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Fare Collection

The Brooklyn Bridge continues to develop troubles of its own,
and we now have the dictum of Commissioner Lindenthal that
things eannot be materially better until there are more bridges.
He might go further and admit that they are likely to grow
worse, if only for the inevitable inerease of traffic, for which
nobody is to blame. One interesting measure of relief just adopted
is to let the Manhattan to Brooklyn passengers, who travel by the
Bridge trains, drop their tickets in the box at the arrival end of the
We have
sometimes wondered whether movement on the Bridge would not

trip, and we are rather eurious to see how this works out.

he materially faeilitated if nobody eould buy tiekcts on it and
had to get them elsewhere so that there could be absolutely no
bloeking at ticket barriers. Maybe this is a little too radical a
change and with the limited train service possible under present
conditions danger might arise from the overerowding of the
Yet it is virtually standard street railway praec-

tiee and steam commuter practice.

station platforms.
Not a soul crossing the Bridge
on a trolley car has to bother with going to a ticket office, and
Long Island Railroad ecommuters cn it have their little books of
coupons all ready. If every street ear passenger at the Bridge had
to go to one or two wickets and buv a ticket, we should fear to

contemplate the enanuences" Tn f'yc except for the exccllent
street car service over it, &(e&‘f)man.l"e(‘lzc&? ite every obstruetive
policy leveled at the troffey management, ﬁn

for Brooklynites is still o z ha}‘pﬂlved prom

e transportation

The Overworked Trolley

The service that is being ob
under conditions which require m}"to condlct very
rent would have been surprising to c]ectnc rallqﬁly
years ago, and it is only the fact tha p.l;a,ctlce ha#” brought us
gradually up to the point where trolley wheels are in daily opera-
tion earrying currents of 200 to 800 amp. that little is thought
about it. Considering the eontact area between the trolley wheel
and wire and the amount of contact on the journal of the wheel
itself, the duty performed by the trolley wheels in some loecalities
is wonderful. On a number of interurban roads,
cars are used, the trolley is called upon to earry from 300 to 400
amp. during acecleration,

where heavy
and 150 amp. to maintain the car in
motion a full speed. To add to the severity of the service, the
speed is usually high, and calls for an enormous number of revo-
lutions per minute on the part of the largest trolley wheels that
can be used, and this, with rather indifferent lubrication. As an
example of even more severe service on the trolley wheel, the
Oak Park extension of the Lake Street Elevated Railroad in
Chicago may be cited, where elevated trains are run over the sur-
face for a considerable distance and draw all their current through
one trolley wheel on the motor car, Hecre the trolley wheel is
likely to be called upon to conduct as much as 7co amp. if the
motorman turns on current rapidly enough. It would, perhaps,
be going too far to say that the trolley is an entirely satisfactory
The fact that the
third rail has been determined upon for a number of recent inter-

shows that the trolley

device for such heavy currents at high speeds.

urban roads, is hardly entirely satisfac-

that it is as
is very rapid, not only

The wonder is
The wear, of course,

tory railway service.

satisfactory as it is.

for heavy

from the burning of the groove of the wheel where contact is
made with the trolley wirc, but from bearing wear, which is in-
ercascd by oecasional burning between the axle and the wheel,
The third rail offers the most practical solution, of course, in most
cases where the trolley has reached its limit as a means of con-
ducting current to ears, though possibly two or three bow trolleys
in multiple, of the kind which is so commonly used in Europe,
would make it possible to use overhead work for heavier service
than it has been in the past, where the adoption of the third rail for
somc special rcason might be very objeetionable. A multiplica-
tion of the Amecrican form of trolley pole on top of a' car would
make a combination too difficult to handle for everyday service,
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The Passing of the Mule

Where would the modern street railway have been but for the
mule? If Christopher Columbus was the first American advance
agent, surely the mule can also lay claims to having been the
pioneer of the street car. This fact has been duly recognized with
typical Southern generosity at El Paso, Tex. where the trolley
has just gone into operation. On the first car that went over the
road stood a little brown mule, and painted on a long banncr at
the side were the words: “Reward of thirty-five years of faith-
The reward scems rather scant, if it consisted in one

deadhead ride, but we are glad to understand that Mandy is now let

ful service.”

out to grass, only to be called upon when the motors happen to
break down. We hope that some day the grave of the first mule
that ran the first American street car will be duly dignified with a
monument. Less deserved memorials arc in existence.

trouble would be in locating the mule.

The only

Injuries, Perjuries and Juries

Under any circumstances the lot of the average juror is not a
happy one, but his fate is less than ever to be envied when he has
to size up the actual truth in somc of the actions for injury brought
against the street railway companies. “It is to laugh,” as one
comedian sings, but it is also to weep, as the marvelous stories of
physical damages sustained are told before the occupants of the
jury box. We do not discredit these yarns, for accidents have been
known to happen where the passenger was not to blame, but the
occasional suspicion is aroused that imagination plays a very large
part in human affairs. One case we noted in the daily prints the
other day involved heavy damages, where the complainant, indirect
descendant of a famous fiddler, could apparently no longer play
the violin, because he had hurt his feet, for which the street rail-
way company was to blame. We can only hope that the plaintiff
got all he deserved. Another case reported last week concerned
a Dballet vho, being dragged along some distance by a
car, wanted $20,000 because hc could no longer dance or give

master,
valuable terpsichorean instruction. It was testified, however, per
contra, by two witnesses, one of them actually a “prima ballerina
assoluta,” that only lately they had seen the sorcly injured in-
structor engaged in the gay art of high-kicking and makmg “cart-
wheels.” We are, perhaps, not so much an authority on this brand
of wheels as we ought to be, but they are obviously quite a superior
rotative article. Another young lady, an unpretentious chorus
girl, testified that she had seen the lame and crippled ballet master
giving active lessons, and said: “He could kick just as high as
any of the girls, and some of them were very high flyers.” What
the limping teacher could do before he got hurt must evidently
have far transcended the limits of the “split,” but it is natural that
doubt should be stirred up in the ordinary mind as to whether in
toc or ankle, flexing knee joint or supple hip, the complainant
really sustained the hurt that is cxpressed by twenty thousand good
dollars.

Double Flanges

Occasionally the car wheels on a road will develop a thin
flange on one side of a car, with a double flange on the other.
A case of this kind was recently brought to our attention where
the superintendent had tried every remedy in his list without relief.
Superficial observers had told him “one wheel is larger than the
other,” or “‘one wheel is softer than the other,” or “the car is out
of square,” or ‘it runs always in one’direction.”
that none of these answers fitted the case.

Now it happened
The size of the wheels
nor their rclative softness could not have had anything to do with
it because, while turning the axle end for end reversed the wear,

the thin flanged wheel began to get a double flange and
the wheel with the double flange grew sharp. The super-
intendent then thinking that the axles were mnot parallel

nor square, took wunusual pains to square up the trucks
and afterward arranged gages so as to test them daily.
ITis comment upon the result was, “I might as well have

painted the roof.”” The wear went on as before. The super-
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intendent may, however, have the doubtful satisfaction of knowing
that other companies have striven with the same problem without
satisfaction. We remember that the Third Avenue line in New
York, when operating with cables, had great trouble in this way.
One side of a car developed the thin, and the other the double
flange. This took placc in spite of the fact that the cars were
changed daily, end for end. They regularly turned the axles when
they found cars which developed this fault.

A steam railroad man made a suggestion on this subject re-
cently which is worth investigation. It was to the effect that the
unequal space within the boxes, may have something to do with
the matter, by permitting some brasses to have more play than
others. When a car is standing the brass would settle into a
normal, or central, position. When in motion the brass might
As this is the first
possible reason that has yet been suggested, it is worth investi-
gation.

shift so as to throw the axle out of square.

So far as we know it is the only theory which has not
already been investigated and found wanting. Will some of our
readers who have been puzzled and exasperated by double flanges,
etc., investigate and report on this new theory?
Grounds for Ejectment .

As if there were not already trouble enough in putting passengers
off cars, State Senator Sullivan has revived at Albany the crazy
bill providing that if a street railway company does not furnish a
seat I4 ins. in width it shall not collect a fare. The behavior of the
Senator himself shows what would happen, for only a few days
ago he got into a prize fight with an Albany conductor over this
very point. Such a law simply cannot be enforced so long as the
public insists on taking “the next car,” and that is just what the
It is
mere folly to suppose that the law would be a means of compelling

American public proposes to do to the end of the chapter.

a company to put on more cars, when the tracks are already so
crowded that the cars can be counted by the scores every block or
two. Confusion worse confounded could only follow the efforts
of a conductor trying to keep tab on passengers who had been
standing “free” and had then slid quietly into the first vacant seat.
Senator Sullivan ought to know better, and probably does.

Another question of no seat, no fare, or contrariwise ejectment
for no fare, came up recently in St. Louis, where a conductor re-
fused to accept what purported to be a smooth nickel and put the
passenger off. In this case the court has decided that a gcod nickel
is a good nickel, and that hence the conductor was wrong. Now
this involves trouble enough in itself, for there are too many
coins in circulation that have seen better days, and ought to be re-
tired on the score of difficult identification. ‘“As thin as an Eliza-
bethan shilling” is, we believe, not an unknown descriptive of
skinny skeletons in England, and when coins get that far, a poor
conductor ought to be excused from taking them, just as he ought
not to be tolerated in handing them out. The amount of trash
in the way of old, thin coin that one can accumulate from waiters
in Europe is startling, and the reason probably is that there are
<0 few street car systems on which guileless natives can work the
stuff off. The itinerant foreigner gets it instead. A third point of
view on the ejectment question is brought up in a recent New York
Metropolitan suit, in which the Supreme Court has held that, if re-
quired, a passenger must change cars or go to prison. In this
case, some of the numerous extra cars put on to accommodate
the theater public were being taken off, and the passenger refusing
to change had to be hauled in the car to the house, where he still
stuck to his seat, and whence he finally went to jail. Doubtless
he had a sense of fighting for justice,-but here again he forgot that
in trying to resume its regular schedule the company was simply.
doing that which was of benefit to the greater public, and that it
would not maintain a speedy headway with fifty or sixty extra
theater cars on its line. To quote the language of the court: “It
would be a travesty on justice to say that a judgment should be
found against this company in this case under the circumstances
disclosed. The request of the passenger was a most unreasonable
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one, and that of the railway company a perfectly reasonable one,
and in refusing to move from that car into another the plaintiff was
guilty of disorderly conduct.”

Ruopniog Stationary Motors from Grounded Circuits

A few years ago it was a common thing to see 500-volt station-
ary motors run from grounded railway circuits. By this practice
the electric railway was enabled to give an electric power service
to many power users that would otherwise not have been able to
secure electric power because of their distance from any direct-
current electric light circuit. Often these customers would be too
scattered to be reached profitably with special power circuits, but
when run from the nearest railway feeder could be taken on with
advantage to all concerned, because the trolley lines were already
in existence in all the principal streets, and service wires could
easily be run to stationary motors in almost any location in a
town. The rule which was adopted by the underwriters, and later
incorporated in the National Code, was at that time in existence,
but was not enforced, owing to the-lack of underwriters’ electrical
inspectors.

The time arrived, however, when the underwriters’ inspection
was more rigid and extended outside of the few large cities to the
smaller towns and cities, where the running of stationary motors
from railway circuits was common. Then came a day of reckon-
ing. Street railway companies were obliged: either to give up this
business, or to adopt some other way of handling it. In some
cases a separate power circuit, non-grounded, was put in. This,
of course, meant practically abandoning the old service in its
entirety, as a separate generator must be run for the power cir-
cuit. Another plan adopted, where the insurance inspector was
not very rigid in his requirements, was to run a complete all-
metallic power circuit, but connect it to the railway circuit bus-
bars at the power house. The motors were, of course, in this case
still on a grounded circuit, the main difference being that the
ground was at the station instead of near the motor, as was the
case with the motors run direct from the trolley wire or railway
feeder.

We now come to perhaps the most interesting solution of the
problem, and one which would seem to be the most feasible and
least open to engineering criticism for places where it is expected
to do a large amount of power work of a nature too scattered to
make it profitable for a complete non-grounded power service.
The plan is to enclose the motors in a brick chamber or “oven,”
which renders it sufficiently harmless in the eyes of the under-
writers to make the use of motors, run from railway circuits, per-
missible, whcre proper provisions for grounding entirely away
from the building are made. The expense may be considerable,
but it is sometimes the choice of several evils. From an electrical
standpoint there is room for considerable discussion as to the
necessity for the rule absolutely forbidding, under any pretense,
lighting or power from railway circuits. Under such circum-
stances it cannot by any medns be called poor engincering to
adopt plans for circumventing the rule if they can be made ac-
ceptable to the underwriters.

The Belgian Government «Light Railways”

Advocates of municipal and government ownership will be in-
terested in the plan followed in Belgium in developing the light
railways in that country by which State and municipal aid has
been secured on a large scale in the construction of such lines,
while the operation of such systems remain in private hands. Light
railways designate a kind of road which has no exact parallel in
this country, but as the term is used in Belgium it means local
country lines nearly always of narrow (1 meter) gage, sometimes
interconnected, but quite as often isolated, which arc built wherc
standard gagc trunk lines with their morc substantial construc-
tion and heavier rolling stock would not be considercd profitable.
Narrow gage stecam lines, and thesc Belgian roads are ncarly
all opcrated by steam, are not regarded with favor by American
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capitalists. Being so unpopular in this country, at first sight it
may secm a little strange that an extensive system of narrow gage
roads nearly 1500 miles in extent should have becn built in a
country so flat as Belgium, and intersected as it is by trunk lines
of standard gage. Nevertheless the experience with electric inter-
urban lines in this country has shown that therc is a field through
the country, and a large field, for lighter roads than those used in
heavy trunk service, and while steam motive power would not
be used for such a system of roads in this country, most of these
roads were built before the practical advantages of electric power
for service of this kind had been demonstrated.

In the last issue of the Annals oi the American Academy of
Political and Social Science, Prof. Nerincx, of the University of
Louvain, of Belgium, describes the financial plan and organization
of the Société Nationale des Chemins de fer Vicinaux, which
This com-
pany has an option for a year on the construction of all the light

owns practically all of the light railways of Belgium.

railways authorized by the government, which amounts to prac-
tically a monopoly, as when the company does not accept the
franchise the line is usually not worth building, and no one else
When any such new line is built the company
The new

will undertake it.
issues new shares of stock to pay for the construction.
shares bear a spccial number and the interest on them must be
paid out of the earnings of the new railroad only. The company
is a somewhat curious combination of a branch of the govern-
ment and a private enterprise. According to statutes, two-thirds
of each new series of stock must be subscribed for jointly by the
government, the provinces and the municipalities interested in
The subscription of the national government
The

provinces and the municipalities may subscribe for as much of the

the proposed road.
is not allowed to exceed one-half of the capital required.

remaining capital as they wish, and any left unsubscribed, but not
exceeding one-third of the total amount, may be taken by private
investors. The latter shares, like those of any stock company,
are transferable at will, but those owned by the provinces and
municipalities can only be transferred by special authority of the
government. The private shares must be paid for when taken,
but the government subscriptions may be paid if desired in ninety
yearly instalments, calculated on the basis of 3% per cent per
annum. When this latter course is followed, which is not usually
the case, the company issues 3 per cent debentures to a corre-
sponding amount to the municipal stock subscriptions, to raise
the immediate capital, and the interest and sinking fund of thcse
bonds are provided for out of the yearly instalments of the sub-
scribing public bodies so long as the earnings of the company are
not able to cover them.

The National Company is a construction company only, and
cach line built by it is leased fully equipped to a contractor whose
terms of lease carefully provide for the improvement of train
service, rates of transportation, repairs and maintenance, and the
apportionment of net earnings. These operating contracts are
made for thirty years. Prof. Nerincx states that this plan of
leasing the operation of the lines to local contractors works very
well. It frees the National Company from running a large num-
ber of disconnected railways scattered all over the country and
insures a good local service, which is generally by local business
As the

necessary operating capital is not large, it is obtained casily by

men interested by the financial success of the concern.

the contractors. The management of the company is in the hands
cf six directors, three elected by the stockholders, and three, in-
cluding the president of the board, appointed by the government.
The latter also appoints the general manager. At the end of 1900,
according to Prof. Nerincx, the company had built or was engazed
in the construction of 104 lines of roads covering 1490 miles, and
had a capital of $22,821,800, subscribed for as follows: State, 33.7
per cent; provinces, 28.1 per cent; municipalitics, 35.7 per cent;
privatc investors, 2.5 pcr cent.  The average rate of profit for the
year on the capital subscribed was 3.3346 per cent.

used on 47 miles of track.

Elcctricity is
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Progress of the Lansing, St. Johns & St. Louis Railway

The northernmost of the network of electric interurban lines
which 1s spreading over the State of Michigan is the Lansing, St
Johns & St. Louis Railway. Twenty miles of this road, from
Lansing due north to St. Johns, is completed, and steam construc-
tion trains have been run over the route from end to end for some
time

The contract for building and equipping the road complete is
with the Arnold Electric Power Station Company, of Chicago, and
the line promises to have a future historic interest as being the
one upon which the new alternating-current system, invented by
Bion J. Arnold, president of the company, will be first tried. Little
has been announced concerning the new scheme as yet, except that
it will do away with rotary converter substations, take single-
phase, alternating-current direct from a single trolley wire at high
voltage, and have single-phase moters on the cars running con-
tinuously. Naturally much interest 1s felt in the engineering world
over the outcome of Mr. Arnold’s experiment, and it 1s to be hoped
that it will prove a satisfactory solution of operating electric rail-
ways over long distances without the use of rotary converter sub-
stations.  Mr. Arnold’s standing as an engineer lends confidence
to the Dbelief that 1t will. It 1s understood, however, that Mr.
Arnold regards the plan as to a large extent experimental until its
success has been demonstrated by practical operation.

The road affords the only direct inlet to Lansing, the capital of
the State, from the north, and when completed to St. Louis and
Alma will afford to a considerable territory a direct way of reach-
mg Lansing, where only an indirect route has existed before.

The accompanying engravings are from photographs taken by
the Arnold Electric Power Station Company during construction,
and show the character of the work, and also how well equipped
the contracting company is for carrying out railway construction of
this kind. The contract included the engineering as well as the
actual construction. The surveying location was carried out under
the direction of H. L. Cleverdon, civil engineer of the Arnold Com-
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tion of the road. There are beet sugar factories at Lansing, and
the electric road will handle beets from the farms along the way
in carload lots. The building of the road has also settled another

STEAM SHOVEL AT WORK

important question for the farmers, viz., how to dispose of surplus
milk. The Michigan Condensed Milk Works at Lansing, and the
electric road to haul milk there, solves the surplus milk problem.

VIEW AT DE WITT, SHOWING BIG FILL

pany, and H. B. Quick was superintendent of construction. E. B.
Arnold has had charge of the material yard.
The road is in a good farming country, and one in which it

is expected to raise large quantities of sugar beets upon the comple-

The construction follows closely that of a substantial steam
road. Indeed, it is expected to haul steam road {freight
cars over it when completed. Although the country is in
general level, there are some considerable cuts and fills, and in
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one case many carloads of dirt had to be dumped in the right of
way to fill up a sink hole, caused by an underground lake or quick-
sand. The largest cut on the line is 2000 ft. long and 13 ft. deep,

VIEW OF TRACK

and through a very tough soil to handle. At Look-Glass River is a
bridge 33 ft. high and 300 ft. long. Twenty-five thousand yards
of material were used in bringing the 500 ft. next to the bridge up to
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Progress on East Boston Tunnel

Plans for Section “C” of the East Boston Tunnel have been com-
pleted by the Boston Transit Commission, and are now on exhibi
tion for the benefit of contractors bidding on the new work. Pro-
posals are to be opened on Feb. 25 so that the contract may be
awarded a few days later and work begun by March 10.

Section “C” is 740 feet long, and begins at the terminal of the
harbor section, near the corner of State Street and Atlantic Ave-
nue, ending about at the junction of India and State Streets, be-
tween the Custom House and the proposed Board of Trade build-
ing. Work will begin at the upper end of the section and proceed
toward the harbor. A shaft will be sunk in State Street opposite
India Strect, and when the tunnel is completed, this shaft will be
changed into an air chamber, the first ventilation arrangement
on the Boston side of the harbor, excepting the station at the foot
of State Street, which will be equipped with apparatus for in-
troducing fresh air into the tunnel and carrying foul air out of it.

Six borings were made in State Street along this section to
determine the character of the soil, and the material was found to
be similar to that which the tunnel will traverse under Boston
Harbor. At the shaft opposite the Custom House there are about
17 feet of filling, including woodwork, probably some wharp; then
there are 10 feet of hard yellow clay, and below that a strata of
hard blue clay to a point at least 70 feet below the surface. The
tunnel foundations required no deeper boring. At this shaft the
rails will be 35 feet below the surface, and the track will descend
on a 4 per cent grade to meet the harbor section at the foot of
State Strect, where the level is 21 feet deeper. About 150 feet of
the new station platforms where the sections meet will be included
in the new section. The platforms are to be built at the sides with
both tracks passing between them at the same level. There will be
no loop at this station.

Conduits, gas pipes and sewers in State Street are now being re-
located to make room for the chaft. Beyond the shaft no under-
ground structures will be disturbed as the shaft passes below them,
and there is no knowledge of any larger rocks in the route. Air
pressure will be introduced as soon as practicable for supporting
buildings, the foundations heing also strengthened by masonry and

DE WITT TRESTLE AND CONSTRUCTION TRAIN

grade, A number of marshes have been encountered on the right of
way which required an immense amount of filling. Ttalian labor
has been employed on the construction, and one of the sights along
the road is the Ttahan village.

e e——

At a mecting of the directors of the Drooklyn Rapid
I'ransit Company, held Feb. 11, it was decided to ask the
stockholders” authority for an issue of $150,000,000, 4 per cent honds.
The bonds will be used to retire outstanding loans, and for im-
provements.

steel rods before tunnel construction hegins.  State Street is so
narrow at the shaft that its entire width is taken up, including por-
tions below cach sidewalk. The distance hetween the building lines
is but 7 feet greater than the exterior diameter of the tunnel.

The shortness of this section is here in part {o the commission’s
uncertainty in regard to the Legislature's action upon the Wash-
ington Street subway. The decision in regard to the latter does
not affect the tunnel location east of the Custom House on State
Street. Borings have also been made during the last few weeks
on Washington Strcct in the vicinity of State Street,



A New Boltless Rail- Joint

On the electric strecet and mountain railway at Linz, Upper
Austria, there has been in use since November, 1900, a rail-joint
which differs from most other detachable bonds by being con-
structed without any bolts, making use of the well-known wedge
principle. This boltless joint, which grasps the base of the rail
at the joint, and is therefore called “rail-shoe” by the inventors, is
equally well adapted for rails in paved streets as well as for ex-
posed track. It consists of only three parts, a piece B, Fig. 1, which
fits into one side of the rail-base; of a second, larger piece A,
which fitsaround the opposite side of the rail-base, and extends be-
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FIG. 1.—SECTIONS OF BOLTLESS RAIL JOINT

neath the latter and around the smaller piece B, where it is so
shaped as to permit a wedge C to be driven in.

The joint can be put down by four men. They require, besides
a portable blast furnace, very few tools. The shoes are constructed
in the following manner:

One man brings the large pieces A to a red heat in the furnace,
Fig. 2; a second man fastens the piece B by striking it from the
side, inserting a piece of sheet zinc 0.2 mm in thickness between
the contact surfaces; the same man assists in inserting the wedge
by holding a heavy hammer against the surface. A third man

. takes the glowing piece A
out of the furnace and
places it in position directly
opposite the smaller piece
B. He then strikes it with
a heavy hammer and inserts
the wedge C. Before this
act, however, the second
man has placed a piece of
cheet zinc 0.4 mm in thick-

FIG. 2.—HEATING FURNACE

ness between the rail surfaces and those of the large piece A. A
fourth man presses the large piece A against the rail by means of
a heavy lever, Fig. 3, while the wedge is being driven in. In this
way twelve shoes can be constructed in one hour. The sheet zinc
0.4 mun thick melts at once when the heated piece A comes in con-
tact with 1t and fills out the cavities between the contact surfaces.
The o2 mm picce of sheet zinc between piece B and the rail-base
will not melt, but will serve a similar purpose, as the 0.4 mm
piece, in being subjected to an enormous pressure during the cooling
of piece A. If the rail ends are thoroughly cleaned at the con-
tact surfaces by means of steel brushes and emery paper before
the shoe is constructed, a lasting and excellent electrical contact is
obtained. Zinc and iron have similar electrical properties, which
is a good quality in connection with an electrical joint.

The wedge has such a cross section that the piece A is pressed
closely against the lower face of the rail-base and the piece B, at
the same time firmly pressing the two pieces into the sides of the
base. It is furthermore of such shape that it cannot recede and
cause a loosening of the shoe. The joint can be applied by itself
in the case of new rails and in connection with fish-plates, when
such are present on old rails, as shown in Fig. 4. If rails

FIG. 3.—LEVER USED IN MAKING JOINT
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are to be removed the shoe can be taken off without very much
difficulty, and can be used again. The shoes, which have been used
on six street railways, two mountain roads and one heavy steam
road in Austria, are said to have stood severe tests most success-
fully during the past year in all sorts of weather. Not a single
shoe has become loose, and the electrical contact was reported to
have been as good after a year’s usage as it was at the beginning. -

Measurements made by the K. K. Railway department at Linz
have shown that while the tracks moved formerly about 45 mm
each year, this had becen decreased to 9 mm when the boltless shoe
was used. It was further shown that the expansion of the rails

was in no way interfered with, and that the cars could pass ovei
these rails without any jars or jolts.

The shoe is made in lengths

FIG. 4.—COMPLETED JOINT

varying from 16 cm to 24 cm, weighs about 16 kg to 24 kg, and
costs, inclusive of royalty payments, at the present price of cast
steel, about 14 to 20 kronen ($3 to $4). The equipment, when
long lines are being equipped, including charcoal for the furnace
and depreciation of tools, costs about 25 heller per joint. The
pieces A and B are made of crucible cast steel, having a tensile
strength of about 55 kg per square millimeter, and a flexibility of
from 10 per cent to 12 per cent. The wedge is made of Martin
steel.
i e

Annuval Meeting of J. G. White & Company

The second ordinary general meeting of the above company was
held at the registered offices of the company, 22a College-hill, Can-
non Street, E. C., on Monday, O. H. Bald-
win (managing director), in the absence of
J. G. White (the chairman of the company),
presiding. N

The directors’ report and accounts pre-
sented showed a profit equal to more than 6
per cent on the total paid-up preference and
ordinary capital. The report and accounts
were adopted and a dividend on the prefer-
cnce shares at the rate of 6 per cent per an-
num to Aug. 31, 1901, was declared. The
chairman congratulated the shareholders on
the prosperous results of the working of the
company to Aug. 31, 1901, and stated that
the contracts. obtained to date amounted to
£784.475.

TAtlanta Consolidation Approval

Mayor Mims, of Atlanta, has approved an ordinance granting
the consolidation of the Atlanta Railway & Power Company, the
Atlanta Rapid Transit Company, the Georgia Electric Light
Company and the Atlanta Steam Heating Company. The com-
panies will be taken over by the Georgia Railway & Electric Com-
pany, which applied for incorporation in December, 1901. The
authorized capital stock of the company is $3,000,000. Briefly
stated, the terms upon which the cify has agreed to allow the
companies to consolidate require a cash payment of $50,000 and
an annual percentage of the gross receipts. For the first year 1
per cent of the gross receipts will be charged. After that time,
for a period of twenty years, 2 per cent will be the rate. This
is in lieu of all taxes not included in the ad valorem tax. The
question of the terms on which the companies should be allowed
to consolidate has agitated the Council for many weeks.

—_— e —

The Compagnie des Tramways a Vapeur de Saint Etienne,
France, which is at present a steam line, is reported to be con-
templating a change to electric traction. The road now operates
140 cars.
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The Everett-Moore Situation

The first tangible information that the bankers’ committee in
charge of Everett-Moore affairs proposes to dispose of certain
of the properties owned by the syndicate, eame in the form of a
circular letter under date of Feb. 5, to the stockholders of the De-
troit United Railway. Tt was an unsigned agrecment pledging
the stockholders to turn in their stock certificates to the Guardian
Trust Company, and abide by the decision of a sub-committee ap-
pointed by the bankers’ committee to have charge of the sale of
the property. The circular was accompanied by the following
letter: “Overtures for the purchase of the majority of the stock of
the Detroit United Railway have been made to the bankers’ com-
mittee of eight, which committee has appointed a sub-committee
to eonsider these overtures and to conduct negotiations for the
sale of said majority. In order to enable said sub-committee to
conduct such negotiations promptly and vigorously, this com-
mittee deems it advisable that the agreement enclosed herewith
be executed at once by the owners and pledgees of said stock. If
you agree with us, kindly have said agreement signed by your-
self and your pledgees and-return to the Guardian Trust Company
with the stock covered by its” The letter was signed by H. P.
MclIntosh, E. V. Hale, J. R. Nutt and H. A. Everett, as the sub-
committee.

The agreement authorizes the committee to negotiate for the sale
of the stock and to sell the entire amount so deposited at a price
which shall net to the pledgees not less than $70 per share, after de-
ducting the expenses incidental to carrying out the agreement. The
agreement is to remain in force until Aug. 5, 1902.

Although the figure named in the contract is $70, it is believed
that at teast $75 or $76 will be obtained for the controlling in-
terest in the stock. It is understood that $71 has already been de-
clined, and it is known that at least four syndicates are now in the
field to secure control of the Detroit property.

‘One of them is headed by Feder, Holzman & Company, of Cincin-
nati; another by Hutton & Company, also of Cincinnati; Baltimore
people head a third syndicate, while Detroit and Chicago people
compose another. With four live bidders in the field, it is believed
that if the property is sold at all, it will go at a good figure.

The Everett-Moore syndicate and its immediate friends are said
to control 63,000 shares out of $12,500,000 capital stock, but the total
Cleveland holding amounts to considerably more than this. A num-
ber of large blocks of the stock have already been turned over to
the Guardian Trust Company.

———— e ——

Report of Massachusetts Railroad Commissioners

The thirty-third annual report of the Board of Railroad Com-
missioners, of the State of Massachusetts, for the year ending Sept.
30, 1901, has just been published. An abstract of the report, so far
as it relates to street railways, fcllows:

MASSACHUSETTS STREET RAILWAY COMPANIES

Annual reports for the year ending Sept. 30, 1901, have been re-
ceived from 119 street railway companies. Twenty of the 119 com-
panies reporting having been consolidated with other companies, so
that at the end of the year there were really 99 companies.
Of these 99, 66 were operating their railways; the railways of 17
were operated by other companies under lease or contract: 14
had organized and were constructing their railways; 2 had organ-
ized and paid in a portion of their capital stock, but had not com-
menced the construction of their railways. The total miles of main
track operated is 2,215.450, an increase of 242.905 over the previous
year. All cars are now operated by electricity, the use of horses
as a motive power having been discontinued during the year on the
last two roads which had used them.

All of the track owned is surface street railway track, with the ex-
ception of 6.644 miles of elevated railway line, and 6.468 miles of
clevated second track. Of the sidings, all are surface track, with the
exception of 2.431 miles of elevated track. All the elevated track is
confined to Boston.

CAPITAL INVESTMENT AND COST PER MILE OF TRACK

The total eapital investment (capital stock and net debt) of the
street railway companies of the State advanced the last year from
$84.715,007 to $09,617,185, or $45.757 per mile of track. Thirteen
years ago, in* 1838, the total was $17,237,100.

The average eost of the street railways of the State per mile
of main track (including the cost, but not the length of side track),
as it stood on the books of the companies Sept. 30, 1901, was $23,-
053.4.4 for construction ; $8,677.62 for equipment; and $11,666.22 for
lands, buildings (including power plants) and other permanent
proq:zrty, making a total average cost of $44,207.28 per milc of main
track.
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ASSETS AND LIABILITIES
The gross assets of the ecompanies Sept. 30, 1901, were $107,-
250,655.63. The gross liabilities at the same date, including capital
stock, were $103,508,042.36.

INCOME AND EXPENDITURES
The total income of the companies from all sources, for the year
ending Sept. 30, 1901, was $23,170,304.20, and the total expenditures
(including dividends) were $23,108,237.09, leaving a net balance of
$18,033.79 to be deducted from the surplus of previous years.
The sources of total income, and the amount derived from each
source as compared with 1900, were as follows :

ToraL INCOME, 1000 AND 1QOT

INCOME 1900 1901 Increase

Gross earnings from operation_.. ___._. $19,999,641 $21,766,340 $1,766,600

Rentals from lease of railway. . 1,221 897 1,236,824 14,927
Income from other sources. ..o ... 166,103 176,140 10,087
Total IMCOME L mmmini cimimmn: mmms $21,387,641

$29.179.304 | $1,791 663

The items of total expenditure, with the increase i each item
over the previous year, are shown in the following table:

TorAL EXPENDITURES, 1000 AND IQOI

EXPENDITURES 1900 1901 Increase

Expenses of Operation . .......------—-|  $13,159,947 $14.465,141 $1,405,194

Interest on debt and loans 1,782,797 1,593,668 110.871
TaAXES - coecmaecemmmnann 1,347,119 1,333,787 208,668
Rentals of leased railways 1,220,170 1,301,633 4,863
Other charges on income. 761,106 462,492 298 614%
Dividends paid_ ..o o oao... 2,400,874 | 3.417,117 1,007 243

2,458 225

§20.760,013
146.562%

627,628

$23,198 238

Total expenditures... ...
18,9344

Swiplus forthe year. ... .. _.......

& Deficit. * Deciease.

EARNINGS AND EXPENSES OF OPERATION
The gross earnings and expenses of operation the last ycar are
classified and compared with those of the previous year, in the fol-
lowing table:

Gross EARNINGS AND EXPENSES oF OPERATION, 1000 AND 19O

EarniNGs AND ExXPENSES 1900 1901 Increase

819,602,902

$21,339.450 $1,736,574

Revenue from passengers......-.......

Revenue from mails and merchandise. 49,157 51,897 2,640

Revenue from tolls, rents, advertising,
€00 - e ome e r e 347,478 74,963 27,485
Gross earnings from operations........ $19,999,641 321,766,340 $1,766,60¢
Operating eXpenses. .. occcoceaesocama- 13,159,947 14,565,141 1,405,194
Net earnings from operation..... $6,830,694 $7,201,199 $361,505

CAPITAL STOCK AND DIVIDENDS
The aggregate capital stock of the 119 companies, Sept. 30, 1901,
was $54,060,032.50, a net increase of $5,008,765 over the preceding

year. 5
DIVIDENDS

The total amount of dividends declared the last year was $3,417,-
117, an increase of $1,007,243 over the preceding year. Forty-three
cut of the 119 companies paid dividends ranging from 2 to 10 per
cent, and 76 companies, new and old, declared and paid no divi-
dends.

Two companies paid 10 per cent; 12 paid 8 per cent; 1 paid 8 per
cent on preferred and 7 per cent on common; I paid 7.2 per cent;
1 paid 7 per cent; 1 paid 674 per cent on one and 3 per cent
on another part; 13 paid 6 per cent; 1 paid 534 per cent; 4
paid 5 per cent; 2 paid 4 per cent; I paid 334 per cent; 1 paid 374
per cent; 2 paid 3 per cent, and ¥ paid 2 per cent.

The amount of the capital stock upon which dividends were paid
of the 43 dividend-paying companies was $48,467,502, on which the
average rate of dividend was 7.05 per cent, as against a corre-
sponding rate of 6.19 per cent the preceding year. The amount of
the capital stock of the 76 companies paying no dividends, including
also the capital stock of the dividend-paying companies upon which
no dividends were paid, was $3,602,430.50. Including the latter, tho
average dividend rate on the whole amount of capital stock out-
standing at the end of the year was 6.32 per cent, as against 4.02
per cent in 19o0. Computed (as it more properly might be) on the
mean amount of capital outstanding at the beginning and end of
the year, this rate would be 6.63 per cent, as against 5.33 pcr cent in
1900.

The following table gives the total capital stock outstanding at
the end of theyear ; thenet divisible income after paying all expenscs,
{axcs, interest, rentals and other charges; the amount of cash divi-
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dends declared ; and the average percentage of dividends on total
capital stock, for each of the last ten years:

CapitaL Stock, NET INCOME AND DIviDENDS, 1892-1901

J P
o . Net Divisible  Dividends ELEEDAEE
YEARS Capital Stock . on Total
Income Declared Capital Stock
L SR L $23,590,536 $1,905.680 $1,582,697 6.71
1893 ... 25,883, 575 1,993,399 1,716,637 6.63
1891 .. 26.971,.27 1,812,668 1,610,886 5.97
1895 . 27 ‘906,683 2,357 3)5 1,606,196 5.76
1896 __ 30,727 818 2.280,776 1,802,847 5.87
1897 ... 32,670,273 2,51)3.1 47 065,243 6.02
1898, . 38,933,917 2,534,002 2,076,233 5.33
1809 41,380,143 2,502,942 2,318,398 5.60
1900 __ 48,971,168 3,037,502 2,409,874 492
1901 ... 54,069,933 3,308,183 3,417,117 | 6.32

VOLUME OF TRAFFIC

The total number of passengers carried during the last year on
the railways of the 119 companies making returns to the board
was 433,520,035, an increase of 38,490,737 passengers over the pre-
vious year.

The total number of miles run by street cars was 93,005,225, an
increase of 11,254,457 miles over the previous year.

The following table gives the total volume of traffic,
above, for each of the last ten years:

itemized as

VoLunme oF Trarric For TeEN YEARs, 1892-1901

Average Number

per Mile of Main Total Car

Total Passengers

YEARS Carried Track Operaied | Miles Run
|

§ 0. {] 194,171 942 "‘)()480}6
1893 . . 213, 35“ 009
1894 L 290464 0‘19
1895.. 2 ‘259‘7‘) ‘3 38, 95
1896 _ N 292 258.¢ 226,452 53,613,685
1897 4 308,681, 224 212,403 61,577,917
1898 " 330,880,629 207,982 68,206,418
1894 4 d ﬁ 213 205,098 73,367,235
1900 _ 2 1 8 200,262 81,750,768
10 sows semsmercssmressrecavasmeres 195,683 93,005,225

It appears that while the railway mileage has increased 188 per
cent, or nearly trebled in the last nine years, there has been a gain
of only 123 per cent in the number of passengers carried.

EARNINGS AND EXPENSES OF OPERATION

The following table gives the gross earnings from operation, the
operating expenses, the ratio of operating expenses to gross earn-
mgs, and the net earnings for each of the last ten years:

PJ RCENTAGE OF OPER ATING E\l’EI\ SES TO GR()%% EArNINGS, IQQ

IOOI

Percentage

Gross Earnings Operating

YEears from Operation Expenses of Expenses to | Net Earnings
- Earnings ‘
|
$9.708,060 |
69,26
9.51
13,184,242 68.93
14,844,262 71.16
15,815,267 68.95
16,915,405 69.01
18,151,550 68,20 '
19,999,641 35.80 6 830,693
21,766,340 6,02 7,201,199

The following table gives for each of the last ten years the
average gross earnings, operating expenses, and net earnings from
operation, (1) per total mile of main track owned, (2) per car mile
run, and (3) per passenger carried, thus showing more in detail
the changes from year to year in the earnings, cost, and net results
of operation.

Gross AND NET EArNINGS FRoaM OPERATION PER MILE oF MAIn
Track OwNED, 1890 10071

AVERAGE I'ER MiLe oF TrkAck
YEARS | T

Gross Expenses of Net

Earnings Operation Earnings

1802 $12,980 w 312 $3,668

12,392 | 3,810

11,90 3,651

12.127 3.768

11.627 3,353

11,187 3.474

10,998 3,409

10,459 3,37

10,452 8,574

9,998 6,640 3,308
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Gross AND Ner EARNINGS FRoM OPERATION PER CAR MiLE RUN AND
PER PASSENGER CARRIED, 1892-1901 !

AVERAGE PER CarR MILE AVERAGE PER PASSENGER

Vears | Expenses Net | Expenses o,

Gross Gross

Farnings ‘Opezzfnion Farnings | Earnings Ope(r);lion Earnings
33,01 2569 9.82 5.05 3.62 1.43
31.39 21.74 9.65 507 1.56
30.28 21.05 9.23 504 1.54
30,20 20 82 9.38 5417 1,57
2769 19.70 7499 5.08 1.47
25.68 17.71 797 5.12 1.59
24.80 17.11 7.69 5.11 1.59
2474 16.87 7.87 5.09 1.62

h 2446 | 16,10 836 | 5.6 1.73
| 23.10 15,66 7.9 | 5.02 1.66

STREET RAILWAY DEVELOPMENT

In 1892 there were 755 miles of street railway in Massachusetts.
There are now 2177 miles. In 1892 the number of passengers
carried was 104,171,042. In 1901 the number was 433,520,935.

An examination of the conditions and restrictions under which
street railway locations have been granted shows a range of grant
from that in the nature of a gift to that upon conditions calling
for extraordinary expenditures by the company. Grants to the same
railway are often radically unlike in the different towns through
which it passcs. In one, the local board, relying upon’ the right to
demand future returns in accommodations and low fares, may give
the use of the street upon liberal terms; in another, the local board,
distrustful of the future, and thinking it best to secure at once
full compensation for all that it gives, imposes upon the same com-
pany heavy expenditures as a condition of the right to use its
streets.  As raillways have become more interurban in character,
the need of greater uniformity in respect to conditions and re-
strictions attached to grants of location is apparent, in order to
secure just treatment as between the several communities which
they serve and the observance of rules of State policy. The effect
of the diversity of opinion among local boards reaches beyond mat-
ters of purely local interest.

The growth of street railways has been in large part the whole-
some development of new and desirable facilities tor travel. Prior
to the passage of laws restricting the issue of stocks and bonds, and
while grants of location were hurriedly made in the haste to enjoy
this new and cheap method of travel, an attractive field was offered
for exploiting ventures in which the public interest received scant, if
any, attention. The opportunity thus afforded was not neglected.
While the street railway service in many communities is excellent,
in others the evils of over-capitalization, of the building of roads
with no good reason for existence, and of the practice of paying
dividends at the expense of proper maintenance, are to-day apparent
in impaired properties, lack of proper car equipment, insufficient
power plants and poor track and roadbed. Where these conditions
exist a prompt remedy should be applied through the immediate ex-
penditure of the money necessary to bring the railway property to a
proper standard. Financial inconvenience or temporary embarrass-
ment to dividend-paying power offers no reasonable excuse for de-
lay. The recent consolidation of companies has been productive of
lower fares and larger transfer privileges. It has brought to more
than one weak system the advantages of financial strength and able
management, from which may be expected action that will secure
the needed additional equipment and better service. Generally
speaking, there is little reason to doubt that in the coming year the
standard of equipment and service will be decidedly improved in
cities and towns where there is now abundant reason for complaint.
Meanwhile, attention is being given to methods of operation that
will increase security of travel, through the introduction of addi-
tional safeguards and the establishment of suitable regulations.

e e —
Thtee-Cent Fares in Cleveland

A special press despatch from Cleveland, dated Feb. 1o, states
John B. Ifoefgen, of Brooklyn, N. Y., was the single bidder for
a franchisc to build and operate a system of three-cent fare elec-
tric railways at Cleveland, and that the Board of Control has
adopted a resolution recommending that the City Council accept
the Hoefgen bid. The proposed system covers seventeen routes,
and the bid was accompanied by a cash deposit of $50,000, which
is given to secure compliance with the terms of the contract.
Mayor Johnson is quoted as stating that only the indifference of
residents can defeat the plan.

Now there is everv reason to believe Mr. Johnson in this
respect, for John B. Hoefgen, to whom the franchise will un-
doubtedly go, has been associated with Johnson enterprises for
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some time past. Mr. Hoefgen, whose address is variously stated
as Brooklyn, N. Y., Allentown, Pa.,, etc., is prominently identified
with many Johnson projects at this time, being a director in a
number of Johnson projects both in Pennsylvania and New
Jersey. And he was prominently connected with the Nassau
Railroad, of Brooklyn, a few years ago when the company was
under the control of the Johnsons.

Some weeks ago it was announced that Mr. Hoefgen would
bid for the franchise, but the mere announcement that a bidder
had been obtained did not excite the public. The franchise has
to be passed by the Council, and an cxtremely exciting session
is expected when they are brought before that body.

— s ——
The New York and Philadelphia Traction Deals

It is generally admitted that there is now in process of organiza-
tion a new proprietary company that will lease the Metropolitan
Street Railway, of New York. The reports regarding the deal are
as various as they are numerous, but the gencral opinion is that
the new company is to be capitalized at $30,000,000. It is cur-
rently statcd that 7 per cent is to be guaranteed on Metropolitan
stock. Officials of the Rapid Transit Subway Company positively
deny that their company will be taken over, but the prevalent
belief is that the Brooklyn Rapid Transit, Manhattan Elevated
Railway and Rapid Transit Subway will eventually be included.
It is all speculation. Stockholders of the Metropolitan, it is said,
will be entitled to subscribe to the stock of the new proprictary
company to the extent of 45 per cent of their present holdings of
Metropolitan shares.

The plan for the consolidation of the Philadelphia companies
is reported to be assuming shape, and the prevalent belief is that
Union Traction stockholders will be guaranteed 3 per cent for
the first two years, 4 per cent for the next two years, 5 per cent
for the next two years, and 6 per cent for the remainder of the
lease. The capitalization of the company that will take over the
Philadelphia interests is currently reported at $20,000,000 of com-
mon stock and $15,000,000 of bonds.

——
CORRESPONDENCE

Vanity and Street Car Signs

Brooklyn, Feb. 10, 1902.
EpiTORS STREET RAILWAY JOURNAL:

Self esteem and personal vanity are among the leading weak-
nesses of the American business man. From an inventor of an
insect powder to the head of a great trust one may see personal
vanity and its effects. I do not mean to say that Americans of
other classes are not strictly “in it.” One cannot take a photo-
graph without having half a dozen volunteer subjects in it. Try
to take the picturc of a new car, and half of the body will be hid-
den by the workmen who want to be “took.” Evidences of this
vanity and self-esteem are to-be seen in almost every large estab-
lishment in the country. It is to be found perhaps more fre-
quently in those devoted to manufacturing. Ask any employee
how the “old man” takes suggestions for improvements or
ehanges. The answer will be that if he thinks they are his own
suggestions, of if he can claim them, they are favorably received.
If they come from any one else he sits down on them, though he
may bring them forward later on as his own.

One of America’s largest railroads often refuses to adopt a new
and good thing because some other road has used it first. “We will
not follow.” This in several cases has gone so far as to keep back
material improvements for years.

Now when we come to the street car we find a case of collective
instead of individual vanity. At least 75 per cent. of all the street
railway corporations in the United States pay every year large
sums of money to have the name of the company painted on the
sides of their cars, usually in large ornamental letters. Now I
want to say that there are a few roads which do not wastc money
in this way. Their practice is highly commendable. Much more
than the majority, however, gratify the feeling already mentioned
by making every car they own carry the name in 12-in. or T4-in.
letters. The sign is made just as long as there is space for. Even
in country towns where there is only one line we find the signs
just as long as in the eities, where some excuse is found in two
eompanies. The Slab City and Cordwood Elcctric Power, Light
and Transportation Company must have its full name on both
sides of its two cars just as surcly as the Capital City Traction
Company with its 3500 and some odd cars. All the “Consoli-
dated” and “Limited” and “Compound” “traction” and “street
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railway” companies do the same, filling one panel with a long sign.

As signs or destination signals they are utterly worthless. They
are of no use as advertising. Every person in town knows to
whom the cars belong. If it were necessary to claim ownership
a small stencil inside the dasher or on a corner of a panel, as is
occasionally donc, would answer every purpose.

The cost of these signs is something to consider when 8oo or
1500 of them have to be provided. The argument is that this is
all in the price of the car. Of course, but some one has to pay
for the day’s labor, and the car builders do not do it for love.

Now what useful purpose do these signs convey? No doubt
some one will attempt to defend the practice on the score of ad-
vertising. Omne might just as well advertise lots in the cemetery
when there is only one within reach. The sign does not make
people yearn to ride. It does not improve the riding of the cars
by wasting the sign painter’'s time upon them. Twist as we will,
it is only one-man exhibition of vanity. Directors, stockholders,
president and general manager, all like to see the company’s
name. The larger the type the better. Therc is a little overflow
of satisfaction every time they see it. It adds to their feeling of
self-importance. But there are three objections to it. The money
which it costs is wasted, it does not improve the appcarance of
the car, and valuable advertising space is occupied to no purpose.

J. D. YArtEs.
PN

Automatic Sprinklers in Tunnels

Philadelphia, Pa., Jan. 31, 1902.
EDITors STREET RAILWAY JOURNAL:

I have noticed several communications of late in the STREET
RAILWAY JoURNAL discussing in one way or another the construc-
tion of underground lines in the congested city districts and the
use of non-combustible cars for such service. All electrical ma-
chinery is liable to “short-circuit” suddenly and take fire. Good
workmanship and design as a matter of course lessen the degree
of this danger, but cnough of it remains to make the possibility
of fire very present. It is difficult enough to escape from a burn-
ing trolley car on the open street, but in a tunnel escape is prac-
tically impossible. The longer the tunnel the more impossible
does escape become, not only on account of the restrieted space
around cars, but because of the lack of fresh air due to the accu-
mulation of gas, which makes breathing impossible and causes
death by suffocation if not by fire itself. This danger should be
recognized in all tunnel work and provided for. I do not believe
the time will ever come when motors can be made, at a cost
which can be commercially borne, so that the danger of fire will
be entirely eliminated. It is therefore necessary to consider the
question of “fire protection” in the construction of these tunnels
if life is to Dbe safe in travelling through them.

There is a simple safeguard which would go far to minimize
the danger of conflagration in such places, viz.: the equipment of
all underground lines with standard automatic sprinklers. The
automatic sprinkler embodies the best method of the scientifie
distribution water for the purpose of fighting flame. The use of
sprinklers is “a rule” in almost every great factory in this
country and abroad, and the fire loss has been cut down over go
per cent in such establishments, as the records of many years will
prove. All of the usual types of sprinklers are designed to dis-
tribute water over an area 1o feet in diameter and through what-
ever veriical space thcre may be. They arc therefore located
about 8 feet apart near the roof.

Two lines of these sprinklers located overhead through tunnels
would extinguish any conflagration promptly and efficiently. As
soon as fire creates a temperature of a pre-determined degree,
usually 165 deg., these sprinklers open at the location of such heat
alone, and absolutely fill the space protected by them with coarse
drops of water. No human agency is required, as the device
operates through the agency of heat itself, and is therefore abso-
lutely automatic. The temperature of the tunnel is immaterial, as
the “dry” system of automatic sprinklers may be employed in
which water is prevented from freezing in the pipes.

The cost of such protection would be trifling compared with
the reduction in fire risk, and would amount to only “‘a drop in
the bucket” compared with the entire investment. T believe that
it is a necessary, reasonable and adequate protcction against the
fire risk, and as one familiar with the gencral subject of fire pro-
tection, and as a traveller on lines of public transportation, I have
taken the liberty of sending you this communication. It is
merely a suggestion which may arouse interest on the subject,
and may produce a quality and degrec of discussion which will
result i fire protection of somc character fitted to the danger
being installed along lincs of subterrancan travel.

PowrrL Evans,
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Annual Report of the Northwestern Elevated Railroad

The Northwestern Elevated Railroad Company, of Chicago, re-
ports the following earnings and operating expenses for the ycar
ending Dec. 31, 1001 :

INCOME

Passenger earnin@Svess.evssssnvss susnsssiwos $1,016,186.73
Other earnings (including loop nct earnings for four months).... 84,676.76

$1,100,863.49

Total, earnTNES: wu . cncsie o oinioreis o aie 000 $a § I ¥ I % AR Y ¥ OVEE 5 SR
OPERATING EXPENSES

Maintenance of way and structure $26,747.75
Maintenance of equipment ....... 2}‘,993.4}
Conducting transportation............ 22;,2’;3%%
G 1 G5 ‘genonono 0% o S € SRR S € IO § R § e ,820.
eneral expens 8 il
Total Nel CATHINES . » eistmint s cisisinio s cioipinis s simiainis s 3 5001n & Hsliols & HARGH § 3 S5 $724,723.44
CHARGES i
LOoOp aCCOUNE «uveuiereennsnsatoscescasssssonsscssassns $101,635.05
Taxes. ;oo i S R T s ¥ oo 45056 3] 1 eTHES ¥ STRYeTe ] axesnanial o oot 378,52)§8.§5
BOIAS ccuin v ogsratoss o oisotase o ooe 808000050002001 §5,220.35
Interest on bonds @ 886.220.5 e
Surplus for year ..... SJAZASS §(§ GHaTSTaTe GioiusuTeiel siaiateva’s siosetolnls: afosmieta o adatstess/a mimpninse $159,287.69
The balance sheet as of Dec. 31, 1901, was as follows:
ASSETS ~
Cost of road and equipmentac: vusssss suvon s samss s vemae s swivas SeCT e $24,778,713.95

1,122,400.C0
202,390.50
223,798.45

$26,417,302.90

Bonds in treasury ...........
Due from companies and
Current asSetS ..eeeececenecaasiosiaoes

Total a6« saasewass G358 EE4 A5 | oRsTote o siesiare! s siepuind | aiokeinis o simsasase o) aeadiEhialE
LIABILITIES
Capital stock— _
Preferred $g,888,%g
................................ T e N o5 ) (1)

Common .... $10,088,888.88
BONAS: . cioreinis siacnins o esosaiese § 65655 § GUERAE ¥ STHEE § SRS A SR ¢ o TR 15,000,000,
MOFtEASES ssousss mans 4 SRIESHE § AT % § TS Siste S2oreniTe 4 4 atat T 119,000.00
Current liabilities (including contracts for new ¢quipment and )

additions t0 POWEr HOUSE)......vurererorrarrearossscansiossecns 739,:165.06
Reserved for taxes and interest.. Z[ilr’?)%%&
Reserved for maintenance....... 28;:305:73

GBI s g qumi x wmons » v » s smmsiensan wmmms = o sonms § 4= 30,8 § FHRRHE § PRBHO 4 85
Tosall . e 0% % 3 AN ¥ STORIAE ¥ SHOTRNIE ¥ GOSN 3 AU ¥ Gruieneta o wiezwiwin e e sisiszmie s s . $26,417,302.90

The gain in passenger traffic is shown by the following com-
parative monthly statement for 1900 and 1901 :

Per Cent

1900 1901 Ine, of lnc.

JARUALY sciwrwie s srminin v wiaioincn o o ssesminia siorsrn e 52,022 ..........
February & 55256 semwers aendEd
March . . BTI93  aesme wewnsd
April 5 58,623  aswus 5
May o 56,999 el
une i 53,586 11.614 27.67
}uly : s 48,559 7,743 18.97
Augu s 3 49,770 5,809 13.23
Septembe 3 54,065 6,973 14.81
October .. 59,044 8,236 16.21
November 59,857 6,512 12.21
December ...... .. 63,375 9,577 17.80
Total number of passengers carried in 1901, twelve months.......... 20,327,005
Total number of passengers carried in 1900, seven months... 10,185,}41
Daily average passengers carried in 1901, twelve months.. 55,590
Daily average passengers carried in 1900, seven months............. 47,594
jerage daily IHCIEASE st ssimins ¢ sumews s srainie o simsuinie o ewimisie o sceidio’s s 3 6isbs & 8,096
Average daily increase 17 per cont

Equal to

Although the earnings applicable to stock were 3.18 per cent on
the preferred issue, the expenditures that are to be made will prob-
ably prevent any dividends for this year. The $26,747 charged to
maintenance of way and structures includes $15.000 sct aside in
monthly instalments for betterments and maintenance of the road.
The company was operated during the year for 36.26 per cent.of
the earnings, including the maintenance reserve. The operating
expenses, plus loop rental and taxes, were 53.04 per cent of the
earnings. The old directors were all re-elected at the annual
meeting.

—— &

Report on the New York Tunnel Disaster

The Board of Railroad Cominissioners of New York State has
handed down its report regarding the recent disaster in the Park
Avenue tunnel, New York, to which we have devoted much space
because of the discussion it brought forth as to the possible
dangers of substituting electricity for steam in the tunnel. An
abstract of the report follows:

The best method of dealing with the tunnel itself would be
to take off the roof and reopen it, as a cut, to both light and
ventilation, using bridges at the intersecting strcets. From the
public point of view this change is decemed impracticable and in-
tolerable. Electricity is the most desirable motive power for the
tunnel as a tunnel—but legislation is necessary, not merely to en-
able its use, but also to relieve the railroad company of the pres-
ent obligation that it shall use steam, and steam only.

It is not safe or advisable to light the tunnel in the sense
of making a clear illumination in it, though this idea has been ad-
vocated with intensity in many quarters as “the solution of the
problem.” Tt is not deemed feasible by practical men. It was
tried in 1801, under the direction of the Railroad Commission,
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but the lights were removed soon afterward upon the written re-
monstrance and request of eighty-eight engine men employed
on the tunnel run. The proposition is opposed to-day by loco-
motive engineers generally, who are the prime judges of the diffi-
culties to be overcome in running trains through this particular
tunnel.

There does not appear to be any feasible way of ventilating this
tunnel. The most trustworthy civil engineers who have appeared
before this board say they regard ventilation, either by forced
draft or by suction, as impracticable.

The railroad company has felt this need (the need of increased
vard facilities) for at least three years past, and it has been the
subject of much public discussion, more particularly in connection
with the intolerable atmospheric conditions which affect passen-
gers in passing through the tunnel in the summer. The rejoinder
of the officials to this criticism has been that the required real
estate for the enlargement of the yards could not be obtained, and
that as to electricity, there was then no feasible system by which
the volume of traffic could be handled. Now, however, partly
owing to its awakened sense of its own business necessities and
partly to the recent rapid advances in electrical engineering, the
company has been forced into bringing forward a plan for im-
provements which will embrace an increase of the yard room
and the separation of the suburban traffic from the through traffic
by carrying suburban trains underground from the tunnel by a
loop system to an independent station, and operating the local
trains by the multiple-unit electric plan.

This appears to this board to be the solution of the problem of
to-day, but unfortunately it cannot be immediately carried out,
nor can it be done in much less than two years. The newly ac-
quired surface area, added to the present yard through recent
purchases, will give some relief by affording more room for car
storage, and the board urges emphatically upon the company
the pressing necessity, as well as duty of the corporation, to put
this relief into effect without delay. The board believes that this
modicum of betterment should be accomplished within a few
months.

Signaling experts, who have testified before the District At-
torney and this board, unite in declaring this tunnel to be the
most perfectly equipped as to its signals in the world; but they
at the same time declare that they know of no other tunnel so
difficult of operation, both by reason of the large amount of
traffic going through it and its unfortunate location so close to
the terminal yard. The Baltimore & Ohio Railroad tunnel at Bal-
timore and the Liverpool tunnel under the River Mersey bear no
comparison to it in respect to the traffic,

It may be here noted that possible ways of anticipating the
needs are: (a) through the extension of the company’s facilities
by establishing a new train-yard on the ILong Island side of the
Fast River, or (b) by increasing and improving the company’s
existing terminal facilities on the west side of the city, in the
vicinity of Thirtieth and Thirty-Fourth Streets and the North
River. By this means perhaps all or a large part of the suburban
traffic might be carried to this terminal, and to that extent relieve
the Grand Central Station. The surface and elevated roads would
quickly extend their connections so as to make that terminus
easily accessible, and in any event the probable early advent of
the Pennsylvania Railroad to that part of the city would make
such a terminal desirable, perhaps necessary.

—_— e
Electric Refuse Cars Under Consideration in Brooklyn

A plan for removing the city refuse of Brooklyn by electric
cars has been under consideration for some time by the Brooklyn
Heights Railroad Company and the Commissioner of Street
Cleaning. Although there has been no formal adoption of the
plan by either the railway company or the city both. are said to
have it under favorable consideration, and it will not be surprising
if the plan is adopted.

It is proposed to have the city give a five-year contract for the
removal of ashes and street sweeping at the approximate rate of
30 cents a cubic yard. Under the present system in Brooklyn the
cost when the ashes and sweepings are finally disposed of is 63%%
cents a cubic yard. It is estimated that 53.3 per cent will be saved
the city in the haul to the dumps to be established by the new
company, and that the net saving, besides the time, on the million
cubic yards removed yearly in Brooklyn alone will be $38,000.

Figures of the Street Cleaning Department show that the an-
nual increase in the amount of matter handled is about 20 per *
cent. At this rate the city, during the continuance of the five-
year contract, would save $282,780 in cash alone, as well as an in-
estimable amount of time of its working force.

Sites for the thirtcen stations to be built by the company have
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alrecady been selected and a large amount of available dump land
obtained. Double story buildings, in which the refuse would be
handled automatically, would be erected, all on lines of the trolley
roads. Into these buildings the wagons of the Street Cleaning
Department would be driven, the wagons hoisted to the second
floor by an eclectric elevator and the contents dumped into the
refuse cars. The latter would be hauled to the refuse grounds
and dumped at night when the regular traffic was at a minimum,
and when there would be plenty of power capacity at the stations.

It is estimated that the Brooklyn plant alone will cost more
than half a million dollars, and that it will require at least
thirty-five cars to handle the sweepings and ashes.

It is said that organizers of the new scheme are at work on
plans for other large cities, and the success of the Brooklyn plan
will mean the establishment of the same system in Boston and
Philadelphia almost immediately, and eventually in Chicago,
Cleveland, St. Louis and other cities where electric traction is
used. The only drawback in Manhattan at present to its utiliza-
tion is the fact that the means of traction are not the same all
over the city. Extension of the underground electric system to
the lines along the water front and to the crosstown lines would
allow of the plan being put into use, but at present a complete
system cannot be installed, because the entire city could not be
covered by the proposed method.

The originator of the scheme for having the trolley road handle
the Street Cleaning Department’s refuse is H. Milton Kennedy,
who was formerly general passenger agent of the Brooklyn Rapid
Transit Company. To carry out his plan he purposes to form
what will be known as the American Railway Traffic Company,
and it is this company that will solicit the five-year contract for
the removal of ashes and sweepings from the city government,
and later be extended to cover other cities.

.00 — —

Automatic Journal Lubricator for Electric Cars

One of the problems which has long troubled the minds of rail-
way engineers is the securing of perfect lubrication of the car
journals so as to eliminate the cause of overheating the boxes.
The accompanying illustrations show a novel device recently
perfected which operates in a manner directly opposite to the
usual way, distributing the oil to the journal. Instead of the oil
being carried by the waste to the under side of the journal, the
oil is fed to the top of the journal bearing, thereby securing com-
plete and uniform lubrication, thus preventing friction and
saving a large part of the lateral cut. The device is com-
posed of a small rectangular cup or tank, with an outlet at
the bottom which is controlled by a ball-valve fitted under
the face of the outlet, and held thereto by the tension of a spiral
spring. The spring is attached to the ball with a stud in the end
of spring, which passes through the tank and is held in place at
the top of the tank by a bracket having a square-shaped opening
adapted to receive it, and with the upper surface of the bracket
notched or indented. The stud terminates in a threaded end at
the top, extending through the bracket with a nut on, the nut
being used to increase or decrease the tension of the spring regu-
lating the feed of oil,

SIDE VIEW OF BOX

The oil is fed directly above the bearing and through channels
to the journal, thus distributing the oil over the entire journal.
With this manner of oiling the use of waste is entirely unnecessary,
unless for the simple purpose ol preventing an accumulation of dust
in the boxes, and for this purpose a very cheap quantity of waste
can be employed. The oiler itsell is dustproof, as the tank has a
tightly fitting lid, which prevents any foreign substance from get-
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ting into it. The lubricator carries enough oil to give perfect
lubrication for at least sixty days, thus saving the constant daily
care and attention as at present required, the cars being at all
times readyv to go inte service when required. There is a great
saving in the amount of oil used. and in the wear and tear of the
parts, besides doing away with the dirt and inconvenicence attend-
ing the present mode of oiling. The valve is readily adjusted, and
when once adjusted requires no further attention. The ball-valve
acts entirely from the motion of the car, not feeding when the car
is at rest, but immediately starting to feed when the car begins to
move, and only so much oil as is actually required to give perfect
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SECTION OF BOX

lubrication and no more, thus causing a -great saving in the
amount of oil used.

There is nothing complicated or delicate in the construction of
the device, the parts are all substantially made of the best ma-
terial, and will outlast a car many times. It will occupy little
space, and is entirely out of the way of other parts of the truck
and car. The tanks can be filled and the quantity of oil in the
tanks ascertained at any time without removing the bolts or lid.

LUBRICATOR APPLIED TO TRUCK

No change is required in the construction of the car boxes, as the
lubricator is readily adjusted to the ordinary box.

When it is considered what an enormous quantity of oil is
used and more wasted in the ordinary mode of car lubrication, the
cost of bearings and waste, the additional help required to look
after the boxes, the often and expensive delays, the serious acci-
dents, the throwing out of service of a large number of cars on
account of hot or overheated journals from imperfect lubrica-
tion, the importance of this device can well be understood.

The apparatus is being manufactured and put on the market
by the Standard Automatic Lubricator Company, of Philadel-
phia, Pa.

— P — —

The “Servis” Nut-Lock

Of all the devices used in electric railway construction, perhaps
none has given so much trouble as an inefficient nut-lock. With
the intention of making a lock that would fulfil the requirements
found upon all kinds of track work, David Servis, the inventor of
the Servis tie-plate, has perfected the device shown in the ac-
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companying engraving. This nut-lock has already proved itself
most satisfactory on the many roads where it has been installed,
and claims of absolute positiveness and permanency are made for
it by the manufacturers.

The nut-lock is placed over the bolt before screwing on the
nut, the edges, which are turned over, being placed next to the
fish-plate. The nut is then screwed down to position upon the
lock compressing its outer surface. When once screwed down in

IMPROVED NUT LOCK

this manner, no further tightening will be required, as all strain
tending to loosen the nut through leverage of nut is met and re-
sisted as by a spring buffer. The spring sections take off the vi-
brations that would otherwise be directly on the nut, and also take
up any slack resulting from the possible wear of the parts. The
corners of the nut, in rotating over the spring face of the lock in
either direction, must always travel from a lower to a higher
plane, which prevents the loosening of the bolt. The turned-owver
lips of the lock, which act as spring fulcrums, and are placed out-
side the path of travel of the ccrners of the nut, are so related to
the spring sections under the nut converging toward the bolt that
the spring tension of the lock can never be entirely destroyed by
pressure of the nut. On the other hand, the inner path of travel
of the nut enables it to be unscrewed by a wrench when desired. The
device is manufactured by the Eyeless Tool Company, 26 Cortlandt
Street, New York, of which Marvin F. Wood 1s general manager.

G —

A New Rail Punch

In the conversion of a steam railway to electric traction, one of
the important features is the punching of the old rails for the ac-
commodation of the bonds. The accompanying engravings show
a gang of trackmen on the Cincinnati & Northwestern Railroad,
which runs from College Hill Junction to Mt. Healthy, Ohio, using
a new rail punch, which has recently been designed by F. J. J. Sloat,

CONVEYING PUNCH ON ROAD

general manager of the Southern Ohio Traction Company, Hamil-
ton, Ohio.  This punch contains many advantageous features, and
its operation during the electrification of this steam road has been
most satisfactory.

The engravings show clearly the general appearance of the device
and the method of punching rails while using it. The rail on the
road mentioned is 6o-1b T, and was punched through the web for

STREET RAILWAY JOURNAL,

[Vor. XIX. No. 7.

long bonds. The machine shown, however, is of sufficient power
to punch any sized T-rail up to 85 lbs. per yd., with a hole 74 in.
in diameter. The punch is fastened securely to the track by a small
set screw, as shown in the second cut, and the die is placed
against the web of the rail to steady the small punch. This punch
is only about 114 ins. long, and can be renewed readily at small ex-
pense.

The device is also applicable for punching holes through the

Wkl B0
A
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PUNCH IN USE

foot of the rail; in this case a beveled die is employed instead of
the straight one which is used in punching through the web. Two
men can easily carry the apparatus, as shown, and it is readily re-
moved from the track, a great advantage on roads where frequent
service 1s maintained. The punch illustrated has been operated over
almost 100 miles of rail, and, as the only wearing part is the small,
ready renewable punch, it is still in first-class condition. While it
is absolutely necessary to employ some device of this kind on roads
that are being converted from steam to electrical operation, it is not
unusual practice for new roads to buy their rails without having
bond holes punched at the mills and do the drilling and punching
themselves after the rail is laid. As the price of punching at the
mills is about $1 per ton, and a conservative estimate of
the cost of punching by the device above described is about 50
cents per ton, considerable saving can be effected. With a gang
of five men, the usual day’s work is about 225 holes. Three men
on the lever are ordinarily sufficient to operate it. The punch has
been fully covered by patents, and is now being manufactured for
general service. The Long & Allstatter Company, of Hamilton,
Ohio, who are large manufacturers of all kinds of punch and shear-
ing machinery, have taken the device up and are making it for the
trade.

+O
The Wotld’s Fair at St. Louis

An advance copy of the Classification Book for the Lounisiana
Purchase Exposition at St. Louis in 1903 has been received. Fifty-
three pages are required for a mere enumeration of the groups and
classes of exhibits. The exhibits of the entire exposition ar divided
into fifteen department, as follows: Education, eight groups; art,
six groups; liberal arts, thirteen groups; manufactures, thirty-
four groups; transportation, six groups; agriculture, twenty-seven
groups; horticulture, seven groups; forestry, three groups; mining
and metallurgy, five groups; fish and game, five groups; anthro-
pology, four groups; social economy, thirteen groups; physical
culture, three groups. The total shows 144 groups and 807 classes,
and under each class is a possibility for a multitude of exhibits.
Nothing reflects more clearly in so small a space the variety of
human occupations, or more comprehensively, the broad scope of
the great exposition which the people of St. Louis are preparing
for next year. A place is provided for every conceivable product
worthy of exhibition, and all nations of the world have been
invited to take part. Acceptances have been received from many,
and the work of construction is progressing earnestly. The build-
ings will have altogether a floor space of 200 acres, and the grounds
a total area of 1000 acres. The money now available aggregates
$15,000,000, besides $1,000,000 appropriated by the State of Missouri,
and various liberal sums fron, other -States. The classification and
the rules and regulations of the exposition will be mailed free on
application to the director of exhibits, World’s Fair, St. Louis.
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Street Railway Patents
[This department is conducted by W. A. Rosenbaum, patent
attorney, Room No. 1203-7, Nassau- Beekman Building, New York.]

UNITED STATES PATENTS ISSUED FEB. 3, 1002.

692,271. Railway Switch and Mechanism for Operating [t; D. T.
Granbery, Memphis, Tenn. App. filed April 30, 1go1. By a suitable
lever system a pointed rod is thrust between the tongue and the rail
at the will of the motorman, the rod being yielding to avoid a shock
or breakage.

692,333. Reversible Chair for Railroad Coaches; H. C. Orr & G.
Mathews, Kansas City, Mo. App. filed April 25, 1g01. Reversible
seats, constructed so that the back of any of them may be lowered
to a horizontal position to form a couch.

002,395. Rail-Bond; M. F. Whiton, Hingham, Mass. App. filed
June 25, 1901. A laminated bond having flat fect secured together
by a strap, which confines solder between the layers to prevent its
escape in case of heating.

692,421, Take-Up Device for Trolley Cords; S. J. Buckland,
Springfield, Mass. App. filed March 6, 1gor. The device takes up
the normal slack, and in case the wheel leaves the wire, it sets in
operation a winding mechanism to draw the pole downward.

692,422. Watershed or Deflector for Trolley Poles and Ropes;
S. J. Buckland, Springfield, Mass. App. filed Sept. 30, 1901. A
looped wire is inserted near the pole in the cord to conduct moisture
to a point where it will be shed instead of running down the cord.

602,406. Car Haul; A. M. Acklin, Pittshurgh, Pa. App. filed
Oct. 4, 1901. Endless chains provided with hooks engage with the
cars, several chains being used of different speeds, so that a car
can be started from rest at a slow spced, and its speed increased step
by step up to that of the speed of the most rapidly moving chain.

602,499. Car Truck; W. S. G. Baker, Baltimore, Md. App. filed
Feb. 25, 1899. In trucks having large and small wheels the object
is to so support the bolster on the truck frame so as to cause the
larger part of the weight to be borne by the large wheels, and in
arranging the brake mechanism so that the larger part of the brak-
ing power shall be applied to the large wheel.

602,513. Fare Register; C. . Gierding, Westhaven, Conn. App.
filed Jan. 4, 1900. Among other things this invention provides a
flash shield, which will cover the sight aperture in the face before
the mechanism begins to advance the dials, and which will not be
lifted until the dials have again come to rest. :

602,519. Trolley Harp; A. Johunson, Quincy, Ill.  App. filed Oct.
10, 19o1. Contact springs resting against the hub of the wheel are
held in place at the base of the harp by a plug.

602,531. Railroad Turn-Table; P. Johnson, Montreal, Canada.
App. filed July 12, 1900. Consists in constructing a turn-table to
rest when loaded upon a two-point bearing extending transversely
thereof, which allows the table to tilt upon either bearing.

602,566. Car Transom; C. T. Westlake, Granite, [1l. App. filed
June 20, 1go1. A car transom cast in a single piece and having a
portion forming the (op converging toward cach end where they
unite without any transverse web, and the boftom portion ex-
tending outwardly and upwardly from the centerpicce and united
with the top at the outer end of the transom.

602,567. Swinging Spring Scat for Car Bolsters; C. T. West-

lake, Granite, 11 App. filed June 20, 1901, The end of the bolster
is supported upon a swinging seat, so that it may have a certain
lateral movement when the car lurches.

PATENT NO. 692,499

602,508. Car Bolster; C. T. Westlake, Granite, TIl. App. filed
June 20, 1901. A car Dbolster composed of I-beams connected by
means of side-plates having the bearings fixcd upon the upper I-
beam between the flanges.

692,560. Car Bolster; C. T. Westlake, St. Louis, Mo. App. filed
Aug. 26, 1901. An upper integral member and a lower integral
member connected by intervening portions and strengthened by
projecting flanges etxending outwardly from their center.

692,691. Car Fender; C. M. Moore, Monroe, Maine. App. filed
June 7, 1901. A fender comprising two members mounted to move
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toward cach other, one adapted to yield on impact with an object,
and the other to reccive the object.

692,747. Switch-Throwing Device; W. H. H. Welton, Akron,
Ohio. App. filed May 13, 1901. A switch mechanically operated
from the car platform.

692,759. Tramway Switch; L. H. Brayne, Washington, Pa. App.
filed Aug. 29, 19o1. The switch is moved by separating the ends of
a pair of levers presented in the roadway to be engaged by a cam
carried by the car.

692,790. Trolley Stand; O. F. Lidke, Ypsilanti, Mich. App.
filed Aug. 14, 1901. The trolley stand is movable from one end of
the roof of the car to the other on a track.

.
PERSONAL MENTION

MR. FREDERICK WILHELM, of Homestead, Pa., has been
appointed superintendent of the Monongahela division of the Pifts-
burg Railway Company’s lines.

MR. C. C. SKEWES, of San Francisco, has been appointed su-
perintendent of the Nevada County Traction Company, of Nevada
City, Cal,, vice Mr. George . Fairchild, resigned.

MR. C. E. DONNATIN has been appointed superintendent of
the mechanical department of the Los Angeles Railway Company,
of Los Angeles, Cal. Nr. Donnatin will have charge of the com-
pany’s rolling stock, car and machine shops and storeroom.

MR. HERMAN A. STRAUSS has resigned the post of assist-
ant engineer of the Manhattan Elevated Railway Company, which
he has held during the past two yecars, to engage in consulting
electrical engineering work, with office in the Park Row Building,
New York City.

MR. GEORGE W. EDWARDS, for many years superintend-
ent of the Brooklyn Elevated Railroad, and who was in charge of
the road under the management of the Brooklyn Rapid Transit
Company until he resigned some months ago, has returned to the
latter company as assistant in the office of General Manager
Brackenridge.

MR. ROBERT DUNNING, formerly with the Consolidated
Traction Company, of Pittsburgh, and who has also been promi-
nently identified with the street railway companies of Washing-
ton and Buffalo, has been appointed general master mechanic of
the Cincinnati Traction Company, of Cincinnati, O., to succeed
Mr. Patrick Leen, who resigned to enter a manufacturing com-
pany.

MR. JOS. J. HEIM, who promoted and built the East Side
Electric Railway, of Kansas City, Mo., now controlled by the
Metropolitan Street Railway Company, has been seriously ill in a
Michigan sanitarium, but is convalescing rapidly. Mr. Heim is
the principal promoter of the Kansas City, Lawrence & Topeka
Electric Railway, which project will receive his immediate atten-
tion. The final survey for this line is yet to be made, but con-
struction work will be prosecuted vigorously.

MR. GUY L. FAIRBROTHER, who was superintendent of con-
struction of the Upton Street Railway Company, of Upton, Mass.,
has accepted the position of superintendent of the Rutland Street
Railway, People’s Gas Light Company & Chittenden Power Com-
pany, of Rutland, Vt. Mr. Fairbrother, upon severing his connecc-
tions at Upton, was honored by a reception. As a token of their
appreciation his former associates and friends presented him with
a handsome silver pitcher and a goblet, suitably inscribed.

MR. HOWARD A. CLAPP, who has been connected with the
Brisbane Tramway Company, of Brisbane, Australia, for the past
six years, has come to this country for the purpose of familiariz-
ing himself with our methods of manufacturing clectric apparatus.
He expects to remain here about two years, and is now connected
with the General Electric Company, of Schenectady, N. Y. Mr.
Clapp is the son of Mr. F. B. Clapp, president of the Melbourne
Tramway Company, of Melbourne City, Australia, and has had
a large amount of practical experience hoth on the mechanical
side and the operation of railways in Australia.

MR. W. H. WHITESIDE, who for the last three yecars has
been manager of the Washington office of the Westinghouse Elec-
tric & Manufacturing Company, has been promoted to the
position of manager of one of the important departments of the
company at the home office in East Pittsburgh. As Washington
agent of the Westinghouse Company Mr. Whiteside has been
associated with a number of important electrical installations, and
his engincering work in connection with the installation of elec-
trical power in the new drydocks of the navy, especially those
at Portsmouth, League Tsland and Boston, has been widely recog-
nized. ITe is a strong advocate of the change of voltage from 8o
to 125 volts in connection with clectric installations on battleships
and cruisers.
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"LEGAL NOTES

LIABILITY FOR NEGLIGENCE

WASHINGTON.—Evidence — Rebuttal — Impeachment—Ad-
missibility—Witnesses—Competency—Trial—Instructions.

1. In an action for personal injurtes caused by a street car
starting while plaintiff was alighting therefrom, the conductor tes-
tified that he did not stop because of any signal from plaintiff, and
denied on cross-examination that he had ever told any one that
lie had stopped for that reason. Held, that evidence of such state-
ments was admissible to impeach the conductor.

2. Where a witness in an action for personal injuries testifies
that she knows of her own knowledge what the plaintiff’s earning
capacity was before being injured, such witness may testify as to
the amount, though she did not detail the sources of her knowl-
edge.

3. Under Const. art. 4, Sec. 16, providing that judges shall not
charge juries with respect to matters of fact, nor comment thereon,
but shall declare the law, a charge, in an action for personal in-
juries caused by a street car starting while plaintiff was attempting
to alight, that the jury might consider an instruction that, if the
conductor had no reason to suppose plaintiff wished to leave the
car, to find for defendant, in connection with the testimony as to
the number of persons there was, if any, aboard the car, is not
objectionable as an explanation of the evidence.

4. Where, in an action against a strcet railway for personal in-
juries, the court instructs as to the facts necessary to create a
liability, and that the jury is not to decide the controversy on any
principle that one of the parties is a corporation, and the other
a natural person, nor from any consideration of the consequences
which the verdict might have on any one of the parties, an instruc-
tion that defendant, if liable at all, is liable only by reason of facts
creating a primary liability of the conductor or motorman, may
be properly refused as being covered by the other instruction.—
(French vs. Secattle Traction Co., 66 Pac. Rep., 404.)

WASHINGTON.—Witnesses—Surprise of Party Calling Wit-
ness—Right to Show Inconsistent Statements—Street Railroads—
Collision with Vehicles—Contributory Negligence—Same.

1. A party who has been surprised by the testimony of one of
his own witnesses upon a material fact may be permitted by the
court, in its descretion, to show that the witness had made a dif-
ferent statement previous to the trial, not for the purpose of im-
peaching the witness generally, but for the party’s own protection,
by showing why the witness was called, and counteracting his ad-
verse testimony.

2. The rule that the failure of a person to stop, look, and listen
before driving upon a railroad track constitutes negligence as a
matter of law is not inflexible, even in case of steam railroads, and
is only applicable to street railroads on a public street, where the
attending conditions are such that reasonable care and prudence
would require such precautions.

3. Plaintiff was driving with a covered wagon along a street in
a city upon which was an electric railway track. He looked back
along the track, which could be seen for a quarter of a mile, and
no car was in sight. He drove along the street for 400 feet at a
moderate speed, and then turned to cross the track, without again
looking back, not having heard any warning signal, when his
wagon was struck by a car approaching from that direction, and
he was injured. A municipal ordinance limited the speed of cars
to 12 miles an hour, and there was evidence tending to show that
the car which struck plaintiff was running at double that rate of
speed, and that, if the speed had conformed to the ordinance, no
collision would have occurred. Held, that the question of con-
tributory negligence was properly submitted to the jury. Ross,
Circuit Court Judge dissenting.—(Tacoma Ry. & Power Co. vs.
Hay, 110 Fed. Rep., 496.)

WASHINGTON. — Master
Care of Servant—Evidence.

Plaintiff, employed by a street railway company, was working at
night on a trestle which crossed a lake, and plaintiff knew that at
intervals ties had been sawed in two. He stepped on a tie, which
gave way with him, and he fell through the trestle. The foreman
testified that he had warned the men of the danger of the work,
and he was corroborated by other witnesses. Plaintiff testified
that he had not been warned. Several electric lights hung over
the place where the work was being carried on, making ir very
light.
danger was an apparent one.—(Robare vs. Seattle Traction Co,,
64 Pac. Rep., 784.)

and Servant—Negligence—Due

Held, that plaintiff could not recover, inasmuch as the.

WASHINGTON.—Collision with Vehicle—Right to Use of
Streets—Duty to Look and Listen—Pleading—General and Spe-
cific Allegations—Proof—Gross and Wilful Negligence—Instruc-
tions—Contributory Negligence—Question for Jury—Motormen
Expert Witnesses.

1. Where plaintiff’s view of a street car coming in an opposite
direction was obstructed by a truck moving in front of him, and
plaintiff did not look or listen before driving on the track, whéereby
he was injured by colliding with the car, which the testimony
tended to show was coming at an unusual rate of speed, plaintiff
was not negligent as a matter of law, the doctrine of “look and
listen” being inapplicable to street railways, and the obligations
of plaintiff and the operator to watch for collisions being mutual.

2. Where general allegations of negligence are followed by enu-
meration and averment of specific acts, the plaintiff will not be
confined to proof of such specific acts unless the complaint clearly
indicates the intention of the pleader to limit the negligence to
such acts.

3. Where the allegations of a complaint were broad enough to
admit proof of gross negligence, and there was evidence from
which it could be inferred, though there was no proof of any wilful
act, an instruction that, if defendant’s motorman wilfully allowed
the car to run unimpeded up to the time when a collision with
plaintiff was inevitable, then the verdict should be for plaintiff,
was not prejudicial to defendant.

4. An instruction that the rights of a street railway were para-
mount and superior to the rights of those traveling on the streets
is not correct, since their rights are cqual, except when both de-
sire to pass a given point at the same time,

5. An instruction that, the rights of plaintiff and the street car
company to the use of the street being equal, plaintiff was not
bound to pass to the left of a wagon in front of him, instead of to
the right, over defendant’s track, by pursuing which latter course
he was injured. provided a man of ordinary prudence, under the
circumstances, might have pursued the course he did, is not ob-
jectionable or prejudicial to defendant as assuming that there was
room to pass round the wagon to the left.

6. The question of whether plaintiff went into a position of
danger, by reason of which he was struck by defendant’s street
car, was for the jury.

7. An instruction stated that, “if you believe plaintiff might
have avoided the accident by driving directly across the track
instead of undertaking to turn, he would not necessarily be guilty
of contributory negligence in that resgpect, provided an ordinarily
prudent man, under the excitement and particular circumstances
surrounding plaintiff at the time, might have adopted the course
pursued by him.” Held, not objectionable as a comment on the
evidence,

8. An instruction that “if, tried by the rule as to what an
ordinarily prudent and careful man would have done under circum-
stances of this case, you find that defcndant was not guilty of the
negligence which produced the injury complained of, your verdict
should be for defendant,” was not misleading, where other in-
structions fully covered contributory negligence and unavoidable
accident, though the question at issue was not whether defendant’s
negligence “produced,” Lut whether it “contributed to,” the in-
jury complained of.

9. An instruction that, if defendant’s car was running at a pro-
hibited rate of speed, the jury would be justified in finding de-
fendant guilty of negligence, and if such negligence caused the in-
jury complained of the verdict should be for plaintiff, unless he was
guilty of contributory negligence, was not erroneous, as mislead-
ing the jury, when taken in connection with other instructions
given, that the verdict should be for defendant, though negligent,
if plaintiff could have avoided the injury.

10. An instruction that it was plaintiff’s duty to look and listen,
and stop if necessary, before going on or crossing the tracks of an
electric street railway, was properly refused.

11. Where the testimony tended to show that the wheel of
plaintiff’s buggy was caught by the fender of the car, going in the
opposite direction, that the crosstree broke, and that defendant
was thrown out of the buggy on the side opposite the car, and not
directly over the front dashboard, an instruction that defendant
was not liable if plaintiff was dragged over the dashboard by hold-
ing on to the reins was properly refused.

12. Where plaintiff, an old man, was injured by collision of a
street car with his buggy, and there was no evidence that he
would have been any safer in jumping than by remaining in and
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trying to save his buggy, an instruction that plaintiff had no right
to attempt to save property at the risk of injury to his person was
properly refused.

13. A witness who had operated electric motor cars, had
worked in car shops for two years, had been in the car shop of de-
fendant company two or three times, and obsetved the motors
used by it, and had adjusted motors to cars, was competent to
testify as an expert as to the distance at which a car, going at
various rates of speed, should be stopped.

14. Motormen who had been cmployed for several years by
defendant company on cars similar to the one in use at the time
of the accident complained of, one of whom had received instruc-
tions as to the operation of the motor then in use, wcre competent
to testify as experts as to the distance at which a car going at
various rates of speed could be stopped.—(Traver vs. Spokane St.
Ry. Co., 65 Pac. Rep., 284.)

WISCONSIN.—Crossing Accident—Care Required of Motor
man—DMunicipal Ordinance—Sounding Gong—Rights at Crossing
—Duty to Look and IListen—Contributory Negligence—Evidence
—Directed Verdict.

1. Testimony of witnesses that, when approaching a street car
track with a view of crossing it, they looked for an approaching
car, and did not see one, though there was a car within plain sight,
and so near as to render an attempt to cross dangerous, is incon-
sistent with all reasonable probabilities, and is not sufficient to
authorize the submission of an issue as to the near approach of the
car as a disputed question of fact.

2. Where plaintiff testifies that she loked as she was about to
drive across a street car track, and did not see a car, though one
was shown to have been in plain view, and about 100 ft. distant,
and she then drove on the track, and was injured, it was error to
refuse to direct a verdict for defendant on the ground of con-
tributory negligence.

3. A motorman approaching a street crossing is required to
use the care and prudence which ordinarily prudent persons would
exercise under like circumstances.

4. The test of negligence in the rate of speed of a street car is
the speed at which an ordinarily prudent man would have run the
car under similar circumstances.

5. The violation of an ordinance requiring the continuous ring-
ing of a bell on a street car while in motion does not render the
company guilty of ncgligence per se in a crossing accident, even
though the ordinance is a condition in the grant of a franchise to
the company, since the condition is unreasonable.

6. Where a street car franchise requires the company to ac-
quire the franchise of a former company, which contained regula-
tions as to the manner of operating the cars, but does not refer to
such old requirements, or make the provisions of the old grant
part of the new one, the new franchise is not subject to the old
conditions and regulations.

7. Where the question of the reasonableness of a municipal
ordinance is in issue, all reasonable doubts are to be resolved in
favor of the municipality. ‘

8. Where a street car, which is in good condition, with electric
headlight, approaches a crossing on a clear, still night at a time
when there is not much traffic, and there is no unusual obstruction
preventing a view of the car by a person approaching on a cross
street, the failure of the motorman to continuously sound the gong
is not negligence.

9. A street car has a right at a crossing superior to that of an
ordinary traveler, and a person attempting to cross a track is guilty
of contributory negligence in failing to look and listen for an ap-
proaching car.

10. The mere operation of a street car at a street crossing in
such a manner as to render it dangerous for a person to cross in
front thereof is not negligence.

11.  Plaintiff. was injured by the wagon in which he was driving
being struck by a street car at a crossing, which frightencd the
horses, and caused them to run away. The accident did not re-
sult in any injury to the car, except a few scratches, and did not
disturb the lights on the car nor the passcngers, nor persons in
charge of the car, other than by the jar caused by application of
the brake and the reversal of the current. The car stopped sub-
stantially at the place of the accident, and did not push the wagon
any distance, nor break it at the point of contact. Held, sufficient
to show as a matter of law that the car was not being operated at
a negligent rate of speed.—(Stafford vs. Chippewa Val. Elec. R.
Co., 85 N. W. Rep., 1036.)

TEXAS.—Exccssive Damagcs for Injuries Causing Death.

Plaintiff’s husband, a deaf mute, when killed by defendant’s cars
was 50 years of age, had no fixed occupation, and was not shown
to have ever earned over $15 a month, and was discharged from
his last place, wherc he earned $8 per month, for incompetency,
and was usually in debt. At the time of his death he had separated
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from his wife, and was living on the charity of relatives, and was
in poor health. Held, that a verdict of $1,500 damages for neg-
ligently causing his death was excessive, and should be reduced to
$500.—(International & G. N. Ry. Co. vs. Jones, 60 S. W. Rep.,
978.)

TEXAS.—Negligence—Dangerous Premises—Death—Pecuni-
ary Interest in Deceased’s Life—Independent Contractors—Duty
to Warn—Electric Wircs—Failure to Insulate.

t. Where decedent, whose death was alleged to have been
caused by defendant’s negligence, was more than fifty-seven years
old, and was being supported by plaintiffs, who were his children,
and it appeared that he did no work, and did not contribute to the
support of the family, bu: only carried the dinners for his sons.
etc., for which he was given his food and clothes, plaintiffs had no
pecuniary interest in decedent’s life, for which they would be en-
titled to recover.

2. Where decedent’s sons were working under a contract to
remove cinders from a street railway company’s yard, and de-
cedent went to the yard with their dinners, and whilc there was
killed by a shock of electricity communicated from a trolley wire
through a hoe which hc placed over the wire while raking down
a pile of cinders under it, the railroad company was not liable for
his death on the ground that it should have warned decedent of the
danger, since that duty devolved on the sons as independent con-
tractors, if on any one, and not on defendant.

3. Such facts established that deceased was guilty of con-
tributory negligence.

On Rehearing.

A city ordinance declaring that no switch, lamp, motor, dyramo,
or other electrical conductor, having exposed uninsulated parts,
shall be erected where any person unacquainted with the dangers
of the same could easily come in contact therewith, does not apply
to a suspended trolley wire, so as to render a street railway com-
pany liable for the death of a person caused by an electric shock
which he received by catching a hoe onto the wire suspended
above his head while in the act of hoeing down a pile of c¢inders
in the yard of the street car company.—(Proctor et al. vs. San
Antonio St. Ry Co., 62 S. W. Rep., 930.)

TEXAS.—Death—Excessive Damages.

Where deceased, a man forty-one years of age, and earning
$37.50 per month, was killed through the negligence of defendant
railway company, a verdict of $8,600 was excessive, and will be
reversed, unless plaintiff shall stipulate to remit $3,600.—(Trinity
Val. R. Co. vs. Stewart et al., 62 S. W. Rep., 1085.)

COLORADO. — Appeal — Instructions — Exceptions — Suffi-
ciency—Same—Refusal to Give Instructions—Street Railroads—
Negligence—Evidence—Admissibility — Appeal — Misconduct of
Counsel—Same.

1. Where instructions given at plaintiff’s request embrace sev-
eral distinct propositions, a general exception to the giving of the
instructions, and to each and every part thereof, is not sufficient
to support an assignment of error which only relates to one propo-
sition included therein.

2. A general exception to the refusal to give instructions, in-
cluding several distinct points, is not sufficient to support an as-
signment of error.

3. Where the receiver of a street railroad defends an action for
the negligent killing of an alleged passenger on the ground that
she was not a passenger on the car, and did not receive any in-
juries through defendant’s negligence, the clothing worn by de-
ceased at the time of the accident is admissible for the purpose of
her identification, and as tending to show the nature and extent of
her injuries.

4. Where an assignment of errors, on the ground of misconduct
of counsel in his argument to the jury, does not contain a reference
to the record showing an exception to the remark when made, and
the ruling of the court thereon, as required by a rule of court, it
will not be considered on appeal.

5. Where objection to misconduct of counsel in his argument
to the jury is first made on the motion for new trial, it will not
be considered on exceptions to the action of the court in over-
ruling the motion, since exceptions should have been taken
thereto at the time of the making of the improper argument.—
(Baggs vs. Martin et al., 108 Fed. Rep., 33.)

NEW YORK.—Personal Injurics—Pleading—Same—ZEvidence.

1. Injury to cyesight may be proved undéer a complaint alleging
that plaintiff was hurled forward with such force as to bruise her
knee, wrench her arm, and “otherwise scriously and grievously in-
jure her.”

2. The question of whether plaintiff’s impairment of eyesight
was attributablc to the accident, where she reccived blows on other
parts of the body, and a rervous shock, should uot be left to the
jury, there being no testimony or proof that such blows might be
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expected to produce such impairment.—(Brooklyn Heights R. Co.
vs. MacLaury, 107 Fed. Rep., 644.)

WASHINGTON.—Collision with Team—Witness—Impeach-
ment.

1. Where plaintiff was driving a team of horses with a covered
wagon in a city, and crossed an electric railway track, and looked
up the street, of which he had an uninterrupted view for about 1400
ft., and saw no car, and, after procecding a distance of 4o0 ft.,
turned on the track to drive into a livery stable, and was struck
by an electric car running 24 miles an hour in violation of the
city ordinance, he could recover, though he failed to look before so
crossing the track; it being in evidence that, if the car had been
running at the rate of speed required by the ordinance, there would
have been no collision.

2. Where plaintiff called a witness to prove the rate of speed at
which a street car was running prior to a collision, and he testified
that it was going 12 miles an hour, plaintiff's counsel, upon plea
that he had been taken by surprise, could show that before going
upon the stand the witness had stated that the car was going at a
speed of 20 miles an hour.—(Hays vs. Tacoma Ry. & Power Co.,

NEW YORK.—Injury at Crossing—Contributory Negligence—
Question for Jury—Same—Direction of Verdict—Same—Look
and Listcn Rule—Same—Street Railroad—Same—Negligence of
Railroad Company.

1. Plaintiff testified that he was walking alone about 1:30 a. m.,
and while passing over the crosswalk of an avenue he was struck
by a strcet car; that he looked up and down the avenue before
stepping from the curb, and again just as he stepped on the paral-
lel double track; that he saw no headlight or other indication of
an approaching car until it struck him, though his eyesight was
“pretty fair’”; and that he heard no gong or bell. There was no
obstruction to his view up the avenue, and, though the night was
dark, the street was lighted by gas, and there was an arc electric
light at the corner. A passenger who was looking out of the
front window testified that the motorman did not ring the bell,
and that the headlight must have been very dim; that the car was
going very fast, and ran at least a block before stopping; that he
first saw plaintiff on the track when the car was 10 ft. or 12 ft.
from him; and that a person could not see any distance. Held,
that the question of plaintiff’s contributory negligence was for the
jury.

2. In any case where the right to trial by jury exists, whenever
the plaintiff raises a question of fact which would justify a finding
in his favor, such issue must be determined by the jury, and not
by the court on motion to direct a verdict; and, if the verdict is
against the weight of evidence, it may be set aside, but a new
trial must still be granted before another jury.

3. While courts have taken judicial notice of the fact that or-
dinarily careful people look and listen before crossing a steam
railroad track, it is not the province of the court to say that a
person looking must see, or listening must hear, at his peril; the
traveler being bound only to make reasonable efforts to see and
hear.

4. The mandatory duty to look and listen is not applied with
the same rigidity to pedestrians crossing street railroad tracks at
intersecting streets, it being the duty of the railroad company to
have its cars under control as they approach such crossings.

5. Evidence that a street car was propelled at a very rapid
rate over an intersecting street, without any signal or warning,
and without a bright headlight, and that the motorman had his
face turned toward the rear of the car when it struck plaintiff,
who was crossing the street, was sufficient to warrant a finding
of negligence on the part of the defendant.—(Mitchell vs. Third
Ave. R. Co., 70 N. Y. Suppl,, 1118.)

NEW YORK.—Injury to Passenger—Verdict—Evidence—Suf-
ficiency—Same—Damages—Instructions.

1. In an action against a street railroad for injuries, plaintiff,
who was corroborated by two others, testified that, just as she was
stepping from the car, it started with a jerk, and threw her down,
and the conductor, motorman, and three others gave testimony
that plaintiff alighted while the car was in motion, but some of
the latter witnesses did not see all the transactions. IHeld, that a
verdict for plaintiff was not against the evidence.

2. Where, in an action for personal injuries, the court in-
structed that, if plaintiff was entitled to recover at all, she might,
in addition to her physician’s bill, recover damages in any amount
from one penny to $2,000—the latter sum being the court’s juris-
dictional limit—and then charged that he would qualify his state-
ment by saying, if any damage were found, it might be between
the two limits, the instructions were not erroneous, or liable to be
construed by the jury as a charge on what the evidence warranted.
—(Nash vs. Yonkers R. Co., 71 N. Y. Suppl., 504.)
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NEW YORK.—Damages—Personal Injuries.

Where plaintiff sues for personal injuries, a judgment on a
verdict allowing him the amount of his necessary medical ex-
penses, but nothing for his injuries, will be reversed—Katz vs.
Brooklyn Heights R. Co., 71 N. Y. Suppl,, 744.)

NEW YORK.—Personal Injuries—Damages—Evidence.

Where plaintiff, in an action to recover for injuries received,
alleges that she was prevented from attending to her duties
as a manufactory employee, evidence as to the amount of wages
earned by her was admissible.—(Russell vs. Metropolitan St. Ry.
Co., 71 N. Y. Suppl., 765.)

NEW YORK.—New Trial—Surprise as to Evidence.

A woman was injured in a railroad accident, and examined
twelve days thereafter by the company’s surgeon. No reference
was then made to an injury in her groin. More than eighteen
months thereafter, on a trial of an action for injuries received
in the accident, she testified as to a hernia caused by the accident,
which had continued to increase up to the time of the trial. The
complaint alleged serious and lasting bodily injuries. Held, that
the verdict in her favor would be set aside on the ground of sur-
prise to defendant at the first proof of such a serious injury.—
(Dixon vs. Brooklyn Heights R. Co., 71 N. Y. Suppl., 969.)

NEW YORK.—Collision—Contributory Negligence.

Where the driver of a wagon crosses a street car track at right
angles, he is Uuilty of contributory negligence if he fails to look
for cars coming from either direction—(Vonelling vs. Metro—
politan St. Ry. Co., 71 N. Y. Suppl., 751.)

NEW YORK. —Actlon for Negligence—Instructions.

The evidence showed that plaintiff, a street sweeper, was in-
jured by jumping back from a carriage against the shaft of the
defendant’s cart. The court charged that plaintiff must show
freedom from any negligence and any contributory negligence,
and that the negligence was entirely that of the defendant. Held,
erroneous, in that plaintiff was only required to show freedom
from negligence which contributed proximately to the result.—
(Brick vs. Metropolitan St. Ry. Co., 71 N. Y. Suppl, 314.)

VERMONT.—Specific Performance—Contracts Enforceable—
Railroads—Receivership—Sale of Property.

An oral agreement with the receivers of an unfinished railroad’
to furnish the money required to complete the same for receivers’
certificates and other securities as collateral is not such a definite
and precise contract as to warrant a decree or order for its specific
performance.

A court will not order the sale of railroad property in the hands
of receivers, where the purpose of the receivership was to secure
the completion of the road, to save to the company certain sub-
sidies and subscriptions, the right to which has been pledged by the
receivers to raise funds, until the road has been so completed as to
assure their collection.—(Bibber-White Co. vs. White River Val.
Electric R. Co., 110 Fed. Rep., 472-473.)

WISCONSIN.—Sales—Warranty—Breach—Second-hand Dyna-
mo—Action on Breach—Instructions—Agents—Authority.

1. In an action by a street railway company for a breach of
warranty of quality on the sale of a second-hand dynamo, it was
error to permit a witness to testify that it is not prudent to run a
street railway with a second-hand dynamo, and that there are diffi-
culties in operating a new electric line, which are especially trying
on a dynamo.

2. Where, in an action for breach of warranty of quality of a
second-hand dynamo, plaintiff’s evidence showed that it is cus-
tomary, in selling second-hand electrical machinery, to sell the
same with a warranty, and the question was controverted whether
the one who represented the seller had authority to make the war-
ranty, it was error to instruct that any buyer who takes a war-
ranty beyond the scope of the selling agent’s authority does it at the
risk of being able to prove the agent had express authority, and
that the law will not infer the same, since, if in the sale of a par-
ticular class of property it is customary to accompany the sale with
a warranty, an agent selling such property has implied authority to
make the warranty.

3. In an action for breach of warranty of quality and fitness on
the sale of a dynamo, the defects complained of being latent, it was
error to instruct that, if the purchaser failed within a reasonable
time after discovering the defects to notify the seller, and continued
to use the machine, the warranty was waived, since, the defects
being latent, delay in notifying the seller of the machine’s condition
was immaterial as to the purchaser’s right to recover damages.

4. In an action to recover damages for breach of warranty of
quality and fitness on the sale of a second-hand electric dynamo, it
was error for the court to define a second-hand machine, and tell
the jury that such a machine was not as good as a new one.—(Wau-
paca Electric Light & Ry. Co. vs. Milwaukee Electric Ry. & Light
Co., 8 N. W. Rep., 308.)



FEBRUARY 15, 1902.]

STREET RAILWAY JOURNAL.

FINANCIAL INTELLIGENCE

THE MARKETS

The Money Market
Warn Streer, Feb. 11, 1902

The money market has come to the foreground of financial dis-
cussionagainthis week, in consequence of the further heavy inerease
in local bank loans. Last Saturday’s reportcd increase of $20,000,000
was the largest with one exception, ever reported in a single week in
the history of the New York Clearing House. It shows plainly that
the market is subjected to precisely the same influence which a
year ago was looked upon as a menace to future security—namely,
the appeal of the promoting syndicates for huge advances of capi-
tal. The recent extension of credits is connected with the several
large bond issues recently announced to the public, of which the
$30,000,000 tender of Atchison debentures and the $10,000,000 ad-
ditional Pennsylvania Railroad bonds are the chief. It also, no
doubt, reflects preparations for the financing of the new Metropoli-
tan stockholding company, which is soon to be carried out. So far
as the immediate future of money is concerned, everything hinges
upon the extent to which these special appeals for credit arc likely
to be earried. The local loan account has already about reached
the high record of last March, and it must be cvident that with
scarcely any addition to cash reserves, as compared with a yeas
ago, the danger limit is fast being approached. Apart from the
uncertainty of the loan movement, the money positon continues
highly favorable. Receipts of currency from the West and South,
although past the season’s maximum, are still decidedly large. The
Treasury reserve surplus has scarcely risen at all for several
weeks, owing to the reduced purchases of internal revenue stamps
in expectation of the abolition of the war taxes. What balance
there is, moreover, against the banks is fully offset by bond re-
demptions. Gold exports to” Europe are not likely to cut an
important figure, and should money rates here go up, they would,
without doubt, cease instantly. As matters stand the same signs
of hardening are visible, rates on time loans having been marked
up to a uniform 4 per cent during the week. Call money remains
very easy, however. Bankers’ balances on the Stock Exchange are
not, as a rule, bringing above 274 per cent.

The Stock Ilarket

The outlinesofthe project to change the present financial organiza-
tion of the Metropolitan Strect Railway Company have not been
received at all cordially in Wall Street. It would be improper
to comment very freely upon the subject until the details are known.
But the information, so far as given out, has caused a distrust,
which we are inclined to say is quite natural, that the promoters of
the plan are secking a way to borrow capital for the contemplated
improvements and changes of equipment, which will have a better
appearance and more chances of success than if the Metropolitan
Company were simply to increase its present issue of securities.
Attention has perforce been redirected to the very slender margin
of carnings—practically nothing at all—which is now being shown
in excess of dividend requirements. 1f the proposed new company
guarantees 7 per cent dividends on the present stock, and uses the
present earnings for the purpose, the stockholders will be as well
off under the new as under the old organization. But if the en-
tire earning power of the road is needed for these dividends what
support will there be for any new issue of securities, and is it possi-
ble for the new concern to create new foundations for security
value which the existing company does not have? These are
leading questions which have to be asked, while further details of
the enterprise are still awaited. Metropolitan stock has been con-
spicuously heavy in the week's market, and so have the other local
tractions, more particularly Manhattan. The Appcllate Division of
the Supreme Court has reversed the former decision upholding
the company against certain property owners who were pleading
for the right to sue for alleged injury to their property, through the
building of the third track on the elevated structure.. Undoubtedly
the case will be carried to the higher Courth of Appeals, and be
brought up there for several years, but in the meantime the effects
of the decision have been rather severely felt upon the market for
Manhattan shares.

The general stock list has emerged from the rut in which it had
been moving up to a weck ago. Evidences that the pools and banlk-
ing syndicates have thought the occasion favorable to a campaign
for higher priccs, and have begun active operations to that cnd,
are perfectly plain. Hitherto the movement has been concentrated
in a few stocks, notably Southern Paeific, where the belief prevails

that quotations have not fairly measured the present earnings and
future dividend-paying ability of the road. Union Pacific, as the
principalholder of Southern Pacific stock, has shared in its strength,
and St. Paul, Atchison, Missouri Pacific, among the leading West-
ern railway issues, have enjoyed some rise. Heavy buying in the
Reading stocks, for which the reason is not yet apparcnt, has carried
their quotations to the highest yet recorded. The market in general
bears the unmistakable sign of manipulation, without the co-
operation of the outside buying which is essential to a prolonged
rise. But it is manipulation founded on conditions which inspire
confidence, and the reluctance of outside operators may yet be over-
come. Everything is favorable to the maintenance of present values.
so far as the outside situation is concerned. The low surplus re-
serve, and the fear of the bank loan expansion becoming excessive,
are the main deterrents, but these are not yet being weighed over-
seriously against the arguments for an advance clsewhere.

Philadelphia

Another week has gone by without any definite announcement
concerning the new financial plans of the Union Traction. The
stock has risen under heavy buying, however, from 354 to 38,
and the spcculative community is interested in the rumor that a
grand scheme is under way for financing the Union Traction and
the Metropolitan Street Railway of New York undertakings at one
and the same time. One idea is that the new investment company
to be organized in New York, will eventually take over the Phila-
delphia properties. But the more common impression continues
to be that the two deals will be separate, although taken up to-
gether, and that the one in Philadelphia will merely involve the
formation of a new concern to lease Union Traction and take over
the rapid transit franchises. Philadelphia Traction, moving as
usual with the lesser company's shares, is up a point on the week
to g9¥%. Pittshurgh Traction, the preferred stock especially, has
been active and strong, this preferred up to 6454, and the common
to 237%%. The nature of thesc purchases, which must be of stock
outside the recent deal, is rather puzzling. Consolidated of New
Jersey has been dealt in moderately at an advance to 68%4. Trans-
actions elsewhere have been of slight importance. They comprise
only Railways General at 4%, and American Railways at 44.
In bonds Electric Peoples Traction 4s have once again ben active
and bouyant, selling at the new high figure of 9934. Other sales
of the week were, New Jersey 5s at 110%5, Peoples Passenger 4s at
10674 and 106, Citizens’ of Indianapolis 5s at 110, Indianapolis Rail-
way 4s at 85%%, and Newark Passenger 3s at 11774
Chicago

The feature of the week in Chicago has been the very sharp ad-
vance in the securities of the surface lines. Union Traction common
had risen to 13 at last Saturday’s close; on Monday it went up 2
points further to 15, and the preferred rose 2 points to 49%5.
Meanwhile City Railway, which sold at 190 a week ago, advanced
yesterday to 220. The reasons for this sudden upturn are not at
all definite. In some quarters it is interpreted as foreshadowing
some modification in the application of the new franchise tax law;
i other quarters it is connected with rumors that the long-talked-
of consolidation among Chicago street railways is to be taken up
simultaneously, if not in connection with the “trolley deal” in New
York. West Chicago Street Railway shares have moved with the
others, and are 3 points up on the week, at 93, ex-dividend. North
Chicago is also higher at 1go bid. Tt is now assumed that the sur-
face lines will have no more trouble about getting their franchises
extended, but concessions must be made in return which will satisfy
the city that it is not giving something for nothing. The cut in
the Metropolitan Elevated semi-annual prefcrred dividend, from 2
to 1V5 per cent, caused the stock to sell off to 8674 on Friday, but
it has since recovered half its loss. The reduction of the dividend
was due to the heavy taxes recently levied, and to the large pay-
ments upon damage suits incurred by the company by the accident
in November last. There is no slackening of the traffic upon the
system, which continucs to gain considerably over a ycar ago.
Metropolitan common, after going as low as 37 on Friday, rallied
to 39 yesterday. Other elevated shares have undergone compara-
tively little change. Northwestern common has been dealt in
freely at 3874, and a few odd lots of the preferred have hrought 8;.
South Side and Lake Street are dull but higher at 107%4 and 110
respeetively.

Other Traction Securities

Boston Elevated, on a few scattered sales, veaclied yesterday the
lowest point of the current decline, 162. Massachusetts Electric
preferred, after showing some weakness and sellin down to 9z
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on Saturday, rallied easily to 9434, a slight gain on the week.
The common was strong in sympathy, rising as high as 3674 yester-
day, and closing at 35%4. Odd investment lots of West End have
gone at 95 to 95% for the common, and 11474 to 113 for the pre-
ferred. In Baltimore, the United Railway issues have continued to
hold the advantage secured during the previous week, but have
made no turther appreciable gain. The common stock reached its
high point on Wednesday last, when it touched 1534. At the same
time the income bonds sold at 70. Subsequently, however, both
securities have reflected profit-taking, and the common is back to
1534, with the bonds at 69. United Railway 4s were exceptionally
strong, going up to 972 and bidding nearly all the gain. Other
Baltimore transactions of less importance comprised Knoxville
Traction stock at 15, City and Suburban (Baltimore) 35s at 1153,
Knoxville Traction 55 at 99; Charleston Consolidated Llectric 5s
at o1, and City and Suburban (Washington) 5s at 92. Dealings in
St. Louis Transit have been extremely moderate, both in the home
market and on the New York curb. The last sales were made at
32 for the common, and 8434 for United Railways preferred, which
are a trifle below the final quotations a week ago. Columbus
Street Railway common is up from 47 to 48 on the bid price, with-
out attracting any offers. There has been nothing doing in New
Orleans City Railroad shares during the week. Business on the
Cleveland Stock Exchange last week was rather quiet, the total
sales numbering 3862, compared with 6345 for the week previous.
Detroit United continues to lead, r1oo shares changing hands, the
stock closing at 635, a net loss of 234 points from the week previous.
Cleveland Electric scored a 2-point advance, the sales amounting to
528 shares for the week; the closing figure was 77. Aurora, Elgin
& Southern was practically stationary, 300 sharcs going at 354 and
36. Two hundred shares of Northern Ohio Traction common sold
at 28, an advance of 3 points. On Monday a small block of Cleve-
land Electric sold at 77, and 100 Detroit United at 65%5. Conflicting
rumors relative to the probable sale or leasing of Evcrett-Moore
properties is making purchasers wary.

Security Quotations

The following table shows present bid quotations for the leading
traction stocks, and the active bonds, as compared with a week

ago: 1902
Closing Bid
Feb. 4 Teb. 10
Aidfterican Railways COnTDANY vumse s & wmpioe « cvae - € 85555 8 25 & % 25058 25 44 44
Boston Elevated 162
Brooklyn R. T::ceuss e 66%
Clifcagt CItY wums v svens somse s vamss « s@s & © Snees 219
Chicago Union Tr. (common) 15
Chicago Union Tr. (preferred) 47 491%
Cleveland City s «ovenss SR ¥ BORE § RS S 8 KA 8 £ RN § e B WO § B W we
Cleveland: \8 TEashoritug swems o 5 pess s o oo o o ins v v s v s @ o o o ivesoigis & ay 30
Cleveland ELRBEEIC -« wurs s v corwsis u sversuars s xssress v = stwtecs s s sxsrotars o svssetsrs s asoravs) = T74Y, 7%
Columbus (common) . 47
Columbus (preferred) .............. 101
Consolidated Traction of N, J.... b 6814
Consolidated Traction of N, J. 58..uiiuiiiiiiiiiiiiiiiin e 11014 110%
Consolidated Traction of Pittsburzh (common) 23%
Consolidated Traction of Pittsburgh (preferred) 643,
Detroit United s woes s asen 65
Detroit United Certificates 66%%
Electric-People’s Traction (Philadelphia) 4s 9815
Elgin, Aurora & Southern 35

Indianapolis Strcet Railway............. <& 16 760

Indianapolis Street Railway ds.. 8515
Lake Street Elevated............. 1034
Manhattan Ry, ceeuineneenneeneneneeneneencneeeeioeeenaneneninnins 133%
Massachusetts Elec. Cos. (common) 35
Massachusetts Elec. Cos. (preferred) 94
Metropolitan Elevated, Chicago (common).......oeevvunionianns 39 33
Metropolitan Elevated, Chicago 8334
Metropolitan SEreet wuvueveeieneeneueerue i eeariieianeaaennnn 1715
New Orleans (common) ...... i 30
New Orleans (preferred)...oceieceiieiiressninneeincnencnernenanes 105
North ANTErICALY a5 s sesnn § 50 § 0668 3 65055 § 5 $0055 5 Senifie » Smne o 93
Northern Ohio Traction (common).. 28
Northern Ohio Traction (preferred)....ccoivvvienninen. 8814
NOTER JEISEY o . sicaivce wuracure s wiuter s ¢ oot s s ocaiaors § storers & & simis s 8 25Y5
Northwestern Elevated, Chicago (common) 3814
Northwestern Elevated, Chicago (preferred) 86%%
Philadelphia Traction ......eeevriiiviorneernrnenennenns 9915
Rochester (common) ............ 44
St. Louis Transit Co. (common) 32
South Side Elevated (Chicago)......iivveeiirieruneneennrnnnenns 10714
Southern. iOlifo “Traetiom: « s . : ¢ s s § T Lenie - s o soine b 8%
Syracuse (common) 555 5o 21
Syracuse (preferred) ....ovvvrriiiiiininnniiniiiinns 61
U N S on poan s TI00 A e EoG T S a00 s e o5 g s 131
Twin City, Minneapolis (COMMON) . ..uvuurrinrerenenrnrrennnrnrnn 10934
United Railways, St. Louis (preferred).....ovvuiiiunrieennnennnn. 8434
United Railways, St. Louis, 4s............. 8914
Union Traction (Philadelphia)...ccvevvriiininiin,un... P 5% 3734
* Ex-dividend. (a) Asked. 1 Last sale. *
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Iron and Steel

The scarcity of steel continues to grow more and more appar-
ent. Talk of the necessity of fruitless imports is heard more
freely, and some authorities even go so far as to say that unless
relief is obtained through foreign supplies there will be an actual
famine in this country. Tonnage of pig iron is now fully taken
up for the first half of 1902, and business is only booked for the
second half. Targe orders for delivery during this period have
been reported during the past week. The inability to secure
accommodation at home has driven the Southern Railroad to
consider the advisability of importing 10,000 tons of steel rails,
needed for early use, from abroad. Prices are still being held in
check, but by main force only. Nominal quotations are, for
Bessemer pig, $16.75; for steel billets $28.50 to $29, and for
rails, $28.

Metals.

Copper is quoted at 1234 cents bid, tin at 2474 cents, lead at 414
cents, and spelter at 4.10 cents.

—

CHICAGO, ILL.—The DMetropolitan \Vest Side Elevated Railway Com-
pany declared a semi-annual dividend of 1 per cent on its preferred stock at
the directors’” meeting. This makes a total of 8 per cent for the year ending
I'eb. 28, as against 3% per cent the year before. The decrease in dividend
was due to the increase in taxes of $74,000, making the total tax about
$126,000, and the collisions in the fog in November last, which cost the
company $37,500. All claims arising from those accidents have been settled.

NEW ORLEANS, LA.—The New Orleans Railway Company, capitalized
at $5,000,000, the corporation to which H. H. Pearson, Jr., has assigned his
contract for the lease of the New Orleans City Railroad, was incorporated
Jan. 28 under the laws of New Jersey. The date of the meeting of the stock-
holders of the New Orleans City Railroad to vote on the proposition to lease
the property has been fixed as March 24.

MENOMINEE, MICH.—Public announcement of the consoclidation of the
Menominee Electric Light, Railway & Power Company and the Marinette
Gas, Electric Light & Street Railway Company was made Feb. 3. The stock-
holders of the new company are: S. K. >tephenson, A. Spies, H. O. Car-
penter, Ed. Daniels, F. A. Spies, John Hens, G. M. Blesch, of Menominee;
Isaac Stephenson, A. C. Merriman, of Marinette; Jesse Spalding, of Chicago,

BROOKLYN, N. Y.—The Brooklyn Rapid Transit system, all companies,
reports for December:

1901 1900
Gross earnings ....... 55 5§ G § § G5 .. $1,035,525 $978,025
Operating expenses; including taxes...csoeeeeseesiseses 753,512 672,567
Net earnings ,...... m— ruse & teneiiii - uatents s SreTasEIsTe eiesvaTs s 61 $282,013 $305,459

For the six months ending Dec, 31

(GTOSS CATIITIES] o urmeeivrs s otesaters otsiataio o otireseis o stetsiois. o sxe5s¥ote o sTe5aZein ot $6,534,045 $6,137,956
Operating expenses, including taxes..... oL .. 4,515,871 3,902,051
Net arnings cueeeseeereesseseneetneeeesencseecsseesanss $2,018,474 $2,235,905

FOSTORIA, OHIO.—The Ohio Northwestern Railway, which is building
an electric railway from Fostoria to Mungen, has filed a trust deed for $350,000,
furnishing funds for the building of the road. Contracts have been let to the
Consolidated Railway & Light Company, of Philadelphia, for the construc-
tion of car houses, offices, construction cars and a 15-ton electric locomotive
for construction work.

MT. VERNON, OHIO.—The Mt. Vernon Street Railway Company and
the Mt. Vernon Electric Light Company have passed into the hands of the
Jackson-(’Neill syndicate. The sale also ineludes Lake Hiawatha Park, a fine
pleasure resort. Ilereafter all three properties will be operated under one
management. J. W. O’Neill, of Topeka, Kan., is president of the new com-
pany, and C. E. Johnson, secretary-treasurer and general manager. D. K.
Bird, the former general manager, retains stock in the company, but retires
from active management. The street car lines and lighting plant will be im-
proved.

YOUNGSTOWN, OHIO.—To provide for an issue of 5 per cent bonds, not
to exceed $1,000,000, the Youngstown & Sharon Railway & Light Company has
given a second mortgage in that amount to the New York Security & Trust
Company, of New York. The mortgage applies to the following properties
controlled by the company: Youngstown Consolidated Gas & Electric Com-
pany, Youngstown & Sharon Street Railway, Sharon Gas & Water Company,
Shenango Valley Electric Light Company, Sharon & Wheatland Street Ra:l-
way, Valley Street Railway, Sharpsville Electric Light Company, Merchants’
Light, Heat & Power Company, and the New Castle & Sharon Street Railway.
The bonds were authorized to be issued at a meeting of the company held
Jan. 7.

DAYTON, OHIO.—The Dayton, Covington & Piqua Traction Company,
originally promoted by Judge Dennis Dwyer, has been sold to Cleveland people
who are represented by J. A. Garfield, a son of former President Garfield.
The road is under construction.

CLEVELAND, OHIO.—The Savings & Trust Company has sold to E. H.
Rollins & Son, Boston bankers, $326,000 of Canton-Massillon Railway Com-
pany’s bonds. The money thus received will be used in paying off $200,000 of
floating indebtedness, in making improvements to overhead service, and in
buying new cars. The road is now owned by the Northern Ohio Traction Com.
pany, an Everett-Moore property.
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TABLE OF OPERATING STATISTICS

Notice.—These statistics will be carefully revised from month to month, upon information received from the companies direct, or from official sources.
The table should be used in connection with our Financial Supplement “American Street Railway Investments,” which contains the annual operating

ie]gofrits to the ends of the various financial years. Similar statistics in regard to roads not reporting are solicited by the editors. * Including taxes.
eficit.
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NEWS OF THE WEEK

CONSTRUCTION NOTES

JAKERSFIELD, CAL.—Work is to begin at once on the Bakersfield &
Kern Street Railway. The road will be completed by July 1, it is expected.

MONROVIA, CAL—The clectric road between Los Angeles and Monrovia
will probably now be complete in a short time. Difficulties in securing rights
of way over the remaining eight miles of uncompleted track have prevented an
carlier consummation, but these arc now practically overcome and the road
is expected to be in operation beforc June 1.

LOS ANGELES, CAL.—The Hellman-Huntington syndicate’s Los Angeles-
Long Beach Electric Railway will be graded by Contractor Robert Sherer.
The 17-mile road will extend south from Washington Street to thc Long
DBeach city limits at American Avenue, passing through Compton en routc.
There is a privatc right of way for the entire distance. The contract for the
steel bridge spanning the San Gabricl River has been awarded to J. D. Mer-
cereau. The grading must be completed by April 1 next. The road will be
in operation about Jan. 1, 1903. It will be laid with 60-pound steel rails. The
cost of construction is estimated at $1,000,000.

ALKEN, GA.—The Aiken-Augusta Electric Railway has been completed to
Coldwater. James U. Jackson, who is intercsted in the development of Aiken,
and who is planning to crect there a large hotel, is the general manager of
the company.

DAHLONEGA, GA.—Morc than eight miles of the route of the Gainesville
& Dahlonega Electric Railway have been graded and the work of erecting poles
for the line is to be begun at once. The work on the large dam and power
house on the Chestatee River, which will furnish power for the road, is be-
ing pushed to completion. The road will follow the valley and river banks
to Dahlonega, a distance of 25 miles, through one of the richest farming and
mining scctions in the South, and from it ean be viewed some of the finest
natural scenery that north Georgia affords.

DES MOINES, IA.—The rccent cold weather, togcther with the reeent
heavy fall of snow, have put a stop to the work of grading the extension of
the Interurban Railway Company from Des Moines to Colfax. The work
of grading will bc resumed as soon as the weather permits, and will be
rushed until it is completed. It is the intention of the company to have
the line completed by July 1.

DES MOINES, IA.—A bill granting the Des Moines City Railway Com-
pany the right to extend its Fair Grounds line into the Fair Grounds will
undoubtedly be introduced and passed at the present session of the Legis-
lature. Terminals will be built on thc grounds, for which special permission
will be granted by the local authorities.

GLASGOW, KY.—The Glasgow & Burksville & Cumberland Valley Traction
Company has been incorporated, with a capital stock of §$10,000, with the right
to increase the same to $500,000. The purpose of the company is to build an
clectric railway from Glasgow to Durksville by way of Sumner Shade and
F.dmonston, a distance of 40 miles, and also to furnish heat, lights and power
to towns along its route at its terminus. J. S. Leech, J. \V. Jones, of Glas-
gow; \W. P. Dickerson, of Newport, Ky.; J. A. Dixon, C. W. Alexander, J. E.
McMurtry, of Durksville; James I. Alexander, of Marrowbone, are among
those interested in the company. A mecting of the stockholders will be hcld
in Glascow Feb. 10 next to elect officers and begin to perfeet organization.

JANGOR, ME.—The entire issue of bonds to the amount of $250,000 has
been placed by the I’enobscot Central Railway with Montgomery, Rollins &
Co., and the work of extending the road to Charleston will be begun at once.
Both this branch and the one to Pershaw Lakc are expected to be in oper-
ation by July 1.

BIDDEFORD, ME.—The Biddeford Pool Electric Railway Company has
applied to the Railroad Commissioners for a charter. The plan of the com-
pany is to build an elcetric railway from Biddeford to the Pool, a distance
of nine miles. The capital stock is to be $80,000. Charles M. Moses, William
J. Maybury, Charles k. Atwood, Charles B. Ilarmon and Edward A. TTubbard
are among those interested in the eompany.

SPRINGFIELD, MASS.—A ecorporation is being organized to build and
operate an electric railway from Ludlow, through Indian Orchard, by Birch-
am Bend, to Chicopee Falls. George N. Merrill, of Springfield, is promot-
ing the enterprise.

NORTHT1ELD, MASS.— Several meetings of those interested in the plan
to build an electrie railway from East Northfield to Millers Falls, a distance
of 10 milcs, have been held here recentty. Estimates of the cost of building
the line have been placed at so low a figure as $150,000, to raise which
amount it is planned to issue $75,000 in stock and $75,000 in bonds. J. A.
Taggart, C. W. Clapp and D. T. Abercrombie, Jr., are among those inter-
ested.

GRAND RAPIDS, MICH.—The Grand Rapids Railway Company has in
contemplation the extension of its tracks down South Ionia Street to Wealthy
or First Avenues, thence to South Division Street, and route one of its South
Division Strcet lines through that way. Another extension that will ke built,
providing the proposed electric railway at Belding is not built, will be to
i1l Creek.

LITTLE FALLS, MINN.—The Minnesota Midland Electric Railway Com-
pany, capitalized at §100,000, has been incorporated to carry out the plan for
constructing an eleetric railway here. In fact, two lines will be built—one
to extend from Little Falls to the south line of Morrison County; the other
from Little Falls to the east line of Morrison County. The ineorporators
of the company are: B. H. Warren, of Pittsburgh, Pa.; George Hebard, J. A.
\Woods, of New York; Milton Williams, R. E. Lester, T. C. Gordon, of

Little Falls. These same interests have also incorporated the Morrison
County Electric Ileat & Power Company, capitalized at $50,000.

COLUMBUS, MISS.-—Raymond Johnson, of Buffalo, N. Y., has been here
for some days figuring with local men on the construction of a street rail-
way. Judge Newman Cayce is interested in the enterprise.

LACONIA, N. IL.—Thc Laconia Strect Railway Company has decided to
apply to the Supreme Court for permission to extend its lines to Tilton and
IFranklin and from Franklin to Penacock. Such portions of the road as are
rot now standard gage will be converted.

TRENTON, N. J.—The New Jersey Subway Company has becn incorporated
by Robert A. Montgomery, local agent of the asphalt trust, and Alred M.
Worstall and Frank H. Leonard. The purpose of the company, it is said, is
to bid on the contract for tunncling under the Hudson River from Jersey
City to New York.

PATERSON, N. J.—The promoters of an electric railway which will con-
neet Paterson with Ridgewood have applied for a franchise at Ridgewood.
The road will extend through Ilawthorne, North Paterson and Midland Park,
and at a later date will be still further extended to Suffern, on the State

line. Connections will be made at Paterson with roads to Passaie, Newark
and Hoboken.

BUFFALO, N. Y.—The Buffalo, Springfield & Cattaraugus Railway Com-
pany was incorporated IFeb. 8. The purpose of the company is to build an
electrie railway from Cattaraugus, Cattaraugus County, to llamburg, Erie
County, a distance of 38 miles. The capital of the company is $1,000,000.

TROY, N. Y.—Plans for the construction of the Troy Terminal Railroad
have been perfected, and application for permission to build the road will
be made to the Railroad Commissioners at once. The road will extend from
Adams Street through Front Street to the State Dam, a distance of 2 miles.
The road will be used for passenger and freight service. The officers of the
company are: Joseph A. Leggett, president; Edward F. Murray, vice-presi-
dent; Frank S. Davis, secretary and treasurer. Former Governor Frank S.
Black is interested in the company.

HAMLET, N. C.—A company has seeured from the Seceretary of State a
charter to build an electric railway to ITammlet and to Ellerbe Springs via
Roberdell.

TOLEDO, OIITO.—President J. C. Ilutchins, of the Detroit United Rail-
way, has held several eonferences recently with the owners of the Toledo
& Monroe Railway, with a view to affecting a temporary arrangement whereby
tlirough traffic betwcen ‘foledo and Detroit may be resumed. Nothing
definite has been accomplished, but it appears eertain that through traffie will
be arranged for, since it would benefit both companies. It will be remembered
that the Toledo & Monroe was held under lease and option by the Lverett-
Moore syndieate, but sinee the syndicate’s embarrassment, both have been per-
mitted to lapse. It is understood that the owners of the Toledo & Monroe
are planning to extend the road to Dctroit as originally intended. They still
own a private right of way from Monroe almost to Detroit, and it is elaimed
that routc between the two big cities would be shorter than that of the
Detroit & Toledo Shore line.

TOLLEDO, OHIO.—The Toledo & Indiana Railway has placed a eontract
with the Toledo & Indiana Construction Company, the terms of which call
for the completion of the road to \Wausecon by Oct. 1, 1902, and to Byran by
Sept. 1, 1903. The railway company has seeurcd all right of way, graded about

sixteen miles of road, and erected abutments for a numbecr of bridges. Work
of laying rails will start as soon as possible.
SANDUSKY, OHIO.—]. C. Parker, promotor of the Sandusky, Clyde,

Tifin & Southern Railway, has been unable to agree with the Everett-Moore
syndicate regarding terins for entrance to the ecity, and has asked the Council
for a franchise.

AKRON, OHIO.—The Northern Ohio Traction Company hkas refused to
aceept the franchise recently granted for a line to South Akron. Tlhe com-
pany said it would aceept if the ‘“‘eight tickets for a quarter” clause and
other features requiring the widening of streets and universal tiansfer system
were eliminated.

KENTON, OIITO.—The Dayton & Kenton Traction Company has secured a
private right of way from Dayton to New Carlisle, and right of way men
are working all along the proposed route with good suecess.

EAST LIVERPOOL, OHIO.—IL. G. Foltz, promotor of the line to connect
Salem, Lisbon, East Liverpool and Youngstown, says that on account of the
depressing effect on business of the Everetl-Moore embarrassment, nothing
will be done on his project for the present at least. He believes that later in
the year it will be possible to earry out the projeet.

MARION, OHIO.—Franchises through town have been granted to the Col-
umbus, Marion, Tiffin & Toledo Railway and the Findlay & Marion Electric
Railway. The first mentioncd company was given permission to build a
double track through the town.

CINCINNATI, OHIO.—-Earl Iloovens and others interested in the Cin-
cinnati, Lawrenceburg & Aurora Railway are figuring on building an electric
railway from Brookville to Cincinnati, extending through Mt. Carmel, Seipio,
Veniee and Georgetown.

LANCASTER, OHIO.—The Lancaster Traction Company held its annual
meeting a few days ago. The directors of the company are: II. B. Peters, A.
Bauman, E. K. Stewart and George Matt. The officers are: H. B. Peters,
president; A. DBauman, vicepresident; E. K. Stewart, secretary-treasurer.
The company is building a new power station, and when it is ecompleted twa
new cars will be placed in operation.





