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Ventilating Armature Ovens 
There seems to be an idea that the more nearly air tight 

a baking oven for armatures and fields can be made, the 

better will be the results obtained. At least , the writer has 

inspected many ovens which have been built practically a ir 

tight. It stands to reason, however, that more moisture can 

be taken from the contents of the oven if a proper amount of 

ventilation is provided for. If the box is air tight, after a 

little while the enclosed a ir becomes saturated with moisture 

and can be made to take up more only by heating it to a still 

higher temperature. If provision is made for letting the 

heated and moisture-laden air escape a nd at the same time 

admitting a fresh supply of dry air, the drying process can 

be carried on to a greater degn;e.-- OJ course, when the oven 

is ventilated a greater am 1it of.: h~'?t':- must necessarily be 

:::::::i:: o::::::,~:it. thci met:;ctuce. 
A correspondent 111 11s 1ssue c£,alls atteJ1tion to an abuse 
h . 1 . b ~ •' b . h .~ w 1c 1 1s y no means ~e.w ut wh1c ~te1!ns to be on th e 

mcrease. vVe refer to t 1~-demar:lg-i ma?71,P on manufactur
ers to advertise in a ll sor s of pro~ams,._.spuve nir books, and 

other publications of rail ~bad relief as~ocj! tions and similar 
' / 

bodies. Contracts of this ki1id, are generally secured by some 

"business manager'' upon a commission basis, and the usual 

plea advanced is that the recognition requested will be "ap
preciated" by the officials of the railway company which is 

co nnected with the association. This r equest is usually ac

companied by a more or less veiled intimation to the manu

facturer that his sales to the co mpany in quest ion wi ll fa ll 

off if he does not assent to the proposition. The result is 

that if he is supplyi ng apparatus to the road, he is mulcted for 
sums which, though individually small, aggregate a large 

amount. He may, and usually does , realize that this ad
vertising is absolutely of no direct value to him, but if his 
business with the railroad company is large; or if he hopes 

that some day it will be, he is ge nerally afraid to decline. 

T he officers of the company actually responsible for th e pur

chases may know nothing abont the publication and usually 

would be in no way influenced by the question as to whether 
the manufacturer was " represe nted" or not, but their names 

are u sed with great freedom on the stationery and other 

literature employed to convince the manufacturer· that he 

ought to patronize the advertising pages of the publication in 
qu estion. 

Those of our readers who a re not familiar with th e news

paper business may not know that during the last five or ten 

years there has been a great advance in the methods of 
advertising. This has been due both to the great advance 

in technical and genP.rn! publications and also the fact that 
associations such as the T echnical Publicity Association and 

the Association of A merican Advert isers have been fo rm ed 
among manufacturers to investigate for themselves the cir

culation and standing of adverti sing mediums used by their 

mem hers and to determine the value of their advertising 
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pages. This movement has been fought by publishers whose 
patronage in the past has been secured on sentimental 

grounds or by vague claims as to circulation, but has been 
met in the proper spirit and encouraged by the leading tech
nical papers and magazines which have been willing and 
anxious to do b9siness on a business basis. The consequenc c 
is that advertisers are very much wiser than they have been 
in the past, and when the program or other sporadic nui

sance is brought to their attention as an advertising medium 
they recognize its uselessness more clearly than they might 

have done five or ten years ago. 
Another objection to publications of the kind which we 

have been considering is that they establish an unfair com
petition with independent technical papers. It is well known 
that most manufacturers appropriate a certain amount of 
money for advertising purposes, and what is given to one 
publication for sentimental or other reasons is often with

drawn from another which is of real value in the field. The 
right kind of a technical paper is not afraid of fair competi
tion; indeed it welcomes it, but every paper or publication 
which does not give its advertisers value received for their 
money is a parasite in the newspaper business. It is sup
ported entirely at the expense of the legitimate papers in 
the field, which are in consequence prevented by just so 
much from the usefulness of which they are capable. 

Vv e do not mean to say that programs and publications 

of a similar kind ought to be debarred from all advertising. 
Vv e can easily conceive that local tradesmen selling clothing 
or groceries directly to the employees of a company might 
find it of value to advertise in a company organ or publica

tion having a circulation among these men, but that there is 
any real value in such publicity to a manufacturer of engines, 
generators, cars or other large apparatus is preposterous. 
The solicitation of such business by railroad companies or 
their officials, or by any association under their patronage, is, 
to say the least, derogatory to their dignity. 

The Subway Controversy 

Recurring to the Sprague-Stillwell discussion on the equip

ment of the Subway, we are glad to note that the differences 
between these capable engineers are more of degree than of 

kind. Mr. Sprague's call for the determination of such 
schedules and maximum speeds as will give maximum ca

pacity with the greatest degree of safety is one the wisdom 
of which no one will dispute. We have no doubt that, as 

Mr. Stillwell says, this course was followed, but every year 
adds new light on rapid transit, and the problem of maximum 

capacity involves operative factors which cannot be predeter
mined from electrical data, especially when practical safety 
in operation is considered. As the service is quickened a 

point is reached beyond which increase of speed involves 
altogether disproportionate increase of risk. The funda
mental thing in safe operation is that a moving train should 
always and everywhere be under such control as will enable 
it to be stopped in time to avert collision. The dangerous 
space defined by the distance required to stop depends in the 
last resort upon the speed and weight of train and the braking 
facilities, quite independent of the length of the blocks. The 
handling of the schedule must take this into full consider

ation, and until this has been done there will continue to be 

, accidents. We think that Mr. Sprague's insistence upon uni
form trains which can be handled with exact uniformity is 

a position well taken from this point of view. It does not 
necessarily follow, however, that all cars should be motor 
cars. The requirement of uniformity alone can perfectly 
well be met by a train drawn by a locomotive, and while the 
use of motor cars only somewhat simplifies making up uni

form trains, it is an open question whether this gain is not 
fully paid for by extra care and maintenance of equipment. 

This indeed is the point at which Mr. Sprag~e and Mr. 
Stillwell part company, the former insisting that nothing 
short of his full multiple unit control will answer the purpose, 
and the latter taking a polite but firm negative. Between 

the two we should hesitate to take sides without an exhaustive 
personal study of the engineering problems of the Subway. 

The main question is whether the acceleration necessary to 
secure maximum capacity can be smoothly ~pplied without 
resorting to a complete motor-car equipment, bearing in 
mind that acceleration cannot be pushed too far without 

serious danger to the line load. This is a questi~n of fact, 
and with this limitation the simpler the motor equipment the 
better. The incidental advantages of multiple unit control, 
such as facility in splitting up trains at branches, have not 
yet amounted to much in practice, whether from m~re in
ertia in railway management or from inconvenient complica
tion we cannot say. 

We do not attach much importance to the ddvantage 
claimed in emergency braking with Jhe motors when all cars 
are motor cars, for in nineteen cases out of twenty this 

method is not resorted to until too latt, if at all. By the 
time it is certain that the regular brakes will not work no 

brake will avail much if trains are on short headway. How 
far control, and especially braking control, should be auto
matic is rather an open question. As regards smoothness 
of stopping and starting, it is surely an advantage. In emer

gencies any automatic device that requires a second's thought 
to replace by full manual control is an element of danger, and 

the usefulness .of the scheme depends on the perfection with 
whic_h operating details are worked out. 

The main faults of the Subway lie outside the electrical 
equipment proper. If the cars were more easily accessible, 
and the tunnel were properly ventilated, or indeed half ven
tilated, we fancy that well-founded complaints would be few 
indeed. The difficulties of air supply and disposal of the 
heat generated during operation are so grave as to constitute 

a formidable objection to the building of subways'in any form 
now in use. 

A Standard Wheel-Tread 

The street railways of the country occupy very much the 
same position in regard to all standards that the steam rail
roads do relative to those of the American Railway Master 
Mechanics' Association. There is, it is true, no interchange 
of traffic, so that no road is called upon to repair the rolling 
stock of a connecting line, as in the case of steam roads. 
But there are other pecuniary reasons in favor of uniformity, 
because where this obtains it is possible to manufacture at a 
less cost, with the result that the consumer pays a lower 
price. Up to the present but little has been done,as there have 

been other things of more pressing importance to require 
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attention, so the street railway companies have followed 

the course of the steam roads, on which there was a delay of 
forty years before standards were adopted. But that there 

is an appreciation of the importance of the matter is shown 
by the appointment of committees by the American and 

Engineering Associations to handle the subject, and we are 

glad to note from the circular just issued, and published in 
the last issue of this paper, that one of the first things to be 

considered is that of standardizing the wheel tread and flange. 
That this is important is evident by the fact that there is 

a wide variation in the practices of the different roads, 

by which wheel makers are obliged to maintain a large 
number of wheel patterns and chills for cast. wheels, and 

either do the same in the case of the tires for steel wheels, or 

else turn the flange to the required shape at the expense of 

time and money. All of these investments and cost must be 
paid for and, in the final accounting, it is the street railway 

company that pays the bill. As to just what the total num
ber of patterns of wheel there are in use in this country, 

there is no means of ascertaining, but if all of the variations 
of flange were to be multiplied by all of the variations of tread 

width and this again by the number of dishes of the hub, we 
would have a possible total that would be well up in the 

hundreds and absurd in the variety that is offered. 
That a remedy is needed there can be no doubt, and that it 

is difficult to find and apply is equally evident. First of all 

there are the 'municipal regulations as to grooved and side 
bearing rails usually made by municipal engineers who have 

little or no appreciations of the running requirements. This 

has compelled many roads to use a rail and wheel tread that 
do not meet with the approval of its officers. In other cases 

a tread and flange has been designed by a master mechanic 

to meet his own ideas of what is best, without, perhaps, any 
really thorough investigation as to what is most suited to 

his own requirements, and so this heterogeneous practice, 

under ":hich we are now laboring, has grown up. Of course 
where municipal requirements are such that they can be met 

only by the peculiar tread and flange in use, no discussion of 

standards is in order, as yet. But where there is a free hand 
to act, the subject is a live one. 

Recognizing this, let us see what steps it will be advisable 

for the committee on standards to take in the designing of 

the wheel tread and flange. 
First of all, the intimate relationship between the wheel 

and the rail must be considered. This calls for a careful in
vestigation of the subject jointly by the car and track depart

ments. For years we have had many theoretical discussions 
as to just what may be the best forms of curves for the flange 

and the rail head. A large number of reports of observations 

have been made, but with them all there are still wide differ

ences of opinion as to the best forms to use. Should the root' 
of the flange be struck with a long or short radius? Should it 

conform to the head of the rail or not? Should the tread be 

straight, or tapered? If tapered should that be on the ratio 

of one in fifteen, twenty or twenty-five. One can take his 
choice, and for that choice he may be very sure that he will 
pay money. Years of experience has led to some approxima

tion as to what is hest. It seems to be fairly well proven that 
a tread taper of one in twenty is better than one that is 
flatter, and that the side of the rail head should slope rather 

than be vertical. Hence the rail man should be called in to 

see what he can and will do before the wheel man reaches his 

decision. 
Now as to height and thickness of flange. Should the 

former be ¾ in., Ys in. or I in. for city service? At what 
maximum speed can a low flange be depended upon to keep 

the car upon the track? What is the tendency of wheels 
with flange roots of various radii to climb the rail? What 

are the pressures put by the flange upon the rail on curves 
and tangents? These are questions that should be answered 

because upon almost every urban line there is more or less 

country running to be done, and it is well to know what can 

or cannot be done before taking a step that is to be blindly 
followed in its recommendations in so many respects. 

Then how strong need the flange be? On this we are ab

solutely in the dark, but there is a prospect that in the near 

future some light may be thrown upon the subject. Current 
practice has followed precedent established by the rule of 

thumb with remarkably good results, but it would be well to 

know whether this precedent has established dimensions that 
are all that they should be or not. In this the steel wheel, of 

course, far outranks the cast-iron one as to strength, but 

how about wear? \i\/ill a flange ~hape that will give the best 
results on cast iron also give the best with steel? 

Finally, in the shaping of the flange what shall be the 

contour of the crown? It seems to be the almost universal 

practice among street railroads to use a crown that is the 

arc of a circle, rather than a gothic arch such as that adopted 

as standard by the Master Car Builders' Association. The 
reason is to be found in the peculiar condition of switch and 

cross-over work, where the wheels are called upon to carry 

the load of the car on their flanges. In many, if not in most 

cases, the cross-over is deliberately made with such a shallow 
flangeway that, for some time after it is laid, the surface is 

protected from all wear by the flange carrying the wheel and 

lifting the tread clear of the rail, until a groove has been 

worn in the special work. This prolongs the life of the track, 
but how about the wheels? Will the metal saved in the 

crossing pay for the wheels that are discarded on account of 

chipped and hroken flanges? These are conditions that must 
be faced by the committee engaged in the formulation of a 
recommendation as to wheel flanges. 

There has been no desire, in what has been said, to make 
a mountain out of a molehill, but merely to call attention to 

a few points that should be considered in the development of 

this standard. No questions have been asked that patient and 

thorough investigation cannot answer definitely and finally; 

nor have any been asked that do not seem to be deserving 
of an answer. With the data at hand, that this work would 

give, a form of tread and flange and rail head can be designed 

that will have the weight of authority, and this will be backed 

in a way that will compel municipal authorities, that now 
impose burdensome restrictions upon the railroads within 

their limits, to remove such restrictions and permit the use of 

wheels and rails that will not only give better satisfaction to 

the public but decrease the cost of purchase and maintenance 
to the operating companies. On the other hand, if this is not 
done, and the municipal engineer is allowed freedom to dic

tate any peculiarity in rail which strikes his fancy, the posi
tion of the street railway companies will remain unchanged 

and modifications of practice can only be brought about by 

the slow methods now in vogue. 
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OPERA TING DETAILS OF THE LACKAWANNA & WYOMING 
VALLEY RAILROAD 

In the STREET RAILWAY JouRNAL fo r J une 13, 1903, an 
account was published of the system of the Lackawanna & 
Wyoming Valley Railroad, the high-speed third-rail line 
extending from Scranton to \ i\Tilkesbarre, Pa. This line pos
sesses the unique di stinction among interurban electric rail-
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SUE-STATION AND PASSENGER STATION 

ways of operating for its entire length over it s own right of 
way, and of owning handsome stations in each terminal city, 
as well as several at way stops. In other words, its operating 
conditions are similar to those of a steam railroad, except for 
its motive power. The const ruction of th e line was thor
oughly described in the issue already referred to, and has 
sub sequently been treated in detail in papers by the construe-

VIEW I N TUNNEL FROl\:I NORTH PORTAL 

ti ng engineers and others present ed before engineerin g 
bodies, particttlarly in a pape~ read by George B. Francis to 
the Boston Society of Engineers. The road was built by 
West inghouse. Church , Kerr & Co mpany, and is still largely 
owned by the \ i\T estinghouse interest s. 

The article in the STREET RAILWAY J ouRNAL already re
ferred to describes the line practically as it is to-day, except 
that the company has recently completed a tunnel which cuts 
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off considerable distance between Scranton and Wilkesbarre. 
This tunnel is 4747 ft. in length, from portal to portal, and 

and 22 ft. high, from sub-grade to the top of the arch. There 
is a grade in the tunnel of I per cent. 

FRONT OF SCRANTON TERMINAL STATION 

SCRANTON TERMINAL STATION, FROM YARD SIDE 

trains were run through it for the first time on Oct. 19, 1905. 
The cost of the tunnel was about $600,000. The track is ele
vated 2 ft . above the sub-~rade. The tunnel is 17 ft. wide, 

In spite of the many articles on the construction of the fine, 
little or nothing has appeared in regard to its operation, al
though the special conditions already mentioned, and th e fact 
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that the company is incorporated under a steam railroad 
charter, makes these features of especial interest. 

The terminal cities are 20 miles apart. Scranton has a pop
ulation of about 120,000 and Wilkesbarre of 80,000. The 
intervening country is fairly well settled. The largest city 

ing and Lackawanna valleys have probably more lines of track • 
than almost any other section of the country of equal area. 
There are altogether seven steam railroad lines extending 
into the district, and most of them traverse its entire length. 
These roads are the Pennsylvania Railroad, the Erie Rail-

ONE OF THE VIADUCTS ON THE LINE 

GENERAL VIEW OF POWER ST~TION, CAR HOUSE AND TRACKS NEAR SCRANTON, OF LACKAWANNA & WYOMING 
VALLEY RAILWAY 

between Scranton and Wilkesbarre is Pittston, which is about 
half way between the two termini and has a population of 
about 30,000. 

STATISTICS ON TRAFFIC 

At first sight the outlook for an additional road extend
ing from Scranton to Wilkesbarre would not seem promis
ing. On account of the anthracite coal deposits, the Wyom-

road, the New York, Ontario & \Vestern Railroad, the Del
aware, Lackawanna & Western Railroad, the Central Rail
road of New Jersey, the Delaware & Hudson Railroad and 
the Lehigh Valley Railroad. There are also two trolley lines 
connecting Scranton and Pittston, one on each side of 
the river, and two between Pittston and \Vilkesbarre. The 
steam railroads mentioned were built, of course, principally 
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on account of the coal deposits, and only two have aimed to 
do a passenger service between the two cities under consid
eration, Scranton and Wilkesbarre. These two railroads ai"e 
the Delaware & Hudson, whose terminals are well located 
for passenger traffic in 
both cities, and the Dela
ware, Lackawanna & 
Western, whose Scranton 
terminal is well situated, 
but whose Wilkesbarre 
terminal is about a mile 
and a half from the center 
of that city. Consequently, 
before the advent of the 
high-speed line, the Dela
ware & Hudson Railroad 
got most of the business, 
except that which went by 
trolley. 

The fare charged by the 
steam railtoads of the vi
cinity before the Lacka
wanna & Wyoming Valley 
Railroad was opened in 
1903 was 3 cents per mile, 
and some concessions from 
this rate were made when 
mileage books and com-

rates, and this was followed a little later by another. Al
though the steam railroad rates are and have for some time 
been lower than those charged by the Lackawanna & Wy
oming Valley Railroad, no effort has been made to meet the 

· mutation tickets were pur
chal,ed. The Lackawanna 
& Wyoming Valley Rail
road decided that it could 
carry passengers for r ,½ 
cents per mile on single 
tickets and r ¼ cents per 
mile on excursion tickets PASSENGER STATION AT ROCKY GLEN 

• 

WILKESBARRE TERMINAL STATI O N , FROM YARD SIDE 

and mileage books. The last are sold in books contain
ing 250 and 500 miles. A t these rates the single-ticket 
fare between Scranton and Wilkesbarre is 30 cents, .and the 
round-trip fare 50 cents. Shortly after it opened its line for 
traffic a material reduction was made in the steam railroad 

former. The electric line has considered its rates to have 
been carefully and fairly determined, and has depended upon 
its service to win business. No statistics are available as to 
the division of traffic between the competing steam and elec
tric lines, but careful local estimates place it at about So per 
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cent for the electric line and 20 per cent for the steam lines, 
with the through traffic via the trolley lines practically negli
gible. It is interesting to add that the steam lines are carry
ing more passengers than befo re, thus showing that the ad-

t 
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TIMBER SECTION OF TUNNEL 

vent of the electric line has created a very considerable traffic. 
The following statement , showing the car mileage of the 

Lackawanna & vVyoming Valley Railroad by quarters for the 

• 

PITTSTON PASSENGER STATION 

years of 1904 and 1905, indicates the increase of the com
pany's business: 

1904 1905 
Quart er 

Pa.<senge r Freight T otal Passenger Freight Total 
- --

First .. . . 229,655 12 ,50G 241,1Gl 286,098 12,965 299,063 
Second _ 257,341 13,14!i 270,487 319,387 15,967 335,-354 
T hirc1 338,'!21 rn,371 355,192 390,437 17,768 408,205 
Fourth ... ... .. 304 ,872 13,0!(j 317,888 339,355 IG,489 35'5,844 

.---
_ 1,185,728 l 1, 130,689 55,039 1,335,277 63, 189 1,398,4(l6 

CREATION OF TRAFFIC AND SCHEDULES 

The greater part of the business now enjoyed by the com
pany has practically been created by the supply of good tran
sit faciliti es. The other transportation lines between the 

cities, as stated, carry as many, if not more, passengers than 
before, but the existence of a high-speed line between the 
two cities has undoubtedly caused many people to travel who 
would not have done so otherwise. Part of this is pleasure 
traffic, or is induced by the pleasure resorts along the line. The 
greater portion, however, is twelve-month business. Thus a 
great many shoppers travel on the line, although \Vilkesbarre 
and Scranton are of nearly enough the same population, so 
that there is no very marked difference between the shopping 
facilities in each place. Nevertheless, critical buyers have 
discovered, or have thought that they have discovered, tha t 
certain articles can be purchased better in one city and others 
in the other, and these shoppers make up a considerable bulk 
of the clay's business. Theatrical parties, or atendance in
duced by attractio~1s in one or the other city, contribute to 
the traffic. In fact, the experience on the Lackawanna & 
\Vyoming Valley Railway shows that the residents of two 
cities 20 miles apart, of about 100,000 population each, and 
connected by an attractive and high-speed line, with low fares 
and frequent trains, can find many excuses for traveling from 
one city to the other 

vVhen the company commenced operations in May, 1903, 
it ran a twenty-minute local service from 6 a. m. to 12 p. m. 
In December, 1903, additional local trains were scheduled, 
producing ten-minute service from 3 :20 p. m·. to 6 :40 p. m . 
daily except Sunday. In February, 1904, a limited train 
service, stopping only at Pittston and terminals, was insti
tuted with five trains i~1 each direction, daily except Sunday. 
In June, 1904, an all-night service was put on with hourly 

TYPICAL CUT ON LINE 

local trains fro,;n 12 midnight to 6 a. m. In June, 1905, the 
limited service was increased to thirteen trains in each direc
tion daily except Sunday. 

The company's present schedule between Scranton and 
Wilkesbarre includes limited trains or cars each ,vay e,·ery 
hour between 7 a. 111. and 7 p. m. , and local cars ,every IO 

minutes between 3°:20 p. m. a;id.'6:40 p. 111. , and every 20 min
utes between 5 :40 a. m. and 3 :20 p. 111., and between 6 :40 p. 
m. and 12 midnight. Local cars are also run every hour from 
1 a. m. to 5 a. m. In addition, there are five freight and 
express trains run each way during the day. 

SOLICITING TRAFFIC 

The passenger organization, as already described, is con
ducted alon:; steam railroad lines by an exr,e:-:en:-:"cl tr;iffic 
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manager. Although the line is only 20 miles long, the com
pany believes in advertising extensively in the daily papers. 
These adver~isements take two forms. One is the standard 
time table, similar to that carried by the steam railroads. This 
is published not only in all the daily papers in 
the two terminal cities, but also in a considerable 
number of local papers, which are issued less fre-
quently. In addition to this newspaper adver-
tising, the company uses special announcements, 
and has arranged with the editors by which 
some of these announcements appear in the read
ing columns. One plan, which has proved very 
popular and which has been conducted for the 
la~t two seasons, is the publication of a set of· 
jingles on the advantages of the "Laurel line, " 
which is the popular name of the road. These 
jingles were known as the " N ifty Bill'' jingles, 
and a new verse was published each day in each 
paper in which the company advertised. As this 
campaign was conducted for three months during 
the past two summers, the brain of the poet was 
somewhat taxed in an effort to produce 180 verses. 
But he succeeded, and it was found that people 
came to look each day to see what "Nifty Bill" 
had to say. Two of these verses are appended to illustrate 
their general character. 

"How old is Ann?" the doctor said ; 
Cried Nifty Bill : "I've never read 
The lady's age, but know, instead, 
The wonders of the Laurel Line." 

"The reason there's no dust, they say, 
Is rock-ribbed ballast all the way, 
And oil besides," said Bill, "to lay 
The dust along the Laurel Line." 

Newspaper advertising is not the only kind of missionary 

large covers of this circular, which was printed tastefully in 
colors, were framed and presented to different hotels and 
other places in the cities along the route. A standard time 
table is issued for passengers' use, and is very similar to those 

TYPI CAL WAY STATI ON 

employed .by steam railroads, ex cept that it is printed in two 
colors. In addition, the company has two outside men to 
solicit business and has issued various advertising souvenirs, 
such as lapel buttons and ladies' hat pins. These souvenirs 
are distributed by the ticket agents and the outside men. 
Ticket agents are employed regularly at four stations, viz., 
Scranton, Pittston, Hancock and Wilkesbarre. 

TRAFFI C AG REEMENTS WIT H OTHER ROAD S 

The company has traffi c agreements with other road s in the 
Eastern Railway Association, and sells through tickets and 
checks through baggage, just as steam railroads do. It al so 

STANDARD THREE-CAR TRAIN 

work upon which the passenger agent depends for develop
ing traffic. The company issues a number of traffic circulars, 
and when it first commenced business distributed a very 
handsome circular, which was prepared by · the Matthews
Northrup Company, and of which ro,ooo were printed. The 

interchanges freight with the Erie Rcfilroad, the Delaware, 
Lackawanna & W estern R ailroad, and the L ehigh Valley 
Railroad, and expects to haul through steam railroad passen
ger cars for certain of the steam railroad lines, which reach 
one of its terminals and not the other. 
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F REIGH T AND E X PRE SS SERVICE 

The company has leased the ex press business on its line to 
the Adams Express Company, and is one of the very few elec
tric railways whose express business is conducted by one of 
the old line express companies. There are five express runs 
each way by special express motor car. In addition, freight 
cars are hauled over the line by a steam locomotive owned 

STANDARD CAR 

by the company, but this steam locomotive has recently been 
replaced by an electric locomotive. The company has the 
same freight rates and schedule as the steam railroads, and 
employs freight agents at each of the principal stations. 

ELECTRIC LOCOMOTIVES 

Two views are given of the electric locomotive used by the 
company for hauling freight trains. It is of the Baldwin
Westinghouse 8-4-E type, weighs 55 tons, a1;1d its principal 
dimensions are: Length over all, 32 ft.; width, 9 ft.; truck 

SIDE VIEW OF LOCOMOTIVE 

centers, 15 ft.; wheel base, 7 ft. IO ins. ; wheels, 36 ins. in 
diameter. T he locomotive is equipped with four 50-hp motors 
and automatic air bra-kes and is also arranged for multiple
unit switch control. I t is fi tted with both trolley and third
rail shoes. 

TELEPH ONES AND DESPATCHING 

All despatching is conducted by telephone, and Couch & 
Seeley instruments are used. The despatcher is stationed at 

Scranton, and the company uses a modification of Nos. 19 
and 31 of the Standard American Railway Forms, as shown 
on page 170, exc

0

ept that the instruction is sent by telephone 
instead of telegraph. The conductor is required to write the 
train order as received by the despatcher on an autographic 

MILK CAN USED F OR H OLDI NG 
CALCIUM CHLORIDE 

register, which makes three copies. He then repeats the 
order to the despatcher, and marks the time of its receipt. 
Two copies are then torn off from the register; one is kept by 
the conductor and the other is handed by him to the motor
man. The third is retained within the register. 

THIRD-RAIL CONSTRUCTIO~ 

The company was one of the first to use a side third rail, 

,. ,~: -~ 
"-r~ r "' 

. , 
~ J:;... ; 

EN D VIEW OF LOCOMOTIVE 

and has made little change in the character of rail or insula
tion. The rail is mounted 19¼ ins. center to center from 
the service rail and its head is 3 ins. above the head of the 
service rail. The rail used is a 75-lb. A. S. C. E. section. Sev
eral types of insulators have been employed, including recon
structed granite and several types of earthware. Experi
ments are also to be conducted with insulators made of oak 
and painted with P . & B. 

11 
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SLEET REMOVAL BY CALCIUM CHLORIDE chloride solution is carried in a 15-gal. milk can in the motor-
For cleaning ice off the third rail the company uses brushes man's cab, and is connected with the hollow handle of the 

Top View of M alleable Iron Cap. 

-il=2 Duck washe1· 5" <linmeter 

PLAN AND SECTION OF THIRD-RAIL INSULATOR 

HEDLEY SLEET SCRAPER ON REAR TRUCK 

and a weak solution of calcium chloride. The cars always 
run in the .:;ame direction and the forward truck is equipped 
with a wire brush. The handle is hollow. The calcium 

brush on each side of the truck by ¾-in. piping. The flow is 
controlled by small globe valves. The cans are carried only 
when the weather requires it, and a very small quantity of 
fluid only is needed. The rear truck is equipped with a 
standard Hedley third-rail scraper, which consists of steel
plate spring brushes held in a flat back, and bearing on the 

BOSTON ELEVATED WIRE BRUSH FOR SLEET, USED ON 
FORWARD TRUCK 

head of the rail, diagonally across its face. This scraper 
removes the ice or sleet, which has been softened by the cal
cium chloride applied by the leading brush. 

BRAKE-SHOES 

A large number of experiments have been conducted 011 

brake-shoes. The company first used a very soft brake-shoe, 
which wore out very rapidly. This was followed by a hard 
brake-shoe, which cut the tires badly. The company has now 
adopted the Diamond-S shoe a~ standard. 

PARK RESORTS 

The company has developed a large park business, and has 
on its line an unusually large number of very attractive parks, 

OHIO BRASS SLEET WIRE BRUSH, USED ON FORWARD 
TRUCK, SHOWING ALSO PIPE FOR CALCIUM CHLORIDE 

especially Luna Park, near Scranton; Rocky Glen Park, 6 
miles south of Scranton, and Valley View Park, half-way be
tween Pittston and Wilkesbarre. The latter is controlled by 
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the company, the o thers by outside individuals or corpora
tions. At Valley View Park no admittance is charged, ex
cept when the park is leased for the day, as it frequently is, 
to some society or association. In this case, the latter has 
control over the admissions. The park contains base ball 
grounds, five booths for the sale of refreshments, dancing 
pavilion, swings, seats, band stand, etc. Last season the com
pany provided band concerts every Sunday afternoon and 
evening, at which bands of thirty pieces from Wilkesbarre and 
Scranton played on alternate weeks. The average attenclance 
was from 4000 to 5000. and the park has frequently enter
tained 12,000 persons. The land was leased for a long term of 
years at a nominal rental, and as the natural attractions were 

1 
excellent only about $5,000 was required to fit up the park, not 
including $2,000 which was spent on the baseball and athletic 
grounds, so that the investment is not large, although the re
turns are very satisfactory. 

ACCOUNTING 

A s the company is organized under the steam railroad law, 
it is obliged by 
the C o 111 111 i s - Lackawanna & Wyoming Valley Railroad Company. 

TELEPHONIC REPORT OF ACCIDENT. 

sioner of Internal To, ••• , .... ~~, -
__ -0ttup111on -------- f rom __ __,,..,.,___.,..~--· - ____ _ 

Affairs, at Har- T~,,. •• , •• ____ ..,,M ""~""'·----=•~--~--_]); 

risburg, to con
duct its accounts 
after steam rail
r o a d methods. 
The steam rail
road form is, 
therefore, f o 1 -
lowed, with the 
addition of some 
eight or ten ac
counts not used 
in steam railroad 
work. Thus, in 
' 'maintenance of 
way," the com
pany has an ad
d it i o n a 1 item, 
"maintenance of 
electric lines." In 
"maintenance of 
equipment" the 
company also has 
a ch a r g e of 
"maintenance of 

_____ _ Badge No. ___ _ 

NO!ornu.n or Eopcman ___ __ ~ _____ ..___.,,di"N"---

Enctpbuofa.;ciderit _ 

h wrttl< tn.iD •ffllf& __ . __ From whlffl md an .. ~ !n,n work u,bn,1 MIVllllta£d ---•--

l11wha1pmition! 

Ho.. ~ny empty c:ar>are oll tracld ____ ·------- ________ How many d;imo.ged'i ___ _ 

Haw rrw;r u,d kind ~I can nffll..d for ir.ualcr ol 1me:h,! ·----·

Ho,, 111,>Jly an ~bud°',""" wredt...:I or oJI trllek, . 

-·---·--· ,-_-------------------

- _. ______ ·--.. ···---···-·-·---- ·Oitp:,.'~---

T ELE PHONE REPORT OF ACCIDENT 

steam and electric plants." The "passenger car" item is 
credited with all the expenditures Pl!t on the cars, ex
cept tho se required for the electrical equipment. The expense 
of the crews on the freight cars is charged in to freight ser
vice. The passenger motormen expenses are carried in a 
separate item and the same is done with the passenger con
ductors. The general expenses are the same as with a steam 
railroad, and the accounting with agents is also conducted on 
the same plan. 

A CCIDENT RECORDS 

The company pays more attention to accident records than 
most roads. These records are kept in vertical file cases, 
which contain, respectively, in three divisions, settled cases, 
those in suit and those for which no suit or claim has 
been brought. The accident record itself may consist of 
eight sheets. The fir st is the first news of the acci
dent received at the main office. This word 11sually comes 
by telephone to the train despatcher, who fills out this blank, 
as soon as the accident is reported to him. As this is a novel 
idea, the blank used for this purpose is reproduced. The 

second sheet contains the conductor's report of the ·accident. 
This blank is filled out by the conductor as soon as he reaches 
one of the terminal stations, and it gives the particulars more 
in detail. The third blank is the motorman's report, and de
scribes the condition of the car or train, its speed, whether 
all lights were burning, etc., and contains a space for his ac
count of the accident. The fourth blank is the one filled out 
if the victim of the accident is an employee. It gives par-

LACKAWANNA & WYOMING VALLEY RAILROAD COMPANY. 
DAILY SUB-STATION REPORT 

......,.4.._ ................... .. -y .,vlA .. ....,. .... _.._ 
6Ult-STATION ATTENDANTS 

, f:110111 

-'PPllpvt.D __ 

SUB-STATION REPORT, 9½ INS. X 12 INS. 

ticulars of the accident and is signed by the injured person, 
foreman and all others who were witnesses. The fifth is the 
surgeon's report, and must be filled out and forwarded by the 
surgeon, immediately after attendance, to the superintendent. 
All of these blanks contain forms for making sworn acknowl
edgements of their statements before a notary public-a 

LACKAWANNA & WYOMING VALLEY RAILROAD COMPANY. 
DAILY ENGINE ROOM REPORT. 

I ' 

-rt+·t--t-+ti-t-ti4·11+H-HH-H+H++t+++++++++++++I-: 
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II I 
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1
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TOU!. I I I ' I I I 

~~ -- .. ---

FRONT OF ENGINE-ROOl\I LOG, 9½ INS. X 12 INS. 

precaution that is usually taken. The sixth and seventh 
blanks are the more complete reports of the conductor and 
motorman. which are in the form of affidavits, and the eighth 
is a statement filled out by the witnesses. The blanks, when 
collected after an accident. are enclosed in a stiff manila cover 
with blank lines on the outside, where the information can 
be digested, and are bound up with any other papers that may 
relate to the accident. All accidents are numbered, as far as 
possible, in chronological order, and each is given a mark on 
the outside to indicate its classification, according to the plan 

• 
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followed by the Pennsylvania State Railroad Commission. If 
suit is brought, the fi le is transferred to another fil e called the 
suit fi le, and when settled the paper~ are transferred to an
other' fi le containing settled cases. 

BULLETIN ORDERS 

A ll bulletin orders are written in triplicate, and one copy is 
sent to the bulletin board at each terminal. A third is kept in 

Tire No 

Center No. 

L. & W. V. R. R. 

Size 

Azle No. On Centre Turned or Off 

Kind. 

Amount 
Turned 

TIRE REC O RD, 3 INS. X 5 INS. 

MIieage 

the trainmaster's office, where it is past ed in a large book. 
U ndcrneath the space left for the bulletin, the following 
words are printed: 

I hereby certify that I have read the above Bulletin Order No . 
. . . . . . . . , on the date opposite my name, and that I fully under
stand same and agree to be governed thereby. 

Underneath this clause is a space for signatures, and each 
man affected by the order is required to sign his 
name on the page. 

1'orm 113 ,ro-3'o6 

The heading of the paint and varnish record is shown in 
Form 113. This is self-explanatory, except to say that the 
dates on which cars were painted are written in red ink, and 
those on which cars were varnished are given in black ink. 
This same form can be' used to record progress of any special 
tests, i. e., on armatures, etc., when desired. 

Form I 1 t is used for the tabulation of different kinds of 
troubles. Six classes of troubles are kept on this card, viz. , 
troubles with air-brakes, type- L control, electro -pneumatic 
control, trucks, motors and car bodies. The card is ruled off 

MADE BY 

UNO E I! CAI! 

No . From To 
MI LEAOE IHlMAl!KS 

BACK OF TIRE RECOR D, 3 INS. X 5 INS. 

fL,r 3 r clays. In addition, a card is kept for entering the num
ber uf defects which a re reported, but which, upon examina
tion, a re found to be 0. K. 

Form 1 r 2 is the mileage record. A separate card is kept 
for each car. 

The only supply parts which the co mpany uses in sufficient 
quantities to warrant special records are brake-shoes and tires. 

• 
LA&AWANNA « WYOMING VALLEY RAILROAD conPANY 

___ No . .. Re cord 

BLANKS AND FORMS 

No attempt can be made to publish or describe 
all of the blanks and forms used by the com
pany, but those used in keeping track of acci
dents have been mentioned, and certain ·others 
showing the performance of the apparatus used 
have proved so satisfactory, that a brief descrip-
tion will be given of them. 

The company's three log sheets for the engine roum, boiler 
room and sub-station are presented herewith. The principal 
feature of these logs is that no attempt is made to keep a rec
ord of prices at the power station Instead, the chief engineer 
fills out the mechanical information required, leaving the ac
counting for the head office. Only one side of the engine
room log is reproduced. The other side has a record of cir
cuit breakers in and ou~, remarks, and switchboard attend
ants. No daily record is kept of oil used, as the company has 

Porm 112, 200 J'ob 

L. & W. V. R. R. 

Mi leage Record Car No. 

Da; J•n. Feb. Mor. Apr. M11y Ju ne July Au R' , Sept. Oct. No v. Dec. 

,n 
FORM FOR KEEPIN G MILEAGE RECO RDS, 8 INS. X 5 INS. 

a contract for the supply of all the oil required at a maximum 
cost per 1000 kw-hours of s_tation output. The coal record is 
kept by weighing the coal when delivered, and taking an esti
mate of stock at the end of the month. More exact methods 
are not required, as the line is in the region where coal is 
cheap, and no large supply has to be kept on hand. 

All of the other performance records are kept on cards, 
either 5 ins. x 8 ins. , or 3 ins. x S ins. 

!'. \I NT i\ND Vi\I{NlSH R ECO R D, 5 INS. X S INS. 

Form 114 shows the card used in keeping brake-shue records. 
This, like all of the other cards mentioned so far, is 5 ins. x 8 

LACKAWAN NA & WYOMING VALLEY RAILROAD COMPANY. 
DAILY BOILER ROOM REPORT. 

~q:=+~~=1=1~t=t=t=ttt=t~tttt=t:~tt1=ttttt:ttttii:ttittLU, ~ 
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BOILER-RO OM LOG, 9½ INS. X 12 INS. 

I I •• 
I I • 
I 
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ms. After the words "Truck number" the card is filled in to 
show whether the shoe is on a right front-motor truck wheel , 
a right rear-motor truck wheel, a right front-trail truck wheel, 
etc. The cards when placed in the index are divided into 
eight divisions, to correspond with the eight car wheels. The 
first four columns on this card a re used regularly. The items 
in the following four columns are kept only occasionally, viz.: 
when special tests are made of brake-shoes. 
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The tire record is printed on both sides of a card, 5 ins. x 3 
ins., and is ruled with nine horizontal lines to give all the 
entries probable during the life of each wheel. 

REPAIR SHOP RECORDS 

In its repair shop records, the company pays especial atten
tion to their possible use at an'y time as evidence in accident 
suits. It has been found that in a number of claims the plain
tiff has alleged that a defective condition of the car has 
existed, and every care is taken to provide against this con
tingency. The first repair record may be considered to be that 
kept by the train master as a substitute for the usual signing 

ARTICLE 

PRICE RECORD, 5 INS. X 8 INS. 

in sheet. This consists of a report to the effect that Car 
No ......... is in good condition, with the exceptions noted, 
and must be signed by both conductor and motorman when 
leaving work. The items which the motorman approves are 
printed in one column in one font or style of type,•and those 
which the conductor approves in another column and f nother 
font of type. This report is made with a carbon duplicate. 
Both sheets are checked by the despatcher against the train 
sheet. The original then goes to the master mechanic and 
the duplicates to the superintendent for his accident fi le. 
The master mechanic notes on the back of his· sheet any re
marks which are necessary, and places in his permanent file. 

Every car is thoroughly inspected at the repair shop once in 
three days. When a car enters the shop a blue card is at
tached to it. carrying the following list of parts and repairs: 

Car Body:
Steps. 

CAR NUMBER ......... DATE IN ........ 

Controllers and Lamp Circuits :
Switchboard. 
Controllers. 
Reverser. 
Lamp circuits. 
Storage batteries. 
Junction boxes. 
Jumpers. 
Jump er sockets. 

Trolleys and Third-Rail Shoes:
Poles and wheels inspected. 
Wheels and bases oiled. 
Links .. 

Bolts. 
Shunts. 
The car number is then entered in a diary 

kept in the shop. This diary shows the number 
of the c~r in for inspection, and whether it was 
turned out 0. K. at the end of the day or held 
in the repair shop for repairs. The different en
tries are comparatively few in number, so that 
for convenience they are stamped in the diary 
with rubber stamps. The blue card remains with • 

the car while it is in the shop. It is hung on a hook in the 
cab. Train men have instructions never to take out a car 

Lackawanna & Wyoming Valley Railroad Co. 
TRAIN ORD E~ NO. _ __ _ 

Superintendent's Office.,_ ___ S_cr_a_nt_on--',_2_o_M_ ar_. _ __ l 90~ 

To C. & M. of No.3N. at Wilk es-Barre 

No. 3 N. will not pass Jenkins Crossover without orders. 
C. P. W. 

CONDUCTOR. AND MOTOR.MAN (OR. ENGINEMAN) MUST EACH HAVE 
A COPY OF THIS OR.DE R.. 

R.ec'd by Land Condr. Made Comp. at r:r6 p. M. Vicker. Dispr. 

FORM OF TRAIN ORDER USED IN DESPATCHING, MADE IN 
DUPLICATE 

which has a blue card on this hook unless all the items on the 
card have been completely checked off and signed for by the 

LACKAWANNA AND WYOMINO VALLEY RAILROAD COMPANY Doors (checks, stops and fastenings). 
Window guards. Tallalatlon of ..... 19C 

Sash (glass and fixtures). 
Seats. 
Floors. 
Registers. 

Trucks:-

Brakes adjusted. 
Brake shoes. 
Truck bolts. 
Hand brakes. 
Sand boxes inspected and filled. 

Motors Oiled :
Armature bearings. 
Motor-axle bearings. 

Motors Cleaned :
Blowing out. 
Cleaning Fuller boards. 
Brush holders. 
Brush-holder springs. 
Carbons. 

Air-Brake Equipment:-
Compressors oiled and inspected. 
Motormen's brake valves. 
Conductors' signal valves and whistles. 
Slack adjusters. 
Piping. 
Connection hose. 
Governors. 

Tr-ui;:k No. 

I 2 l 4 I 6 7 I O 10 11 12 13 14 I 6 11 1a 10 20 2 1 lu 2J 24 2a u p, 128 tzo 30 J1 

FORM FOR TABULATING TROUBLES, 5 INS. X S INS. 

LACKAWANNA 6: WYOMJNO VALLEY RAILROAD conPANY 

Brake Shoe Record 
Scrap Wl. Wt. Wear nueapcrlb. 

BRAKE-SHOE RECORD, 5 INS. X 8 INS. 

several inspectors. If so, the card must be turned in to the 
master mechanic before the car is taken out. If emergency 
repair work has to be done, a yellow card is used instead of a 
blue one. All of these cards, when returned to the master 
mechanic, are kept for two years, the time during which, 
under the law, accident claims must be brought. 

Another blank used for the car house is solely for preparing 
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defenses for accident claims. The company has sometimes 
had claims after an interval of several months for accidents, 
in which the plaintiff has alleged faulty condition of a sea_!, 
step or loose king-pin plate. As these parts are used as a basis 
for accident claims more fre·quently than any other, the com
pany has found it desirable to use, in addition to the blue card, 
an inspector's report of each defect found which might pos
sibly cause such an accident. For convenience in filing, these 
reports are made on blank paper cut 3 ins. x 5 ins. and filed 
by days in chronological order. They are kept for two years. 

OFFICE RECORDS 

A word might be said about a few of the office records. The 
lost and found department uses two cards. The first is a tag 

Lackawanna & Wyoming Valley R. R. Co. 

APPLICATION FOR EMPLOYMENr. 

Applicant must answer questions and sign this application in ink i,r his own fran.dwrifi,tg, 

N~me in full ..... ~ n=......--. - -..... . ---=.-,-_ ~farried, Single, Widower. 

Addreu in full .,.z.;::y.~-......... ,,. •• ~_ .. __ .,,.,._... .... - ~ - ..• ~ . 

Position d~ir~ .... ,,-.. .,..~ ... •:-, .... What is your tn de or occupa tion ? 

Age• ... =•=...: fl~ight ··=:,;,:..:_...; · W eight :...:. How long ha\'C you lived in -

Where were ynu born? ,-:-:-,·=~ - ........ ~ ............. , .... , . ...__:_.;._ .... :.:··· "'....,,.,..,,...· · 

II out of the Uni ted States, how long have you lived in this country ? . ...... : . ., .......... . 

Are you, or h:we you declared your intention to ~come a citizen (! f the United States 1 

\Vhen, where. and In what ~paci ty were you ever employed by an clectric,"str« t or interurban. or steam railrnad ?. ,..., 

Why did you leave the servicc.t, ............. .,..,.,.,, .... = .... =- ~ --'---~-

Where were you last employed. and in
1
what capacity ? .... - --- --~=~- ~=~-

When, and why did you leave?"'··=·-··=· = = -------- -~=== -== = =---

~tate what family. you have, or what persons, ii any, are depeMent upon you lor support and where they live ._.,__. 

Art. you su~cct to an)L-Sickness or infirmity? ___ _,_,.. re you in any way crippled or deformed ? 

Are )IOU color blind or near sighted?--__,...,..~·.= .. 1\ .. ...... ............... ~ ~---

Have you an)' serious defect whatever in sight. hearing or speech ~ .. ~ -, .. "'ze"'-"'"-==·--,,,,.,--~=-
Have you ner· ~ injuredt .. - ·--·-~--.If so, when, Where, how, .and :fleet of injury? .. . 

Ha\le you ncr been convicted of any crime or misdemeanor ?. ..... ~--·. 

Do you use intoxicating liquor? .,,..... . .,_,_.,.,,.-~ If so, to what extent ?---- ______ _ 

Have you ncr teod~ bar or conducted a saloon?""""--=~.--Whcre and when?._ 

Have you aAy rcl,tives in our employ? .... . .... lf so, give thclt names arld positions . 

To wha.t snrecy company have you ever applied tor bond ?.:.:.::-;:~,.- ... ~=~~-------~-
Wu bond granted?.~ ........ _ 

State on .Jhe following blank your employ ment and employers during the la!t five years : 

fll.utl! ,f,Jq),f,DOltSSOf'Uft.OYQ! 

1 -.,ee ta 10bmlt ~ • miedlu.J c11mh11tloo by the Company'• & rgeoa ■ad p•y J1 oo for pme. 

~:apa:m~~:1!:'.ar7orf:; ~:":!::~ ~:!:,,e ~; a~~';!~th ~:; ~:i'C:-°/' m~ ~t ~=;. tb1e~a~ °'m~~:; ::d •::rl:. 
•no•l!~e~c of 40 &ffidnil a>ai. iaiag • fQJI aod lnlt..b(al ltltemctU o( Cl'Cf'l •eddeat &ll'ccUog tbe Compaay of •blcb r m•J bni 

(orq~a;~:e 
1::.: ~7t(iedm!~il:~ r:~~o~~: c:~;:,~r:::~I 1: : ~~~ l~t:~ ~: ::k~~da:~!i:l p:.;~~!ae ~!; 

:::.o•lac by me for aulfon.a1, or u aa:1ia,t mOGC)'I beloaglac let t..be Comp1ay ,ad placied ia m1 haod, for the purpose of malr.i ag 

(ruiaa't:r::::a m■lc.a ~p~llcatloo;or • bood wltb 1ueb SurclJ A»oel1tioa •• tt1c Compaay m1y deslgo1tc, 1T1d in 1be eftcl o( ita rC:• 
data (o, 1411 4-em::a r:S:::;• th~:m:'• apo.a Dotlfic.lloa ta thAt dfect., ratca Crom t..be 1c:vice aad bcrcby 1gree to .,, i•e all 

FRONT OF APPLICATION BLANK 

which is attached to every article fo und, a nd gives "found 
by," "occupation," "where," "train or run number," "direc
tion," "arriving at." The second is a card index of the arti
cles, giving the same information as the tag, but having a 
space on which the owner can receipt for the article. Such 
articles, if not called for within six months, are returned to 
the finder, sold or destroyed. Receipts are also kept for six 
months. 

Orders are filed by firms' names, and when the order is 
sent the duplicate is kept on file until the order is completed. 
when it is stamped "completed," and put in a permanent fil e. 
After the order has been completed the prices are entered up 
in another card catalogue, which is indexed by articles, and 

gives date, name and address, catalogue number, quantity, list 
price, discount, net. 

SCHO OL F OR MOTORMEN AND CONDUCTORS 

The company pays especial attention to the selection and 
instruction of its train crews, and has adopted a system of in
struction and premiums which is quite unique. The co mpany 
began operation May zo, 1903, and on the first anniversary of 
that event announced the following bonus system: " From and 
after this date, a semi-annual premium wi ll be paid to regular 
conductors and motormen for each six months' clear record 
in their respective positions. To be eligible, a man must 
work on at least 150 separate days within the calendar six 
months, but in case leaves of absence be granted on account 

I agin-. as a pvll~UI. c&.se d .1.1i lofrx1knl. d' die ~pao~• ntJot. IO IOfTO time practiclar or \lcuier tutpc111loa wltllolll Jl&J 
I agfce to worlc: andcr Ulstruclion oo tri1I • .,itbout pay. at least tea day1. and 11acb additioual time- in ;1;eu lberco( u ,lie 

Ca,mpapy. may deem oeeessery, . 

igallt~ ;:~e:-::~=;:it;:t:1
;: :u:' 1~: ~dw~~~ra;;n~o:~

1
~:~y'ior

0
!e:V~:

1
: r:"~:~~ ~

0
b~1;:~:~11t mcc~; ;~;Q!~u~:~: : ~ !;!~ 

cam._~ted1tfolloW1agr11tca: 
- n ·iceata per bour fix fint year o( C'OOt\00 0 11, !ltrvicc. 11ftcr being placed oa eii: lm list .. 

:IJ i:ients .pc-r bour for aN!Oad ycsr of cootlauous 11:fCke. art er l:1C1ai; ptaccd oa extra IIM. , 
t.f Fcat:t pu bour for third anti aaccc,ediug 7c•n o( conliouou1 5e:"ite, llflcr being placed oa u tro lbt. 
"'Jl!St-..,;n arc aa t i.s(1ctory to me, and 1( cmptoyed. l ag,cc to .,o, k cootcotcdly 1 0d tiit bfony. · 
J further~ tluit i( l am dl.ebergcd « lc n·c tbc Comp,o y•, sc: ,tiee ,oloot.uily •t •11y ti111c d1m,1g °" an« tln: tri ■ I pena,J 

::a;~;:=io~ :.':! ~.::e :'cee~:.1.m.:~:.:: ~~::i::;111 foc sc:u1cc rcodc, ed°,. or czpe11scs iacurrcd by me d o,riag 1;;1\d trial perio,t 

I agree t'O' pr:oride mJ.Ulf 1t oace • •tb , ttndud aai(ona ia 1ccord10ce ~ itb the rul es ■od regul11ioa1 o( tbc: Compaay. 
'Wbilo fo. the Compaay'• service, t •Grtt lo study c.uef~lly aOO comply _r,ntb{ully wit..b all ita rula, r~ittoM iud ordcn. 

1,------- ....... . hneredd the (orq:oiag and cle,1rly o.idcnland all coa• 
ditio111,,pccliied-tbertl.a. aod to• the tNth o( all 1tatemCJ:1 t3 mj\dc. aaJ my •illiagneu to abide by tbe eoaditloa, o( t..b1t coalract. r 
hereby. make ~Bid.nit. · 

:::·=-==·=·""'==· ======::~-... -. ·-}~, 
--- ----------~-bciagdaly sworn, depose, • o.d uy• the ,bo,c llltcmeat 11 

L1'11~ to tbc t,s'"oi:.-- ---· knowledge , ad bdJcf. 

~wqro tGbdoie me lb.._. ------ ""Y of-

. REFERENCES. 

W e. \he u ndersign"11 , request the LACKAWANNA AND WYOMING VALL EY RAILROAD COMPA NY to 
employ __________ _ 

- ------, and do st.ale 

·that .we · artf not r.clated to ·him in any way, that we have know n him intimately' fo r the past ::,' ....... ·--·~-...... _. · yean, 
CO- ... ,_ ...... . 

and that he is a man of good n1on.l char! cter. ol sober, temperate and industrious habits, not addicted to the use 
ol intoltica~ng liquors or drugs, and no violator· of law' and good order. And we further represent that he is a man 
of truth apd integrity, good undentanding. and of temper and m,mners fit to be employed on your rai lroad. 

(•)-----------~ Rcsiclence .. . 

(b)-------·------Re!idcnce ... . 

(•>- - ------------ Residence .. .. 

LACKAWANNA AND WYOMIN,G VALLEY RAILROAD COMPANY. 

Applicarioo No._._ 

-···-·-··---···-· . Employed as 

Nationality____ ...................... Age .. -.. . .. _ .. ____ ... _ Height :-·-···--··:- ... 

Married, Single, Widower. Gcn.cral Appearance ....... 

lntroducec:I bf-----·----Approvcd by ·-----Surgcon.---······---... - 190. _ 

·To Master· Mechani.\ lor mstrucllon. ··------ '90 ... . Time with Master Mrchanic·---·---·····-· .. hours. 

To l'J'~ala Ma!~er for instruction_ ______ . 190.. .. . Time with• Train Master ____ houn. 

Approv,-------•90-· 

Appi:oved--- ---··-· --··-··--···-·"90 --• 
Appoin,_ ______ 190 .~ . . 

Total time worked under instruction on trial ··--·-··---·hours. 

~-------------.Master Mechanic:... 

--------------:Train Master 

----~--------~'· uperintendenL 

CASH DEPOSIT. 

This is to certify that there bu been deposited with the Cashier the sum of $ 10 .00 a! a lorlei t as prcwided in 
thi, application. 

- ----=hier. 

Receivea_______ ....... 190 ... -, ol the Lackawanna and Wyoming Valley Railroad Company. the 
sum•.oJ Ten. Dollars (fro,oo), bc-ing •refund of above deposit. 

SECOND PAGE OF APPLICATION BLANK 

of sickness or other · proper reason, the period of six months 
will be extended by the terms of such leaves of absence. In 
case a n entry against a man's record be necessary, he com
mences a new period of six months immediately he returns 
to work after discipline. * * * * It is sincerely hoped 
that every conductor and motorman will merit this reward." 
The names are kept in a card index. Every time a man re
turns to work after discipline the date is entered in black, and 
every time that a man gets a bonus the date is entered in red. 

In addition, the company conducts twice a year what 
might be termed a school for motormen and conductors. The 
course consists of six meetings, and every conductor and 
motorman is required to attend five of these meetings, whether 
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he is an old man or a new man. At the time this instruction is 
being given the schedules are re-arranged each week and 
the course repeated so that every train man has a 
chance to attend, and the men are paid while attending 
the school. Other employees, such as inspectors or switch
men, are welcome to attend the meetings, but attendance is 
not compulsory with them. Each session lasts an hour and 
a half. During the first half of each daily session, the chief 
despatcher discusses the subject of train rules, orders, etc., 
with the men. During the last half of each session the super
intendent, Mr. Wilson, talks to the men on special operating 
features, hints on the care of new apparatus, methods of 
dealing with passengers, ejectments, accidents, and other sub
jects which the management thinks it advisable to discuss. 
What constitutes legal liability in accidents and ejectments 
is also explained so that the men may know how to avoid 
trouble and where to look for competent witnesses. The men 
are invited at these times to mak(_'. suggestions, and many 
valuable points have been brought up by them. As indicating 
the value of these talks, the company had no accidents from 
November, the time of the last meeting, until well on into 
January. 

The company employs exclusively for its train crews men 
who have had experience in steam railroad operation, and 
takes no one who has not had at least one year's service on a 
steam railroad, or its equivalent in the company's own ser
vice. It does not take employees from electric roads unless 
they have also had the steam railroad experience. The super
intendent considers it essential that the men should instinc
tively get out the flag in the case of stops, as in steam rail
road work. The company has fifty-five men in its train 
service, and has had very few resignations or discharges 
since the line went into operatio"n. The front and back of 
the application blank, which is especially complete, is pre
sented on page 171. Since the blank was printed the company 
has made a change in the wages paid, which are now 2~ 

cents per hour for the first year of continuous service after 
being- pla(cd on the extra list, and 26 cents per hour for tht> 
second and succeeding- years of continuous employment. In 
other respects the application blank is the same as that shown. 

DEVELOPING FREIGHT TRAFFIC 

In addition .to the methods for developing passenger traffic 
already outlined, the company has engaged quite extensively 
in advertising to manufacturers the advantages of locating 
their works along its line. In particular it has issued a 
twenty-page folder for this purpose, in which the cheap fuel 
and power facilities of the territory between Scranton and 
Wilkesbarre is described in detail. The company states that 
it has recently installed at Scranton a large power plant whose 
capacity is in excess of that required for the road, and which 
has been designed to supply power for industrial purposes. 
In addition the company's freight facilities are excellent, and 
it is prepared to make such connections in the way of sidings 
as will appeal to manufacturers. A map is published 
in which the industrial locations available along the line of 
route are indicated. Passenger traffic circulars are coming 
to be very common among electric railway companies, but a 
vigorous campaign to secure new manufacturing plants along 
their lines is as yet rare among electric railway companies. 

OFFICER
0

S 

The officers of the company are: President, George C. 
Smith, of Pittsburg; vice-president and secretary, Charles F. 
Conn, of Scranton ; treasurer, Carl M. Vail, of N ew York: 
auditor, H. E. Yost; traffic manager, B. F. \i\Tvly, Jr.; super
int~ndent and purchasing agent, Chester P. Wilson. 

CONVENIENT METHOD OF THROWING SWITCHES 

Much of the trouble usually attendant upon the throwing 
of a switch by the motormen is avoided by the Clinton Elec
tric Railway Company, Clinton, Ia., by the method illustrated 
in the accompanying illustration. A hole is cut in the plat
form over the rail, and the switch-iron is extended through 
this. With a little experience the motorman is enabled to 

METHOD OF THROWING SWITCHES AT CLINTON, IA. 

stop the car in such a position that the hole is immediately 
over the switch tongue, and then it is a very easy matter to 
throw the switch. R. M. Howard, general manager of the 
system, states that the method is satisfactory in every way. 
The cars on the Clinton system are mounted on a single 
track, but this method of throwing switches is used in Minne
apolis and St. Paul on double-truck cars. 

---+¢+----

The Lake Shore & Michigan Southern Railway is con
structing in its freight yards at Collinwood an electric line 

. for the purpose of carrying switchmen and other employees 
to and from different points in the yards. ' The Collinwood 
yard is the largest on the system, and all freight trains are 
made up here. For a long time the company used a switch 
engine for carrying the men back and forth. Later a gas
oline car was used for this purpose, but it did not prove al
together satisfactory, and the company is stringing trolley 
wire over one of its tracks in the yard and will operate an 
electric car up and down these tracks at frequent interYals. 
Arrangements have been made' with the Cleveland Electric 
Railway Company to secure the necessary power. 
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SOME OPERA TING FEATURES OF THE TOLEDO & INDIANA 

The Toledo & Indiana Railway, operating from Toledo to 
Bryan, Ohio, was completed about a year ago, and the equip
ment and power station were fully described in the STREET 
RAILWAY JouRNAL of Oct;21, 1905. Since that time the road 
has changed hands, and is now being operated by E. E. Dar
row, managing engineer, who has instituted a number of in
novations in operating practice and in new equipment which 
are quite interesting. 

Line, the traction company receiving a switching charge for 
handling them. 

The road is remarkably level, there being no grades over 
2 per cent, and there are no sharp curves. In fact, it is 
possible to run a train of standard freight cars from one encl 
of the line to the other. Freight trains are handled by a 
locomotive built at the company's own shops. The floor 
framing is weighted with rails, and the weight of the loco
motive is 82,000 lbs. It is equipped with four \N estinghouse 
No. 112, 75-hp motors with a gear ratio of 64 to 18. The max
imum speed ,is about 20 m. p. h., and the scheduled speed is 

COST OF CAR-LOAD FREIGHT 15 m. p. h. It is fitted with a Westinghouse L-4 controller, 
As outlined in the previous article, the road does quite an and has air brakes and Van Dorn couplers. It has handled 

extensive car-kacl freight business. There has long been a twelve loaded freight cars. ' 
great difference of opinion among traction-line operators as to • Tests made by the managing engineer have demonstrated 
the profit aspect of this class of business, and even among that the locomotive alone consumes 4 kw-h per car mile. He 
those roads which are engaged in it there has been a woeful states that each loaded car adds 2 kw-h to the power con-
lack of data as to the cost of operating freight trains and the sumption, and that thiS' increase holds good with each car 
effect such traffic has upon the general welfare of the road. added up to ten cars, which was as high as he went. The 

Before going into the subject it would be well to recapitu- readings were taken on the locomotive over a r.un of 50 miles. 
late some of the general conditions which this road encoun- Current from the company's station delivered at the cars 
ters. It extends from Toledo to Bryan, 56 miles, closely par- costs about I cent per kilowatt hour. The cost of the cur-

/ 

ELECTRIC LOCOMOTIVE HAULING STEAM ROAD FREIGHT CARS 

rent _for the locomotive is therefore about 4 
cents per car mile, and each car aclclecl in
creases it to 2 cents per car mile. The loco
motive covers a round trip daily of about 
100 miles. The daily cost of operating the 
locomotive alone is figured at $4 per day 
for power, $1 for repairs, lubrication and 
incidentals, and $4 per clay for train service, 
or a total of $9 per day, the cost of operating 
the locomotive alone. As intimated, the 
cost of each car is about $2 per clay. Over 
a period of six months the average number 
of cars handled daily has been five each 
way, or 500 car miles per clay. The actual 
earnings from freight have been 15 cents 
per car mile, or $75 per clay for the crew. 
It will be seen, therefore, that according to 
these figures there is a very nice profit in 
this business. This method of calculation, 
of course, makes no charge for the freight 
operation, for the expenses of track ancl 

alleling the main line of the Lake Shore & Michigan Southern 
Railroad. Except in passing through towns the rights of 
way of the two roads adjoin one another, and in view of the 
remarkable freight-handling facilities of this great steam road, 
it would seem at first glance to be the height of folly to at
tempt to compete with it on bulk car-load freight. It appears, 
however, that the steam road has more business than it can 
handle. This particular district is a very prosperous one, 
originating more than the average amount of freight, and 
the steam road seems to be perfectly willing that the electric 
shall handle a few cars a clay between local points. Local 
people shipping to nearby points are glad to give the business 
to the electric line, because they are sure of prompt delivery. 
The electric line has its own cars and is glad to accept broken 
lots, and 11sually it is possible to get better car service from 
the electric than from the steam. The line now has an ar
rangement with the Toledo Terminal & Belt Line whereby 
freight cars run to its terminal station in the heart of Toledo 
for loading and unloading. The belt makes a charge of $3 
per car for handling to any point on its line or to the terminal 
station. The traction line has about twenty standard box 
cars which are marked as private cars so that they will not 
be taken off from the Belt Line. Shipments to distant points 
are frequently made in foreign cars delivered by the Belt 

overhead maintenance, and the maintenance of station 
agents, and numerous other expenses incident to the operation 
of th : road. Mr. Darrow probably figures that th ese would 
be necessary anyway, and that this freight is merely a small 
adjunct which yields a good return from the extra investment. 

The load on this line includes five passenger coaches, on 
hourly schedule, two limited trains making three round trips 
each, three express cars making two round trips each, and the 
freight train, making one round trip. 

All of this load, including a small li ghting load which will 
be referred to later, is handled by one 600-kw generator. The 
load factor averages pretty close to the normal rating, and 
the station output averages 10,000 to 12,000 kw hours per clay. 
The managing engineer claims that it is impossible to not e 
any great difference in the current consumption, whether the 
freight train is on or off, the output on Sundays being usually 
only a trifle less than on week days. He says that the freight 
train in starting does not produce any more of a peak than 
the limited cars, which are geared high and start fast. He 
believes that he has practically ideal conditions for small 
freight business of this character. He does not believe that 
these favorable conditions would hold true if there was busi
ness enough to warrant the operation of several freight ti:ains. 
because then the fluctuations would be much greater than at 
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present, and it would be necessary to install additional ma
chinery and feeders, and the profit from the freight alone 
probably would not be sufficient to warrant the large outlay. 
The lack of grades and curves, of course, renders this addi
tional load much easier on the power station. Additional 
freight trains would also interfere with the passenger service, 
which is very fast. With but one train of this character, the 
freight clears the limited cars by five minutes and has never 
delayed them. 

FAST LIMITED SERVICE 

The limited service on this line is claimed to be the fastest 
in Ohio, the cars covering the 56 miles in I min. 45 sec. This is 
practically the same as the steam trains which make the same 

A TOLEDO & INDIANA PARLOR CAR 

stops, and people are enabled to reach the business centers 
of the town in faster time than on steam trains. Two very 
fine parlor cars, the "Virginia" and the ''Madlyn," are used in 
this service. They were fitted up in the company's own shop 
and are handsomely finished and furnished. Three different 
styles of wicker chairs are used. The corner seats are couches 
large enough for two, while some of the chairs have high 
rolled backs, while others are smaller and the seats are lower, 
the ide; being to provide comfortable seats for men or women. 
The cars seat thirty-two passengers, twelve in the smoking 
compartment The window draperies are dark greenr and 
the floors are carpeted with a heavy carpet of the same color. 
The smoking room has linoleum covering. In one corner of 
the main passenger compartment is a neat little writing desk. 
The statiof\ery is provided, and a number of current maga
zines are also supplied. The lighting of these cars is very 
liberal, there being side lights and electroliers, the lamps on 
the latter being fitted with white globes. An excess fare of 
10 cents is charged on these cars, and baggage 1s carried free. 
It is stated that this small excess is not objectionable., and 
that the limited cars earn about the same per car mile as the 
local cars. · 

CASH RECEIPTS 

The company has recently adopted the scheme of charging 
5 cents more for fares paid on cars than for the ticket fares. 
and making the cash fare receipt redeemable for 5 cents at 
any ticket office. This has the effect of discouraging the 
payment of fares on cars, and at the same time does not 
cause the discontent among people who do not have ready 
access to ticket offices as the scheme of making a straight 
increase for fares paid on cars. The fares on the Toledo & 
Indiana are a trifle higher than on the parallel steam road, due 
to the two-cent fare law recently passed in Ohio, but the 
frequent service, the high speed and superior accommo
dations of the limited have enabled the traction company to 

hold its own; in fact, the business has improved, because the 
steam road has reduced the number of its local trains. 

FLOATING SUB-STATIONS 

Mr. Darrow was formerly an advocate of floating sub-sta
tions, and the Toledo & Indiana was built with all but one of 
its sub-station outfits in cars. Mr. Darrow believes it is im
possible properly to protect such outfits from lightning. 
Lightning recently got into one of these cars and went 
through the oil switches and transformers, throwing the oil 
all over the car and entirely destroying everything in the 
v1c1111ty. A new sub-station being erected to take the place 
o( this will contain no wood of any kind, the walls, roof and 
floors being of concrete, and unusual precautions will be 
taken to guard against lightning. 

SPRING SWITCHES 

Originally the road was laid out with spring switches at all 
turnouts. Recently an entire freight train was derailed on 
one of these switches, and investigation showed that a piece 
oi coal had dropped into the switch and held it open just far 
enough to cause the derailment. Figuring on what might 
have occurred if one of their limiteds· had struck this point, 
the management took out all the spring switches. It takes a 
little longer to open and lock a switch, but it is figured that it 
is better to make up this time in some other way. 

Unlike many others, this management does not coun
tenance the running at high speed through villages and towns. 
It has gained the good will of all the towns along its line by 
urging them to pass speed ordinances limiting the speed to 
12 miles an hour, and employees have been instructed that 
they must obey these ordinances. Between towns the road 

THE RICH INTERIOR OF A TOLEDO & INDIANA CHAIR CAR 

is a perfect tangent on which the men can run as fast as they 
want to. 

STEEL VS. CHILLED WHEELS 

While the majority of high-speed operators are advocating 
steel-tired wheels, Mr. Darrow, after using them for two 
years, has returned to the advocacy of, chilled wheels. His 
complaint against steel wheels is that they do not wear even, 
one wheel wearing sharp and another one round. He be
lieves that it is necessary to keep all the wheels on the set the 
same diameter, or the- smaller wheels will have a tendency to 
slip, causing a drag on the car and an uneven ·wear to the 
wheels, so that they have to come in frequently to be turned. 
His argument is that steel wheels cost about $30 net, includ
ing the rebate for old material, while the cast-iron wheels 
cost about $4 each, including the rebate. The Griffin wheel 
which he has been using averages about 60,000 miles, so that 
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he can get over 300,000 miles for the cost of the steel-tired 
wheels, and he has been unable to find a steel-tired wheel that 
will give such a mileage. The straight track and lack of 
curves and excellent city entrance is undoubtedly accountable 
for the excellent service given by the cast-iron wheels. 

SWINGING FENDER 

Several cars on this line have recently been equipped with 
a new fender made by J. A. Sage, of Bryan, Ohio The fender 

HEAD-ON VIEW OF CAR, SHOWING FENDER CONFORMING 
TO CURVATURE OF TRACK 

is of the ordinary Detroit "gridiron" pattern, and possesses 
the interesting feature of following a curve. A metal track 
is attached to the body of the car and the fender is attached 
rigidly to a carrier hung on this track with anti-friction 
rollers; the carrier, which is simply a forked lever, is pivoted 
at the back end of the car, and a lever at
tachment to the truck causes the fender to 
swing with the trucks. The device is de
signed so that it can be used with the type 
of fender which drops, as well as with the 
stationary type of fender. The illustration 
shows the fender swinging with a curve. 
The motorman is standing in a position 
where he would be struck by an ordinary 
fender. 

BURNING WEEDS 

The line traverses a sandy district, and 
the removal of weeds from the right of way 
has been an expensive and troublesome 
proposition. Recently an interesting outfit 
was rigged up for burning weeks. A num
ber of tanks of crude oil are mounted on an 
ordinary flat car ancl- the oil is conveyed 
through nozzles under an air pressure of 
So lbs., which makes a very hot flame. The 
burners are surrounded by sheeting to keep 
the sprays in the proper place, and the 
sheeting, becoming red hot, aids in the burning and drying 
out of the weeds in the track. A large tank of water with 
hose connections is carried on the car to prevent any spread 
of fire: The burning outfit may be raised or. lowered by a 
lever as the conditions may develop. In practice it has been 
found that it takes one barrel of crude or torch oil per mile. 
About three miles per hour can be covered easily, so that it 
makes a simple and effective way of fighting weeds, and the 
expense is very slight a" compared with the old way of dig
ging them out. 

LIGHTING 

The company is negotiating to illuminate the village of 
Stryker. At present there are installed 26 arc lamps and 
about rnoo incandeE,cent lamps operated from a city plant, 
which is unsatisfactory. The plan is to supply the current at 
the flat rate of 4 cents per kilowatt hour on the high-tension 
side of a step-down transformer, the village to maintain the 
system as heretofore. The contract provides that the village 
lighting shall be a secondary consideration to the operation 
of the interurban line. 

TH E WEED DU RNER LO W ER ED 

EMPLOYEES' CLUB 

The Toledo & Indiana employees' club has recently been 
formed by employees, all employees and officials being mem
bers. A well~equipped clubroom, with reading room, billiard 
table and bathroom, has been fitted up at the headquarters at 
Stryker. The membership provides for dues of 50 cents per 

COAL SU PPLY AT POWER HOUSE 

month, and a fund has been created from which employees 
receive a benefit of $6 per week during sickness. 

ADVERTISING 

One of the most profitable methods of advertising for an 
electric road is the publishing of time tables in the daily 
papers of the towns through which the line passes. Of 
course the more information presented in this way the better 
it is, but frequently operators figure that the less space used 
the better, and they are satisfied with a bald statement · that 
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trains in certain directions leave at a certain time. The 
Toledo & Indiana publishes its complete time table in all the 
towns along its line. One form of copy does fo r all the 
towns. As will be noticed from the accompanying repr int , 

TOLEDO & INDIANA RYi CO 
the names of the stations 
appear at the top of the 
column, together with 
the miles from Toledo 
and the rates of fares 
from Toledo. Then fol
low the trains west 
bound and the trai ns east 
bound. Reading across 
the column, the seeker 
for information can as
certain the times of any 
train at any station. The 
entire advertisement oc
cupies five inches single 
column, anti gives all the 
information that can be 
desired in a concise and 
legible manner. 
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• The owners of the To
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have secured right of 

5 
way fo r an extension of 
41 miles from Bryan to 
Ft. Wayne. Arrange
ments have been com
pleted for financing this 
section. The new exten

I 4 85 
6 34 7 27 6 18 '- 6 05 

7 38 7 2'J 7 12 7 05 6 5i 6 33 
854 8 43 8 34 8 27 S 18 • 8 05 
9 38. 9 28 9 12 9 0,3 8 52 8 36 
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TOLEDO & INDIANA" RAILWAY 
COl\lPANY TIME TABLE 

neighborhood of $600,-
000, and wrn reduce the 
cost of the ent ire prop

erty to the rate of $20,000 a mile, as the power station 
was designed to handle the entire road from Toledo to Ft. 
\Vayne. This will be a very direct route between these two 
large centers, continuing the present limited schedule, and 
also furni shing the most direct route from 'foledo to In
dianapolis. 

•• 
TRACK CONSTRUCTION IN MONTREAL 

In a paper read at the last meeting of the Canadian Street 
Railway Association, M. N ielson, consulting engineer of the 
Montreal Street Railway Con\pany, described Jiis ideal of · 
t rack co nstruction in paved streets. He recommended a 
T-rail, A. S. C. E. standard, weighing 90 lbs. per yard and 
in 60-ft. lengths. It should have sufficient depth to allow the 
laying of 6-in. scoriae grooved blocks inside the rail. In 
macadam streets he recommended 80-lb. T-rail in 60-ft. 
lengths. The joints should be made with heavy 28-in., six
bolt angle plates, or with "continuous" joint plates. 

For the foundation Mr. N ielson recommended concrete 
stringer s 2 ft. wide and 12 ins. deep under each rail. In 
laying the track the rails are mounted over the trenches for 
the concrete on ties spaced 12 ft. apart. Thes~ ties are 
merely to bring the rails to a correct surface. Tie-rods are 
used every 5 ft. or 6 ft. After the track is surfaced the 
concrete is tamped in under the rails and laid between the 
rails to a depth of about 6 ins. to support the stringers. 
Care should be taken to prepare the foundation for the con
crete so that the sect ion will be as near as possible uniform 
the whole length of the track. Great car"e should also be 

taken with the earth foundation upon which the concrete 
is to rest. It should be well 'rammed or rolled to an even 
hardness. These details are very important. 

When relaying track in streets which were concreted when 
the track was first laid, stretches of good solid concrete can 
often be utilized. All the old concrete in the bad stretches 
should he removed and new work of the kind described put 
in. Where the concrete is good quality, although broken 
into large slabs which rest upon a well-settled earth bed, it 
seems unwi se to disturb it. In cases like this the practice in 
Montreal is to lay the rails on top of this work, held together 
with tie-rods only. The rods are placed every 6 ft. The 
rails are shimmed to correct grade, everything loose on top 
of the old concrete is removed, and the whole surface· is 
kept well moistened ahead of the new layer of concrete, 
which varies in thickness according to the settlem_ent that 
has taken place under the original mass. In cases where no 
settlement has taken place and there is not sufficient depth to 
allow the new concrete being tamped under the rail, pure 
cement mortar is nm under. Work like this, properly done, 
should stand up well, and it is self-evident that it is the 
cheapest way of preparing the foundation for the new rail s. 
In every case where entirely new concrete work is put in. 
no cars should be allowed on the rails for at least ten days 
after the last batch of concrete is laid; 'good work is some
times ruined by allowing traffic on it too soon . 

•• • 
A COliVENIENT HEADLIGHT TRIP 

The majority of the arc headlights in use at the present 
time are probably those of the automatic type or the type that 
1s self-tripping. There are, however, many of the older 

style in use that ne
cessitate pushing a 
button in order to 
cause an arc to be 
drawn after the 
hrnp has l::een extin
c:uished. On a ro:tcl 

C 

D 

B 

o A 

Slrt!d H.y .J uurnal 

where su.-::h bmps 
-were in use to avoid 
the inco:.venien ce of 
letting the wi1:clJ·,0: 

CTown w::enever it 
·.vas ne:ess:try to trip 
the lamp, a device 
sliO\vn by the ac-
co:npanying clr:i,,·
ing was devised by 
the master me-
t:hanic. 

In the drawing, B 
is a pin projecting 
t1p through the floor 
of the motorman's 
cab. Its lower end 
is atta,ched to about 

DETAILS OF HEADLIGHT TRIP 
the middle point of 

a lever which has it s fixed point at A . At the outer end is 
a long rod which proj ects up through a bumper block and 
terminates in a flatt ened-out angle at C, which is imme
diately over the button of the headlight. Pressing the pin 
B causes the angle C to push the button of the headlight 
clown until the carbons make contact. \Vhen the foot is 
removed a spring under B restores C to its normal position. 
This device was put on thirty cars at a cost of about one 
dollar per car. In this instance a hole was ho red through 
the floor and bumper block. 
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COMBINED COMFORT AND WAITING STATIONS 
IN CLEVELAND 

The city of Cleveland is preparing to make some liberal 
expenditures in the erection of shelter houses and public 
comfort stations in various parts of the city, particularly at 
transfer points on car lines, where they will serve as waiting 
rooms · for transferring passengers. Several elaborate sta

a ticket seller. In addition the companies even agreed to 
check baggage free of charge. A n ordinance was passed and 
plans prepared , when there came a hitch as to who was to 
furni sh the towels to be used by the general public. T he 
city insisted that individual towels be furni shed to every one 
who took advantage of the convenience. The co mpani es 
objected to this on the ground that it would be rather ex
pensive. T hen some one secured an injunction on the ground 

tions have been erected in the public parks, 
while in the public square, the most con
gested point in the city, where an immense 
amount of transferring of passengers is 
done, there are three of these stations. Two 
of them are simple shelter houses built of 
structural iron with wide tile roof, and a 
section which is closed and heated in cold 
weather, while the third building combines 
the features of a public comfort station and 
a waiting room for the interurban passen
gers. The two smaller buildings a re on the 
north and south and east and west streets 
through the center of the public square, 
while the comfort station is on the south
west corner of the square, which section is 
given over entirely to the interurban cars. 
There are double tracks around this corner, 
and all the interurban ca rs stop at this 
point several minutes before the hour of 
departure, so that the building, while owned 
and maintained by the city, answers all the 
purposes of an interurban station. The 
traction companies maintain a ticket office, SHELTER HOUSE O N P U BL IC SQUAR E FOR CITY PASSENGERS 

.,. 
that the park property co uld not be used fo r 
private purposes. The mat ter dragged fo r 
about a year, and finally the city erected the 
building itself, utilizing the plans prepared 
by the traction companies. As it stands, 
the interurba ns a re getting practically all 
they wanted at no expense whatever, as 
the city even maintains att endants who di
rect passengers t o the proper cars. 

P U BLI C COM F O RT STATION AND I NTER U R BAN W A I TING R OOM 

T he building is of a rti stic architectural 
effect , built of <l ark pressed bri ck and stone 
t rimmings. T he fra me is of steel and the 
roof of red t ile. Above gro und the building 
is 70 ft. long by 16 ft. wide, a nd contains a 
la rge open space divided in the center by a 
railing separating the quarters fo r men and 
women. T he space is fi lled with comfo rt
able wooden benches, gi,·ing quite a large 
seating capacity. T he space is closed in 
winter , while in summer· t he doors are r e
moved, making p·ractically a n open side fac
ing the t racks. The building is well hea ted 
in winter and a boiler fi red by natu ral 

checking station and small waiting room immediately oppo
site the station, so that the arrangement is a great improve
ment over the plan forme'rly in vogue of obliging passengers 
to wait for cars in the open. 

The public comfort station, while built by the city, was 
originally propo sed by the traction companies, and the story 
of how it was secured is somewhat amusing, as showing the 
inconsistencies of ci ty governments. T he interurban co m
panies offered to erect the station, deed it to the city and 
maintain it at their own expense, the only condition being 
that the compani es be permitted to reserve a small co rner for 

I 

gas and supplying a number of steam radi
ators around the walls. The basement of the building extends 
beneath the sidewalks, g iving a space 30 ft. x 70 ft. Toilet ac
commodations are provided for both men and women. T he 
rooms are access ible by stone steps at either end of the build
ing. T he basements a re fi nished in white g lazed brick, and the 
plumbing, fi x tures and facili ties are equal to those fo und in 
the best hotels, there bei ng at tendants constantly on duty in 
both rooms. Hot and cold water and individual towels a re 
among the conveni ences. T he cost of the structure was 
about $ 12,000. T he inst itut io n is of tremendous conv~nience 
to interurba n passengers as well as to the general public. 



STREET RAILWAY JOURNAL. [VoL. XXVIII. No. 5. 

THE RECONSTRUCTION OF THE CLINTON STREET RAIL
WAY SYSTEMt CLINTON, IOWA 

About one year ago the system of the Clinton Street Rail
way Company, then known as the State Electric Company, 
was completely rebuilt. The old track was torn out and 
relaid with heavier rails, new overhead work was put up, new 
cars were obtained, and a building containing shop, 
storage houses and offices erected. In fact, the old system 
might be said to have been replaced by a new one. As it 
stands now it is an ideal one for a small city. The recon
struction was carried out in such a thorough manner that it 
would be difficult to find where any extensive improvements 
or changes could be made to any advantage. 

The system co mprises about 16 miles of single track. The 
greater portion of this lies on Second Street and connects 
Clinton proper with Lyons, which was formerly a separately 
incorporated town, but is now a part of Clinton. The two 
towns have a combined population of about 25,000. A spur 
from the end of Second Street, or main line, continues to 
Eagle Point Park, operated by the railway company, on the 
bluffs overlooking the Mississippi River and about four miles 
above Clinton. A crosstown line on Sixth Avenue serves 
the Western po~tion of Clinton, and is also used for an 

TAMPI NG UNDER THE TIES 

entrance for the interurban line of the Iowa and Illinois 
Railway Company, operating between Clinton and Daven
port. P ower for the line is purchased from the Clinton Gas 
Company, which has installed a 350-kw Bullock generator to 
care for the railway load. 

Several reasons combined to bring about a decision to re
construct the line. With the exception of the track con
struction the new work was done by the railway company 
under the supervision of R. M. Howard, general manager of 
the system. The tracks were rebuilt by the North American 
Railway Construc!ion Company, of Chicago. They are com-

paratively heavy, considering the weight of the cars operated 
on them. The main line on Second Street is built with 72-lb. 
6-in. T rails, while the Sixth Avenue line is of heavier con
struction, because the heavy interurban car s of the Iowa & 
Illinois Railway Company are operated over it. On this 
line 80-lb. 7-in. T rails were employed. At intervals of IO ft. 
the rails are tied together with 1 ¾-in. x ¾ -in. rods. In all 
of the work N o. 1 white oak ties measuring 6 ins. x 8 ins. 
square and 8 ft. long were employed, and were placed with 
centers 2 ft. apart. 

After the old track had been torn out the ground was ex-

LAYING THE PAVEME NT 

cavated to a depth of about 8 ins. , and the bottom of the 
excavation was filled with 4 ins. of crushed rock obtained 
from a local quarry. The rock was well rolled with a 13-ton 
steam roller before the ties were laid upon it. These were 
afterward raised about 2 ins. by tamping, giving 6 ins. of 

TRACK PARTLY LAID 

rock under them. U nd.er special work and under about 2000 

ft. of track on Sixth Avenue over what was formerly low, 
swampy land, the ties were laid on a 6-in. concrete bed. The 
special work used was of the Lorain Steel Company special 
built-up construction. In the lower illustration on page 178 is 
shown a piece of special work employed at Sixth Avenue and 
Second Street. This, as may be seen, is a three-way switch. The 
rails are all in 60-ft. lengths, and are connected by contin
uous rail joints, and two 4-0 protected rail bonds are em
ployed at each joint. In installing these bonds the holes are 
drilled 1-16 in. small at the mill, and were reamed out dry 
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with a portable reamer just before the bonds were placed in 
position. In order to interfere with traffic as little as pos
sible during construction work, only 1000 ft. of track was 
torn up at one time, and cars were operated up to both ends 
of the torn-up section and the passengers were transferred 
around the work in buses hired by the company. 

White cedar poles with 7-in. tops and 30 ft. in length were 

--c:-- -:-;t~ 
~ .. -9 ~ ,t, 
11 ·- r ;e -· , , w s1 ff::l 

STANDARD 20FT. SEMI-CONVERTIBLE CAR 

employed in constructing the overhead. To give the poles 
a better appearance they were painted a slate color to a height 
of 5 ft. above the ground. The overhead construction of 
the main line and the Sixth Avenue line differ in that on the 
main line the trolley is of 2-0 wire and no feeders are em
ployed, while on the Sixth A venue line a 4-0 trolley and a 
4-0 feeder are used. The greater portion of the main line 
is double track, and the two trolleys are continued over the 
single track to the ends of the line. Over the entire line 
Garton lightning arresters are placed on poles at 1000-ft. in
tervals. 

CAR EQUIPMENT 

When the line was reconstructed enough cars were pur-

heavy. All of the cars are equipped for operation from either 
end and are provided with Providence fenders, International 
double fare registers, automatic circuit breakers, and elec
trical meters. The semi-convertible cars are provided with 
cane cross seats of the walkover type, and are heated with 
hot-water heaters carried in the vestibule. The cars built by 
the American Car Company are mounted on No. 21-E trucks, 

SNOW-PLOW BUILT IN THE COMPANY'S SHOPS 

while the remainder are equipped with St. Louis No. 35 
trucks. All are equipped with two GE 67 motors and K-10 
controllers. Trucks and electrical equipment are provided 
for all of the cars, so that no changing over is necessary in 
the spring and in the fall. This practice is followed because 
all the cars, both open and semi-convertible, are required to 
care for summer travel. The cars are all painted a chrome 
green. No lettering is used, but the sides are striped in 
gold. In addition to passenger cars the equipment of the 
system includes a line car, a salt car and a snow plow. This 
latter was built in the shops of the company. It is mounted 
on a single track upon which are mounted two GE 67 
motors. The plows, one on each end, serve to counterbalance 

one another, one being raised while the 
-;-,,J~ . other is lowered, a winch inside the car 
,,,,,,,s:.., operating them. Boxes on each end of 

the car are loaded with 21/z tons of scrap 
iron. The line car was constructed from 
an old closed car. The tower is supported 
by five 4-in. pipes, and is raised by a 
winch inside the car. A salt car built 
from an old closed car body has inside of 
it a grinder driven from the axle, for 
grinding the rock salt used on the track. 
This car is not provided with motors, but 
is usually pulled by the line car. 

THE NEW SHOPS 

A THREE-WAY SWITCH AND OTHER SPECIAL WORK AT SIXTH 
A VhNUE AND SECOND STREET 

The old shops and storage barns were 
located on Sixth Avenue in the down-town 
district of the city. The location of_ the 
new shops at Sixth Avenue and Randolph 
Streets is about midway between Clinton 
and Lyons, and was decided upon partly 
because it was a convenient point, but the 
fact that it was outside the fire district and 
cheaper insurance could be obtained was 

chased to operate it without the use of the old ones. The 
new equipment consists of six semi-convertible cars with 20-
ft. 8-in. bodies built by the St. Louis Car Company, six ten
bench open cars and two Brill semi-convertible cars of the 
American Car Company manufacture with 20-ft. bodies. In 
addition there are six old summer cars used when travel is 

of considerable influence. The executive 
offices and storage barns are built in conjunction with the 
shop. 

The general design .of the building was worked out by Mr. 
Howard to meet the conditions arising on this particular 
road. They have been found satisfactory in every particular, 
and their adaptability to such a road may be judged by the 
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fac t that the desig n has been copied in one or two instances 
fo r other roads. The building measures 100 ft. by 177 ft. 4 
ins. long . It might be said to co nsist of four sections, two 
on the south fo r the storage of cars, a car shop proper im
mediately north of these, and a section somewhat longer than 
the car shops which contains the machine shop, boiler room 

GE NE RAL VIEW OF SHOPS AND OFFICES 

fo r heating the building, the forge room, store room, train
men's waiting room, and offices. The building is of sand lime 
brick, and while no attempt has been made to construct an 
ornate building, the structure, as may be observed by the 
illustration, is of pleasing appearance. Wood truss construc
tion is employed to support the tar and gravel roof, and these 

construction of the car shop and storage barns. The floors 
and pits a re of concrete, and the front doors are of the Kin
near rolling st eel type. The brick wall separating the car 
shop and the adjacent storage compartment, as well as that 
between the t wo storage compartments, extends above the 
roof, and the one opening in each of them is provided with a 

self-closing fire-proof door. I n fact, every 
precaution has been taken against fire that 
could be gotten with a reasonable outlay 
of money. 

The car shop proper is provided with 
two tracks, both of which have concrete 
pits. The rear portion of this shop is ar
ranged to be used as a paint room during 
that season when the cars are being over
hauled, and at other times to be utilized for 
general repairs. It is separated from the 
forward portion of the shop by hinged 
doors which close it up tight so that the 
proper temperature can be maintained in 
it irrespective of the temperature in the 
forward portion. Separate hinged doors 
for closing the pits are provided under the 
main doors. The shop is provided with 
overhead earners and other means for 
handling wheels, armatures and other 

heavy parts. An illustration on page 180 shows the method 
of raising car bodies free from the tracks when these 
are to be repaired or wheels are to be changed. 
Four chain hoists are suspended to I-beams over
head, and by means of a T-rail placed under the car 
at each end and supported by a pair of the chain 
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PLAN OF SHOPS AND CAR HOUSE OF THE CLINTON STREET RAILWAY COMPANY 

wooden trusses have been so built that in case of fire they 
will be burned away without injury to the walls. In car-shop 
co nstruction very frequent ly sufficient attention is not given 
to the arrangements fo r proper lighting. Mr. H oward, how
ever , appreciates the importance of light in such a shop, and 
t he roof is liberally supplied with skylights, as may be 1 ob
served from an accompanying view. With the exception of 
the roof t russes, there is practically no wood used in the 

hoists the car body is quickly raised to any desired 
height. Another illustration shows an overhead traveler 
supported from an I-beam above the trolley_ In the illustra
tion may also be seen the trolley bridge, which when let 
down permits the traveler to pass beyond the trolley. A 
jumper passing over the I-beam connects the two sections of 
the trolley so that the section beyond the break is never 
dead, with the consequence that an arc can never be drawn 
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by letting the bridge down, when current is being taken from 
the section of the trolley beyond it. The bridge, which is 
made of a piece of heavy sheet iron bent into a U shape, is 
hinged at one end and is raised or lowered by a cord which 
passes over pulleys, and drops to a point along the wall 
within easy reach of the floor. 

The shop is heated by hot air supplied by means of a motor-
' driven blower which forces the air over steam coils supplied 

with steam from a boiler. The air pipes are laid down un
derneath the concrete floor, and the outlets are in the sides of 
the pits near the bottom. This method of heating was fol
lowed not so much to keep the pits co.mfortably warm for 
the workmen as io dry out the motors and electrical apparatus 
under the car. It is the custom to allow the cars to remain 
over the pit and be subjected to the drying process as many 
hours as the schedule and repairs on other cars . will permit. 
Since this practice has been followed there has been quite a 
decrease in cable troubles and breakdowns due to dampness 
of the apparatus. 

That portion of the building used for the storage of cars 
was erected in two sections with a 12-in. wall separating 
them, because it was found that there was very little differ
ence in the cost of this construction and steel girder roof 
construction extending clear across the four tracks. Sepa
rating the storage space in two sections, moreover, permitted 
the summer equipment to be stored away and closed up until 
spring. Storage space has been provided for all of the equip
ment of the road, first, because it was considered better 
economy to provide shelter for the cars, and secondly, be
cause the cars can be maintained in a much better manner 
when kept out of the weather 

The machine room north of the car shop proper is amply 
provided with tools for making all ordinary repairs. A view 
on the opposite page shows the interior of the room. A 5-hp 
motor dnves the machinery, which consists of a 20-in. 6-ft. 
Mueller lathe, a 26-in. Barnes drill press, an emery wheel 
and a grindstone. No wheel press or boring machine is 
required, as all wheel work is done in a neighboring ma
chine shop. ' The machine room contains, in addition to the 
tools just mentioned, an air compressor used for blowing out 

ROOF CONSTRUCTION OF SHOP, TROLLEY TRAVELING ON 
I-BEAM AND TROLLEY BRIDGE 

motors and controllers. Immediately in the rear of the ma
chine room is the forge room, containing one forge which is 
provided with a blower driven from the machine-shop line 
shaft. Behind the forge room is a room given over to the 
heating apparatus. There is installed in this room a boiler 
and hot-air heating apparatus, consisting of enclosed coils and 
a ventilating fan driven by a 6-hp motor. 

The store room near the front of the building is well 
supplied with shelves and racks which enable all the supplies 
necessary for the road to be carried in the least space possi
ble. The shelves are placed around the walls, while a com
bination bolt rack and storage space for glass utilizes the 

CAR-BODY BEING RAISED FROM TRUCK BY CHAIN HOISTS 

space in the center. A waiting room for trainmen is provided 
with a table and reading matter, and the toilet rooms for the 
shop are built opening out into it. The office of the system 
is in that portion of the structure extending out beyond the 
storage barns and car shops. The main office is provided 

ROOF OF REPAIR SHOP, SHOWING VENTILATORS AND 
SKYLIGHTS 

with a lobby and a fireproof vault for the storage of records. 
A private office for the manager opens off the main offi ce. 
The shop sets back some distance from the street , and a ll the 
space in front is laid with paving brick. 

EAGLE P OI NT PARK 

The company operates an amusement resort known as 
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Eagle Point Park, which embraces 70 acres filled with ravines 
and glens and covered with fine trees. It is located a few 
miles north of Clinton on high bluffs about 200 ft. above the 
river, which at this point is filled with islands. The view ob
tained from the park is in itself the means of attracting many 
people to it. In fact, one can see a distance of twenty miles 
into the country on the opposite side of the river. The park 
is not yet fully developed, but at present it contains several 
buildings, and others will be erected during the coming sea-

GENERAL VIEW OF THE MACHINE SHOP 

son. As it is high up on the hills where an almost constant 
breeze is to be found, it is used a great deal during the 
heated portion of the summer by those seeking a cool retreat. 
Conventions of various organizations meeting in Clinton 
usually hold picnics or gatherings at the park, and on the 
occasion of the merchants' convention more than 6000 people 
were carried to it. Usually the cars leading to the park are 
operated on the spur from the main line only, and it is 

VIEW OF THE MISSISSIPPI RIVER FROM EAGLE POINT PARK 

necessary to change cars at the terminus of the spur. On 
Sundays, holidays and other occasions when travel is heavy, 
however, through cars are run to the park. 

A forcible example of what can sometimes be accomplished 
by reducing fares was shown on the line leading to the park. 
The fare from the city was formerly 10 cents. This has since 
been reduced so that one can go from any part of the city to 
the park for 5 cents. Since the reduction has been made 
the attendance at the park has been more than doubled. 
The receipts, of course, are not much greater than they were 

previous to the reduction, but the management feels that the 
reduction will in time result in greater receipts due to the 
growing popularity of the park. In the meantime the com
pany has the satisfaction of feeling that its efforts to make 
the park popular are being appreciated by t~e citizens. 

OPERATING FEATURES 

The management realizes that in a town where the hauls 
are short every effort must be offered to get the people into 

the habit of riding. To this end traffic is 
watched closely and at all times sufficient 
cars to handle the people comfortably are 
kept on the line. Special effort is also 
made to run cars close to the schedule and 
to keep them clean and comfortable. The 
necessity of keeping them properly heated 
is appreciated, and thermometers have 
been installed in the cars and the train
men instructed to keep the temperature at 
about 6o or 65 degrees. 

Quite a little revenue is obtained by 
giving proper attention to theater traffic. 
In order to take care of this properly the 
three-way switch at Sixth Avenue and 
Randolph Street was installed so that 
cars could be stored on Sixth A venue. 
Usually six or eight cars are in readiness 
after an evening performance at the thea
ter to convey the people to their homes. 

The appearance and general demeanor 
of the trainmen is better than usually 
found on street railway systems, and 
this is partly due .to the method of 

discipline in use and partly to the interest shown by the 
management m the welfare of the trainmen. The 
merit system of discipline is used. Conductors are given 
merits or demerits for meritorious acts or for vio
lating rules or unseemly conduct. This method of pun
ishment is preferred by the company to that of laying 
men off for offenses, as that form of discipline works hard
ship on their families and increases their own troubles so that 

SHELTER HOUSE IN EAGLE POINT PARK 

they cannot put heart into their work when they are rein
stated. And, too, it often happens that a violation is made 
at a time when the man is needed badly and cannot be laid off. 
If he is laid off for a week or two after the offense is com
mitted, a great deal of the effect of the punishment is lost. 
In other places where the merit system is employed it is 
usually customary to give the promotions to those having the 
least· nuniber of demerits or the greatest number of merits. 
This company, however, believes it better to give promotions 
to those longest in service. 
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No club or organization of the trainmen or employees ex
ists, but the company has provided a waiting room for the 
employees and keeps it supplied with literature. A locker for 

RIVERSIDE PARK AT SIOUX CITY 

Riverside Park, controlled by the Sioux City Traction Com

A LIVELY BOATING DAY ON THE SIOUX RIVER AT RIVERSIDE PARK 

pany, Sioux City, Ia., 
comprises 288 acres of 
land at the junction of the 
Missouri and the Sioux 
Rivers. One portion of 
this tract is taken up by 
the building and race 
track of the county fair 
grounds, but about 50 or 
60 acres is devoted en
tirely to an amusement 
park. One of the illustra
tions shows the pavilion 
erected near the Sioux 
River. This contains a 
theater in which vaude
ville performances are 
presented during about ten 
weeks of the summer sea
son. Band concerts are 
also given at intervals on 

each man is also provided. All the trainmen 
are uniformed and are required to pur
chase a new suit each spring. In the 
office the standard method of accounting is 
employed. This has been varied somewhat 
to meet local conditions, but it is practically 
the same as recommended by the American 
Street and Interurban Railway Account
ants' Association. A system of store-room 
accounting devised by Mr. Howard is in 
use, which requires very little work to keep 
it up yet which accounts for all material 
used and takes into consideration the exact 
cost of the material. 

Until a few months ago the company was 
known as the States Electric Company. 
Since that time it has been reorganized and 
the name has been changed to the Clinton 
Street Railway Company. The capital stock 
is $600,000, all paid in, and in addition to 
this there is a bond issue of $400,000. The 
officers of the company-C. H. Young, pres
ident; D. Langan, vice-president; A. L. 
Schuler, vice-president, and C. C. Coan, 
treasurer-all reside in Clinton. In fact, all 
the stock is owned by residents of Clinton, 

FRONT VIEW OF PAVILION IN RIVERSIDE PARK 

and the manner in which the system is maintained is due in a 
great measure to the fact that the stockholders take a pride in 
it and keep in touch with its operation. 

The Hocking Valley Railway, a steam line extending from 
Toledo to the southeastern portion of the State through Co
lumbus, has been paralleled for more than two-thirds of its 
length by traction lines. A prominent official of the company 
has been quoted as saying that the company will not give up 
its local business without a hard fight, and that its experts 
are investigating all the gasoline and gaso-electric cars that 
can be found with a view to adopting something of this 
description as soon as a practical device can be secured. 
Local services will be given out of Toledo and both directions 
out of Columbus. 

the Sioux River. Quite a portion of the park is cleared of 
timber and is utilized as a golf course and ball grounds. 
Several boat clubs have their headquarters at the park, and 
quite a number of summer cottages have been erected on the 
grounds by the residents of Sioux City. The Sioux River, 
opposite the park, offers special inducements for bathing and 
boating. At about its middle point is a long, narrow island, 
~hich makes the view from the park especially attractive. 

The Clover Leaf Railroad has effectively acknowledged 
the effect 'of interurban competition. According to an affi
davit filed with the Indiana State Tax Board, the passenger 
traffic of that road has dropped off 95 per cent between points 
of interurban competition. The officials of the road say they 
are now building motor cars at the company's shops in 
Frankfort to compete with the trolley cars. 
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OPERATING RESULTS ON THE LANCASHIRE & YORK
SHIRE ELECTRIC DIVISION 

Readers of this paper a re acqua inted wi th the fac t that 
about two years ago th e Lancashire & Yo rkshire Railway 
Company, one of the most impo r tant steam rail road s of E ng
land, electrified the po r tio n of its line betw een Liverpool 
and Southport, a distance of some 18 miles. This divisio n 

embraces 47 mi les of t rack a n d a power a n d transmission 
plant of 12,000 h p. Descriptions of this system, w hich was in-
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FIG. 1.- GRAPHIC TIME TABLE, SHOWING THE STEAM SERVICE WHICH \VAS IN OPERATION ON THE ROADS IM:11IEDIATELY 
BEFORE THE ELECTRIC SERVICE 

stalled by Dick, Kerr & Co., the well -k nown British con

tractors, appeared in t h e STREET RAILWAY J ouRNAL fo r Jan. 
9, 1904, and April 2, 1904. S ince the publication of these 
a rticles the line has been extended, and data are availab le u pon 
the results secured. In general they can best be described in 
the words of the chairman, Si r George A rmytage, delivered 
at the meeting of the company in A u gu st, 1905. T h e im 
proved traffic is referred to in the fo llowin g words : 

The electric se rvice upon the Liverpool, Southport & Crossens 
line during the last six months has been qui te satisfactory, and 
has been appreciated by the vast majority of the people who have 
used it , as we have carried no less than 600,000 additional pas-

trically. There are, in addition, other indirect advantages to be 
considered; one, part icularly, is the reduction of operations 
necessary at the terminal station, as the t rai n can leave the plat
fo rm it arrived at without any shunting. and this alone will post
pone the necessity for enla rging the Liverpool station for some 
time to come. The short connect ing line between Seaforth and 
the Liverpool Overhead Railway was brought in to operation on 
July 2, and this additional convenience to the public will no 
doubt develop in time into an important feede r. 

A further experience of eig ht mont hs co nfirmed Sir George 
Armytage in his opinion of t h e operation of th e line, fo r a t 
the half-yearly meeting h eld o n M arch 7 of this yea r he said, 
in r eference to t he cost of operation: 
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With this we are quite satisfied, and we have been able to do a 
much greater amount of work, and give a very much improved 
service to the public, which would have been absolutely impossible 
under the old conditions. We are now contemplating some addi-

PlfLES 

p.f, 

-

---- I# 

' } 'I 
IS 

I'\ , '\ 

" 
, I'\ 

10 
I'\. '\. uo ---- .... I" '- ... ... 

c::~-- ·--·· s .,, .,, ., ~- - . _, 1., 
,, r-. _, > 

I!- ....... - •• u I 
~ 

c:ca----·· 1Aa"' I/ 'l ,, 
' ' ' 'l ' ' 

' 

/I 

'! 

amounts now to nearly 60 mi les of single track. This in

cludes the extension from Southport ·to Crossens referred 

to in Sir George Armytage's address, as well as one of the 

' , ' ' ,I '•I"'- ~, ,, 
' II,. 

,I ,, , r"\ ' I'\. ', ")( ' , ' I'\ "" ,'' I'\. ... 
" !'\ II "' I'\. II I'. )C 

" " 'I, , ... .... "' - ~ , _, _, 
~ -

~ 
_,. > 1_, ,_,. > ~ i/ ~ ~ i-,,.~ i:,, 

~ ., ,., 1, ' ']/' '" ' ,11 ' '\[/ \ \// \ 
S ,o zo 30 Mi 50 6 ,o to JO 40 50 1 ,o 10 .JO "4 50 8 10 ~o JO 1,q so '1 

ZS 
.,.--~---- ... ,c 

10 ~ " ,, ...--c - , 
' ... ' ' / )( I'\. ,I " ' ' 'I , ' 

'I ... I '\ ' ,, ' ' //1'\. ',, ' ' ,, I "-15 I( -, }'i ; , ' .• ' , r'\ "",• ,. ,r'\: X ,' I'\. ,, '\._ I ,, 
II,. II' " '\ Ill,. ' 1'\ ,", I'\ 111, f'\ / ' I'\. Y. 1\. " I'\. ' I\. , 10 

X ~ X l'e " X X X ~ )( )( ~ Ill,. 'I,. ,. ~ ua ---- ' 
IC. ... ~ IX - ...... r. ~ ~ ~ 

c:::.~.111- ... -- .. 5 "- .... 
""" ~ ~ " ,,..., "" ~ .... "" ~ 

' ... ' , 
·- _ .......... ~ I) ~ l").r-.,7, be ~ ......... ~ r,.. .. "' ~ 1w t., v ~ t., ~ L, L, L, ~ "" l'.. 

-• --~-.. I .vl I 

" C:- _,..,.,._., I AO ft ) 'I/ '· I '· \I/'· / \ j , I ·, j ' ,11 ., • I ' . "'· j ' / \ 
9 10 10 JQ .,a so 10 ,o ~o .so u 50 II 

IS 
- -

10 ' 

,s ,I I'\. ~, I'\ ..- I 'I 7 

' ... ~- ' V I 'I , '\:,, 'I'\. / , , ,, I'- , ~-" ,, / 'I 

'- I)( IX. I 
}'i ~ "" I , ' '" 

,,._ 
I " ,I\. " ' "- / '\. I', Pl. / I'\. ... f\. t\. I'\ , f\. ' " I', I'\. " , '\. "I I>,_ ,o 

l{ '}I! ',( 1.: X ,c: >' K fl ).'. )( .... ..., ___ II{ y 

K K ,,._ ... 
,r, - - ·-- .. 5 

IC .... ... ~ .... r-- .... "' ~ .... .... ~ - ... K "' " 

--- - , ., L, , ., r-. .. ., "" ... ~ L, r-.i.... ..... ". ""l.:i L, ... ,,, ., ..... . I~ ., ., 

- -·· -~ I 
IV V V V :v ., V IV V V V 

~r IIIP-A.&-~J Aft n \I' \J \ ) J\ '\ J \ \/\ \ J \ /\ '\ / \ \ I ' 'I ' '\ J \ ' \I\ 
10 to .w i.o 50 t ,o 10 JO 40 50 -' ,o to JD 40 so "' 10 to JO i,I) 50 5 

2S 
,,. __ P',.ruc 

J - ,~ 
Iii - -- , .. ,., 

' 
,_ - ,_ 

j ' V r, P\ ... "' V ' II', i 'l.J , ' 17 .... L, t{ "\ / 'LI ,r) '"' 'I 

,s" 
"" I/' DC , X }'. I'\. ,r'\ "' '" I ' "" 

, ['\ '" ,r"\ 
I'\ / )i , 

" / f\. / ;-.. ·" I'\. I'\ :,,, 1'- , I'\ , I'\.' 1'-,o 
)( A ')I!. X , )JI... ~I X ~ I/ X ~- K K DC .... ., .,,. ... ' 

,, 
s /I'( K IX " ... "' 

., ...,. "' " 
,._ ..... ... ~ X ... .... .... r,, ·" r.. ..... ,.._ 

,., ' 
I,.,.""-•• - ~ ',L ,; l,t " - "' ~ .< ,_, _," , __, 

~~--~DTU '··" I ., ., ., 
" 

., ., 
" 

., ., 
" 

., " " -- V ~ V 
., ~· " 

o nD A r, '\ 
,, 

(\ r, 11"1 11"1 f\ f\ "I '\ (\ '\ '\ \ '\ '\ r\ '\ ' ' ' f'\ .. . , 
5 10 20 JO 40 SO 6 10 20 JO 44 50 1 10 10 .JO U So 8 10 20 JO 40 SO 9 

25 
....G'.R.0...55 " .... -(;,f"lu-ru .......... - 20 ,_ ., 

IS:/ 'l/ 'I./ LI I'- ,, 'l-1 /,1 .J 
["\ , f"\ ,["\ ':, , " , r-. , 

1'- ' I'\ 1'- f\. ' I'- I'\. , 
10 

f\. f\. I\. I\. K ~ UAI I .,,.,., 

"- ... ... "- "' .... "- ... "' "- ... IC ... ' re- A ""'"'TU s 
.... .,, 

-1..1.UR.f"" A J "' V' ✓ ✓ 'l,I .,, .,, "' v V' ✓ 
...._l _, ..... ✓ .... 

SEAEOBTH LtY I 
" ~· ~ " ., ., 

" ., ~- " "' I 

'""""~"TU I n t> n ,\ '\ ,'\ r, ) \ '\ '\ ,f\ '\ '\ '\ \ \ '\ ''\ 
9 10 20 JO J,.f/ so 10 10 ~o JO "4 ~o II M ~ ~ ~ ~ ~ N ~ M ~ ~ 

t41DNi.HT, 
I 

5T0PPINQ TR~INS 

fXPfHSS • 

~liUP00L 0>'ERHEAD • 
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RAILWA Y 

tions which will enable us to deal with the rapidly growing traffic 
as it a rises. We have again carried very large additional num
bers of passengers over the electrified portion of our railway, 
especially for short distances, and the whole system is working 
smoothly and well. 

The total length of the line whic;:h hcl~ s9 f~r b~~Il electrified 

branches which links up th e Liverpool Elevated Railway with 
the Liverpool Southport line at Seaforth. The character
istics of the line and its extensions are level and straight. 
There are practically only two grades, one of I in roo a t 
Churd1towp op th~ Cross(;!ns ~xtension1 and the oth t; r of 
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about r m 112 for a short length at Seaforth. There are 
only two curves to be considered, and over these there is a 
speed limitation of 40 m. p. h. There are fourteen inter-

"' ::, 
0 
:,: 

z • a: ... 
z 
0 

a: z di 
~ O W 
,n en : 

ger carrying vehicles, a baggage car, weighing 32 tons, is in 
constant operation on the line, running conveniently between 
the scheduled time of the trains, and dealing with baggage, 
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FIG. 5.- FIRST HALF OF A TYPICAL EXPRESS RUN FROM SOUTHPORT TO LIVERPOOL 

mediate stations, which lie at an average distance of less 
than one mile apart on the southernmost portion of the 
route, but are more widely separated on the northern portion. 
The traffic is almost wholly passenger, business people going 
to and returning from Liverpool in the morning and evening, 
with a considerable shopping and miscellaneous traffic during 
the day. 

ELECTRICITY VS, STEAM 

Under .steam conditions there were about thirty-six trains 
per day in each direction between Liverpool and Southport, 
a similar number running in each direction between Liver
pool and Crosby, a station some 6¼ miles from Liverpool. 
The majority of these trains stopped at every station, a few 
expresses being run in the morning and evening for the 
accommodation of the business men. The running times 
were as follows: Express trains, 25 minutes; stopping or 
way trains, 54 minutes; Hall Road stopping trains, 25 min
utes. The total train mileage per diem was about 1900. 

Fig. 1 is a graphic time-table, showing the steam service 
which was in operation on the roads immediately before the 
electric service was inaugurated; and Fig. 2 is the time-table 
to which the electric service of the line is now being run. 

Under electrified conditions the daily train mileage has 
been increased from 1900 to 3500. The number of trains in 
each direction between Liverpool and Southport has been 
increased from 36 to 70, and between Liverpool and Hall 
Road from 36 to 60. Moreover, the running time from 
Liverpool to Southport, which before the initiation of the 
scheme was 54 minutes, has now been decreased to 37 min
utes , and from Liverpool to Hall Road from 25 minutes to 
17 minutes. The schedule time of the fast trains has re
mained unaltered; but there is now an express in each direc
tion hourly, instead of only rarely. In addition to this, all 
the express trains now run on to Crossens, giving that 
suburb a service of seventeen trains each way during the day. 
These arrangements, however, by no means represent the 
ultimate capacity of the line, and indeed already very con
siderable extensions are in contemplation, while some of these 
are being actually proceeded with. 

ELECTRIC TRAINS 

The trains consist of two motor cars and of one, two, or 
three trailers as required. The five-car trains are operated 
during the rush hours of morning and evening, and the light 
trains during the slack hours of the middle day and early 
afternoon. The empty weight of the motor cars is about 
46 tons, and that of the trailers 26 tons, so that a three-car 
train weighs 118 tons, a four-car train weighs 144 tons, and 
a five-car train weighs 170 tons. In addition to these passen-

FIG. 3.-VIEW OF CONTROLLING APPARATUS ON MULTIPLE
UNIT TRAIN 

goods, produce, fish , etc., which cannot be handled during the 
fifteen-second station stops, at which r,assenger trains aim. 
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TWO-MOTOR CAR VS. MULTIPLE-UNIT SYSTEM 

As described in the STREET RAILWAY J ouRNAL for April 2, 

1904, the original electrification was on the two-motor car 
system. That is, a train always included two motor cars, one 
at either end, equipped with two motor trucks, each car-
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a multiple-unit train, and Fig. 4 shows the arrangement of 
the resistances and contactors under the coaches. 

ENERGY CONSUMPTION 

Tests made by the contractors indicate that the average 
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FIG. 5.- SECO ND HALF OF A TYPICAL E XPRESS R U N FROM SOU T H PO RT TO LIVER POO L 

rying two Dick, Kerr 4A, 150-hp motors, or eight motors 
·per train. The controller was fully described at the time, 
and, briefly, consists of two controller cylinders geared to
gether and operated by one handle; one cylinder controls the 
four motors of the leading car and the second cylinder the 
four motors of the rear car. By the use of solenoids for 
magnetic blow-outs, currents of 2500 amps. at starting are 
handled by thi-s controller satisfactorily. 

On Ju ne I the company commenced running some of its 
trains into Liverpool over the Liverpool Elevated Railway. 
Owing to the loading strength of the structure these trains 
had to be considerably lighter than those operating over the 
rest of the line, and the multiple unit system has been in
stalled on the cars which run over both systems. In this 
way the trains can be divided up at the junction of the two 

amount of energy taken by the four-car way trains which make 
the run from Liverpool to Southport in 37 minutes is about 80 
watt-hours per ton-mile. The expresses between Liverpool and 
Birkdale absorb only 53 watt-hours per ton-mile. The cur
rent composition per ton-mile over the whole system is 82.3, 
but this ,vill be understood and appreciated when consider
ation is given to the frequency of the H all Road service, and 
the station density at that end of the line. Curves are given 
in Fig. 5 of a typical run of an express train. 

P OW E R-STATION CH AN GES 

The original power station was designed for the operation 
of twelv e trains, but almost from the first fift een were found 
necessary, then a ten-minute service between the Liverpool 
Overhead and the Liverpool-Southport lines was established, 

FIG. 4.-ARRANGEMENT OF, RESISTAN CES AND CONTACTORS U ND E R THE CARS 

systems. The use of the multiple-unit system, however, is 
confined to such trains as operate on both lines, and on trains 
which have been recently added to the Lancashire & York
shire system, which are not required to run on the Liverpool 
Overhead Railway, the locomotive system of control has been 
adhered to. Fig. 3 is a view of the controlling apparatus on 

and, later, other trains were added. This naturally involved 
a heavier power-hou se output than was initially contemplated. 
Instead, however, of increasing the capacity of the power 
house to meet this demand, the railway company determined, 
upon the advice of its contractors, to put down a compre
hensive system qf storage batteries wh~ch should be capabl ~ 
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of dealing with the severe peak loads inseparable from the 
electrical working of a railway whereon a fast and frequent 
service, short runs between many stations, and high accelera
tion have to be maintained. 

The batteries selected were those made by the. Tudor Ac
cumulator Company, and these, after careful consideration 
of all the questions involved, it was determined to put into 
four battery sub-stations. These are located between the 
rotary sub-stations and have capacities ranging from 1000 
amps. discha~ge for one hour, or a maximum output for a 
short period of 2500 amps., to a 1600-amp. hourly discharge 
rate, or a maximum output of 4000 amps. Each battery is 
controlled by an automatic reversible booster of suitable ca
pacity, the plant consisting of a motor, which is shunt-wound, 
directly connected to a booster which is capable of giving all 
necessary increase in voltage. · 

The electrification of one of the other branches will neces
sitate the erection of another sub-station, which is to be 
located at Aintree, and which is to be provided with two 
rotary transformers, each of 600-kw capacity, with necessary 
statics, etc., each unit being a duplicate of that originally 
installed in the earlier sub-stations. Housed in the same 
building will be a Tudor battery capable of giving a con-

... :..--.-~• -, . .. ..,_ . 

true, a few fatalities, but fo, considerably over a year there 
has been nothing in the nature of a serious electrical shock 
or accident, although much of the track work is complicated. 
The cost of renewals of insulations, bonds, and other details 
connected with the third rail of the system has been almost 
negligible, where the insulators have been well set and the 
rail properly anchored, and in the case of the insulators the 
renewals have amounted to less than 300 per annum out of 
30,000, or less than I per cent. , 

Experiments on the loss of current by leakage from the 
third rail indicate that on wet and slushy days, and after 
prolonged rain or snow, the loss is less than 2 amps. per mile. 
In starting up on a Sunday morning after a wet or snowy 
Saturday night the leakage current has been known to exceed 
this for a very short period, but as a whole the leakage may be 
regarded as negligible. 

•• 
"THE ROUTE OF TIJE MINUTE MEN" 

This is the title of a traffic booklet issued by the Lexington 
& Boston Street Railway Company, describing and illustrating 
the route of the minute men, followed by the company's lines. 

FIG. 6.- NEW MULTIPLE-UNIT CAR ON THE LANCASHIRE & YORKSHIRE RAILWAY 

tinuous output for one hour of 1500 amps., and this battery 
will be connected to the third rail through a reversible 
booster, in a manner similar to that which has been adopted 
so successfully at the other stations. The sub-station at 
Aintree will be connected by means of high-tension cables 
with the rotary sub-station at Seaforth, as, owing to the ample 
section of the trunk mains from the power house to this point 
and the equalizing of the load through accumulators, it will 
not be necessary to reinforce the main high-tension cable 
system. 

It will be noted by reference to the previous article that the 
alternators,. which are of 1500 kw, generate at 7500 volts and 
25 cycles. Power is distributed at this voltage to four rotary 
sub-stations, including one at the power station. Direct current 
is taken by the cars at 650 volts from a third rail which is 
located 3 ft. u ¼ ins. from the center line of the track and 
whose top is 3 ins. above the surface of the track rails. For 
the return circuit the company uses a fourth rail spiked to 
the ties and located midway between the service rails. The 
fourth rail is cross-bonded to the running rails and is omitted 
within the terminals and at the large stations, where the 
track work would be complicated by its introduction. In 
view of the controversy now going on in both England and 
America as to the relative advantages of the third-rail and 
overhead systems, it is interesting to learn that the third rail 
on the Lancashire &' Yorkshire line has proved very satisfac
tory. Soon aft~r the opening of the road there were, it is 

Along the route are such places of historic interest as the 
battle ground at Lexington, Hancock-Clark house, Monument 
Square in Concord, Sleepy Hollow Cemetery, and Lexington 
Park. 

The cover of the pamphlet is surmounted by a picture of 
the statue of Captai11 John Parker, commander of the minute 
men at the Battle of Lexington. Five pages are then devoted 
to advertising, Beginning the descriptive matter is "Paul 
Revere's Ride." Following this is a picture of the statue of 
a minute man on Concord battle ground. In the descriptive 
matter is included the story of each of the places of interest, 
making the booklet extremely valuable. 

•• 
It is reported that about Aug. 1 the United Railways, of St. 

Louis, began to run a refrigerator car over its lines to convey 
dressed beef from the St. Louis Dressed Beef Company on 
Manchester 'Avenue and Gratiot Street, to its three other 
branches. A car has been built for the purpose by the United 
Railways Companys, at a cost of $6500. It has a capacity of 
40,000 lbs. The dressed beef company will dispense with 
about forty wagons when the new service is installed. The 
railways company claims the right to carry express matter 
under its franchi se. It also claims that dressed meat carried 
in the manner indicated is express and not freight. It is 
asserted that the meat will be carried mostly at night and 
when the lines are little used. 
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FROM A CONDUCTOR'S POINT OF VIEW 

SIGNALING BY PASSENGERS 

It seems to be taken for granted by many persons that 
when they are being carried past their destination they are 
privileged to pull the bell strap three times-the emergency 
stop-thus bringing the car to a sudden standstill. There is 
a law in many States making this a misdemeanor, and notices 
to this effect are posted on elevated cars. Similar announce
ments should be posted on street cars, and the rule should 
be vigorously enforced. 

ASSIGNMENT OF RUNS 

The placing of certain employees in localities especially 
suited to their peculiar abilities or disabilities is a matter to 
which street railway companies have not given much atten
tion, yet it is an important consideration in the practical 
operation of a road. On many short feeder lines a mile or 
two in length one often finds young, vigorous motormen o_f 
several years' experience, operating the cars, free from the 
annoyances caused by trucks, burned-out motors or other 
difficulties. If they do get into trouble they will not block 
up the road, and the loss of a half trip would make only a 
few minutes difference. On the other hand, there are men on 
the main lines who have served from twenty to twenty-five 
years as motormen, and who if kept in the service at all 

· should be placed where the work is lightest. 
Again, one will find conductors on certain runs for which 

they are · unsuited. It is a fact that certain regular riders 
will let cars go by them if they think that by waiting for a 
certain car they will get a new conductor who can be cheated 
out of his fare. Moreover, with nearly every company the 
crews work to some extent in rotation, so that it may often 
happen that a light or inexperienced conducto~ ~ill take a 
car carrying a crowd of beats, or a tough ptcrnc or ball 
crowd with consequent loss of fares to the company. The 
writer' knows of a certain isolated locality where a slight 
young lad used to get on his run every evening a mob ~f 
foreigners who would actually steal the nickel~ out of hts 
pocket, besides pulling down the trolley and settmg the rear 
brake, to say nothing of cheating him out of his fares. If 
there was a rule allowing starters to change the personnel of 
a run used by toughs, and to assign it to an experienced con
ductor, these conditions would be considerably improved. 

Another way in which the red tape of rotation operates 
against the interests of the companies is in keeping the san:e 
crews continually in one depot or city. Suppose one man ts 
holdinrr a pretty fair run in one city and another in another 
city o~ lines of the same company. One man wishes to 
change, but if he does he loses his standing and has to go to 
the bottom of the extra list in the new depot. This is a bad 
rule for if two men in different depots wish to change they 
sho~ld be allowed to take each other's runs. And if a com
pany wishes to change two men they should do so and place 

them on their respective runs. 

SUGGESTIONS FOR UNIFORMS OF CONDUCTORS ON 
OPEN CARS 

Now that the open-car season is at hand, the question 
arises should not something be done to reduce the danger of 
conductors tripping when using the running-board. Some 
time ago the writer had an ugly fall caused by his trousers 
catching on some projection while he was collecting fares on 
an open car, and he has known of a number of cases of this 
kind. vVith a crowded open car the conductor has to spend 
considerable time on the running board, and it would seem 
a simple device, such as bicycle clips, would reduce a great 
deal of danger from this source. If the company wished to 

go further, it could provide military leggins or even knicker
bockers. The latter may seem considerable of an innovation, 
but an example may be found when the bicycle police squad 
was organized. Now the sight of a policeman in short trou
sers or with leggins is not unusual and causes no comment. 
Leggins would give a military appearance to the men and 
might be preferable for this reason. There are also advertis
ing possibilities in the idea, because if it became generally 
known that a road was planning to introduce a change of this 
sort many people would be attracted by the novelty until it 
became an old story. 

KEEPING THE HANDS CLEAN 

In the midst of hot weather, one of the serious problems, 
both to the street railway manager and to the street railway 
conductor, is the unclean condition into which the hands of 
the latter necessarily get on account of contact with dusty 
parts of the car, sweating, etc. The conductor can easily 
wash his hands by using soap and water, but to dry them is 
the difficulty. For this reason we see so many conductors 
with dirty hands. It is hardly practicable to provide towel
ing enough for say 200 men, and even if this were done out
siders would take advantage of it. A simple remedy would 
be for the janitor to take the old newspapers that accumu
late, cut them into single strips about Ir ins. x 14 ins., and 
hang them on a nail. If this were done a conductor could 
hastily run into the wash room, wash his hands and dry them 
on a slip of paper. 

SANDING RAILS 

When a rail gets slippery on damp or foggy mornings, or 
from leaves falling on the ground, it is necessary to have the 
tracks sanded from one terminus to the other, and there is a 
call for the sand car. Sometimes this car cannot be sent out 
in a hurry. Perhaps the men are not at hand, the sand may 
not be ready, or the car itself out of order. It is obvious 
that delays in a case of this kind are dangerous, and a plan to 
get a division sanded in a quicker and less expensive manner 
is worth considering. 

Every car has a sand-box at each end, so that when a car 
is running north, for instance, the motorman has the sand
box at the end to sand his track, and the sand-box at the 
south end of the car is inactive. A quicker way to get the 
division sanded would be for the starter to take some con
ductor or motorman and instruct him to board a car and 
work the sand-box on the rear of the car until _it is empty. 
The man could tell this by looking at the track. Then he could 
leave the first car, board the next car, and work the sand-box 
iri that car until it was empty, repeating the operation until 
the entire division was sanded. Where the car house is in 
the center of the route, one man could board the north-bound 
and another the south-bound car 

THE TRANSFER QUESTION 

An active discussion is going on in New York owing to a 
couple of new rules recently made by the local management. 
One of them requires a passenger to ask for a transfer when 
he pays his fare, and the other prohibits smoking on 
the rear platforms of street cars. Despite the clamor of the 
newspapers and a portion qf the public, it cannot be 
said that the position of the railway company is unjust. 
It is certainly no harder for a passenger to ask for a transfer 
when he pays his fare than at any other time. On the 
other hand, it considerably lightens the work of the 
conductor and enables him to give more time to looking 
after the safety of his passengers. Of course this 
rule is also beneficial to the company, as it avoids the possi
bility of fraudulently-inclined passengers getting more than 
one transfer. The law does not require a company to give 
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two transfers, and no fair-minded person can deny that the 
company has the right to adopt reasonable regulations to 
protect itself against fraud. Regarding any rules about 
transfers and smoking, the writer has noticed in several cities 
that some conductors enforce them and others do not. This 
is certainly an injustice to those that enforce the rules, and 
the company should see that no man is allowed to shirk his 
duty. 

Recently a Jarge Eastern traction company put a rule into 
force requiring conductors to give a transfer upon a transfer. 
As matters now stand, owing to the peculiar routes of the 
system, a party can start on a car and ride indefinitely. The 
rule was made, however, because it is sometimes necessary to 
ride on three lines in going between certain portions of the 
city. When a passenger gets one transfer on another, he is 
doing very well, but to prevent indefinite riding the following 
suggestion is offered: When a conductor gives a transfer on 
a transfer, have him tear a small piece off of the corner of the 
transfer issued. This is a notice to the next conductor to 
issue no more transportation on that transfer. 

"FARE, PLEASE" 

A street car company should prohibit its s:onductor from 
using "Fare, please," except in extreme cases. The writer 
tried the experiment, while connected with one of the largest 
electric roads in the country, and found that in conducting his 
car without using such an expression he made a vast improve
ment in his work. At first it was exceedingly hard, but he 
soon noticed that the very hardness made him extremely sharp 
and watchful. And when he came to some one not inclined 
to pay promptly, "Fare" yelled at that individual would pro
duce an extremely healthy activity in the direction of the 
desired nickel. 

••• 
STORE-ROOM ACCOUNTING ON THE CHICAGO & MILWAU

KEE ELECTRIC RAILROAD 

The quantity of material handled, the numher of different 
kinds of stock kept, the fact that prices change at almost 
every purchase and other unusual features, makes it rather 
difficult to devise a satisfactory system of accounting for the 
store room and supply department. The system in use by 
the Chicago & Milwaukee E lectric Railroad is of interest 
because very little clerical work is required to keep it up, re
ports are gotten out promptly at the end of the month, and 
the stock on hand is always known. The store room is run 
by the car maintenance department, which, in turn, is under 
the jurisdiction of J. L. Matson, superintendent of mo~ive 
power of the system. Requisitions for material are usually 
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made out by foremen, but, in case time would be lost in hunt
ing for a foreman, the storekeeper makes them out, writing 
in the proper blank space the name of the employee to whom 
the goods are delivered. Requisitions for goods for other 
departments than that of car maintenance are made in dup
licate. Each day the copies of all the requisitions made for 
departments other than that of car maintenance are sent to 

the heads of the departments, who check them in order to see 
that no goods not nee4ed have been drawn. Any attempts 
at theft or improper use of material by employees would by 
this means be detected at once. For the car maintenance 
department, the original requisitions themselves are exam
ined and checked, as the 
store room is under this 
department. 

To assist in accounting 
the material in the stock 
room is classified under 
heads designated by the 
letters of the alphabet. 
Class A consists of bolts 
of all kinds; B of tools, 
including brooms, mops, 
drills and buckets; C is 
car motor repair parts, and 
D is air compressor and 
governor repair parts. 
The list continues in a 
similar manner through 
the alphabet. Every five 
days all the reqms1tlons 
are arranged according to 
the classification of the 
goods issued on them and 
the prices of the goods de
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MEMORANDUM OF GOODS 
RECEIVED 

livered is marked direct on the requisition itself. 
The prices are obtained from the stock record. This is made 

up in the form of a loose leaf ledger, a page of which is given 
over to every kind of material carried. Consequently, there 
are several pages for each classification of material. Under 

Chica~o <!l. Milwauk e e Electric Railroad Co. 
S TOCK I\.ECORD 

STOCK RECORD 

Class A, for example, a page is used for each kind of bolt, 
machine bolt, lag bolt, carriage bolt, and others. After the 

Chicago & Milwaukee Electric Railroad Co. 
.REQUISITION F OR SUPPLIES 
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REQUISITION FOR SUPPLIES 

requisitions for the five preceding days hav.e been arranged 
in order it is a very easy matter to mark the prices. 

As a general rule, only supplies coming under one account, 
as designated by the standard system of street railway ac
counting, are entered on one requisition. The total price of 
each requisition is then entered on an account sheet in its 
proper place. The amounts under each account are totaled 
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every five days, and at the end of the month the six sub-totals 
added together give total cost of goods issued on each ac
count. These totals are entered on the monthly report, under 
the proper h~adings. 

Entries of material given out, as obtained from the total 
of the requisitions made for the period, are made on the stock 
record every five days. Material received is entered on this 
record each day, and after each entry the amount of stock 
of the particular item on hand is obtained by subtraction or 
addition to the amount previously in stock. The stock record 
book is of such a size that it will last one year at least, and in 
most cases from 3 years to 5 years, without making out new 
sheets. 

A notice on the order blanks requests that firms from 
whom goods are ordered make out in triplicate invoices of 
the goods on forms furnished by the railroad companies with 
the order. On receipt of the invoices, the original is passed 
by the heads of the departments, and is forwarded to the 
auditing department. The duplicate of the invoice is kept 
in the store room, while the triplicate is kept in the purchas-. 
ing agents' department. The three forms are printed in 
different colors, to facilitate in distinguishing between them. 
When goods are received, an entry is made on a sheet en
titled "daily report of material received.'' Goods for delivery 
direct to the office or to some department are not entered 
on the store-room stock record. On the Chicago & Milwau
keep Railroad the clerical work necessary to keep up the sys
tem described requires but a portion of one man's time . 

•• 
NOTES ON SHOP PRACTICE AT DES MOINES, IOWA 

The fact that the cars of an electric railway system have a 
clean and well-kept appearance is a sufficient guarantee that 
the shops of the system if inspected will disclose many 
features of practice and many methods of doing things that 
are of interest and of benefit to shop superintendents and 
master mechanics of other systems. The shops of the Des 
Moines City Railway, Des Moines, Ia., are no exception. 
Through the courtesy of J. E. Welch, master-mechanic of 
the system, some of the more important features of practice 
in these shops are here published. 

The shops cannot rightfully be termed repair shops alone, 
for practically all of the rolling stock of the company, in
cluding passenger and express cars, is built in them. Re
cently the private car Iowa, with steel bottom framing, was 
also completed in these shops, and last year a 30-ton loco
motive was built. All the castings, both iron a11d brass, for 
the cars constructed in the shops, and even the bell of the 
locomotive, were cast in the shop foundry. 

The practice in the paint shops varies considerably from 
that usually found. When new bodies are painted they are 
not given the customary guide coat and rub-down with 
pumite stone, but are simply sandpapered off. This, of course, 
does not give the appearance that is obtained with the more 
costly method, but Mr. Welch considers that the benefits 
resulting from rubbing the cars down in the usual manner and 
applying so many coats of color and varnish i~ succession 
are not sufficient to repay the cost. He believes that as the 
better effect is noticed by probably but one person in one 
hundred, it is better to put the extra money in the mainten
ance of the car after it leaves the shop by bringing it in and 
varnishing it at frequent intervals. In painting new cars the 
twelve-day Sherwin-Williams system is usually followed. 
Occasionally, however, painting has been rushed consider
ably without hurtful effects. In one instance when new 
cars were needed badly they were painted from the priming 
coat to the finishing coat in six days. Some cars painted in 

seven days were given the following coats in succession: One 
coat of primer, two coats of rough stuff, one ground coat, 
one coat color and two coats of varnish. These cars were 
not returned to the paint shop until the following year, when 
they were revarnished, and it was four years afterward before 
they were recolored. 

THE FOUNDRY 

Three men are employed constantly in the foundry. Be
sides brass furnaces a 2-ton cupola furnace is installed here. 
Castings of all descriptions are made, but a great d~al of 
the work in the iron foundry consists in casting brake shoes. 
For the city cars these are cast without inserts, as the in
creased breaking pressure necessary with inserts is not con
sidered desirable on account of the city cars being equipped 
with hand brakes only. In casting the shoes, scrap iron, 
mixed with a sufficient amount of pig iron, is used. In this 
manner the scrap iron, which would otherwise be disposed 
of at a low cost, is utilized. In the brass foundry all the 
brass fittings for the cars are cast, as well as much of the 
brass line material, such as overhead switches, cross-overs 
and hangers. 

OILING CARS 

Grease has been abandoned entirely in the motor bearings 

CHUCK FOR T U RNING BEARINGS 

of all cars. An oil box provided with a wick feed is placed 
in the grease box, and Galena car oil is used. The oil does 
not feed when the car is standing still , and one cup of oil 
lasts about one week or about 1400 miles. The boxes are of 
sheet iron and were made in the shop at a cost of 15 cents 
each. 

CHUCK FOR TURNING BEARINGS 

For turning up babbited bearings chucks of the style shown 
in the accompanying illustration are employed. These are 
screwed to the center of a regular machine lathe, and con
sequently no time is lost in centering them. The cylindrical 
shell is but about ¼ in. thick and is grooved and slotted so 
that it is somewhat flexible. With the heavy ring on the end 
of the cylinder screwed forward, a bearing to be turned can 
just be slipped into the cylinder. After the bearing is in
serted the ring is turned back by hand and the bearing is 
gripped on all sides by the slight springing of the cylinder. 
For bearings with smaller outside diameters cylindrical bush
ings are provided, and by the use of these one chuck may be 
employed for several different sizes of bearings. The great 
advantage in the use of this style of chuck is that no time is 
lost in centering a bearing. 

SKID FOR BROKEN AXLES 

vVhen an axle breaks on a car it is frequently customary to 
chain the axle up and drag the car into the shop, and by 
so doing flatten a pair of wheels. To save the wheels and to 
quicken the work of getting a car with a broken axle off the 
track and into the shops, Mr. Welch uses the skid shown in 
the illustration. This consists of two .cast-iron shoes bolted 
together to the gage of the track by a heavy bar and fitted 



STREET RAILWAY JOURNAL. [VoL. XXVIII. No. 5. 

with chains for fastening it to the car body. The underside 
of the shoes is provided with flanges so that the skid will be 
kept on the track, and the upper side has recesses for the 
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SKID FOR BRINGING IN BROKEN AXLES 

flanges of the wheels. In case of an axle breaking on a car, 
the car is jacked up and the skid placed under the wheels on 
the broken axle. The skid is then chained in position to the 
truck and the car dragged into the shop. The shoes, of 
course, wear out rapidly, and it is necessary to replace them 
every three or four trips, but the expense of replacing these 
is incomparable to the cost of replacing flattened wheels. 

BUSINESS-GETTING METHODS OF THE IOWA & ILLINOIS 
RAILWAY COMPANY 

The Iowa & Illinois Railway, of Clinton, Ia., under the 
management of P. P. Crafts, has been pursuing an active 
business-getting campaign during the past year. In gen
eral, the advertising methods pursued have been such as to 
impress all within a radius of 100 miles or more of the 
existence of the road, and to keep the road constantly in the 
minds of the people in the terminal towns and the immediate 
v1cm1ty. Much traffic has been created by liberal advertise
ments of special events or occasions in the terminal cities. 
At one time about 2000 large time cards, measuring 22 ins. x 
23 ins. and printed on heavy board, were sent to hotels, thea
ters, steam road stations and other public places in the sur
rounding towns. Accompanying were requests to post them 
in conspicuous places, and in most instances this ' was done. 
The fact that the time cards were gotten up in an attractive 
manner was no doubt responsible for the attention given to 

THE EMBLEM OF THE IOWA & ILLINOIS RAILWAY 

them. A large engraving of one of the interurban cars oc
cupies the upper part of the card. The car body is printed 
in green while the trucks and background are in black. The 
symbol "I. & I." is printed in red across the central portion oi 
the car body. Steam road and ferry connections are given 
below, and the fact that 150 lbs. of baggage is carried free 
on each full ticket is announced in heavy type. In Clinton 

and Davenport special attention is given to newspaper and 
theater programme advertising, and advertisements may even 
be seen on the waste paper cans on the st reets in the ter
minal cities. 

The interurban cars are also used to advantage in adver
hsmg. Boards on the cars carry advertisements of different 
kinds and announcements of special · occasions or events in 
either of the cities. These car advertisements and announce
ments are now printed on standard forms, the symbol "I. & I.'' 
taking up the lower portion of the paper which is pasted to 
the billboard on the car. Sheets with the symbol printed on 
them are kept on hand, and the blank space is filled with any 
wording desired. Any special occasion in either of the ter
minal towns or at points along the line is announced on these 
sheets. Special theatrical performances, automobile races, 
Labor Day celebrations and similar events are heralded in 
this manner. When the grand opera singer, Calve, was in 
Clinton, vigorous advertising of the fact in Davenport re
sulted in 104 people making the trip. At the performance of 
the violinist, Kubelik, sixty people from Davenport came over 
the line. Clinton people are in a similar manner induced to 
attend special theatrical performances in Davenport. 

On the occasion of a circus in Clinton, the management of 
the road learned that the elephants would be bathed in the 
Mississippi River the Sunday afternoon preceding circus day. 
A little advertising of the fact resulted in several cars of 
Davenport people making the trip to view the unusual sight. 

COME ON IN 

THE WATER'S FINE 
AT MISSISSIPPI PARK 

I .,... I CARS GO 
■ ~ ■ THERE 

POSTER FOR WHICH PRIZE WAS GIVEN 

At times the railway company has undertaken to inaugurate 
special days. On one occasion a "Tri-Cities Day" was in
augurated and created considerable traffic. \Vhen there are 
no special events to be advertised, the boards on the car carry 
some wording to suggest a pleasure ride over the line, as, for 
instance, in very hot weather the signs advise a cool ride as 
a relief. 
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Special time cards are printed of the ferries across the 
Mississippi River at Le Claire and Princeton. Ferry tickets 
are also sold on the trains and at the ticket offices of the 
railway company. No direct compensation is obtained, but 
the fact that a general knowledge of the existence of the fer
ries may cause traffic over the line is believed sufficient to 
warrant such actions. In addition, the good will of the ferry 
companies is gained. and this is considered of value. The 
same incentive is responsible for free advertising of Electric 
Park at Clinton, belonging to the Clinton Street Railway. 

On one occasion the road offered a prize of $5 for the best 
cartoon to be used in advertising. One entitled "Come on in, 
the water's fine," was the winner of the prize and has since 
been used in advertising Mis·sissippi Park when bathing 
facilities are provided. On another occasion mileage books 
good for 500 miles' travel on the line were offered to the per
sons in Davenport and in Clinton submitting the best ver ses 
to be used for advertising purposes and containing the words 
Clinton, Davenport and the symbol "I. & I." Five hundred 
and twenty-five verses were submitted. The verse winning 
the Clinton prize was: 

If from Davenport to Clinton you've occasion to travel, 
Don't study the problem, there's none to unravel. 
In frosty December or blistering July, 
Just take a nice ride on our own I. & I. 

That winning the Davenport prize was: 
The I. & I. we call for short 
Our line from Clinton to Davenport. 
With palace cars and well-built track, 
We take you safely there and back. 

The company has compiled a list of all the lodges, soci e
ties, churches and organizations of different kinds in the cities 
along the lines, and sends out periodically announcements of 
the fact that it is prepared to furnish cars for special trips 
and excursion or pinic parties. The announcements are often 
followed up by a representative of the company, who explains 
in detail what arrangements can be made for taking care of 
large parties. 

••• 
CORRESPONDENCE 

PROGRAM ADVERTISING 

July 18, 1906. 
Editors STREET RAILWAY JOURNAL: 

Within the last few months we have received quite a mun

ber of letters from railroad relief associations and the like, 
asking us to take space in magazines, programs, souvenir 
books, etc., and a number of solicitors have called upon us 
for advertising of this kind. We usually take an advertise
ment in these publications. It seems to me, however, that 
the principle of this practice is wrong and that the railway 
companies that permit such to be carried on are counte
nancing what is little less than blackmail. At all events, it 
is pretty small business to ask outsiders to contribute to funds 
for the support of disabled employees. Some of these letters 
and requests have included something like the following, 
which I quote from a letter of an association of street railway 
employees which is one of the largest in the country: "'vVe 
trust you will favor use with your advertisement, and we will 
reciprocate on all occasions." Some of the solicitors strenu
ously insist that an advertising value is given on account of 
large free distribution of their publications, but as a rule they 
have little to say about that. In one letter recently received 
is the following: "There is no regular price for advertising; 
we have received from $.c; to $50 for ads." In this letter it 
is requested that checks he made payable to the treasurer of 
the association, who is a1so one of the chief officers of the 

railway company. It has occurred to me that the matter 
might appropriately be referred to in the STREET RAILWAY 
JOURNAL. MANUFACTURER. 

---.-♦----

ARMATURE WINDING AGAIN 

July 20, 1906. 
Editors STREET RAILWAY JouRNAL: 

Since writing you the letter which appeared in your issue 
of April 7 I have had an opportunity of_ seeing how some 
other street railway companies handle their work in the 
armature room. Our master mechanic recently made an ar
rangement to -help out a street railway company in a neigh
boring city by rewinding their armatures, as they were very 
much behind in their work. In return they helped us with 
our overhead work. vVhen we arrived at their shops we 
found plenty to do. About 100 armatures were out of com
mission, and nearly all were to be rewound. The company 
had the coils necessary, but no new mica segments. Some 
segments which they intended to use were burned ¼ in. 
deep, ancl we founJ that it had been their practice to use 
old burned segme nts, scraped and filled with a compound. 
Even the bead rings on the 8oo's were not taken off, although 
the mica was burned through to the composition ring. 

Instead of using the original ba bbit liner, they were accus
tomed to put a sleeve on the shaft to reduce the weight of 
brass necessary in a brass liner which the company made 
and is now using. Before any repairs can be done to the 
commutator, it is necessary to cut off this sleeve to get off the 
thrust collar, then the screws and commutator shell- h ence 
the reason commutator work was neglected. We found one 
armature winder and about six boys at work, but making no 
headway. 

The shops of the company of which I write were described 
in the STREET RAILWAY JouRNAL some months ago, and the 
illustrations were very elaborate, but the winding room is so 
insignificant ( only 60 ft. x 30 ft.) that no view of it was 
published. 

Now, Mr. Edito r, every master mechanic knows that arm
atures constitute his chief trouble, and his main object should 
be to have the armature leave the winding room in the best 
possible condition and repaired with the best material. 

'vVhen I had rewound the first armatu re for them, it was 
turned over to a lathe hand, who did not understand the 
work required on it. He turned the commutator and hooded 
the armature, but the next day it was returned to the wi nding 
room, with a shorted coil. On cutting away the st ring band 
I found that none of the surplus solder had been turned off 
l•efo re hoodii1g. 'vVh en the lathe hand was reprimanded for 
his negligence, he said that h e did not have time to turn it 
off, but thought it would melt off when it got hot. 

'vVe h ave also been doing armature repairs for three other 
street railway rompanies in neighboring towns who can not 
afford to keep a repair man for the small amount of work 
which they have. A short time ago an armature arrived 
from these companies, rewound by some person who did not 
have the least idea of what h e had to do, as the result will 
show. The coils on this armature span I and 15, and are 
connected I and 55. There is also one coil cut dead in con
necting. The winder wound the machine I and 13 and con
nected I and 47. When he found that he h ad one lead too 
many in the fir st layer of leads, he cut that lead off. He 
then commenced laying his second layer at any point, and 
when he found he had a lead too many in that layer he cut 
that one off! That armature winder was probably paid $2 
per day; it took him four clays on the armature , and th e 
company lost $27 in coils. ARMATURE WINDER. 
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EQUIPMENT "FOR THE INDIANAPOLIS, NEW CASTLE & 
TOLEDO ELECTRIC RAILWAY 

The State of Indiana, already netted with interesting sys
tems of interurban railways, will soon have added to those 
now in successful operation a new line of electric railway 
between Indianapolis and New Castle, Ind., as the main 
terminals, with branch lines to Greenfield, Anderson, Mun
cie, \Vinchester and Richmond, the total mileage of which is 
140. A private right of way 50 ft. wide, and terminal facili
ties controlled by the company in the City of Indianapolis, 
place the new system in a very favorable position for main
taining high speed through the country, and secure rapidity 
of entrance and exit from the city proper. In addition to 
the passenger traffic, the company's franchise permits the 
transportation of freight without any restriction. 

The engineering features of the road include a main power 
station near New Castle and ten permanent and one portable 
sub-station, one sub-station being installed in the main power
plant building. A transmission voltage of 33,000 volts was 
adopted, not only to meet the engineering requirements of 
the present system, but also because the voltage at the fre
quency selected would enable the system to mesh prope17!y 
with practically all of the other similar systems now operating 
in Indiana, should future conditions so demand. Seventy
pound A. S. C. E. section T-rails, heavily ballasted, will per
mit of high-speed train operation. 

The schedule so far prepared contemplates hourly runs 
between Indianapolis and Richmond, with connections for 
branch roads laid out to provide the most thoroughly satis
factory service. Limited high-speed service will also be es
tablished between Indianapolis and Richmond, operating on 
three-hour headway and making proper connections with 
branch roads. A n express service is allowed for as well, and 
two 50-ton electric locomotives will be provided for freight 
haulage and switching purposes. 

The contract for the entire construction of buildings and 
roadbed has been awarded to the Electrical Installation Com
pany, of Chicago. Complete Allis-Chalmers power and elec
trical equipment will be installed in the main power station, 
and three rotary converter sub-stations will be built at once, 
the building of the remaining sub-stations being delayed until 
later. The equipment for the main power station will, for 
the present, consist of two rnoo-kw turbo-generators• to 

· operate at 175 lbs. steain pressure and 50 deg. F. superheat, 
the electrical ends of these units being wound for 25 cycles, 
three-phase, 2300 volts. 

The boiler equipment will be made up of three horizontal 
water-tub e boilers, 175 lbs. gage, with normal rated capacity 
of 400 boiler horse-power each, and fitted complete with me
chanical stoking devices. Two boiler feed pumps are pro
vided, each of sufficient capacity to handle the total amount 
of feed water necessary for operation of six 400-hp boilers at 
their normal rated capac.ity. The feed pumps are to be of 
the horizontal outside, center-packed plunger type. A feed
water heater 9f th e open cast-iron type will be provided, capa
ble of handling 45,000 lbs. of water per hour. 

Two complete surface condenser equipments will be fur
nished, consisting of condenser proper, steam-driven air 
pump and centrifugal circulating pump, direct connected to 
a single engine, each outfit capable of condensing 20,000 lbs. 
of exhaust steam per hour. Two exciter generators will be 
furni shed, one for each of the rooo-kw turbo-~lternators. 
Six 350-kw oil-filled, water-cooled, step-down transformers 
fo r a ratio of 2300 to 33,000 volts are provided. They are to 
be arranged in two banks of three each for connection to the 
alternators. T hree converter transformers, each 150-kw, oi l-

fill ed, self-cooled, step-down type fo r 33,000 to 405 volts will 
be provided for supplying current to the 400-kw compound 
wound rotary converter to be installed in the main power 
plant, 400 kw, 25 cycles, 405 volts a. c., 650 volts d. c. A 
40-kw, 120-volt, direct-current generator, provided for direct
connection to a high-speed engine, will be so connected as to 
form a reserve for either one of the h..-o direct-connected 
exciters specified, so that in case of the breakdown of either 
one the corresponding alternator will not be disabled. This 
generator will also furnish the station lighting. The outside 
sub-stations will each be provided with a 400-kw, 25-cycle, 
three-phase rotary converter and three 150-kw, oil-filled, self
cooled transformers, similar t~ those already described. 

Eight complete car equipments will be provided, each con
sisting of four 75-hp railway motors, two controllers, Chris
tenson air-brakes, one set of rheostats, and miscellaneous 
apparatus. 

The controllers which have been developed for use with 
these motors are made suitable for two and four-motor equip
ments. They are of the series parallel type, and are provided 
with an efficient magnetic blow-out. 

•• 
MALLEABLE IRON ANCHOR 

While there are many anchors on the market, the W. 
G. Nagel Company, of Toledo, claims that none has 
been able to take the place entirely of the old-style "dead 
man." However, when this company designed its Hercules 
malleable iron anchors it felt assured that wherever the old 
style "dead man" could be used, th~ Hercules anchor could 
be installed at a less expense and do the work equally as well 
with a longer life. 

The plate proper of this anchor is made of high-grade 

MALLEABLE 
IRON ANCHO R 

malleable iron, the heavy center core 
being strengthened by braces, also hav
ing a reinforced crib around the edge of 
the plate to add additional strength. It 
is a well-known fact that malleable iron 
is the slowest to rust of any of the irons, 
and when buried it will last a lifetime. 
The plate, being of this material, cannot 
break under strains as is the case with 
cast iron. The rod of this anchor has 

a welded head of size sufficient to stand the breaking strain of 
the rod. Great care is taken in welding the eyes of ~he rods 
to prevent the chilling of the iron and weakening of the rod. 
When the anchor is properly set it pulls against earth which 
has not been disturbed or loosened by digging. Heavy rains, 
therefore, will not cause the anchor to creep by washing the 
earth back of the anchor plate or pack loosened earth ahead 
of the anchor. 

The statement has been made that by June l the gross 
earnings of the Columbus Railways & Light Company will 
reach such a sum as would compel it to sell eight tickets for 
a quarter. The franchise provides that when the earnings 
reach $1 ,750,000 the company shall do this. Last year the 
railway earnings were $1,450,000. Probably not before 1908 . 
will the required sum be reached. There is another phase 
which has not been entered in the account. The company is 
now operating the Central J\farket Street Railway, acquired 
from the Schoepf syndicate, and the earnings of this divis
ion will not count in the total. It is probable that the in- · 
crease in the earnings of the Central J\Iarket Company will 
keep down the estimated increase on the other lines, and thus 
postpone the day of eight tickets for a quarter. 
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A NOVELTY IN CRANK MECHANISM FOR SINGLE
ACTING ENGINES 

Radical departures in reciprocating engine design are very 
rare at present, as most if not all improvements fo r a long 
time have been in detai ls. The Ramsey crank mechanism, 
however, introduces a new principle in engine construction. 
Although applicable only to single-acting engines, the in
creasing use of internal combustion engines opens up for it 
a wide field. In ordinary engine design the crank shaft is in 
line with the central axis of the cylinder and the connecting 
rod in most cases is approximately five times the length of 
the crank. To make the connecting rod shorter with the 

FIG. 1.-POSITION OF RAMSEY CRANK 

. ordinary crank mechanism introduces excessive cylinder fric
tion because of the sharp angularity of the connecting rod 
during the power stroke. The Ramsey crank mechanism 
comprises a connecting rod made approximately three and 
three-eighths times the length of the crank, with the shaft 
located from the central axis of the cylinder a distance equal 
to the length of the crank. ( See Fig. I.) The first notable 
effect of the Ramsey crank mechanism is to increase the 
length of the piston stroke and to increase the proportion of 
the crank circle during which effective pressure is applied to 
the crank. 

Thus in Fig. 2, AB and BC represent the positions of an 
ordinary connecting rod and crank at the beginning of the 
power stroke; D E and BC represent the positions of the same 

FIG. 2.-DIAGRAM OF PISTON TRA \TEL 

crank and connecting rod at the end of the power stroke. 
AD therefor:e represents the piston stroke, which is equal to 
the diameter of the crank circle. During this stroke the 
crank covers exactly one-half of 1ts•··drc·1e,--or- 180· deg. In 
the same figure AF and FO; illustrating ·the ·Ramsey crank 
mechanism, represent the positions of th e connecting rod and 
crank at the beginning of the power stroke; and HG and GO 
represent the positions of the same connecting rod and crank 
at th e end of the power stroke. AH therefore represents the 
pisto n stroke, which exceeds by about 5.25 per cent the 
diameter of the crank circle, while the crank pin has been 
driven from F to G, a distance which equals 192 deg. of the 
crank circle, or 12 deg. more than one-half the circle. The 
effect of the longer piston stroke is to increase the expansion 
of the gases, which 11ot only increases the power to be ob
tained from an engine, hut also the efficiency aud economy 
with which it is operated. The gain in effective crank travel 
similarly increases the power that can be obtained from an 
engine of given dimensions. 

Again, there is a decrease in the angularity of the con
necting rod travel, and the greater the angularity-pressure 
and velocity considered-the greater will be the friction. 
With the ordinary crank mechanism the power stroke is made 
with an increasing angularity until the crank is at right 
angles to the piston rod, when the angle :s about 12 degrees, 
whereas with the Ramsey crank mechanism the total an
gularity is much less, and at the center of the stroke is zero. 
Fig. 3 shows graphically the extent of piston travel with 
different degrees of angularity. In this figure the upper line 
represents the piston stroke of an engine equipped with the 
Ramsey crank mechanism. The lower line rep resents the 
piston stroke of an engine equipped with the ordinary crank 
mechanism, both engines having th e same length of crank. 
The lines A and A', B and B', C and C', D and D', and so on 
up to and including L and L', represent the respective posi
tions of the two pistons at intervals of 15 deg. of crank travel. 
M represents the position of the pi ston of the engine equipped 
witb the Ramsey crank mechanism after 12 deg. of further 
crank travel, i. e., at the end of the power stroke. Above the 
lines, A, B, C, etc., are given the degrees of angularity ex
isting between the connecting rod and the central axis of 
the cylinder of the engine equipped with the Ramsey crank 
mechanism when its piston is in these respective positions. 
Below the lines A', B', C', etc., are given the angularities 
existing between the connecting rod and the central axis of 
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FIG. 3.-DIAGRAM STlOWI NG ANGULARITY OF STROKE 

the cylinder of the engine equipped with the ordinary crank 
mechanism when its piston is in these respective positions. 
Reducing the relative travel of the two pistons to a percentage 
basis, the following percentages hold good for any length of 
crank: 

Ramsey Crank 
Mechanism 

During the power stroke the pis-
ton travels at less than a 
IO-deg. angle, is ............ . 

At less than a 9-deg. angle .... . 
At less than a 6-deg. angle .... . 
At less than a 3-deg. angle .... . 
At less than a 1-deg. angle .... . 

88% 
85% 
73% 
so% 
31% 

Ordinary 
Mechanism 

50 % 
30 % 
13¼% 
3¼% 
1¼% 

Another advantage claimed for the new mechan ism is the 
sluggish movement imparted to the piston at the beginning 
of _the return stroke. The position of the connecting rod is 
such at this point that the crank travels through a wide arc 
while the movement of the piston is slight. This can be 
understood by referring back to Fig. 2. This peculiar qual
ity makes it possible to exhaust the burnt gases with consid
erable less back pressure than that which is inevitable _in an 
ordinary engine. In the case of a two-cycle engine the sluggish 
movement presents a further advantage, in that less of the 
power stroke need be sacrificed hy the opening of the exhaust 
port, thus enabling the engine to be run at a higher speed. 
After the piston passes the point of its sluggish movement it 
returns to the inner end of its stroke very rapidly. This min
imizes the loss of heat by radiation during compression, and 
thus increases the temperature and pressure in the cylinder 
at the time of ignition, correspo ndingly increasing th e initial 
pressure of the power stroke. 

For the purpose of determining to what extent the Ramsey 
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crank mechanism will improve the efficiency, an engine was 
constructed and equipped with the Ramsey crank mechanism 
on the lines of a well-known vertical marine gasoline engine 
having a 9,½-in. x 14-in. cylinder. The manufacturers claim 
for their engine a fuel consumption of one-eighth of a gallon 
of gasoline per horse-power hour, while in the tests made of 
th e engine equipped with the Ramsey crank mechanism the 
fuel consumption was found to be from 1-ro to 1-11 of a 
gallon per horse-power hour. This engine, working under 
brake loads varying £:-om 22 to 30 hp, showed a total heat 
efficiency of the engine rang ing fr.m1 24.1 per cent to 25.9 
per cent, as compared with approximately 19 per cent for 
the engine equipped with the ordinary crank mechanism after 
which the test engine was patterned. It is thought, however, 
that the efficiency will be still further increased with the new 
mechanism in an engine improved by changes in the design 
rendered possible by the crank mechanism. In other words, 
the advantages of the increased expansion, the greater piston 
stroke and crank effort, th e decreased friction, the sluggish 
movement and quick compression, etc. , will materially benefit 
the efficiency of a ny engine without regard to the excellency 
of its other features. 

The mechanism is the invention of Robert H. Ramsey, of 
Philadelphia, and is controlled by the Ramsey Engine Com
pany, of that city, which proposes tb issue licenses to manu
facturers of single-acting er.gines in this country. 

•• 
NEW ROLLING STOCK FOR PADUCAH TRACTION COMPANY 

The American Car Company, of St. Louis, has just com
pleted a number of cars embodying the Brill grooveless post, 
semi-convertible window system for the Paducah Traction 
Company of Paducah, Ky. This company operates, in addi
tion to the new equipment, seventeen motor and twelve trailer 
cars, both single and double-truck, equipped with motors of 
25-hp capacity each. Twelve miles of single track are 
operated, covering the principal parts of the 
city. Wallace Park, consisting of 75 acres 

of the inside sill plates, ¾ in. x 12 ins.; thickness of the corner 
posts, 3¾ ins.; thickness of the side posts, 3¾ ins. On 
entering the car the passenger reads in bold, black letters 
this sign : "Notice to Passengers : N o disorder! y or other
wise objectionable person, whether or not under the influ
ence of liquor, will be permitted to ride on this car. Pas
sengers riding on platform do so at their own risk." There 
are two such signs at each end of the car, painted on the 
glass on each side of the center vestibule sash. 

The seats are of Brill manufacture, 36 ins. in length, per
mitting an aisle space of 26 ins. N umerous specialties are 
employed throughout the car, among them -being the "De
denda" alarm gong, "Dumpit" sand box, "Retriever" signal 
bell, angle-iron bumper, etc. The car body is mounted on 
No. 27-GE1 trucks having a wheel base of 4 ft. 6 ins. and 
wheel diameter of 33 ins., the diameter of the axles being 
4,½ ins. Two 40-hp motors are used per car. The weight 
of a car and trucks without motors is 24,000 lbs. 

SUBWAY PROPOSED FOR SAN FRANCISCO 

With the purpose of taking advantage of the present oppor
tune time i~ San Francisco, Reed & Co., of 44 Market Street, 
have presented a plan to the Board of Supervisors for a 
subway under Market Street, from Third Street to the ferry. 
Such a construction would leave the street level free for a 
boulevard, and thus relieve the congestion on lower Market. 
The proposed plans include loops at the ferry with a special 
dome-covered depot and ornamental stairway, stations, etc., 
on the line of the subway. 

ELECTRIC INTERURBAN CAPTURES BIG EXCURSION 

E. V. McGrath, soliciting passenger agent of the Indiana, 
Columbus & , Eastern Traction Company, has contracted to 

at the end of the Broadway line, is co ntrolled 
by the traction company; there are no public 
parks in the city at present. A n extension 
of the lines into Mechanicsburg, a district 
of Paducah to the south of I sland Creek 
with a population of about 4000, is contem
plated, which will add about 1 ,½ miles of 
track to the company's present system. The 
entire track and overhead system is being 
rebuilt this summer, and in the near future 
a new power station and car house will be 
erected, and it is expected that in a short 
while additional cars will be needed to take 
care of the rapidly increasing business. 
Power for the Paducah Traction Company 

SEMI CONVERTIBLE CAR FOR THE PADUCAH TRACTION COl\IPANY 

bought from the L ight & Power Company of Paducah, which, 
like the traction company, is operated and managed by Stone 
& Webster, of Boston. 

The dimensions of the new cars are as follows: Length 
over the end panels, 28 feet, and over the vestibules 38 ft.; 
width over the sills, including the sheathing, 8 ft. 3,½ ins.; 
width over the posts at the belt, 8 ft. 6 ins.; sweep of the 
posts, I¾ ins.; centers of the posts, 2 ft. 8 ins. ; height from 
the floor to the ceiling, 8 ft. 5 11 -16 ins.; height from the track 
to the under side of the sills, 2 ft. 8¾ ins.; height from 
the track to the platform step, 1 ft. 4 15-16 ins. ; size of the 
side sills, 4 ins. x 7¾ ins. ; size of the center crossings, 4,½ 
ins. x 5,½ ins.; size of the end sills, 5¼ ins. x 6¼ ins.; size 

handle the annual picnic of the National Cash Register Com
pany, from Dayton to Tecumseh Park. This excursion an
nually brings out 10,000 people, and no traction line has ever 
attempted to handle it heretofore. The new management of 
the former Appleyard lines is going after the long-distance 
and special excursion business on an extensive scale. 

The electrification of the Para tramways, of Para, Brazil, 
is being carried out by J. G. White & Co., Ltd., of London, 
and not by the J. G. \Vhite Company, of New York, as men
tioned in a recent issue of this paper. 
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LEGAL DEPARTMENT* 

CONTIGENT FEES AND ATTORNEYS' LIENS 

It has been the law from time immemorial that an attorney 
is entitled to a lien upon a judgment obtained for his client 
for compensation for legal services. The tendency of modern 
times has been to extend rather than curtail the attorney's 
rights by statute. In New York, for example, it is expressly 
provided that the- compensation of a lawyer for his services 
"is governed by agreement, express or implied, which is not 
restrained by law," and that "from the commencement of an 
action or special proceeding, or the service of an answer 
containing a counterclaim, the attorney who appears for a 
party has a lien upon his client's cause of action, claim or 
counterclaim, which attaches to a verdict, report, decision, 
judgment or final order in his client's favor, and the pro
ceeds thereof in whosoever's hands they may come; and the 
lien cannot be affected by any settlement between the parties 
before or after judgment or final order." Interpreting this 
provision, the New York Court of Appeals (Fischer-Hansen 
vs. B. H. R. R. Co., 173 N. Y., 492) held that where a claim 
and cause of action are extinguished by a settlement made 
by the parties before judgment, the implied, although not 
express, effect of the statute is that an attorney's lien ex
tends to the proceeds. It attaches to the fund the instant it 
is created by the settlement, so that a party who with actual 
or constructive notice of the lien pays the fund over to the 
other, does so at his peril, and is liable to the attorney for 
the amount of his lien in an equitable action to enforce it, if 
he is unable to collect it from his dient on account of the 
latter's financial irresponsibility. It is positively laid down 
that the existence of the attorney's lien does not prevent an 
ho~est settlement in good faith between the plaintiff and the 
defendant. 

It has always been the policy of the law to encourage the 
settlement of litigation, ansf an attorney may not prevent 
a compromise if his client be satisfied with the amount ten
dered, the attorney's lien, however, being preserved upon the 
amount of the actual settlement. 

There has recently· been something of a judicial contro
versy over the question how large a share or proportion of a 
client's prospective recovery an attorney may legally contract 
to receive. The Appellate Division of the New York Su
preme Court, First Department, in Matter of Fitzsimons (77 
App. Div., 345), held that an agreement by which a lawyer 
was to take as his compensation one-half of his client's in
terest in what was stated to be a large estate was upon its 
face unconscionable. Two decisions of the Federal Courts 
(Herman vs. Met. Street Ry., 121 Fed. 184, and Muller vs. 
Kelly, 125 Fed. 213) have taken the same position that a 50 
per cent contingent fee was to be regarded as unconscionable 
and therefore unenforcible. The N ew York Court of Ap
peals, however, on appeal in the Fitzsimmons case (174 N . Y. 
15) refused to endorse the theory that an agreement for a 50 
per cent contingent fee is unconscionable necessarily, or as 
a matter of law. It was held · that, as the right of attorney 
and client to contract is express and unlimited, an arrange
ment for any percentage, no matter how large, is not void on 
its face, but the question of unconscionability is one of fact 
to be determined after a consideration of amount involved, 
work required, and other features of the particular case. 

The most recent utterance of the New York Court of A p
-peals on this subject is of considerable interest to street 
railway corporations, that are constantly called upon to con 
sider the settlement of claims for damages for personal in
juries. In Morehouse vs. Brooklyn Heights Railroad Com
pany (New York Law Journal, July 10, 1906) it was held 
that a railroad company which has made an honest settlement 

* Conduct ed b y Wilbur L arremore, of th e New York Bar , 132 Nassau 
Street, N ew York, to whom all correspondence concernin g this department 
s·hould be addressed. 

with the plaintiff in an accident case and paid to h im th e full 
amount, although it had received timely notice that his at
torney had a lien for 50 per cent of any sum paid on com pro
mise of the case, may defend an action sub sequently brought 
by the attorney to recover one-half the amount paid, on the 
ground that the attorney's contract with his client was unco n
scionable, and therefore void. The Court takes the position 
that, as the client is primarily liable to pay over to the attorney 
the latter's share of the sum received in settlement, if th e 
client does not do so the defendant is in the position of a 
surety for the client to the attorney, and is therefore subro
gated to any defense the client might interpose. This posi
tion is sound enough legally, a nd the result is certainly just . 
It is hardly the part of wisdom to pay over large sum s in set 
tlement without seeing to it that attorneys' liens are sati sfied, 
but the present decision enables a defendant , where that has 
been done, to raise th e same defense which th e client might 
have made to the rapacity of an a mbula nce-ch aser . 

----♦----
CHARTERS, ORDINAN CE S, FRANCHISES. 

KANSAS.- Railways-Railway Commissioners - Jurisdiction
E lectric Roads-Crossing Other Roads-Electric Railways
Railway Commissioners. 

I. In giving the board of railway commissioners supervision 
over railways operated by steam, th e statute, by implication, 
denies them power over railways operated only by electricity. 

2. In defining the term "railway company" as used in the rail
way commissioners' law to mean a company whose road is oper
ated by steam, the statute forbids such term being construed tc 
include a company owning a road operated only by electricity, ex
cept where such intention may be expressly mani fested. 

3. The section of the statute which gives the board of railway 
commissioners authority to hear and determine the application of 
a railway company for permission to cross its track "with any 
other railway upon the grounds of such other railway corpora
tion'' does not apply to a case where a railway company seeks to 
cross the track of a railway company whose line is operated en
tirely by electricity. 

4. A line of railway which is so constructed as to be operated 
only by electricity, and which is, in fac t, so operated, is not a 
railway operated by steam, within the meaning of the railway 
commissioners' law, even although it is owned and managed by a 
corporation whose charter permits th e use of steam as a motive 
power. 

5. The board of railway commissioners has no jurisdiction to 
entertain an application by a railway company for leave to cross 
its track with that of a railway company using only electricity 
as a motive power.- (Kansas City, 0. B. & E lectric R. Co. vs. 
Board of Railway Com'rs et al. , 84 P ac Rep. , 755.) 

MASSA CHUSETTS.-Eminent Domain- Damages-Evidence-
Competency-Mortgage Value- Evidence-Opinions - Rea
sons-Damages From Elevated Railway. 

I. Even if it be competent to show diminution, in the mortgage 
va lue of property, as evidence of diminution in its market value, 
which is the measure of damages to abutting property from con
struction and maintenance of an elevated railway in the street, 
evidence th at persons applied to were unwilling to loan on a mor t
gage on the property the amount which had been loaned on it is 
not competent for such purpose. 

2 . In the absence of evidence that there is a market fo r mort
gages, in which the same percentage of market value can be bor
rowed on all properties, evidence of diminution in mortgage value 
is not competent to show diminution in market value, which is 
the measure of damages to abutting property from construct ion 
and maintenance of an elevated railway in a street. 

3. Evidence of matters incompetent as substantive evidence may 
not be introduced to fo rtify the opinion of an expert, though 
offered under the guise of reasons for his opinion, and though 
they might be introduced on his cross-examination to test and 
diminish the weight to be given his opinion. 

4. In proceedings to recover damages to abutting property from 
construction and operation of an elevated railway in the street, 
testimony of the keeper of the restaurant on the premises that 0 11 

several occasions people who came there went out, saying: "'vVe 
can't talk here. Let us get out of here, and eat somewhere where 
we can talk and hear ourselves"-is admissible as showing the 
effect of the noise of the railway.- (Pierson vs. Boston E levated 
Ry. Co. New England Trust Co. vs. same, 71 N. E. Rep., 769.) 
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MASSACHUSETTS.- E mincnt Domain-Damages-Injuries to 
Property- Evidence. 

I. In proceedings for the assessment of damages to land and 
buildings caused by the construction and operation of an elevated 
railway, the court did not abu se it s di sc retion in admitting proof 
of the rents rece ived from the property for several years prior 
to the assessment, in the ordinary course of business, under nor
mal conditions, and in good faith. 

2. Neither was the admission of proof of the cost of a building 
on the land erroneous, where there was nothing to show that the 
smn paid was not paid in good faith and under normal conditions. 
- (Levenson et al. vs. Boston Elevated Ry. Co., 77 N. E. Rep., 
635.) 
MASSACHUSETTS.-Duplication of Questions-Evidence

:Matters of Opinion on Fact-Eminent Domain-Construction 
of Street Ra-ilways-Damage to Adjacent Property-Evidence 
-Trial-Exhibits-Inspection Through Microscope--'--- Ele
m ent s of Damage-Injury to H ealth-Witness-Impeach
ment. 

r. In a suit for damages to a building used in part for stores by 
the maintenance of an elevated railway in the street, a witness 
t estifi ed that when passengers were carried on surface cars on the 
street there was an opportunity for merchants to di splay goods, 
and that customers frequently stopped along the street and made 
purchases, while the elevated road carried passengers past the 
portion of the street where plaintiff's property was situated with
ou t a stop. Held, that this t estimony did not justify the exclu
sion, as mere reiteration, of a further question as to what witness 
would say of the street as a business street before the erection of 
the elevated structure. 

2. In a suit for damages to a building by th e maintenance of 
an elevated railway in the street, a question as to what were the 
witness' observation as to the conditions of travel on the street 
since the erection of th e elevated structure did not call for the 
opinion of the witness as an expert, but related to a question of 
fact. 

3. In a suit for damages to a building by the maintenance of an 
elevated railway in the street, it was within the discretion of the 
court to admit or exclude a question as to what would have been 
a fair price for the use of a part of the building before the ele
vated structure was erected. 

4. In a suit for damages to a building by the maintenance of an 
elevated railway in the street, it was within the discretion of the 
court to refuse to allow the jury to inspect through a microscope 
particles of steel and iron collected from the building with a 
magnet. 

5. In a su it for damages to a building by the maintenance of an 
elevated railway in the street, plaintiff was entitled to introduce 
ev idence that the inhalation of particles of stee l and iron, which 
floated into the building because of the operation of the road, 
were apt to cause pulmonary affections and injure the general 
hea lth of occupants of the building. 

6. In a suit for damages to a building by the maintenance of an 
elevated railway in the street, in which plaintiff had testified that 
the value of the property after the erection of defendant' s structure 
was from $7,800 to $ro,ooo, ev idence that plaintiff employed agents 
to sell the property and named $17,000 as the price was admis
sible.-( Cotton vs. Boston Elevated Ry., 77 N. E. Rep., 698.) 
MICHIGAN.-Street Railways-Train Railway-U se of Streets 

-Ordinances-Authority Under Train Railway Act-Addi
tional Feed Wires in Street. 

I. The grant by a city to a company organized under the train 
railway act, of the right to construct and operate a_ street railway 
with all necessarv tracks and connections, all tracks to be con
structed under th~ supervision and with the approval of the Com
mon Council, does not authorize the company to make a· con
nection in the streets of the city with the tracks of a company 
organized and operating under th e general railway laws, and hav
ing no franchise from the city, though in the ordinances granting 
franchi ses to such train railway company, and to another com
pany organized under the general railway laws, a connection be
tween them, and transfers from the one to the other, were re
quired. 

2. Train Railway Act Section 41, providing that companies or
ganized under such act may make connection with any other rail
way, and that when th e road of such a company is intersected . by 
any new road it shall uni te with such road in making a connection, 
and g rant running and business fac ilities, does not authorize such 
a company to make connection, when, where and how it may, in 
the streets of a city, with the road of a company organized under 
the general railway act, the preceding sections of the act allowing 
construction of a railway in the streets of a city only with the 

consent of, and subject to the conditions imposed by, the city 
authorities. 

3. Under the provisions of the ordinance granting a train rail
way company the right to construct and operate a street railway, 
that "no wires carrying an electric current shall be placed in said 
street except the trolley wire," the company may not, without 
further authority, place in the street an additional feed wire, not a 
trolley wire. ( City of Monroe vs. Detroit, M. & T. Short Line 
R. Co. et al., ro6 N. W. Rep., 704.) 
MISSISSIPPI.-Carriers-Ejection of Passenger-Violation of 

Law Requiring Separation of Races- Evidence-Admissibil
ity-Defense-Compliance with Law by Carrier-Street Rail
ways. 

1. In an action against a street railway company for ejecting a 
passenger and causing him to be arrested fo r violation of Laws 
1904, p. 140, c. 99, relating to the division of cars into separate 
compartments for the white and colored races, where the only 
ev idence of a division of the inside of a car between the two 
races consisted of proof of an established custom, testimony to 
establish a custom of the company to permit passengers of both 
races to occupy the back platform of its cars was admissible. 

2. To justify a street railway company in caus ing the arrest 
and ejection from its cars of a passenger for a violation of Laws 
1904, p. 140, c. 99, providing that street railways shall provide sepa
rate accommodations for the white and colored races by provid
ing two or more cars, or by dividing the cars by a partition or 
adjustable screen, the company itself must have complied with 
the provisions of the law. 

3. The posting of a sign in a street car indicating that a part of 
the car was to be t~ sed by white persons and another part by 
colored persons was not a sufficient compliance with Laws 1904, p. 
140, c. 99, providing that street railways shall provide separate 
accommodations for the white and colored races by providing two 
or more cars, or by dividing the cars by a partition or adjustable 
screen, especially where the sign posted was not large enough to 
be seen in all parts of the car. (Waldauer vs. Vicksburg Ry. & 
Light Co., 40 S. Rep., 75r.) 
MISSISSIPPI.-Corporations-Contract with Promoters-Con-

struction-Liability of Corporation-Disposition of Assets
Right to Object-Stockholders-Promoters' Contract-Con
struction-Sale of Franchise and Assets-Insoh·ency-Cor
porations - Judgment - Assignment - Equitable Relief -
Prayer. 

1. Plaintiff and his associates acquired a franchise for the con
struction of a street railway, which he contracted with S. and 
others to transfer to a corporation in consideration of their agree
ing to build the railroad and pay to plaintiff and his associates 
25 per cent. of any profits that might be made out of the prop
erty, either in cash, bonds or stock. In a letter written by S. to 
plaintiff, he stated that the mortgage bonds of the company, 
amounting to $200,000, would be sold, and all the money put into 
the plant, without profit, and that S. and his associates were not 
to make any profit out of the construction of the road. None of 
the stock or bonds of the company were ever disposed of, except 
$roo,ooo of stock and $50,000 first mortgage bonds. Held, that 
the amount advanced by S. and his associates for the construc
tion and equipment of the road should not be treated as a pay
ment on capital stock, but as a first lien on the railway and its 
franchise in determining the amount of plaintiff's interest in the 
corporation. 

2. Where, at the time a street railway franchise was assigned 
to S., it was understood that it was being acquired for the benefit 
of a corporation which was to own and operate the road, which 
corporation had already been chartered, and the corporation sub
sequently accepted the benefits accruing to it from the contract 
and availed itself of the franchise, with full knowledge of the 
manner and conditions on which it was obtained, a contract by 
the promoters to pay plaintiff 25 per cent. of the profits in stock, 
bonds, etc., m consideration for his sen-ices in obtaining the fran
chise, was binding on the corporation. 

3. The entire scheme for the construction of a street railway, 
and the corporation organized to exploit the same, was projected 
without any attempt to comply with the law against issuing stock 
or bonds, except for money, labor done, or property ;;i.ctually re
ceived. No money was ever paid in on the capital stock, and no 
property of value, except th e franchi se and the plant and fran
chise of an electric company, was ever transferred for which stock 
could legally ha\'e been issued. The stock and bonds, except 
those issued to pay for the electric plant, were ne,·er disposed of 
by any corporate act. Held, that the individual incorporators 
could not object, in a suit by one of the promoters to enj oin an 
alleged fraudulent sale of all of the corporation's assets, fran·-

• 
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chise and property, tha t pla intiff was not entitled to sue, because 
no stock had ever been issued to him in settlement of his con
tract, by which he was to r eceive one-fourth of the profit s of the 
transaction. 

4. Where the incorpor ato rs of a street railway company agree d, 
in consideration of the assignment of a franchi se procured by 
plaintiff to one of them fo r the benefit of the company, to pay 
plaintiff one-fourth of the stock and bonds of the corporation over 
and above the cost of construction, plaintiff's right was not to 
receive a definite number of sha res of stock, but the equitable 
ownership of one-fourth of the wh ole r a ilway wh en completed and 
equipped, together with its fr anchise, subj ect to a prio r lien in 
favor of the incorpora lo rs advancing the money to complete and 
equip the road to the extent of the money so advanced. 

5. Plaintiff and hi s associates obtained a street r a ilway fran
chise, which was ass igned to S., to be later transferred to a cor
poration, under a contract by which plaintiff becam e the equitable 
owner of one-fourth of the whole road, subj ect to a lien for the 
amount necessary to construct and equip the same. T he cor
poration was o rganized, pla inti ff being r ecognized as a s tock 
holder, and he was elected sec reta ry without any s tock being 
issued lo him ; the whole authorized capital being issued in blank 
and put in possession of S . as pr esident, and the co rpor ation be
ing operated by dummy director s, voting as director s and stock
holders by virtue of certi fica tes issued in their nam es by S. Held,. 
that a subsequent sale of all the corpor ation's asse ts, franchise, 
etc., to a third per son, authorized at a secret m eeting, of which 
plaintiff was purpose ly not in fo rmed, fo r the purpose of nullifying 
his interest , was fraudulent and void, though the corpora tion was 
insolvent at the time. 

6. Where a contract fo r the construction of a street ra ilway 
contemplated that the m oneys a dvanced to complete and equip 
the railway should be treated as a bonded debt , and not as a 
current debt presently payable, the current r evenues derived fro m 
the operation of the road could not be div erted from the payment 
of operating expenses, fix ed cha rges, and current expenses, and 
applied to such construction debt fo r the purpose of showing th at 
the road was insolvent. 

7. Where an assignment of certa in judgments aga inst a street 
railway company, the property of which had been purchased by 
J. under a fraudulent sale, was brought about by him in order that 
he might buy the assets of th e ra ilway company at an execution 
sal e and strengtllf'n hi s titl e, neither J . nor a new corporation 
formed to t ake over and opera te the road could avail them 
selves of any rights acquired under such judgments against the 
o rigina l corpor ation. 

8. Wher e defendants, including a new corporation o rganized to 
take over the assets o f a street rai lway, pa rticipated in a sale 
ther eof which was fraudulent as against pla intiff, but prior to the 
institution of a suit to set aside th e sam e defendant J. and the 
new corporation pa id debts and judgm ents existing aga inst the 
old corpor ation, a nd a vacation of the sale and the appointment 
of a r eceive r would probably seriously affect the public inter est , a 
pe rsonal decr ee would be rendered instead against both the old 
and the new corpor ations and the individual defendants fo r th e 
amount of pla intiff' s interest, of which he w as so deprived, under 
his praye r fo r genera l r eli ef. - (Mulvihill vs. Vicksburg Ry., 
Power & Mfg. Co. et a l. , 40 South R ep., 647. ) 
MISSOU RI.-Carriers-Carriage o f Passengers- Carrier 's Duty 

-Ej ection of P assenge r- F orce Justified- Rules-Conduct 
of P assenger- R easonableness of Rule-Prohibition of S mok
ing- Cont inuous A ssault- Prornring Passenge r 's A rrest
Excessi\'e Force- Action- I nstructions. 

I. T he duty of a carrier to exercise the highest degree of car e 
to protect a passenger from a ssau lts, whether offered by strange rs 
o r by the ca rrier 's servant s, continues until the pa ssenge r has lef t 
the vehicle in safety a t hi s d est ina tion . 

2. If it becom es necessa ry to eject a passenger because of hi s 
misconduct, no mor e fo rce must be employed than is required to 
accomplish the r emoval. 

3. A passenger is bound lo obser \'e and obey r easonable rules 
established for the convenience and com fo rt of other passenge rs, 
and , on his fa ilure so lo do, hi s ej ection is warranted. 

4. A prohibition of smoking in a st reet ca r is a reasonable rule. 
5. \Vher e a conducto r in a ttempting to ej ect a passenger u sed 

excessive fo rce, and assaulted the passenge r , and fo llowed him 
from the car, and r an afte r him, and, overt aking him, again as
san.1 lted h im , there was a continuous assaul t, a ll of wh ich was in
,clm<led within the ex ercise o f excess ive violence in the ejection . 

16,. A carrier was liahle for a conductor' s assaul t on a passenger, 
"v.h) h ad been ej ected from the car, the assau lt being incident to 
,a.\1 ~~ ffort to procure the passenger 's a r re st. 

7- W here, in an action against a carr ier , the petition charged 
t hat defendant's se rvants assaulted plaint iff, d rove him from the 
car , and knocked him down upon the s t reets of the city, and there 
was evidence t ending to sho,v tha t the fi r st assault committed 
by the conductor was a ll over when the pla int iff left the ca r and 
that it was severa l minutes befo re the conductor s tarted to' look 
for an office r and as incident to such search committed another 
assault, it was er ror to inst rnct the jury in eff ect that they might 
find fo r pla intiff, either under the hypothesis tha t the assault was 
cont inuous, or tha t two sepa ra te assault s were m ade. (Mc
Q uer ry vs. Met ropolitan St. Ry. Co. , 92 S. W . Rep., 912.) 

NEW YOR K.- Car ri ers-R egula tion- Passengers-T ransfer;-
Refusal by Conductors-P enalty. · 

L aw_s 18.90, p. l 1_14, c: 565, S ection 105, providing that r.a ilways 
o peratmg mter sectmg !me~ ~ha ll g ive to each passenger paying a 
s1~1g le fare a transfer, ent1th11g such passenger to one continuou s 
tn p to any portion of it s road, "to the end that public conve nience 
may be promoted by the operation of the rai lways embraced in 
such contract, substantially as a single railway wi th a sina!e rate 
fa re," and prov iding a penalty fo r fa ilure to give such transf~ r , does 
not render a company liable to the penalty wh ere it has establi sh ed 
a systep1 of transfers for it s inte rsecting lines, and furn ishes it s 
•conductors with tickets fo r that pu rpose, and som e individua l 
passenger ha s_ not r ece ived t ransfer s th rough the misjudgment, 
neglect , or mistake of the conductor.- (Schwar tzrnan el a l. vs. 
Brooklyn H eights R . Co., 98 N. Y. Sup., 941.) 

NEW YOR K-Str eet R a ilways-Construction in Str eet- Con
sent-Value of Property. 

Under R ai lway L aw, H eydecker 's Gen. Laws, p. 33o8, c. 39, 
S ection 91, providing that a street surface ra il way shall not be 
built without the consent of one-half in va lue o f the properly 
"bol11~ded on" ~hat por tion of the s t reet on which it is proposed 
to bmld the ra il road, the va lue of an en t ire tract abuttino· on the 
street , wi th buil di ngs thereon, is to be considered, thougl1 it ex
tends back to another street; it having no interior boundaries, 
na tura l o r art ifi cial, and being u se d as an ent irety for a sing le 
purpose.- (Fox et al. vs. N ew York City Interborough Ry. Co. , 
98 N. Y. Sup., 338.) 

NEW YORK.-Easem ents-Con veyance of D om inan t E sta te
R eservat ion-Effect of Reservation- A ction for -Inj uri es to
Conveyance P ending A ction- Creation of Trust. 

I. O n conveyance of a dominant estate, easem ent s of light , a ir 
a nd access, abutting on a public st r eet, pass to the g rantee , not 
w ith standing a ttempted reservation of the sam e in the deed and 
o f any r ights of action for their inj ury. 

_ 2 . W h ere easem ents of light , a ir and access, together with 
n ghts of act ion for their inj u ry, a re r ese rved in a deed, though 
such r ese r vat ion is ineffectua l to cr eate a tru st therein, it mak e.c 
the grantee th e t rustee of money r eceived or judgments r ecovered 
fo r any injury to such easements. 

3. W her e, in a conveyance o f land, the g rantor a ttempts to re
se rve the easements o f ligh t, a ir, and access, and any r igh t of ac
tion for inj u_ries thereto, and such easements have been destroyed, 
t he grantee 1s the only per son who can sue for th e damages th us 
caused, or can execute a release in sat isfaction thereo f. 

4- A n abutting owner of proper ty brough t an act ion for dam
ages by the operation of an elevated road, and thereafter con
veyed th e property pending the sui t , reserving h is right of action 
a nd easements of light, ai r and access. T hereafter the rai lway 
company obtained from h is g rantee, with k nowl edge of such r e
servation, a release of the easemen ts and any righ t of action ther e-

• for, paying an agreed sum. T he grantor ther eaft er sued the rail
way company and h is g rantee to have the grantee declared a 
t rustee for h is benefit , and asking that the r elease be se t aside. 
H eld, that a judgm ent of the tr ial cou r t d ism iss ing the com
p lain t as lo the company was proper, as the rese rvation in the 
deed crea ted no equ itable li en on such easem ents apart from the 
freehold to which they wer e appurtenant , bu t only· created an 
equ itable lien in fav or of the grantor on the m oneys rece ived as 
aga inst his g rantee.-(]VJcKenna vs. Brooklyn U n ion E levated R. 
Co. et a l. , 77 N. W . R ep. , 615.) 

N E W YOR K.- Car riers-R ates of Fare-O vercharge-R ecovery 
of Penalty- S t r eet Railways-M istake of Law. 

I. Laws 1890, p. 1095, c. 565, Sec. 3.7, as amended by L a ws 1892, 
J1. 1392, c'. 676, provide fo r a pena lty for th e exacting by a car rier 
o f unlawful ra tes of far e, u nless the overcharge was m ade th rough 
inadvertance o r m istake, not amoun ting to g ross negligence. Held, 
that where a ra ilway m ade a m istake in the construction of its 
s tatutory r igh ts, such as an o rdi nary prnclent person, honestl v de
siring to act w ith in his r ights, might m ake, it is exempt ·from 
the penalty. 
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2 . Where a street rai lway company h ad on its route an eleva
tion exceeding 300 ft. to th e mile, which it overcame within a 
distance of t wo miles, it is not liable for the penalty imposed by 
Laws 1890, p. I096, c. 565, Section 39, fo r ch arging a fare of ten 
cents for a continuous r ide over its road, where under a mistake 
of law it construed the statute authorizing a railway to collect 
such a rate of fa re under such circumstances as comprehending 
within its operation a street railway corporation, as Section 39, 
if applied to a street r ailway, will include within its exemption 
from the penalty cases of mistake in law, as well as mistake in 
fact.-(Goo dspeed vs. Ithaca St. Ry. Co., 77 N. E. R ep., 392.) 
OHIO.-Street R ailway-Franchise-Extension of T erm-Mu-

nicipal Extension of Term- Validity. 
I. An intention to prolong the life of a street railway fran

chise from the date originally fi xed for its t ermination to F ebruary 
IO, r9o8, which was the date fi xed for the expiration of a fran
chise g ranted to another company with which the company oper
at ing the fo rmer fr anchise was, with the consent of the city, con
solidated, must be infe rred from subsequent ordinances authoriz
ing the consolidated company to extend its lines and change to 
electricity as a motive power, the rights under all of which were 
to terminate with the fr anchise of the "main line," which was 
recognized as continuing until that date. 

2. Municipal ordinance s extending the life of a street railway 
franchise from the date originally fixe d fo r its t ermination to the 
date fi xed for the expiration of a franchise granted to another 
company with which the company operating the former franchise 
was, with the consent of the city, consolidated, do not violate 
the provisions of Ohio R ev. Stat. Section 2502, that a municipal 
corporation sh all not, during th e t erm of a street railway grant 
or renewal thereof, r elease the grantee from any obligation or 
liability thereby imposed. 

3. Municipal ex tensions of the li fe of a street r ailway franchise 
before the original g rant has expired are authorized by Ohio Rev. 
Stat. Section 2501 , although th e lang uage of that section is that 
the Council may renew any such grant at its expiration. ( City 
of Cleveland and the F orest City Ry. Co., Appts. vs. Cleveland 
E lectric Ry. Co., 26 Ct. Rep., 513. ) 

LIA BILITY FOR NEGLI GENCE. 

IL LI NOIS.-'--Appeal- R eview of Evidence-P eremptory In
struction-Decisions of Intermediat e Courts-Trial- Theory 
of Case-Argument of Counsel- Carriers-Injuries to P as
sengers-Proximate Cause-Instructions-Prejudice-Trial
Remarks of Court-Witnesses-L eading Qu estions-Evi
dence-Hearsay-Harmless E rror-Admission of Evidence
Carriers-Inj uri es to P assengers-Actions-Car;e Required. 

r. vVhere no peremptory instruction was asked at the close of 
plaint iff' s evidence, or at the close of all the evidence, the ques
t ion whether the evidence fairly tended to support the verdict will 
not be reviewed on appeal. 

2 . In an action fo r injuries to a passenger , in the absence of a 
passenger , in the absence of a r equest for a peremptory instruc
tion, the question whether defendant's employees were negli
gent, as ch arged in the declaration , was solely fo r the determina
tion of the jury, whose finding, a fter h aving been affirmed by the 
Appellate Court, would not be disturbe d on a further appeal to 
th e Supreme Court. 

3. Remarks of counsel in his closing argument to the jury will 
not control the theory on which the case is tri ed, when the plead
ings, evidence, and instructions show that both parties proceeded 
on a different theory. 

4. W h ere a passenger on a street car was injured in a colli sion • 
between the car and a rail road train at a crossing, and the fault 
of the conductor of the street car in signaling to the motorman 
to cross when he knew a train was approaching contributed in 
part to the inju ry, the street car company was liable ther efor . 

5. Wh·ere a charge was given at defendant's r equest that if any 
witness had wilfu lly or knowingly sworn fal sely to any material 
element of the case, or had exaggerated any fact or circum stance 
mater ial to the issues to deceive, mislead, or impose on the jury, 
such witnesses' entire testimony might be rej ect ed, except as cor
roborated by other evidence, etc., defendant was not injured by 
another instruction that it was only in cases where it was "pal
pable" that a witness had deliberately and intentionally sworn 
falsely and was not corroborated that th e jury should disregard 
his entire test imony. 

6. W here remark s by the com t during the t r ial, amounting to 
strictures on counsel for defendant, were called fo rth by per
sistent attempts to get improper evidence before the jury, and the 
remarks were not of such a character as disclosed in any degree 
th e court' s views as to the merits of the case, or tended to show 

any views in favo r of eithe r party, and could not have been so 
understood by the jury, they were not reversible er ror. 

7. A quest ion asked of a witness with r eference to a headlight 
on an engine: "That headlight-was that a regulation or anoth er 
kind ?" was obj ectionable, as leading. 

8. Wher e a witness test ified to fact s sh owing that he did not 
see the engine in question or the headlight thereon, it was not 
r ever sible error for the court to strike his statement that the head
light was smaller than r egulation size. 

9. Where, in an action fo r injuries, evidence was admitted 
showing that the railroad train which ran into defendant's street 
car at the time plaintiff was injured while a passenger on the car 
was running at from 15 to 30 miles an hour, defendant was not 
prejudiced by the exclus ion of evidence that the train was run
ning faster than ordinary speed. 

IO. Where, in an action for injuries to a passenger on a street 
car by a collision with a railroad train at a crossing, the conductor, 
who went ahead and signaled the car to cross, testified that he 
saw the train when two blocks away, and did not realize there 
was any danger until it was within IOO ft. of the crossing, and 
fixe d the location of the train at each of the periods he observed 
it, without basing his judgment in any way on its apparent speed, 
or any speed that he previously had knowledge of, a city ordi
nance regulating the rate of speed of trains at that point was im
material. 

Ir. An instruction rendering a carrier liable for injuries to a 
passenger cau se d by the "slightest negligence" was proper-( Chi
cago City Ry. Co. vs. Shaw, 77 N. E . Rep., 139.) 

ILLI N OIS.-Carriers-Injuries to Passengers-Actions-In-
structions-Damages-Personal Injuries-Instructions. 

r. Where a declaration against a street railroad for injuries to 
a passenger alleged that, while plaintiff was in the act of alight
ing from the car, defendant started the same before plaintiff had 
an opportunity to alight therefrom, a charge to find for defendant, 
if the preponderance of the evidence failed to show that plaintiff 
fell by reason of the car being started before she had an op
portunity to alight therefrom, was properly refused, in that it 
fail ed to definitely state the issue presented by the pleadings. 

2. In an action against a street railroad for injuries to a pas
senger, where the court charged that, if plaintiff attempted to 
alight from the car aft er it had started, and such act was negli
gence on her part, the jury should find for defendant, it was not 
error to refu se a requested charge that , if plaintiff attempted to 
alight from the car while it was in motion, she could not recover. 

3. In an action for personal injuries, it wa~ not error to refuse 
a charge that, if the jury find that plaintiff is not entitled to re
cover, they need not consider the character or extent of i.,lain
tiff' s damages, wh ether serious or not, especially where the jury 
were cautioned by other instructions not to permit their sym
pathies t o enter into their consideration of the case.-(\Vest Chi
cago St. Ry. Co. vs. McCafferty, 77 N". E . Rep., 153.) 

I N DIA N A.-N egligence-N ature-Carriers-Injuries to Passen
ger-Complaints-Sufficiency-Street Railroads-Construc
tion of Track-Maintenance of Street s-Carriers-Carriage 
of Passengers-A ssisting P assengers to Alight-Obligation
D efective Con.struction of Track- Complaint-Excavation in 
Street- P er sonal Injury-Contributory Negligence-Plead
ings. 

r. Actionable negligence consists in a breach of a duty owing 
from one to another, by reason of which the latter is injured. 

2. A complaint, in an action against a street r ailway company 
fo r injuries to a passenger while alighting from a car in con
sequ ence of the distance from the step of the car to the surface of 
the street, alleged that the surface of the street was lower than 
the top of the rail of the track, but did not aver that the track 
was not laid to conform to the established grade of the street. 
Held, that it would be presumed that the track conformed to the 
established grade, as required by Burns' Ann. St. 1901, Sec. 5454, 
and the complaint did not show a negligent construction of the 
track. 

3. A street r ailway company is not charged with ,the main
tenance of streets occupied by its tracks outside of that part of the 
street actually occupied by it. 

4. The duty of those in charge of a street railway car to aid 
passengers to get on and off only arises where there is an appar
ent necessity fo r such assistance brought to their attention. 

5. A complaint, in an act ion against a street railway company 
fo r injuries to a passenger while alighting from a car in conse
quence of the distance from the step of the car to the surface of 
the street, alleged that the step was 2 ft. above the top of the rail 
of the track; that, owing to the condition of the street, the step 
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stood 3 ft. above the level thereof; that the company did not fur
nish an aditional step, whereby the egress from the car might be 
made in safety. Held not to show negligence in failing to fur
nish an extra step to enable the passenger to alight in safety. 

6. Proof that a female passenger on a street car was fifty years 
of age, 5 ft. tall, and weighed from 185 to 200 lbs., does not show 
as a matter of law that she was infirm or unable to alight from 
the car, either on account of her age, or weight, or because the 
step on the car was 3 ft. from the street, so as to make it obliga
tory on the part of the servants operating the car to assist her. 

7. A complaint, in an action against a street railway company 
for injuries to a passenger, while alighting from a car, in conse
quence of the distance from the step of the car to the street 
which alleged that the top of the track was a foot higher than 
the surface of the street contiguous thereto, did not charge negli
gence in the construction of the track in that it was not con
structed on the proper grade or because of the condition of the 
street outside of the part which it occupied. 

8. A t:Omplaint, in an action against a street railway compar.y 
for injuries to a passenger while alighting from a car, in conse
quence of the distance from the step of the car to the street, 
which alleged that an excavation in the street existed at the point 
where the passenger attempted to alight, that the company • nd 
its servants knew of its existence, and that in attempting to 
alight the passenger "fell heavily upon the earth," did not show 
that the company was negligent by reason of the excavation in 
the street; there being no connection between the injury and 
the excavation. 

9. Acts 1899, p. 58, c. 41 (Burns' Ann. St. 1901, Sec. 359a), 
providing that in actions for personal injuries it shall not be 
necessary for plaintiff to allege want of contributory negligence, 
does not change the common-law rule that where the facts al
leged in the complaint show that plaintiff was guilty of contribu
tory negligence, the complaint is insufficient on demurrer for 
want of facts. 

IO. Where a passenger, injured while alighting from a street 
car in consequ ence of the distance from the step of the car to 
the street, had as good an opportunity as the carrier or its serv 
ants to observe the conditions and to know wh eth er the condi
tions were dangerous in an attempt to alight, the passenger was 
guilty of contributory negligence, precluding a r ecovery, the law 
requiring a person to use his own faculties so as to avoid danger 
if he can reasonably do so; and one will be deemed to have act
ually seen what he could have seen, had he looked.-(Indianapo
lis Traction & Terminal Co. vs. Pressel, [No. 5623], 77 N. E. 
Rep., 357.) 

KANSAS.-Street Railways-Frightening Horses-Negligence
Question for Jury. 

Where, in an action against a street railway company for in
juries to a traveler in consequence of his horse being frightened 
by a car, the testimony showed that that car when approaching 
the traveler was running more rapidly than he was driving, that 
the motorman was sounding his gong loudly, that the horse be
came frightened, that though the danger to the traveler was av
parent the motorman continued to run his car toward the hor:,c 
and to ring the gong loudly, the question whether the motorman 
was negligent in failing to do what he could to ave rt the threat
ened danger to the traveler _s o as to render the company liable 
was for the jury.-(Dulin vs. Metropolitan St. Ry. Co., 83 Pac. 
Rep., 821.) • 

MARYLAND.-Railroads - Crossing Accident- N egligence-
Giving Signals-Evidence-Question for J ury-Contribu
tory Negligence. 

r. In the case of a collision at a crossing of a suburban electric 
car with a team, the fact that the car was an extra, running 14 
seconds behind a regnlar at such a speed that, while it was going 
the distance between the cars, the team going at a rapid walk 
went 130 ft., does not show negligence of the railroad company. 

2. Though a suburban electric car mu st give a signal when ap
proaching a crossing, testimony of the persons in the wagon 
struck by it that they did not h ear the gong sounded is not evi
dence to go to the jury on th e question of negligence, as a whistle 
might have been sounded. 

3. The driver of a t eam which was struck by a suburban elec
tric car at a crossing is precluded from recovering by contributory 
negligence, though the car was an extra, running 14 seconds be
hind the regular car; h e having merely stopped at a distance of 
130 ft. from the crossing, at which time the regular passed, and 
then driven forward at a rapid walk, without again stopping or 
looking, except directly in front of him.-(Hattcher vs. McDer
mot, 63 At!. Rep., 214.) 

MI NNESOT A.-Attorney and Client-Lien-Right of Action
Assignment-Rights Subject to-Compromise by Client
Continuance of Action by Attorney. 

I. A lien cannot be created upon a mere right of action for 
personal tort. 

2. A right to recover damages for a personal tort is a mere 
personal right, and not assignable before judgment. 

3- B., claiming to have a right of action against a railway com
pany fo r damages for personal injuries, made a written contract 
with G., an attorney at law, by which G. agreed to bring the 
action and to pay all expenses of the suit, and B. agreed to pay 
G., after the expenses had been paid, 50 per cent of all money re
ceived from the railway company as compensation for his in
juries. The action was brought, and after a disagreement of the 
jury, while the case was on the calendar awaiting another trial, 
the plaintiff and defendant, without the consent or knowledge of 
G., settled the case. On a petition by G. for leave to proceed in 
the case to protect his interests, held : 

( 1) That G. had no lien upon the cause of action and was not 
the equitable assignee of an interest therein. 

(2) T h at the plaintiff had a legal right to compromise the claim 
and dismiss the action without the consent of his attorney. 

(3) T hat the petition for leave to continue the case was prop
erly denied.-(Boogren vs. St. Paul City Ry. Co., to6 N. W. 
Rep., 104.) 

MISSOURI.-Carriers-Street Railways-Duty to Passengers
Res Ipsa Loquitor- Petition-Scope-Trial- Instructions
Applicability to Pleadings-Appeal-Harmless Error-In
structions not Applicable to Case-Injuries to Passengers
Operation of Car-Instructions- Conflicting Instructions
Appeal- Verdict- \ Veight of Evidence- Review. 

r. A carrier of passengers, either steam or street railway, is re
quired, so far as it is capable by th e exercise of a very high de
gree of care, to carry them safely and is responsible for all in
juries resulting from even the slightest negligence on its part. 

2. An explosion occurred on an electric car, breaking the win
dow glass, causing the car to burst into flames and fr ightening 
the passengers, one of whom was injured by either jumping or 
being pushed out of a window. Held, sufficient to establish a 
prima fac ie case of negligence on the part of the carrier. 

3. Where a petition in an action for injuries to a passenger on 
a street ca r alleged that the motor was defective, but also charged 
that the m achinery, app liances, and parts of the car were de
fective, such allegation was sufficiently broad to include not only 
the motor, but all the other electric appliances with which the 
car was equipped. 

4. Where, in an action for injuries to a street car passenger, 
the complaint alleged negligent operation of the car and that all 
th e electric appliances of the car were defective, an instruc
t icm that if the explosion, flame and burning of the car were 
caused by any defect in the condition of the car or the apparatqs 
thereof, or by any improper management resulting from any 
1~egligence on the part of the defendant, or its agents and serv
ants, etc., plaintiff was entitled to recover, was not objectionable 
as submitting a cause of action not stated in the petition. 

5. Where, in an action for injuries to a street car passenger, 
there was neither allegation nor proof that the car itself was de
fective, an instruction in favor of plaintiff that if the explosion, 
flam e and burning of the car "were occasioned by any defect in 
the condition of the car or apparatus thereof," etc., though ob
j ectionable, could not have misled the jury. 

6. ·where there was evidence that the street car in which plain
tiff was riding at the time she was injured was started with a 
jerk , that too much power was applied and that in such case there 
was more likelihood of an explosion such as occurred than when 
the power was properly applied, it was proper to direct the jury's 
at tention to the management of the car and charge that if the 
explosion and fire were caused by the mismanagement of the 
motorman, plaintiff was entitled to recover. 

7. In an action for injuries to a street car passenger, the court 
charged on plaintiff's behalf that, if on an explosion occurring in 
the car, followed by fire, plaintiff became so alarmed that she en
deavored to escape and was injured in so doing, and the explo
sion and burning of the car were occasioned by any defect in the 
condition of the car or apparatus, or by any improper manage
ment thereof, and if such defect or improper management re
sulted from any negligence on defendant's part for failure to ex
ercise the highest degree of care, skill and foresight, etc., the jury 
should find for plaintiff. The court, on defendant's behalf, 
charged that if prior to the accident defendant had employed com
petent inspectors to inspect the electrical appliances used on the 
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cars, and that such inspector had used a very high degree of 
care in making reasonable inspections of the car on which plain
tiff was injured a short time prior to her injury, and that such 
inspection fail ed to di sclose any defect in the electrical appliances 
which were apparently in a reasonably safe condition, and the 
accident in question could not have been reasonably anticipated 
by the exercise of a very high degree of care in inspecting the 
car, etc., plaintiff could not recover. Held, that such instructions 
were not contradictory. 

8. \Vhere the trial court, in the exercise of its discretion, has 
overruled a motion for a new trial because the verdict is against 
the weight of the evidence, such question will not be reviewed 
on appeal.-(Brod vs. St. Louis Transit Co., 91 S. W. Rep., 993.) 

MISSOURI.- Master and Servant-Personal Injuries-Defective 
Rail-Evidence- Question for Jury-Combined Negligence 
of Master and Fellow Servant-Contributory Negligence
Street Car-Excessive Speed-Responsibility of Conductor
Trial-Instructions-Assumption of Fact in Issue-Master 
and Servant- Injuries to Servant-Violation of Ordinance
Contributory Negligence-Ignoring Issues. 

I. In an action by a street car conductor for injuries re sulting 
from the derailing of the car because of an alleged defective rail, 
evidence held sufficient to just ify submission to the jury of the 
question of defendant's negligence. 

2. A master is liable to a servant injured by the master's negli
gence, even though the negligence of a fellow servant contributed 
to the re sult. 

3. \Vhere a street car conductor was injured through the de
railment of the car because of an alleged defective rail, the fact 
that the car was at th"e time running at an excessive rate of speed 
and might not have left the track had it been running slower did 
not show the conductor to be guilty of contributory negligence, 
since, though he had general control of the car, it was not within 
the scope of his duty to regulate the speed at all times. 

4. In an action by a street car conductor for injuries from the 
derailment of the car because of an alleged defective rail, an in
struction that if the jury believed that plaintiff was injured by 
reason of the car leaving the track on account of a defective rail, 
and not because of any fault on his part, they should find for the 
plaintiff, etc., was not objectionable on the ground that it assumed 
that the rail was defective. 

5. \i\There a master's orders require a servant to violate an 
ordinance, the master cannot, in attion by the servant for in
juries, claim that the violation of the ordinance constituted con
tributory negligence. 

6. In an action by a street car conductor for personal injuries 
from the derailment of a car through an alleged defective rail, in 
which there was ev idence that the car was running at an excessive 
rate of speed, but also evidence that that rate of speed was re
quired by the schedule time, an instruction implying that plain
tiff could not recover if he was in control of the car, and if it was 
b.eing run at a greater speed than was allowed by ordinance was 
erroneou s, because ignoring the question of defendant's orders as 
to specd.-(Moore vs. St. Louis Transit Co., 91 S. W. Rep., 1060.) 
MISSOURI. - Carriers .-- Injuries to Passenger - Petition -

Proof - Sufficiency -· Pleading - Inducement - Appeal
Objections Not Raised Below-Trial-Instructions-Cure of 
Error-Negligence-Personal Injury-Contributory N egli
gence- Burden of Proof- Failure to Request. 

I. An allegation in the petition, in an action against a street 
railway company for injuries received by a passenger while at
tempting to board a car in consequence of the sudden starting of 
the car, that it had come to a stop when signaled, and when plain
tiff attempted to board it, is supported by evidence showing that 
the car h ad, on plaintiff's signal, so slackened its speed that it 
barely had a perceptible motion at the time he attempted to 
board it. 

2. A n allegation in the peht1011, in an action against a street 
railway company for injuries received by a passenger while at
tempting to board a car in consequence of its sudden starting, 
that the car came to a stop when signaled, is a matter of induce
ment, and the negl igence consists in the starting of the car. 

3. An objection to the admissibility of evidence not made in 
the trial court will not be considered on appeal. 

4. \ i\There, in an action aga inst a street railway company for 
injuries received by a passenger while attempting to board a 
car, the ~ourt directed th e jury not to find for plaintiff if he was 
gu ilty of negligence, the error in a charge that, before plaintiff's 
r ight to recover could be defeated, defendant must show that 
plaintiff failed to exercise ordinary care, arising from the failure 
to state that befo re plaintiff's right to recover cou\d be defeated 

on the gronnd of contributory negligence, defendant must prove 
a failure to exercise ordinary care, was not prejudicial. 

5. An instruction, in an action for personal injury negligently 
inflicted, that before plaintiff's right to recover could be defeated 
defendant must show that plaintiff failed to exercise ordinary 
care, correctly imposed on defendant the duty of showing that 
plaintiff failed to exercise ordinary care, and that such failure 
caused the injury. 

6. Where an instruction on the measure of damages in a per
sonal injury action was not improper, and defendant desired that 
it should state in greater detail the elements of damage, he should 
so request.-(Forrester vs. Metropolitan St. Ry. Co., 91 S. W. 
Rep., 401.) 

MISSOURI.-Street Railroads-Injuries to Pedestrians-Ac
tions-Sufficiency of Evidence-Contributory Negligence. 

I. In an action against a street railway for the death of a per
son crossing its track, caused by a colli,sion with a car, evidence 
held to show that the car which struck deceased was not exceed
ing the speed of 15 miles an hour, which it was authorized by 
ordinance to maintain. · 

2. A passenger on a west-bound street car, who alighted from 
his car, passed in the rear tl!ereof, and started to cross the east
bound track of the street railway, when he was struck by an 
east-bound car, was guilty of contributory negligence where he 
failed to look for the car which struck him and proceeded to cross 
the track, absorbed in a newspaper, without any attention to his 
surroundings.-(Deane vs. St. Louis Transit Co., 91 S. W. Rep., 
505. 

MISSOURI.-Pleading-Separate Causes of Action-Election
Appeal- Curing Errors-Defective Pleading-Witnesses
Impeachment of One's Own Witness-Surprise-Street Rail
roads-Injury to Person on Track-Willfulness-Petition
Instructions-Willful Injury-Evidence-Contributory Neg
ligence. 

I. Where plaintiff joined in the same count a cause of action 
for common-law negligence, one based on the violation of a city 
ordinance, and another on wilfulness, recklessness, or wanton
ness, it was error for the court to refuse to compel plaintiff to 
elect on which he would stand; such causes of ·action being im
properly joined. 

2. The error was not cured by the court afterwards striking 
out allegations in the petition alleging a violation of the vigi
lant watch ordinance. 

3. Defendant's motorman, who ran his car against plaintiff, 
made two written statements for defendant, and afterwards gave 
his deposition, taken by plaintiff, in which he stated that imme
diately before the accident he was looking straight ahead of him, 
and that plaintiff rose up from the trench across the track "in
stantly," and so close to him that he could not stop the car before 
strinking him. He voluntarily resigned his position as motor
man, and later, while endeavoring to get his job back, voluntarily 
went to plaintiff's attorney and made a statement directly contra
dictory to his former statements and testimony. A change of 
venue having been taken, plaintiff took the motorman to the place 
of trial, paying his expenses, but did not offer him as a witness, 
thereby preventing defendant from using his deposition, where
upon defendant called him, and he testified, contrary to his depo
sition and written statements, to material facts prejudiced to de
fendant. Held, that defendant was entitled to claim that it was 
surprised by the witness' testimony, and to lay a foundation for 
his impeachment by the introduction of his deposition and written 
statements. 

4. Where a petition, in an action for injuries to a person struck 
by a stree t car, contained no allegation of wilfulness, reckless
i1ess, or wantonness on the part of the motorman, it did not state 
a case under the humanitarian doctrine. 

5. In an action for injuries to plaintiff by being struck by a 
st reet car, the court charged that , even though plaintiff was negli
gent in working between defend?-nt's tracks and such negligence 
contributed to the injury, still if plaintiff had so placed himself 
in the dangerous position and thereafte r such dangerous position 
became known, or by looking could have become known, to de
fendant's motorman, in time to have stopped the car by the ex
ercise of ordinary care, and thereby avoid the injuries complained 
of, and he failed to do so, plaintiff was entitled to recover. Held, 
that such instruction was erroneous as based on the "last clear 
chance doctrine," which does not obtain in :Missouri. 

6. \Vhere, in an action for injuries to plaintiff by being struck 
by a street car, the motorman operating the car knew that plain
tiff had been working at or near the po"int of the accident for at 
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least a week before that, and testified that plaintiff was a friend 
of his, and that he would not have struck him if he possibly 
could have avoided doing so, there was no evidence of reckless
ness, wantonness, or willfulness sufficient to sustain an instruc
tion in plaintiff's favor on the humanitarian doctrine. 

7. Where plaintiff was struck by a street car while working in 
a trench under the street car track, he was not entitled to rely on 
the motorman of an approaching car giving him warning of such 
approach, nor on his sense of h earing alone, and was guilty of 
contributory negligence prec luding his r ecovery by permitting his 
mind to become so engrossed in his work that he fail ed to take 
proper precautions, eith er by looking or li stening to aseertain the 
approach of th e car.- ( Clancy vs. St. Louis Transit Co., 91 S. 
W . Rep., 509. ) 
MISSOURI.- Street Railroads-Collision- N egligence-Contrib

u tory N egligence-Instructions- Appeal-Harmless E rror
Evidence to Authorize In structions-Modification of Instruc
tions-Refu sal of Instructions-Reliance on Care of Motor
man - Collision - Action - Trial - Refu sal - Oth er In
structions-Appeal-Harmless E rror- Admiss ion of Evi
dence-Damages-Injur ies to Person-Excess ive Damages. 

r. Where th e driver of a vehicle, owing to the fac t th at another 
vehicle was approaching h er between the curb and a street car 
track, drove upon the track about 40 feet ahead of a car ap
proaching at the rate of 6 or 7 miles an hour, and while th e ve
hicle was preceding the car a collision occurred, th e motorman 
was guilty of negligence, under an ordinanee requiring a motor
man to stop on the fir st appearance of danger. 

2. The driver of the vehicle was not guilty of contributory 
negligence either in going upon th e track or in driving along 
ahead of the car. 

3. In an action for injuries sustained in a co llision between 
plaintiff's vehicle and a stree t car, an in struction fo r plaintiff was 
not erroneous fo r failing to tak e into consideration the contribu
tory negligence of plaintiff ; it having authori zed a verdict fo r 
plaintiff only in ease she was exercising ordinary care at and 
before the time of the injury. 

4. Defendant could not complain of an instruction because it 
merely required· the m otorman to use common-law care, while 
the petition charged a violation of an ordinance requiring a motor
man to stop on the fi rst appearance of danger. 

5. Where, in an action for injuries sustain ed by plaintiff in a 
collision between her vehicle and a st reet car, plaintiff' s evidence 
showed that the car was running 15 miles an hour, and that the 
m otorman could have seen th e vehicle when he was more than 
500 feet away, and defendant's evidence showed that the car was 
go ing at th e rate of 6 or 7 miles an hour when the motorman saw 
the vehiele on th e track 40 feet ahead, an instruction authorizing 
a recovery for plaintiff if by reason of excess ive speed the motor
man was unable to avert a co llision was not obj ectionable on the 
g round that th ere was no evidence showing within wh at space th e 
car could have been stopped. ' 

6. D efendant requested an instruction that if the motorman, on 
seeing th e vehicle, r eversed hi s power and applied the brakes, and 
thus would h ave averted the acc ident but fo r the fact that the 
driver of the vehicle was prevented from getting off the track 
by reason of another vehiele in front of it, and that th e colli sion 
was due to such failure, plainti ff was not entitl ed to recover un
less the motorman knew or could have known that the pla intiff's 
vehicle was so obstructed in time to have stopped the car , which 
instruction was modified by adding, "unless excess ive speed pre
vented stopping the car. " H eld, that the modi fica tion was proper ; 
it appearing that if the motorman had applied his brakes as soon as 
h e saw the danger the accident would h ave been ave rted, and the 
special defense pleaded being that the accident was caused by 
plaintiff, who was driv ing so close in front of the car as to render 
.a collision unavo idable. 

7. Where, in an action for injuries sustained in a collision be
tween plaintiff's vehicle and a street car, th ere was nothing to 
show that the motorman saw that plaint iff, driving ahead of th e 
car, was attempting to get off the track, it was pro per to refu se 
an instruc tion th at the motorman had a right to assume that the 
dr iver of the vehicle wonld use reasonable diligence an d get off 
the track and out of the way, unless the motorman knew, or by 
the exercise of r easonable care might have seen or known, that 
the vehicle was hindered or impaired in its progress by a ve
hicle in front of it. 

8. T he driver of a vehicle has a right to presume that a motor
man wi ll so nm his car that a collision wi ll not occur with a ve
hicle, even though the dri\'er of the vehicle does not do his duty. 

9. In an action for inj uries susta ined in a coll ision between 
plaint iff 's vehicle and a street car, the motor man h aving testi--

fi ed that the car was running at the rate of 6 or 7 miles an hour 
when he saw the vehicle preceding the ear, and that he then ap
plied the brakes and reve rsed the eurrent, it was pro per to refuse 
an instruction that, if th e motorman was unable to stop the car
plaintiff could not recover. 

ro. T here is no er ror in re fu sing instruetions substantially 
eovered by other s. 

I I. In an ac tion fo r inj uries, there was no error prejudieial to 
defendant in admitting testimony that plaintiff had visited eertain 
places in an att empt to regain her health ; it appearing that in 
consequence of such visits her health had improved. 

12. In an action for injuries , defendant hav ing sought to have 
plaintiff identify written statements said to have been made by 
her, there was no prejudice to defendant in her testimony that 
she did not sign one of them; the statements not being offered 
in evidence. 

13. W here, in an action for injuries, it appeared that plain tiff 
was in good health pr ior to the accident, and that she received in
juries to her side, u teru s, ankle, spine and nerves; that she was 
suffering from t raumat ic neoros is, her condition being one of 
nervous debility and exhaust ion ; and that she probably would not 
fully recover- a verdict fo r $9,000 was not exeess ive.- (Latson 
vs. St. Louis T ransit Co., 91 S. \ V. Rep., 109. ) 

M IS SOU RI.- Carriers-W ho are Passengers-New Trial-
Newly Discovered Evidence-Diligence-Sufficiency of N ew
ly Discovered Evidence-Misconduct of J ury-P roceedings 
to Procure-Deposit ion- Damages-P ersonal Inj u ries-E x
cess ive Damages. 

I. One who att empts to enter a ~t reet ea r fo r the purpose of 
taking passage, when it stopped for him on signal, is a passenger, 
though he saw no conductor or motorman on the ca r. 

2. An affidavi t of the owner of a drug store that the plaintiff 
in an action for personal inju r ies, a t the tim e of the accident, 
walked into the store without ass istance , is insufficient to au
thorize a new t r ial on th e grou nd of newly di scovered evidence 
to meet the evidence of the plain tiff that he was compelled to use 
crutches ever since the inj u ry complained of, since the exereise of 
reasonable dil igence would have procured' such test imony before 
or at the t ime of t rial. 

3. Where there was overwhelming contradictory test imony to 
alleged n ewly discovered evidence, so that the court could not 
say that the tes timony of the affi ant would produce a different 
result, a new tr ial was properly denied. 

4. An affidav it of a juror will not be considered on motion fur 
a new trial on th e ground of miseonduct of the ju ro rs. 

5. On motion for a new trial in an aet ion for personal inj ur ies, 
the refu sal of th e court to appoint a special commiss ioner to take 
deposit ions, on a showing that the applicant could in that way 
procure test imony as to the misconduct of the jury and as to 
newly d iseovered evidence, which it could not procure by voltm
tary affidav its, was not er ror. 

6. In an ac tion fo r personal inj uries, wh ere the plaintiff, a 
lawyer 70 yea rs of age, had his thigh bone fr actured, was laid up 
fo r several month s, was eompelled to go on crutch es, and the 
injury was likely to result in permanent lameness, and he esti
mated his income at $2,500 a year, an award of $1 5,000 damages 
was ex cess ive and should be reduced to $10,000.- (Devoy vs. 
St. Louis T ransit Co., 91 S. W . Rep. , q.o. ) 
N E W YORK- Carriers- Inj ury to Passenger Alighting from 

Street Car- N egligence-Evidence. 
W here plainti ff sued fo r an injury on the theory that the street 

car on which he was a passenger stopped fo r him to alight, am!, 
while he was do ing so, started without g iving him suffieient t ime, 
th rowing him to the ground, a verd ict fo r h im is aga inst the 
we ight of ev idence; he having no testimony but his own, the con
ductor 's test imony that plaintiff attempted to alight while th e 
car was moving being co rroborated by two passengers, and 
plain t iff admitting that he told defendant' s claim agent that the 
ear "did not stop, and as it was turn ing slowly and kind of 
stopped I stepped off," though he explained that by "kind of 
stopped" he meant it stopp ed "for a minute or half a minute or 
ten seconds, enough to step off."-Maurer vs. Brooklyn H eights 
R . Co., 96 N. Y. Sup., 1065.) 
NEW YORK- Injuries to Passengers-Posit ion-Negligence

A ssumed R isk- Evidence- Contributory N egligenee. 
I. W hile it is not negligence per se fo r a passenger to occupy 

a posit ion on the platform of a crowded street car if accepted as 
a passenger, he nevertheless assumes the ordi nary r isks incident 
to such position. 

2. W here plain tiff, a passenger on a street car, was th rown from 
the platform thereof as it was rounding a eurve, evidenee that the 
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speed of the car was "pretty swift," "about nine miles an hour," 
and that the movement was not "an ordinary jolt," was insuffi
cient to establish negligence on the part o f the carrier. 

3. W here pla inti ff, prior to being thrown from the platform 
of a crowded str eet car as it was rounding a curve, had knowledge 
o f h is situation, and th at he was in a position that exposed him
self to the danger of being th rown by any jolting or swaying of 
the car, but did nothing to protect himself, and did not even look 
to see whether there was anything from which he could obtain 
support, h e was guilty of contributory negligence.-(Kiefer vs. 
Brooklyn H eights R. Co., 97 N. Y. Sup., 841.) 

NEW YORK-E minent Domain- Street Railways-Damages 
to Abutting Owner- Evidence-Appeal-Reversible Error
Findings. 

r. In an action for damages to plaintiff's premises by the main
tenance of an elevated railroad in front of the property, evidence 
held to show that the property had been increased in value by 
the construction of the road. 

2. In an action for damages owing to the maintenance of an 
elevated railroad in a street on which plaintiff's property fronted, 
the refusal of the court to find that easements of light, air, and 
access, aside from any consequential damages, if any, from the 
taking of the easements, had in themselves only a nominal value, 
was reversible error.-Schmitz vs. Brooklyn Union Elevated R . 
Co., et al., 97 N. Y. Sup., 791. 

N EW YORK-Master and Servant- Injuries to Servant- Con
tributory N egligence-Assumption of Risk-Evidence
Opinion Evidence-Competency. 

r. An elevated railway structure had three tracks, between each 
of which was a narrow board walk, and which had a wider walk 
on the outside of each of the outer tracks. A servant, engaged in 
r epair work on the structure, voluntarily walked on one of the 
inside walks instead of an outside walk, and, although he had 
worked on the structure for nearly a month and knew that trains 
were passing constantly at the place in question, fail ed to k eep 
any outlook for approaching trains, or to take any precautions to 
protect himself. Vvhile he was in that situation a local train ap
proached him on one track, and in throwing his body away from 
it he came in contact with an express train on the next track 
and was killed. Held, that he was guilty of contributory negli
gence. 

2. A servant held to have assumed the risk of any danger in 
his manner of work. 

3. In an action for the death of a servant, testimony of a non
expert witness, based on his experience as a workman and fore
man of work at the place of the accident, that it would be a 
"good idea" to establish a certain rule for the protection of work
m en at the place in question, and that they could not be pro
tected without such a rule, was incompetent.-(McLaughlin vs . 
Manhattan R y. Co., 97 N. Y. Sup. , 719.) 

NEW YORK-Negligence-Contributory N egligence-Street 
R ailways-Injury to P edestri an. 

r. \ ii/here a party by his own acts creates a controlling presump
ption of contributory negligence, he is guilty thereof, as a matter 
of law. 

2 . In an action to r ecover fo r injuries r eceived by being struck 
by an electric car while crossing the public street, evidence held 
to show th at plaintiff fa iled to exercise ordinar y prudence, and 
was guilty of contributory negligence as a matter of law.- (Lof
sten vs. Brooklyn H eights R. Co., 76 N . E. R ep., 1035.) 

NEW YORK-Street R ailways-Injury to P edestrian- Con
t r ibutory Negligence-Giving Notice of A pproach of Car
A ssumption T hat Car W ould be Operated Safely. 

r. P laintiff, while crossing a street , saw car s approaching from 
the nor th and south . T he south-bound car was 40 ft . or 50 ft. 
away. He paid no att ention to it, but walked in front of it, and 
was injured. There was nothing to obstruct his v iew nor to dis
t ract hi s attention except the north-bound car. H eld, as a mat
ter of law, that plaintiff was guilty of negligence precluding a re
covery, though the company was negligent. 

2. W hether any notice was g iven of the approaching car was 
immaterial, because plaintiff knew it was approaching. 

3. P laintiff ,did not have the right to assume that the car 
would be so controlled as to enable him to cross in safety.-(Mc
E ntee vs. Met ropolitan St. Ry. Co., 97 N . Y. Sup., 476.) 

N EW Y ORK-Death-Action fo r Causing Death- Cause of 
D eath- Sufficiency of Evidence-Proximate Cause of Dis
ease-Evidence-Questions for Jury. 

r. In an action for causing death, the evidence sh owed that 
decedent before the accident was in perfect health, that his in-

juries consisted of a fractu red rib and a severe bruise on the left 
side, that he gradually g rew worse and a t the end o f the second 
week pleurisy developed in the r egion of the fr actu red r ib, that 
shortly thereafter a tubercular condition of the left lung was dis
covered and death r esul ted therefrom in about nine weeks after 
the injury. Held to warrant a finding that the inju ry negligently 
inflicted was the direct cause of death. 

2 . Where there is ev idence from which a j u ry may find an un
broken connection and continuous operation between a disease 
and an injury negligently inflicted, it is for the jury to determine 
whether the negligence causing the inj ury is the proximate cause 
of the disease, and if they find it is, a r ecovery of the damages 
sustained in consequence of the di sease m ay be had.- ( Sallie vs. 
New York City Ry. Co., 97 N. Y. Sup., 491. ) 

NEW YORK-Street Railways-Crossing Accidents-Injuries
N egligence- Contributory N egligence - Precautions - Duty 
of Motorman- Reasonable Care. 

r. In an action against a street railway for injuries received 
while attempting to drive over a crossing, by collision with 
defendant's car, evidence examined and h eld to show contributory 
negligence on plaintiff' s part. 

2 . Where plaintiff knew that defendant street railway ran its 
cars at a speed of from forty to forty-five miles an hour over a 
highway crossing. It was not sufficient for him to 1ook for an ap
proaching car fo r the last time before driving upon the fracks 
when he was 20 ft. di stant therefrom, and his failure to look again 
before attempting to cross, there being a clear view all along the 
road, was negligence on his part, precluding a · recovery for in
juries r eceived in a co llision between his wagon and defendant's 
car. 

3. While it was the duty of a street railway motorman, on ap
proaching a crossing ove r which his car ran at a speed of from 
forty to forty-five miles an hour, to u se reasonable care, negli
gence on the motorman's part in approaching the crossing did 
not excuse contributory negligence of one attempting to cross the 
tracks, in failiug to look for an approaching car immediately be
fo re driving on the tracks.-(Fancher vs. Fonda J. & G. R. Co., 97 
N. Y. Sup., 666.) 

N E W YORK-Carriers-Injury to Passenger-Evidence-Suffi
ciency. 

In an action against a street railway company for injuries to 
a passenger, plaintiff t estified that she had stood up preparatory 
to alighting, and s ignaled the conductor, when the car gave a 
sudden jerk and "knocked her somewhere," after which she had 
no further r emembrance, and it appeared that she had received 
traumatic injuries . Held, that the evidence was sufficient to raise 
a presumption of negligence.- (Lomas vs. New York City Ry. 
Co., 97 N. Y. Sup., 658.) 

N E W YORK-Carriers- Street Railways-Contributory N egli
gence-Cars Required-Negligence. 

r. When a passenger was unable to obtain a seat in a street 
car, she was not guilty of contributory negligence, as a matter 
of law, in riding on the running board of the car. 

2. Where a street car company permitted a passenger to ride 
on the running board, and accepted her fare as a passenger, it 
was obh8 ~d to exerci se extraordinary care ·to transport her to her 
destination without injury. 

3. Plaintiff, a girl 17 years old, boarded a street car and , being 
u11 a.ble to g .!t inside because of the crowd, stood on the running 
board, holding 0nto one of the stanchion,. The conductor, in 
passing alon;; to collect far es, swung himself around the passen
ger s on the running board, and in doing so was struck by one of 
the t rolley poles, located 4 ft. s½ in. from the track, the nearest 
face being 2 ft. 8½, in. , and struck plaintiff, causing the injuries 
complained of. Held, that there were two concurring causes 
which produced the injury-one, the overcrowding of the car, and 
the other , the conductor' s act in coming in contact w ith the pole
both of which were th e negligence of the carrier.-(H oran vs. 
Rockwell , 96 N . Y. Sup. , 973. ) 

NEW YORK-Street Railways-Operation- Injury to Person 
N ear Track. 

r. In an action for injuries, eYidence held to show that the 
person injured did not back from a street car track as rapidly as 
he could, as he claimed, to avoid an injury from being struck by 
the rear end of the car as it rounded the curve and projected be
yond the track. 

2. Whether the motorman of a street car rang his bell before 
starting the car was immaterial, where the person injured by it 
saw the car before it started.-(McCabe vs. Interurban St. Ry. 
Co., 97 N . Y. Sup., 353.) 
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LONDON LETTER 

(From . Our Regular Correspondent.) 
Last month reference was made to the tour which the Kin

dred Institutions were making as guests of the Institution of 
Electrical Engineers through England and Scotland, so that it is 
not necessary at this time to repeat what has been already written. 
Suffice it to say, that the visit has been an unqualified success, 
and many expression s of good feeling were exchanged between 
British engineers who accompanied the party and the visitors. 
The corporations in the various cities which were visited have 
certainly earned for themselves the g ratitude of the Institution of 
Electrical Engineer s, as they ext ended most cordial hospitality 
and interesting entertainment. In Birmingham, Manchester, 
Liverpool, Glasgow, Edinburgh, Newcastle and Leeds, every
thing was done for the visitor s that could possibly be conceived, 
and not only were the various electrical engineering institutions 
of these cities thrown open to the visitors, but entertainments in 
the form of luncheons, receptions and conversaziones, were freely 
offered. It would be almost invidious to pick out now which of 
the entertainments were most enjoyable, but certainly the visi
tors enjoyed in no small measure their visit to Windsor, and the 
trip up the Thames. The voyage through the Shakespeare country 
was also most enjoyable, while, aft er the more strenuous enter
tainments of Manchester and Liverpool, the trip to Glasgow by 
way of the English lakes was certainly very refreshing. One of 
the most enjoyable entertainments of the whole visit was un
doubtedly that extended to the whole party by Babcock & Wil
cox, who are past masters in the art of entertaining on the River 
Clyde. The entire party visited this company's works at R en
frew, being taken t!Jere by special train, which afterward pro
ceeded to Greenock, where the party embarked on the magnifi
cent Clyde turbine steamer "Queen Alexandra," on which they 
remained for the rest of the day. The trip was as usual by way 
of the Kyles of Bute and Lochfyne and it would be impossible to 
conceive a better day for the purpose in every respect . Mr. 
Rosenthal, the managing director of this most enterprising com
pany, not only proved himself to be the perfect host, but also to 
be a linguist of great proficiency, as he r eplied to the toast of 
his company in three languages. Edinburgh also naturally 
proved a strong attraction for the visitors, and N ewcastle-on
Tyne had much to offer in the way of interesting visits to the 
different works. The visitors had the opportunity of inspecting, 
while at Glasgow, the enormous new Cunard steamship, the "Lusi
tania" in the works of John Brown & Company, at Clydebank, 
and while at Newcastle-on-Tyne they had the privilege of see ing 
her sister ship, the "Mauritania," which are now the two largest 
ships in the world and are destined to r ega in the "blue ribbon" of 
the Atlantic for Great Britain. Th e v isit was brought to a cl<:Yse 
at Leeds, where, after various receptions and visits to engineer
ing works, an excursion was made to Harrogate and F o·.mtain 
Abbey and Studley Royal, where, as usual, the visitors had a 
most enjoyable time and were favored with th e very best kind of 
weather. It remains only to say that the arrangements for the 
whole trip were absolutely perfect, and to those who had the 
work in charge, a word of praise must be extended. 

We regret to have to r ecord during the past month a series ·of 
tramway accidents which h ave occurred in vari,ous parts of E ng
land, all of which appear to be of practically the same nature. In 
each case the car has got the better of the motorman on a down 
grade, the brakes have become inoperative and the car has dashed 
to the foot of the hill, with very se rious and fatal consequences. 
Such an accident has occurred in London on the system of the 
Metropolitan Electric Tramways, Ltd., on the steep descent un
derneath the Archway at Highgate, resu lting in the loss of sev
eral lives. An accident of a similar nature took place also at 
Halifax, where they are many extremely steep grades, another at 
Swindon and also one at Huddersfield. It seems curious that all 
of these accidents should have occurred about the same time, and 
upon inquiry it would appear that all of the cars have been well 
equipped with brakes, so that it would appear difficult to be able 
to find the exact reason of the accidents. The magnetic brake 
was fitted on at least two of the cars which came to grief, but 
as the wheels were found lock ed, it would appear that this brake 
would be u seless, as its efficacy necessarily depends upon the 
revolution of the wheels. Owing to the accidents there has been 
a great hue and cry about the equipments of ca rs in almost every 
city in Great Britain, and various r easons have been attributed 
for the catastrophes. The awful disaster to a "Vanguard" motor 
omnibus, which was journeying with a pleasure party to Brighton, 
has also called the attention of the authorities to the braking fa-

cilities on these vehicles, so that the whole subject of braking in 
England just now is a very live one. At the inquest on the 
Highgate disaster, the jury returned a verdict of "accidental 
death," adding that the accident was caused by the brakes failing 
to act when they were being applied, withou t the exercise of 
proper skill on the part of the driver, who, in the opinion of 
the jury, was insufficiently trained for his duties. One of the 
reasons doubtless of the Highgate disaster appears to h ave been 
that th e magnetic brake on the car was regarded only as an 
emergency brake and was not used in ordinary working. Many 
of the cities where the roads are extremely hilly, have their cars 
fitted with slipper brakes, and orders are issued to all the 
driver s to always use these slipper brakes whenever the car 
enter s upon a gradient . In Hastings, for in stance, where there 
are some very severe gradients, a very powerful slipper brake has 
been invented by Mr. Holliday, the manager of the system, who 
considers that it is impossible for an accident of this kind to 
occur on his system. He h as now taken out patents for his par
ticular brake, and is in a position to r ecommend it for other 
system s, having made arrangements with a fi rm of manufacturers 
to put it on 1:he market. 

The annual report of the Manchester Corporation Tramways 
contains some remarkable figures. During the twelve months 133,-
923,932 passengers were carried, against 126,900,875 in the pre
ceding year, and the receipts were £661,8o6, against £628,529. 
There are 157 miles 647 yards of track, and the cost of working 
car s per mile is 5d. , and the ave rage receip ts for the same dis
tance ro.84d. Of the pas sengers 70.76 per cent paid penny fares, 
l r.57 three-halfpenny fa res, 6.25 halfpenny, and only 0.32 four
penny fares. T he net ba lance on th e year 's working was £232,-
097, and after the payment of interest, renewals, etc., £46,000 
was contributed to the relief of the rates. 

Messrs. J . G. ·white & Company, Ltd. , of London, announce 
that they have extended their present offices by taking a lease of 
the new building r ecently erected by the Skinners' Company, in 
Cloak Lane, and that hereafter the regi stered address of the 
company and the public en trance to the offices will be 9 Cloak 
Lane, Cannon Stree t , London, E. C. 

The Light Railways Commiss ioners have postponed the public 
inquiry into the application of the Highgate Hill Tramways 
Company for permission to electrify the Highgate Hill Steep 
Grade Cable Tramway ( the fir st cable tramway constructed in 
E ngland) , and to construct an electric tramway to join up that 
line with the M iddlesex Light R ailway at a point near the junc
tion of North Hill and Archway Road. The scheme is opposed by 
the Homsey Borough Council, the governors of Highgate School, 
and an influent ial committee of private resident s. 

The South Lancashire Tramways Company has commenced 
running ca rs on its new extension from L eigh boundry to 
L owton, St. Mary's Station. This will link up Leigh with the 
Great Central Railway Company's system, thus somewhat inter
fering with the monopoly hitherto enjoyed in the Leigh district 
by the London and North-vVestern Railway Company. The work 
of extending the tramlines from Boothstown through W orsley 
to Winton, SQ as to link up with the Manchester and Salford 
tramways, is expected to be completed in A ugust, thus coupling 
the tram connection between Manchester and Liverpool via 
Tyldsley. 

The system of the Bath E lectric Tramways Company, which 
now covers about 19 miles, practically all single track, is to 
be extended from Newton St. Loe to Saltford, a boating center 
on the Riven Avon. Thence it is only 2½ miles to Keynsham, 
the point to which th e powers of the Bristol Tramways extend. 
These lines, however, actually terminate at Brislingdon, and the 
distance from there to Saltford is covered by a motor bus run 
by th e Bristol Tramways. Thus, when the proposed extension 
of the Bath Tramways is completed it will be possible to travel 
the whole distance between the two towns by tram. This will be 
an important development, as it will link a number of towns, 
such as -Devizes, Trowbridge, Bradford-on-Avon, Chippenham, 
and the villages of Box, Midsomer Norton, and Timsbury, etc., 
to which the Bath Tramways Company maintain an excellent 
service of motor buses with Bristol and the seaboard. 

The annual report of the Wolverhampton Corporation Tram
ways Committee, which was issued recently, shows that a profit 
of £1,192 was made on the Lorain syst em of electric tramways 
in the borough. The running of motor omnibuses from W olver
hampton to Penn Fields has resu lted in a loss of £ 179 during the 
year. 

A joint meeting of the tramways committee composed of 
r epresentatives of th e Dewsbury and Ossett Corporations and 



200 STREET RAILWAY J O URN AL. [VoL. XXVIII. No. 5. 

Soothi ll Neth er Distr ict Council was rcccntly held at the Dews
bury Town Hall. T he three authoriti es named have obtained 
powers to construct tramways between Dewsbury and Ossett, by 
which means a through connection will be made between Dews
bury and Vvakefi eld, as t rams already run between the latter place 
and Ossctt. It was decided to execute an agreement with the 
National E lectrical Construct ional Company, Ltd., London, for 
the construction of the line from D ewsbury to Ossett by way of 
W akefield Cutt ing, with the branch line to Earlsheaton. 

T he Ligh t Railway Commissioners have granted the Hert~ 
County Council an order to construct tramways in Watford and 
Bushey up to the Herts border at Stanmore, it being intended 
eventually to link up with Edgware and the Marble Arch tram
ways should they be constructe d, and so give the neighborhood 
direct tramway access to London at Kingston. 

The motor omnibus, of which there must be at least five hun
dred now running in the streets of London, is on its probation. 
For the past year or so, the police have not interfered with it 
in any way, but complaints from house owners and from the 
public in general have been so great of late on account of the 
terrible noise made by these bu ses, together with the .serious 
vibration, and the most repulsive smoke and fum es which they 
emit, that · act ion has had to be taken. The cri sis has been 
brought about also to some extent by the t errible catastrophe 
which befell the "Vanguard" bus on the Brighton Road, as al
ready mentioned. I t got beyond cont rol at the famous hill at 
H andcross, broke all its brakes and finally dashed into a tree, 
causing the almost immediate death of about a dozen voyagers. 
Sir -Edward Henry, the chief commissioner of police, has now 
publi shed a letter in the "Times" in which he refers to the in
conven iences and danger s ari sing from motor omnibuses, and 
th e difficulties that have to be contended with in dealing with 
the problem. He remarks that motor omnibuses have undoubtedly 
come to stay, but only time can evolve the type best fitt ed for 
use in the London streets. T he police are well aware of the 
great inconvenience caused to the public by these motor buses at 
present, but he states that the causes of excess ive noi se and the 
emitting of noxious vapors are not really offenses under the acts 
or regulations. T he police have powers, however, ove r public ve
h icles, and he stated that they had not interfered seriously witq 
the working of these buses for the r eason that they did not wish 
to hurt a young and growing industry. T hey have come to the 
conclusion, however, that the time is now ripe when the com
panies operating motor buses should redeem their promises to 
make suitable vehicles fo r London streets. There has been 
also a large amount of correspondence from various interested 
parties in th is problem, especially from the managers of motor 
omnibus companies saying that they are well aware of the 
nuisance they are creating, and are doing all in their power to 
secure better and more silent vehicles and are also using every 
endeavor to educate their drivers to such a point that the emit
ting of these noxious fu mes will be reduced to a minimum. The 
chief trouble appears to be in the matter of lubrication, as it is 
not automatic, but largely under the control of the driver, who 
pumps oil into the engine, which is vapori zed and emits huge 
volumes of smoke, especially on starting. The older vehicles 
will undoubtedly have to di sappear from the streets, as their 
depreciation is such that they are either inefficient, or create such 
a horrible noise that they will not be permitted in the street s. 
T he matter of depreciat ion in these vehicles must be something 
enormous, and much money will have to be spent before the per
fect vehicle is evolved. It is generally now conceded, that no 
amount of complaint wi ll ki ll the industry, and while there are 
thousands of complainers, yet there are also t ens of thousands 
of people who are benefitted by these motor omnibuses, and fo r 
the next ten years, at least, they will most indubitably be a 
feature of the London street s. Railways and tramways had their 
bad days; the 1notor bu ses are going th rough a similar period, 
Dut their emergence into the fu ll ligh t of public approval is just 
as sure. 

T he London County Counci l bill fo r authority to establish large 
central stations in London for the purpose of supplying electricity 
in bulk to authori zed dist ributors, has been rejected by the select 
committee of the House of Commons, so that thi s year it is a 
''dead letter." T he decision, however , was accompanied by im
portant qualifications, and the committee recommend that the 
Council bring fo rward another bill next year much more com
prehensive in its detail s, and state that the scheme should extend 
over the whole of London and to adj oining dist ricts. T hey also 
state that the London County Council should be the authority. 
Pending th e reintroduction of the Council's ne,w bill , all other 
bills relating to the same subject are suspended. T he committee 
also refer partirnlarly to the matter of voltage, and point out 

that the bill previously brought forward by private enterprise, 
known as the administrative and county bill, refer red to the volt
age as 20,000 as against only 6600 proposed by the Council. 

T he H ouse of Lords Select Committee has al so allowed the 
clause in the London County Council General Powers Bill, r ela
tive to the supply of electric fi tt ings, to proceed. It will, there
fo re, be possible fo r metropolitan boroughs and authorities under 
the scheme to supply fi ttings on the h ire purchase system, and 
will result undoubtedly in educating small manufacturers to use 
more electrical energy. T he London County Council has backed 
up the metropolitan boroughs in regard to this bill, many of the 
municipal authoriti es having hitherto been unuccessful in secur
ing the rights fo r themselves. 

T he London County Council has at last succeeded in its in
tention of securing permission to run tramways across Black
fr iars and W estminster Bridges and along the Victoria Embank
ment, the scheme having at last passed its fo rmal stages of third 
reading and has secured the royal assent. It is therefore now 
only a question of time when electric cars will be running along 
the Embankment and across these bridges, giving valuable con
nections between the northern and southern portions of London 
and providing also circular routes so as to- r elieve the congestion 
of traffic at the bridge termini. The benefit of a portion of the 
scheme will not, however, be felt for some years, as the running 
of cars across Blackfriars Bridge is conditional upon the widen
ing of that bridge, which will necessarily take several years. 
There is no embargo, however, upon the running of cars over 
W estminster Bridge, and doubtless as soon as the London County 
Council can undertake the work it will be commenced. Thus 
has ended a bitter fight, which has been continued for the past 
five years, the effort s of the London County ~ouncil to put tram
ways along th e E mbankment and across the bridges having been 
bitterly fought by the various omnibus companies, and by the House 
of Lords who have always objected to the beautiful Embank
ment being spoilt, as they claim, by anything of so cosmopolitan 
a character as an electric tramway, preferring, doubtless, that it 
should be preserved as an avenue for motor broughams and pri
vate carriages. The opposition has at last, however, been beaten 
down, and soon the people of London will have some right to an 
avenue which was originally built for their own convenience. 

The highways committee of the Council have also decided to 
buy the London Southern Tramways Company's undertaking and 
to electrify it immediately. This tramway ex tends at present 
from Vauxhall to Norwood, and the estimated total expenditure 
will be about £325,000, including the necessary street widenings. 
The lines comprise about s¾ miles of horse tramways, and about 
4 miles will be reconstructed on the overhead system, and 1¾, 
miles on the conduit system. 

With regard to the danger threatening the continued working 
of th e Greenwich Observatory, owing to the prox imity of the 
new power house of the London County Council, it is only neces
sary to say that a committee of the London County Council and 
the Observatory officials are working amicably together for a 
solution of the difficulty. In the meantime, the London County 
Council has determined not to continue the erection of the two 
other chimneys, and they have been stopped at present about 50 
ft. short of the height intended fo r them. T here is no doubt 
that a settl ement will be arranged in time, and careful ex peri
ments will be made during the next few months to find out defi
nitely just what derangement is liable to take place at the Ob
servatory. 

It has been for some time well known that the new Baker 
Street and W aterloo tube has not been getting sufficient revenue 
to make it a paying enterprise, and it is now announced that the 
management have decided to change their method of charging 
fa res. It was opened on the American system of having a uni
fo rm fa re for the whole distance, which has proved quite suc
cessful on the Central London Railway. T he conditions on the 
"Bakerloo" tube are, however , different, and it has now been de
cided to adopt a graduated fare, so as to try to attract more pas
sengers. It might also be said that the District Railway, the 
omnibus companies, and, in fact, all the companies connected with 
t ransportation in London, are gradually reducing their fares. 

, • A. C. S. 

RAILROAD MAP 01: NEW JERSEY 

T. G. K itchen, of T rcnton, has issued a map of New J ersey 
showing all of the steam and elect ric rai lways, freight lines. etc. 
T he map is drawn to the scale of 4½ miles to the inch, and is 
sold fo r $1.50 to $2.50, the higher priced map having the counties 
printed in colors. 
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PARIS LETTER 

(From Our Regular Correspondent.) 
PARIS, July 21, 1906. 

The Union des Tramways de France (French Street Railway 
Association) has now taken definite shape and a permanent com
mittee has been appointed under the presidency of M. Boulanger, 
who is president also of the Paris General Omnibus Company. 
The membership includes representatives from all the Paris trac
tion companies, those of the suburbs and also a selection from 
the provinces. The offices of the union are at rs Rue de Madrid, 
Paris, and the secretary is M. Coste. The obj ects of th e asso
ciation are, of course, the protection of tramway interests in 
France, the examination of novel schemes and the exchange of 
views relative to op eration, public service, new construction, and 
generally all that concerns the welfare of the tramway com
panies. From the membership it may be gaged that the union is 
a strong one and may have an important influence on the future 
policy of municipalities and public authoriti es inclined to impose 
stringent regulations upon this or that branch of the industry. 

The consideration of the reorganization of public traction in 
the streets of Paris, although shelved for the mom ent, is no 
nearer a solutio~ than ever. The situ ation is becoming more and 
more acute as the term of the franchises becomes short, and the 
authorities may well find themselves in the same dilemma with 
their traction situation as exists at present with the public light
ing. Proposal s h ave been made to cut off the tramway fr anchise 
from the General Omnibus Company' s franchise, but thi s has 
been coldly received by the Omnibus Company, thi s being one of 
the most li1crative parts of its se rvices. 

On account of th e extended tunneling operations beneath th e 
Seine, for the various lines of the P ari s Metropolitan Railway, 
th e Prefect of the Seine decided to obtain the opinion of a com
mittee appointed to consider the hygienic conditions of the work
men in the compressed air locks. T o thi s end a commi ssion, 
composed of Drs. A rmand Gautier, Roux, H aller and W alcke
maer, was appointed early in the year. T he report of thi s 
committee has been presented to the Academy of Medicine and 
contains the foll owing conclusions : 

r. That so long as work in the compressed air is done as at 
present under a pressure less than 2 kg per square cm (28-44 lbs. 
per square inch) above surrounding air pressure, th e duration 
of work may be the same for th e workmen as .. fo r work in the 
open air. 

2. It would be an advantage "from the standpoint of the health 
of the workm en that they be submitted but once during 24 hours 
to the change of pressure necessitated by work in the caissons. 
The duration of work sh ould be a maximum of IO hours con
secutiv ely, including time of entering and leaving the cai ssons. 

3. In case it should be necessary fo r a workman to start work 
twice within 24 hours, a complete repose of 8 hours at least is 
necessary between such starts. In any case, overwork and acci
dents can only be avoided by the observance of the fo llowing 
rules: 

4. Medical inspection, periodical and fr equent , 1s essential to 
verify the ph_ys ical ability of the men fo r work 111 compressed 
air. 

5. The duration of the period of entrance and exit from the 
workings ·by stages should not be less than fi ve minutes per kg 
pressure per square cm ( 14.22 lbs. per square inch). 

6. The exit from the pressure should always be long and 
progress ive, and precautions shoul d be taken that the pressure 
should not be completely changed in less than four minutes, by 
means of a special tap fo r this purpose. An experienced and 
responsible man should be appointed for carrying out the duty 
connected with the ch ange of pressure. 

7. In each caisson a medi cal post should be establish ed for 
immediate needs. 

In view of the importance of these recommendations, which 
are issued by the best medical m en in Par is, it is highly probabl e 
that they will be accepted in their entirety fo r the compressed air 
workings beneath the Sein e. 

•• 
Rumors are current of the sale of both the Cali fo rnia Street 

Cable Rail road Company and the P residio & F erri es Rail road 
Companies of San F rancisco. Both propert ies are not in the 
best of condit ion on account of the damage by earthquake 
and fi re. In addition, the· applicat ion of the P residio & 
Ferri es road to the Board of Supervisors to run the road by 
electric power has been hung up, and the prospects of th at com
pany a re therefore not very promi sing, since its fra nchi se has 
only a few years to run. 

STREET RAILWAY ASSESSMENTS IN CHICAGO 

T he Chicago board of tax review has fail ed to act in response 
to the pl ea of Corporation Counsel L ewis that h igher assess
ments be made against the st reet r a il way companies. T h e Union 
T raction Company's personality was reduced from $ro,925,ooo, 
the valuation of the assessors, to $8,484,8o9 as sch edul ed by the 
officials of th e company, while the Consolidated T ract ion Com 
pany's schedule of $1,763,195 was accepted in stead of the valua
tion app raised by the assessors at $3,501,096. T he valuation of 
$9, .. -J.25,000 placed by the assessors on th e personality of the Chi
cago City Railway Company was con fi rmed, in spite of the de
mands of the representatives of that company that the valuation 
be reduced to $8,000,000, on which it paid taxes last year. 

•• 
FINAL REPORT ON APPLEYARD LINES 

B. R. Cowen, special master commissioner in the foreclosure 
proceedings against the Appleyard system of traction li nes , which 
were sold by the commissioner last F ebruary, has fi led h is final 
reports winding up the affairs of fo ur of the fiv e lines of thi s 
system. Report of th e U rbana-Bellefontaine Ra il way stat es that 
the property was sold fo r $175,000. Receipts have been fi led 
with the commiss ioner on claims aggregat ing $5 26,397. T he• 
great est creditor is the New York Trust Company, which has a 
cla im of $500,000. T he report of the Columbus, London & Spring
fie ld shows that the property was sold for $2-1-0,500. P referred 
claims aggregate $12,96-1- ; general claims, $766,856; cl aims dis
allowed $2,128,000. Among the lat ter were claims fo r $499,800 
by F rank W . Rollin , A rthur K. H unt and others, of P hiladel
phia, and that of A dkins & Company, of Boston, fo r $122,700. 
T he report of the Columbus, Grove City & Southwestern , _shows 
that the property sold at $35,000 ; the preferred claims aggregat
ing $520,000; general claims, $133,000, and those disallowed, $250,-
123 . T he report of the Central Market Street Railway, of 
Columbus, shows that the property was bid in for $150,000 ; pre
fe rred claims amounting to $6,639; general claim s, $290,0-1-8; di s
allowed, $527,402. 

•• 
WAGE INCREASE IN PORTLAND, OREGON 

A n increase in wages th at has been g ranted by the Portland 
Rail way Company to all th e car men in its employ puts Portl and 
second highest of all coast ci ti es, including Spokane, with the 
exception of San F rancisco and Oakland, in th e wages paid to 
similar labor. T he increase amounts to an average of r cent an 
hour and affect s about 600 employees. T he new schedul e be-
came effect ive July r. · · 

T he latest increase is :· one of a irnmber of sim ilar increases 
since ten years ago wh en all city roads were paying r6% cents 
an hour to car men. T h e wages just announ ced are about 50 
per cent more than t rolley car operators reali zed at that time. 
F irst an increase to r8 cents an hour was made by the com
panies in thi s city; then to 20 cents and a little later a slidi ng 
scale was announced running from 20 cents fo r new men to 22 % 

to those who had been in th e employ of the road fo r some time. 
F inally, about two yea rs ago, an increase to 21 cents as th e 
minimum wage and 25 cenfs as the highest was announced, which 
has since been in effect , although a tempora ry increase was al 
lowed during the Exposition. · A ll these increases have been 
voluntary on th e part of the conipany. T h e latest was the result 
of a petit ion from a number of the car men, m ade early in May. 
T he petition set for th th e" incr eased cost of li ving, and asked that 
wages paid to the men be r aised acco rd ingly. 

T he new scale is as fo llows, depending on length of service 
with the company: Twenty-one cents an hour for the fir st six 
months ; 22 cents an hour for the second h alf-year; 23 cents for 
the third; 24 cents fo r the four th ; 25 cents for the third year; 
26 cents fo r the fou rth year and including the t enth yea r of se rv
ice, after whi ch the men will be paid 27 cents. The wages of 
conducto rs and motormen are th e same. 

T he new salary list is an average increase of r cent an hour. 
For the fir st six months there is no increase in the wages paid, 
fo r the second six months the increase is r cent, fo r the next 
six months it is half a cent , whi le fo r the next six months it is 
1 ½ cents. After the tenth yea r of se rvice th e increase over the 
present wage is 2 cents. 
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THE CLEVELAND TRACTION FIGHT 

Events of importance in the street railway situation have been 
following one another with great rapidity in Cleveland during the 
past week. On July 24 Mayor J ohnson and the Board of Public 
Works, with a large fo rce of city employees, made a grandstand 
play by tearing up the tracks of the Cleveland Electric Railway 
on Fulton Road to make room for the tracks of the Forest City 
Railway Company, the Mayor's low-fare company. Surrounded 
by half the police force and with detectives mounted on bicy
cles scouting the neighborhood l0<?king for imaginary enemies, 

time all the track on the street had been pulled up. Immediately 
thereafter the Forest City Company commenced laying its track. 
Work had not p rogressed very far when the court issued another 
order commanding all work on the street to stop and ordering 
the Mayor and director of public works to appear to show rea
son why they were not in contempt of court. The hearing was 
held on Tuesday morning, and the case was laid over for one 
week to permit tJ-ie city authorities to prepare their side of the 
case. The city attempted to show that th e injunction had been 
obtained under false representation and that the Cleveland Elec
tric Railway offi cials should be charged with contempt. 

As stated in the last issue, the Cleve
land Electric Railway has submitted a 
proposition offering a reduction in fare 
to seven tickets for a quarter with uni
versal transfer s, the building of sev
eral new lines and the building of sub
ways or elevated structures as the city 
might direct in return for a twenty-five
year extension. The company asked 
that the matter be submitted to a popu
lar vote of the people and offered to pay 
the cost of the election. 

TEARING UP THE TRACK ON FULTON STREET 

The Municipal Traction Company, 
which is supposed to have leased the 
Forest City Company, has come out 
with a proposition which it placed in a 
parallel column with that of the other 
company, asking that it also be submit
ted to a vote of the people. In brief, it 
offers the following: Three-cent cash 
and ticket fare; universal transfers 
under Council regulation ; revocable 
grants ; franchises to be terminated at 
any time; Council to have full power of 
regulating service under penalty of re
voking franchises; extensions left to 
discretion of city; subways and ele
vateds to be built whenever Council di-

the city pulled up a quarter of a mile of track in record-break
ing time. The rails were welded into one solid strip, and the 
manner of pulling up the track looked like the pictures one sees 
in old histories of the way Gen. Sherman pulled up the railroad 
tracks on his famous march to the sea. 
A big gang of men would raise one side 
with j acks and then the whole crew 
would tip over several hundred ya rds 
of track, sawing it up with h ack-saws 
after it had been thrown over. 

rects, and at a three-cent fare; road to 
be capitalized at $50,000 per mile and but 6 per cent dividends to 
be paid, balance going to bettering the service; city ownership 
whenever desired by the people and permitted by the Legisla
ture ; title to the streets to remain absolutely in control of the city 

Mayor J ohnson was asked by the 
STREET R AILWAY JOURNAL representa
tive for his authority for taking such 
action , and he replied that the original 
franchise to the company provided that 
the city should locate the track, which 
it did at that time in the center of the 
street. Two months ago the city 
granted a franchise to the Forest City 
Railway Company for a single-track 
line at one side of the street and it 
ordered the old company to move its 
tracks to the other side. The company 
denying that the city had the right to 
make it change after the track had 
once been placed, paid no attention to 
the order. Instead of having recourse 
to the courts to decide the question, 
the Mayor took the matter in his own 
hands with the results mentioned. 
The matter of the expiration of fran
chise on this street did not enter into 
the controversy. 

THE DIRECTOR OF PUBLIC SERVI CE ACCEPTING THE RESTRAINING ORDER 

The Cleveland Electric Railway Company, upon hearing of 
the act ion, immediately applied for an injunction, and notice of 
a temporary restraining order was issued to the city authorities 
engaged in the work at I I : I 8 a. m. Instead of obeying the 
order, the Mayor made a joke of the matter, pretending that 
the order d id not state specifically what he was restrained from 
doing. He said he thought probably the order restrained the 
men from eat ing their dinner, and ordered them not to stop, 
the work being continued until late in the afternoon, by which 

for all time ; books to be open to all who may care to examine 
them; submission to vote of the people of any question at any 
time. 

The Cleveland Electric Railway Company has entirely changed 
its policy relative to publicity, and has secured the services of 
H . T. Newcomb, of Washington, D. C., an expert on street rail
way matters, who will assist the company in placing its proposi
tion before the public. This campaign of education has been 
started in the daily press, the company having announced that it 
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has purchased large spaces in the leading daily papers, through 
which mediums it will state its position. One of the first of the 
"Street Railway Talks" is in part as follows: 

"The Cleveland Electric Railway Company is a Cleveland 
enterprise owned and operated by Cleveland people, who are 
bound up with the interest, progress and development of the 
city. The street railway business, more than any other, depends 
for its success upon the prosperity of the community served. At 
the same time the prosperity of any city requires the best pos
sible street railway service. You must see that its own interests 
force a street railway company to give the best possible service 
for the lowest fare possible. Cleveland needs increased rapid 
transit facilities, elevated or subway lines for travel at high 
speed and many extensions of existing lines. All these the com
pany is ready to supply and is r eady to reduce the rate of fare to 
3½ cents, continuing the present free transfer system and ex
tending it to new lines to be constructed. On its part it asks 
the city merely to extend its franchi ses for the short period of 
twenty-five years from the expiration of grants now in force. 
The proposed fare is lower than has ever been offered to any city 
anywhere near Cleveland's size. 

"It will cover a trip of 19 miles from Rocky River to Euclid 
Beach, or one of any possible length from any point to any other 
point in the city or its suburbs. With the building of extensions 
and subways, the growth of Cleveland will begin at once. On 
the other hand, refusal to accept thi s company's offer and the 
acceptance of the Forest City Company's offer will mean but the 
beginning of years of confu sion involving many impediments to 
Cleveland's tr;mquility and progress. 

"Think it over. If you approve the acceptance of the offer of 
the Cleveland Electric Railway Company and the immediate set
tlement of street railway questions, we solicit your active sup
port." 

Another statement places the two propositions together in an 
interesting manner in parallel columns, as follows: 

CLEVELAND ELECTRIC RY. FOREST CITY RAILWAY 

Lines cover entire city and 
all suburbs now. 

One line distant from •and 
not now reaching the center 
of the city. 

RATE OF FARE 

Three and one-half cents Three cents, some time, 
now. perhaps. 

TRANSF E RS 

Universal, as at present, 
from any point to any other 
point in city or suburbs for 
one fare now. 

Limited to its syst em and 
by city boundaries. 

SERVICE 

Highest quality. Number of 
cars in use now 855. 

Unknown. 
ordered, 24. 

Number of cars 

EXTENSIONS 

Whenever and wherever 
needed as fast as the Council 
will permit. 

N o trunk lines from which 
to extend. 

SUBWAYS OR ELEVA TED 

At once if Council will per
mit. 

Perhaps, some time, if and 
when capital can be secured. 

CAPITAL 

Sufficient to guarantee that 
all promises will be kept. 

Insufficient or not in sight. 
Responsibility for large un
dertaking not shown. 

DIVIDENDS AND PROFITS 

Reasonable if they can be 
earned through good service 
and economical management. 

Guaranteed by a paper com
pany of $10,000 capital at the 
rate of 6% per cent of the 
amount paid on stock. 

POPULAR VOTE 

To settle, and honestly set
tle, the traction question on 
most favorable terms to th e 
city now. 

To mark the commencement 
of a period of greater uncer
tainty and confusion than any 
American city, except Chi
cago, has ever known. 

FINALITY OF SETTLEME NT 

Obtained, so far as the laws 
of Ohio will permit, now. 

Impossible until the grants 
of the Cleveland Electric Rail
way expire, an average time of 
eight years, running in some 
cases beyond twenty years. 

RELATIONS TO T HE CITY GOVERNMENT 

Free from corrupting 111-

fluences. 
A dangerous and vicious 

partnership between business 
and politics that would soon 
debauch both. 

SAVING TO THE PEOPLE 

One million dollars or more 
annually now. From $8,000,-

000 to $12,000,000 before the 
existing grants expire. 

Nothing until present fran
chises of the Cleveland Elec
tric Railway Company expire. 

THE CLEVELAND ELECTRIC RAILWAY COMPANY, 
By H ORACE E. ANDREWS, President. 

Not sati sfied with the present strenuous fight, the city authori
ties are making it unpleasant for the company by many petty 
annoyances in other directions. Director Springborn, of the 
board of public service, has ordered the company to tear up a 
large piece of new track on Jennings A venu e, because the sand 
used in grouting the pavement between the tracks was not sifted 
to the consistency demanded. This was not "discovered," how
ever, until a long section of track had been r elaid. 

The neighboring village of Newburg, at the instigation of 
Mayor Tom, has demanded that the old company immediately 
commence laying track on a street where a franchise has re
cently. been granted, under penalty of h aving the franchise 
revoked and turned over to the Forest City Company. This 
in spite of the fact that the authorities are well aware that the 
company cannot secure the rails for some littl e time to come. 

Under the attacks o f the city, the stock o f the Cleveland Elec
tric Company declined last week from 74½ to 66, but strength
ened at the end of the week to 70. It is believed that this was 
caused largely by manipulation, as the insiders a re not selling. 
The proposition made by Henry Everett to lease the Cleveland 
Electric Railway is said to have been declared off, Mr. Everett 
being umvilling, it is understood, to attempt to guarantee pay
m ent of dividends on a basis of seven tickets for a quarter. 

A new tangle has been created by the announcement of Frank 
DeHaas Robinson, who was formerly prominent in the street 
railway business in Cleveland, that' he would bid against the 
Municipal Traction Company on a 3-cent fa re basis. He would 
not accept a franchi se which would be terminable at any time, 
however. 

• •• 
STRIKE IN NEW BEDFORD 

Since July 24 the car men of the Union Street R ailway Com
pany have been on strike. There were a number of riotous 
demonstrations on the first day, but since th en the police !;ave 
been able to prevent further violence. The dispute between the 
company and its employees is due to the r efu sal of the former to 
make an agreement with the A malgamated Association of Street 
Railway Employees which would virtually have put that organi
zation in the position of controlling the management of the 
railway. There was no real dispute as to wages-in fact the 
company has promulgated a· wage sch edule which will enable 
car men to attain the maximum wage of 25 cents an hour in fiv e 
years, instead of fourteen years as formerly. After a tripartite 
conference on July 26 between the State Board of A rbitration, 
President Crapo, of the Union Street Railway Company, and r ep
resentatives of the striker s, the latter voted to remain on st rike. 

A t the present writing the company has succeeded in securing 
a number of outside men, and cars are running as regularly as 
usual. ___ ___._. ___ _ 

The New Hampshire Electric Railways recently entertained 
over one hundred members of th e Suburban Press Associat ion, 
at Canobie Lake Park. T he party left Boston eary in the morn
ing over the Boston & Maine Railroad and were met at Hampton 
by Superintendent H ayden, where they were taken by trolley 
cars to Hampton Beach. Here they were met by Robert H. Der
rah, adve rtising agent of the company, and Col. W. H. Phinney, 
manage r of the Casino, theatre, hotels, etc. In the afternoon they 
visited the Canobie Lake Park, wh ere they were met by Mr. 
Williams, superintendent of the park. and where they were en
tertained at dinner. Late in the afternoon they were given a 
trolley ride to L awrence, from which place they returned to 
Boston on a special car. 
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MAP SHOWING PROGRESS OF INDIANA 
INTERURBAN LINES 

T he progress during the last six months of the interurban in
dustry in Indiana is illustrated by a map, showing all the traction 
lines in operation and under construction in this State, just issued 
by the A merican Enginee ring Company, of Indianapolis. Com
pared with a simila r map issued by the same company six months 
ago, the new map shows that 220 miles of electric road have been 
put into opera tion since J an. 1, and that construction work has 
been beg4n on almost 400 miles additional. 

T he new lines which have begun operations since the fir st of the 
yea r a re the W inona Interurban Company, between Goshen and 
vVinona ; the T oledo & Chicago Interurban Railway, from W ater
loo to A uburn and from Garrett to Ft. W ayne ; the Marion, 
Bluffton & Eastern, from Ft. W ayne to Bluffton; the Muncie & 
P ortland, from Muncie to Portland; the Terre H aute Traction 
Company, from Farmersburg to Sullivan; the Evansville & Mt. 
Vernon T raction Company, from Evansville to Mt. Vernon; the 
Evansville, Suburban & Newburg, from Evansville to Boonville 
and fro m Evansville to· Newburg; the Ft. W ayne & Springfield 
Railway, fro m F t. W ayne to L ecatur, and the Indianapolis & 
W estern, which will be running ca rs from Indianapolis to Dan
ville within a few weeks. 

The lines upon which construction has sta rted since J an. l are 
the Winona Inte rurban, fr@m W arsaw to P eru; the Ft. W ayne & 
Wabash Valley, from Logansport to Lafayette ; the Indianapolis, 
Crawfo rdsville & W estern, from Indianapolis to Crawfordsville; 
the Evansville & Princeton, from Princeton to Vincennes ; the 
Indianapolis, Columbus & Southern, from Columbus to Seymour; 
the Indianapolis & Louisville, from Seymour to Sellersburg; the 
Indianapolis & Cincinnati, from Rushville to Connersville, and 
from Shelbyville to Greensburg; the E vansville & Eastern, con
necting at Newburg for Rockport and Grand View; the Indian
apolis, Newcastle & T oledo, from Indianapolis to Maxwell, from 
Max well to Greenfield, from Greenfield to Shirley, from Shirley 
to Anderson, and to NNewcastle, and from Newcastle to Muncie, 
to Winchester and to Richmond. 

Traction lines that will be put in operation during the next six 
months a re given as follows: The Northern Indiana, from South 
Bend to Laporte ; the St .Joseph Valley, from Lagrange to 
A ngola; the Toledo & Chicago Interurban Railway, from Garrett 
to Kendallville ; the Marion, Bluffton & E astern, from Bluffton 
to Marion; the Indianapolis, Crawfordsville & Western, from 
Indianapolis to Crawfordsville ; the Indianapolis & Western, from 
P lainfie ld to Brazil, and the Indianapolis & Cincinnati, from 
Rushville to Connersville, and from Shelbyville to Greensburg. 

Lines proj ected that probably will be placed under construction 
before the beginning of the coming yea r a re the Indianapolis, 
H untington & Columbus City ; one from La fayette to New 
A lbany, by way of Crawfordsville, Greencastle, Spencer, Bloom
ington, Bedfo rd and Salem; one connecting F rench Lick, Paoli, 
Salem, Scottsburg, Madison, Aurora and Cincinnati, and three 
lines out of Vincennes, one to Sullivan, another to W ashington, 
and a thi rd to P etersburg and J asper. 

NEW PUBLICATIONS 

"Carbon Brushes, a Practi~al Treatise," by J. S. Speer. Pub
lished by the Speer Carbon Company, St. Marys, Pa. Cloth, 
3 0 pages. 

Mr . Speer is a well recognized authority on the subject of car
bon brushes and his li ttle book contains a very interesting dis
cussion of the proper qualities of a brush and methods of using 
it. Among other points Mr. Speer expresses himself strongly 
against the idea that a high voltage motor r equires a high re
sistance carbon, and vice versa. He states that the terminal 
voltage of the machine does not play a very important part in 
determining the quality of the carbon brush to be used. One of 
the prime requisites of a good brush is that it shall contain in 
its composition ingredients that render it of suitable resistance to 
limit the cross-currents in the short-circuited coil or coils which 
are undergoing commutation, and also that it should wear off the 
mica and copper over which it rides at an equal rate. It should 
also contain enough lubricating material to polish the commu
tator sur face. I n other words, a successful carbon brush must 
have resistance, cutting an! lubricating qualities, each in due 
proportion. The practice of lubricating the commutator is gradu
ally being superseded by placing the lubricant in the brush itself, 
and the author quotes some very interesting examples showing 
how direct lub rication of the commutator has been discontinued 
with very satisfactory results. The results of some tests are 

given showing t emperatu re of brush according to amperes per 
square inch of brush contact, wattage loss in terms of peripheral 
speed of commutator, voltage drop in terms of amperes per 
square inch of brush contact, etc. Some interesting views and 
particulars are also given concerning contact devices fo r carbon 
brushes. T he book is written primarily to bring out the favor
able features of the Speer carbon brush, but also contains a great 
many valuable hints on the use of brushes. 

PERSONAL MENTION 

MR. C. 0. SIMPSON has tendered his resignation as general 
manager of the Little Rock Railway & Electric Company. Mr. 
Simpson has been elected vice-president of the Citizens' Savings 
Bank & Trust Company, of Birmingham, A la., hi s fo rmer home, 
and as soon as he is relieved he will return to the Alabama city, 
to accept this position. 

MR. CHARLES A. BRAGG, manager of the Philadelphia 
office of the W estinghou se Electric & M anu facturing Company, 
died Saturday evening, July 28. Mr. Bragg was one of the old
est members of the W estinghouse staff, having become connected 
with the organization in 1887. The funeral was held on Monday 
afternoon from his late residence, 4u 1 Locust Street, Phila
delphia. 

MR. EDGAR JAY RAUCH, of Newark, Ohio, has been ap
pointed general superintendent of the Saginaw-Bay City Rail
way & Light Company, to succeed Mr. J . C. Young, resigned. 
Mr. Frank Gavigan, of Saginaw, becomes superintendent of elec
trical properties for the company. Mr. Rauch was formerly 
superintendent of the interurban system connecting Columbus, 
N ewark and Zanesville. He assumes his duties at once. 

MR. J. C. ROSS, who recently resigned as general manager of 
the Steubenville Traction & Light Company, was the recipient of 
a surprise party a few night ago, tendered him by his former as
sociates. Mr. Ross was presented with an elegant solid silver 
loving cup, of beautiful design, as a token of the esteem of his 
coterie of fri ends. Mr. Ross has been appointed general manager 
of the Utah Light & Power Company, of Salt Lake City, Utah. 

MR. HARRY B. IVERS, treasurer and general manager of 
the Pawcatuck Valley Street Railway and the electric lighting 
companies in Westerly and Mystic, sent his resignation to the 
board of directors, to take effect July 31. Mr. Ivers resigned his 
position for the purpose of entering into a partnership with 
Philip H. Farley, of Boston, a banker, and president of the Mid
ford Electric Light Company, of Midford, N. H. The new com
pany will be known as Farley, Ivers & Company, and will 
build and deal in the securities of lighting plants and electric 
railways. 

MR. W . B. TARKINGTON, whose resignation as superinten
dent of the Detroit, Monroe & Toledo Short Line was announced 
in the STREET RAILWAY JouRNAL of July 14, has become super
intendent of transportation of the Milwaukee Electric Light & 
Railway Company. Mr. Tarkington's excellent work for the 
Short Line made his departure one regretted by the person
nel of the · company and its patrons. As a token of their good 
feeling the employees gave a surprise party to their retiring 
chief and presented him with a silver loving cup. Mrs. and Miss 
Tarkington were also honored with a bouquet and bon-bons, re- · 
spectively. 

MR. J. L. ADAM S, general manager of the Indiana, Columbus 
& Eastern lines, west of Columbus, has announced several changes 
in the operating force. Mr. B. M. Brown, heretofore superin- · 
tendent of the roads out of Columbus, has been transferred to 
Dayton, as superintendent of the Dayton & Richland, and Dayton 
& U nion City divisions. Mr. Walter Hurst has been appointed 
general passenger and freight agent of the system, and l\fr. N. A. 
Thomson has been appointed soliciting passenger and freight 
agent for the lines of the company in Columbus, while Mr. C. 0. 
Baker will have a similar position for the roads of the system 
entering Dayton. · 

COLONEL ALVA J. SMITH, general passenger and ticket 
agent of the Lake Shore & Michigan Southern Railway, died July 
26, at H arriettstown, N. Y., in the Adirondack l\Iountains , ·where 
he was taken from Cleveland several weeks ago with the hope 
of saving his li fe. Mr. Smith was 66 years of age. An attack of 
pneumonia early this spring was followed by an abscess on the 
lungs, which was the direct cause of death. l\Ir. Smith began his 
railway cFeer in 1866 as a clerk in the general offices of the 
Cleveland, Columbus & Cincinnati Railway Company. He rose 
r apidly in the ranks and was finally made general passenger 
agent of the road. In 1888 he was appointed general passenger 
and ticket agent of the Lake Shore road. 
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TABLE OF OPERA TING ST A TISTICS 
Notice.-These statistics will be carefully revised from month to month, upon information received from the companies direct, or from official sources. 

The table should be used in connection with our Financial Supplement" American S treet Railwa y I n vestments," which conta ins the annual operating 
r eports to the ends of the various financial years. Similar statistics in regard to roads not r eporting ar e solicited by the editors. * Including t axes. 
t Deficit. 

COMPANY Period 

---------- , ______ , ---- --- ---

A.KRON, 0, 11 ~-• J,ttn e :0005 
Northern Ohio Tr, & 

Light Co .........•.... ~ :: :: :g~ 

1 m, June '( 6 
BINGHAMTON, N, Y, 1 " ·• 'On 

Binghamton Ry, Co,., rn :: :: :gg 

BOSTON, MASS. 1 m.,June '06 
Boston & Worces ter 1 " " '05 

St. Ry, Co .... ......... ~ :: :: :g~ 

92,981 48.8(15 44 ,089 22,738 
85,163 45,841 39,322 23 017 

461 ,056 25i,473 203,583 136:012 
425,478 236,918 188,561 137,602 

39,252 14,147 16,106 
26 2:.!b 11,961 14 ''65 

291:9411 150,889 141'.054 
261,124 186,862 124,262 

49,758 29,251 20,507 
45,508 26,077 1\l,431 

323,()()(J 215,787 107,213 
280,699 200,356 80,343 

i,428 
7,207 

87,79( 
84,491 

21,352 
16,305 
67,512 
50,960 

8,682 
7,058 

1\3,263 
39,771 

1 m.,'JuneJ'06 236,868 *132,758 104,111 
CHAMPAIGN, ILL. 1 " " '05 189,C83 *101,866 87,216 

Illinois Traction Co. . 6 " " '06 1,344,830 *766,995 577,835 
6 " " '05 1,094,718 *608,130 486,583 

CHARLESTON, S, C. 1 m.,June '06 
Charleston Cons. Ry. 1 " " '05 

Gas & Elec. Co__________ 4 u u ' 06 
4 " 0 '05 

1 m., May'06 
CHICAGO, ILL, 1 " " '05 

Aurora, Elgin & Chi- 2 " " '06 
cago Ry, Co .......... 2 " " '05 

1 m.Jun~, '06 
Chicago & Milwaukee 1 " " '05 

Eleo, B, R, Co ........ 6 " •· '06 
6 " " 05 

1 m.,June '06 
CLEVELAND, 0. 1 " " '05 
Cleveland, Painesville 6 " " '06 

& Eastern R.R. Co........ 6 u u ' 05 

1 m., June'06 
Cleveland & South- 1 " " '05 

western Traction Co, 6 " " '06 
6 " " '05 

Lake Shore Electric .. 

DETROIT, MICH, 
Detroit United Ry .... 

DULUTH, MINN. 
Duluth St. Ry. Co ..... 

1 m., May'06 
1 " " '05 
5" , , '06 
5 " " '05 

1 m.,June'06 
1 h U '05 
6 u " '06 
6 " " '05 

1 m. , M ay '06 
1 ' ' H '05 
5 u u '06 
5 " " ' 05 

1 m., May.'06 
E AST ST, LOUIS, ILL, 1 " " '05 

East St. Louis & Su- 5 " " '06 
burban Co ........................ 5 " " '05 

1 m,, May '06 
F T. WAYNE, IND. 1" " 'Of> 

Ft. Wayne & Wabash 5 " " '06 
Valley Tr. Co ................. 5 " " '05 

1 m., May '06 
F T, WORTH, TEX, 1 " " '05 

Northern Texas Tr, Co 12 " " '06 
12 " " '05 

1 m., May '06 
GALVESTON, TEX. 1 " " '05 

Galveston E l ec. Co .. . 5 " " '06 
5 u u '05 

1 m., June '06 
GREENSBURG, P A . l " " 05 
Pittsburg , 1\lcKeesport 6 " " '06 

& Greensburg Ry. Co. 6 " " '05 

1 m., May '06 
HANCOCK, MICH, 1 " " '05 

Boughton County St. 12 " " '06 
Ry. Co •.............. . 12 " " '05 

55,612 32,144 
53,572 29,964 

23,468 13,017 19,452 
10,411 
30,426 
27,944 

210,487 128,141 
196,553 116 693 

23,608 13,167 
82,343 51,\l l i 
79,860 . 51,917 

102,533 55,730 
91,730 49,966 

192,514 107,47\l 
171,598 9i,380 

46,803 
41,764 
85,035 
74,218 

8!,555 27,2.55 57,300 
58,218 22,266 30,952 

331,8ll3 143,793 188,0RO 
211 ,973 104,017 107,957 

27,257 *14;247 
23.941 *13,200 

113,8h8 *66,10! 
99,416 *63,147 

13,011 
10.741 
47,786 
36,270 

48,558 26,930 21,628 
59,058 31,777 27,281 

237,376 148,892 88,48.'3 
289,277 173,160 116,117 

67,793 • 40,908 26.8% 
61,587 *37,392 24,1 95 

' 300,21 0 • lfH,515 115,695

1 

258,660 •1 60,689 97,9i 1 

525,957 •:io3,486 222.411 
4~1,,52:c! •266,530 194.992 

2,6,8,3J6 •1609823 1,068,5131 

2,315,9,7 *1434023 911,954 

63,884 3.'3,020 30 8114 
54,501 28 832 25,669 

289,ll38 162'.210 127,029 
2·19,286 139,090 110.196 

94,790 46,992 47,798 
93,729 38,467 · !i5,262 

42:.!,465 230,367 ] 92,098 
398,076 189,187 208,889 

8;',827 5/i,847 31 ,480 
74,062 46,031 28,031 

398,958 250,526 148,432 
340,657 214,260 126,397 

24,939 
24,313 
49,878 
49,232 

20,40l 
20,104 

102,021 
102,021 

21,8(',4 
17,451 
35,157 
24,986 

6,481 
3,790 

ta,674 
t4 ,049 

95,154 127 317 
93,364 101'.628 

564,176 504,337 
553,924 258,080 

17,513 
16,811 
87,519 
83,753 

13,352 
8,859 

39,500 
26,144 

71,485 *12,695 21-1,790 9 942 18.848 
57,080 *30,966 26 114 10,::126 15,787 

7t0,553 *440.259 280,294 119,660 160,634 
5!)7,7ll1 *346,606 251,115 111,916 139,169 

~g~~ :~N~ 
107 296 •7 4, 148 
95,974 ---··· 

22,798 
17.701 
96,488 
77,905 

10,742 
9,277 

57,168 
48,1,()1 

18,21:c! •11,500 
10,99:1 * 11 ,693 

205,679 •144,334 
167,861 • 160,309 

I 

11,201 
8,143 

3:3 ,148 

12,056 
8,424 

ll!J,315 
29,101 

6,713 
t691l 

61.345 
7,552 

4,166 
4,167 

20,833 

7,0il5 
3,976 

12,315 

4,442 7,614 

23,359 15,956 

3.966 ll,747 
3,62, t4,326 

45,612 15,703 
41,452 t33,900 

C OMPANY Period 

1 m., May '06 
HOUSTON, TE X, 1 " " '05 

Houston E l ectric Co, 12 " " ' 06 
12 " " '05 

LE E CHBURG, PA, 
P it t sburg& Alleghany 

Valley Ry. Co....... . 1 m., June '06 

MANlLA, P,I. 
M anila El ec. R. R. & Lt. 1 m., June '06 

Co., R a ilway Dept ____ 6 " " '06 
1 " " 06 

T o tal , all depts______ 6 u " '06 

49.176 *29,624 19,55.'3 7,692 11,861 
43,636 *27,228 16,408 8,907 7,501 

551 99, *34 1.8il7 210,161 101,331 108,829 
· 394,327 *328,985 65,342 toG,768 t 35,425 

4,463 2,131 2,333 

43,250 21,75(1 lll ,500 
26:!,080 131,235 130,846 
73,750 35,750 38,()00 

440,035 222,4~ 217,609 

2,165 167 

MILWAUKEE, WIS, 1 m., June '06 300,794 146,401 154,893 76,994 77,399 
Milwaukee El, Ry. & 1 " " ' 05 28v 856 133,318 147.538 79,041 68,497 

Lt. Co ........ . ... . .. . . 6 " " '06 1,671:li60 840,212 8,ll,448 514,405 317,043 
6 " " '05 1,551.692 782,435 709,256 450,749 318,508 

1 m., June '06 
Milwaukee Lt., Ht . & 1 " " '05 

Tr. Co _____ _______ _____ 6 " " '06 
6 u u '05 

65,751 24,461 41,290 28,008 
5!i 164 2:c!,525 32,638 21,568 

293,24 1 123,046 170,19i> 145,962 
2.~6,825 12'2,366 134,459 117,909 

13,282 
11,070 
24,233 
16,549 

1 m,,June, '06 48t,!i90 215.543 269,046 110,591 158,154 
MINNEAPOLIS,MINN. 1 " " '05 392,528 177,853 214.675 100,875 113,800 

Twin City R, T . Co . ... 6 " " '06 2,554,608 1,214,38~ 1,340,2'26 660,016 680,209 
6 " " '05 2,171,470 l ,039,5271,131,943 587,383 544,559 

l m., June '06 287,595 152,835 134,760 52,034 82,727 
MONTREAL, CAN, 1 " " '05 248,200 i:37,594 110,n07 29,514 81 ,093 

Mon t real St. Ry. Co... 9 " " '06 2,193.7851.367,193 82b,592 319,008 507,584 
9 " " '05 1,923,992 l,ll58,520 665,471 199, 168 466,303 

NEWBURGH, N. Y, 
Orange Co. Trac, Co . .. 

1 m., May '06 
1 u u '05 
5 U h 'Q6 
5" u '05 

11,726 
11,415 
43,898 
39,016 

7,552 
6,789 

34,793 
31,651 

4,174 
4,656 
9,105 
7,365 

NEW ORLEANS, LA. 
New Orleans R y. & 1 m., June '06 446,277 l!G l ,319 184,958 155,1211 29,835 

Lt. Co .......... ... .... 6 " •• '06 2,889,0871,530,4671,358,620 916,286 442,3.34 

1 m., June '06 
PEEKSKILL, N. Y. 1 " " '05 
Peek s k ill Lt'g & R ,R,Co 6 " '06 

6 u u ' 05 

15],!i25 
12'2,24i 

15,219 
12,904 
65.976 
56,478 

67,817 
57,00:3 

7,065 
6 619 

35:1185 
34,366 

83,709 
65,243 

8,154 
6,285 

29,991 
2'2,112 

35,678 48,030 

lm,,June'06 247,398 
PHI LADELPHIA, PA, 1 " " '05 2·!1,~06 

A merican R ys, Uo .... 
1
1~ ;: ;; ;

05
06 2,100, 159 

1,871,462 

ST, L OUIS, M O. 1 m,, June '06 791,402 *483,854 30/,548 198,()26 109,522 
United Railways Co. 1 ·• " '05 746,101 *451,128 294,973 198,840 96,133 

of St. L o uis__________ _ 6 " " '06 4,400,267 *lli'24ll82 1,675,9851,189,:322 486,663 
6 " " '05 4,046,088 *2699179 1,346,!>09 1,195,33, 151,572 

53,174 *30,694 2'2,480 11 ,02(> 11,460 
50,569 *27.936 2-2,6:33 10,554 12,orn 

609 734 •3o9 463 240,2.i 129,634 110,637 
562:297 •32:c!,923 239,374 126,92d 112,451 

1 m., May 'Qlj 24-3,632 •154,420 89,212 27,380 61,83'2 
SE ATTLE, WASH, 1 " " '05 208,608 •13:c!,775 75,834 21,955 50,8i9 

Se attl e E lec t ric Co . ... 12 " " '06 2,739,385 •1764783 9i4,6Ull 299 524 675,0;'8 

SYRACUSE, N. Y. 
Syracu se R. T, Co. ___ _ 

12 " " '05 2,378,040 *1632848 745,19.! 301:416 443,776 

1 m., June '06 
1 ll H '05 
6 u u '06 
6" " '05 

88,990 52,375 36,61/; 28,247 8,367 
80,790 46,2·13 34,546 24 267 10,279 

517,115 296 574 220,5H 165,018 55,522 
454,0101 266,025 187,984 145,716 42,268 

60,473 •37,397 23,076 rn,642 9,434 1 m., May '06 
T ERRE JIAUTE, IND, l " " '05 

Terre H aute T r, & Lt. 12 " " '06 
51,749 •36,143 15,606 10,854 4,752 

692,720 *437.:.!38 255,48:c! 137,686 117,796 
588,558 •379 ,145 209, 41 '3 l t:3, 654 95,760 Co ................ ____ 12 " " '05 

T OLEDO, O. 
Toledo Rys, & Lt, Co .. 

1 m., May '06 
1 " " '05 
5 h u 'U6 
5 U h 705 

167,847 *93,855 73,992 42,243 31,749 
154,492 •82,740 71 ,752 11,894 29,858 
784,391 •420,494 363,897 211,451 152,446 
732,567 •38:c!,889 349,678 212,048 137,635 
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NEWS OF THE WEEK 

CONSTRUCTION NOTES 

LOS ANGELES, CAL.-A combination of subway and tunnel is the 
proj ect of the Los Angeles Pacific Railway for securing a line which will 
enable quick time to be m ade from thi s city to the beaches, and will give 
the company a n ew outlet t o r elieve the Sixteenth Street and Hollywood 
lines. A ravine exten ding from Vermont Avenue southeasterly to a point 
about 200 ft. northwest of Sixth Street will be utilized for the subway por
tion of the n ew cutoff. The tunnel from Sixth Street to beyond Wilshire 
will be about 1700 ft . in le.ngth, 17 ft. high and about 70 ft. wide. 

LOS ANGELES, CAL.-Representatives of H. E. Huntington have 
secured a right of way through the Wolfskill Ranch, which is adjacent to 
t he H ammel & Denker Ranch, recently purchased by Mr. Huntington and 
his assoc iates, including several officers of the A ssociated O il Company. 
Both of these properties are in the territory heretofore held exclusively by 
the Los Angeles Pacific Company. It was denied at the Pacific Electric 
offices that Mr. Huntin.gton intended to build in that r egion, but no ex
planaticn was offered of why he had secured a right of way. It is of in
terest t o know, also, that Mr. Huntingto.n has ordered the construction of 
a 3-mile ex ten sion of the interurban system of the Sixth Street line. This 
will begin at the t erminu s now at Rampart and Sixth Streets and extend 
west o.n Sixth, crossing Normandie and W estern Avenue, to a point 1320 
ft. west of the latter, and thence north to Fourth Street, on a private right 
of way. 

N O RWICH, CONN.-Preliminary operations have been begun by the 
Con solidated Rail way Company for the construction of a li.ne from Norwich 
through J ewett City and Plainville t o Central Village. Here connection 
will be made with the Danielson & Putna m Division. The topography of 
the country traversed is such that very little grading will be necessary. 

NOR\VICH, CONN.-The Consolidated R ailway Company has com
p leted plans for the erection of a large car house in this place. It will be 
of brick, 150 ft. by 200 ft.. Provision will be made for a r epair shop, 
waiting room and manager's office. The cost of construction and equipment 
will approximate $100,000. 

EDWARDSVILLE, ILL.-The extent of the improvements to the 
McKinley sy.ndicate's power hou se in E dwardsville were made known last 
week at a meeting of the City Council, when it was announced that $100,000 
had been set aside for the purpose. The plant will be largely increased to 
make it an auxiliary sub-station for the running of the interurban lines, 
and it is said that Edwardsville will be the connecting point for other 
lines which are in contemplation. The company applied for a franchise to 
construct another city line in Edwardsville from the city square north 
along Second Street to the city limits, and it was granted. Work will 
begi.n shortly. 

CO L UMBUS, I ND.-The Columbus Street Railway & Light Company 
is preparing to build a new power plant. 

INDIANAPOLIS, IND.-The Indiana Rapid Transit Company, P. M. 
Dunn, president, is reported to have announced that the bonds have been 
sold assuring the building of a line from Logansport to Terre Haute, and 
that bids for the construction of the road would be invited soon. 

MARSHALLTOWN, IA.-Hamilton Browne, who has the contract for 
the con struction of an electri c line from Marshalltown to Ferguson, at 
which latter point connections are to be made with the Milwaukee Road, 
has secured an opt ion . on the property of the Marshalltown Electric Light 
& Gas Compa.ny, which operat es the street r ailway system of Marshall
town. Mr. Browne expects to run the street railway system in connection 
with the interurban line. He states that he will construct a~ extension to 
Co.nrad, Ia., immediately aft er constructing the line to Ferguson, and 
that he also expects to extend several city lines as soon as he secures con
trol of the city railway system. 

SIOUX CITY, I A.- W. R. Burch, of Chicago, and ). W. Browning, of 
Kansas City, have been in Sioux City negotiating for the purchase of the 
Sioux City, Homer & Southern Railway Company, which was constructed 
from South Sioux City to Dakota City about two years ago by H. H. 
Talbot. T he deal was finally consummated on July 18. The new owners 
have organized a company under the name of the. " Nebraska & Southern 
Railway Compan y," and the necessary arrangements for the transfer of the 
property of the old company to this new one have all b een completed. The 
new owners have agreed to run. th e road in connection with the Sioux City 
Traction Company's line to South Sioux City, and the work of connecting 
the two lin es in South Sioux City has already commenced. The two com-

• panies have agreed on r at es, and, under the new arrani;ement, the fare 
from Sioux City to South Sioux City will be 5 cents, and from Sioux City 
to Dakota City, 10 · cents. The Sioux City Traction Company has entered 
into a contract with the Nebraska & Southern Railway Company to 
furni sh electr ic power to the said company for a period of twenty-five 
yea r s. The new compan y will probably extend the line fro m Dakota City 
to Homer within a short time. Homer was the t erminus Talbot had in 
mind when he started the construc tion of the line, but h e was compelled to 
stop construction work about 1 mile south of Dakota City on account of 
lack of fun ds. The line has not been operated since it was constructed. 
The new company expects to operate cars over the line within thirty days. 

HUTCHINSON, KAN.-Work on the electnc street r ailway is progress
ing satisfactorily to the company. J. P. Shunk was asked how things were 
progressing from a company standpoint. He said that of the $51,000 sub
scribed for the stock, about $800 would not be paid, but that most of the 
rest had been paid in. He was asked what effect it would have on the 
!=Ompany should the courts decide the city cannot issue the $20,000 in 

bonds voted. Mr. Shunk replied tha t this would tor a time prevent the 
laying of the Fourth Avenue line on out to the packing house, from the 
Fourth Avenue school building, but that the company had funds enough 
i'n sight to lay the Main Street, Avenue F, Avenue A and the Fourth 
A venue lines. 

LOUISVILLE, KY.-The Louisville, New Albany, French Lick & \Vest 
Baden Railway Company, which proposes to construct an electric line from 
New Albany to French Lick and West Baden Springs, purchase the electric 
line equipment of the Kentucky & Indiana Bridge Company a nd extend the 
electric line of the bridge company in L ouisvill e, has applied to the N ew 
Albany Board of Public \\' a rks for a right of way over a number of the 
streets of that city. The company is composed of L ouisville, New A lbany 
and Southern Indiana capitalists, and, it is claimed, i" oacked by ample 
capital to carry out the purposes for which it was organized. 

SOMERSET, KY.-Construction has begun on the railway of the Somer
set Water, Light & Traction Company. The line will be about 6 miles 
long. 

NEW IBERIA , L A.-The subject of an electric road for New Iberia 
and extending to Franklin, is again eliciting much inter est. W. P. Coner,: 
of New Orleans, to whom was r ecently granted a franchise for twe.nty-five 
years, is here compl eting the legal formalities. T he City Council held a 
special session and passed an ordinance unanimously givmg Mr. Conery 
and associates a franchise for the operating of a street railway in this city 
for twenty-five years. New Iberia will be the center of the system, which 
will take in the country east to Franklin 25 miles, and west about the same 
distance. 

NEW ORLEANS, LA.- L eigh Carroll, president of the Algiers Electric 
Railroad Company, has sent a reply to Mayor Behrman with reference to 
his recent inquiries as to when actual building of the line would begin. 
Mr. Carroll says that the modified contract provided in the ordinance of 
June 1, this year, had been prepared and was now awaiting the signature 
of the surety company, which would be signed, and then the work would 
be proceeded with. · The franchi se of the A lgiers Electric Railroad Com
pany is for fifty years. The road is to start from the intersection of the 
Orleans-Jefferson Parish line at Teche Street, along Teche Street to Ope
lousas Avenue, across Opelousas Avenue to Bouny Street, and thence in a 
more or less circuitous route to the Mississippi River. 

ANNAPOLIS, MD.-The Washingt~n, Baltimore & Annapolis Elec
tric Railway, which is pushing work on its connection between \Vash-. 
ington and Baltimore, and will use the line of the old Annapolis, \Vash
igton & Baltimore R ailroad for trolley service to Annapolis, now wants to 
come into Annapolis. Application has been made to the Council for a 
forty-year franchi se granting the road the right to lay tracks and run cars 
over some of the principal streets of the town. George T. Bishop, presi
dent of the road, will appear before the Council and explain fully the re
quest of the corporation and the advantages which a city trolley service 
would give to Annapolis. The company's present intended terminal is at 
the station of the Annapolis, Washington & Baltimore Railroad. A bond is 
offered the municipality to insure that the work will be done and the cars 
running by Jan. 1, 1908. 

BOSTON, 1IASS.-A syndicate representing financial and manufacturing 
interests in Massachusetts will petition the Railroad Commissioners in a 
few days for the right to construct an electric interurban railroad between 
Beverly and Boston, passing through Salem, Peabody, Lynn, Saugus, 
Revere and Chelsea. From Peabody a line will be extended to Danvers 
via Danvers Port. This enterprise · has been slowly gathering headway for 
the last two years, and in the meantime a number of the men interested 
have labored together with other capitalists and electric railway men in 
behalf of the new interurban railroad law, which provides for the building 
of fast electric lin es over private land, and which was passed at the late ses
sion of the Legislature. The road will be known as the Boston & Eastern 
Electric Railroad, and is planned to be of the high-speed class, wholly upon 
private right of way, and will have no g rade cross ings whatever. All cross
ing over or under streets will be reinforced concrete arches, and all bridges 
over other railroads will be of steel, to permit of high speed, if the road is 
ever built. The road, as planned a n paper, is to be double track the entire 
length, with provi sion s for four tracks from L ynn to Boston. The branch 
from Peabody to D anver s is to join the main line in such a way that 
through trains will be run from Danvers to Boston; and yet the main-line 
tracks will n ot b e cut, as is u sual on steam railroad s. Actual surveys have 
been m ade, inci"udin g the taking of levels once in 100 ft., and oftener at 
some places, of every foot of the line, and plans made of all private prop· 
erty, tide waters and streets that are to b e crossed. The new road aims to 
connect in Boston with the Boston "L," so passengers may go from any 
point on the line to any part of Boston and to Cambridge (when the new 
subway to that ciy is built). The promoters say the cars on the Boston & 
Easterrl will run at higher speeds than the trains on the steam railroads 
running out of Boston , and yet the fares will be considerably lower than 
those of the st eam roads. The m en behind the proposed Boston & Eastern 
are prominent in financial and manufacturing circles. The articles of asso
ciation contain the names of J ohn H. Bickford, Salem; Arthur Sturgis, 
Brookline; Harry P. Graves, Lowell; \\'illiam H. Grove, Salem; George 
C. Vaughn, Salem; Melville \Voodbury, Beverly; \Villiam S. Nichols, 
Salem; Fred A. Norton , Salem; \Villiam E. Bixby, Haverhill ; John H. 
Linehan, Beverly; E. Bertram Newton, Boston. 

BRIMFIELD, 11ASS.-The Springfield Street R ailway Company has 
asked the Selectmen of Brimfield for an amended location over highways 
and pri,;ate right of way in East Brimsfield. 




