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Boston Elevated Litigation

The decision of Chief Justice Mason, of the Supreme Court, in
the case of E. F. Baker against the Boston Elevated Railway
Company for damages arising from the noise caused by the opera-
tion of that road, is not final, as the Supreme Court of the State
will be called upon to review it, but it is, nevertheless, a very
interesting document. Heretofore the noise caused by a railway
has not been considered a fair ground for assessing damages; the
improvement in the facilities for transportation afforded by the
establishment of such lines being considered sufficient to offset
the annoyance arising from the increase in noise. In the case of
electric street railways, it has been pointed out, the cars do not
occasion loss of light and air, as they do not obstruct the streets
more than other vehicles. They do, however, occasion™a cer-
tain amount of noise, yet it has not been considered that this
constituted sufficient ground for an action for damages on the
part of abutting property owners. The contention is made that
the noise created by the trains of the elevated railway is very
much louder than that caused by the surface cars, but, on the
other hand, it is doubtful if this increase is sufficient to war-
rant such a radical departure from former rulings. Another
difficulty in assessing such damages is met in determining the
loss to a plot of real estate caused by the noise made by the
trains of a railway system running in close vicinity to it.
Tt is doubtful, moreover, whether any general rule can be laid
down that could fairly apply. Where the “L” trains, for instance,
rim between blocks of high buildings the noise by reverberation
is much more intense than if the sides of the street were open land
or only covered by low buildings. In the case in question the
Superior Court found that the petitioner’'s estate had been dam-
aged more than it had been benefited by the construction and opera-
tion of the elevated road, “not including any damage resulting from
the impairment of the facilities of public travel, or any annoyance
or discomfort to any in the use of such facilities,” to the extent
of $2,000, and that one-half the damage was caused by noise, and
that the damage caused by noise was $100 more than it would
have been if the road had been constructed in that part of the
street the fee of which was not owned by the petitioner.

It is admitted on all sides that the company is endeavoring to dis-
cover and apply some means of reducing the noise which now ac-
companies the running of its trains, and that this noise is entirely
due to the character of the service given, but that at the present
time it cannot be obviated without greatly crippling the business of
the city. These facts will undoubtedly be impressed upon the
Supreme Court when the case comes up for review, and it is hoped
that that tribunal will appreciate the necessity of relieving the cor-

poration of any unnecessary burdens in the form of damages.

The Right to Labor

The legal proceedings instituted last week against the Pawtucket
Street Railway Company ¢omprise one of several actions intended
to test the validity of the ten-hour law passed by the last General
Assembly of the Rhode Island Legislature for the benefit of motor-
men and conductors. The companies affected declare that the law
is unconstitutional, but the labor unions which secured its passage
insist upon its strict observance. It was this conflict of opinion
that led to the recent strike on the Providence and Pawtucket lines.
That movement was a complete failure, and resulted most disas-
trously for the union, as the men suffered great loss in wages,
and forfeited the respect and sympathy of the community by their
violence, destruction of property and outrages. They were finally
glad to go back to their positions under the old terms. The com-
pany had expressed a willingness to submit the questions in dispute
to the proper tribunal for judicial settlement before the strike was
declared, and, although the men rejected the offer, the company
upon the settlement of the strike at once took steps to secure a
judicial interpretation of every phase of the ten-hour law.

Aside from the purely local features of the case the present
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controversy is interesting, as it involves such questions as the right
of private contract, union dictation in the matter of regulating
hours of labor and the principle of labor organizations preventing
individual workmen from securing employment in place of strikers.
\Why should not an employer and workman enjoy the right to enter
mto a contract governing the terms of employment, whether it
provides for ten hours a day or some other period? Why should
an organization be allowed to dictate to individual workmen when
and where and how they shall be employed and what compensation
they shall receive? Why should any man be deprived of his right
to labor because he is not a member of a union or because the
union will not permit its members to work? These are vital ques-
tions, and they are constantly confronting street railway managers
and other employers of labor, though not less vitally than they do
the man who seeks an honest livelihood, and whose only commodity
1> the labor which he can perform.

The attitude of the companies generally in the matter of com-
pensation is that the scale of wages in the several departments must
be based upon the earnings of the system, and the proportionate
value of the services contributed. This 1s a fundamental principle
in every large industrial organization, and there is nothing in the
make up of street railway properties that justifies the violation of
this rule. Legislation will not change conditions in the commercial
and financial world, and every attempt to enact and enforce oppres-
sive measures of the kind under considerations, or regulations at
variance with sound business judgment, is bound to react upon
those who originate them.

The right to labor and to sell one’s services to the best advantage
15 denied to the individual workman when it conflicts with union
regulations. The man who has the capacity and inclination to do
more and better work than his associates is restricted by the rules
of the union. He must not work more than a certain number of
hours, he must not perform more than a limited service every day.
It matters not if the requirements of his family or his personal
ambition prompt him to excel his fellow workmen, or that he may
Lave the ability and desire to win honorable promotion by faithful
scrvice. ‘The gifts with which he has been endowed must lie dor-
mant and his responsibilities and domestic needs must be disre-
garded in compliance with the precept of the union. The Higher
Law must be modified to conform with the union rules.

It is not strange under the circumstances that employers at times
become exasperated hecause of the unreasonable demands of the
union and find it necessary, in self-defence, to oppose the organiza-
tion. The attitude of the labor leaders has not been conducive to
better understanding, and often, as in the present case, they have
been encouraged by the support of political demagogues who pass
such measures as that complained of in Rhode Island, and then
not only excuse, but even assist such lawless demonstrations as
those which marked the Pawtucket strike. The right to labor is
inalienable, and any organization that seeks to prevent an individual
from exercising that right is proceeding upon a radically wrong.
principle.

Freight Terminal Stations

Three or four years ago it was a question whether the haulage,
of light [reight and express matter on electric railways paid.
There is no doubt on the subject now; that question has been
settled by the large amount of this business which ha< been ob-
tained and is being successfully carried on by the electric inter-
urban railways, large and small, which have been completed
A few States still have

statutes against the transportation of freight by electric railways,

during the past seven or eight years.

on the thcﬁry.that the highways are not intended for freight cars
and that, consequently, they should not be allowed there. This,
however, is a specious argument, for threc-quartcrs of the
vehicles which traversc these roads are for the transportation of
merchandise, and if this merchandise can be carried more cheaply
and quickly within an electric car than on a cart or dray, the

shipper, as well as the public, is benefited.

STREET RAILWAY JOURNAL.

[VoL. XX. No. 9.

As the electric freight business has been conducted to a
greater extent on the extensive interurban railways of the middle
West than in any other part of the country, it is natural to look
for the latest developments in this direction to that section of
the country. It is not surprising, therefore, to find that, in some
of the larger cities in this center of interurban traffic, it has been
found advisable to build regular freight terminal stations to be
used only by electric railway freight cars. One of the latest, as
well as one of the largest stations of this kind, is that owned by
the Interurban Terminal Company in Cincinnati, and which is
fully described and illustrated in this issue. This station, which
is used by three interurban lines centering in Cincinnati—the
Rapid Railway, the Suburban Traction Company and the Cin-
cinnati & Eastern Electric Railway Company—is designed to ac-
commmodate passengers as well as to handle incoming and out-
going freight. The detailed arrangement of the floors, of which
there will be six, and the arrangement of tracks within the build-
ing are fully described elsewhere in this issue, and need not be
referred to again here, except to call attention to the building,
and comment on it as an interesting indication of the rapid de-
velopment of the suburban electric freight service.

* * %

The great difference which has always existed between the
passenger transportation business by steam and by electric power,
and the principal advantage possessed by electricity for this serv-
ice, has been in the possible economic subdivision of power by
Electricity would
not now be used as extensively as it is for passenger transporta-

making the car the unit, instead of the train.

tion if it had not been for the fact that single electric cars can be
operated almost as cheaply as long trains, and consequently that
a short headway could be adopted with small units where, with
the steam trains, the trathc to secure economy has to be divided
between comparatively fewer and larger units. The general pub-
lic and investors, however, may not realize that the same prin-
ciples apply in the transportation of {reight except, possibly,
between large cities. In fact, the possibilities of economy through
a frequent electric freight transportation service between small
communities, as compared with the old steam train idea, are so
great that they will and are, where the system is in force, almost
revolutionizing methods of conducting business. To understand
clearly just how this is brought about, we will refer briefly to
the present system of steam freight transportation.

On steam railroads, the margin between profit and loss is so
small that the freight train schedule must be made up so as to
malke as many cars compose a train as possible; and to still fur-
ther reduce expenses, the tendency is constantly growing to build
larger and heavier locomotives, so that more freight cars can .be
hauled in each train. The result is that freight received at any
distributing center, like a large city, is held at that point until a
sufficient quantity has collected to justify the running of a long
train. For a small town, where the aggregate amount of freight
received or shipped is not considerable, enough cars on the aver-
age may not be received at or for the distributing point to justify
a schedule of a train oftener to serve that point than once a
day or once in two days, or possibly at longer intervals. The
result of this is twofold; in the first place, the merchant has to
have his goods shipped a long time ahead, so that they will be
received at the time wanted, and either he or the shipper, which
means ultimately that the public, has to pay the interest on those
goods while in transit. In the second place, the consignee is
obliged to carry a large stock on which he also has to pay interest
and insurance, and to keep a good-sized corps of warehouse
clerks. as his goods are received by him at rare intervals and in
large quantities.

Assume, however, that his goods can be shipped immediately
on receipt of his order, even if they amount to only a half of a car
load or even less, and can be delivered promptly. Even if he has
to pay a higher rate per ton mile he will not only avoid the loss in
interest and the warehouse expenses mentioned above, but he
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can often also transfer the goods directly to the shelves of his
shop without storing them, and will thus save one extra handling.
In other words, the local merchant would be a distributor only
and not a warehouse keeper.

This is, theoretically as well as practically, one iniportant saving
being made through a frequent freight train service by mecans of
small units, a saving which, ultimately, as in the case of all
economies of this kind, goes to the public. On some of the Ohio
lines, for example, it is not an uncommon practice for the local
dealers in fresh provisions in a small town to telephone their orders
to the large markets, which may be fifteen or twenty miles away,
the same day in which the goods are delivered and sold. Thus,
if the orders are transmitted early in the morning, the goods are
placed on the electric freight car within an hour, and will be in
the local market in time for the day’s deliveries.

In this discussion we have not attempted to refer to the cor-
responding economies possible by a frequent freight transporta-
tion service from the small towns to the large one, but it is
apparent that the same arguments will apply in this case as in
the one just cited. In other words, the electric freight service
possesses intrinsic advantages without encroaching in any way
upon the through freight business of the steam railroad com-
panies, and these advantages are so considerable that freight
haulage on electric railways must, ultimately, form a very large
percentage of the total business done. This phase of the economy
of electric railway freight operation has been touched upon briefly
in these columns before, but the principle of frequent train serv-
ice is so important, whether it be for passengers or freight, that
it should not be lost sight of.
ness of this country is yet comparatively small, but its possibili-
ties are enormous, and far-sighted managers are making arrange-
ments to take care of it when it comes, if they have not already
instituted a service of this kind.

The electric railway freight busi-

Special Conditions in Fraanchises

We had occasion last week to publish an editorial on the subject
of “Special Conditions in Franchises,” and recited an incident
which occurred in New York State within the last month, where
a railroad company absolutely declined to insert any special con-
ditions in its franchise in a certain city and stood upon its statu-
tory rights in the premises.
concerns the prosperity of railway companies, yet is so broad and
has so many phases that everything pertinent to the subject could
not be said in one editorial or even in a dozen.

The subject is one which intimately

Nevertheless cases
are constantly occurring where railway companies are seriously
hampered in one direction and in another by clauses of this char-
acter which have been insisted upon by the local authorities, and as
a result of which they are prevented from giving the best possible
service to the public.

Experience has shown that when a railway company has once
accepted a condition to a franchise every.obstacle is put in the
way of efforts made for its removal, whether such a change would
be for the benefit of all or not. For this reason, the question is
one which should be settled, if possible, fairly and squarely by
the railroad company before it has committed itself to the fran-
chise by the construction of track in a city or the investment, in
any other way, of capital which cannot easily be recouped. We
do not propose, in these remarks, to exhaust the subject of the
franchise question, but there is, perhaps, one point in connection
with the incident related last week, to which we did not have
space to refer with especial emphasis in our last issue, but whose
application might be of benefit in some cases.

It is fair to say that no railway line or, in fact, no public im-
provement was ever suggested in any city which did not encounter
some objectors. The obstructionists to a railway line, or in fact
to any proposed public improvement, will be found to consist of
four classes: First, those who raise objections as a matter of
business, in other words, the blackmailers, either political or
otherwise, who wish to be bought off; second, the politicians,
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who adopt an obstructive policy entirely from political motives.,
independent of whether the project will be an improvement to the
city or not, in other words, the demagogues, who hope to secure
a certain amount of notoriety and popularity, as well as reputation
for far-sightedness by opposing a plan which certain other people
advance. The third class in this classification consists of the
cranks, who, while acting from conscientious motives, cannot
fail to see jobbery and corruption in every corporate undertaking.
They are pessimists, who, in their social relations or family life may
be highly estimable, but when it comes to matters of public concern,
are an unmitigated nuisance, especially when their action is
followed as an example by others who should be better informed.
The fourth class consists of other citizens, who, also acting from
conscientious motives, do not believe that the proposed road or
other project is of benefit to the city, but their opinion can be
changed by argument and proof, if the merits of the project are
such as to warrant it.

Of these four classes of objectionists the first will constitute
only a very small minority and can easily be outvoted, while the
second will change front like a weathercock with a change in
public sentiment. The third class will be found the most unrea-
sonable of all, and make more noise and opposition in proportion
to their numbers than all of the other three classes combined
Practically no amount of argument and proof of the henefits of
any proposed undertaking will suffice to change their opinion.
They are naturally obstructionists and will insist that no proposed
change is for the better. The only hope of overcoming opposi-
tion then is to appeal to the fourth class of citizens and show them
clearly, provided the property has merit, that it will be of benefit
to the community at large, and thus bring around the public
sentiment in its favor.

In the case mentioned last week this was done by a public
meeting. It is not always advisable to call such a meeting unless
the merits of a company’s position have been pretty thoroughly
discussed previously in the local papers and elsewhere, so that
people will not attend in a prejudiced state of mind. When,
however, the subject has been thoroughly debated for some time
and enough interest exists to insure a representative expression
of opinion, a public meeting, in a small town, offers the best
opportunity for refuting specious arguments against the under-
taking, stiffening the backbones of those in favor of it, and win-
ning over those whose minds are open to argument but who
are undecided as to the proper course. The American public has
a very large bump of common sense, and, when a question is thor-
oughly understood, has very little patience with cranks who ob-
ject to a proposition simply for the sake of doing so. An officer
of the company who can state the position of his corporation
clearly and precisely, and who can show why such a proposition
can be allowed and why such an one cannot, and who, above all,
has merit and common sense on his side, can nearly always bring
over to his way of thinking such a large percentage of his audi-
ence that the few remaining objectors, for one reason or another,
will be overruléd.

Standing in Open Cars.

For New York and such other cities as have in contemplation the
passage of an ordinance to prohibit passengers standing between the
seats of an open car there is a lesson in a court decision handed
down recently at Fall River. It would seem that residents of that
city with ideas as to how a street railway ought to be run succeeded
in having passed an ordinance to the effect that passengers could
not stand between the car seats. Some one who could not get a
seat instituted legal proceedings against the local company, and
the judge before whom the case was heard ruled that any such
ordinance was unconstitutional. We believe that if there was an
effort to enforce such a law, unless passengers were allowed to
stand on the running board, there would be just as much, if not a
great deal more, complaint from people who could not get on a

car, than there is now.
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Large Interurban Terminal Station in Cincinnati

The extent of the interurban electric railway business centering
in Cincinnati has led to the establishment in that city of a large
terminal station, which will be used by the Rapid Railway, the
Suburban Traction Company and the Cincinnati & Eastern Electric
Railway Company. The building is being erected by the Interurban
Terminal Company, of which G. R. Scrugham is president and
general manager, and is being built on Sycamore Street, between
Fourth and Fifth Streets. This is within one block of the govern-
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TERMINAL STATION OF INTERURBAN ROADS AT CINCINNATI

ment building in Cincinnati, and is practically at the center of the
city. Through the courtesy of Mr. Scrugham this paper is able to
present plans and front elevations of the building, which will be
completed by Oct. I.

As will be seen from the elevations, the building possesses six
floors. The ground floor is devoted partly to a double track,
through which the interurban cars run, and partly to waiting rooms.
In the rear of the building is a large freight shed. The waiting
rooms comprise one large general room with ticket office and
checking room, news stand, etc, a ladies’ waiting room, toilets,
etc., and passenger elevator. The freight shed, which is in the rear
of the building, is connected with the upper floors by a freight
elevator. At present the company will deliver freight coming in on
the cars using the station through a local delivery company, and
the freight shipped out of the station will be delivered at the
freight depots by the consignor. The company proposes, however,
next year to start a system of express delivery wagons, not only
for delivering the freight and express matter coming in on the
roads, but also to collect freight and express from different points
in the city to be shipped to points along the interurban lines. The
svstem of handling this freight will be very similar to the well-

[VorL. XX. XNo. 9.

established methods of express companies, having all packages
charged and bills made out for everything placed on the cars. The
company will also establish express and freight depots at every
village along the lines of the interurban railways operating from
this depot, and will place an agent in charge.

It is the plan of the company to operate hourly upon each of
the three roads mentioned combination cars, which will handle
light packages and mail, and at night to operate regular freight
cars. These cars will be equipped with four motors each, and will
measure 40 ft. inside. They will be able to handle heavy freight,
such as dry goods and groceries, but it is not the immediate inten-
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ELEVATION OF INTERURBAN TERMINAL STA ION

tion of the company to haul bulk freight, such as grain, coal or
lumber.

A great part of the territory just outside of Cincinnati is ex-
tremely fertile and is devoted largely to market gardening. At
present most of this produce is hauled to the markets by wagon.
The proposed system for electric freight hauling, however, will
allow the shipment of this produce by the electric freight cars, and
as the terminal station is within a radius of three blocks of five
of the largest produce markets in Cincinnati, a large business, it
is expected, will be secured. By this system it is expected that
vegetables can be delivered at the markets in much better shape
than they possibly can be delivered by wagons, and at a very much
lower cost than the system now employed. In addition, the city
will be rid of a great deal of carting, which wears out the pave-
ments, produces unnecessary noise and blocks the streets. :

One of the engravings shows the plan of the second floor in the
terminal station, and the floors above this are to be finished in the
same manner. As will be seen, rooms for offices are provided in
the front part of the building, while the rear of the floors gives
large storing capacity, amply sufficient to enable the company to
keep separate the freight and express matter for the different roads.
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It should be stated in this connection that the building, as indicated
in the illustration, is being erected in the most substantial manncr.
The waiting rooms are finished as fine as any hotel corridor, with
scparate waiting rooms for ladies and with all nccessary conveni-
ences. The building itself will cost about $130,000, which may seem
to some a very large sum for a depot devoted to interurban electric
railway service. Mr. Scrugham, however, considers that this is
the right policy to pursue. He believes that with a station of this
kind the general public will become accustomed to using the inter-
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The Detroit Convention

A circular lctter has just been issued by T. C. Penington, sec-
retary of the American Street Railway Association, giving some
additional information in regard to the Detroit Convention.

The letter statcs that the meetings will be held at the Light
Guard Armory in Detroit. Sessions of the association will be
held on Wednesday, Oct. 8, and Friday, Oct. 10. Thursday, Oct.
0, has been set apart as Exhibitors’ Day. No scssion of the as-
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PLAN OF GROUND FLOOR

urban depots as they would a central union depot of steam rail-
roads, and by locating these stations in the very center of the busi-
ness district, electric roads will be in a far better position to com-
pete for the commuter travel than if they used belt lines or loops
and had the general public wait on street corners for cars.

sociation will be held, so all may have time to examine the
exhibits.

The headquarters of the association will be at the Cadillac
Hotel. Other first-class hotels are: Russell, Wayne, St. Clair,
Normandy, Griswold and Metropole. The annual dinner will be
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ARRANGEMENT OF OFFICES ON SECOND FLOOR

So far as the freight business is concerned there seems to be no
question but that far better results can be secured, certainly where
the business is a large one, by having a depot for loading and un-
loading cars near the center of the city, where the business can be
carried on on a large and consequently economical scale.

The architects for this building are the well-kifown firm of
Werner & Adkins, and L. P. Hazen & Co. are the general con-

tractors.
—

Profit Sharing for Employees of a Canadian Company

The British Columbia Electric Railway Company, Ltd., oper-
ating the street railway lines in New Westminster, Vancouver
and Victoria, B. C., and a 12-mile interurban line connecting
Vancouver and New Westminster, has announced that its em-
ployees are to share in the profits of the company when the latter
exceed the amount necessary to pay a 4 per cent dividend on the
stock. The amount of profits available for distribution after the
regular 4 per cent dividend is paid to the stockholders will be
divided into three parts, two of which are to go to the stock-
holders of the company, while the remaining third will be di-
vided among the employees. With the announcement of the
profit-sharing plan the company also announced a general in-
crease in.wages. The old rate for conductors and motormen was
20 cents per hour for the first year of service, 21 cents for the
second and third years, and 22 cents thereafter. The company will
now pay 2o cents for the first year, 22 cents for the second, 23 cents
for the third, and 25 cents thereafter. The only other company,
so far as can be recalled, with a similar system of profit sharing
is the Columbus Railway, of Columbus, Ohio,

held at the Cadillac Hotel on Friday evening, Oct. 10, when the
officers-elect will be installed.

The following resolution has also been unanimously adopted by
the executive committee: *The secretary is directed to request
the chief execntive officer of the different companies to notify all
delegates and heads of departments attending the convention that
they are expected to be present at all sessions of the meetiag and
take part in the discussions.”

Special arrangements have been made for the entertainment
of ladies, and the Detroit committee promises all who attend a
very enjoyable time.

The passenger associations have granted excursion fares from
all points (except in Michigan from points on the Michigan Cen-
tral Railroad and Lake Shore & Michigan Southern Railroad,
from which the rate of fare is 2 cents per mile).

To secure this rate persons attending the convention must pur-
chase regular tickets to Detroit and get, at the time of purchasing
their tickets, properly executed certificates from the ticket agent.

Tickets for the return journey will be sold by the ticket agent
at Detroit for one-third the first-class limited fare to those holding
certificates signed by the ticket agent at the point where ticket is
purchased, countersigned by the secretary of the association and
signed and stamped by a special agent of the Michigan Passenger
Association.

Tickets for return journey must be purchased within three days
after the adjournment of meeting, Sunday not being reckoned
as one of the three days.

No certificates will be honored if issued in connection with any
ticket unless full fare shall have been paid to Detroit, and certifi-
cates are not transferable. The secretary states that no refund of
fare can be expected if the delegate does not get a certificate when
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his original ticket is purchased. All certificates thus secured are
to be left with the clerk at the exhibit hall when the member
registers.

John H. Fry, chairman of the exhibit committee, has also made
the following announcements concerning the rules and regulations
governing the exhibits:

The exhibition will open Oct. 8, 1902. The building will be
open for the reception of exhibits commencing Monday, Oct. 6.
All articles intended for exhibition shall be delivered at the Light
Guard Armory by the agent or owner and at his expense; but
the local committee has made arrangements with the Riverside
Storage & Cartage Company to haul and deliver all shipments to
and from the building, if desired, at low rates. Mark goods to
vourselves, care of Riverside Storage & Cartage Company, De-
troit, Mich., send this company bill of lading, or advice of ship-
ment, and prepay charges. Under no circumstances will exhibits
be received on which there are charges of any kind.

Ship all goods early to insure delivery in time. All apparatus
or material for exhibits should be shipped so as to arrive in
Detroit not later than Saturday, Oct. 4.

i A —— e

Electric Interurban Railways in Indiana

The projecting and building of electric interurban railways in the
State of Indiana has taken place so rapidly that it is difficult to
keep accurate record of the progress of all the projects, but the
accompanying map shows the roads built and actually under con-
struction, as far as can be ascertained.

A level, thickly-settled country, with good-sized towns at fre-
quent intervals, are the factors that have made the central part of
Indiana one of the important interurban districts of the United
States. Indianapolis is now a great interurban electric railway
center, as it has in the past been for a number of years a great
steam railroad center.

The most extensive of the Indiana interurban systems is that of
the Union Traction Company, of Indiana (No. 1), which already
has 100 miles of interurban line in operation. This road is one of
the leaders among the clectric interurbans in the country, not only
in size but in advanced practice and high speeds. Many of its ex-
cellent peculiar features have been described in these columns the
past vear. With the completion of the new lines acquired by the
lease of the projected Indianapolis & Northern Railway, the com-
pany will almost double the mileage of the system. All these lines
parallel steam roads, and are on private right of way, equipped and
graded to make high speeds of over 50 miles per hour. The follow-
ing is a list of towns served by the Union Traction Company of
Indiana, and also those which will he reached by the new lines,
together with the population of ecach in 1900:

TPopulation Population

T aliamen @lTS! ey et tremmiois sle atoia)s 169,164 Gas City ..iveieiniiiiinnenenn. 3622
IEATTENEE ocanmnoonrononTeraooma 385 FEIWOOA wmin « cimimice o o mimiszmsn + siwioin v o 12 950
Oaklandon ..... .. 300 Ilobbs 222
McCordsville 301 Tipton ... 3.764
Fortville . ..o.s 1,006 Atlanta 1 )00
TRGAIS . .o o 5oimmn v oimmimn & mmsnisis A% AFCANIA woves s v s 6 oo B yma s 0 4 1,413
Pendlcton I512 C10et0 wmms s camas s sosesc s emsn s ae 1.603
Anderson ... 20,178 Noblesville ..coveveirenn.n . 4792
Chesterfield 164 INOTA: 52 omse s« 5 cmre s e b 5 58 0 70
Daleville .... 500 DBroad Ripp'e 87
Miest IBTRIe1s - g« s & swme 5.0 s 2000 Tackstin s - p suseq ¢ osis & omans g s 72
INBUITETE: o s 5 5 wssguin » g 5 § oo 20,942 Sharpsville :w--:. covson o mess s 500
Linwood 100 Kokomo ........ 10,609
Alexandria 7.221 Dunkerhill S8
Summitville T A3%  IRPCEL oo o cvesuse sferere . 5,463
Fairmount 3200 LATCOINM .« coiin c v oimimen o simeminin = o s 107
Jonesboro 1,838 Walton .o.vveiiiiniiinnnnenen. 198
VB BIOANN =osnzasals skunias o mbasmiale s ssnasso'e 17,337 Logansport .......eecevveeneon 16,204

The Indiana Railway Company (No. 2) is the most extensive
system in the northern part of the State, and joins a prosperous belt
of towns. It has been in operation a number of years, and con-
nects the following:

Population Population
Goslien, «swens 3 sowis 5 saes § s 7210 Mishawaka ¢ o = o soms s s e 5,560
BIRIATE « oo s gomsn o sseessn & s 15334 Sonth: Bend: oo svmme s oommes s s s 35,999

From South Bend an extension is being built to Niles, Mich.,
and thence to St. Joseph and Benton Harbor on Lake Michigan.

The Fort Wayne & Southwestern Traction Company (No. 3) is
a new road, of which W. B. McKinley, of Champaign, Ill., is presi-
dent, and is built from Fort Wayne to Wabash. The towns through
which it runs are:

Population Population
Bott Wayhe cues r vesws 5 s o 45,115 716
Aboite ;.uses & B § SR e . 40 456
ROANOKE! e w8 s & & wames 5 v s 536 8,618
Huntington ..... . 9491
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The Muncie, Hartford & Fort Wayne Electric Railway Company
(No. 4) is under construction from Muncie to Montpelier, through
Hartford City. Cleveland and Muncie men are officers of the road,
and E. P. Roberts & Company, of Cleveland, are cngineers of the

consiruction. The towns and population served by the Muncie,
Hartford & Fort Wayne Electric Railway are:

Population Population
NTOHCIE . cvosote o crmsonszoss stmseisio o o oloseie 20,942 Hartford City ....ooovnenn o oesie 5012
Royerton ...covveviiiininnnnnn. 2501 NIOIS| cctesars o/eininteiolslobmteroim oot Tt 5 18
Eaton .oieeiiiiniiiiiniiianas «o. 1,567 Montpelier ...ieiiieieniiennies 3,405

The Indianapolis, Greenwood & Franklin Railroad Company
(No. 5), running south from Indianapolis, has operated some time
between Indianapolis and Franklin, and will soon operate as far
as Columbus. Its towns and their populations are as follows:

Population Population
Indianapolis: g cwmme » & smem s wan 169,164 Amity sowessevms s« vowes s sosmnass 94
SeUPNPOBE: . < <o) swemrerams 31559 285 Edinburg e...ose R el 820
GreenWoRdII. cmiere stttk sreeerersls 1,503 Taylorsville ...... prezaiacalploteleles 0 450
Whiteland 334 Columbus: <« eooniolstoa i e . 8,130

4,005

The Terre Haute Electric Company (No. 6) has an interurban
line from Terre Haute to Brazil and Knightsville, the latter being
coal mining centers and the former the largest town in that part
of the State. The territory served by the road is:

Franklin

Population Population
Terre Haute 365673 . BEazil : crmes vomies s somnies e an 7,786
Glenn, s s s 5 s s s 76  Knightsville ......... o s 1,171
Seclyville . sumws s swmws sasmes s o0 129 Harmony ::.ssweses e s e oles 13020
Cloverland :sseor - ssmes : s soms s 155

The Indianapolis & Eastern Electric Railway, formerly the In-
dianapolis & Greenfield Rapid Transit Company (No. 7), is another
interurban that has been operating out of Indianapolis for some

time. Its towns are as follows:

Population Population
Indianapolis 169,164 DPhiladelphia ..« : cvme o v osmms sun 182
Trvington ...oooviiiiviieennnnns 1,799 Greenfield ... .uwwn s e s s s 4,489

This road extends almost due ecast from Indianapolis, and in the
course of time it will be possible to ride on electric cars as far as
Richmond, almost to the eastern boundary of the State. It is also
likely that the western boundary of the State, at Terre Haute, can
be similarly reached.

The Indianapolis & Martinsville Rapid Transit Company (No. 8)
is operating part of its line. This is a company of which Charles
Finley Smith, an Indianapolis banker, is president. The towns it
will serve are:

} Population Population
Indianapolis «.oecieevennnennnn. 169,164 Martingviller .oees s woos'sanmes: . 4,038
Mooresville c.ovvvriievnneneanns 974

The Indianapolis, Shelbyville & Southeastern Railway (No. g) is
a property recently completed by Townsend, Reed & Co., of
Indianapolis, reaching the following towns:
Population
169,164 Brookficld
141 Tairland..... 513
460 Shelbyville
Tne Indianapolis, Lebanon & Franfort Railway (No. 10), now
being built and financed by Townsend, Reed & Co., of Indianapolis,
is second in extent only to the system of the Union Traction Com-
pany of Indiana. Like the Union Traction it is being built for high
speed and will employ polyphase current distribution. The road is
being built from Indianapolis northwest to Lebanon, where it
branches, one line going to Crawfordsville and the other to Frank-
fort and Lafayette. It will give service between the following

Population
Indianapolis
TREHIEL cneieio e ciovesin 5
Acton

towns:

Population Population
Indianapolis ...co.evviveenenaenn 169,164  Crawfordsville ................. 6,649
ZAONVAILE - cvicivie o cioraions s comis nnie o 0m 765 Frankfort o 7,100
Whitestown 700 Lafayette . 18,116.
Lebafion . :.uo s oo s soemass & o 4,465 :

In the southwestern part of the State the Evansville & Princeton
Traction Company (No. 11) seems to be the most advanced of any
of the projected lines. The towns through which this road is being

built are:
Population *

59,007 Fort Branch
Inglefield 52 Princeton
Haubstadt 448

The Wabash River Traction Company (No. 12) connects Wabash
with Peru:

Population
849
6,041

Evansville

Population

NVADASH ooeiseinn o bt 3 sttt 2.0 8,618
The same company expects to connect Peru and Logansport.

The Ohio & Indiana Railroad Company (No. 13) has done part

of the grading for a line from Huntington to Union City, as in-

dicated. Bracey & Howard, contractors, Chicago, are behind the

Population
PETU vies s snioieinimainenloloieialsloneletels 8,463
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Ohio & Indiana Railroad Co.

5. Chicago & South Shore Ry. Co.
Indianapolis & Western
Electrie Railroad Co.
7. Broad Ripple Transit Co.
Muneie & Portland Traction Co,
(Union Traction Co. interested)
Logansport. Rochester & Northern
Traction Co.
Richmond & Northwestern
Traction Co.
Cineinnati, Lawrenceburg & Auron;
Electrie Ry. Co.
Whiting, Hammond & Chicago
Eeetric Ry. Co.
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road, S. . Bracey, of that firm, being vice-president. The towns

served and populations are as follows:

Population Population
HUntington, s : seees s wases s e 9491 Portland s e ans s daees s venn 4,798
BIGHtot o s & sesmens sssesns o L 470 UNIon, I s o s mwss s suen v 2,716

The Richimond Street & Interurban Railway (No. 14) has a line
just being completed from Richmond as far west as Dublin and the
line from there to Greenfield, to connect with Indianapolis, is under

contract. The towns along this route are:

Population Population
Richmond .....coooceiiiean... B A D 5 b R GIS
Centerville .... 85 Dunreith .ooviiiiiiiieine 205
Edst Germamtows, «os« v & snie 305 Knightstown 3 1,942
Canmibridge City e« seews « onwe o 1,754 Greenfield ..o scoemses s sag se 4,489

The Chicago & South Shore Railway Company (No. 15) is just
completing a line from Laporte to Michigan City. This is being
built by the Electrical Installation Company, of Chicago. W. C.
Burns, of Chicago, formerly president of the Indiana Railway Com-

pany, is president.
Population Population
LADOTEE s v susos s swmenios 3 swmers 7113 Michigan City wesss sumeme s s swme 14,850

The Indianapolis & Western Electric Railroad Company (No.
16) is building west from Indianapolis to Plainfield.

Population
Ind1aapolis w5 weswe o s 98 6% 169,164

Population
PIATHREId 555 69555 « e mntite « cocant 909

Albert Lieber, of Indianapolis, 1001 Stevenson Building, is presi-
dent, and the Electrical Installation Company, of Chicago, electrical
engineer of the company.

The Cincinnati, Lawrenceburg & Aurora Electric Railway Com-
pany (No. 21) runs from Cincinnati to Aurora by way of Law-
renceburg, serving a considerable population in the extreme
southeastern part of the State. The Whiting, Hammond & Chicago
Electric Railroad (No. 22) runs hetween Chicago and Hammond,
serving a large population in the northwest corner of the State.

There are a number of additional lines projected, including a
trunk line from Indianapolis to Springfield, Ill, by way of Terre
Haute; and from Indianapolis to Cincinnati, by way of Rushville
and IHamilton, Ohio.

The Indianapolis Terminal Traction Company proposes to ex-
pend $1,200,000 in the construction of terminal loops, passenger
and freight stations, making the most systematic and advantageous
terminal system for interurban roads to be found in the country.

— S e—

Club Rooms for Employees of Washington Company

The members of the Washington Traction & Reliel Associ-
ation, composed of employees of the Washington Traction &
Electric Company, have recently been presented a handsome club-
liouse on behalf of the company by Gen. George H. Harries, the
vice-president and general manager.

The building that has been fitted up for the use of the associ-
ation has been known to several generations of Washington as
Marini’s Hall, and was for years occupied by the Government as
a storage place for the records of the Census Office. The build-
ing has been thoroughly renovated, about $4000 having been
expended in this work. It is a long. broad structure, and con-
tains two great halls on the first and second floors, with numerous
smaller rooms on the sides. The entrance hall has been entirely
repainted, papered, and carpeted. Brass rails lead up to the
double doors that open into the main assembly room on the
first, or ground floor. This room is about 30 it. long, and equally
as wide, and is provided with pool and billiard tables. The light-
ing arrangements of the room have been made perfect. The
room has been so arranged that a platform can be erected at the
northern end and the meetings of the association held in it.

On the left of the entrance a small room has been fitted up as
an office for the secretary, and for use as a committee room
Handsome etchings adorn the walls of this apartment and the
walls have been finished in a delicate shade that harmonizes with
the heavy oak furniture. To the right of the main entrance is
the library, a room somewhat larger than the reception room and
filled with magazines and periodicals. In a few months it is hoped
that this room will be lined with shelves which will overflow with
books of the best sort. This room is carpeted and furnished
with easy chairs and will be used as a smoking room.

In the rear of the main assembly room is a bowling alley
equipped with the most modern apparatus. On the second floor,
the old dancing hall is fitted up with six different alleys. This
section will be reserved for use of ladies and for those who can
not be accommodated on the lower floor. The general public
will also be admitted to this larger alley at all times. On the
second floor also are the retiring rooms for the association, con-
taining all modern appliances for shower baths, etc,
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The first floor of the building will be open to members of the
association only, and a small fee will be charged for the use of
the pool and billiard tables and the bowling alleys. It costs
nothing to patronize the library and smoking-room, however, and
it is expected that the men will make themselves at home in the
building. The association will maintain the building from the
fees received from the amusements and from the dues of its mem-
bers. The association has about goo members who enjoy a life
insurance and sick benefit.

The celebration which accompanied the presentation of the
rooms was presided over by General Harries, who is president of
the association, as well as the general manager of the company.
General Harries made a short speech, in which he turned over
the building to the house committee selected to reccive it. The
keys were delivered to R. E. Lee, the chairman of the house
committee. General Harries spoke of the excellent work of the
men and the high standing of the reliel association. He referred
to the fact that a place of amusciment was needed for them and
that the company had provided it.

He then introduced John Joy Edson, who made a short
address, advising the men to be faithful to their employers and
to perform their tasks so that they would become indispensable
to the success of the company. He referred to the fact that in
this country every man had a chance to become a leader, and that
it was upon the employces that the entire success or failure of a
business enterprise depended. S. W. Woodward made an
address in a similar strain, and he was followed by John B.
Larner. The meeting was then turned over to Chairman Lee, of
the house committee.

As soon as the meeting was formally turned over to Mr. Lee,
the latter advanced to the platform, and in a short speech thanked
General Harries and the others on the platform for their presence
and advice. He said that the men had received a great deal of
cood advice from General Harries in times past, and that they
had been very successful in its application. As the general man-
ager did not seem to get anything in return for his kindness, he
said, it had been dctermined to reward him in some way on this
occasion, and therefore, Mr. Lce said, it gave him great pleasure
to present to him, in the name of the relief association, a slight
token of their affection and esteem, in the form of a solid gold
watch chain with a charm set with a magnificent diamond. On
the reverse side of the charm was engraved General Harries’
name and the date of the presentation, together with the name of
the association which presented it. General Harries was so com-
pletely surprised that he lost the power of speech. In a few mo-
ments he recovered sufficiently, however. to thank Mr. Lee and
the members of the association for the present, but more for the
motives which prompted the presentation.

_—Q’Q.—

Observation Cars in Cleveland

An observation trolley car, similar in idea to those in use in some
other cities and described in past issues, will be put in commission
in Cleveland, by the Cleveland Electrie Railway Company “Big
Consolidated” lines, next spring, and will make regular trips
throughout the city at stated intervals, giving visitors an oppor-
tunity to sce the town. The fare will be 25 cents, and an attendant
will point out the places of interest.

The car for this purpose is now being built. It will be ex-
quisitely appointed and have every luxury. President Andrews,
Superintendent Stanley, Secretary Davies and Excursion Agent
J. W. Butler began the work of selecting a route last week. The
one most favored is:

Start at Public Square, through the business district, wholesale
and retail, including a glimpse of the lake front; up Euclid Avenue
to Erie, to Prospect, to Case, to Euclid, to Wade Park, past the
Boulevard and the universities, to within a block or so of Lake
View Cemetery. The car will then turn up East End Avenue to
Mayfield Street, where the excursionists will catch a glimpse of
Little Ttaly, the Alta House and the Garfield monument. Passing
Mayfield Cemectery the car will turn into Coventry Road to Euclid
Heights, the most fashionable of Cleveland’s suburbs, down the
heights to Cedar Glens, to another part of the Boulevard, to Cedar
Avenue west and to Willson Avenue.

Resuming the tour on Willson Avenue south, the car will
continue out Broadway, past the numerous rolling mills, to the
State Asylum, around the “Y” at Garfield Park, and back by way of
the Union Street loon, down town by way of Willson Avenue,
Kingsbury viaduct, Orange, Broadway to the Central viaduct,
across the flats to Jennings, across the Abbey Street viaduct to
Pearl, past the market house, down Pearl to the Superior Street
viaduct and over lower Superior Street back to the starting place.
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Plotting Speed-Time Curves—VI

BY C. O. MAILLOUX

APPENDIX C.
FORMULA FOR TIME VALUES OF SPEED-TIME CURVES

The most convcenient and practical way of drawing a speed-time
curve.is to locate or “plot” on a shcct of paper, the co-ordinates for
a certain number of points of the curve, sufficiently close together
for the purpose, and to then draw a line passing through or near
these points. The more precisely thesc points have been detcr-
mined and plotted, and the more numerous they are, the more
perfect will be the curve, and the fewer the points which are, so to
speak, out of linc of the “mean path” through thc aggregation of
the co-ordinate points.

The data of each case furnish the necessary information regard-
ing the speed, which is the ordinate value for cach co-ordinate
point of the curve; but they give no dircct information about the
time value corresponding to each speed value, that 1s to say, about
the horizontal distance of the next ordinate, either from the start-
ing point, or from the last point plottcd. Fortunately, the data
either give or furnish the information necessary to obtain the value
of the differential coefficient, or the time-rate of speed variation,
which corresponds to each speed value, and which determines the
inclination or slope of the curve at that particular specd point,
Taking advantage of this circumstance, a formula for pre-dctermin-
ing the time values corresponding to the spced values, may be ob-
tained by the solution of a simple geometrical prcblem. This
problem may be stated as follows:

Given the ordinate (y) and the differential coefficient (dy /dxv)
at any point of a curve to find thc abscissa () corresponding to
said ordinate, or the distance of said ordinate from the axis of
ordinates (OY).

There are two cases:

First—Curves having a positive differential coefficient, or an
upward slope.

These curves are generally concave to the axis of .

This case includes all acceleration curves.

Second—Curves having a negative differcntial coefficient, or a
downward slope.

These curves are generally convex to the axis at x.

This case includes all retardation curves.

First Case—(Fig. 17). Let dotted lincs, a-b, ¢c-d, e-f, be drawn
tangent to the curve O E F at various points. Let the vertical
lines, y and »’, be ordinates which are very close together and
correspond to the point of tangency (E). The time space or differ-
ence (dr) between these ordinates, or

dr=ux"—x (a)
and the difference betwcen the ordinates, or the specd increment
dy =19 — ()

are both assumed to be infinitely small.
By similar triangles, we have

—_— = — (L‘)
cx dx
Or the ordinate (y) at the point of tangency, divided by the
“sub-tangent” (cx) 1is equal to the differential coefficient for the
said point. The numerical value (%) of this differential coefficient
is known, or can be calculated from the data of the case, so that
we have

dy
— =k
dx
whence
dy
dx = — (d)
k

It should be noted that dx is really the sub-tangent of the small
or differential triangle E dy dx.
Equation (d) may also be written
1
dyr = dy X — (e)
This means that the time elcment dx, corresponding to the in-
finitely small change in speed dy, is equal to this change in speed
multiplied by the reciprocal of the differential coefficient. The total
time &’ would be, from (a)
¥ =x 4 dx ) )
Such time increment values (dx) would be too small for prac-
tical use in plotting curves, however.

Note.—The first instalment of this paper appeared in the STREET RATLWAY
JournaL July 5, and contained Figs. 1 to 4; the second part, July 26, and con-
tained Figs. 5 to 10; the third part, Aug. 9, and contained Figs. 11 to 13; the
fourth part, Aug. 16, and contained Iig. 14, and the fifth part, Aug. 23, and
contained Figs. 15 and 16.
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,

If we iucrease the difference betwcen x and
instcad of equation (a) and (b), the following:

, we will have,

¥ —x = % (g)
y—y= 24y (h)
and cquation (¢) will become
1
A x= by X — €))
k
while equation (f) will become
S = L X (1)
when A y = the speed increment corresponding to the time in-

crement A .

FIG: 17

An important question arises in this case, however. So long
as the time difference was very small (= dx), and the ordinates
vy and ¥ remained very close to each other, thc differential co-
efficient had substantially the same numerical value (k) at the
ordinate vy as at the ordinate y’, and no substantial error would
result from taking either of the two values of this coefficient.

When the time distance is increased (to A &), however, the
differential coefficients at the two ordinates y and y may be ma-
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terially different. This is illustrated in Fig. 18, where the condi-
tions are purposely exaggerated. In this case we have

dy y
—=—=k (7
dx e

at the point E, and
d}'l yl
— = =1 (k)
dx'  ex’

at the point F, .
the two being evidently different in value, and one being evidently
larger, the other smaller, than the differential cocfficient corres-
ponding to some intcrmediate point of the curve, such as D, be-
tween £ and r. If we draw the line g, I, parallel to the tangent
line g, &', we have thc differential triangle E r H, exactly similar
to the differential triangle corresponding to the point D, and we
can writc
dy"” Ay
— — (L)
dx” A &
where 3", " arc the co-ordinates of the point b, and ¥’ = the dif-
ferential coefficient thereof.
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The differential triangles £ m 1 and E n j correspond, respec-
tively, to the co-ordinates of the points £ and r and to their dif-
ferential coefficients, £ and %', as defined in equations (j) and (k).
These two differential triangles and the differential triangle E FF H
are reproduced by themsclves in the left-hand portion of Fig. 18.

As pointed out in connection with equation (d) the sub-tangent
of the differential triangle is the time increment ( A x) in each
case. Hence, the three triangles show graphically the different
values of o x obtained by equation (7) when, with the same value
of A ¥, the different values of the differential coefficients (k, k", k")
corresponding to the points E, p and F, are used.

It is seen that the intermediate coefficient value k" is the one
giving the correct time increment value ( A #). The lower value,
k, makes the time increment too small by the distance 1 1 ; while
the higher value, %', makes it too large by the distance n J. The
point D is approximately midway between the points E and F. If
the curve had a constant rate of curvature, like the arc of a circle,
the point D would be exactly midway; it would be shifted to the
left if the rate of curvature is decreasing, and to the right if the
rate of curvature is increasing. In practice the error in the value
of time increment ( A x) will be negligible if the value of the dif-
ferential coefficient 1s that corresponding to the midway point or
the mean (y”) of the two speed values v, ¥', such that

y+

2
and, of course, the nearer the two values y and 3’ are to each other
(or the smaller A % is taken), the smaller the error.
The error made may easily be calculated. If we designate it by
A x we may write, from equation ()

Ax=4a1r — Ao 2
Ay Ay
k' k"

ik I
( k' kY
S
=ayf —
kR (1)

where
A ¥ = amount of error,
» 2" = the wrong value,
. ' = the correct value,

and the proportion of error would be,
A X

T

The above equation (1) in reality gives the difference in time
value resulting from having assumed some greater or less value
than the proper value (k') of the differential coefficient. If the
value of k" was taken too great (which is the case symbolized by
the differential triangle E m 1), the factor k" —FE’, and conse-
quently the value of A &, representing the correction for error,
will have the positive sign. On referring to the first line of equation
(1) we see that A x can only have the plus sign when A x” or the
“wrong ' time value is less than A 47, the correct time value. Hence,
the plus sign will mean that the correction is to be made by adding
the amount A r, obtained by equation (1), to the “incorrect” time
value ( o 1), previously obtained. If the value of k" was taken
too small (as in the case symbolized by the differential triangle
E 1 7), the sign of 4 «x will be negative showing that this amount

1 is to be subtracted from the incorrect amount, A x’.

In practice, the speed differences ( A y) between any two suc-
cessive points of the curve are expressed in miles per hour, or
fractions thercof, and the time values 2 a are taken in seconds.

Equation (1) shows that the error would increase in direct pro-
portion with the speed increment ( A 1), and in inverse proportion
with the product of the reciprocals of the two differential co-
efficients considered.

* [Note.—Usually & and %k” have very nearly the same values,
hence the product %', k” is very nearly equal to the square of either
k' or k".]

The total time value or the abscissa (#) corresponding to any
speed point (y") is obtained, as indicated in equation (i) by add-
ing the latest time value ( A x) to the sum of all the previous
values. This summation of previous values is symbolized by # in
equation ().

Second Case—(Fig. 19). The dotted line, c-d, being drawn
tangent to the point E, we have, by similar triangles

dy v
== (m)
dv  xd

[Vor. XX. No. 9.

just as in equation (¢). In this case, however, we observe that
the symbol dy represents a diminution of speed, because y is
greater than ¥/, and, consequently, if we applied equation (b) we
would have
f—y = —dy (n)
since ¥y = ¥ -+ dy.
Hence, equation (m) should be written

dy Y :
—_——_ ==k (n)
dx xd
and we have, by analogy to equation (e)
I
dor = — dy X — (o)
ke
and by analogy to equation (7),
I
Ar=— 2 y X — ()
k

or the successive time increments, A #, correspond to descending
speed values (— A ¥), in the curve.

In this case, as in the first case, there will be an error, if the
wrong differential coefficient is used in applying equation (p).
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This error has, however, a slightly different expression, resulting
from the negative sign in (p).
Using the same notation as before, we have

Ax = A x —p 2"

(e o~ ¢ 4\3) ‘_'AJ'
k k"
ALY Ay
T v

= B — k"
= A W (—
L ()

In this case a positive sign for A a will mean that the incorrect
value ( A 2") is too large, and must be reduced by an amount
equal to A x. Since the general form of equation (q) is the same
as that of equation (1), the remarks already made concerning the
proportionality of the error will also apply to this case.

The practical significance and application of the foregoing analy-
sis and reasoning are as follows:

Accuracy in plotting speed-time curves requires that:

First—The speed points should not be taken too far apart (or
the speed differences should not be taken too great).

Second.—The “flatter” the curve (or the smaller the rate of
acceleration), the smaller the speed differences ought to be.

Third—For high accelerations (corresponding to the lower por-
tions of acceleration curves), the speed differences may be taken
from I mile per hour to 10 miles per hour, or even higher, accord-
ing to the degree of precision required.

Fourth.—For low accelerations the speed differences must be
gradually reduced as the rate of acceleration decreases (as in the
flat parts of acceleration curves), until it amounts to a small
fraction of a mile per hour—from five-tenths to one-tenth or less,
according to the degree of precision required.
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Fifth.—Thc speed increment ( A v) should be reduced whenever
it gives by cquation () a too high time increment value ( A ).
The time value may be considered high when it exceeds two scc-
onds for high accelerations, five seconds for medium accelerations:
and ten seconds for low accelerations. For very accurate work,
the limits ought to be set considcrably lower, or one-half second
for high accelerations, two seconds tor medium accelerations, and
five seconds for low accelerations.

These observations have been verified and confirmed by prac-
tical experience.

APPENDIX D.

BRAKE CURVE PROBLEMS

To plot any portion of a braking curve which follows or which
is assumed to follow a straight line, we only need to determine
the co-ordinates of the first and last points of the said portion
of curve.

The three following “problems” show how the co-ordinates may
be determined in different cases.

Problem I.—At what speed point must the brakes be applied
in order to bring the car to a stop at an exact given point, the
rate of retardation being constant and known or assumed?

This problem is the same as that of finding the point g in Fig. 20.

Let ordinates (y) represent spceds (m. p. h.)
Let absciss® (x) represent time (scconds)
Let s = distance, in miles.

Let A = area (m. p. h. seconds).

It has been shown in Appendix A (equation ¢) that the area of
any portion of a speed-time curve is equal to a distance.

In this case the rate of retardation being assumed constant, and
the speed-line being consequently straight, the area of the portion
considered (h g B), is the area of a right-angled triangle, which,
it is well known, is equal to

yx
A= — (a)
2

In this case the value of x is not given.

ever, from the rate of retardation
dy
— =k ()
dx :

Since k is assumed constant, we may write y / + = k,
whence

‘We can obtain it, how-

f
r=— (b)
e
Substituting this value in (a) we have
yl
A= (c)
2k

The speeds being taken in miles per hour, and the time values
in seconds, the area value will be expressed in m. p. h. seconds. A
train moving with a velocity of one mile per hour for one hour
would cover a distarice of exactly one mile. There being 3600
seconds in one hour, it follows that 3600 m.p.h.-seconds of area are
equivalent to one mile of distance. Hence, dividing the area 4 by
3600, we have distance s in miles, or

A a ¥
S = — = = ((l‘)
3600 2 k 3600 7200 k
from which, solving for y, we have
y* = 7200 k s
y = V7200 k s (e)
which is the speed point “g” in Fig. 20.
The time value (#) will be (from equation b)
3 V7200 k s
r=—= %
k k

Problem 2.—At what speed must braking begin in order to
travel a specific distance and still have a certain definite speed,
the rate of retardation being constant and known or assumed?

This problem may also be stated as follows:

Given the speed value (¢) which a car must still have after
having passed over a given distance while being braked, and
under a constant given rate of retardation, to find the initial
speed value (¢) at which the braking must begin.

The area of the portion of curve under consideration (b, ¢, e, f)
is equal to the mean of the ordinates multiplied by the abscissa,

or
(Y +a) » x
S e e U = @)
2 2
The value of # is obtained, as in the previous problem, by
reference to the rate of retardation
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dy
—— (h)
dr
This equation, it is evident, applics only to the upper or trian-
gular portion, 7 ¢ e, of the whole arca. Hence, the value of y, as
given in cquation (b) must be taken to miean, in this case, that
portion of ¥ which is above the point «. This portion is

y=Y —a
which value, substituted for y in cquation (b), gives
Y —a
= — (1)
k

This value, substituted in equation (g), gives
Y + o YV —a)
= L S

>k

¢

FIG. 20
Y — a®
= )]
2k
Dividing by 3600, as before, we have
A V:— &
sEm—= (k)

3600 7200 k
whence, solving for V,
Y? = 7200 k s + a*
YV = V7200 k s + a° O]

The value of ¥ is the speed at the point ¢ in the curve.

Problem 3.—What will be the distance covered when braking
for the purpose or reducing the speed from a given initial value
to a given final value, the rate of retardation being constant and
being known or assumed?

The solution of this problem is easily obtained by solving for s,
in equation (1) of Problem 2. The solution gives:

V:—a
§ = — (m)
7200 k

[Note.—In all three of the preceding problems % is the re-
sultant retardation, and its value is to be obtained according to
the formula in cquation (X) given'in Section IT of the paper.]

APPENDIX E.
USE OF METRIC SYSTEM

When the metric system of measurement is used the formulae
and methods of plotting mentioned in this paper will still apply,
if modified so as to make due allowance for the difference be-
tween the metric and English units employed for measuring dis-
tance, speed and weight.

The usual practice, in all countries where the metric system is
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in use, is to measure train speed or car speed (i e., “amount of
velocity”) in “kilometers per hour,” a term of measure analogous
to our term “‘miles per hour.” The logical term or unit of measure
for acceleration (4. e., rate of velocity), or for the quantity termed
the “acceleration coefficient” in the paper, would be “kilometers
per hour” per second, which would be analogous to our term
“miles per hour” per second. For some reason, however, this
unit does not seem to be much used, if at all. The unit of accelera-
tion generally used by European engineers is the “'meter per sec-
ond per second.,” which is analogous to our “foot per second per
second.” It certainly would be more logical and less confusing to
express both amount and rate of velocity in like terms, using
either kilometers per hour, only, or meters per second, only, for
the amount, and the same unit per second for the rate of velocity
(acceleration coefficient).

Train weights, according to the usual practice, when using the
metric system, are cxpressed in metric tons (2204.6 lbs.).

Time values are expressed in seconds, minutes or hours, just as
in the English system.

The following table gives, for both systems, the corresponding
values of certain quantities which enter in the equations employed
in the paper:

WEIGHT
Metric Unit English Unit
1 kilogram = 2.2046 lbs.
0.4536 kilogram = 1.0 lbs.
1 ton = 1.1023 ton of 2000 Ibs
0.9072 ton = 1.0 ton of 2000 lbs.
DISTANCE
1 meter = 3.281 ft.
0.3048 meter — 1.0 ft.
1 kilometer = 3281 ft.
1 kilometer — 0.6214 mile.
1.609 kilometer — 1.0 mile.
VELOCITY
1 meter per second = 3.281 ft. per second.
1 meter per second = 2.24 miles per hour.
1 meter per second = 3.6 kilometers per hour.

0.305 meter per second — 1 ft. per second.
0.447 meter per second = 1 mile per hour.
1 kilometer per hour = 0.621 mile per hour.

ACCELERATION
1 meter per second per second = 1 “A"” unit of acceleration.
= 2.24 m. p. h. per second.
1 kilometer per hour per second = 1 “a’”" unit of acceleration.
— 0.621 m. p. h. per second.
0.447 “A” unit = 1.0 m. p. h. per second.
1.609 “@” unit = 1.0 m. p. h. per second.
1 “A” unit = 3.6 “a” units.
1 “a” unit = 0.278 “A" units.

We now proceed to investigate the cffect of these changes in
numerical value on the equations given in the paper.

Appendix A.—The same equations will all apply without change.
If distance (s) is expressed in meters and time in seconds, then
velocity (7) will be expressed in ‘‘meters per second.” If distance
is expressed in kilometers and time in hours, velocity will be ex-
pressed in “kilometers per hour.”

Appendix B.—Equations (1) to (16) will apply without change,
the symbols v, s, g, w, being taken in suitable metric units. All
the other equations require modification.

In equation 1a when energy (%) is expressed in kilogram-
meters, and distance (s) is expressed in meters, force (F) will be
measured in kilograms of (pushing or pulling) effort.

The metric value of g being taken as 9.81 (meters per second),
and w being taken in kilograms, we will have for equation (17)

w w
M=—=—— = .102w m(17)
g 0.81
and for equation (18a)
F I
4 = = — 0981 m(18a)
102 w w

the force, I, being expressed in kilograms (not dynes) of effort.
Thus, when the force (F) and the weight acted upon (w) are both
equal to 1 kg (as in the case of a body falling vertically in vacuo),
the rate of acceleration will be 9.81 meters per second per second.
If the weight of a train, 7w, is to be expressed in metric tons, we
will have

w = 1000 [V z
where o = weight in kilograms
and 7 = weight in tons of 1000 kilograms

Substitnting for 7, in equation 18a, we have
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0.81 F F
A= ———F+ = 00081 — m(18b)
1000 W W

This equation may be used instead of equation 21a if velocity
is to be expressed as a space-rate per second instead of per hour.
To transform the equation into one expressing acceleration in
kilometers per hour per second, we note from the preceding table
of equivalents that

1 m per second = 3.6 km per hour.
Hence, equation (19) becomes

3.6A =@
a

whence A e m(19)
3.6

Substituting in cquation 180 we have the equivalent form of
equation 2Ia, or

a F
—— = .00981 ——
3.6 w
r
whence a = .03532 m(21a)
W

The values of F and II” will, of course, depend on whether ac-
celeration is to be expressed in terms of “A” or of “a.”
Solving for F we will have, from equation m (18b),

v A
F = = 1o01.04 W A; m(22a)
.000981
and from equation m (21a)
A
= = 2831 Wa m(22)
.03532
Solving for II” we will have, from equation m (18b),
F
IV = .00081 — m(23a)
A
and from equation m (21a)
F
I = .03532 — m(23)
a

Equation (24) remains unchanged, but the numerical value of
P will evidently depend upon whether the value of FF be taken from
equation m (22a) or from equation m (22); in other words, it will
depend upon the unit of acceleration assumed (whether “A” or
“a”).

Equations (25, 25¢ and 26) will retain the same form, the con-
stant 91.1 being, of course, replaced by either of the corresponding
metric constants given in equations m (22¢) or m (22), according
to the unit of acceleration adopted.

The last three equations will also retain the same form, and the
values obtained for A’ will likewise depend upon the unit of ac-
celeration adopted.

The time-rate of velocity “k” will evidently have a different
numerical value, according to the unit of acceleration used.
Equation m (19) shows that its numerical value will be 3.6 greater
when acceleration is expressed in kilometers per hour per second
(“@” units) than when it is expressed in meters per second per
second (“A” units).

Appendix C.—All the equations retain the same form. The
numerical values obtained by means of the various formula will
obviously depend upon the units of speed and acceleration adopted,
since these govern the values of the speed increments (A ) and
of the acceleration coefficients (k).

Appendix D.—When velocity (y) is expressed in kilometers per
hour the equations will all retain the same form. Distances will
then be measured 1n kilometers, the values taken for & being those
obtained by reference to equation m (21a¢). When velocity is
expressed in meters per second, the constant 3600 disappears from
equations (d) (e) (f) (k) (I) (m). Distances will then be measured
in meters, the values taken for & being those obtained by reference
to equation m (18b).

The modified forms of these equations (which, it should be
carefully noted, apply only when acceleration is measured in “A4"
units) will be:

yi
= —— m(d)
2k
y=Va2rls m(e)
Va2 ks
& = m(f)
k
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S = m(k)
2k
y=V2ks+ d m(1)
yZ — aZ
S = ne(m)
2k

Spccific Equations.—The equations (I) to (XII) inclusive, con-
tained in the body of the paper are mostly derived or adapted
from the general equations given in the Appendix, Sections A,
B, C, D of the paper.

The following tablc gives, in parallel columns, the modified
forms of cach of these cquations, when adapted for the metric
system:

TABLE III. (ArrenDIX F)

RATLWAY JOURNAL.

— Last Term oF EqQuaTion
€3
o .. B
No ff Modified for Metric System
£ E As Given in the Paper
[
2 For ““ A™ Units For ““a’ Units
dv
1 — | =kxk/£k"xetc same same
dt
| F F e
11 F | =.01098 — =.00981 — =.03532 —
w w
01098 .00981 03532
I | A \ = (p £ p’ * etc.) =T (p£etc) = (p £ etc.)
IV | A7 | =.01098(p + p’ £ etc.) | =.00981 (p =+ etc) =.03532 (p + etc.)
v A’ =.01098 (P—f—c = G) = 00981 (P—f—c+£G)| = .03532 (P—etc.)
V1 p | =P—f—c G same me
VI [--A’| =.01098(—f—c * G) =.00981 (—f—c £+ G)| = .08532(~-f—c £ G)
VIUI[—A’ =—.01098 { = —.00981 ¢ =—,03532 f
IX [—A’ —.01098 (—B—~f—c £ G)| = —.00981 (—B- e*c.}{ = —.03532 (—B—etc.)
X |—A" = —1647 & (01098 G) =—.536 & (.0098! G)| = —2.65 = (.03532 G)
20 2.04 22,04
XI N |[=— = — = —
b b'* b
| Nb Nb
XII| G =—=.05Nb =—=_,045Nb same
20 22

* Where b’ = increased train resistance in kilograms per degree of track curvature.

Metric Curve Plotting.—The methods of curve plotting de-
scribed in the paper can also be employcd in plotting “metric”
speed-time curves. In using the chart method, however, special
“metric” charts of acceleration coefficients and of reciprocals will
be required; and these charts will have to be prepared with special
reference to the particular unit of acceleration employed.

Chart of Coefficients.—If acceleration is to be measured in
““A” units (7. e.; in meters per second per second) the ordinates in
the chart of coefficients will represent values of the acceleration
coefficients, such as determined by equation m (18b), and the
abscisse will represent speeds.
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acceleration used. In “A” units we would have, by equation m

(18b),
A = 00981 x 10 = .0081 ms per sec.”
and in “a” units we would have, by equation m (21a),
a = .03532 x I0 = .3532 kms per hour per second?

This means that the scale of gradient percentages at the right-
hand end of the chart would be such that the line of equivalent
accelcration for a 1 per cent grade would be distant from the axis
of # by an amount equal, respectively, to .0981 ms per second?® for
“A” units, and to 0.3532 kms per hour per sccond for “a” units,
when measured on the scale of acceleration coefficients at the left-
hand end of the chart.  The corresponding line for a gradient or u
per cent would, obviously, be placed at n times the said distance.

Chart of Reciprocals.—The scale of ordinatcs in the chart of
reciprocals will be the same as in the chart of coefficients, for
reasons explained in the paper. The scale of abscisse may be
madc as desired. The scale being arbitrary it may be the same for
the charts of reciprocals used for both “.1” and “a” units.

Use of Charts.—The process of plotting “metric” specd-time
curves by means of the metric chart just described is substantially
the samc as indicated in the paper for plotting curves by means
of the charts shown in Figs. g and 10.

(Conclusion.)
e e —

To Examine American Roads

Licutenant-Colonel Horatio A. Yorke. chief inspecting officer of
railroads for the Board of Trade, has been commissioned to
prepare a report on the workings of American railroads, with the
view of adopting American railroad methods in Great Britain.
Colonel Yorke will only be able to spend a month in the United
States. but expects to have a busy time, as, in addition to reporting
on the steam lines, he is commissioned to investigate the street rail-
road systems, elevated roads, subways and pneumatic and eclectric
signalling. Lieutenant-Colonel Yorke will confine his inspection
chiefly to New York and its vicinity.

—

New Open Cars for St. Louis

The St. Louis Transit Company has recently put in service 100
new open cars, built by the St. Louis Car Company. One of these
cars is illustrated herewith. The principal dimensions of the car
27 ft. 6 ins.; length of platform, platform including bumper, 3 ft.;
length of rear platform from inside of dash to center of bulkhead,
4 ft. 6 ins.; length of car body over all, 35 ft.; width of car body at
sills, 7 ft. 6 ins.; width over all, including post handles, 8 ft. 8 ins.;
height of car from underside of sill to top of trolley board, ¢ ft.
3 1ins.

The side sills are made of 6 in.-stecl channels, and the stcp

expressed in meters per sec-
ond. If acceleration is to be

measured in “@” units (7. ¢, in
kilometers per hour per sec-
ond) the ordinates will repre-
. sent values of the acceleration
coefficients such as determined
by equation m (21a), and the
abscissae will represent specds
expressed in kilometers per
hour.

If the chart of coefficients is
to have approximately the
same range as the chart shown
in Fig. 9, the scales must be

approximately as follows: For

“A” units of accelcration the

scale of coefficients (ordi-

nates) must read to about 1.2

ms per second per second, and

the scale of abscisse must read to about 32 ms per sccond:
for “a” units of acccleration the scale of ordinates must
read to about 4.0 km per hour per second, and the scale of ab-
sciss@ must read to about 115 kin per hour. The scale divisions
should obviously be larger in the chart for “A4” units than in thc
chart for “a” units.

The gradient pcreentage lines will be straight, just as thcy are
in Fig. 9, but their distances from the axis of # will be different
in the two cases. A grade of 1 per cent will represent a force
(F) of 10 kms per ton in both cases, but the numerical value of the
acceleration produced by this effort will depend upon the unit of

NEW SUMMER CAR FOR ST. LOUIS %

hangers arc bolted between with filler blocks in the intervening
space. The body framing of the car is the best quality of white ash
the seats are of the St. Louis Car Company type, with curvaturc
to make them comfortable for the passengers, as the scats are not
reversible, being stationary.

As this is a one-end car only, the brakes are placed only on the
front end of the car with the motor, and no passengers are allowed
to ride on the front platform. This is one of the longest single-

truck car bodies cver turned out for summer passenger travel, and

it is giving eminent satisfaction. The spring base of the truck is
22 ft, 4 ins., and the wheel base 8 ft.
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Noise an Element of Damage

In the Superior Court at Boston, Aug. 20, Chicf Justice Albert
Mason handed down his decision in the case of E. F. Baker against
the Boston Elevated Railway Company, holding that where prop-
erty is damaged by the construction of the railway, the petitioners
Lave a right to recover for the damages caused by the noise
occasioncd in the operation of the road. The case was a test suit
and the railway company contended that the petitioner could not
recover for the noise. This decision will materially increase the
damages the company will have to pay if the decision of the Su-
perior Court is sustained by the full bench of the Supreme Court.
The decision, substantially, is as follows:

“The facts involved in this cause arc simple and so far as not
agreed present no unusual difficulty of dctermination. The im-
portant question is onc of law, whether under chapter 348, Acts of
1804, and chapter soo, Acts of 1897, cither or both, the pctitioncr
can recover for damages to his estate from noisc, and if so to
what extent.

“The two statutes cited, if not as specific as might be, are cer-
tainly broad and sweeping. The Legislature is not limited to what
the constitution requires when private propcrty is appropriated to
public use, but may make the condition of its grant the payment of
damages of any class if its purpose to do so is manifest. The
requirement of the constitution and the classification of damages
adopted in the interpretation of other statutes are of weight in
determining the construction of those under which the petitioner
claims.

“Injury of a substantial character to a particular estate resulting
directly from an unlawful act, creating noisome smells, noxious
vapors, dust, smoke or great and disturbing noiscs, whereby its
occupation is rendered inconvenient or uncomfortable, is damage
recoverable in a private action, whether the act is also a public
wrong, or otherwise, 7That the maintenance and operation of the
respondent’s elevated railway as located would be, but for the
statute, a private nuisance to the petitioner’s estate by reason of
grcat and disturbing noise, quite indcpendent of the fact that
it 1s also an obstruction and impairment of a public right, and, but
for the statute, a public nuisance as well, is obvious to any who
make intelligent observation on the premises. As a private
nuisance it would be of such gravity that, if not beyond the power
of the Legislature to legalize it without providing compensation,
it is difficult to believe that it was intended to omit such provision
except upon the plainest manifestation of such intent. It is be-
lieved that each of the propositions thus far stated is supported
by the weight of authority, but it cannot be said that there are no
dccisions or reasoning in reported cases at variance with this view
Time does not permit a critical analysis of all the cases, but it is
well to note those cited in the respondent’s brief on which counsel
lay principal stress as conclusive against the petitioner’s right to
recover for damage to his estate from noise save to a limited and
almost trivial extent.”

The Chief Justice considers the cases, and says: “If these de-
cisions can have more than the limited force given them by the
dissenting opinion in Rand vs. Boston, 164 Mass. 354, they do not
go beyond holding that the private nuisance was of that mild type
which the Legislature could legalize without provision for com-
pensation, and that the statute did not clearly make such provision.
The decisions cited do not establish as a principle of uniform appli-
cation, even to ordinary surface steam railroads, that the inevitable
effects of proximity of the road and its operation to a particular
estate are not elements of damages to be recovered, though often
quoted as having such effect. The dccisions are limited to the
facts then before the court. In Brand vs. Hammersmith & City
Railroad Company, 4, Law Reports 171, the court says: ‘Ten
trains a day at twenty miles an hour might be no nuisance. This
might accommodate the public and pay a dividend; but fifty trains
a day at thirty miles an hour might be a grievous nuisance, though
much better for the public and for economy.” If this be true of the
modern conditions of operating ordinary surface steam railroads,
how much more emphatically is it so of an elevated railway upon
a metallic structure.

“The petitioner does not claim to recover for damage to his
estate resulting from the impairment of facilities for public travel,
or from the annoyance or inconvenience to travelers from dust,
noise or obstruction of light and air. So far as he or his tenants
suffer as travelers, more than others because of making more fre-
quent use of the street for travel, it is not claimed that the injury
differs in kind from that sustained by the public. It is not the
judicial function to make law but to ascertain and apply it.

“The court finds that the petitioner’s estate has been damaged
more than it has been benefited or improved in value by reason
of the location, construction, maintenance and operation of the
respondent’s elevated railway, not including any damage resulting
from the impairment of the facilities of public travel or
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any annoyance or discomfort to any in the use of such
facilities, to the extent of $2,000. The court further finds
that one-half of said damage is caused by the noise occa-
sioned by the opcration of said railway, and that the
damage from noise is $100 more than if said railway were located
wholly in that part of the strcct of which the fee is not owned by
the petitioner. The court rules that the petitioner is entitled to
recover the sum of $2,000 with interest from Sept. 10, 1901, the date
of filing tne petition.

“At the request of parties made at the trial the case may be
reported for the determination of the Supreme Judicial Court, such
judgment to be entercd as upon the facts found, the law requires.”

.—Q.’..___—
Power Brakes for St. Louis Street Cars

The committee appointed by the president’s department of the
Board of Public Improvements to investigate the practicability of
power brakcs for street railway cars adopted a report, July 26,
which was later presented at the meeting of the Board.

The committee rccommends the approval by the Board of the
Christensen compressed air brake, with either motor or axle-
driven air compressor pump; thc Standard (Westinghouse) com-
pressed air brake, with either motor or axle-driven air compressor
pump; the Westinghouse electro magnetic track and wheel brake,
and the Neal hydraulic brake.

The committee is composed of Hiram Phillips, president of the
Board; Joseph P. Whyte, Harbor and Wharf Commissioner; E.
A. Hermann, Sewer Commissioner, and Charles Varrelmann,
Street Commissioncr. The committec visited Pittsburgh, Wash-
ington, Philadelphia, New York, Boston, Buffalo, Chicago, Mil-
waukee and Indianapolis, and examined the street car service in
cach city. The committee reports that in all of the cities except
Washington street car power brakes were in more or less general
use. The brakes give satisfaction to the public and owners of the
railways, it is statcd. The brakes have been in use for two to six
years, with the result that the number of accidents has been
lessened. The cost of equipping the cars with the brakes has
been repaid in from three to five years, by the reduction of the
street railway companies’ expense account for accidents.

The report contains descriptions and plans of the brakes recom-
mcnded. It also contains a table showing the approximate dis-
tances in which cars can be stopped in cases of emergency. On
a level track, with a clean rail, it is stated, a car running at 35
miles an hour can be stopped within 170 ft.; running at 30 miles
an hour, within 120 ft.; at 25 miles an hour, within 8o ft.; at 20
miles an hour, within 50 ft.; at 15 miles an hour, within 30 ft.; at
8 miles an hour, within 8 ft., and 4 miles an hour, within 2 ft.

__—"Q—__._

Earnings of the North Jetsey Street Railv'vay in Newark

The North Jersey Street Railway Company is required to file,
annually, with the city authorities in Newark, N. J. a statement
of its gross receipts in that city. The statement which was filed
recently covers the year ending April 30, 1902, and while it does
not, by any means, cover all the properties operated by the com-
pany, gives a good idea of thc growth of the Newark business.
The gross earnings of the different divisions, as shown by this re-
port, compared with the preceding year, were as follows:

1902 1901

Plank road ..ooieiiiiiiiiiiiiiiiiiiiiiiiiie i $391,594 $386,1317
Jelleville Avenue ...... eparatseloissoe = Sloriutuns s aonteae s oz e AN 363,214 390,730
[0V AR NIRRT A RN S SR RSN .0, 0 0 5.0.00 345,140 321,625
South Orange o.eeeeeceeecostsioceessoonsnsoesessosssessss 337,048 351,194
Bloomfield . o.c0 Samens s s s § 5 SRR arsseinie o oaSIRERE 5 ShiE 239,138 220,149
TPUTHDPIKE  « s umions s suios 3 90w & 5 Gahs § G860 5 5 felsis 8 Gofd § Susisies 8 214,569 209,749
ElZabetll s cums - ammes s snmmn 5 ¢ coms § £ G000 5 0008 5 S8R0 5 santn e 154,779 142,923
Paterson, swe: sosms s cams csmms: § sms 5 5 Smms § 55k 5 SR = R . 123,645 o e
Rosevillel : cisus o vomss s dums s s5ms & Gaswms § G506 5 © SR 5 SHEE ¢ 123,480 115,553
KiAnney SEreet mussawmees ssmms « ose s 5w & v s Sups s s 117,438 107,356
Bergen SEreet: mes s nuwes s svwwn s cvws ¥ 5 o 5 5 vases 8 sims s S8550 108,975 100,108
Forest Hill .... 104,319 132,541
Kearny' wwns sown 102,148 96,041
Central Avenue 77,712 78,032
e it ] S DR Deo e 00 G0 G 0000 RS (8 51850 G805 o0 006 00000 59,309 52,281
I RErD A7 ESaREE2 000000000000 0000080 0ED0300050 PP — 38,827 44,119
Elizabeth AVENUE ..vueeeniiernineneenentnninnnenraencsnons 30,971 28,523
el conosooocoses JOREaa00RG e A A 00 05 00002000000 $2,966,699 $2,777,034

The mileage operated by the company is 267 miles, and as 15T
miles of track are located in the city, the tax paid the city is
proportioncd to that amount.

The earnings of the Belleville Avenue line for 1901 included the
Paterson earnings, which are reported separately for 19o2. If the
earnings of the Paterson line were -included with the Belleville
Avenue line for 1902 the total would be $486,859, against $390,730
for 19o01.
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Large Electric Railway Engine for Kiew

American praetice in engine eonstruetion has been so fully dis-
cussed in these pages that it will undoubtedly be of interest to
note how some of the European engine builders undertake to
design and build a large engine for eleetrie railway work, Among
the steam engine manufaeturers abroad who have given especial

2000-HP_ ENGINE FOR RUSSIAN RAILWAY

attention to the electrie railway field, there is none, probably, who
has done a larger business than Franeo Tosi, of Legnano, Italy.
Products from the Tosi works are used very extensively in Italy,
Franee, Spain and Austria, as well as to a lesser extent in a num-
ber of the northern countries. Through the eourtesy of this firm,
this paper is able to present in this issue some diagrams and a
general view of a 2000-hp vertical triple-expansion engine re-
eently built by them for the power station at Kiew, Russia, of the
Russische Elektrieitats-Gesellschaft “Union.”

These engines are of the three-crank type, one erank for each
of the three eylinders. An especially interesting feature of them
is that all eylinders are fitted out with poppet valve gear, while,
with very few exeeptions, all of the large vertical engines built
heretofore on the Continent, for electrical plants, have a mixed
type of steam distribution; that is, poppet valve gear on the
horse-power eylinder only and Corliss valve gear on the inter-
mediate and on the low-pressure cylinders. 'The advantages of
the poppet valve, not only with regard to eloser regulation when
the engine is working with a very light load or at times with no
load, but also with regard to its greater adaptability for the use
of highly superheated steam, are generally conceded, and it was
for this reason that the valves have been applied to all three
cylinders. )

The first engine of the two ordered for Kiew has just been
shipped from the works at Legnano, where it had been erected
on a foundation specially built for the purpose of giving it a
thorough shop trial. |

The dimensions of the eylinders are as follows: Diameter of
the high-pressure cylinder, 700 mm. (27% ins.); diameter of the
intermediate cylinder, 11700 mm. (47.2 ins.); diameter
of the low-pressure eylinder, 1750 mm. (68.9 ins.) ;
stroke of pistons, 1050 mm. (41.3 ins.). The number
of revolutions per minute is ¢4. All eylinders are
jacketed. On the high-pressure eylinder this is done
for the sake of having a hard liner in the cylinder and .
for warming up the cylinder before starting; super-
heated steam Dbeing used. The jaeket will not be
heated while the engine is working. The jaekets on
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the intermediate and on the low-pressure cylinders are heated by
steam coming from the preceding cylinder.

Each cylinder has four poppet valves, two for admission and two
for exhaust. As seen in the drawing, they are placed in each head
to reduce the waste room to a maximum. The valves of the first
and second cylinder, for the purpose of reducing their lift, are
made with four seats and, for the same reason, those in the low-
pressure eylinder are made with six seats. The latter are prob-
ably the only poppet valves of this type ever built.

All the valves take their motion {rom a revolving shaft carried
horizontally on brackets in front of the three eylinders, which
shaft, in turn, is driven from the crankshaft by means of two pairs
of helical gears and one vertieal shaft. The two admission valves
on the horse-pover eylinder have their valve gear moved by one
eceentrie, keyed to the revolving shaft acting on one wrist-plate
common to both, and the simple trip device is eontrolled by a
Porter governor, which is also driven from the revolving gear-
shaft by means of helical gears. All the other poppet valves are
moved in pairs of two-admission valves or two-exhaust valves on
each cylinder from one wrist-plate eommon to both, and whieh
is moved by one eccentric keyed on the revolving gear shaft. The
wrist-plate is connected, by means of rods, to one end of the
“rolfling” or ‘“‘progressive’” valve-lever, whose other end 1s at-
tached to the stem of the poppet valve. This valve gear thus
combines the advantages of the quiek wrist-plate motion with

those of the rolling lever, the valve is lifted slowly and without
shock from its seat, and is then opened quickly.

The cut-off in the intermediate and low-pressure cylinder ean
be regulated by hand within certain limits.

The admission valve in the lower head of the horse-power cylin-
der 1s more than eounter-balanced by a weight combined with
dashpot, in order to seeure elosure of valve in case of breaking
of the spiral spring, thus to guard against running away of the
engine. The governor is fitted with shding weights to vary the
speed and also with a safety deviee which will stop the engine in
case of a breakdown of the governor, and which will also enable
the engineer, in ease of an emergeney, to quiekly stop the engine
by simply moving a lever instead of shutting off the steam at
the engine stop valve.

The engine frame consists of three cast-iron stands containing
the cross-head guidecs and of three steel columns, well braced

and the cast-iron stands by cast-iron struts

between themselves
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CROSS SECTION THROUGH HIGH PRESSURE CYLINDER
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and wrought-iron tie rods, all mounted on a common bed-plate.
This bed-plate is cast in three pieces containing four bearings for
the crank shaft. All bearings are lined with a special composi-
tion of white metal.

The crankshaft proper is made in two pieces, each piece having
one forged “U” crank, one end of which flanged to connect to
the dynamo shaft, while the other end has one side-crank shrunk
on. These two side-cranks are connected by one crank pin,
forming thus the third “U” crank. Of the two dynamo shafts
connecting to the flanged ends of the crankshait, one carries a
direct-current generator and a fly-wheel, while the other carries
an alternator.

The duplex single-acting air pump which is used in connection
with a jet condenser is driven from the cross-head by means of

STREET RAILWAY JOURNAL.

[Vor. XX. No. 9.

Semi-Annual Report of the Bridge Commissioner of
New York

The semi-annual report of Bridge Commissioner Lindenthal, of
New York, for the first six months of 1902 was published in “The
City Record” on Aug. 12. The report is dated July 1, and .as
submitted to Mayor Low shortly after that time. It goes into
detail on all work, mechanical and clerical, that has been done, and
mentions all changes in the department sincc the new administration
took office.

The Commissioner believes the Manhattan Bridge will be the
most important bridge between New York and Brooklyn, as “it is
intended that the Manhattan approach on Canal Street shall be on

LONGITUDINAL SECTION 2000-HP VERTICAL ENGINE, SHOWING VALVE DETAILS

connecting rods and beam. Suction valves are omitted, so that
the resistance to the water entering the pump is reduced, and a
good vacuum is obtained. The passages for the flow of the water
and air are of ample size, in order to secure noiseless running at
high speed. All delivery valves are made easily accessible.

All cylinders have direct lubrication to the inside through the
top heads, and the high-pressure cylinder has, in addition, three fur-
ther means for oil lubrication, one through the upper admission
valve, one through the lower steam pipe and one through the
stuffing box. A sextuple oil pump is driven from the gear shaft
of the engine by means of two eccentrics. All of the engine
lubrication, that is, of all the journals and guides, is accomplished
from a reservoir placed at some height over the engine. The

spent oil is collected in a tank located in the basement of the .

engine room. It is then filtered and pumped up again into the
reservoir.,

The engine can be turned slowly without steam, if desired, by
means of an electric motor, which acts through a worm gear and
pinion, and which can be thrown in or out of contact with an

internal gear on the rim of the fly-wheel,

a line to the North River, and intersect all transportation lines run-
ning north and south in Manhattan.

Referring to the Brooklyn Bridge, the Commissioner says that
delays have been very few in the traffic, and those chiefly due to
heavy snowstorms in February and March. He does not estimate
the number of people carried across the bridge in one day, but
quotes figures of the Brooklyn Rapid Transit Company for a day
of twenty-four hours, in which 295,058 passengers were carried on
the trolley cars. This is an increase, he says. of 11,004 passengers
over the previous count made last fall. Referring to plans for
temporary relief, Mr. Lindenthal says:

“A number of plans have been providing for increased traffic
facilities in the Manhattan terminal of the bridge, the most feasible
and least expensive being a plan for four additional loop tracks on
the lower floor or the terminal for the use of the surface cars until
plans for permanent improvement can be carried out; but before
such tracks can be built it will be necessary to extend the tail-
switching tracks of the bridge ratlway across Center Street and
lengthen out the platforms in order to obtain the approaches and
stairways required to replace those which will have to be removed
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when the new loops are built. Conflicting interests and circum-
stances have thus far delayed this improvement.

“These proposed temporary expedients have no relation to the
permanent terminal improvements, and should be made on a com-
prehensive scale for all future needs, and should inciude the other
bridges over the East River now under construction.”

The Commissioner then refers to the two plans for relief, one
of which was devised by the three experts under the McCarren act,
and the other by Chief Engineer Martin, of the Brooklyn Bridge.
the Commissioner says further:

“There is good reason for the belief that through the co-operation
of the Bridge Department with the Rapid Transit Board a final,
adequate and permanent solution will be found for the bridge ter-
minal question.”

Cincinnati Franchises Declared Invalid

The Superior Court, Judge Dempsey, Judge Smith and Judge
Ferris concurring, has declared unconstitutional the Rogers law,
which granted the Cincinnati Strect Railway Company an extension
of its franchise for fifty years, expiring in 1946. If the Supreme
Court sustains the Superior Court, franchises granted clsewhere
under the same law will be invalid. The court held that the
Rogers law arbitrarily classifies street railways and municipalities
and that it is not uniform. The law gave a fifty years’ extension
of franchise only for such street railways as complied with various
conditions on the day it went into operation. It is generally be-
lieved that the decision will be reversed when taken before the
Supreme Court.

— b —

Open Cars for the West Indies

The Island of Trinidad, off the coast of Venezuela, has paved
so many of our streets with its famous asphalt that it is only fair
that America should contribute something in return. Thas has been
done in the shape of fifteen new cars, built by the J. G. Brill Com-
pany, and lately placed in commission on the fine streets of the hand-
The cars were ordered by
Aside from their fine con-

some tropical capital—Port of Spain.
the Trinidad Electric Company, Ltd.
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and the best thought of the railroad managers of this State upon
the subject during the past year.

The question of the “Economic Use of Power by Motormen”
has been assigned to scveral individuals, and will be taken up as a
subject of discussion.

The following papers are also announced :

“Power House Accounting,” by R. E. Danforth, of the Rochester
Railway Company.

“Supply House Methods,” by A. C. Tully, Metropolitan Street
Railway Company.

“Accidents,” by Charles R. Barnes, inspector of the Board of
Railroad Commissioners. At the close of Mr. Barnes’s paper this
subject will be discussed by W. W. Cole, of Elmira, and Hon.
Joseph F. Daly, of New York.

“The Effect of Interurban Service on Small Towns,” Colonel N.
H. Heft.

“The Removal of Snow and Ice,” by W. Boardmann Reed, of the
Metropolitan Street Railway Company, of New York.

“Discipline,” by C. B. Fairchild.

The Trunk Line Association has granted a rate of fare and a
third on the certificate plan to all delegates attending the conven-
tion, and the Fort William Henry Hotel has granted a special rate
to all delegates.

A special invitation has been extended to both supply men and
ladies by the local committee, and it is hoped there will be a large
attendance of both. A ladies’ reception committee has been ap-
pointed, and a reception to the ladies will be held upon the first
morning of the convention.

Large accommodations have also been made for an exhibit of
street railway supplies for those who wish to take advantage of
making an exhibit. The exhibits will be in accommodations ad-
joining the convention hall, and some person will be in attendance
at the Fort William Henry Hotel on Monday morning, Sept. 8, to
attend to the wants of the supply men.

— P —
The Mersey River Tunnel

The last of the main generators and engines intended to be
installed in the power plant of the Mersey Tunnel Railway, Liver-
pool, are about to be shipped

from the Westinghouse
Works at East Pittsburgh.
These generators are of the

railway type (1200 kw, 650
volts, go r p.. m.), and are to
be direct connected to verti-
cal cross-compound Westing-
house-Corliss engines of 1500
hp each. The power house
lighting and the electric light
of all stations, sidings, etc.,
will be supplied from a sepa-
rate generating plant, com-
prising two compound-wound
generators, each having a ca-
pacity of 200 kw at 650 volts,
direct connected to Westing-
house compound enges, and
running at a speed of 250

OPEN CARS FOR TRINIDAD

struction and appearance, are interesting from the fact that they
depart from the usual bulkhead construction.

The cars are 30 ft. long over all; the width over the sill plates is
6 ft. 3 ins.; width over the posts is 7 ft. 2 ins, and over all 7 ft.
8 ins. The vestibule ends are steel sheathed, and have pockets for
the windows. The cars are equipped with “Dedenda” gongs,
round-corner seat-end panels, radical draw bars, angle iron
humpers, ratchet brake handles, etc. The trucks are of the Brill
21-E pattern.

—_— e

New York Street Railway Convention

This convention, as has already been announced, will take placc
Sept. 9-10, at the Fort William Henry Hotel, Caldwell, and an
interesting programme has been arranged.

The committee on rules, which was appointed two years ago, and
which made its first annual report at the last meeting, has devoted
considerable time to the formation of a second annual report,
which will embody the suggestions made at last year’s convention,

r. p. m. The power generat-
ing plant will have an aggre-
gate output of about 6600 hp
—6000 hp for the railway
proper and 600 hp for lighting. The Westinghouse electropneu-
matic system of train control is to be used, and the cars will be
equipped with Westinghouse high-speed air brakes. The roiling
stock will consist of sixty cars, each about 60 ft. in length. The
trains will be formed of five cars each, the first and last cars of a
train being motor cars, equipped with four roo-hp motors each.

The Mersey Railway connects Liverpool and Birkenihiead, and
passes under the river Mersey. The tunnel is double tracked. The
route of the railway is about 474 miles long, the total length of
track, including sidings, being about 12 miles long. Its situation is
unique, joining two such important business cities, between which
the only competition in the transportation of passengers and
freight is given by ferry boats on the river, and the traffic on the
line is large. The number of passengers carried amounted to be-
tween seven and eight millions per year, even with the old steam
locomotive system.

The railway is standard gage, laid in accordance with heavy
steam railway practice, the rails being of the ordinary English “bul!
head” type, weighing 86 1bs. per yard. The line is to be fitted with the
third rail system, the conductor rail to be laid alongside and just
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outside of the running track. The running rails will not be used
as the return electrical conductor, but a fourth rail is to be placed
between them solely for this purpose. The third and fourth rails
will be similar in size and in arrangement. They are to be of
T-section, 6o ft. in length, and to weigh 100 1bs. per yard. They
will be effectively bonded and carried on stoneware insulators,
spaced at intervals of 7 ft. or & ft. apart.

It is expected that trains will run on a three-minute service.
The tunnel and the seven stations of the system are to be electric-
ally lighted throughout. The power generating station, the ma-
chinery and the track work are all being pushed rapidly to com-
pletion.

— e

Electric Traction in Russia

According to Thomas E. Heenan, United States consul at
Odessa, clectricity is coming into use for tramways in Russia.
The fizst electric tramway built in Russia was the one at Kief,
which dates from 1803. In 1808 forty-five cities had constructed
such lines. Their length exceeded 312 miles. The number of motor
cars was about 300 and there were many trail cars. The total
length of wire for the electric tramways in St. Petershurg is esti-
mated at 1875 miles. Owverhead and underground conductors will
be used, and, on the principal strects, the accumulator system
will be adopted. Nearly 400 motor cars will be in use, and there
will be 300 trail cars. Other cities also contemplate the employ-
ment of electricity on a large scale, and plans are under consid-
eration for its use on the great railroads of Russia. These projects
include the construction of an electric railroad to connect
neighboring towns on the western frontier of Russia, and the
establishment of a road to cross the Caucasus Mountains, between
the town of Suhkum and one of the stations of the Vladikavkas
Railway. To supply power for this latter road it is proposed to
harness the mountain streams.

In regard to extending trade in Russia, Mr. Hcenan says:

“It will thus be seen that the demand for electrical apparatus
and machinery in Russia is relativcly but littie satisfied by the
home manufacturers, and the progress in the application of elec-
tricity for transportation, manufacturing, and domestic economy
will undoubtedly enormously increase the market for foreign
appliances. American manufacturers should have their share of
this trade, and there is but one way to sccure it—that is, to estab-
lish branch houses in this country and place the same in the
hands of competent men. The Germans hold the field in supply-
ing this country with clectric appliances, because they are ever
present and always patient; they study their customers, ascertain
their financial condition, give long credit with reasonable intcrest,
and cmploy men who are either German-speaking Russians or
Germans born in Russia, who, of course, speak both Russian and
German.”

It will require more than a casual visit to Russia on the part of
American business men, Mr. Heenan says, if they are to win
their proper share of the future business to be donc in electrical
appliances, and he says that it is not too much to say that in no
other branch of trade is there likely to be such matcrial progress
in Russia.

—
Street Railway Patents

[This department is conducted by W. A. Roscnbaum, patent
New

attorney, Room No. 1203-7 Nassau-Beekman DBuilding,
York.]:

UNITED STATES PATENTS ISSUED AUG. 19, 1902.
707,120. Car Wheel; G. Killian, Scranton, Pa. App. filed

Relates to a built-up car wheel, and comprises

Aug. 30, 190I.

PATENT NO. 707,331

two disc body portions and a tire which covers the periphery of
both discs.
707,149. Brake; A. R. Moore, Charlotte, Mich.
March 19, 1902. Details of a braking mechanism.
707,208. Side and Center Bearing for Car Trucks; E. CIiff,
Newark, N. J. App. filed July 2, 1902. The bearing comprises
upper and lower members having at each side of a vertical trans-

App. filed
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verse line oppositely inclined track surfaces between which roll-
ers are located, there being means whereby the rollers are kept
a definite distance apart.

707,255. Safety Ball for Tram Protecting Rollers; E. Raus,
Prague, Austria-Hungary. App. filed April 30, 1902. A fender
consisting of a rotating cylinder or cylinders which are covered
with elastic balls or fingers.

707,331. Car Brake; W. House, Syracuse, N. Y. App. filed
Jan. 16, 1902. Relates to mechanism in which the braking action
is obtained by mcans of rollers forced into frictional contact with
the threads of the car wheels and track rails adjacent thereto,
which contacts subjcct the rollers to strains reverse from the
rotation of the car wheels.

707,465. Emergency Brake; C. Vogel, Newburg, N. Y. App.
filed March 7, 1902. A device having a beak which is adapted
to be forced into the surface of the roadbed when it is desired to

stop the car.
[

PERSONAL MENTION

MR. F. MMKENNA, at prcsent road master of the Toronto
Street Railway Company, of Toronto, Canada, has been ap-
pointed inspector of the company, a newly-created position.

VICE-PRESIDENT C. S. SERGEANT and Chief Engineer
of Elcvated Lines George A. Kimball, of the Boston Elevated
Railway Company, rccently sailed for an extended European trip
of combincd business and pleasure.

MR. F. B. LENEGAN, formerly supcrintendent of the San
Francisco & San Mateo Electric Railway and the Haywards-
Oakland Electric Railway, of California, has becn appointed
superintendent of the Los Angeles Traction Company, of Los
Angeles, Cal. .

MR. ERNEST W. CARPENTER, who has been in the em-
ploy of the Port Chester Street Railway for many years, has re-
cently been appointéd assistant superintendent of the New York
& Stamford Railway Company, which now controls the Port
Chester Strect Railway.

MR. W. F. D. CRANE, who has been associated with Sander-
son & Porter, 31 Nassau Street, in an engineering capacity, has
recently joined the forces of the American Stoker Company, 277
Broadway, New York, as manager of its contract department.
Mr. Crane will have his quarters in the New York office of the
company.

MR. P. E. GARRISON, master mechanicof the Fonda, Johnstown
& Gloversville Railroad, of Gloversville, N. Y., died suddenly in
his office in Gloversville a few days ago. Mr. Garrison was
formerly connected with the Erie & Central Railroad, and was
master mechanic of the Western division of the West Shore Rail-
road for a number of years.

MR. CHARLES F. WALLACE, of the operating and en-
gineering departments, and Mr. Karl A. Ancien, purchasing
agent, of Messrs. Stone & Webster, of Boston, have just returned
from an extended trip through the South, West and Middle
States, in which a number of the firm's properties were visited,
including El Paso, Tex.; Scattle, Wash.; Minneapolis and otlrers.

MR. EDWARD BIRD EDWARDS, who for almost half a
century was identified with street railroad enterprises in Philadel-
phia, died a few days ago at the home of his daughter in East
Moorestown, N. J., where he had been visiting. Mr. Edwards
was born in Philadelphia in 1822 and after- attending Haverford
College, entered into business as a flour and feed merchant and
later became a lumber dealer. He invested largely in street rail-
way interests and was made president of the Ridge Avenue
Passenger Railway Company, of Philadelphia, holding, in addition
to this, the presidency of the Board of Street Railway Presidents.
1t was through Mr. Edwards that 5-cent fares were cstablished in
Philadelphia, the Ridge Avenue line being the first to abolish the
6-cent rate.

MR. THOMAS NEVINS, of East Orange, N. J., died at his
residence, Mount Shannon, Castle Connell, County Limerick, Ire-
land, on Aug. 21. Mr. Nevins was a man of wealth and a large
shareholder in many electric traction companies in the United
States. He was also connected with railroad and gas enterprises
in New Jersey. In England Mr. Nevins had engaged to construct
under the name of the South Lancashire Electric Traction Com-
pany, a number of interurban electric lines between and around
Liverpool and Manchester. Mr. Nevins was born at Kells,
County Mayo, Ireland, May 30, 1844. He came to the United
States in 1864, settled in Orange and embarked in the contracting
business. His early work was in connection with the macadamiz-
ing of strects and roads. He afterward secured a blue stone quarry,
which laid the foundation of his later wealth. He became interested
in the development of electric railways, and at one time was largely
interested in the street railroads of Detroit, Mich.
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LEGAL DEPARTMENT

CONDUCTED BY WILBUR LARREMORE OF THE NEW YORK BAR

Sensational Exhibits and Episodes in Accident Cases

In Rost vs. R. R. Company (10 N. Y. App. Div., 478), it was
laid down that in an action for damages for personal injuries
caused by the alleged negligence of the defendant, it may be
proper to exhibit the injured bodily member to the jury, if such
exhibition be necessary to enable the jury better to understand
the character of the injury, or the conditions which existed when
it was received. It was, however, held that where the legitimate
purposes of the exhibition are necessarily slight, and the evident
tendency of it is to work improper and illegitimate results, the
rule does not apply. It was therefore decided that the exhibition
of a child’s foot, which had been amputated and preserved in a
glass jar, was error which called for a new trial.

In Perry vs. Met. St. Ry. Co. (68 N. Y. App. Div,, 351), it
was held that a plaintiff in an action to recover damages, who al-
leges that several of his ribs were fractured, that he had been in-
jured about the body and internally, and that the injuries are
permanent, may properly be allowed to exhibit his bared body to
the jury, and to have pointed out thereon the physical signs
of the injuries, where the defendant announces its intention of
disputing the question whether the plaintiff’s injuries were as
serious as le claimed them to be. The distinction between these
two cases is one of simple common sense and justice. If a de-
fendant does not controvert the nature and extent of injuries,
through a street railway accident or other cause, there can
be no practical necessity for introducing the injured or dismem-
bered portions of a human body in evidence. If there be no
such probative necessity the exhibition will almost inevitably tend
toward placing the jury in an unjudicial frame of mind; toward
influencing them to increase a verdict for an injured person
through mere horror and physical repulsion.

In connection with those cases there may be instanced two
others that came before the Appellate Division of the Supreme
Court of the State of New York, Corlcy vs. N. Y. & H. R. R. Co.
(12 App. Div., 409) and McGloin vs. Met. St. Ry. Co. (71 App.
Div., 72). In neither of them was a formal introduction in evi-
dence of physical abnormality relied on as error. In the Corley
case, however, it presumptively appeared that the plaintiff had, by
an elaborate display of fictitious infirmity, feigned very serious in-
jury which did not exist. In the McGloin case it appeared that
on the first day of a trial for personal injuries, after adjournment,
and in the presence of one or more of the jurors, the plaintiff be-
came prostrated in the court room and was attended by physicians
and after about twenty minutes was removed from the room.
There was evidence that his physical condition at the trial was
the result of the injuries alleged. It was not alleged that the
attack was simulated or that symptoms were intentionally mani-
fested before the jury, and the court asked any of the jury so
affected by the event that they could not decide the case as if it
had not occurred to rise, but no one arose, and a juror who saw
the occurrence stated that it would not affect his decision.

In the McGloin case it was very properly and justly held that
the refusal of the trial court to grant a new trial would not be
disturbed. In the Corley case the Appellate Division, fully as
properly and justly, went to very considerable lengths in order
to grant a new trial.

Under the present condition of “accident litigation” the policy
of discretionary reversal in proper cases is certainly not to be dis-
couragcd. The action of the Appellate Division of the New Yorlk
Supreme Court in the four cases above cited certainly tends to
show that it will endeavor, upon some available legal theory, to do
substantial justice with regard to veritable claims, as well as
fictitious and fraudulent claims, and the policy pursued by that
tribunal may well be adopted as a model elsewhere.

LIABILITY FOR NEGLIGENCE.

GEORGIA.—Second Appeal—Law of the Case.

A judgment denying an interlocutory injunction, when the same
depends entirely upon questions of law, is, upon its affirmance by
the Supreme Court, conclusive against the plaintiff in error as to
every such question made by his assignments of error, though
there be no express reference to all of them either in the opinion
filed, or in the synopsis of the points decided.—(Savannah, T. &
I. H. Ry. Co. vs. Mayor, etc., of City of Savannah, 41 S. E.
Rep., 592.)

Note.—Communications relating to this department should be addressed to
Mr. Larremore, 32 Nassau Street, New York City.

ILLINOIS.—Carriers—Street Railways—Injury to Passenger
—Complaint—Amendment—New Cause of Action—Allegations—
Evidence—Special Damages—Elements of Damage—Unskillful
Medical Treatment—Instructions—Remarks of Court—Harmless
Error.

1. Where, in an action against a street railroad and another
for injuries, the complaint alleged that the scrvants of the rail-
road so carelessly managed thc car in which plaintiff was seated
and the other so carelessly managed a truck he was driving that
the car and truck collided, and injured plaintiff, a contention that
an amendment, after the time limitcd for bringing an action for
the injuries, to the effect that plaintiff was in the cxercise of ordi-
nary care for her safety, was a statement of a new cause of action,
so that the bar of limitations might be interposed, was without
merit.

2. Hurd's Rev. St. 1899, p. 1287, enacts that the adjudication of
the court allowing an amendment shall be conclusive evidence of
the identity of the action. Held, that a contention that an ob-
jection to an amendment as the statement of a new cause of action
barred by limitations could not be taken by plea, but should be
taken by exception, because the allowance was conclusive, was of
no merit; limitations being a privilege which must be pleaded to be
availed of, and a count on a new cause of action being good un-
less the defense of limitations is interposed.

3. Where, in an action for injuries, the complaint alleged that
plaintiff sustained serious physical injuries, causing great pain
and suffering and impairment of bodily health, strength, and abil-
ity to labor, evidence of a miscarriage seven months after the
accident was admissible. -

4. In an action for injuries, counsel for defendant had been
inquiring about plaintiff’s testimony as to her health before the
accident. His questions had been fully answered, and plaintiff
had stated she had not had a doctor, but had sometimes taken
a little medicine in the spring. The court then said, in effect,
that he should have to interpose an objection if counsel were
going to consume time with immaterial matter; that she might
as well be asked if she did not get up in the morning during the
several years; that thousands of people took medicine in the
spring, and it did not prove her health bad. Held, that the re-
marks were improper.

5. The remarks were not prejudicial.

6. It did not appear that the cross-examination was improperly
abridged.

7. In an action for injuries, an instruction that, if plaintiff
exercised ordinary care in seeking medical aid, she might recover
for all physical impairments, though they resulted “in whole”
from mistakes of medical attendants, was improper.

8. The error was harmless, it appearing from the evidence that
her impairments were not wholly due to mistakes in treatment.

9. Where mistakes are made in the treatment of one injured,
who has used ordinary care in the selection of medical attendants,
injuries from such mistakes are a part of the damages resulting
from the original injury.—(Chicago City Ry. Co. vs. Cooney, 63
N. E. Rep., 1029.)

ILLINOIS.—Street Railroads—Action for Injuries—Child on
Track—Evidence—Sufficiency—Admissibility—Credibility of Wit-
nesses—Previous Contradictory Statements—Jury Questions—
Contributory Negligence—Capacity of Child Under Seven—Neg-
ligence of Parent—Imputation—Instructions.

1. Plaintiff’s evidence tended to show that, when he, a six-year-
old boy, was run over by defendant’'s eleciric street car, he was
standing on defendant's track, about 2o ft. from a street crossing,
with his back toward the approaching car, and talking to a boy
standing on the sidewalk; that the car was running about 16
miles an hour; that no bell was sounded for the crossing, and that,
when the boy on the sidewalk saw it, he warned plaintiff, who
attempted to get off the track, but too late, the car being only
15 ft. away; that plaintiff was standing in full view of the motor-
man; and that, when the car stopped after running over him, it
had passed him 75 ft. Defendant’s evidence tended to contra-
dict plaintiff'’s on all material points, and there was evidence of
previous contradictory statements by plaintiff's principal wit-
nesses. Held, that the evidence was sufficient to justify the sub-
mission of the case to the jury.

2, The fact that a street car runs an unusual distance before
it is stopped, after running over a person, is some evidence of
improper management thereof.
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3. Where, in an aetion against a street railway company for
injuries, defendant introduced evidence, based upon notes taken
in an interview with plaintiff's witnesses immediately after the
accident, and on a subsequent interview between sueh witnesses
and defendant's attorneys, which was taken down by a stenog-
rapher, tending to contradict the testimony of the witnesses at the
trial, whether the witnesses were in fact contradicted was for the
jury.

4. In an action against a street railway company for injury to
a child of tender years, it appeared that he had been going for
several months to a school two blocks from his house, to reach
which he had to cross defendant’s tracks, which ran by the
school; but it did not affirmatively appear that he went to school
alone, and his mother testified that she never allowed him to go
alone to visit his playmates, only a block and a half away. Held,
that the evidence was insufficient to show that the child was of
sufficient intelligence or capacity to exercise any care for his own
safety, especially in view of the presumption that defendant
obeyed the law and excrcised greater care at the crossings fre-
quented by school children than at the ordinary crossing, where
the child was injured.

5. A child under seven years of age is incapable of such con-
duct as will constitute contributory negligence.

6. The giving of an instruction which states the law incor-
rectly is not reversible error, where it appears that under the
evidence the jury could not have found otherwise than in accord-
ance with the effect of the instruction.

7. Where an instruction, in an action against a street railway
company for injury to a pedestrian, that defendant, in using the
highway, was bound to use “every reasonable effcrt to avoid in-
jury to others,” was qualified by other instructions that defendant
was not bound to use the highest degree of care, but only ordi-
nary care under the circumstances of the case, and possible error
in the first instruction was cured by the others.

8 1In an action against a street railway company for injuries,
the court instructed that in considering the credibility of wit-
nesses, and in determining the worth of their testimony, the jury
might consider the fact that a witness was in defendant’s employ,
and also his connection, if any, with the accident complained of.
Other instructions stated that defendant’s employees were compe-
tent witnesses, and that their testimony could not be arbitrarily re-
jected because they were such employces, and that, if the jury
believed that any witness was interested in the result of the suit,
they might consider such interest, together with all the other cir-
cumstances which would aid them in determining the credit to be
given such witness. Held, that any possible defect in the first
instruction was cured by the others.

0. In an action against a street railway company for injury to
a six-vear-old boy, which was tried four years after the accident,
plaintiff testified that he did not remember how he was hurt,
whereupon defendant introduced evidence of previous statements
made by him to his playmates as to the manner in which he was
injured. Held, that there was no error in instructing that the
admissions of a child of plaintiff’s age when his admissions were
made should be received more cautiously than those of an adult,
and should be weighed with reference to his age and under-
standing. )

10. The negligence of the parent of a child six years old in
allowing him to go across street car tracks with a boy eleven
years old was not imputable to the child, so as to support the
defense of contributory negligence to his action for injuries re-
ceived through the negligence of the railway company.—(Chicago
City Ry. Co. vs. Tuohy, 63 N. E. Rep., 997.)

KENTUCKY—Unrecorded Mortgage—Purchaser Without
Notice— Waiver of Lien by Acceptance of Personal Security—
Property Added to Street Railroad Covered by Prior Mortgage
on Road.

1. The lien of an unrecorded mortgage is inferior to the lien
subsequently acquired by a mortgagee who gave credit without
notice of such prior lien.

2. A seller who had a lien for the purchase price on property
sold to a corporation waived his lien by accepting in satisfaction
of his claim the notes of the corporation indorsed by the individual
stockholders. -

3. Property added to the plant of a street railroad company,
and which becomes an essential and integral part of its road,
passes under a mortgage previously executed and recorded, con-
veying its entire road, constructed and to be constructed, though
the property thus added was furnished under a contract stipulating
that the title was to remain in the seller until payment made.—
(Westinghouse Electric Mfg. Co. vs. Citizens” St. Ry. Co. et al,
68 S. W. Rep., 463.) C

KENTUCKY.—Carriers—Street Railroads—Care Due Passen-
gers—Contributory Negligence—Panic Among Passengers—
Proximate Cause—Instruction as to Burden of Proof.
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1. The duty of a street railroad company to a passenger to
protect her from injuries from its appliances is not fulfilled by
recent inspeetion of its cars, or by an inspeetion by a competent
employee, but the law requires of it “the utmost care and skill
which prudent men are accustomed to use under similar eircum-
stances.”

2. It was error to instruct the jury that it was the duty of plain-
tiff, when going upon defendant’s ears, “to exercise due care and
caution, use her eyes, and act with reasonable eare and judgment
for her own safety, more especially if she found the ear unusually
overcrowded with passengers,” but the court should instead have
instructed the jury that it was incumbent on plaintiff while on the
car “'to exercise such care and caution as might be reasonably ex-
pected of a person of ordinary prudence situated as she was.”

3. If the negligence of defendant produced a flash of fire, fol-
lowed by smoke in the car, causing a panic among the passengers,
whereby plaintiff was injured, that negligence was the proximate
cause of the injury, provided the conduct of the passengers was
such as might rcasonably be expected under similar circumstances,
considering the crowded condition of the car and the faet that it
was moved by electricity.

4. A passenger makes out a prima facie case against the car-
rier when he shows an injury resulting from a defect in any of
those things the carrier is bound to supply.

5. It is safer to so frame instructions as to indicate the burden
of proof without expressly referring to it, and therefore the court
should have instructed the jury that, if plaintiff’s injury was due
to any defect in the car or cars on which she was riding, or the
machinery or appliances connected therewith, and she did not, by
her own want of ordinary care, contribute to the injury, they
should find for her the damages she thereby sustained, unless they
believed from the evidence defendant had exercised the utmost
care and skill which prudent men are accustomed to use under
similar circumstances to ascertain any defects in the car and ap-
pliances and secure their safety.

6. When specific facts are alleged constituting contributory
negligence, the instructions should be confined to those facts.—
(Davis vs. Paducah Ry. & Light Co., 68 S. W. Rep., 140.)

LOUISIANA.—Street Railroads—Injury to Person on Track.

Where a boy of 13 walks from one side of a street, on whieh
there are double car tracks, toward the other side, at night, and,
without stopping, collides with a car, blazing with light, loaded
with passengers, and moving at the rate of six miles per hour,
which there was nothing to prevent his seeing and hearing, there
can be no recovery for injury resulting from such collision.—
(Kaiser vs. New Orleans & C. R. Co., 32 Southern Rep., 75.)

MASSACHUSETTS.—Carrier—Street Cars—Ring in Floor—
Injury to Passenger—Negligence of Company—Evidence—Ad-
misibility.

1. Evidence is admissible in an action against a street railway
company by a passenger injured by catching her foot in a ring
in the floor of the car that the ring was standing erect immediately
after the accident, and, on being pushed down, would rise and
remain upright on the starting of the car, as such evidence tends
to show that the ring was in such condition and operated in such
manner when the car left the barn, some time before, which
would charge the company with notice of the defect, or show
negligence on the part of the conductor in failing to discover its
condition.

2 Where the testimony of a witness on cross-examination is
inconsistent with his testimony in chief, his testimony should not
be stricken out, but should be submitted to the jury, with in-
structions that it is inconsistent with itself.

3. A street car company is negligent in allowing a ring in the
floor of its car to get into and remain in such a condition that it
rises when the car starts, and remains standing unless replaced,
even though the builder of the car is reputable, and the ring is a
usgal device.—(Kingman vs. Lynn & B. R. Co., 64 N. E. Rep.,
79.
MICHIGAN—Street Railroads—Action for Injuries—Persons
on Track—Contributory Negligence.

In an action against an electric railroad company for injuries to
a pedestrian it appeared that, after one of defendant’s regular pas-
senger cars passed him. plaintiff walked in the same direction
about 200 ft., and went upon defendant’s track, and continued his
way for 200 ft. further, when he was struck by a gravel train
approaching from behind. Plaintiff did not look back after the
passenger car passed, but the motorman testified that he saw
plaintiff when within about 200 ft. of him, and that he at once
rang the gong, and tried to stop. The evidence as to whether the
gong was sounded and as to the distance the car ran after striking
plaintiff was conflicting. Held, that the question whether the ac-
cident was due to plaintiff’s contributory negligence was for the
jury.—(Quirk vs. Rapid Ry., go N. W. Rep., 673.)
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MISSOURI.—Contracts — Fraud — Action — Equity — Juris-
diction—Parol Evidence—Trial—Non-suit.

1. Plaintiff was injured by collision with a street car, and
brought action at law against the company on its failure to per-
form an alleged agreement by which it was to furnish a physician
to treat and curc plaintiff’s broken leg so as to make it well and
sound, so that plaintiff could walk and perform manual labor.
Defendant produced a written agreement, signed by plaintiff, by
which defendant merely agreed to pay plaintiff’s cxpenses, doctor
and board bills, until he was able to get home. Held, that plaintiff
was not entitled to show that he signcd the agreement under a
mistake as to its contents, produced by misrepresentations made
to him by the agents of the railroad company when he was too
weak to read, with the dishonest intention of securing his signa-
ture to an agreement different from the one agreed to verbally;
as the fraud which renders a contract void at law relates to tlic
execution, and not misrepresentations as to the subject matter.

2. The evidence was not admissible under Rev. St. 18g9, Scc.
654, providing that, when a release or settlement is pleaded in
bar of plaintiff’s action, plaintiff may show fraud in its procure-
ment; as plaintifi’s action was not founded on the injury from the
collision.

3. Plaintiff, who had been injured by collision with a car, sued
the railroad company for failure to fulfil an alleged agreement to
furnish him a physician who would treat and cure his leg until he
could walk and perform manual labor, and defendant produced a
written agreement, signed by plaintiff, by which defendant had
merely agreed to furnish a physician, and, on refusal to permit
plaintiff to show that such writing was procured by certain mis-
representations as to its contents, he suffered a non-suit. Held that
in view of the voluntary non-suit, plaintiff could not urge that, as
there was evidence that defendant actually furnished a physician,
who treated plaintiff carelessly, he was entitled to go to the jury on
the question of an implied undertaking to furnish proper treat-
ment.— (Koffman vs. Southwest Missouri Electric Ry. Co., 68 S.
W. Rep,, 212.)

MISSOURI—Carriers of Passengers—Personal
Amount of Damages—Former Verdict.

1. Where, in an action against a street railway for personal in-
juries, plaintiff’s evidence tended to show that her right arm was
broken, her spine and nose injured, her ankle sprained, and her
injuries permanent, and it appeared that a former jury had awarded
her $2500, the court will not interfere with a second verdict for
substantially the same amount.

2. Where, in an action for personal injuries, defendant intro-
duced a witness who testified that he had dressed plaintiff’'s arm
the night of the accident, and had waited on her from four to six
weeks afterwards, refusal to allow him to testify as to the nature
of the injury was not reversible error, in the absence of any statc-
nment of the object of the testimony, so as to enable the court to
determine its materiality.—(Loker vs. Southwestern Missouri
Electric Ry. Co., 08 S. W. Rep., 373.)

NEW YORK—Street
Moving Car—Instructions.

Where plaintiff was injured by the premature starting of a street
car, which he had attempted to board whilc it was moving “at a
snail’s pace,” on instruction, in an action for his injuries, that the
usual invitation to board a public vehicle is that it stops, and, in all
ordinary cases, to get aboard a moving public vehicle is imprudent,
was erroneous, as applying to street railroads the law applicable
to steam railroads; it not being contributory negligence per se for
a person to board a moving street car.—(Lobsenz vs. Metropolitan
St. Ry. Co,, 76 N. Y. Supp., 4I1.)

NEW YORK—Privileged Communications—Statements to
Physician. ’

Where a physician acquired his information as to how an acci-
dent happened from the injured party while attending him as a
surgeon, he is not rendered incompetent to testify thereto by Code
Civ. Proc., Sec. 834, unless the information was ‘“necessary to en-
able him to act in that capacity;” and, in the absence of evidence
of that fact, exclusion of such evidence on the ground that it was
privileged was error—(Green vs. Metropolitan St. Ry. Co., 63
N. E. Rep., 958.)

NEW YORK—Street Car—Injury to Passenger—Instructions.

In an action to recover for injuries received in attempting to
board a street car, an instruction that, if the jury believed the evi-
dence of the witnesses for plaintiff, the act of the conductor in
starting the car was negligent, and constituted a cause of action in
favor of plaintiff against defendant, was reversible error, because
submitting only the question of the credibility of plaintiff's wit-
nesses, and withdrawing the question of defendant’s negligencc
and of plaintiff’s contributory negligence, both of which questions
should have been submitted, even though the evidence of plaintiff’s

Injuries—

Railroads—Failure to Stop—Boarding
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witnesses was believed.—(Kellegher vs. Forty-Second St. M. & St.
N. Ave. R. Co,, 63 N. E. Rep., 1096.)

NEW YORK—Appeal—Review—Sufficiency of Evidence—Col-
lision with Street Car—Remotc and Proximate Cause—Negligence
of Driver

1. On appeal from a judgment entered on a verdict unanimously
affirmed by the appellate division, the sufficiency of the evidence
cannot be considered, but only questions raised by thc exceptions
to the instructions or refusal to charge as requested.

2. Plaintiff’s decedent drove in front of an electric car ap-
proaching from six to nine miles an hour, and was fatally injured.
The wagon was carried some distance along the track before it was
overturned. Held that the motorman did not act willfully or care-
lessly, since the act of the driver and the conduct of the motorman
were so substantially concurrent that it would be impossible to
separate the conduct of the injured person from the injury itself,
so that thce doctrine that thc remote negligent act of the injured
party would not bar recovery is not applicable.

3. The same test must be applied to the conduct of both parties
in determining whether the cause of an action is proximate or
remote.

Where a driver ncgligently drove on the track of a rapidly ap-
proaching electric car, the accident may properly be attributed to
his negligence, though the vehicle was carried somc distance along
the track before it was overturned and the injuries inflicted.

5. Where a driver attempts to cross the track of an electric
railway diagonally when an approaching car is so near as to render
attempt dangerous, the rule that a railway car may not run into a
person though he is on the track through his own negligence is not
applicable—(Rider vs. Syracuse Rapid Transit Ry. Co., 63 N. E.
Rep., 836.)

NEW YORK—Privilcged Communications—Testimony of Phys-
ician.

The burden rests on plaintiff in an action to rccover for personal
injuries to show, when he seeks to exclude the testimony of a
physician under Code Civ. Proc., Sec. 834, prohibiting a physician
from disclosing any information acquired while attending a patient
in a professional character, necessary to enable him to act as a
physician, to show that the relation existed ; and where there is no
evidence of that fact, or that the testimony had any relation to
professional treatment, it is improperly excluded.—(Griffiths vs.
Metropolitan St. Ry. Co., 63 N. E. Rep., 828.)

CHARTERS, FRANCHISES AND ORDINANCES.

ILLINOIS—Eminent Domain—Supplementary Proccedings—
Collateral Attack—Statutes.

1. Where a judgment of condemnation has been entered it
cannot be objected, on collateral attack, in a supplementary
petition to pay the judgment, that the condemnation was not
within the power of the city because only a part of the land for the
condemnation of which the ordinance provided was actually pro-
cceded against.

2. There is jurisdiction to render a condemnation judgment,
though only a part of the lands for the condemnation of which the
ordinance provided is proceeded against.

3. City and Village Act 1872, Sec. 53, providing for supplemen-
tary proceedings to pay condemnation judgments, enacts that
every such cause shall be considered as pending in the court where
commenced until all the lands sought to be taken are paid for,
or until the proceedings are dismissed where the lands are not
taken. Laws 1897, relative to condemntion, enacted that proceed-
ings pending when the act took effect should be governed by the
laws under which they were commenced. A condemnation judg-
ment was entered as to part of the land provided for in the ordi-
nance, prior to the act of 1897, and, subsequent to the taking effect
of such act, proceedings as to the balance of the lands were dis-
missed. Held, that supplementary proceedings to pay the judg-
ment, commenced prior to the dismissal, were not governed by
the act of 189g7.

4. The question whether part of the land embraced in a con-
demnation judgment was public property cannot be litigated in
supplementary proceedings to pay the judgment.

5. Property assessed to a railroad company for a special assess-
ment was described as “right of way, right of occupancy, fran-
chise, and interest of the South Chicago City Railway Company
in and upon Ontario Avenue from Seventy-Ninth Street to
Eighty-Third Street.” Held, that the description was sufficient.—
(South Chicago City Ry. Co. et al vs. City of Chicago, 63 N. E.
Rep., 1046.)

INDIANA—Street Railroads—Franchises—Contract—Consti-
tutional Law—Special Privileges—Carriers—Ejcction of Passcn-
gers—Evidence—Presumptions.

1. Where the complaint in an action against a street rajlroad
company, in a city of over 100,000 population, for the ejection of
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a passenger for the non-payment of fare, does not allege that the
company was not acting under a contract with the city, made in
pursuance of 2 Burns’ Rev. St. 1901, Sec. 5458c¢ et seq., authorizing
and relating to such contracts, which would authorize the charge
of an increased fare, it will be presumed that the requirement of
the conductor as to the payment of the ncreased fare was lawful.

2. Acts 1899, p. 260 (2 Burns’ Rev. St. 1901, Sec. 5458¢ et seq.),
authorizes cities of over 100,000 to contract with an existing or
future street railroad corporation, and to grant such corporation
a franchise not exceeding thirty-four years; one of the conditions
of such contract being the company’s surrender of all franchises
or rights to use the streets. Section 8 provides that, if no ex-
tension of the franchise of existing street railroad corporations is
granted between the enactment of the statute and nine months of
the expiration of the franchise, the company may remove its
tracks, but that the Board of Public Works shall open to free
competition the right to so occupy the streets not less than nine
months before the expiration of such franchise, and authorizes the
successful bidder, if not the former occupant of the streets, to con-
demn the property. Section ¢ provides that the contractual
powers of the Board of Public Works with reference to the use of
streets are not taken away by the statute, except by contracts
under it. Section 10 requires companies operating under the
statute to charge certain fixed rates, which are higher than those
fixed by former statutes. Two Burns’ Rev. St. 1901, Sec. 3830,
gives the Indianapolis Board of Public Works power to grant
franchises to street railroads for such terms and on such con-
ditions as it secs fit. Tleld, that the act of 1899 is not a grant of
a right to an existing Indianapolis street railway company, denied
to others, by which it may charge a higher fare than other com-
pantes, in violation of Const. Art. 1, Sec. 23, prohibiting the grant-
ing of special privileges or immunities, as the benefits of the act
are not confined to existing corporations.

3. The statute is not in violation of Const. Art. 11, Sec. 13, re-
quiring corporations other than banking corporations to be
formed under general laws, as it does not relate to the creation of
corporations, but to the granting of franchises.

4. It will be presumed, in an action against a street railroad
corporation, that it was incorporated under Rev. St. 1881, Sec.
4143 et seq., constituting a general law for the incorporation of
such companies.

5. Acts 1899, p. 260 (2 Burns’ Rev. St. 1901, Sec. 5458c et seq.),
relating to the granting of franchises to street railroad companies
11 cities of over 100,000, is not a local or special law, where a gen-
eral law may be made applicable, in violation of Const. Art. 4,
Sec. 22, requiring general iaws in all cases where they are ap-
plicable, as the determination of the Legislature that a general law
is not applicable cannot be reviewed.—(Smith vs. Indianapolis St.
Ry. Co., 63 N. E. Rep., 849.)

MICHIGAN—Municipal Corporations—Water Works—Water
Commissioners—Water for Municipal Sprinkling—Compensation.

Pub. Acts 1853, p. 182, under which the Board of Water Com-
missioners of Detroit was organized, gave the control of the city
water works to such board, which, at Section 7, made it the duty
of the board to equip itself, lay pipes, etc., and to furnish a full
water supply for public and private use in the city. The act
authorized the board to fix the rate of furnishing water to private
consumers, but contained no provision for the payment of water
used for public purposes. Section 8 gave the Commissioners
power to construct fire and public-use hydrants at such locations
as they deemed expedient. The act of 1873 provided for a loan of
$1,000,000, and an annual tax of $75,000 for the waterworks. Held,
that the city could not be charged for water used for sprinkling
the streets, the discretion of the board in the control of the
hydrants, pipes, etc., being one to be reasonably exercised in the
furtherance of the general design of the law, which, in providing
public aid, contemplated a return of services to the public.—
(Board of Water com'rs of City of Detroit vs. Detroit Citizens’
St. Ry. Co., 9o N. W. Rep., 657.)

MICHIGAN.—Village Ordinance — Construction — Railroads —
Crossings.

A village ordinance authorizing a railway in a street provided
that the track should be laid in the center of the street, and between
certain points the space between the rails should be planked, and
two planks placed outside the rail, and that on the remainder of
the street the company should maintain public and private cross-
ings, constructed in the same manner as therein provided for plank-
ing. In another section the ordinance provided that the company
should maintain pine plank crossings at all cross and intersecting
roads and highways, and private crossings where they then existed,
or should become necessary. Held, that the latter section did not
require the construction of crossings from sidewalk line to sidewalk
line, hut merely designated the location of the crossings required
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by the former section.—(Village of Dearborn vs. Detroit, Y., A. A.
& J. Ry, 90 N. W. Rep., 688.)

MISSOURI.—Street Railroads—Construction of Road—Ordi-
nance—Fraud in Passage—Rights of Abutting Property Owner—
Damage — Injunction — Petition — Sufficiency — Allegation  of
Fraud.

1. A petition in a suit against three street railroad companies
to enjoin them from laying their tracks in a street, which alleges
that the ordinance authorizing the construction of the road was
obtained by fraud of the defendants, their agents, servants and
attorneys, in bribing aldermen, councilmen and members of the
municipal assembly by paying or promising to pay money, stocks,
bonds or privileges to such officers, is uncertain and insufficient
in failing to specifically state the acts constituting the fraud.

2. A demurrer to the petition does not admit the truth of such
allegation, as the allegation does not state a traversible fact, and
a demurrer only admits facts which are well pleaded.

3. An allegation in a petition to restrain a street railway com-
pany from laying double tracks in a street that it is a narrow
street and that such tracks will greatly impair its usefulness in not
leaving room between the tracks and curb for wagons to pass is a
mere conclusion and insufficient to show a use of the street which
will practically destroy it as a highway and authorize an injunc-
tion to restrain the railroad’s construction.

4. Revised Statutes, 1889, section 1825, requiring street railroad
corporations, before taking or damaging any property in the con-
struction of their railroads, to determine and pay all damages
caused to the owners of real or personal property, does not give a
right to damages not existing before the passage of the act, and
a property owner is only entitled to damages which are peculiar
to his property and not common to all abutting owners.

5. The act of a street railroad company in tearing up the street
preparatory to building its road and piling ties and rails in the
street, being a necessary incident to the construction of the road,
is not such a damage to an abutting property owner as will author-
ize an injunction to restrain the construction of the road. (Nagel
et al. vs. Lindell Ry. Co. et al., 66 S. W. Rep., 1090.)

NEW YORK.—Elevated Railroads—Abutter’'s Action for
Damages — Injunction—Misjoinder—Costs—Infant Plaintiff—In-
juncticn—Infant Plaintiffs—Failure to Plead Infancy in Answer—
Appeal—Injunction—Lessor and Lessee of Railroad.

1. In an action for rental and fee damages to abutting property
from the building of an elcvated railroad, instituted by executors
and decedent’s widow and children, wherein it appeared that the
damages belonged solely to the widow and children, in the absence
of any harm resulting to defendants from the misjoinder, the com-
plaint should be dismissed as to the executors, without costs.

2. In an abutter’s action for rental and fee damages from the
building of an elevated railroad, wherein one plaintiff was an infant
suing by guardian ad litem, an injunction was granted not to be-
come operative for thirty days and providing that, if during that
period defendants should pay or tender to plaintiffs the fee dam-
ages they should be entitled to operate their railroad and receive
from plaintiffs a proper grant of such right, “to be executed by the
person having any title to or lien upon” the abutting premises.
Teld, that defendants were not aggrieved by the judgment because
one plaintiff was an infant, since the judgment did not pass upon
the title to be granted, and defendants, after making tender, could
continue to operate their road and could withhold payment until
a proper grant was made to them, whether it was procured by
proceedings under Code of Civil Procedure, section 2348, to sell
the infant’s interest in the premises or by waiting until the infant
became of age. .

3. Delfendants having failed to raise in their answer the defense
that one plaintiff was an infant such defense could not be relied on -
in the Appellate Court.

4. Although one of the defendants was lessor and the other
lessee of the railroad in question, and the claim for damages cov-
cred both the period during which the lessor operated the road and
that during which the lessee operated it, the judgment was correct
in enjoining them both, unless the total fee damages assessed were
paid. (Walsh et al. vs. Brooklyn Union Elevated R. Co. et al,
74 N. Y. Supp., 1019.)

NEW YORK.—Street Raiiroads — Operation — Mandamus—
Powers of Directors—Parallel Lines. .

i. Mandamus to compel a railroad company to do a particular
act in constructing its road or in running its trains can be issued
only when there is a specific legal duty to do the act and clear
proof of a breach of such duty.

2. General corporation law (Laws 1892, chapter 687), section
29, provides that the affairs of every corporation shall be managed
by its directors. Railroad law (Laws 1890, chapter 565), section
4, directs that every railroad corporation may regulate the time
and manner in which passengers and property shall be trans-
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ported, and section 34 requircs every railroad corporation to run
its cars at regular times, to be fixcd by public notice, and furnish
sufficient accommodations for passengers. Held, that a lessce of
systems of clevated railroads, discontinuing parallel lines and op-
crating only one of them, and then only during certain hours of
the day, but transferring its passengers to its surface road without
charge, cannot be compelled by mandamus to operate such
parallel lines, in the absence of allegations that it had not fur-
nished a reasonable service, since a company may operate its
trains on a fixed schedule at any hour of the day or night which
best subserves its purposes. (People ex rel. Linton vs. Brooklyn
Heights R. Co., 75 N. Y. Supp., 202.)

NEW YORK.—Street Railways—Fec in Street—Condemnation.

Laws 1800, c. 565, art. I, section 2, authorizes the incorporation
of both steam and street railways. Sections 4 and 7 declare that
every railroad corporation may acquire necessary real estate by
condemnation, etc. Section go, aftcr providing that every street
railway corporation, on complying with section 91, shall have power
to construct and operate its roads on and along the streets, avenues,
etc., described in its certificate of incorporation, and to acquire
title by condemnation, adds, “Nothing in this section shall be
deemed to authorize a street railroad corporation to acquire real
property within a city by condemmation.” Section 91, as required
by Const. art. 3, section 17, provides that, before a railway is con-
structed in a street, the consent of the local authorities and of the
owners of one-half in value of the abutting property must be ob-
tained. Held, that thc last clause of section 9o does not prohibit
the acquiring an easement to construct and operatc a street railway
on a city street by condemnation, the fee in which belongs to abut-
ting owners.— (Adee vs. Nassau Electric R. Co. et al, Lott et al.
vs. Same, 76 N. Y. Supp., 580.)

NEW YORK.—Street Railroads—Connections with Steam Rail-
roads—Statutes—Construction—Right to Connect—Necessity.

1. Laws 1884, c. 252, providing for the construction, mainten-
ance, and operation of street surface railways, declares that they
shall have all the privileges granted, and be subject to all the lia-
bilities imposed, by Act 1850, authorizing the formation of railroad
corporations. Act 1850, e. 140, re-cnacted in Railroad Law 1800,
section 4, subd. 5, conferred on every steam railroad the right to
cross, join, or unite its railroad with any other railroad before
constructed, at any point on its route, and on the grounds of such
other railroad company, with the necessary conveniences in further-
ance of the object of its connection. Railroad Law 1890, section
12, provides that every railroad corporation whose road is or shall
be intersected by any new railroad shall unite with the corporation
owning such new railroad in forming necessary intersections and
connections, and grant the requisite facilities therefor. Held, that
such provisions do not confer on street railway companies the right
to join and unite with steam railroads so as to facilitate a free in-
terchange of cars between them.

2. Under Railroad Law 1890, section 12, providing that every
railroad corporation whose road is or shall be intersected by any
new railroad shall unite with the corporation owning such road in
forming the necessary connections, where a street railway company
seeking to compel a steam railroad company to interchange cars
with it is operated for its entire length parallel with the steam
railroad, and does not transport any freight destined to any point
on such railroad line, there is no necessity entitling it to such con-
nection and interchange of cars, even if it be conceded the right to
make application to the court therefor—(Stillwater & M. St. Ry.
Co. vs. Boston & M. R. R,, 76 N. Y. Supp., 69.)

NEW YORK.—Res Judicata.

Where a firm recovered a judgment against a street railroad
company for damages to the firm horse and wagon, caused by
the negligence of the street railroad company, and the question of
the company’s negligence and the contributory negligence of one
of the firm who was driving- the team had been litigated in that
action, the judgment rendered therein in favor of the firm is ad-
missible in the driver’s favor, in an action brought by him alone
to recover for personal injuries received.—(Cahnmann vs. Metro-
politan St. Ry. Co., 75 N. Y. Supp. 970.)

PENNSYLVANIA . —Amendment—Changing Cause of Action—
Limitations—Street Railways—Notice to Pave.

I. An amendment to a complaint in an action by a city against
a street railway company for the cost of paving between its tracks
changes the cause of action, and therefore can not be made after
the lapse of the period of limitations; the original complaint scek-
ing to recover by virtue of defendant’s charter and certain ordi-
nances, and the amendment seeking it under charters of companies
which made lcases to, or were merged with, defendant.

2.. Under an ordinance requiring a street railway company to
pave after notice by the highway commissioner, and providing that,
if it fails to comply with the notice, he shall do the paving—the
cost to be collected of it by the city—the city cannot, without
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notice to the company to pave, itself do the paving, and rccover
therefor from the company.—(City of Thiladelphia vs. Hestonville,
M. & F. Pass. Ry. Co., Same vs. People’s ass. Ry. Co., 52 Atlantic
Rep., 184.)

PENNSYLVANIA.—Street Railway Company—Liability for
Paving Strcet—Estoppel—Ratification.

1. A street railway company, which, under its charter, is not
liable for any paving or re-paving of streets, but only for repairing
between its tracks, is not liable for paving, though, when informed
that the city has madc a contract for a company to pave the street,
said company to look to the street railway company alone for the
cost of the paving between the tracks, it in no way repudiates the
contract.

2. One, by making a payment for work done under a contract,
does not make or ratify any contract making it liable thereunder,
it at the time being stated that this is not to be regarded as an
admission of liability for anything more—(City of Williamsport,
to Use of Sicilian Asphalt Pav. Co. of New York, vs. Williamsport
Pass. Ry. Co., 52 Atlantic Rep., 51.)

SOUTH CAROLINA.—Continuance—Absent Witnesses—Af-
fidavit Admitted—Impeachment.

1. An exception based on a point not raised below will not
be considered on appeal. )

2. Where, on motion for continuancc because of an absent
witness, the statements of the witness made in writing are ad-
mitted as his evidence, if present, it is competent to contradict
them by an affidavit made by such witncss at another time and
place, when at the time of the hearing on the motion for continu-
ance opposing counsel went to trial with the understanding that
he could contradict the statement, after stating that he would do
so in that way.—(Hutmacher vs. Charleston Consol. Ry., Gas &
Electric Co., 40 S. E. Rep., 1029.)

TEXAS.—Municipal Corporations—Taxation of Street Rail-
roads—Franchises—Ordinances—Power to Exempt from Taxa-
tion—Appeal—Failure to Assign Error—Waiver.

1. The charter of the city of Dallas (section 118) authorized
the Council to levy taxes upon thc franchises and all other prop-
erty of street railroads; section 135 authorized them to regulate
the making of tax lists for taxation of all property within the city
limits, and to collect taxes thereupon; while section 134 author-
izes them to assess the property and shares of ‘‘corporations,
companies, banks and such other institutions” as the same were
assessed by the State law in such cases provided. Held that, con-
struing section 134 in the light of the statutes in force when it
was adopted relating to assessment of banking corporations, to-
gether with the course of legislation on that subject providing for
a special method of taxing banking corporations, it was not in-
tended to limit the power conferred by sections 118 and 135 to tax
street railway company franchises to the manner in which they
were taxed by the State, but merely to give the Council power,
if they wished to do so, to adopt the special State laws as to taxa-
tion of banking and like corporations.

2. Where a city, by ordinances, imposed upon a street railway
company, as a condition for the granting of its city franchises,
annual payments called “bonus,” “franchise tax,” etc., which were
not based on any property valuation, its power to impose an ad
valorem tax upon such franchises as authorized by its charter was
not thereby taken away, since, even granting that the ordinances
imported a contract of exemption from taxation, there being no
legislative authority for such exemption, such contract would be
void.

3. Any error in a ruling of the trial court cannot be reviewed
in Supreme Court when not assigned as error in the Appellate
Court.—(City of Dallas et al. Dallas Consol. Electric St. Ry. Co.,
66 S. W. Rep., 835.)

VERMONT.—Eminent Domain—Railroad Right of Way—Ver-
mont Statute—Same—Right of Action of Landowner.

1. Under the laws of Vermont (V. S. Secs. 3814, 3826) a land-
owner who permits a railroad company to enter upon his land to
construct its road without requiring the prepayment or deposit of
the damages waives the right to exclude the company from the land
for non-payment of the damages, and the company has two years
within which to have the damages appraised and pay the same,
after which, if not paid, the landowner may sue. Held, that where
the question of damages was submitted to arbitration, an award
was made, and the company took possession and constructed its
road, but did not pay the damages, the remedy of the landowner
was limited to an action upon the award.

2. Under such statute, where a company has entered upon and
used land, either under an agreement with the owner, which it has
failed to keep, or without any agreement, the landowner cannot
maintain a suit or proceeding in equity to enforce a lien upon the
road for the damages before the expiration of two years.—( Bibber-
White vs. White River Val. Electric R. Co., 111 Fed. Rep., 36.)
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FINANCIAL INTELLIGENCE

THE MARKETS

The Money llarket
WaALL STREET, Aug. 27, 1902.

At the present writing the money market is feeling the good
effects of last Saturday’s favorable bank return. The increase of
over $2,500,000 in surplus reserve then reported, resulted entirely
from the decrease of over $10,000,000 in loans. This in turn retlected
the offerings of funds from out-of-town centers and from local
trust companies, which were attracted by the comparatively high-
money rates prevailing here at that time. Apparently this lending of
outside capital has ceased with the decline in rates this week, and a
further contraction in the loan account is uncertain, the more so
after the resumption of active speculation on the Stock Exchange.
Meanwhile the expected outflow of cash to the interior has already
begun in some quantity, and the probablities are that cash holdings
of the New York banks will sink considerably lower during the next
few weeks. In view of this practical certainty, the 4 per cent call
money rate now quoted is not likely to last very long. We shall
doubtless see a more or less stable figure of 6 per cent after another
fortnight or so. This condition, in fact, must arrive before the
various counteracting influences to the harvest currency demands
are set in operation. The higher rate will, in all probability, induce
a renewal of the foreign credit advances which were such a feature
ten days ago, and it is even possible that in the end some gold will
be imported from Europe. The fresh weakness developed in the ex-
change market this week is unquestionably significant in this con-
nection. Beyond the accommodations from the markets abroad,
and the casual gold arrivals at the Pacific ports, the only chance of
relief for the local banks lies in some extraordinary action by the
Treasury Department. Secretary Shaw has announced that while
he will buy no more bonds, he is prepared to increase government
bank deposits, if necessary, twenty or thirty millions. Provided
there is no trouble in obtaining the requisite bond security, this will
afford a very important assistance. The main point in the situation
is, however, that whilc no actual stringency may develop, money
market rates will have to go up and stay up in order to avert it.

The Stock llarket

The buoyancy of thc general stock market during the week has
been rather of a surprise to the rank and filc of Wall Street ob-
servers.  There has been only one day on which prices have not
advanced, while the upward movement has been accompanicd, if
not by a broadening of intercst, at least by a steady increase in the
volume of transactions. The public is not in the markct any more
than it has been at any time this season, but as a speculative factor
the absence of a large demand is fully offset by the scarcity of the
supply of securities offered for sale. Investors are not selling, in the
first place, because the general outlook for coutinued prosperity is
inconsistent with the idea of any important decline in prices, and,
in the second place, because there is no other field of investment
which promises any better returns were capital withdrawn from
the security market. Consequently we have the peculiar, if not
unique situation, where the supply of stocks does not increase with
the progress of the advance. Presumably there is some limit to this
scrt of movement, for market quotations cannot, in the laws of
natural events, exceed indefinitely the standard of real values. But
even the most skeptical critics cannot as yet point to any definite
sign that the end is at hand. The uncertainty of what next month’s
money market may have in store, is the most formidable check, both
actually and potentially, upon present opcrations for the rise. If
the expericnce of the past is worth anything at all, it is well to re-
call that September has never proved a “bull” month in the stock
market. It is possible that the solution of the money problem will
be easier than is now apprehended. Should the Treasury come to
the rescue in the manner suggested, or should the West and South
draw less heavily than usual upon Eastern bank reserves, it is
conceivable that the money market may not prove the check it has
in former years. There is still enough uncertainty, however, to
make the conservative class in Wall Street willing to leave the
stock market in the hands of the more venturesome speculators who
now control it.

Manhattan has been the only member of the local traction group
to show any life in the week’s trading. Some covering of short
contracts put out at thc time of the threatened strike, has been

noticed, but no attempts have been made to advance the price by

any interests, speculative or otherwise associated with the property.
If the general speculative movement keeps up long enough, the
tractions will doubtless have their turn, but at the moment they are
being left alone by the talent who are devoting their energy and
resources to the more active railroad issues.

Philadelphia

Traction stocks in Philadelphia have, as a rule, continued very
strong during the past week. Philadelphia Rapid Transit rose to
15, the highest on record, under heavy buying. At that figure heavy
realizing sales appeared, and the stock lost part of its advance.
Union Traction remained steady around 48, and Philadelphia Traction
on investment purchases rose to 100. American Railways advanced
again from 50 to 51, the latter figure being the highest the stock
ever sold. The talk in connection with this movement is that the
dividend will be increased at the next quarterly meeting from an
annual 5, to a 6 per cent rate. Lack of confirmation for the reported
sale of the road caused a reaction in Fairmount Park Transporta-
tion to 31%. Railways General was bid up from 54 to 54, Consoli-
dated of New Jersey sold at 69, Easton Electric at 1954, and United
Traction of Pittsburgh preferred at 52. The week’s bond sales
comprised American Railways 5s at 10334 to 10374, Electric People’s
Traction 4s at 9934, Indianapolis Railway 4s at 87%% and United
Railways 4s at 87.

Chicago

The Chicago stocks have, as a rule, been dull but firm during
the week. Union Traction common sold up from 16 to 164, and the
preferred from 50 to 504, while City Railway dipped to 211, and
then raillied to 215. West Chicago fluctuated between 9434 and 9s.
Trading was too light in these stocks, howevcr, to possess any
significance. Among the elevated securities fair activity developed
in Northwestern common at 36%%, and in Lake Street, the latter
moving up a fraction to 10%. Metropolitan common sold at 39,
and later at 3874, with sales of the preferred at go. Plans for ex-
tensions on all these lines are maturing, but no definite announce-
ments are expected in the fall. Metropolitan will then be at work on
its new downtown terminal. Financing of the Metropolitan and
Northwestern improvements has been arranged, but considerable
interest as well as uncertainty is exprcssed as to the similar ar-
rangements on the South Side Elevated. The last-named company
is to build 13 miles of new single track, and this, with the other
additions and changes, is expected to cost several million dollars.

Other Traction Securities

Boston traction stocks have been rather depressed during the
week, without any definite reason, apart from its being an ordinary
speculation reaction. Boston Elevated, after rallying from 159 to
160 declined again to 158. Massachusetts Electric showed the
effects of further liquidation, selling down to 3874, which is the
lowest reached in a long time. The preferred yielded a half point
tc 97%. In Baltimore there has scarcely anything been doing out-
side of United Railways and Nashville Railway issues. The
United Railway incomes touched top on the present movement at
7174, but later reacted to 7174. The general 4 per cents, after sclling
at 08Y4, went back to ¢8. The stock was steady around 16.
Speculative circles are inclined to regard the operations in Nasliville
Railway as purely speculative manipulation. The 5 per cent trust
certificates rose as high as 7634 during the week, but ended at 76.
The stock sold between 6 and 624. The only other traction sales in
Baltimore were Newport News and Old Point 5s at 109%%, and Nor-
folk Railway & Lighting 55 at 96. On the New York curb American
Lighting and Traction (8co shares) sold up 34 to 4034, and 1000
American Elevated sold at 14. A few hundred New Orleans
common sold at 1734 to 17%5, with sales of the 474 per cent bonds
at 88 and 875. San Francisco common was weak at 22%4. Toledo
Railways changed hands at 3334 to 3374, and a single lot of Camden
& Trenton went at 4. The rise in Columbus Street Railway in the
Western markets continued, the common getting up as high as 58
and the preferred to 108. Traction sales on the Cleveland stock
exchange last week numbered 3970 shares, compared with 3107
shares for the week before. Cleveland Electric Railway, which has
been comparatively quiet for some time, because of lack of offers, lead
with sales of 1260 shares. The price advanced from 87 to 92! dur-
ing the week. A hint as to the probable terms of consolidation was
responsible. It is thought the stock will soon reach par. Northern
Ohio Traction common made a sensational leap from 45 to 55 in
two days, the big advance bringing out only 1129 shares. It reacted
later to 54. The preferred also advanced, sales being 927 shares
from 91 to 9434. The opinion is gaining ground that the common
of this road is being somewhat inflated since it is not yet on a divi-
dend-paying basis, Cincinnati, Dayton & Toledo, the star issue of
previous weeks, was comparatively inactive, 100 shares selling at 27.
Western Ohio strengthened, from 2414 to 25,260 shares selling.
The bonds of this company have been in considerable demand at
82. Elgin, Aurora & Southern, which has been inactive for some
time, is again attracting interest, largely due to the fact that the



AUGUST 30, 1902.]

Aurora, Elgin & Chicago, a connccting line, has just been placed
in operation and will greatly increase the earnings of the other
road. Lake Shore Electric, which dropped somewhat last week,
advanced from 17% to 18 for small lots. Monday there was a sale
of this at 1874, and 23 is now asked. On the same day 235, Elgin,
Aurora & Southern, sold at 41%5. Twenty Northern Ohio Traction
preferred went at 94%, and 25 Cleveland Electric at 91%5. A sale
of 100 shares of Cleveland City Railway was made at 114, the first
of this stock to change hands in some time. Ten thousand Western
Ohio bonds sold at 82 and 8214.

Security Quotations

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

last week:
Closing Bid
Aug. 19 Aug. 2

American Railways Company 4934 5015
Boston Elevated c.coecccvecences .. 15914 alb8
Brooklyn Ra T seaws s svmes v auioe seimes s eess 3 oxtes s ames o s « s v 67 671%
EhICACORCIEY" | corsts v nmmrsts 5 sase 5 piskers  vssode o/ els5asvrs | Siotvieso s axwherars & stibetas ¥ stote 210 210
Chicago Union Tr, (COMMON) wwuivwommunis viivinie s simtainis sivissaivre sisceisis s sivio 16 16
@lticagol Union 'Tr; (prefernad) i . .« vmmmisrs smaias smmme » sissarase = sissn 48 48
@leve i d N G HTT IS it o re oo le otssste|oebetators olerasinlsleistors o v ofusnssia o sinsaiels ow 88 9114
(Colrlpns (EEanED) oot 00 0sE500 0050005000500 700N LI00 S aeE T 57 57
Columbus (preferred) ...e.iovineiieeeenrnnearonnoronesmareesanme 108 108
Consolidated Traction of N. J.ooiiiiiiiiiiiiiiiiiiiiiiiineneennn. 6915 69
Consolidated Traction of N. J. 58.c.vuiiiiiiiiiiiiiiiiieniinns 111 111
IDELEOTt UNTLEd! o ois vimieicic o sinimiaie o s minie o sininioe aimisinie Soaininisis & $505816 8 818505 & sinin 86 86
Electric People’s Traction (Philadelphia) 4s....c.vvvnuiiininne. 993, 993,
Elgin, Aurora & SOUthern. « e asms s somn suwas s suses o samaie s & aias & 4014 45
Indianapolis Street Railway 4s. 871% 87V,
Lake Strcet Elevated .. 10% 10%%
Manhattan Railway . cewss « s s cosws ¢ st . 13514 13514
Massachusetts Elec. Cos. (common) . . 40 393,
Massachusetts Elec. Cos. (preferred) ....... . 97% 97
Metropolitan Elevated, Chicago (common) ... 3815 39
Metropolitan Elevated, Chicago ........... . *8915, 89
Metropolitan SEFEEt ... ouve cmisen s suimn v isms « samaiors o sisiiein s s e 14715 1471,
WD ATRETREEID 6o son00smamt niss OCrinan G BN - 36 6 G0 3 s 12214 12114
Northern Ohio Traction (COMMON) t.vvuivrrenneneeenennneennens 51 5115
Northern Ohio Traction (preferred) .......coiiiiiiiiiinnenennn. . 911 94
e U e P 36 355
Northwestern Elevated, Chicago (common)...... (700 COT0 DO .. 361,
Philadelphia Rapid Transit ..........ooiiiiiiiiiiiiiiiiiiiinene. 14 1434
Dhiladelphid” TTACHION 5 mus: s 5 e s weias 31555500 = S50 500005 3 5 8485 o oinsd 9934, 9934
St. Lonis Transit Co. (COMMON) : « wiws s s s soin s s wvias o saios s 48 313 32
SouthySide Elevated (Chicago) e s : swms ot s awhns « ¢ dates s se 110 110
Southern Ohio Traction ........ . B o
Syracuse Rapid Transit ............. se 2T 5%
Syracuse Rapid Transit (preferred) . 70 a®
Third Avenue ......... srerviats @ peie = e .. 130 131
Toledo Railway & Light .......... .. 333% 3%
Twin City, Minneapolis (common) ............ . 127y 127
United Railways, St. Louis (preferred) .. 84 8414
United Railways, St. Louis, 4s5.....c.oiuiiiiiiniiiiininn. e ST 87
Union Traction (Philadelphia) .......................o... < 48 47%
Western Ohio Railway .....cooiiiiiiiiiiiiiiiiiiiiiiiineeennn, 2415 24
New Orleans Railways (common) ......e.oerviiiinienieninen... 1734 1734

New Orleans Railways (preferred) ..o, 5634 5634

* Ex-dividend.
Iron and Steel

T Last sale. (a) Asked. (b) Ex-rights.

The feature of the iron market continues to be the shortage in
domestic production of pig iron, and the consequent increasing ap-
plications for the necessary supplies in the foreign markets. Scarc-
ity of fuel supply, and over-crowded transportation facilities are
the causes for the deficiency in the home output. Steel is un-
changed, the smaller demand for the lighter lines of finished
products being evenly balanced by the larger demand for the heavy
lines. Quotations are $21.75 to $22 for Bessemer pig, $32 for steel
billets and $28 for steel rails.

Metals

Quotations for the leading mietals are as follows: Copper, 11
cents bid; tin, 28 cents bid ; lead, 414 cents, and spelter, 5.45 cents.

GADSDEN, ALA.—The Alabama' City, Gadsden & Attalla Railroad has asked
permission of the State to increase its capital stock from $100,000 to $200.000.

CHICAGO, ILL.—The statement is made in Chicago that 75 per cent of
the stock of the Lake Street Elevatced Railway is opposed to any assessment
in the proposed readjustment of the company’s finances.

INDIANAPOLIS, IND.—The report that Philadelphia interests are plan-
ning a consolidation of the electric railways here will not down. It is said in

! some quarters that the Indianapolis Street Railway and the Union Traction

are to be consolidated, while in other quarters the report that the deal will
include all the Indianapolis street railways and the interurban lines is cur-
rent,
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BOSTON, MASS.—The Railroad Commissioncrs have approved the issue
by the Boston Elevatcd Railway of 33,000 new sharcs of new stock, to be
applied as follows: $806,500 to be applied to the payment of cost of con-
struction and equipment of the elevated structure, including foundations,
tracks and electrie system; $296,800 to be applied to the payment of cost of
construction and equipment of powcr stations; §471,000 to be applicd to pay-
ment of construction and equipment of terminal and other stations, ex-
clusive of land; $69,700 to be applied to the payment of the cost of equipment
of subway; $580,600 to be applied to the cost of rolling stock and equipment
of same; $161,300 for miscellaneous expenses incurred in construction of rail-
way; $862,500 for rcal estate and payment of damages causcd by railway con-
struction; $51,600 for cost of machincry, tools and miscellancous equipment of
railway. Any surplus in procecds of stock over and ahove the amount
actually required to provide for the above payments as specifically named
is to be held subject to the further order of the Board of Railroad Commis-
sioners.

NATCHEZ, MISS.—All the stock of the Natchez Strect Railway &
Power Company except that held by J. W. Lambert, E. H. Ratcliff and S. I1.
Lowenberg, has been sold to Gen. S. S. Bullis, of Gulfport, Miss., former
president of the Gulf & Ship Island Railroad, and W. B. Rogers, of New
Orleans. The company operates 6 miles of track. New directors for the
company have been elected as follows: W. B. Rogers, W. R. Moorman, J. Il
Levy, of New Orleans; S. S. Bullis, E. H. Ratcliff, S. H. Lowenberg
and J. W. Lambert, of Natchez. Mr. Rogers was elected president, Mr. Lam-
bert, vice-president, and W. R. Moorman, secretary and treasurer. K. IL
Jackson, who has been general manager and one of the largest stockholders,
retires from the company.

LINCOLN, NEB.—Minority stockholders of the Lincoln Traction Company
have called a mecting to protest against the action of directors in contracting
with the Lincoln Heat & Power Company for heat and power at what thcy
claim is a direct loss. Large stockholders of the Traction Company are
said to have organized the Heat & Power Company.

BUFFALO, N. Y.—The International Railway Company reports earnings
as follows

June 1902 1901 1900
(Gross TeCEIPLS ivvvviunerinieiueresearnoanes $266,067 $393,684 $213,823
Operdating exXpPenses: swswsnns s so6s wEss i wn 147,613 192,264 106,173
Earnings from operation wu: s swwess s spms ¢ s $118,451 $201,419 $107,649
Receipts from other sources ... 5,180 15,520 4,915
GrOss TNCOMIE wireci s srrvuses vsinessns s avordlelelaiansrons s stess $123,631 $216,940 $112,564
Fixed charges ......ce... SR  — 97,042 ‘94,098 65,348
Net €arnings .oceevieieereeeenenerosnnnnenes $26,588 $122,842 $47,216

Quarter ending June 30 19062 1901 1900
CIYOSE TECCIPLS v ¢ svemares & svsis & ¥ 5005 % SATAW 3 46 $772,384 $922,639 $615,306
Operating €XpenSes wwms swses semion § s § ov 436,914 485,898 333,927
Earnings from: operation wwes : srees sswsi o s $335,469 $436,740 $281,379
Receipts from other sources 13,896 30,153 16,065
Gross income $349,365 $466,893 $297,444
Fixed charges 289,062 272,863 221,843
Nt CAPNTIIES  wiosmioic = somer 2 = wimsosais s sismrase sposoin o o srsion $60,303 $194,030 $75,600

Compaiison is made with the figures of 1900 because with those of 1901, in-
cluding, as they do, the increased traffic consequent to the Pan-American
Exposition, no equitable comparison between 1902 and 1901 can be made.

NEW YORK, N. Y.—The proposition to increase the capital stock of the
Interborough Rapid Transit Company from $25,000,000 to $35,000,000 has been
approved. It is said that the purpose of the increase is to raise funds to de-
fray the expense of building the projected tunnel from Manhattan to Brook-
lyn, connecting with the Manhattan underground system; 100,000 shares of
stock will be issued at $100 par value.

NEW YORK, N. Y.—The voting trust certificates representing stock of the
Interborough Rapid Transit Company are now ready for delivery, on sur-
render of stock or subscriptions for stock of the Rapid Transit Subway Con-
struction Company. Holders of subscription for stock of the Subway Oper-
ating Company will receive voting trust certificates representing the stock
subscribed for, with 40 per cent already paid in indorsed upon the certificates.

CLEVELAND, OHIO.—Denison, Prior & Company, of Cleveland, have pur-
chased from Townsend, Reed & Company, of Indianapolis, $500,000 of the
first mortgage bonds of the Indianapolis, Shelbyville & Southeastern Traction
Company.

CLEVELAND, OIITO.—At the time the Everett-Moore syndicate sold
$600,000 of Northern Ohio Traction preferred to a Cleveland and Cincinnati
syndicate certain outside stockholders agreed not to sell their stock at less
than par before Oct. 15, 1902. Because of the great increase in the price of
this stock, and the unusual demand for it, Trustee E. \W. Moore has notified
these stockholders that they have been released from their agreement. They
are given the right to sell their stock at any time under certain conditions.

PHILADELPIITA, PA.—The directors of the American Railways Com-
pany have declared a dividend of 114 per cent, payable Sept. 16.

KNOXVILLE, TENN.—The Knoxville, Sevierville & Kimberlin Icights
Electric Railway, incorporated in November, 1901, to build an electric railway
from Knoxville to Sevierville, with a branch to Kimberlin Ifeights, has filed a
mortgage to the Central Trust Company, as trustee, to secure $1,000,000
bonds. The preliminary capital stock of the company was §$10,000, but on
June 6 this was increased to $1,000,000,
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