plaintiff while riding in a 
closed carriage, in a collision with a street car, the court charged 
that, if there was no negligence on the part of the defendant in 
operating the car, it was not liable, and, if the sudden turning of 
the horses and carriage across the track in front of the car was 
not reasonably to be expected, then it was defendant's duty to 
stop the car only as soon as its servants had notice that the 
horses were being so turned, etc., defendant was not prejudiced 
by the refusal to charge that, if the sole cause of the injury was the 
negligent manner in which the horses were driven , defendant was 
not liable.-(Chicago Unio,n Traction Co. vs. Leach, 74 N. W. 
Rep., II9.) 
ILLINOIS.-Carriers-Injuries to Passengers-Boarding Train 

-Failure to Stop-Sudden Jerk-Negligence-Actions
Evidence-Failur e of Proof-Right to Object-Peremptory 
Instruction. 

1. In an action for injuries, the refusal of the court to instruct 
to find defendant not guilty raises the question wh ether there is 
any evidence in the record fairly tending to support the cause of 
action, and, if there is such evidence, it is not error to r efuse such 
request. 

2. In an action for the death of a boy IO years and 8 months 
old while attempting to board a street car, evidence held suffi
cient to establish negligence on the part of the carrier. 

3. That intestate attempted to board a train of slowly-moving 
street cars was not negligence per se. 

4. While, in an action fo r death of a boy while attempting to 
board a street car, defendant introJuced a witness who testified 

that deceased and his companion were attempting to steal a ride, 
and that the conductor was chasing the boys therefrom, evidence 
that intestate's companion had 20 cents in money at the time was 
admissible as tending to show that the boys had sufficient money 
to pay therefor. 

5. Where, in an action for death of a boy while attempting to 
board a street car with a companion, defendant claimed they were 
stealing a ride, but, aft er evidence had been introduced showing 
that the mother of deceased's companion, before the start, had 
given him 20 cents in money, the court, on defendant's objection, 
excluded evidence as to what she said when the money was given, 
defendant could not thereafter object that there was no evidence 
that the money was given the boy to pay car fare for both.
(Chicago Union Traction Co. vs. Lundahl,, 74 N. W. Rep., 155.) 
ILLI NO IS.-Carriers-Injury to Passenger-Speed of Street 

Car-Negligence-Question for Jury-Remarks of Counsel
Appeal. 

1. ·where there is any evidence which , with the inferences that 
th e jury may justifiably draw therefrom, is suffici ent to support 
a verdict for plaintiff, a peremptory instruction to find for the de
fendant at the close of all the evidence is properly refused. 

2. In an action against a street railroad fo r injuries to a pas
senger, evidence examined, and whether defendant was negli
ge ntly propelling its car at the time of coll ision with a loaded 
vehicle, held a question for the jury. 

3. In an action for personal injuri es, it appeared that , on the 
night of the accident , defendant caused a physician to go to the 
hom e of the plaintiff; that he found her in bed, in her nightdress, 
talked with her, and made a careful external examination of her 
person. For that purpose it was necessary to remove the cover
ing and draw up the garment in which plaintiff was attired. 
Counsel for plaintiff, in his argument to the jury, charged the 
physician with having, in an objectionable manner, turned down 
the bedclothes and pulled up the plaintiff's garment, and, in very 
vigorous language, the atto rn ey characterized the physician's con
duct as improper and unlawful. Counsel for defendant objected, 
and the court sustained the objection. An answer made by the 
physician furnished some ground fo r the attack made ·o n him. 
Held, that the remarks of counsel for plaintiff were not cause for 
reversal.-(Chicago City Ry. Co. vs. Bennett , 73 N. \V. Rep., 343.) 
I ND IANA.-Carriers-Injury to Passenger-Street Cars-Stand-

ing on Running Board-Negligence-Contributory N egli
gence-Verdict-Special Finclings-Inconsistency-Instruc
tions. 

1. Under the express provisions of Burns' Ann . St., 1901, sec. 
556, special findings control the verdict only when inconsistent 
therewith . 

2. A passenger on a crowded street car, who stands on the run
ning board and suppo rts himself by the guard-bar , does not, as a 
matter of law, fail to exercise such ordin ary care as the circum
stances require, especially when the representative of the carrier, 
charged with the duty of seating and direc ting th e passengers, ex
pressly authorizes him to stand there. 

3. \\Ther e a passenger standing on the running board of a street 
car was injured by being struck by another car passing on an
other track, held that the question whether defendant was negli
gent in running its cars so close together was one for the jury. 

4. It is not the province of the Supreme Court on appeal to 
review the facts and weigh the evidence. 

5. Where a passenger on a street car, while standing on the 
running board, was injured by being stru ck by ano ther car pass
ing on another track, in an action by him for the injuri es, evi
dence considered, and held to susta in a verdict for plaintiff. 

6. Where a passenger on a street car, while riding on the run
ning-board, was injured by being struck by another car passing 
on another track, in an action by him for the injuries, an in
st ruction that plaintiff's injuries wer e due to· his violation of the 
rules of the defendant, and if a guard-rail was placed on the car, 
so that passengers were warned not to stand on the running
board, and plaintiff ignored the presence of the guard-rail, he 
could not recover, even though the conductor permitted him to 
stand on the running-board, was properly refused , in that it omit
ted to inform the jury that notice of the existence of the rules 
must be shown before plaintiff could be bound by them. 

7. In an action against a street railway company for injuries to 
a passenger, the question whether the conductor of the car had 
authority to permit a passenger to stand on the running-board 
was for the jury.-(Fort Wayne Traction Co. vs. Hardendorf, 72 
N. E. R ep., 593.) 
INDIANA.-Servant's Injuries-Assumption of Risk-Promise 

to Repair Defect-Proximate Cause-Pleading-Complaint
Sufficiency-Evidence-Instructions. 

1. Where, in an action for the death of a servant, the complain-
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ant discloses the relation of master and servant, the existence of 
a defective appliance, rendering the servant's work unnecessarily 
hazardous, a promise to repair the defect, and an injury caused 
by such defect, a prima facie case is shown. 

2. In an action for the death of a motorman on defendant's 
street car, an allegation that the air brakes of the car, which were 
necessary to its safe operation, were defective and out of repair, 
was sufficient to show a breach of duty on the part of the master, 
as against a demurrer. 

3. A motorman of a street car reported the air brakes as de
fective, and the repair thereof was promised. Repairs were made, 
and lhe motorman took the car out, but found that the trouble 
had not been remedied, whereupon h e ran the car back to the 
barn, and reported that it was no better, but the superintendent 
stated that the car would have to be used, and that the trouble 
would be remedied the next afternoon. The next morning the 
motorman took the car out and was kill ed in an accident due to 
the defective brakes. Held, that a finding that the motorman 
continued to use the defective car in reliance on a promise to re
pair was warranted. 

4. Where all the cars of a street railroad company were 
equipped with air brakes, and there were heavy grades on the 
road, in an action for the death of a motorman owing to a de
fective brake on a car which weighed 12 tons, and which was car
rying a load of 10 tons, a finding that the air brake was a neces
sary appliance was warranted. 

5. Where an electric car ran down a grade, and on taking a 
curve a flange of the wh eel broke, whereby the car was derailed 
and the motorman kill ed, in an action for the death, if the jury 
believed that the rate at which the car was running was due to 
the defective air brake, they might find the defectiv e brake to have 
been the proximate cause of the injury. 

6. An instruction that it was the mast er's duty to· exercise 
reasonable care and diligence to provide and maintain a "safe 
place" and safe appliances for deceased to use in performing his 
duties was not misleading, though the breach of duty alleged re
lated only to appliances. 

7. Where, in an action for the death of a servant, the court, in 
the first instruction given, charged that before plaintiff could 
recover she must prove by a preponderance of all the evidence all 
the allegations of her complaint, criticisms of instructions for 
failing to include the statement that the finding in plaintiff's favor 
upon various points therein enumerated required a preponderance 
of the evidence were without inerit. 

8. It is not error for the court to assume in instructions the 
existence of uncontrover ted facts. 

9. In an action for the 1death of a motorman owing to a de
fective air brake on the car, it was proper to admit evidence that 
the brake had been out of r epair before deceased worked on th e 
car, which had been three or four days. 

IO. Where , in an action for the death of a servant, the physician 
who attended deceased t estified to the character of his injuries, 
and pending the examination defendant offered to admit that the 
death was caused by the injuries received in the accident in ques
tion, it was proper to overrule a subsequent objection of de
fendant to a question to the witness, since defendant might not in 
such manner limit plaintiff's meth od of making proof.-(Terre 
Haute Electric Co. vs. Kiely, 72 N. E. R ep., 658.) 

I N DIANA.-Street Railroads-Injuries to Persons on Track-
Care Required of Motorman-Instructions-Mental Capacity 
of P erson Injured-Contributory Negligence of P arent. 

I. In an action against a street railroad company to recover 
for the wrongful k illing of plaintiff's infant son, an instruction 
that if the motorman could have discovered the child's presence 
on the track by proper diligence, and could have known of his 
peril in time to have avoided the injury, it was hi s duty to do so, 
was not misleading as to the amount of care required of the 
motorman, when considered in connection with another instruc
tion that it was the duty of those in charge of street cars t o use 
ordinary care to prevent accident , and that, if the motorman saw 
plaintiff 's son on or so near the track that there was a reasonable 
probability that an attempt to pass wou ld result in a collision, it 
was his duty to stop the car if he reasonably could have done so 
with the means at hand. 

2. Where, in an action against a street rai lroad company for the 
killing of plaintiff's infant son, the complainant does not allege 
that the child was not sui juris, that question should not be sub
mitted to the jury. 

3. In an action by a parent to recover for the wrongful killing
of his infant son, the con tributory negligence of the parent is a 
r!efense.-(Indianapolis St. Ry. Co. vs. Antrobus, 71 N. E. Rep. , 
()7T .) 

I NDIANA-Street Railways-Negligence-Collision with Teams 
-Contributory Negligence. 

1. The running of a street car, without a headlight, on a dark 
and foggy night, at the rate of 25 or 30 miles an hour, and with
out warning, was negligence, or at least presented a question for 
the jury on the issue of negligence. 

2. Whether one driving a buggy along a street on a dark and 
foggy night was guilty of contributory negligence in arrangi ng 
with his companion to confine his own attention to the driving 
and let his companion look out for approaching cars was a ques
tion for the jury.-(Indianapolis St. Ry. Co. vs. Slifer, 74 N. W. 
Rep., 19.) 
INDIANA.-Street Railroads-Injury to Passenger-Standing 

on Running-board-Contributory Negligence-Settlement
Burden of Proof-Complaint of Pain-Conclusions-Payment 
of Doctor's Bills. 

I. It is not negligence as matt er of law for a passenger to stand 
on the running-board of a street car, the seats being filled. 

2. An instruction that defendant has the burden of proving the 
plea of settlement, and that, to sustain it, it must appear that a 
definite and di stinct proposition was made on the part of de
fendant which in its terms was accepted by plaintiff, when fol
lowed by an instruction that if the jury find the parties came to 
an agreement as to plaintiff's claim, that plaintiff agreed to accept 
$200 in settlement, and that defendant accepted said offer and 
tendered said sum and has paid it into court, will be held not to 
have misled the jury to understand that to constitute a com
promise the proposition to take the $200 must have come from 
defendant, insead of plaintiff. 

3. An instruction that defendant has the burden to prove the 
plea of settlem ent by a preponderance of the evidence, and that to 
sustain the plea it must "clearly appear" that a definite and dis
tinct proposition was made and accepted, will not be held to have 
placed too great a burden on defendant, the meaning of "pre
ponderance of the evidence" having been properly defined by an
other {~struction. 

4. Plaintiff in an ac tion for personal injury may show that he 
complained of pain after the accident. 

5. Plaintiff, in an action for injury received by him while a 
passenger on a street car, having pleaded that he was compelled 
to ride on the running-board because there wa s no room elsewhere 
on the car, and having testified that passengers said: "Look out 
for th e poles!" and that h e tri ed to get between the seats to avoid 
them, may testify, as a reason why he did not get in the car, that 
it was so crowded it was impossible for him to get there before 
he was hurt, this not being the statement of a mere conclusion. 

6. It is immaterial, in an action for personal injuries, whether 
plaintiff had paid his doctor's bills for treatment of his injuries.
(Indianapolis St. Ry. Co. vs. Haverstick, 74 N. W. Rep., 34.) 
KANSAS.-Rail roads-'-Stock on Track-Fences. 

1. In an enclosed fie ld through which there was located and oper
ated an unfenced railroad, a cow rightfully in the field passed di
rectly upon the railroad, and was struck and kill ed by a car with
out any fault of the employees of the railroad company in charge 
of the car. At the time, the general herd law was in force in the 
county wherein the cow was killed. Held, that the cow was not 
trespass ing or running at large when she went upon the right of 
way of the rai lroad compny, and, as she was kill ed because of the 
omission of the railroad company to fence its railroad as the law 
required, it is liable for the loss. 

2. Where a railroad passes through an enclosure, it is the duty 
of the railroad company not only to build fenc es on each side of 
the track, but also to complete the enclosure by building end 
fences and cattle g uards across the right of way where the rail
road enters and leaves the enclosure. 

3. A portion of the enclosure on one side of the railroad was 
platted, and lots, blocks, streets and alleys were staked out, but 
as no lots or blocks were sold, nor streets and alleys used as such, 
and as the platted portion was st ill used for agricultural pur
poses only, the platting did not relieve the company from the 
duty of fenci ng its road, nor absolve it from liability for the loss.
(Iola Electric R. Co. vs. Jackso n, 79 Pac. Rep., 663.) 
KENTUCKY.-Strect Railways-Colli sion with Team-Negli-

gence - Contributory Negligence - Evidence - Damages
P unitive Damages-Question for Court. 

r. In an action against a st reet railway company for injuries to 
one driving a team, in consequence of a coll ision with a car, evi
dence h eld suffici ent to show negligence on the part of defend
ant's servants in charge of the car. 

2. In an action against a street railway company for injuries to 
one driving- a team, caused by colli sion with a car, plaintiff could 
recover if defendant' s serva nts in charge of th e car ,;aw that there 
was dang-er of the car str iking plaintiff's horse or wag-011, and 
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could have stopped the car in time to have prevented the collision. 
and failed to do so; but if the car was stopped, and, after it becam ~ 
stationary, plaintiff's wagon was, by the motion of the horse, 
brought in contact with defendant's car, and plaintiff' s injuries 
wer e caused by such contact of the wagon and car, there could be 
no recovery. 

3. In an action against a stree t railway company for injuries to 
one driving a team, caused by collision between the team and a car, 
where the answer alleged, and some of the evidence tended to 
show that the collision was the result of plaintiff's mismanage
ment of his horse while the car was stationary, an instructio n on 
contributory negligence, being asked, should have been given. 

4. The question of whether. there is any evidence in a case to 
justify th e assessment by the jury of exemplary damages is one 
for the court. 

5. In an action aga inst a street railway company for injuries to 
one by a collision of his t eam with a car, where there was no evi
dence that the car was running at an unusual rate of speed, and 
plaintiff's evidence, which was contradicted by defendant , merely 
showed that his horse became frightened and uncontrollable, and 
he called to the motorman to stop, but he neve rtheless kept his 
car in motion, th e submiss ion to the jury of the question of puni
tive damages was improper.-(Lexington R y. Co. vs. Fain, 80 S. 
W . Rep., 463.) 
KENTUCKY.- Street Railway Companies-Injury to Passenger 

Furnishing Safe Place to Land-Pleading . 
The petition in an action aga inst a street railway company for 

injury to a passenger by turning her ankle over in alighting in 
the day time states no cause of action, it alleging the car did not 
stop at the usual place where the street was smooth, but was neg
ligently stopped where the street was paved with rough and un
even granite stones, which made it an unsafe place to alight, that 
she had no means of observing and was not warned of the unsafe 
condition, and that the conductor knowingly failed to warn her of 
the danger of alighting th ere, and urged her to haste; th ere bein g 
no averment that the stones were more rough and un e'ten than 
was usual on streets so paved, that there was a hole there, that 
the conductor knew it was unsafe for her to alight there, or that 
the condition of th e stones were not obvious to her.-(Murnhan 
vs. Cincinnati, N. & C. St. Ry. Co. et al., 86 S. W. R ep., 688.) 
KENTUCKY.-Carriers-Negligence-Question for Jury-

Action-I nstructions. 
I. In an ac tion again st a street railroad company for injuries to 

a passenger by a shock received from the controller box of a car, 
evidence examined, and held that the questions of plaintiff's con
tribut ory negligence and of defendant's negligence were for the 
jury. 

2. Plaintiff suffered an electric shock, which rendered him un
conscious until the next day. His arm was paralyzed and hi s 
hand clenched so that he could not open it fo r some weeks, and 
at the time of trial he had about one-fifth of the strength in the 
arm that he had had before. The medical testimony was doubt
fu l as to whether the inj ury would be permanent, and it was shown 
that he suffered a great deal, and could not work at all. an,i hi s 
capacity to earn was reduced from $9 to $7 a week. Held, that a 
verdict of $4.000 was not excessive.-(South Covington & C. St. 
Ry. Co. vs. Smith, 86 S. W. Rep., 970.) 
LO UI SIAN A.-R a ilroad Crossings-Danger-Precautions-Con

tributory Negligence-Action-Wrongful Death. 
r. If a rail r oad company, in the management of it s traffic , 

causes unu sual peril to travelers, it shall meet such peril by cor
responding precautions. So, where the crossing is especially 
dangerous on account of its locality or mode of construction, or 
because th e view is restricted or the track is curved, it is the duty 
of the company to exercise such care and take such precautions as 
the dangerous nature of the crossing r equires. If the City Coun
cil fails to pass ordinances called for by existing conditions . the 
company should. of its own motion, make a r egulation to that 
effect , and notify their employees; but the latter are h eld, without 
notice, to have had knowledge of the visible dangerous condi
tions, and bound, without specific directions, to take th e steps 
necessary for the public safety. 

2. Wh ere trainmen have reason to believe there are persons in 
exposed positions on the tracks, as over unguarded crossings in 
populous districts in cities, or where the public ar e wont to cross 
with such fr equency and numbers as to be known to them, they 
will be held to a. knowledge of the probable consequences of not 
taking proper care and precautions, and their employees will be 
res ponsible for injuries received in consequence thereof, notwith
standin g there was negligence on the part of the person injured. 
and no fa ult on the part of the servant after se eing the danger. 

3. The general public are not called upon to know or take in at 
a glan<:e that the space between parallel tracks in a city is not w'ide 

enough to afford protection to persons standing on that space, or 
to know the length and width of the cars used upon the road. A 
person has the right to assume that the width is sufficient, and to 
assume that it was not likely that two cars would pass each other, 
moving, while he was in that position. 

4. Under the provisions of act No. 71, page 94, of 1884, amend
ing and re-enacting article 2315 of the revised civil code of 1870, 
two causes of action arise when the deceased left a widow and 
minor children- one to recover the damages which the fath er 
might have recovered if he had survived the injury, and the other 
founded on his death. Before the adoption of act No. 71, page 
94, of 1884, the first cause of action was joint, but that act pro,vides 
that it shall survive in favor of the " minor children or widow, or 
either of them." 

5. H ence, when the widow sues alone a judgment in her favor 
exhausts the first cause of action, leaving to the minors only a 
right of action to recover the pecuniary loss sustained by them by 
reason of the death of the father.-(Eichorn vs. New Orleans & 
C. R. Light & Power Co., 36 S. Rep., 335.) 
MAINE.- Street Railways-Negligence-Duty o-f Traveler at 

Crossings-Evidence. 
In an action on the case for negligence on account of a col

lision between a team and an electric car, it is held: 
r. That between street crossings the car, from the fact that it 

must pursue one course, and cannot turn out, necessarily has a 
paramount right, to be exercised in a rea sonable and prudent 
manner. 

2. That, when approaching a public street junction, the rule is 
that the motorman shall be held to anticipate that any person 
approaching such junction from either side may turn his team 
into it, and shall then exercise all due care to have his car under 
such control as t o be able to stop it at th e crossing, if necessary, 
to avoid an accident. 

3. At such crossings th e car has not right superior to that of 
other vehicles. 

4. The rule of caution r equired in approaching the crossing of 
a stea m road does not fully apply to the crossing of an electric 
road. 

5. In approaching such crossings, it is not incumbent upon the 
t raveler upon foot or with a team, as a matter of law, to look and 
listen. He must be in the exercise of reasonable care. 

6. Wh ether a traveler , as above, is in the exercise of reasonable 
care is a question of fac t for the jury, depending upon the cir
cumstances of each particular case. 

7. The speed of a car is a fact from which an inference of negli
gence may be drawn. 

8. In crossing a car track at the junction of a street, the trav
eler is not r equired to look the whole length of the vi sible track 
to see if a car is coming, but along the track far enough to war
rant an ordinarily prudent man, having in mind his own safety, 
under like circumstances, to conclude that no car was in such 
proximity as to endanger his safety in crossing.-(Marden .vs 
Portsmouth , K. & Y. St. Ry., 60 At!. R ep., 530.) 
MARYLAND.-Carriers-Injury to Passenger-Duty of Pas-

senger- Contri butory Negligence-Evidence. 
1. \\There a passenger in an open street c-ar was entirely within 

the car , though his elbow rested on a rail at the side, hi s inju_ry by 
a collision with a passing wagon raised a presumption of negli 
gence on the part of the street car company, and placed on it the 
burden of showing contributory negligence. 

2. In an action for injury to a passenger in an open street car, 
from being struck by a marble slab projecting from a passing 
wa gon. a witness' t estim ony that, in his opinion, the noise of the 
wagon scraping against the car b-efore the passenger was struck 
was loud enou gh to be h eard by any one in the car who had any 
hearing, was admi ssibl e. 

3. A passenger in a street car is not bound to be constantly on 
the lookout for danger, but has the right to presume that the com
pany will use the hi gh degree of care for his protection which the 
law requires. 

4. Where, in an action for injury to the plaintiff while a pas
senger in an open street car, a witness testified that the wagon 
carrying the slab which struck plaintiff scraped the side of the 
car, making a noise that could be heard by any one in the car, 
before the accident, but the plaintiff testified that he did not hear 
it, it was a question for the jury whether he was guilty of con
tributory negligence.-(Jones vs. United Railways & Electric Co. , 
of Baltimore, 57 At!. Rep., 620.) 
MASSACHUSETTS.-Street Railways-Collision with Team

N egligence-Question ior Jury. 
Along the south side of an east and west road, running through 

the woods, was an electric car track. The part of the road 
w'rbught for travel w'as 12 ft. to 15 ft. wide, and to the north. 
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While plaintiff, in the evening, when it was so dark, as h e testi
fied, that one could see only 8 ft . or 10 ft . ahead, was driving east , 
with the off wheels o-f his cart , back over phich h e could look 
only by standing up, on the track, he was struck by an electric 
car coming down a g rade, without any headlight ; h e, as he t esti 
fied, having heard n o gong or signal, but m erely a buzzing on 
the wire , on h earing which h e, as soon as he could, attempted to 
turn to the left. H eld , that the quest io-ns of neglig ence were for 
the jury.-(Sexton vs. West R oxbury & R. St. Ry. Co., 74 N . E. 
Rep., 315.) 
MASSACHUS E TTS.-Street Railroads-Injury to P assenger

N egligence. 
1. In an action by a passenger on an elevated railway for in

juries sustained by gett ing her foot through the space between 
the car and the platform while alighting, it appeared t hat the car 
was constructed wi th a door on th e side through wh ich passengers 
passed out of the car, and that the plat form was on a level wi th 
the floor of th e car. T he space betwen th e car and th e platform 
was 3 ins. when th e car stood still , while when in motion there 
might be an oscillation causing th e space to vary from I in. -t o• 5 
ins. in width. The oscillation was a necessary incident to th e 
operation of the car, and it would not be ·safe to have the plat
form n earer. H eld insufficient to show n egligence in the con
struction of the car or plat fo rm. 

2. It is n ot negligence to ask passengers leaving an elevated 
railway car to m ove quickly. 

3. In an actio n by a passenger on an elevated railway for in
juries sustained by gett ing her foot th rough the space between the 
car and the platform wh il e passing out of the car at a side door. 
plaintiff testified that sh e was passing out in a crowd so great 
that she could not turn around, that sh e went out practically side
ways, and that in this way her fo ot went down between the car 
and platform. Defendant h ad no reason to expect anything un
usually dangerous. It did not appear that th e passengers were 
disorderly, or that they were doing anything calling fo r inter
ference by it. H eld not to sh ow that defendant was guilty of 
actionable negligence in no t t aking m easures t o prevent th e 
crowding.- (W illworth vs. Boston Elevated Ry. Co. , 74 N. E. 
Rep. , 333.) 
MASSA CH U S ETT S.-Master and Servant-Inj uries t o Em

ployees-Contribut ory Negligence-R eliance on Orders
Questions fo r Jury-Evidence-D ying Declarat ions. 

1. U nder R ev. L aws, cha pt . 175, sec. 66, authorizing the ad
mission in evidence of declarations of deceased persons made in 
good faith before the commencement of th e act ion, and upon the 
personal knowledge of the declarant , a declaration of an injured 
motorman, in response to a question of th e conductor as to whether 
he got orders to proceed as he did, to th e effect that he did get such 
orders, was admissible in an action for the death of th e motorman 
resulting from the injuries, notwithstanding the leading character 
of the conductor's question. 

2. Where there was evid ence that a motorman injur ed by a col
lision received orders to proceed along the sin gle track on which 
the collision occurred, and that such orders could have b een 
g iven only by the starter, the weight to be g iven to th e starter 's 
positive denial that h e gave such orders was for th e jury. 

3. In actions fo r injuri es to motormen on colliding street cars, 
where th ere was evidence that one of the cars was running in 
accordance with a general ord er to pass the other at a certa i•n 
point where there was a doub le track, and the other ca r wa·s run
ning under a special order given by the starter n ot to wait at the 
passing po·int , questions whether it was neglig ence for the m otor
men to run th eir r espective cars at th e rate of 8 mil es an hour on 
the day in question, which was very fo ggy, upon the single 
track, which was greasy because of the dampness and the fall en 
leaves; whether the motorman running under general orders was 
negligent in view of his knowledge of, and failure to report, a dis
obedience of the general ord ers by th e persons in ch arge of the 
other car on previous days, and wheth er it was negl igence fo r the 
motorman to rely on the special order without taking furth er pre
cau tions to protec t hi s car from collision- were for the jury.
(Nagle vs. B oston & N . St. Ry. Co ., 73 N . E. R ep., 1019. 

MASSACH USETTS.-Carriers-Injuries t o Passengers-N egli -
,;ence of Conductors-Liability of Carrier- Interrogatories
Time of F iling-Discretion of Court- Contents of Answers
Disclosure of D efense. 

1. T h e conduct of the conductor of a street car whi le i·n th e 
car.is in a sense official conduct fo r whi ch the street r ailway is r e
sponsible to a passenger injured thereby if such conduct-as in 
carelessly fallin g against the passen ger and injurin g him- is neg
ligence, regardless of whether the conducto r is, in general, com
petent or incompetent, or whether or not the street rai lway m ight 
reasonably know of his inco mpetency. 

2 . Orders g ranti ng leave to fil e addit iona l answers to inte rroga 

tories or extending the time within which to answer ar e within 
d1e di scretion of the court, and not the subject of exception. 

3. A party interrogated who desires to avai l himself of the pro
tection of R ev. Laws, chapt. 173, sec. 63, providing that a party 
int errogat ed shall not be obliged to disclose the nam es of wit
nesses by whom or the manner in which he proposes to prove 
his own case, must fu lly state under oath in his answer that the 
matters inquired of are within the protection of th e statute. 

4; Under R ev. Laws, chapt. 173, sec. 63, pro,viding that a party 
interrogated shall not be obliged to disclo se the names of the 
witnesses by whom or th e manner in which he proposes to prove 
his case, a street railway, sued for injuries to a passenger, need 
not disclose, in answer to· interrogatories, the contents of a re
port containing the names of witnesses to the accident and the 
time and manner in which it happened, submitted by the con
ductor of the car.- (Spinney vs. Boston Elevated Ry. Co., 73 N. 
E. R ep. , 1021.) 

M ASSA CHUSE TTS.-St reet Railroads- Personal I njuries
Contributory N egligence. 

Where a pedestrian h ad the whole highway, including a side-
. walk devoted to fo ot passengers alone, to choose from, he was 
not in the exercise of due care in stooping over for even seven 
seconds to pull down the leg of his trousers while standing on a 
st reet car track at a point that m ight be reached by an electric 
car in eight seconds aft er it came around a corner, especially when 
he did not look up again after st ooping until he was run over by 
a car.- (J ordan vs. O ld Colony Street Ry. Co., 74 New E n gland, 
Rep. , 316.) 
MICHIGA N.- Carriers-Street Rai lways-Negligence-Defec-

tive Appliances-Incompetent Servants-Questions fo r J ury 
- Contributory Negligence-Apprehension of D an ger- In
structions-Damages-Expectancy of L ife-Appeal-Errors 
in Charge- F ailure to E xcept. 

1. A street railway company owes to it s passengers a high de
gree of diligence and care in respec t t o th e character of its ro ll in g 
stock. 

2. In an action against a street railway for injuries to a pas
senger, where there was tes timony t hat the brake rod had broken 
the day previous to the accident , but was repaired so that the 
brakeman had no r eason to do ubt th e efficiency of the brake until 
he tried to u se it, and it was found thJ.t after the acc ident the 
brake rod was useless for want of a bolt, the question of negli
gence, when taken in conn ection with th e fac t of the accident, was 
for the jury. 

3. In an action against a street rai lway for inju r ies to a pas
senger , wh ere there was t estimony that th e motorman did not 
know that h e could stop the ca r by revers ing the motor, and that 
his tutelage had been brief, although th ere was proof of the oppo
site , and that he did no t turn off the current and lost h is judg
ment, th e questi on of h is competency and th e character of his 
conduct was fo r the jury. 

4. A passenger on a street car is entitled to protec tion again st 
imminent and unexpected danger, and it is not necessarily a de
fens e that in the face of such danger the motorman lost h is u sual 
ability to control the car. 

5. A passenger on a st reet car who jumps therefrom under the 
dan ger and excitement incident to an imminent coll ision is not 
guilty of contributory negligence. 

6. In an action against a street railway for injuries t o a pas
senger who left the car just before the occurrence of a then im
minent colli sion, where her evidence was that she was th rown 
therefrom while the car was going around a curve by it s centri 
fugal force, which broke her hold, and there was no evidence th at 
she jumped fro m the car, there was no occasion to submi t the 
question of her jumping from the car to the jury. 

7. In an ac tion for personal injuries, permanent in th eir nature, 
the jury may include damages for prospective suffering for such 
t ime as they fin d that plaintiff wi ll suffer them, based on her ex
pectancy of life at the time of the trial, and not on the basis of 
that expectancy before she was injured. 

8. In an acti on for injuries permanent in their nature, a charge 
that th e jury in assessing damages should determine the probable 
period that it might reason ably be expecte d that plaintiff "might 
have lived in the con dition she was at the time of this injury," and 
that the jury would dec ide her expectancy of life "having in 
mind wh at th e evidence discloses regarding the plai ntiff's h ealth 
previous to the accident," was open to the constructi on of er
ro neou sly permittin g the jury to allow damages on th e basis of 
expectancy o f li fe before the injury. 

9. Under the statutr perm itting counsel to assig•n error upon a 
charge wi th out having taken exception th ereto, the Supreme 
Court has no alternative b11t to reverse th e judgment for error in 
a charge, though ra ised for the fi rst time on appeal-(Ho'w'ell vs. 
L,ansing City E lectric Ry. Co., 99 N. W. Rep., 406.) 



STREET RAILWAY JOURNAL. l VoL. X XVI. No. 5. 

FINANCIAL INTELLIGENCE 

WALL STREET, July 26, 1905. 
The Money Market 

T he money market developed a decidedly easier tone this week, 
despite the compa ratively low bank rese rve and the preparations 
making by the local in stitutions to meet the demands soon to be 
made upon them fo r crop-moving purposes. The offerings of funds, 
although only moderate, was largely in excess of requirements. 
Call money was under pressure, bankers generally being disposed 
to place their funds in this department ra ther than to commit 
them selves fo r fi xed periods. As a result, rates for demand funds 
fe ll off conside rab ly, practically all of the week 's bu siness being 
transacted at 1¾ and 2 per cent. Sixty and ninety-day funds were 
o ffered more free ly also, at ¼ per cent under the rates heretofore 
pre\'ailing. For the longe r periods, however, the market was held 
firm at 3½ per cent fo r four m onths and 4 per cent for over th e 
year matu nt1es. M ercantile paper continu ed in good demand at 
3¾ to 4 pe r cent for the best names, but the volume of business 
was limited. Sterling exchange displayed pronounced weakness 
early in th e week, as a result of a liberal supply of loan bills, but 
subsequently th ere was a recovery to 4.8675 for prime demand 
ster ling. The bank statem ent published a week ago was di sap
pointing. T here was an unexpectedly heavy increase of $19,058,600 
in loans, and an increase o f $18,380,000 in deposits. The gain in 
cash amounted to only $21,700. Rese rve requirements were $4,595,-
000 large r, which resulted in a dec rease in the surplus rese rve of 
$4,573,000. T he surplu s now amounts to $14,949,950, as against 
$19,523.250 in the preceding week, $50,609,600 in the corresponding 
week of 1904, and $18,915,400 in 1903. U nited States deposits were 
$17,081,575, as aga inst $22,372,950 in the previous week. There 
we re no materi al changes in the European ma rkets during the 
week. Discounts at London remained easy at 1% per cent. At 
Paris the rate declined ½ per cent to 1% per cent, and at Berlin 
the quotation was unchanged at 2½ per cent. At the close there 
was nothing in the situation calculated to disturb the present easy 
cond ition of the m arket. Disbursem ents by the sub-treasury con
tinue in excess of collections. Currency from the interior and 
new go ld fro m the Klondike a re also being received in m oderate 
amounts. The supply of foreign money awaiting employment in 
thi s market was materially increased during the week by the placing 
of loan b ill s, and it is expected th at the off erings of these funds 
wi ll be sufficient to check any advancing t endency which might 
develop fro m an increased demand fo r money. 

The Stock Market 
The stock market has been exceeding ly dull during the past week, 

and the dominant influence in checking speculation ha s been th e 
confli cting character of the reports regarding the spring wheat 
crop, and the obvious eff orts on the part of the bulls in wheat to 
create a crop sca re. On F riday and Saturday there was rath er 
free selling of stocks by the W es tern element, on the repor ts of 
black rus t in Minnesota and the Dakotas; but these reports we re 
fl a tly con tradicted. On M onday the bottom practically fell out of 
the wheat market, and the stock market developed considerable 
firmness, but th e only buying had been for the short account, with 
the exception of the Eries, which were bought in anticipation o f the 
d ividend action on the second preferred stock. The foreign situ a
tion has improved, and a conference between the two Emperors, it 
is believed, tends to an early peace between Russ ia and Japan. The 
Steel Corporation statement for the second quarter of the year was 
about what h ad been expected, and the buying of these stocks has 
been good, and was based upon the very favorable trade conditions. 
The important price movements were in the Northern Securities 
group of stocks and in a few of the specialties. Considerable at
tention is being paid, however, to the copper stocks as a result of 
the r ema rkably strong position of the copper metal market. The 
stock market , as a whole, is a waiting one, and no great activity 
or decided improvement in prices is looked for until uncertainty 
regarding the spring wheat crop is eliminated and the critical point 
ha s been passed. 

Little interest has been shown in the local traction stocks, which 
have been under a moderate selling pressure, the purpose of which 
is believed to be an accumulation of Brooklyn Rapid Transit and 
Metropolitan. 

Philadelphia 
Extreme dullness characterized the local market for traction 

stocks this week. Dealings included a fairly large number of 
issues, but the individual transactions showed a marked falling off 
as compared with previous weeks. The general tone of the market, 
however, wa s firm. United Gas & Improvement was the acti\'e as 
well as the strongest feature of the trading, upwards of 1500 shares 
changing hands at prices ranging from 94½ tc:i 95¼ , a net gain 
of r¼ points. Philadelphia Rapid Transit was dull and a trifle 
easier, notwithstanding the reported increase in the company's earn
ings. From 28 at the close of la st week the price ran off to z'7½, 
and closed within ½ of the lowest. A bout rooo shares changed 
hands. It is said that the gross ea rnings for the m onth of June 
showed an increase of $95,000 ove r June, 1904, and that the gross 
earnings and other income for the fi scal yea r will be about $16,-
400,000, or $470,000 larger than in 1904. Philadelphia Company 
common sold to the extent of about 650 sh ares at 43 ½ to 43, while 
an odd lot of the preferred brought 48:)i. Philadelphia Traction 
was steady, about 400 shares changing hands at roo and 99½. 
Union Traction was firm, upwa rds of 600 shares selling at 60¼ and 
60. Other transactions included American R ailways at 51, Consoli
dated Traction of N ew J ersey at 82, F airmount Park Transporta
tion at 17, United Traction of Pittsburg preferred at so½ to 50, 
Reading Traction at 33, and United Companies of New Jersey at 
269½ to 269¼. 

Chicago 
The local market was practically neglected. . The demand for 

stocks was limited to a few issues, but at th e same time there was 
no evidence of pressure to sell. A bout the weakest feature of 
the group was N orth Chicago, which sold to the ext ent of about 
300 sha res at 56½ to 57, a loss of a point as compared with the 
previous week's close. South Side Elevated continued firm, 350 
shares changing hands at 95. Northweste rn E levated jumped up 
a point to 22½ on r eports of increased ea rnings. M etropolitan 
Elevated sold at 65 to 64½ for 120 sh a res, and Chicago & Oak 
Park brought r8 for fifty shares. W est Chicago sold at 40 for one 
share. 

Other Traction Securities 
Trading in the Baltimore market was only moderately active, but 

prices generally displayed a firmer tendency. U nited Railway 4s 
were in better demand, about $50,000 selling at 94 to 93¾, an ad
vance of ½ per cent. The incomes rose 1½ per cent in the early 
dealings to 59¾, but subsequ ently eased off ¾, and closed at 59½, 
with a net gain of ¾- A bout $35,000 of the bonds changed hands. 
The stock was unchanged, 225 shares selling at 13½ to 13, while 
tru st r~eipts, representing roo sh ares of stock, sold at 13:)i . Nor
folk Railway & Light 5s developed more activity, about $16,000 
changing hands at 93½ . Other sales were as fo llows : City Pas
senger 5s at ro6, Knoxville Traction ss at I04¾ , Norfolk Street 
Railway 5s at ro9 to ro9½ , Washington City & Suburban ss at 
107¾ , Cha rleston Consolidated Electric ss at 96, Baltimore Trac
tion 5s at r 17, City & Suburban s s at I 13Ys, and $15,000 Macon 
Railway & Light 5s at 98. The Boston ma rket was du ll and heavy. 
Boston & W orcester sold at 30 to 30½ fo r 103 sh ares, while 275 
o f the preferred brought 75 to 75½. iviassachu sett s Elect ric com
mon opened up a point at 20, but subsequently lost all the im
provement on sales aggregating 800 shares. Th e preferred stock 
fluctuated betwe~n 63¾ and 63, closing at the lowes t. Other 
transactions included Boston Elevated, at from 157¾ down to 
157½ , and back to 157¾ ; W est End common at g8, preferred at 
113 ½ to II4, and Boston & Suburban at 23 ½ . In the New York 
curb market transactions have been upon a much larger scale, and 
prices fluctuated sharply. Interborough Rapid Transit developed 
considerable strength in the early dealings, the price advancing to 
2o8½ , but subsequently there was a sha rp reaction to 203½ , with a 
subsequent recovery to 207¼, a net gain of 3¾ per cent; about 5000 
shares were dealt in. New Orleans Railway stocks was unusually 
active, and prices for both issues fluctuated violently. The com
mon opened at 34 and dropped to 27, but later rallied to 31, while 
the preferred broke from 74 to 70, and rallied at the close to 72. 
Upwards of 8000 shares of the common and 2000 shares of the 
preferred were traded in. The 4½ per cent bonds were quiet but 
firm, $30,000 selling at 90. The reorganization of the company has 
been completed, and the securities of the N ew Orleans Railway & 
Light Company, the new company, will be ready for di~tribution 
this week. Washington Railway & Electric common sold at 39¾ 
for roo shares, and $,1,ooQ of the 4 per cent bonds brought _9I¾. 
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Security Quotations 
The following table shows the present bid quotations for the 

leading traction stocks, and the active bonds, as compared with 
last week: July 19 July 26 
American Railways . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 51 51 
Boston Elevated .................................................. 157 157 
Brooklyn Rapid Transit . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 69½ 67¾ 
Chicago City .......... ............................................ . 
Chicago U nion Traction (common).............................. 7¼ 
Chicago Union Traction (preferred) . . . . . . . . . . . . . . . . . . . . . . . . . . . . 33 
Cleveland Electric . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 78 
Consolidated Traction of New Jersey.. . . . . . . . . . . . . . . . . . . . . . . . . . . 82 
Consolidated Traction of New Jersey 5s.. . . . . . . . . . . . . . . . . . . . . . . 108½ 
Detroit U nited . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 92% 
Inter borough Rapid Transit ..................................... 203½ 
International Traction (common)................................ 26 
International Trnction (preferred) 4s................... .. . . . . . . 64 
Manhattan Railway ........ ...... ........ ......................... 165 
Massachusetts E lectric Cos. (common).......................... 18 
Massachusetts Electric Cos. , (preferred)......................... 63 
Metropolitan Elevated, Chicago (common)..................... 233/s 
Metropolitan E levated, Chicago (preferred)..................... 65 
Metropolitan Street .............................................. 127¼ 
Metropolitan Securities . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 82½ 
New Orleans Railways (common), \V. I ........................ 31½ 
New Orleans Railways (preferred), vV. I........................ 73¼ 
New Orleans Railways 4½s....................................... 90 
North American . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 98¾ 
North Jersey Street R ailway..................................... 25 
Philadelphia Company (common)...... . . . . . . . . . . . . . . . . . . . . . . . . . . 43 
Philadelphia Rapid Transit . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 27½ 
Philadelphia Traction ............................................ 100 
Public Service Corporation 5 per cent notes.................... 97 
Public Service Corporation certificates.......................... 68½ 
South Side Elevated (Chicago).................................. 94½ 
Third Avenue .................................................... 127 
Twin City, Minneapolis (common) .............................. 112½ 
Union Traction (Philadelphia),..................... .............. 60 
West End (common) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 97 
West End (preferred) ....................... . .. . .. . · . . . ....... . ... 114 

a A sked. W. I., when issued. 

Iron and Steel 
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The "Iron Age" says there has been an active movement in 
many branches of the iron and steel trades, and manufacturers 
are facing the future with increasing confidence. A pparently the 
buying of pig iron is over for the present. It is estimated that the 
total sale during the two weeks of lively p11rchasing wi ll aggregate 
500,000 t ons for the whole country. It has led Southern makers to 
advance their prices to $n.75 and $12 for No. 2 Birmingham, some 
of them holding for more. A number of the railroads have bought 
steel rails during the last ten days, the total figuring up close to 
IOo,ooo tons. In the st ructural trade the question of deliveries is 
the all-absorbing topic. During the past ten days there has been 
some heavy selling of steel bars. One interest has booked 70,000 
tons, largely for maker.s of agricultural machinery. 

OPERATIONS OF THE HUNTINGTON SYNDICATE 

All of the property of the Los Angeles & Redondo Railway Com
pany has been sold to Henry E. Huntington at a price approxi
mating $2,500,000, and the entire stock of that company has been 
transferred. Prior to the purchase, Mr. Huntington h ad acquired 
all of the property at Redondo belonging to the Redondo Land & 
Im'provement Company, comprising 4000 town lots at a price re
ported to be $1,000,000. Mr. tluntington now owns the railways, 
wharves, water-front and about three-fourths of the area of the 
city of Redondo. It is officially announced that Mr. Huntington 
will greatly improve his new electric railway. It is narrow gage, 
and hourly service is maintained. Mr. Huntington will double
traek and standardize the present system as s oon as poss ible, in
troducing fifteen-minute service between Redondo and Los Angeles. 
In Redondo Mr. Huntington succeeds the Garnsey-Ainsworth syn
dicate. 

T he Huntington sys tem out of Los Angeles is pushing into the 
San Bernardino Valley. The surveyors have run a lin e for a new 
road between Riverside and Colton. This will connect the Hunt
ington system at Riverside with the lines of th e San Bernardino 
Valley Traction Company at Colton, thu s making a through eon
neetion between San Bernardino and Riverside. · The proj ected 
road covers a distance of six miles. The route begins at the 
corner of Eighth and J Streets, runs .s ou th on Eighth Street to 
0 Street, thenee through orange groves and fie lds about one mile 
over a bluff to Colton Avenue, thence following the arroyo through 
old Spanishtown to North Orange Street, passing the Elliott 
Springs, wh ich are one mile from Riverside, thence to the end of 
the double traek of the Huntington system of Riverside. 

CLEVELAND CROSS-TOWN ORDINANCE 

Mayor J ohnson, of Cleveland, has announced that a Woodland
Hills Avenue :str eet car line extension ordinance has been drawn 
up in the rough, and that the ordinance is satisfactory to both par
ties. Solicitor Baker, representing the city, and Secretary Henry 
Davies, for the Cleveland E lectric Railway, have been authorized to 
make a specific draft of the new ordinance, which w ill be formally 
accepted by the Mayor and Mr. Andrews as soon as completed, 
and will be submitted to the Council at the nex t meeting. The 
new ordinance is designed to meet the Mayor's desire for the 
W oodland-Hills crosstown road under safe restrictions, and follows 
to great extent the lines of the Felton ordinance which the Mayor 
vetoed. 

From the very beginning of th.e agitation for a crosstown line 
on Doan Street and Woodland-Hills Avenue, Mayo r Johnson has 
been for it. But he feared that the Felton ordinance which he 
vetoed would extend the life of other franchises, the company's 
attorneys havi ng made the claim that a transfer clause in any fran 
chi se makes connecting lines take on new life. While th e terms · 
of the agr eement are not fully made public, the chances are that 
there will be no mention of transfers in the new ordinance. But 
the ri ght of the public to have transfer s is guarded by a special 
and private agreement by which the company will give transfers 
just as though it were required in the franchi se. 

ANNUAL REPORT OF MANCHESTER TRAMWAYS 

The tramways committee of the Manch ester (Eng.) Corporation 
presented the fo llowing report for the year ended March 31 last, 
The report states that at the date of the last report the routes 
open for traffic aggregated 137 miles, r6o2 yards of single track, 
and that the aggregate length of single track open for traffic on 
March 31, 1905, was 146 miles, 343 yards. 

follows: The r evenue account may be summarized as 
1904-05 

£ s. 
1903-04 

d. £ s. d. 
Traffic revenue . . . . . . . . . . . . . . . 628,529 4 2 6o3,r82 6 IO 

IO Other revenue . . . . . . . . . . . . . . . . 3,426 8 2 8,693 16 

Total 
\V or king expenses ........... . 

Balance, being gross profit .... . 
Add bank interest ........... . 
Leaving a sum available of ... . 
Out of which the following 

charges h ave ·been met: 

Interest on mortgage debt, 
etc. . ...................... . 

Redemption of debt ......... . 
Rent of tramways ........... . 
Leaseholds-proportion of out-

lay ........... ............. . 
Income tax ................. . 

Leaving a net profit, which has 
been appropriated as under: 

Renewals and depreciation ac-
count ..................... . 

Contribution in aid of the rates. 
Street improvements round In-

fi rmary-interest, etc. . ..... . 

631,955 
411,597 

220,358 
1,869 

222,227 

12 
3 

8 
9 

17 

4 6n,88r 
I I 391,853 

5 
I 

220,027 
3,079 

6 223,I07 

£ s. d. £ 

52,120 7 
35,379 6 
I0,000 0 

79-t 14 
2,983 5 

II 

5 
0 

5 

52,7rr 
26,902 
20,000 

1,136 
550 

3 
13 

9 
IO 

0 

8 
II 

9 
6 
3 

s. d. 

2 II 

16 4 
0 0 

17 0 

13 9 

IOI,277 13 IO IOI,401 IO 0 

£ s. d. £ 

70,907 o o 59,693 
46,000 0 0 50,000 

4,043 3 8 2,012 

s. d. 

2 IO 

0 0 

7 5 

Total net profit . . . . . . . . . . . . . . . 120,950 3 8 121,705 IO 3 
During the year the number of passenger s carried was 126,900,-

875 , an increase of over 6,000,000 on the previous yea r, when the 
figures were 120,722,368. T he car mileage shows an increase of 
considerably over rooo miles, the figures being 14,123,124 during 
last year, and 13,617,4-1-8 during 1903-04. The percentage of passen
gers' fares show that 71.9.-1- paid rd. for the journey, rr.or paid 
r½d., 7.IO 2d., and 5-40 ½ d. Of the total number of passengers 
carried 91,281 ,80-1- pa id penny fares. The ave rage traffic revenu e 
per car-mi le was ro.68d., against ro.52d., and th e average traffic 
revenue per mile of single track was £:1,299, as against £4,468 in 
1903-04. T he average working expenses per car-m ile, including 
power cost, was 6.99d., against 6.78d. The amount of the sinking 
fund is now £60,987, against £27,224 in the previous year. The 
renewals and depreciation fund now amounts to £ 185.085, against 
£ I r9,8-1-4 in the previous year. 
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PITTSBURG RAILWAYS PURCHASES BEA VER VALLEY 
SYSTEM 

The Pittsburg Railways Company has purchased the Beaver 
Valley Traction Company, and the following officers and direc
tors representing the new control have been elected : President, J. 
D. Callery, vice Sydney L. Wright, r esigned; vice-president, S. 
L. Tone, vice W. F r ederick Snyder, resigned; secretary, W . B. 
Carson, vice W alter T. Bilyen, res igned; treasurer, C. J. Braun, 
Jr., vice Walter T. Bilben, resigned ; assistant secretary and as
sistant t reasurer , J. C. Lightfoot, Jr.; general manager, Gaylord 
Thompson: new board of directors, J . D. Callery, S. L. Tone, W. 
B. Carson, J . L. Foster, C. S. Mitchell, John M. Buchanan, William 
Redwood W right, T. P. Simpson and Gaylord Thompson. The 
P ittsburg Railways Company pays approximately $1,000,000 for the 
$1,095,000 ( par value) Beaver V alley Traction Company stock and 
guarantees principal and interest on outstanding bonded indebted
ness, as fo llows:· $150,000 fi r st mortgage 6s, maturing I9II; $100,000 
second mortgage 6s, maturing 1915; $675 ,000 fir st consolidated 5s, 
maturing 1950 ; $500,000 general mortgage 5s, maturing 1953. 
T here are also $75,000 of subsidiary 6 per cent bonds out. On 
Sept. 30, 190.i, the company had loans outstanding amounting to 
$235,000. Its fixed charges last year were $79,791. The Beaver 
Valley Tract ion Company has 32 miles of track, and owns 50 cars 
with power houses, etc. It is a consolidation of several small 
properties with the old People's Traction Company, of Beaver. 

• • • 
THE QUESTION OF A TERMINAL FOR TRENTON 

T he practice in Trenton, N. J. , of shifting cars from one track to 
another in th e center of the city, which has become pronounced 
recently, is causing considerable discussion before the Council. The 
first fo reign car ran upon the street s of Trenton in November, 1902, 
when the New J ersey & P ennsylvania Traction Company brought 
its Princeton cars off the private right of way into North Willow 
Street, and late r to the corner of W arren and H anover Streets, 
about two blocks from the City H all. T he Camden & Trenton 
lands its passengers at State and W arren Streets, a block further 
south, and one fu ll block fro m the City H all, while the Yardley, 
Morrisville & T renton, T renton , Newhope & Lambertville and 
Philadelphia, Br istol & T renton Street Railways run their cars into 
the fa rmer's terminal, and the Trenton & New Brunswick R ailroad 
into th e latter 's terminal. Th e Trenton Street Railway Company 
shift s it s Princeton and P ennington ca rs, as well as those on the 
Princeton Avenue line ( to city line only) at State and Broad 
Street s, opposite the City H all. 

E ast State Street is narrow at the point wh ere the cars are 
shifted, while Broad Street, at a point around the corner, to the 
left , where the South T renton and Yardville cars of the T renton 
Street Railway are shi fted, is quite wide. About t en cars an hour 
are shifted from one track to th e other ( t rolley poles turned, etc.) 
on State Street, four on Broad , three on State and Broad, and eight 
on W est Hanover Street, at W arren. 

V ery recently th ere was an agitation for a change, th e City 
Council urging that there was no excuse fo r cars lying on the 
streets, and an ordinance was passed, which, among other things, 
prohibits ca rs from remaining at a terminal, in the street, more 
than fo ur minutes. This did not quite sat isfy the members who 
were playing to the grandstand, so they passed a resolution di
recting the T renton Street R ailway to lay cu rves at once at State 
and Broad Streets, and construct a connecting track between North 
Broad and North W arren Streets, two blocks fu rther north, so 
that the Princeton and Pennington cars of the Trenton Street 
Railway might pass down ·w arren, into State, into Broad, up Broad 
to P er ry, and through P erry to W arren again. This scheme was 
nipped in th e bud ea rly by a protest from the chief of the fire 
department, who sa id that a railway track through that section of 
Perry Street would very seriously handicap the department, owing 
to its headquarters being located th~re. Residents of the street 
also registered a kick, because no franchise had been sought, nor 
had any consents been given, as plainly required by the State laws, 
which the Counci l forgot in the excitement of pushing the thing 
through. The T renton Street Railway Company hesitated, not un
willing to build the P erry Street loop, having already expressed a 
desire to do anything that would alleviate the trouble, but anx ious 
to please the property owners and also doubtful of the legality of 
a street railway built under simple resolution of Council. 

Councilman James Buchanan, a recent candidate for Mayor m 
opposition to Frank S. Katzenbach, Jr. , who is counsel for the 
New J ersey & P ennsylvania Traction Company, came forward with 
a complicated loop scheme, which proposed. tracks throu:gh various 

streets and alleys for the joint use of all the electric railways cen
tering in the city. Aside from the dangers and delays of narrow 
streets, sharp curves and numerous crossings of each other's lines, 
three different gages would have had to be provided for-the 
Trenton Street Railway and all the Pennsylvania lines are 5 ft. 
2¼ ins.; the Camden & Trenton 5 ft., and the Princeton line of the 
New J ersey & Pem ylvania Traction Company 4 ft. 8½ ins. The 
Liberty Street line of the Camden & Trenton Railway is also 4 ft. 
8½ ins., to permit ti c: cars of the Trenton & New Brunswick Rail
road to run over it. 

One of the daily papers is acting as sponsor for the terminal 
advocates, and the fu sillade keeps up without intermission. The 
New Jersey & Pennsylvania Traction Company has an extensive 
terminal of its own upon West Hanover Street, and arrangements 
will be made shortly to run the cars direct into a station to be 
erected, so that the street will not be occupied, and this company 
will, probably, have less to fear than any of the others, although a 
regular mystic maze of curves has been suggested for the use of 
its cars running into the center of the city. · 

Trenton streets do not offer much room for the electric cars, most 
of those in the center of the city being narrow, with the exception 
of North Broad Street for two blocks, and East Hanover Street 
for about two blocks. East Hanover Street has no car tracks, 
probably will not have if the property owners can prevent it, as it 
lies one block away from State Street, and is considered an espe
cially desirable location, because of its proximity to and at the same 
time freedom from the electric cars . 

AFFAIRS IN CHICAGO 

The local transportation committee of Chicago has agreed to 
accept the offer made by the Chicago City Railway Company in the 
way of a settlement between the company and the city of existing 
controversies over the question of compensation for operating 
rights. The agreement finally decided on requires the company to 
pay the city $35,400 in full settlement of all claims for past com
pensation, and a flat rate of $5,000 per month in future, beginning 
July I. The company refused to pay compensation from March 20, 
the date Mayor Harrison executed his famous coup abrogating all 
existing agreements with the company, and attacking its rights in 
the streets. One of the agreements abrogated required the com
pany to pay $100 per annum for each car in use. The committee 
will attempt to make an agreement with the Union Traction Com
pany similar to that of the Chicago City Company, substituting the 
flat rate of compensation for the payment of a car license of $50 a 
car, as it is now doing under the ordinance of 1883. The committee 
regards the license system as tending to restrict the number of cars 
put into service. 

As has been previously stated in these columns, the negotiations 
between the city and the companies looking to a settlement of the 
entire question of street railway service is to be resumed on Aug. 
14. With the approach of that date interest in the problems in 
hand is arou sed. Naturally opinion diverges as to what will be 
the outcome. R eceiver Lampsell, of the Union Traction Company, 
seems to be of the opinion that a settlement will be effected along 
th e lines proposed by Mayor Dunne in his contract plan. At least, 
the "Inter Ocea.n" quotes Mr. Lampsell to this effect. The con
tract plans provide th;it, instead of organizing a company composed 
of five citizens, the companies form a corporation for the purpose 
of rehabilitating and reconstructing their lines and then turn them 
over to the city at the end of five years. 

The directors of th e Metropolitan Elevated have decided not to 
accept the ordinance passed by the City Council July Io, giving 
the company the right to carry express matter. The reason given 
was the amendments requiring the company to place an arc lamp 
under its structure at each street crossing, and pay IO per cent of 
its gross receipts to the city by way of compensation. The direc
tors said the express business is a new thing for elevated roads, 
an experiment at best, and that they cannot assume the burdens 
imposed by the ordinance. 

A special dispatch to the East from Chicago dated July 26 says 
tha': on that date the U.1cago City Railway Company filed a bill 
in the United States Circuit Court for an injunction to restrain the 
City of Chicago from interfering with any of the company's lines. 
The municipal ownership ordinance passed by the City Council last 
March, so the dispatch says, is declared to be unconstitutional. 
The court is informed that the company now has possession of II9 
lines within the bounds of the city, on which the fra:nthiS'es r'un 
until 1958. 
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STONE & WEBSTER MAKE SOUTHERN PURCHASE~t.i 

T he public service utilities of P aducah, Ky. , controlled by the 
Paducah Steam Heating Company, have been purchased by Stone 
& Webster, of Boston. The purchase price is said to have been 
$1,440,000, divided as follows : T he Paducah City R ailway Com
pany, capital $300,000, bonds $650,000, 14.9 miles of track; P adu
cah Gas & Fuel Company, capital $200,000, bonds $IOo,ooo; P aducah 
Steam H eating Company, capital $IOo,ooo, bonds $50,000. The 
new owners are said to plan improvements that will aggregate 
several hundred thousand dollar s. • .. ' 

CANADIAN POWER INTERESTS IN RAILWAY SCHEME 

Toronto Niagara Power Company interests have in contempla
tion a pretentious scheme for the development of electric r ailway 
lines in the N iagara P eninsula with St. Catherines as a center . 
Frederick Nichols, president of the company, and Col. Pellatt, a 
director, have recently been in consultat ion with the Mavor of 
St. Catherines, and have outlined to him their plans as far ;s they 
have been matured. T he company will build between St. Catherines 
and Stony Creek to connect with Hamilton, and eventually To
ronto, while the main line will run from Stony Creek to Buffalo 
touching at Allanburg. A line also will be built south fro m st'. 
Catherines to P elham Township and the town of W elland. In 
order to get into St. Catherines from the west the company will 
construct a high level bridge for rai lway, foot and vehicle t raffic 
over the old canal, something St. Catherines has been agitating 
about half a century. 

'.' 
BAY CITY CAR STRIKE ENDS 

The strike ot the employees of the Bay City T raction & E lec
tric Company in Bay City, Mich., inaugurated seven weeks ago, 
was ended July 23 at 1 :30 o'clock, when an adjustment of the 
matters in dispute was reached. The adjustment applies only to 
Bay City, and does not include the Saginaw and Interurban lines. 

'.' 
.OUTING OF NEW ENGLAND STREET RAILWAY CLUB 

The July outing of the New England Street Railway Club was held 
T hursday, July 27, 1905, at Canobie Lak e P ark, Salem, N. H . T he 
event was known as ladies' day, and for this occasion the committee 
arranged a most elaborate itinerary. Through the cou rtesy of the 
New Hampshire Traction Company, the party were taken from 
Haverhill to Canobie Lake Park, where they were entertained. 
The start was made from the North Station, Boston over the 
western division of the Boston & Maine at 9 :25 a. m. ' At IO :50 
the special t~ain reached H ave rhill , and at 11 :oo o'clock the party 
boarded sp~c1al cars of the New H ampshire T raction Company fo r 
t ransportation to the park. E n route a brief stop was made at 
Salem, N. H., to give the party an opportunity to inspect the car 
ho~se, rota~y converter station and car shops of the New Hamp
sh1re Traction Company. D inner was served at the Canobie Lake 
Park Restaurant about 12 :15. A t 3 :15 the party attended "The 
F rench Maid," given in the theater on the shore of Canobie Lake. 
T he return to Boston was made at 5 :15 p. m. 

AN IMPORTANT INDIANA PROJECT 

T he H untington, Columbus City & Northwestern Railway Com
p~ny h~s in contemplation a pretentious plan for building an elec
tric railway out of Indianapolis. T he road as proj ected will ex
tend from !ndianapolis through E lwood, Marion, Huntington, 
Columbus City, Syracuse and Goshen. T he plan is to begin the 
work of grading this fa ll, and to push the actual work of con
struction early next spring. T he company h as been voted IO suc
cessive ~ubsidies amounting to $122,500 on 60 mi les, and has deeds 
to 40 miles of private r ight of way 50 feet wide. The company also 
has favorable county and city franchises. Construction will be up 
to the standard of modern practice. W a wasee, the largest lake in 
the State, which is upon the line, will be converted into a pleasure 
resort. T he contract fo r engineering, financing and building the 
r?ad has been placed with the American E ngineering Company. 
1 he. officers of the company are Benjamin Raupfer, Columbia City, 
pres1de~t; J ._ P. Dolan, Syracuse, v ice- rresident ; W . H . Magley, 
Columbia City, secretary; W . F . McLallen treasurer· Melvin 
Blain, auditor; A. F._ Weist'. J r. , Columbia City, general 1~anager ; 
John A. Shafer, Indianapolis, chief engineer. 

FEA lURES OF;THE PROPOSALS AND SPECIFICATIONS FOR 
BUILDING THE NEW YORK & WESTCHESTER 

IN THE BRONX 

T he revised route of the New York, ·w estchester & Boston Rail
road as approv ed by the Board of Estimate of New York on June 
14, betwee~1 "'! est Farms Road an d the northern line of the city, 

· 1s a material improvement over the original route, in that it gives 
an almost direct line from Bronx Park to the city line at Mt. V er 
non. T h is will facilit ate the operation of the road, and make it 
poss ible to maintain very high speeds. As already announced con
tracts will be let shortly fo r the construction of the entire W est
ch ester line in the Bronx, including the section running up to Mt. 
Vernon. William A. Pratt, chief engineer of the company, has 
supplied blank proposals and articles of agreement, the specifica
tions including grading, clearing and grubbing, ditching and drain
age, masonry an d brick work, tunneling, concrete, timber , iron, etc. 
1 t is made a part of the specifications that all work under the con
tracts to be let by the end of this month shall be commenced 
within ten days. A nother paragraph in the specificatio ns of interest 
is that which states that "the contractors will be required to con
struct all v iaducts over streets and tunnels under street s, and all 
bridges necessary to ca rry th e streets over the railway in such a 
manner as not to interfere with the ordinary use of the street or 
road as a public highway; and sh all protect and kee p in se rvice 
all sewers, conduits, gas , water and other pipe line, and all stree t 
railway tracks and app urtenances." 

STREET RAILWAY PATENTS 

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

U NITED STATES PATENTS I SSUED J U LY 18, 1905 

794,719. Railway Rail ; Emil F . Krell , D etroit, Mich. App. 
fi led Aug. 15, 1904. T he rail has projecting fl anges to rest upon a 
suitable fou ndation and a depending web pro jecting downward 
from beneath the flange s to be embedded in the fo undation and 
anchor bolts embedded in the foundation and engaging the flange 
of the rail s. 

794,740 W heel; H enry H . P orter, J r., Chicago, Ill. App. fil ed 
March 17, 1902. A shiftable flange fo r a car wheel directly at
tach ed thereto, and so mounted upon the wheel that it may be 
thrown into and out of o perat ive position as an active fl ange, and 
a non-rotating bearing for the flange hav ing means to shift and fix 
it in place. 

794,869. Mearis , for Operating Tramway P oints; J acob Levy, 
J ohannesburg, Transvaal. App. fi led N ov. 28, 190--1-. E ngaging 
means on the roof of the car whereby a lever in the path thereof 
is actu ated to throw the switch point in advance of the car. 

794,871. Device for Increasing the Adhesion Between Wheels 
and R ails ; Robert C. Lowry, Seattle, W ash . App. fi led Oct. 19, 
1904. The wheels are magneti zed by elect ro-magnets arranged ad
j acent th ereto. 

794,964. Attachment for Trolley Poles; P aul H . White, Indian
apolis, Ind. App. fi led Aug. 24, 1903. A diamond-shaped cl ip at
tached at one end of the trolley pole, and at th e other end of the 
retrieving cord prevents the trolley from catching over the wire 
wh en being retrieved. 

795,016. Trolley Ear ; Montrav ille M. ·w ood, Sch enectady, N. 
Y. App. fil ed J an. 15, 1903. A r igid fra me ha;s a pair of longi
tudinal slightly inclined grooves therein, and a pair of jaws fo r 
gripping the trolley wire h aving correspondingly inclined or cam 
surfaces so that the wire is gripped when the jaws are moved 
longitudinally by a suitable rack and pinion engagement. 

795,035. Street Car Brake; J oseph Hast reiter, Morgantown, 'vV. 
Va. App. fi led May 26, 1905. The operating shaft has a bevel-gear 
connection with a shaft under the car to which the brake chain or 
cable is attached, the last named shaft be ing provided at the encl 
opposite its bevel-gear connection with a peripheral fla nge pro
vided with pawls adapted to engage grooves in a stationary stncl 
thereby to lock th e brake in any position. 

795,157. Railway Switch Mechanism; Henry B. Nichols, P hil
adelphia, Pa. App. fi led J an. 16, 1905. Comprises a movable 
switch tongue, a rod r igidly attached th ereto, a lever pivoted at 
one end and connected to a spring-pressed plunge r at the other, 
the lever engaging th e rod intermediate its ends and a pivoted cyl
inder in which the plunger is slidably mounted, the pivots of the 
clyinder and lever being in the same plane, wh ereby the spring
pressed plunger tends to hold the lever and rod in ei ther of their 
extreme pos itions. 

795,158. R ailway Switch Mechanism ; H enry B. N ichols, P hila-
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delphia, Pa. App. filed Jan. r6, 1905. A movable switch-tongue, 
a pivoted lever having a connection at one end with the tongue, 
and at the other end with a tilting weight adapted to act through 
the lever upon the tongue to maintain the same in position, and 
means for retarding the movements of the weight. 

795,159. Railway Switch Mechanism; Henry B. Nichols, Phila
delphia, Pa. App. fil ed Jan. r6, 1905. A switch mechanism com
prising a moving part for switching, a lever moving with the same 
to move or be moved by it, and a flask or vessel containing liquid 
and so connected to the lever that movements thereof are ac
companied by shifting bodily the liquid in the flask. 

795,170. Electric Brake; William G. Price, Pittsburg, Pa. App. 
fil ed Aug. 17, 190..i. Comprises an actuating spring for operating 
the brakes, and an electric motor having a rotating armature for 
compressing the spring and releasing the brakes, the motor being 
reversed by the action of the spring when the brakes are to be ap
plied. 

795,201. Electrically-Heated Handhold; Fred S." Davis, Roberts
ville, S. C. App. filed Dec. 29, 190..i. An incandescent lamp 
mounted within the hollow handle of a brake or other operating 
lever. 

795,232. Slot Switch; John H. Pflieger, Johnstown, Pa. App. 
fil ed March ro, 1904. A slot switch having a tongue-supporting 
point, a surface-flu sh movable tongue or point having its base por-· 
tion extended beyond its point proper and received beneath the 
flanges of the slot rails. 

795,243. R ailway Brake Apparatu,s; Granville T. Woods and 
Lyates W oods, New York, N. Y. App. fil ed April ro, 1903. Under 
certain conditions in a motor-control system the current is di
rected th rough the coils of a magnetic brake. 

795,247. Current Collecting Shoe ; William M. Brown, Johns
town, Pa. App. fil ed Jan. 26, 1903. The collecting shoe is made 
ve ry long in order to bridge over spaced contact plates, and com- . 
prises a plurality of separately-movable electrically-independent 
contact sections or units, a conductor adjacent to, but normally 
separated from, the sections, and elastic members interposed be
tween the sections and the conductor. 

•• 
PERSONAL: MENTION 

}i!R. L. A. POOLE has been appointed assistant manager and 
purchas ing agent of the Philadelphia, Bristol & Trenton Street 
Railway Company, of Bristol, Pa. 

l\'1R. FRED J. ACH has been elected to succeed the late Dr. J. 
E. Lowes as pres ident of the Dayton & Muncie Traction Com
pany, and Mr. Harry Kiefaher has been elected president of the 
Dayton & Northern Traction Company as the successor to Dr. 
Lowes. 

MR. W ALTER A. PEARSON, electrical engineer of the New 
York City Railway Company, was presented with a silver punch
bowl by the employees of the company at the Hotel Belleclaire 
Thursday evening, July 25. Mr. Pearson will, on Aug. 1, become 
engineer of the Canadian Electric Company at Niagara Falls. 

MR. W ARREN GREGG, heretofore trainmaster of the Cleve
land division of the Lake Shore Electric, has become superintendent 
of the Lorain Street Railway Company. This is the Lorain and 
E t ria branch of the Lake Shore Electric. Mr. Gregg succeeds Mr. 
Edward O'Hara, who has held the pos ition for the past eighteen 
months. 

MR. H ENRY E. HUNTINGTON, afkr staying in Los Angeles 
about two weeks, returned to N ew York on July 16, planning to be 
back in Los Angeles within four or five weeks. He says new 
plans and extensions for Southern California electric railway en
terpri ses make it necessary for him to return to Los Angeles as 
soon as possible. · 

MR. SMITH HOOD has been made as sistant to Mr. A. L. 
Linn, genera l- manager of the Fairmont & Clarksburg Traction 
Company, of Fairmont , Va. The appointment was made in order 
to give l\fr. Linn more time to look after the construction work of 
a new line being built to Clarksburg. Mr. Hood has been with the 
company for a long time. 

l\1R. WILLIAM S. REED, of Townsend, Reed & Company, has 
announced that the members of the firm, Mr. Geo. Townsend and 
Mr. Reed, have di ssolved partnership, and that he is now located in 
the First N ational Bank Building, Chicago, to engage in the build
ing, financing and general engineering of electric interurban and 
street railways. Mr. Reed has had more than 16 years experience 
in building, owning and operating roads, and is prepared to handle 
all kinds of railway projects. 

MR. F. E. FROTHINGHAM, for three years manager of the 
\Vhatcom County Railway & Light Company, owning the street rail-

way and gas plant in Bellingham, vVash., has resigned to resume on 
August I hi s former employment as expert in investigating proper
ties considered for purchase by Stone & Webster, who own the 
Whatcom County property. Mr. L. H. Bean, superintendent of the 
underground and overhead department of the Seattle Electric Com
pany, will succeed Mr. Frothingham at Bellingham. 

MR. H. V. SCHREIBER has resigned as chief engineer and 
electrician of the Augusta-Aiken Railway & Electric Company, of 
Augusta, Ga., controlling the Augusta Railway & Electric Com
pany, North Augusta Electric & Improvement Company, Augusta & 
Aiken Railway Company, North Augusta Hotel Company and 
North Augusta Land Company, to tour the country to acquaint 
himself with the latest engineering practice in his line. 

MR. LORENZO BENTLEY, of New London, Conn., has been 
appointed to the position of superintendent of the New London 
& East Lyme Street Railway, now building between New Lon
don and East Lyme. Mr. Bentley was formerly superintendent of 
the N ew London Street Railway Company. H e entered the ser
vice of that company more than 14 years ago, and remained in its 
employ until February, 1905, when the N ew London, Norwich and 
Montville Street Railways, all controlled by the Consolidated Rail
way, acting for the New York, New H avrn & H artford Railroad, 
were placed under one management. Construction work on the 
New London & East Lyme Railway is rapidly nearing completion, 
and it is expected that the road will be placed in operation within 
a few weeks. 

MR. MANUAL M. REID has resign c>d as master mechanic of 
the Appleyard properties in Ohio. Mr. R eid has a thorough knowl
edge of steam railroad practice, and some five years experience in 
high-speed interurban railroading. In addition to this he has had 
con siderable general railroad experience. H e recently was acting 
superintendent of the Dayton, Springfield & U rbana Electric Rail
way, operating 65 miles of line. Mr. R eid was born in June, 1848, 
at Manila, and was educated at Everton Academy, Liverpool, Eng. 
He entered railway service in March, r86..i, and was until 1869 
apprentice machinist at Waterford & Limerick Railway shops, 
Limerick, Eng. From June, 1869, to 1871, he was machinist of the 
Grand Trunk Railway shops at Montreal, Can. Then he entered 
the service of the Central Pacific Railroad at Sacramento, Cal., 
and subsequently was connected with car building and railroad 
operations in Great Britain and the United States. From t899 to 
1901 he was master mechanic of the Southern Railway (Norfolk 
division) with headquarters at Lawrenceville, Va. From 1901 to 
1905 Mr. Reid has been with the Appleyard lines in Ohio. He has 
been in charge of all rolling stock at Medway and Glen Echo, and 
has superintended overhead construction of Columbus power sta
tion. He has made weekly trips of inspection and reported to gen
eral managers as to the condition of power stations, overhead con
struction, rolling stock and roadbed. He has also been acting 
superintendent of the Dayton, Springfield & Urbana Railway, 
Springfield & Western Railway, and Urbana & Bellefontaine Rail
way, and has done coniderable construction work. Mr. Reid has 
not decided upon his plans for the future. 

MR. WALTER E. HARRINGTON has just res igned his po
sition as vice-president and general manager of the New York
Philadelphia Company, and of its affiliated companies, the Camden 
& Trenton Railway Company, Trenton & New Brunswick Rail
way Company, New Jersey Short Line Railway Company. Mr. 
Harrington, who is a member of the executive committee of the 
American Street Railway A\Ssociation, was for eight years general 
manager of the Camden & Suburban Railway Company, which 
greatly prospered under his direction. Upon the lease of this com
pany to the Public Service Corporation of New Jersey last year, 
Mr. Harrington resigned his position as manager and took charge 
on March 14, 1905, of the New York-Philadelphia Railway and its 
allied properties, in which Stern & Silverman, of Philadelphia, are 
largely interested. These lines extend from New Brunswick to 
Camden, and through a traffic agreement with the Public Service 
Corporation at the north and south terminals furnish a through 
service from J ersey City to Philadelphia. During his connection 
with this line, Mr. Harrington has introduced a large number of 
improvements, particularly on the Camden & Trenton division, 
among the most important being the installation of a block signal 
system, relaying a considerable portion of the track, reconstruction 
of the trestle work and rolling stock, addition of shop equipment, 
feeders, bonding and one unit at the power station, and a revision of 
the schedules. Mr. Harrington's plans for the future are not an
nounced, but it is stated that he retains his stock interest and re
mains a director in the company. His resignation was the occasion 
of most complimentary articles last week in the Trenton and Cam
den papers which testified to the value of the improvements in
troduced by him during his incumbency of the office of manager of 
the company. 




