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Handling Condensing Equipment Efficiently

Steam auxiliaries in a good many power plants receive
comparatively little attention except in the direction of
There is no
place where steam can be more easily wasted than in the
operation of pumps and auxiliary engines at uneconomical

watching lubrication and stopping leaks.

loads, and it pays to ascertain from time to time what is
going on in this class of equipment. When a pump is
arranged to slow down under light load many engineers

seem to think nothing else is needed, but in view of the

fact that steam goes through reciprocating pump cyiinders
not fitted with eccentric cut-offs, and to the full volume of
the cylinders, it is clear that the operation of pumps at or
near full load is a very desirable state of affairs. In con-
nection with condensing apparatus there is considerable
room for the practice of a similar economy.

In many steam turbine plants the circulating or injection
pumps for the condensers are driven by engines, but it is
often the case that very little care is given to the engine
speed and steam consumption. An illustration of how care-
fully this point may be looked after is found in the Market
Street power plant of the New Orleans Railway & Light
Company. Injection water for the condensers is drawn
from the Mississippi River, but on account of the varying
height of the river at different seasons, and, because of
fluctuations in level from day to day at certain periods,
the speed of the engines driving the centrifugal injection
and circulating pumps has to be changed in order to
secure the flow best suited to high station economy. A
gage connected with the river and graduated in feet has
been set up in the engine room basement, and this is read
once a day when the river is quiescent and at least twice
daily when its level is fluctuating or changing. On one
of the engine room walls has been mounted a chart showing
in the form of a curvilinear function the relation between
the stage of the river and the pump speed, the latter being
figured on a 4-in. opening of 'the injection water valve,
which supplies the proper quantity of condensing water to
operate a 2000-kw turbine under 30 deg. rise of tempera-
ture between intake and discharge, namely 24000 1b. of
water per minute. The engine speed is thus regulated by
hand cut-off, to avoid consuming excess power for different
river levels.

In ways like these. and particularly in the observation
of temperatures in different parts of the steam and water
ends of plants, opportunity can often be found to reduce
the steam consumption of auxiliaries. Prompt stopping of
pumps when their work is completed and the use of smaller
pumps when the larger ones would operate below normal
The
leaks is by no means the only end and aim of the successful

efficiency are worth considering. suppression of

power plant operating enginecr.

Auditing Transfers

Abuse of the transfer privilege is one of the most diffi-
cult and tantalizing problems with which any street railway,
large or small, has to deal. The subject has become acute
in New York City, but exists in every community where
transfers arc given. The forms of abuse are myriad.
Transfers are traded, sold and given away; conductors
fail to punch the time and destination properly, if at all;

frequently they accept any colored piece of paper that
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looks like a transfer regardless of the punch marks, and
so on indefinitely. In spite of the ingenuity displayed in
designing fraud-proof transfers, as evidenced by the widely
varied forms in use all over the country, abuses continue
to the detriment of the earnings and the despair of the
managers.

The greatest difficulty in preventing these abuses lies in
the fundamental difficulty of detecting specific offenses.
Flagrant cases of selling and trading transfers on street
corners, in stores and shops can usually be discovered by
alert agents and inspectors, and many prosecutions have
been carried on successfully in the courts which have gone
far to stop them. The question may be asked, however,
whether these flagrant abuses would exist if the street

railway company began at the bottom and took the proper -

measures to prevent the issue of transfers which by rea-
son of careless punching or promiscuous handing around
make it possible and profitable to traffic in them. The root
of the evil is largely in the laxity of accounting for trans-
fers issued and received. A transfer is only a printed piece
Wrongfully used, the
transfer saves the passenger a nickel and costs the com-
pany a nickel.
audit transfer receipts in any way; there is no settled

of paper, but so is a dollar bill.
Most street railways make no attempt to

policy as to whether transfers should be rung up on the
register. There are arguments for and against such regis-
tration and either way seems open to objections.

A complete daily audit of the receipts of every line and
car would usually involve an amount of clerical work
out of all proportion to the benefits to be gained thereby,
but it would be a comparatively simple matter to institute
an occasional check audit of each line, the moral effect of
which would be almost if not quite as good as a more
complete count. Traveling auditors, register inspectors and
others work along these lines, jumping from place to place
at irregular intervals without forewarning of their com-
ing and for the sole purpose of keeping the men- under
them keyed up. One clerk could do the work and the re-
sults would pay even if it took him a week to check up a
He could check
every one of a dozen lines four times a year and locate

single day's receipts on a single line.

carelessness or dishonesty with precision and proof.

Such a plan would involve recording the serial numbers
of the pads of transfers issued at the beginning of the day
to each conductor and entering up the last serial number at
All
transfers taken up on each trip would be put in a trip
envelope and deposited in a sealed box in the car or at the
cashier's office at the terminal plainly marked with the
time of completing the trip. This would be all the work
The auditor on beginning the
checking would sort from all of the trip envelopes of con-
necting lines the transfers issued by the line being checked
up and arrange them in the order of the time accepted on

the end of each trip on the trip sheet or envelope.

required by the conductor.

the connecting lines, as shown by the entries of time of
completion of trips. Suppose, for example, the Main
Street line is being audited. Conductor Jones, on Car No.
25, begins a south-bound trip at 10 a. m. with' a beginning
serial number on his transfer pad of 1000. At the end of
the trip at 10:45, he has issued 5o transfers, as shown by

the ending serial number 1050. Transfer No. 1031 is
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found in the envelope of Conductor Smith, on Car No. 16,
running on the Fourth Street line for the trip ending at 2
p- m. If it is properly punched to be void after 10:45
a. m., Conductor Smith is responsible for accepting it. If
it is punched improperly or not punched at all, Conductor
Jones is responsible for its misuse. The checking need
be done only by comparing the transfers turned in by con-
necting lines with the transfers issued by the line under
investigation. Cross checking is unnecessary.

With an irregular auditing of this kind the worst abuses
could be stopped quickly. If the punching is carefully done
and each transfer offered by passengers is carefully scru-
tinized and refused if expired, traffic in transfers would
quickly die out. The cost would not exceed the salary of
one clerk at $75 a month and expense of printing suitable
trip envelopes and transfer number record sheets. Such
a system is applicable to individual lines of large systems
or all the lines of a smaller system and for a road which
does not already employ such a plan, it would be well worth
trying.

Improving Shop Hoisting Facilities

A trip recently made through a number of street railway
repair shops and car houses disclosed a wide variation in
In some of them the work was
done largely by hand jacks and slow chain-and-fall meth-

the hoisting facilities.

ods; in others air hoists were in effective use as far as
they were installed, and in a few other cases the facilities
were complete and efficient throughout the entire establish-
ment. The average shop, however, does not now attempt
to get along without mechanical methods of hoisting even
the minor pieces of equipment near the pits and more im-
portant inspection Jbays, but in many cases the maximum
usefulness of the apparatus is not secured, because the
original installation was not sufficiently extensive. It can-
not be too much emphasized that to handle car repairs
with the most speed, including wheel changes, truck ad-
justments and motor work, the line of labor-saving devices
must be complete between the track and the shop tools.

In one shop a space about 30 ft. wide had been given
up to pit work, two tracks having been installed. At each
side of the pits ample space was arranged for the handling
of equipment parts and over one of the pit tracks a travel-
ing hoist was in service to take any truck or motor part
to any other part of the shop. The second pit track, how-
ever, was not provided with any hoisting facilities, and
this was a serious handicap in the rapid handling of the
work. It may be that the overhead traveler facilities were
not extended because of an idea that it could not be done
without interfering with the trolley wire over the pits,
but this is now no serious obstacle if the hoist runways are
Cars can be moved in and out of the
shop with ease even in cases where no overhead trolley is

carefully laid out.

in service, by the simple expedient of using a flexible
jumper cable with outlet plugs at various points in the shop.
It is a mistake to assume that a car must always be moved
in the shops by overhead trolley. It is also an easy matter
to interrupt the overhead trolley at one or more points in
the shop after the manner used in rolling lift-door in-
stallations. The electrical feed can be arranged simply
enough and the car can be coasted past the gdp in the ma-
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jority of cases. A jumper cable used as a supplement in a
shop is easily handled if insulated with care, and it takes
up little room. The rest of the time it can be coiled and
hung out of the way.

The practice of installing hydraulic or pneumatic jacks
at the side of the pit track at the car-house floor level is
proving helpful in the shops where it has been tried. The
plungers of these jacks set into the floor when not in the
raised position and take up practically no space of value.
Two jacks of this sort will quickly and economically raise
the end of a car. It is perhaps better to install the
hydraulic type where a car is likely to be held supported
for half an hour or so at a time, for the leakage question
is less troublesome with water than with air, as far as our
observation extends. A complete installation of this kind
calls for at least four jacks, two being located at each end
of the pit at a distance between pairs equal to the distance
between the sills of the company’s standard double-truck
car. It is desirable in installations of this kind to put valve
cocks at several places along the wall beside the pit track,
operating these by an air-brake handle or other detachable
fixture, so that unauthorized parties cannot move the jacks
and cause trouble. It is impossible to avoid a large
amount of hand work, even in a shop equipped with no
restriction as to expense for labor-saving apparatus, but it
will pay many mastcr mechanics to follow out the con-
tinuity of their handling processes more carefully and to
avoid the gaps in the free vertical and horizontal move-
ments which at present are causing delays.

Branch Line Service and Trunk Line Congestion

In the more exact studies of traffic which are character-
istic of present methods of operation in both city and in-
terurban service the relations between the car movements
and facilities offered on different lines in the same system
There are many
causes for congestion of service or unduly slow movement
of the rolling stock, and while all of these cannot be
avoided, every analysis of traffic that clearly defines ob-
structions to the free operation of the cars helps to make
the control of conditions on the track better if the facts
are brought home to the men in the car service.

deserve very careful consideration.

One of the intricate problems which are in need of more
thorough analysis at the present time on roads now suffer-
ing from the effects of irregular headways at certain
periods of the day is the relation between the service given
on branch routes and that offered on the main lines of
travel. In dealing with a question of this kind it is, of
course, clear that unless all the local conditions are ascer-
tained no good solution of the problem can be reached,
but in some cases the influence of widely different head-
ways on closely related lines has resulted in such trouble-
some delays to the proper movement of traffic on the main
and branch routes that it is worth while to look a little
more closely into these relations.

As one starts from the end of an important trunk line
in the district where the headway is the shortest, the num-
ber of cars moving over each section of track per hour
between the neighboring switches where the branches de-
flect from the main route will steadily decrease, supposing
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we are dealing with a system operating on the radial plan.
At the terminal of the trunk route in the heart of the busi-
ness district there may be 250 cars per hour handled, or one
every 14.4 seconds. At the first point where a branch
route is taken off there may be a local headway of 6
minutes, so that beyond the intersection the maximum
number of cars per hour falls to 240 and the headway
lengthens to 15 seconds. As the service decreases beyond
each branch it will be found that the interval on the main
line increases at a more rapid rate than the actual number
of cars per hour taken off reduces, expressing both in per-
centages. Thus, the drop from 250 to 240 cars per hour
decreases the cars by 4 per cent, and it lengthens the head-
way by 4.16 per cent. At the next branch the cars drop,
let us say, to 200 per hour beyond the intersection on the
main line. This means a car decrease of 16.6 per cent
and a headway increase of 20 per cent. Finally one
reaches the point where only 100 cars per hour are left,
and if 50 of these are dropped off at the next switch the
decrease in cars on the main line becomes 50 per cent and
the increase in headway 100 per cent.

From the standpoint of the traffic manager, figuring that
so many passengers per hour can be handled by a given
number of cars, these differences may seem unimportant,
but when one considers the relative attractiveness to the
public of very short compared with longer intervals, it
becomes clear that the possible delay of cars on the main
line by the overcrowding of such cars when accessible
from longer interval branches by short cross streets may
become a matter of some moment. The conditions may
show when carefully studied that unless the headway on
a long branch line parallel or diagonal to the main route
is even and well proportioned to the traffic, the dislike of
would-be passengers to wait for the regular service of the
branch route will lead them to walk in considerable num-
bers through cross streets to the practically parallel main
lines, to the additional burdening of those lines at times
when every possible stop that can be cut out on the densely
traveled sections is a far-reaching aid to better and more
economical service. It may be urged that the separation of
passengers by lines is a chimerical thing to attempt, but
the difficulties some companies have had when new, larger
or faster cars have been placed in service on a route over
which less modern rolling stock is run in part, show that
every reasonable inducement which can be offered to pas-
sengers to make them take the proper cars designed for
their specific accommodation is worth trying to effect.

Another feature of inadequate branch line service 1is
the delay which results on the branch itself when the head-
way is too long. This affects the main line again at the
point of intersection and beyond, and slowdowns on the
branch service tend to multiply congestion on the closer
interval sections. Nothing in these comments is intended
to urge the employment of more cars than are actually
needed for a given service, but the close quantitative study
of traffic, intervals and delays on related lines will some-
times show where the conditions can be improved—if not
by the use of more cars, by the better distribution of routes
or their slight modification, added to the best possible

handling of cars on existing lines.
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NEW CAR HOUSE AND SHOPS OF THE CHATTANOOGA
RAILWAYS COMPANY

A concrete, brick and steel operating car house of
modern construction has recently been completed by the
Chattanooga Railways Company, which has also lately fin-
ished a repair shop of improved design. The car house is
located on Market Street at the corner of Third Street, and
it extends a block to the southward with a rear entrance
on Broad Street. Combined with the car house are the
general offices of the company. The new shops are located
on the opposite side of Third Street, fronting on Market.
Cars can be run into or out of the shop and car house from
either Market or Broad street.

The car house building cost about $275,000 and occupies
a ground space 210 ft. long by 190 ft. wide. It is divided
into five fireproof bays containing three tracks each, all
tracks being built with pits. As shown in the plan on
the next page, four bays are 36 ft. wide each, and are
separated by 13-in. fire walls. The fifth bay, the first
85 ft. from Broad Street inward, is reserved as’a space for
car washing and only two tracks are provided here. In
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about 21 ft. apart. The main pit walls are of concrete
4 in. thick. The floors of the pits are of concrete and the
piers are of the same steel material. The floors of the
house between the pits are reinforced with steel bars bent
to follow the conformation of the arch. The roof is sup-
ported on a steel truss, and is provided with ample skylight
facilities. The height of the car house inside from the
floor to the top of the division walls is 24 ft. At each
girder of the pit construction, cross bracing is installed to
tie the adjacent pit walls together. The car house plans
were drawn by R. H. Hunt, architect, of Chattanooga.

The cost of the shops, equipped complete, was about
$175,000. A cross section is reproduced on page 634. There
are six large work rooms and storage quarters for both
heavy and light material. The paint shop, carpenter shop,
general repair, machine and blacksmith shops are all located
on the street level, but on account of the limited ground
space in the heart of the city the heaviest wood working
machinery is located in a commodious basement 1o ft. high,
the tools being mainly beneath the carpenter shop. The
total length of the shop is 200 ft. and the width on Market
Street is 110 ft. Five tracks are provided in the shop, one

o5
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CAR IIOUSE AND OFFICE BUILDING, CHATTANOOGA

general, the pit tracks are spaced 12 ft. apart on centers,
but the tracks in the washing bay are 16 ft. apart. The
floor of the washing section is drained to 22 catch basins,
which are spaced in rows 24 ft. to 30 ft. apart and indi-
vidually from 6 to 8 ft. apart in the standard pit sections;
each pit 1s drained by four catch basins.
city of the car house is about 100 cars.

The offices of the general manager, superintendent,
auditor and clerical staff are all located in the two-story
brick portion of the building fronting on Third Street.
This location of the offices midway between the car house
and the shops enables the work of all departments to be
supervised with the greatest convenience, and minimum
lost time in reaching different points in the property are
reduced to a minimum. All the executive offices are located
on the street level to give the maximum accessibility. The
manager’s and superintendent’s offices are provided with
two doors each, so that a separate entrance and exit can be
enjoyed.

A typical cross section of the pits is shown on the
opposite page. The car house floor is of cement carried
on a concrete arch, which in turn rests on a 5-in. I-beam
extending as a girder between the adjacent pits. Each of
the track rails is carried on a 15-in. 42-1b. I-beam, the
latter being supported by 6-in. channel iron columns spaced

The total capa-

of these being carried through from one end to the other.
The carpenter shop is served by two tracks entering from
Broad Street; the paint shop has two tracks entering from
Market Street, and the general repair, machine and black-
smith shops are served by a single through track, the gen-
eral shop also having a second track from Market Street.

The car shops are surmounted by a roof of asphalt con-
struction carried on steel girders. The height of the shops
inside varies from 19 ft. & in. to 21 ft. 10 in. The floor
consists of concrete arches reinforced with continuous wire
mat, and supported on cast iron columns. The central
track which runs through the entire building and the gen-
eral repair and machine shop tracks are provided with pits.
Wire glass skylights are installed in the roof, and the shop
is equipped with 12-ft. 4-in. folding doors at the ends of
each track. The pit floors are of concrete construction
and are 5 ft. 10 in. below the top of the rail.

The general repair shop is 103 ft. long by 41 ft. wide
and it is separated from the rest of the building by an iron
fireproof wall. A 6-ft. x 4-ft. trap door is provided at one
end to admit the passage of wheels to and from the storage
space in the basement beneath.

The main machine shop is 64 ft. long by 31 ft. wide, and
is entirely free from belts and shafting. All the machine
tools are direct driven by individual motors, and the result
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is a great improvement over the usual method of group
driving. The working space is clear for shop operations,
and no power is lost by the operation of mechanical drives
when the machine is not in use. Speed regulation is more
flexible and the chance of accident is much lessened. The
first cost of the direct motor drive was not far from 3o
per cent.more than the cost of the group method, but it is
expected that the compactness, economy of operation and
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5.4 in. diameter, shaper 14 in., center to center 14 in., face
324 in.; extra pulley provided for driving old drill press,
diameter 2o in.

One 4o-in. Bickford drill press, six speeds, double reduc-
tion gearing drive by 2-hp compound wound motor; diam-
eter pinion 24 in., intermediate gear 64 in., gear on ma-
chine shaft 734 in., motor speed 1425 r.p.m.

One 10-in. Burr metal saw 4 in. thick, spur and worm

Three othet bays beyond this point, each with three thivugh tracks.
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better speed control of the individual system will pay for
the extra cost of the direct application.

The following are the particulars of the machines in-
stalled:

One 24-in. emery wheel, and one buffing wheel for polish-
ing brass, belted to a 2-hp shunt motor; motor speed 1425
r.p.m., diameter motor pulley 4 in., emery pulley 6 in., face
4 in., distance, center to center, 23 in.

One 20-in. Cincinnati shaper, belted to 5%-hp compound
wound motor; speed of latter 1600 r.p.m., motor pulley

geared to 34-hp shunt motor, automatic feed, gear diam-
eter I1 in., pinion 3 in.

One engine lathe used on most of the machine work,
24-in. swing, three speeds, belt driven by 8-hp, 1400-r.p.m.
shunt motor ; motor gear 3% in. diameter, lathe gear, 24 in,,
face 44 in., 32 in. center to center, provided with Cutler-
Hamimer reversible starting box.

One 20-in. engine lathe driven by old 5-hp motor. Used
for commutator turning, field winding and armature bear-
ing worlk.
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The blacksmith shop, 31 ft. x 30 ft., is located next the
machine shop, and contains one regular 4-ft. forge sup-
plied with air from a motor-driven compressor, the latter
being used also for general shop distribution of air. Space
is provided for the storage of bar iron. There is also a
small forge in this shop, used exclusively in the making
of rail bonds. The terminals of these bonds are purchased
in the open market, but the bond connectors proper are
made by twisting up pieces of old armature or field wires
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One planer, 15-hp motor, compound wound.

One buzz planer, 15-hp motor, compound wound. *

One portable swing cross-cut saw, 5 hp.

One wheel press, Westinghouse 8-hp compound motor.

One boring machine, 5-hp Northern motor, commutating
pole type with speed control.

The paint shop contains no unusual features, but is well
provided with canvas covered racks for the reception of
drying window frames. It is well lighted by natural

MACHINE SHOP, CHATTANOOGA RAILWAY

and soldering them into the terminals. The blower for this
forge is a 10-in. outfit located underneath the forge and
driven by a »4-hp Holtzer-Cabot fan motor. A piece of
car register cord is used as a belt and gives good service.
All the shop motors are joo-volt direct-current machines,
and those in the machine shop are Westinghouse outfits.
Bench space is provided in the machine shop for con-

sources and is large enough to handle a considerable future
increase of work.

The engraving on page 635 shows the inspection room
in the center of the shop building. At one side of this in
the center is a storeroom for general supplies 41 ft. long by
21 ft. wide. To avoid the need of either keeping a man on
duty in the storeroom or taking stock out of it at night, a

troller, circuit breaker and other light repairs. The run- special cabinet has been built, shown in the illustration,
e ——————otuFLengih-of- Builothg————————n———- Market-Street-Eud-11050"—- o = ——~——B'road—5tr«:ct—hud—luol—‘l-’—-——--———-—1 .
5
] ; y ) ' ¥ N " e Dictiils: 1
! . 0 1:»’_1 iaoge Vlate - Top anly e Tt )ot.ted Lines indicate Concrete Ruof, Sce Dtmlg - Level Line to Bigh Poiat uf Girder __; &
A e —]/_ Field Joint 2. 4"x 4" Jy Steel Angles’ RO
e e —T = 2 h g Fill—E5
Pl E‘-::‘ ittt & St J ) I\ T ~1 g = S £
J‘ ——ur ‘lf 3 = f}L——\—-— =2 j‘{-’—'i-’—'—'—t 5 :::_—::.H!‘l;: _-4_.(‘.'5“_‘L<|_ M_?x’_\)sh__* = ey
] LCoverete” 7 1= — s T h/
et e fron Shoe fron stue "] [“1ron Shoe e X 23
| See Detail See Dotail See Detail 2+ 454" ¥ Steel Sncles Rivets  10' 39 jron 5
' Bearing Plates e
| Conerete Roof Arches, | &
1 See Detail. h
A
| ' I g
E{ o b4
= & = 5|23
i gt soglpl Byl — 5
6”17 Metal 4
Cast lron Column
Cur Car . 15
di AN LT Y o raveemial | SO TR SR ! § 8- Floor
48157, Standard Grackets L1857 LoiL815Y [ ’ Level
= | " f e et e i m G mE N CT > e S = =
=] UMaa || 2 5 s I - =i Standacd Brackets]
% i N Lo 1M 251" Meral v F1 Metal T o1 Mem & 5
; \Crsf’x Uit | b |l Cast Lron Columns b |1 Cast tron Cotumns (| | “cant 1ron || s o : | !
ast Iroo Coluians! | o et || @ Cotuanos =l 5 Cotmos 2 ]84 1 "yem o _L
Coneret Cocitren Cotumadd | | 1 Conurete | f[Cast Tron Columns | | e 1 Mot
IS gl o gegr L o gty 12l6l Lo 16l e T
PN [N
g e P 2 — < o

18-

o0"'s 60" B

Lu« y =
36"x 46"

3" Iron Dowels

e
6 x 6U

CROSS SECTION OF REPAIR SHOPS

ning of one track entirely through the machine shop to the
blacksmith shop affords the maximum convenience,

The carpenter shop in the basement is well equipped with
labor-saving tools, the motors with two exceptions being
General Electric machines. The tools include:

One shaper, 3-hp compound motor.

One 8-ft. band saw, width 74-in., 5-hp compound motor.

One speed lathe, 3 hp; can also drive 20-in. sander.

One emery wheel and mortising machine, 3-hp motor.

which is located beside the storeroom door for the use of
the night inspection force. Fuses, controller parts, motor
brushes, tape, bearings and other supplies for use in light
repairs are kept here, and the arrangement has been found
to be one of great convenience. In the nightly inspection
the cars are usually entered at one end of the building and
passed out at the other end as fast as they are examined
and approved.

With the recent growth of Chattanooga the company has
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found it desirable to improve its track facilities and about
40 miles of road have been re-built, nearly all of the new
rail being laid on concrete. About $300,000 have been ex-
pended on the track and roadbed, the standard rail lengta

GENERAL INSPECTION ROOM AND CABINET FOR NIGIHT FORCE

heing 60 ft. and the weight per yard 70 Ib. The property
is controlled by Graham & Company, of Philadelphia, th-
local manager being D. J. Duncan.

&
¢

THE CLASSIFICATION OF ACCOUNTS FOR LIGHTING
COMPANIES IN NEW YORK STATE

The Public Service Commission of the Second District
of New York State has issued a tentative classification of
accounts for electrical corporations and gas corporations.
The circular is dated April 1. Criticisms and suggestions
are requested “at the earliest possible date, but to be of
use to the commission must be made by April 25, 1908.”
Electrical corporations are defined as including “every cor-
poration, company, association, joint stock association,
partnership and person, their lessees, trustees or receivers
appointed by any court whatsoever (other than a railroad
or street railroad corporation generating electricity for its
own use exclusively), owning, operating, managing or con-
trolling any plant, or property for generating and distribut-
ing, or generating and selling for distribution, or distribut-
ing electricity for light, heat or power, or for the trans-
mission of electric current for such purposes.”

Corporations are graded tentatively in four classes as
follows:

Class A. Those whose annual gross revenues are over
$1,000,000.

Class B. Those whose annual
tween $1,000,000 and $100,000.

Class C. Those whose annual
tween $100,000 and $10,000.

Class D. Those whose annual
than $10,000.

The report is a voluminous one, occupying 158 pages.
No attempt will be made here to publish the classification,
but a summary will be presented of the number of accounts.

In capital accounts the proposed classification recom-
mends for Class A, 106 accounts; for Class B, 106 ac-
counts; for Class C, 84 accounts, and for Class D, 82 ac-
counts. In addition, the assets side of the balance sheet
contains for all companies “floating capital” with 11 ac-

gross revenues are be-
gross revenues are be-

gross revenues are less
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counts, “treasury holdings™ with 4 accounts, “investments”
with 2 accounts, one of which is subdivided into 10
sub-accounts and the other into 30 sub-accounts; “spe-
cial deposits,” which is subdivided into 3 accounts; “pre-
payments,” which is subdivided into 4 accounts; “suspense
accounts,” which is subdivided into 7 accounts; “question-
able debts,” “bad debts” and “surplus or deficit.”

The liability side of the balance sheet carries “funded
debt,” with 3 accounts; “unfunded debt,” with 12 accounts;
“permanent reserves,” with 2 accounts, one of which has
4 sub-accounts; temporary reserves, with 2 accounts, one
of which is subdivided for Classes A and B into 15 sub-
accounts, for Class C into 13 sub-accounts and for Class
D into 7 sub-accounts; “‘stocks,” which is subdivided into
the different classes and “surplus or deficit.”

The revenue accounts are as follows:

For Class AL ..o i 63 accounts
FEor Class Busisrsasmininamsinsssninssasmsmdin .....63 accounts
For Class C..ooiiiiiii i 58 accounts
Bor Class DDy m s s smsms s sr s b 50558 fom 5 55 wd #0055 41 accounts

A summary of the operating accounts follows:

NAME OF PRIMARY No. of accounts in

AccounTs Class A. Class B. Class C. Class D.
General .................... 14 12 g 3
Departmental—

Clearing accounts......... 29 22 19 7
Electrical Department—
Power production ........ 45 35 24 15
Power transmission ...... o) = 18 7
Consumption ............. 20 20 6 2
Electric commercial exp... 4 2 2 1
By-products exp........... I I I 1
AMOTHZALION ouimenes siws 8 3 I I
Miscellaneous elec. exp.... 3 3 I 1
Adjustment accounts ..... 5 3 3 5
Gas Department—

Gas production .......... 44 oy 20 13
Gas distribution ......... 20 20 15 3
Gas consumption ......... 16 12 6 z
Gas commercial .......... 3 1 2 1
Residuals and by-products. 3 35 I 1
Amortization ............. 8 8 I T
Miscellaneous gas exp..... 3 3 I 1
Adjustment accounts ..... 35 5 3 5

Total ... ..., 284 234 140 70

The power production accounts in the electrical depart-
ment provide for generation by steam, hydraulic power,
gas power and purchased electric power and in gas produc-
tion for coal gas manufacture, water-gas manufacture,
acetylene production and purchased or jointly produced gas.

Taxes must be kept separate for each particular class
of operation, such as electric operations, gas operations,
street railway operations, etc., and for those chargeable
against each particular class of non-operating revenues.
Each tax account is further subdivided into 7 sub-accounts.
The non-operating revenues, such as rent, interest and divi-
dends receivable, are to be divided as follows: Classes A
and B, 10 accounts each; Classes C and D, 6 accounts each.
Non-operating expenses, such as rent payable, interest ex-
pense, dividend expense, etc., are to be divided into 6 ac-
counts for Classes A and B and 5 accounts for Classes C
and D, with a separate account for non-operating taxes.

Income deduction accounts are classified as follows:
Classes A and B, 14 accounts each; Class C, 13 accounts:
Class I, 9 accounts.

Appropriation accounts are divided: Classes A, B and
C, 13 accounts each; Class D, 11 accounts.

St1ggesti()11s are also requested for the most desirable
fiscal year.
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MAINTENANCE OF OVERHEAD LINES AND ELECTRICAL
EQUIPMENT BY THE INDIANA UNION
TRACTION COMPANY

The Indiana Union Traction Company’s system comprises
314 miles of interurban road in the central and northeastern
part of Indiana, together with 51 miles of city lines in
Anderson, Muncie, Marion, Elwood, Alexandria and In-
dianapolis. Power is supplied from the main generating
station at North Anderson, which is approximately the
geographical center of the system, and from two smaller
power houses at Eaton and Winchester, which supply
respectively the Muncie-Blufiton line, 42 miles long, and
the Muncie-Union City line, 33 miles long. The trans-
mission system requires 22 substations, 183 miles of single,
three-phase, high-tension lines, 65 miles of double, three-
phase, high-tension lines, about 265 miles of single trolley,
100 miles of double trolley and 315 miles of feeder cable.

!N%&I}JA UNION TRACTION CO.
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of which the crew is in charge. One or two spare cross-
arms are also carried. Ample supplies of material of every
description are stored at the stations where the cars are
kept and when any heavy repairs are to be made this stock
is drawn upon and loaded on to push cars which are hauled
by the motor line car to the scene of the trouble.

The line crews begin work at 7:30 a. m. and put in nine
hours a day, except Sundays. If no repair work is waiting the
car and crew start on an inspection of the line, stopping to
repair any defects found. The foreman acts as motorman
and forward lookout and the helper as conductor and rear
lookout on inspections. Ordinarily a complete inspection
is made once a week of all of the overhead line under the
charge of each line foreman.

Once every hour each line crew reports by telephone to
the telephone operator at the general office either over the
train dispatcher’s telephone line, if at sidings, or over the
general business line if working between sidings. It should

INDIANA UNION TRAOTION OO.

MAINTENANCE LINEMAN'S DAILY REPORT.

MAINTENANCE LINEMAN'S HOURLY REPORT.

TIME 1

tocamion | awrar |

1
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NAME 2 |
TiraE | ! ] !

| ) LINE TROUBLE REPORY.

L o . Location of trowble.____.__
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Time reported . . __. . __
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.

| - . Trolley ...
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i FIG. 2—DAILY REPORT BLANK USED BY

INDIANA UNION TRACTION COMPANY.
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FIG. 1—TELEPHONE OPERATOR’'S DAILY RE-
PORT FORM ON WORK OF LINEMEN

The maintenance of the overhead and electrical equipment
on a system of this size and extent presents many inter-
esting features.

For purposes of maintenance of overhead lines the sys-
tem is divided into nine divisions averaging a little over
40 miles of track and one line crew is assigned to each
division. These crews consist of one lineman and one
helper and are stationed at the following points: One at
Noblesville, Tipton, Kokomo, Lawrence, Anderson, Alex-
andria, Marion and two at Muncie. They are supplied with
a single-truck line car with a working platform on the
roof, a ladder car and one or more small push cars for
carrying heavy material such as coils of wire, cross-arms
or poles. The cars are stored near the substation or car
barn to which they are assigned and the crews are required
to live within quick call of the station attendants for emer-
gency work at night and on Sundays. On the cars are
carried all the necessary lineman’s tools and supplies such
as insulators, trolley ears, tire wires, tape, solder, etc., and
a small quantity of each size of wire used on the section

Kind of weather

Eroidin cause of deiay is copaire) SX‘”M‘
F1G. 4—TROUBLE REPORT
BLANK USED BY THE
LINE FOREMAN

FIG. 3.—PILOT CELL GRAVITY READINGS

be explained that two independent telephone lines are
strung along the entire road, one for general use in com-
municating between offices and substations and the other
for the exclusive use of the train dispatcher. Plugs are
provided in the dispatcher’s line at both ends and in the
middle of each siding which can be conveniently reached by
the train crews without leaving the car for connecting up
the portable telephone sets carried on each car for report-
ing. Similar plugs are provided in the general line every
half mile for emergency use. The telephone operator at
the general office keeps a record of the time and place of
reporting by each line crew throughout the day on the form
shown in Fig. 1. The approximate location of each crew
is thus kept before the operator, to whom is reported any
trouble by the train crews or substation attendants. In
case trouble is reported immediately after a line crew has
telephoned in and no communication can be expected for
another hour, the dispatcher notifies the first regular train
crew proceeding in the direction of the line car and when
the car is met they instruct the foreman to call in for fur-
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ther orders. The line cars work as extra trains and have
no rights over regular trains except in emergencies. The
line crews are expected to be in a siding in time to clear the
line of all regular train crews.

At the end of each day the line foremen send to the
office of the superintendent of power a statement of the
day’s work in detail on the form shown in Fig. 2. This is
a combined pay-roll report, material report and record of
inspection and repair. It shows the time required for each
repair made, the location, by whom reported and the nature
of the work done. The daily time card of the helper is
attached below and on the back is space for an itemized
account of material used and any remarks. These reports
are filed permanently in the office and are a valuable rec-
ord in any case involving a question of maintenance of
any part of the overhead lines. From them the cost of
labor and material for any class of repairs can be gathered
and by classifying the repairs made, information can be
obtained as to the service given by any detail of overhead
line material.

In addition to this daily work report a line trouble re-
port of the form shown in Fig. 4 is made out by the line
foremen to cover the more serious cases of trouble and
damage. It shows the location of trouble, time reported,
time repaired temporarily, time repaired fully and nature of
the trouble. These reports are useful in determining causes
of train delays and in co-operating with the operating and
mechanical departments in reducing damage to overhead
lines by defective equipment or careless trainmen.

On new construction the line foreman turns in each day
on a special form the name, occupation, time and rate of

PERE -
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ever, have anything to do with bonding or substation main-
tenance or the testing of circuits. At irregular periods
special men are assigned to testing all trolley, feeder and
return circuits under the direction of the division elec-
tricians, of which there are three on the staff of the super-
intendent of power. These tests are made to determine

INDIANA UNION TRACTION CO.
BATTERY INSPECTION REPORT
STATION

OVER.ONARDE
TEMPERATURE OF RODM ___
CELLS WATERED DURING WEEK
CELLS INSPECTED WITH BATTERY LAMP DURING WEEK.
CELLS PRDBED DURING WEEK.

DATE.
TIME AT ENDING DVER CHARQE _

2 190-.. -

TIME AT

OF acio

REMARKS
CHARGING CURRENT ..________AMPERES
SPECIFIC GRAVITY READINGS

(Form (12w | un

CELL SEFORE AFTER CELL BEFORE { AFTER CELL BEFORE AFTER CELL SEFORE AFTER
D, CRARGE CHARGE RO. CHARGE | CRARGE MO0 | CHARGE CHARGE 0. CHARGE CHARGE
1 77 : 153 229
2 78 154 230
3 79 155 231
4 80 156 232
5 81 157 233
6 82 158 234
7 83 159 235
8 84 160 236
° 85 161 237
0 86 162 k 238
FIG. 5.—PART OF REPORT BLANK ON OVERCHARGED CELLS

the efficiency of the transmission and to locate any low
tension, leakage or fault which the ordinary inspection by
the line crews would not discover.

High-tension line repairs, so far as possible, are made
during the night, after 2 o’clock. Day repairs are, of
course, made when the trouble threatens to interrupt the
service. When work is to be done on any high-tension line

the operator in the substation
ot adjacent to the trouble cuts out

TINDIANA UNION TRACTION CO.
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chalk the name of the lineman
ordering the circuit off, the
name of the station attendant
on duty at the time and the
time of cutting out. This
board cannot be removed or
current turned on until the line-
man who ordered it off reports
to the substation, giving his
name and stating that the re-
pairs have been made. If the
lineman is working necar the
substation he reports in person.
but if some distance away he
reports the trouble cleared over
the telephone, using the general
wire with which the substation

Max. Gravity Pilot Cefl Previous Week...

telephones are connected.

Temperatare at Above Time-

curiorce wom ox | ne orr [rorans,

All of the high-tension wires
are strung on the trolley poles

each man in his gang, the amount and kind of material
used and a statement of the work done during the day.
From these reports the auditor’s office obtains in detail a
daily record of the cost of all new line construction.

The line maintenance crews are in charge of the tele-
phone and signal lines and switch lights in addition to the
trolley, feeder and high-tension lines. They do not, how-

NoTH,—Indicate the exact timhe an duty and off duty.

FIG. 6.—FORM OF DAILY SUBSTATION TAG SENT TO THE SUPERINTENDENT OF POWER

with the exception of the main
feeders for the Indianapolis
Northern division, which
cross-country over private right of way from the power
house at North Anderson to Elwood, 15 miles. The grade
for an interurban road has been constructed oun this right
of way so that a passable road is made along the high-
tension line. Over-this road an inspector drives once a
week with a horse and light wagon. He is equipped with
the necessary tools and supplies to renew broken insulators,

==

run
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put on new tie wires, etc., and, if he finds any defects re-
quiring attention, he telephones in to have the power shut
off while he makes the necessary repairs. As most of the
‘substations on the division supplied by this line have stor-
age batteries, an interruption in the transmission line for a
short time does not materially interfere with train oper-
ation.

The routine maintenance of the electrical apparatus in
the power houses and substations is intrusted to the chief
switchboard operator and to the substation attendants. At
the main power house the chief switchboard operator and
the night and day assistants each work 10 hours. This
provides for four hours’ duty by the chief operator at the
switchboard and six hours for maintenance and inspection
of the electrical apparatus under his care. The generators
are laid off alternately during the minimum load period
and the power house is completely shut down from 2:45
a. m. to 4 a. m. every day, so that ample time is given for
thorough inspection and adjustment of both the engines and
generators. In case of emergency repairs being required
all of the facilities of the new car shops adjoining the
power house at North Anderson are available.

The storage-battery equipment at the power house and
substations requires the most time for maintenance and
constant inspection. Sixteen of the 22 substations are fur-
nished with storage batteries and an hourly record is kept
of their condition as indicated by the pilot cell readings.
This record is kept in the form of a plotted curve. The
readings for an entire week are plotted on a small sheet.
4 in. x 6 in., on which is also plotted the curve of over-
charge readings taken at the end of the week (Fig. 3).
Red ink is used for p. m. readings and black ink for a. m.
readings. The overcharge given to the batteries at the end
of each week is continued until the pilot cell shows the

INDIANA UNION TRACTION COMPANY.
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Any cells which appear defective are inspected later by a
special battery man who is employed to clean and renew

INDIANA UNION TRACTION COMPANY.
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plates and do other heavy
S Y maintenance work at any of
w Lo | om | oer | o Jume the substations where he is

needed. The complete battery
‘record also includes at the top
a statement of the number of
cells watered during the week,
the number inspected with
battery lamp and the number
probed. This work is done by
the station attendants. Dis-
tilled water in barrels is sup-
plied from the power house
as required and acid of suit-
able gravity is furnished from
the general store house by the
company’s freight car.

In addition to these battery

oA noow ae or w0 fwomenr

reports the substation attend-
ants send to the superintendent
of power a daily log of the
station showing the operation
of all of the apparatus, Fig. 6.
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same gravity for six consecutive readings taken 10 minutes
Before and after the overcharge the gravity of
every cell is read and recorded on the form shown in Fig. 5.

apart.

Kilowatts, Time

Spaces are provided for re-
cording the time in and out of
each rotary, battery, booster
and feeder line, power con-
sumption and line voltage, con-
dition of pilot cell of storage battery at hourly readings,
circuit breaker openings with time and cause and remarks
concerning any unusual circumstance arising during the

Ampiere. Tune
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time covered by the report. The columns for recording
circuit breaker openings are especially valuable in tracing
delays due to interruption of power supply.

A power station operating report somewhat similar to
the daily substation report is also made out and sent to the
superintendent of power each day, Fig. 7. On the back of
this sheet a record is kept of circuit breakers opening on
any of the transmission lines. This is a check on the sub-
station reports giving the same information. Any serious
failure of transmission lines usually opens the circuit break-
ers in the power house. They are closed at the end of two
minutes and if they then fail to stick and the cause is ap-
parently due to some line failure the switchboard operator
gets the general telephone line paralleling the circuit in
trouble and calls all substation attendants on that circuit
by four rings. They report consecutively as called by
name, and if the trouble cannot be located at once the
switchboard operator gives the proper instructions for
making such tests as are necessary. s soon as the trouble
is located, if due to failure of the line, the nearest main-
tenance crew is reached at the next reporting time and sent
to repair it.

From the linemen’s, substation and power house daily
reports the superintendent of power makes up a condensed
daily report to the general manager, as shown in Fig. 8.
On this is given, besides the power house data, any special
maintenance at substations, record of high-tension interfer-
ences, emergency or construction work by linemen, record
of trolley wires down with time reported and repaired and
test report of all telephone lines, which test is made every
morning by the telephone operator at 10 o'clock.

Acknowledgment is due to G. H. Kelsay, superintendent
of power, for the information from which this article was
prepared.

—.......,
AN ELEVATED RAILWAY ACCIDENT IN CHICAGO

A three-car south-bound train on the South Side Ele-
vated of Chicago was derailed on the morning of April 7
at a point about 300 ft. north of the Fortyv-third Street sta-
tion. The forward car left the structure and fell to the
ground, but the two rear cars remained on the tracks.
None of the 20 passengers in the first car or the motor-
man was fatally injured, although all of them were badly
shaken up and bruised and cut. The accompanying illus-
tration, which is reproduced through the courtesy of the
Chicago Daily News, was made from a photograph taken
a few minutes after the accident and shows the position
and condition of the derailed car.

The accident occurred at a cross-over where the three-
track structure to the north narrows to a two-track struc-
ture. The train left the Indiana Avenue station, the next
station north of Forty-third Street, apparently in good
condition. No indication of derangement of any part of
the equipment was noticed by the motorman until the front
end of the forward car suddenly lurched outward as it
reached the cross-over and fell clear off the structure as it
dropped end-on to the ground. Both trucks of the car fell
to the ground with the body, but fortunately the coupling
broke between the first and second cars. None of the
passengers in these cars was injured.

The motorman of the derailed train estimated the speed
at the time of the accident at about 15 mu.p.h., but it is
probable the speed was nearer 20 m.p.h. A careful inves-
tigation into the cause of the derailment showed that one
of the motor casings on the forward truck dropped down
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and lifted the truck entirely off the rails as the cross-over
was reached. The deck of the elevated structure is laid
with outside timber guard rails 6 in. x 8 in. and inside
wooden guard rails 6 in. x 6 in. At the cross-over the
inner guard rails are, of course, omitted. Marks on the
inner guard rail, showing that the motor casing had
dropped and was dragging along its top surface, were found
beginning just south of Indiana Avenue station. When
the inner guard rail terminated at the cross-over the casing
dropped on to the ties and struck the track rails of the
cross-over with such force as to lift the forward truck and
throw it out against the outer guard rail. The guard rail
at this point was sound and in good condition, but it was
struck with such force and at such an angle by the wheels

DERAILED ELEVATED CAR IN

CHICAGO.

of the truck that enough of it was torn away to allow the
truck to fall to the ground. The rear truck ran along
about 50 ft. beyond the cross-over before leaving the rails
and plunging over the edge of the structure.

The forward car in falling assumed a vertical position
with its front end buried in the ground of an unpaved arca
below. The strong construction of the car undoubtediyv
prevented any loss of life, as the front platform, although
buried nearly 3 ft. in the ground, was almost undamaged
except for bent guard rails and gates. The body was not
structurally injured, the damage being principally broken
glass and scratches on the wood work. The car was one
of the older reconstructed type, 46 ft. long, with wooden
underframe and steel I-beam platform framing. These
platform sills received the full force of the 2o0-ft. fall as
the car hit end-on, but they were only slightly buckled.
In clearing the wreck the derailed car was lowered to the
ground, but it will be raised to the structure later and sent
to the shop for repairs.

R 2 21
The Coney Island & Brooklyn Railroad, which proposes
to build its line between Prospect Park and Coney Island,
five miles distant, is secking permission to convert the track
into a “park bed” Dy sodding between the tracks. The
purpose is to better the appearance of the roadway and to
make it impossible for teams to use the tr21cl<é, Coney
Island Avenue, on which the line runs, being very wide.
Building according to the new plans will also permit high-
speed service between the Park and the Island. The cost
of the proposed “park” is estimated to be $278.000.
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COMBINED RAILWAY, LIGHTING AND EXHAUST-STEAM
PLANT

BY JUDSON H. BOUGHTON

The economy of operating electric railway and lighting
systems from one generating station has long been known
and is being realized in a constantly increasing number of
installations throughout the country. The further possibilities
of combining these and other fluctuating loads to secure a
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more nearly constant station output, and of the utilization
of exhaust steam, are well illustrated by the results of a
test conducted by the writer and an associate during the
coal strike and famine of 19o2-3 of a power plant in central
New York. The installation was designed to serve a street
railway, an electric light and power company and a manu-
facturing concern and the test was made to settle a con-
troversy as to the proportionate amounts of power and of
fuel to be charged to each of the three accounts.

The steam generating equipment. includes six Wickes
hoilers, hand fired, arranged in three batteries of two boil-
ers each and served by three steam feed pumps and a
blower, forced draft being necessary with the grade of coal
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DIAGRAM SHOWING RAILWAY LOAD

used. One 13-in. main carries the steam to the engines at
the power house and one 14-in. pipe is utilized to conduct
the exhaust steam to the apparatus of the manufacturing
company which is also directly supplied with live steam by
one 6-in. and one 4-in. main. In the manufacturing plant,
which is located some 400 ft. from the boiler house and
about the same distance from the power house, the exhaust
steam is utilized for the evaporation of brine in the manu-
facture of salt. The conditions are such that all of the
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exhaust steam produced in the power plant can be utilized
as produced, irrespective of the character of the power plant
load curve. Such additional steam as is required at any
period of the day in the manufacture of salt, is obtained
directly from the boiler plant as live steam. The power
plant proper is equipped with three direct-connected hori-
zontal units consisting of a pair of simple non-condensing
Russell engines, and a rotating field, 400-kw, three-phase
Westinghouse generator.

Current is generated at 2400 volts, at which pressure it is
transmitted over separate lines to substations located in the
distribution centers, where it is transformed by rotary con-
verters and transformers to pressures suited to the require-
ments of the railway and the light and power companies.
A steam direct-connected exciting set for starting purposes
and an induction motor-generator exciting set together with
proper switchboards and measuring instruments are in-
cluded in the station equipment.

In designing the installation to handle satisfactorily the
various loads with maximum commercial efficiency, provi-
sion was made for carrying the street railway and the
power and lighting loads separately during that part of the
day when more than one engine-generator unit would be
required, the advantage of simplicity and better regulation
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being greater during that period than that to be secured by
combining all loads and operating the generators in parallel.

By reference to the accompanying load curves which are
typical of the service indicated, it will be seen that the
entire railway load and the small power and lighting loads
from 6 a. m. to about 7 p. m., aggregating 300 kw as a
maximum, is carried by one unit. About 7 p. m. the incan-
descent and arc light load becomes heavy and is carried by
one unit, while power for the railway is furnished by a
second unit about 11 p. m., when both loads decrease suffi-
ciently to be carried again by one unit. The railway load
between 7 p. m. and 11:30 p. m. is seen to vary with char-
acteristic irregularity from 100 kw to 250 kw, during which
period the combined arc and incandescent load reaches a
maximum at 8 p. m. of 250 kw. The station load curves
reaches a maximum of about 500 kw at 8 p. m. from a mini-
mum of 50 kw at 5 a. m., the mean total station load for
twenty-four hours being 250 kw.

After performing its work in the engines the steam as
exhaust is sent to the apparatus of the manufacturing plant
where its value is determined by the heat units it still con-
tains. The calorimeter tests made at regular intervals in-
dicated the quality of steam to be 94.6 per cent at admission
and 81.1 per cent in the exhaust so that although with its sim-
ple non-condensing engines the station showed an apparent
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consumption of 30.96 lb. of steam per indicated hp-hour, or
8.67 1b. of coal per kw-hour, proper allowance for the heat
units returned and actually utilized for manufacturing pur-
poses reduced these figures to a steam consumption of but
5.58 lb. of steam per ihp-hour or 1.62 lb. of coal per kw-
hour. These figures represent the average results through-
out the test, which was continued for 24

hours, the readings being taken at inter- i
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NEW INTERURBAN STATION AT DECATUR, ILL.

On March 10 the Illinois Traction System opened a new
interurban terminal station at Decatur, 11l.  The interurban
business was formerly handled at the city transfer station
in the Public Square. The facilities here were not ade-
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of communities and of utilizing such re-
sources and adapting such apparatus and
systems of distribution as will produce
maximum commercial efficiency, is well
worthy of the further consideration of
promoters and engineers.

Muin St.
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CONEY ISLAND & BROOKLYN ASKS PERMISSION FOR
NEW BOND ISSUE

The Coney Island & Brooklyn Railroad Company has
made application to the Public Service Commission for per-
mission to issue additional bonds of the par value of $462,-
000, secured by the consolidated mortgage authorized in
December, 1904. The purposes of the issue are to pay the
estimated cost of the reconstruction of the railroad on
Coney Island Avenue from Prospect Park to Coney Island,
given as $278,000; to pay the balance of the cost of 10 new
cars, given as $30,000, and to defray the rest of the cost
of reconstruction of the company’s power system over the
moneys raised therefor by sale of stock, given as $82,973.
The application states
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OF INTERURBAN STATION AT DECATUR

quate and the company purchased an old brick building
at the corner of Wood and Water streets, a block south of
the Public Square, which it remodeled into an attractive
and convenient terminal station. Three divisions of the
electric traction system run into Decatur, from Champaign
on the east, from Bloomington on the unorth and from
Springfield on the west. The present schedules require 12
in-bound and 12 out-bound trains on the Champaign divi-
sion; 18 in-bound and 18 out-bound trains on the Spring-
field division, and 16 in-bound and 16 out-bound trains on
the Bloomington division, a total of 46 in-bound and 46
out-bound regular passenger train movements in each 24
hours.

The accompanying plan shows the general layout of the
new station, and its interior and exterior appearance is
shown by the illustrations from photographs. The building

@ ———————— =

that it was intended
to meet the cost of
most of the improve-
ments out of the pro-

ceeds of the sale of
capital stock, which
was increased in 1907
from $2,000,000 to
$3,000,000. Since be-
ginning  the work,
however, it has been
found that the cost
was underestimated.

The proceeds from
the sale of the capital
stock amounted to $983,900. Out of this amount the com-
pany's floating debt of $326,920 has been paid.

It is officially announced by thc New York, New Haven
& Hartford that it has now 83 trains in opcration electri-
cally on week days between New York and Stamford, and
33 on Sunday. Before July 1 it will have its full comple-
ment of new electric engines, and then all trains bctween
the two points will be operated by electricity,

EXTERIOR OF INTERURBAN STATION AT DECATUR

1s a low one-story brick structure with a wooden roof. In
remodeling it, it was extended about 20 ft. to the south,
in order to make room for four tracks. The south end
of the old roof trusses are carried by a row of wooden
posts between the third and fourth tracks. The exterior of
the building is painted light vellow with dark-green trim-
ming, which is the standard building color of the IHlinois
Traction System. The interior is painted white.

The track arrangement shown on the plan has bcen de-
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signed for through movements on the north track and for
storage of layover cars on the three south tracks. A re-
pair track with a depressed pit 60 ft. long has been built
south of the building. The entire west end of the train
shed is open; but in the east end there is only one opening
for the through track. Large windows in the east and
south walls provide ample light in the day time, and at
night the train shed is lighted by five enclosed arc lamps
suspended from the roof trusses. The trolley wires are
carried on triangular wooden hangers suspended from the
roof trusses also. The floor of the train shed is paved with
cinders with the exception of a cement platform 20 ft.
wide which connects the concourse along the south side
of the waiting room with all of the tracks in the shed.
The concourse is paved with cement and is 16 ft. wide.
Two wide-swinging doors connect it with the waiting
room and doors are also provided in the ticket office, bag-
gage room and train dispatcher’s office. The local super-
intendent has an office 19 ft. x 16 ft. in one corner of the
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west of the station. A trainmen’s room has been provided
in a separate building west of the alley.

&-
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RESULTS OF TESTS ON SEVERAL GRADES OF FUEL
IN A PRODUCER GAS POWER PLANT

The accompanying table, published by permission of the
director of the United States Geological Survey, shows the
results obtained on a wide range of fuels tested by the
technologic branch of that department, under the direction
of Joseph A. Holmes, expert in charge, and Robert Hey-
wood Fernald, engineer in charge. These tests were made
at St. Louis, Mo., at the fuel testing plant which was lo-
cated on the grounds of the Louisiana Purchase Exposition.
At the time this plant was erected there were but few gas
producer plants in the country burning any class of bitu-
minous coals, and many prominent engineers were in doubt
as to the possibility of operating a gas engine on gas pro-

duced from coals such as are mined

in the Central and Western States.

This branch has done a valuable
service to the country in demonstrat-
ing the possibility of burning nearly
all classes of low-grade fuels with
good economy. As will be noted in
the table the poorer coals required a
correspondingly greater quantity of
the fuel to produce a horse-power.

The equipment used was a 250-hp
pressure producer with a centrifugal
tar extractor and gas holder. A
235-hp three-cylinder vertical gas en-
gine belted to a generator produced
power which was measured by elec-
tric instruments connected with the
switchboard. As will be seen, the re-
sults obtained are much better than
those from steam plants of corre-
sponding size.

Of the four Pennsylvania coals

' INTERIOR OF NEW STATION AT DECATUR.

building, and adjoining it is the train dispatcher’s office.
The waiting room is 73 ft. x 20 ft. and is finished with a
dark oak wainscot 3 ft. high, above which the walls are
calcimined a light salmon color. The ticket office is at
the west end of the waiting room. At the west end of the

tested, two came from the lower Kit-
taning bed, one from the lower Free-
port and the fourth from the Pittsburg bed.

Of the West Virginia coals, one came from the Ansted
bed, another from the Eagle, both of these being mined in
the New River district, a third from the Pittsburg and the
fourth from the Keystone bed. :

TABLE OF DATA AND RESULTS ON REPRESENTATIVE FUELS BURNED IN A PRODUCER GAS PLANT AT THE FUEL-TESTING
PLANT OF THE TECHNOLOGIC BRANCH, U. S. GEOLOGICAL SURVEY.

Cu. ft. standard gas
B.T.U. per pound produced per B.T.U. per cu-|Pounds of equi-
FUEL Proximate analysis per cent. of fuel pound of equiva- | bic ft. of stand- | valent* fuel per
lent* fuel consumed ard gas B.H.P. Hr.
by producer plant
Moisture | Volatile matter | Fixed carbon| Ash | As fired Dry Asfired | Dry As fired | Dry
Florida peat SR E G ¥ RS s 21.00 51.72 22.11 5.17 8.127 10,289 28.5 36.1 175.2 2ot 2.03
Average of four lignites. . ....... 35.05 28.96 2772 8.27 7,164 11,038 26.3 40.3 169.9 2.43 1.73
Average of four Illinois coals.. .. 11.51 31.81 43.46 13.22 10,651 12,030 49.6 | 56.1 153.2 1.66 1.47
Average of four Penna. coals. ... 3.47 19.68 67.31 9.54 | 13,651 14,136 71.4 740 141.6 1.16 1.12
Average of four W. Va. coals 2.47 32.12 60.24 S.17 14,248 14,610 71.5 79.5 149.6 1.03 1.00

* Equivalent fuel includes that used in the producer, and also the amount required to generate the steam necessary for operating the producer.

building is the baggage room, 20 ft. x 28 ft. An elevated
loading and unloading platform extends into the baggage
room and outside of the building so that baggage can be
loaded or unloaded from wagons driving into the alley

As will be seen, the moisture varied from 33 per cent to
nearly 2% per cent, the volatile matter from over 5I per
cent in the case of peat to about 19.7 per cent, and the fixed
carbon from 22.IT per cent to 67.31 per cent.
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OPENING OF THE EXHIBITION OF SAFETY DEVICES

The exhibition of safety devices, which is being con-
ducted at 231 West Thirty-ninth Street under the auspices
of the American Institute of Social Service, was opened
April 13. On April 11 the management gave a private
view for the exhibitors and their friends. Speeches on
the importance of safety devices were made by Walter C.
Kerr, Prof. F. R. Hutton, W. H. Tolman, Dr. Josiah Strong,
Prof. Lucke, of Columbia University, and Charles Kirch-
hoff. The exhibition will remain open about two months.
Particulars of some of the exhibits follow:

The Pennsylvania Railroad is making an exhibit of its
emergency devices for use in case of accidents or sudden
sickness. The service was instituted about four years ago
in connection with the voluntary relief department of the
company, which is a benevolent organization conducted by
and for the employees, but with the financial assistance and
sanction of the company. The force of the relief depart-
ment includes some 70 physicians, who are employed ex-
clusively by the company and who give instruction to the
men in supplying first aid to the injured. These lectures
were begun ‘Oct. 1, 1904. Up to the present over 400 lec-
tures have been given and over 20,000 men have been
instructed in the work. The practical results have been
very satisfactory, and during 1907 47,985 cases were
rreated.

The emergency outfit, as shown at the museum, consists
of a collapsible stretcher, or cot, and a sealed metal emer-
gency case. The collapsible cot weighs 40 Ib. and makes
a roll when folded up 6 in. in diameter and 45 in. long. It
consists of two side poles of ash, each in two sections,
which can be joined by malleable castings and are
connected by pieces of canvas. The cot is supplied with
supports so that it can be set on the floor or ground. One
of these cots is carried in every baggage car of every train
on the railroad. Others are placed in every telegraph
tower, in every freight and passenger station and at other
places where their use might be required. The emergency
case consists of a sterilized tin box containing six emer-
gency packages which are wrapped in moisture-proof cover-
ings and sealed. Each package contains a triangular
bandage of sterilized cloth, a cambric bandage and two
compresses, as well as a printed memorandum of instruc-
tions in giving first aid fo the injured and blanks on which
reports of the accident can be entered and sent to the com-
pany. Fach metal case is contained in a canvas cover, and
they are distributed liberally in stations, baggage cars, tow-
ers, warehouses, etc., and one is carried on every locomo-
In the exhibit at the Museum of Safety Devices the
emergency cases are shown enclosed in thc canvas cover,
removed from the cover and open, the contents of a
package being displayed on a table. The exhibit is in
charge of E. B. Hunt, assistant superintendent of the relief
department, and H. T. Wilkins, chief clerk to the chief of
motive power of the Pennsylvania Railroad at Philadelphia.

The Automatic Gate & Signal Company, of New York,
shows a model about 12 ft. long of an automatic gate for
railroad crossings which closes at the approach of a train
and opens after the train has passed. At the same time an
alarm signal bell is rung. Power for operating the gate is
furnished either by storage batteries or direct supply. The
actuating relay is thrown by current taken from an insu-
lated section located usually about 2 miles from the cross-
ing. The alarm gong starts to ring about 6 seconds before
the gates descend. The latter are jointed so that if a team

tive.
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is caught on the track it can drive out, but no team can
drive on to the crossing after the gates are down.

E. H. Edwards and P. S. Scanlan, of New York, show a
model of folding and disappearing gates for station plat-
forms. These gates are designed especially for crowded
platforms, such as on subways and elevated railways. For
such places three openings are recommended, one for exit
and two for entrance. The latter are provided with rolling
gates which fold inside of supports when not in use. A
guard stationed at the exit opens these gates for the enter-
ing passengers after the leaving passengers have passed
through the exit.

The Pay-as-You-Enter Car Company, of New York, has
on exhibition a mutoscope showing views of pay-as-you-
enter cars in use.

The United States Engineering Company, of Philadel-
phia, exhibits a model of the Nachod automatic signal for
electric railways. This signal has been described in these
columns and is arranged with a counting mechanism, so
that any number of cars up to 15 may enter a block
in succession, and are counted as they pass out of the
block, so that no car can enter in the opposite direction until
all cars have passed out and the block is clear.

The Quincy, Manchester, Sargent Company, of New
York and Plainfield, N. J., exhibits a Stanwood steel step
as well as a non-slipping step and floor. The latter is made
of steel strips like the Stanwood step, but the interstices
are filled with cement to make an even floor for cases where
such a construction is desirable.

Louis Dube, of Albany, is exhibiting a new type of
railroad spike in two parts. One is about the size and
shape of the ordinary spike, but has an enlarged neck and
its shank is notched on the side nearest the rail. After this
spike has been driven in place a thin key or wedge is driven
behind it, holding the main portion firmly in position. The
inventors claim that the spike will not be loosened by vibra-
tion of the rail, and being held in position firmly there is
less likelihood of wear between the base of the rail and the
neck of the spike. The enlarged neck gives a shearing
surface practically double that of the ordinary spike. The
Dube spike can be redrawn by first taking out the key, after
which the remaining portion will slip out of the hole.
Spikes of this kind have been installed on the New York
Central and Union Pacific railroads and are to be put on
trial on the New York, New Haven & Hartford and the
Pennsylvania railroads.

The Yale & Towne Company is exhibiting a safety hoist.

The Carey Automatic Coupler Company, of Chicago, is
exhibiting a model of its combination automatic car and
train pipe coupler such as used by the Aurora, Elgin & Chi-
cago Railway. The head can be released by a crank,
operated by the hand or heel.

Charles M. Jacobs, of Jacobs & Davies, engineers of the
Pennsylvania and the Hudson and Manhattan tunnels, has
loaned the museum a model of the tunneling shield used in
that work.

L. S. Treadwell, of Albany, is making an exhibition of a
new type of running board for open cars. This board is
not continuous along the length of the car, but consists of
a series of lateral steps, so that while no more space is
taken on the side of the car than with the ordinary running
board, an extra step is provided for passengers before they
reach the level of the car floor.

Westinghouse, Church, Kerr & Company exhibit a num-
ber of photographs of the work being carried on by them in
the Pennsylvania terminal and elsewhere.
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The Niles, Bement, Pond Company, of New York, has
at the museum an interesting line of photographs of its
tools and shops. A similar exhibit is made by the Brown &
Sharpe Company.

The Travelers’ Insurance Company, of Hartford, has a
very extensive exhibit of broken elevator ropes, corroded
boiler tubes and heads, defective clutches and other causes
of accidents, which have been found by the company’s in-
spectors.

The United States Steel Corporation is planning to make
an exhibit of steel props used in coal mines. These devices
will be shown in a full-sized model of a coal shaft 16 ft.
long, 8 ft. wide and about the same in height. The appear-
ance of the interior of the mine will be carefully simulated
in papier maché, and a miner will be at work to make the
exhibit more realistic.

THE EQUITY OF IRREGULAR FARE LIMITS

In connection with various legislation recently pending
in Massachusetts the point was raised by the Public Fran-
chise League of Boston that the present g-cent territory
in the Boston district is unscientific and inequitable because
of its irregular limits. It is claimed that to be able to
travel a long distance in a certain direction for § cents and
to have to pay Io cents for a ride of not half that length
in another direction is an unjust state of affairs. To a
certain extent this may be true in an extreme case, but a
very broad principle is involved here which ought to be
considered in dealing with cases of this kind.

The irregularity of the 5-cent fare limit in most Ameri-
can cities is primarily due to the fact that as these com-
munities grow the local street railways expand with them
and sometimes before each important increase in popula-
tion or area. Franchise conditions sometimes confine a
traction company to the limits of a single town, and in
all such cases it is obviously impossible for the maximum
ride on each route for a single fare to be a constant quan-
tity. As some routes are inevitably longer than others,
the cost per mile to the passenger is bound to vary. Few
cities expand at the same rate in all directions, and fewer
still develop the same population density in the different
directions of expansion. It naturally follows that different
lines vary widely in earning capacity and cost of operation,
and the service that can be given to the public with
reasonable profit cannot in fairness be the same on all
lines. It is usually the case that the fare is the same
throughout the entire urban system of a single company,
and the fact that this includes both long and short rides is
rarely considered a disadvantage under American con-
ditions.

To a very considerable extent it is a misfortune that
urban fares have no elasticity, at least from the standpoint
of operating cost. The extension of lines and transfer
facilities during the past decade has actually resulted in a
net lowering of fares to the public, considering the dis-
tances traversed. Precedent is strong in favor of retain-
ing the flat rate in urban transit over the lines of a single
company, and as long as this view prevails, it is difficult
to see any cause for agitation on account of a mileage dis-
crepancy between different routes. Even in cases that in-
volve a trip over more than one system, it is hard to see
any injustice in the fact that on one direction the maximum
distance that can be covered on a single fare happens to be
very much less than what obtains in another direction. No
sensible person expects the same frequency of service to be
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maintained on all lines, regardless of their traffic density,
and there is certainly no reason why the cost of service to
the passenger should be the same in all directions in and
out of a city where several different towns and perhaps
two or three companies are involved. On the north side
of a city the density of population may be so high that a
very much shorter headway can be maintained than on the
west or south, and where more than one road is concerned,
it may easily be fair to charge at different rates for the
same distance out of the metropolitan center. An arbitrary
zone system is more likely to produce approximately the
same rate per mile over a large area, but there appears
to be little evidence that the zone system is desired in either
the city or the shorter suburban service of this country,
considering the zone as an area included within a circle
or parallel circles drawn about a common center.

&
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REPORT OF NEW JERSEY RAILWAY COMPANIES

The report of the State Board of Assessors of the State
of New Jersey, which contains the returns of the electric
railway companies for the year ended Dec. 31, 1907, has
just been published. The board calls for the amount of
capital stock issued and actually paid in; amount of funded
debt and other debts; cost of road, expenditures for repairs
all expenditures for operation, superinten-
dence and management; income from passengers, freight
and other sources, and amount of dividends. The follow-
ing table is made up from the operating reports shown:

OPERATING REPORTS OF NEW’ JERSEY COMPANIES

during year;
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Atlantic City & Suburhan $64,760 $65,581 $4,570 2,457
Atlantic Co§a<t Elec. Ry.. 295,372 306,375 49,479 89,623‘%60 000
Bergen Turnpike,........... 98,202 113,958 74,580
Bridgeton & M]llvllle Traction 123,728 130,605 25 261 68,618 14 000
Burlmgton Coiinty! Ry saieas 54,492 55,045 Gl 5
Camden & Tremon Rv ...... 168,229 170,048 ..
Cape May, D. B. & S. P. R. 15,310 21,376 23, 700
Central Passenger Ry ....... 31,801 32, 094
Easton & Washington Trac.. 52,546 57 opgo
Five-Mile Beach El. Ry 36,283 37,4/5 943 19,128 7,680
Hudson River Trac 92,616 94,967 16,018 50,640 ...
Jersey Central Tra 84,780 88,270 16,286 69,151
Millville Trac..... 36,899 37,187 13,205 23,975
[lonmouth County E oo 81,925 83,500 20,370 53,660
Morris County Trac........ 66,845 67,001 8,218 38,745 NP
N. J. & H. R. Ry. & Ferry.. 290,024 389,341 45,848 139,050 39.000
N 86 Pa. Trac. .o ... el 05,015 95,247 12,021 3.95
New Jersey Rapid Transit. 3,088 365 3711
Ocean City Elec. R. R...... 12,688 12,813 1,182 7,250
Ocean Street Pass. Ry...... 3,187 3,219 1,274 2,397
Phillipsburg IHorse Car R. R. 54,074 54,245 8,168 48,724
Point Pleasant Trac........ 8,803 10,303 .3
Public Service Railway..... 10,376,073 10,468,800 6,206,684
Trenton & New Brun’k R. R. 36,149 56,680 46,726
Trenton Street Ry.......... 525,511 528,325 290,414 59 928
o
4

MEETING ON PRESERVATION OF NATURAL RESOURCES

Under the auspices of the American Society of Mechani-
cal Engineers, a general meeting of the engineering pro-
fession was held at the Engineering Societies Building,
New York, on April 14, to consider the conservation of
the natural resources of the country. The presiding officer
was J. W. Lieb, Jr., of the New York Edison Company.
Addresses were made by W. J. McGee, LL.D., chief of the
Bureau of Soils and secretary of the Inland Waterways
Commission, Washington, D. C.; Prof. W. F. M. Goss, D.E.,
Dean of the College of Engineering, University of Illinois;
Prof. George F. Swain, LL.D., director of the Department
of Civil Engineering, Massachusetts Institute of Technol-
ogy, and Henry S. Pritchett, Ph.D., LL.D., president of the
Carnegie Foundation for the Advancement of Teaching.
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VENTILATION SYSTEM IN THE NEW YORK SUBWAY

The introduction of ventilating systems in the North
and East River tunnels makes appropriate at the present
time a short account of the system of exhaust ventilation
employed in the Manhattan Subway system of the Inter-
borough Rapid Transit Company. This system was intro-
duced during the summer of 1906 principally to lower the
temperature at the subway stations, as previous bacterio-
logical examinations of the air had indicated that its re-
newal was not necessary from a sanitary standpoint. The
ventilation. system was employed with very satisfactory
results during the summer of 1907 and was designed on a
basis of removinig all of the air from the subway every
half hour through chambers located midway between the
stations, thereby inducing an inflow of fresh air at the
stations.

The portion of the subway so equipped is that between
the Brooklyn Bridge and Ninety-sixth Street stations.
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creased from 4792 sq. ft. to 8933 sq. ft.,
cent more arca was provided.

The fan equipment installed consists of 235 \merican
blower exhaust fans, varying in size from 3 ft. to 7 ft.
diameter of wheels and generally direct driven. The units
were duplicated as far as possible and are supplied with
power from a special cable. The combined capacity of the
fans at normal speeds exceeds ggo,000 cu. ft. per minute
and at maximum speed about 1,230,000 cu. ft. per minute,
thus giving an air change in from 15 to 19 minutes.

The most interesting feature is, perhaps, the cooling
plant installed at the Brooklyn Bridge station and shown
in the accompanying engraving.

This plant consists of two units, one on the east and one
on the west side of the stations. FEach unit consists of
two artesian wells, from which water is pumped by elec-
trically driven triplex pumps through a bank of pipe situ-
ated on the unused local platform on each side. This bank

or about 87 per

This comprises about 6% miles of subway with 21
stations having 109 stairway openings aggregating
4792 sq. ft. area. Between Brooklyn Bridge and
Columbus Circle the openings from the subway av-
eraged I sq. ft. to every 4800 cu. ft. of interior 'space.
Above Columbus Circle the average was only 1 sq. ft.
to 9200 cu. ft., although this latter section has 17 ven-
tilating openings between stations with a total area of
1734 sq. ft., while below Columbus Circle there were
no openings between stations when it was constructed.
These ventilating areas added to the stairways made
a total of 2656 sq. ft., or 1 sq. ft. to 3200 cu. ft. of
interior volume, which was about 50 per cent greater
ratio than that on the lower end of the subway.

Two systems of mechanical ventilation are provided
—automatic louvres and exhaust blowers. The former
are operated entirely by the movement of the trains.
They open outwardly and are so balanced that they al-
ways remain closed except when the air pressure inside
is greater than that outside. As a train approaches the
openings in which the louvres are placed, the air pres-
sure forces them open, in which position they remain until
the train passe$, when they immediately close. To supplant
the air thus forced out, fresh air rushes in at the station
openings. The amount of air moved is, of course, entirely
dependent upon the frequency of the trains, but it has been
found the volume amounts to an average of 19,000 cu. ft.
per minute through 100 sq. ft. of louvres between the hours
of 6 a. m. and 8 p. m.: an average of 14400 cu. ft. per
minute between 8 p. m. and 1 a. m., and 4800 cu. ft. per
minute between I a. m. and 6 a. m.

These louvres alone would be sufficient for all needs of
ventilation, as the:volume moved is in direct ratio to the
number of trains operated, hence to the number of pas-
sengers carried. It does not, however, produce sufficient
circulation to properly cool the subway in summer, espe-
cially as it becomes less effective as the traffic becomes
less, and it would leave the heat stored up inside all night.
It was therefore “decided to supplement the system by
exhaust fans dri{x{e}} by motors to maintain the circulation
when the trains;are not in operation, to cool the subway
during the nigh't‘;,ﬁy circulating the cool air of the carly
morning hours w;hesﬁ the traffic is le'ast, and in case of emer-
gency to clear ':g\yh'y the smoke from a train which had
been stalled. /[l

To facilitate tﬁé‘,‘ipﬂow of fresh air at the stations vault
lights were remo";’wk;l at various places and gratings substi-
tuted until the a‘g';gijegatc net area of air openings was in-

INTERIOR OF

BROOKLYN
SHOWING

BRIDGE STATION OF
VENTILATION FANS

SUBMWAY:

of pipe is inclosed in a galvanized iron casing which has
an inlet at one end connected to the discharge of two elec-
trically driven fans delivering about 75,000 cu. ft. of air
per minute for each unit, or 150,000 cu. ft. of air per min-
ute for the entire station. These fans discharge directly
over the station platforms.

The fan equipment of the Hudson & Manhattan Railroad
Company, which is also to employ artificial ventilation,
includes two 18o-in. plate fans, each driven by a ss5-hp
motor, two I40-in. plate fans with go-hp motors, two 110-in.
plate fans, four roo-in. plate fans and two g6-in. cone fans,
all supplied by the American Blower Company.

@
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The Chicago City Railway Company has put into service
50 new pay-as-you-enter cars on its State Street line. This
makes 300 pay-as-you-enter cars which the company has in
operation in addition to 100 more which it has under con-
struction.

@
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It is stated that the Brooklyn Ferry Company, which
operates a number of ferries between New York and Brook-
lyn, will abandon certain of its lines, disposing of its wharf
property to a large terminal company. Redistribution of
traffic following the operation of surface cars over the
Brooklyn Bridge, the opening of the Williamsburg Bridge,
the operation of the New York subway and the tunnel to
Brooklyn are cited as affecting the ferry traffic.



646
BALANCED SPRING HARP

A balanced spring trolley harp which is simple in its de-
tails is being made by the United Copper Foundry Com-
pany, of Boston, Mass. The
harp has a flexible washer and
contact which are combined.
The elliptic springs are fitted
over the pinion on either side
between the wheel and are held
in place merely by inserting the
end through a projection on the
inside of the harp below the pin-
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ELECTRIC LOCOMOTIVES FOR INDUSTRIAL HAULAGE

The use of electricity as a motive power in surface and
industrial haulage is strikingly illustrated in two types of
electric locomotives recently built for the Carnegie Steel
Company and the Illinois Tunnel Company by the Bald-
win Locomotive Works and equipped with electrical ap-
paratus supplied by the Westinghouse Electric & Manufac-
turing Company. The locomotive for the Carnegie Steel
Company is one of two in service at the company’s Ohio
works. It is of the mine type, built for standard-gage
track and fitted with a cab. The width over all is 7 ft. 1
in., the height to top of cab Io ft. and the length 10 ft. 8 in.

No. 16.

SPRING HARP

L

1on. The springs are said to give perfect action and at the
same time afford the wheel a maximum of play. In addi-
tion to the harp the company makes copper wheels and
high-speed bushings.

&

THE ROOKE SYSTEM IN DES MOINES

The Rooke system of collecting and registering fares was
adopted last Thursday by the Des Moines City Railway
Company, of Des Moines, Ia., for its University Avenue
line. The system has been in use in Providence and
other eastern cities for some time, and as explained in a
description in the STREET RaiLway JourNAL for July 13,
1907, is giving satisfaction. The Des Moines Company,
to facilitate the use of the system and for the con-
venience of its patrons, proposes to adopt an alumi-
num fare check which will be issued in neat holders.
Transfers will not be registered. The plan under the Rooke
system is to assign a register to a conductor for a day, to be
turned in by him with his collections and trip reports.
Thus the record of one register does not have to be checked
up .with the reports of several conductors and the work
of the auditing department is greatly simplified. .

o i e R e i SR SIS B R
PLAN AND ELEVATION OF LOCOMOTIVE FOR ILLINOIS TUNNEL

-3 rubberhase
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The total weight of the locomotive is approximately 40,000
lb. The frames are of cast iron, placed outside the wheels
and supported on coiled springs placed over the journal
boxes. The bumpers are also of cast iron, machine fitted
to the frames and supplied with automatic couplers. The
wheels are 30 in. in diameter. They are steel tired with
cast-iron centers and are spaced 4 ft. 1o in. apart. The
journals are 424 in. x 8 in. The locomotive is equipped
with both hand and air brakes, the air compressor being
placed in the cab. The two motors are classed as No. 102B
and are each of 75 horse-power. They are inside hung.
This necessitates a comparatively long wheel base, but re-
sults in greater stability and better balance. The equipment
i1s wired for metallic return and the two contact shoes are
supported on a frame mounted on the cab roof. Electric
headlights and cab lights are provided.

The locomotive for the Illinois Tunnel Company is one
of 25 recently built for underground haulage in Chicago.
The mine type is conveniently used for such service, and
the example shown is arranged for single-end operation
and is built for a track gage of 2 ft. The frames are placed
outside the wheels and the bumpers are of channel irop.-
filled in with oak buffers. A radial draw bar with auto-
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matic coupler is provided at each end of the locomotive.
The wheels are 28 in. in diameter, spaced 2 ft. 7 in. be-
tween centers. The journals are 334 in. x 7 in.
proximate weight of the locomotive is 11,000 1b. The elec-
trical equipment includes two No. 155 motors, suitable for
250 volts pressure. They are tandem hung. As they are

ILLINOIS TUNMEL COMPANY,
ol »w
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ELECTRIC LOCOMOTIVE FOR ILLINOIS TUNNEL

suspended in an angular position, a short wheel base can
be used, enabling the locomotive to traverse sharp curves
without difficulty. The brakes are of the screw type, opér-

ELECTRIC LOCOMOTIVE FOR CARNEGIE STEEL CO.

ated by hand. Four sandboxes are provided with spouts
to all wheels. The trolley pole is placed on the center line
near the operating end.

Officials of the United Traction Company, of Reading,
Pa, who have been inspecting the system of the Wilkes-
Barre & Wyoming Valley Traction Company for several
days, were the guests of Mayor-elect Kniffen at the Nesbitt
Theater last- week. After the performance dinner was
scived at the Cumberland'House by E: L. Lindemuth, man-
ager of the claim department of the United''Company.

STREET RAILWAY JOURNAL.
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RECUTTING PINIONS AND MOTOR CASE WELDING AT
THE ANDERSON SHOPS OF THE INDIANA
UNION TRACTION COMPANY

In an article on shop practice at the Anderson shops of
the Indiana Union Traction Company, published in the
STREET RarLway JournaL, Ifeb. 22, 1908, an account was
published of the method of cutting down worn Westing-
house No. 85 motor pinions to fit a Westinghouse No. 56
motor. Through the courtesy of R. C. Taylor, superinten-
dent of motive power, the accompanying data on the cost
are presented.

Turning blank, 1 hour, at 17%% centS.................. $0.17%%

Cutting teeth, 3 hours, at 15 cents..................... 45

Scrap value of worn-out pinion, No. 110, at ¥4 cent... .55
Total cost ...... N $1.17%%

Besides the economical advantage of this practice there
is the additional advantage that instead of having to carry

MOTOR CASES WELDED BY THERMIT

11 different varieties of pinions in stock only four kinds
are now required.
.

GOLDSCHMIDT THERMIT WELDING OUTFIT
The Indiana Union Traction Company has recently pur-
chased a Goldschmidt thermit welding outfit and intends
to use this process where it may do so advantageously in
the ordinary course of its maintenance work. The accom-
panying picture shows a group of motor cases welded by
this process in the company’s shops at Anderson, Ind.

-
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The Toronto Railway Company has recently succeeded in
convicting three men of bringing fake accident claims.
One man was sentenced to two years’ imprisonment, an-
other to nine months, and in the third case sentence was
suspended. Full details of the case have been filed with the
Claim Agents’ Association.

&
@

A collision between two cars of the Washington, Balti-
more & Annapolis Electric Railway occurred April 12 on
a curve near Crownsville about 8 miles from Annapolis.
Eight persons were injured, none of them seriously, how-
ever. The accident is attributed to the fact that a special
was on the switch at Crownsville, the usual passing point,
and that the motorman of the eastbound car mistook this
special for the regular westbound car.
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"PAY-AS-YOU-ENTER CAR SERVICE STARTED IN
NEWARK, N. J.

On April 15 the Public Service Railway Company began
the operation of pay-as-you-enter cars on the Broad and
Clinton Street lines of Newark. The announcement of the
service had been widely advertised to the public through
newspaper articles, folders distributed in the cars and by
large car window posters. At present 50 cars are in
service, but more will be added as rapidly as possible. To
encourage the proper use of these cars the company has
arranged to sell tickets at the rate of twenty-one for $I1, or
106 for $5, from the leading- department stores and other
places in or near the territory through which these lines
are operated. Tickets at this rate have been on sale for
sonie time, but they could be purchased only at the com-
pany's offices.

Owing to the fact that the pay-as-you-enter car does
not differ materially in appcarance to the ordinary observer

STREET RAILWAY JOURNAL.
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The cars have been furnished with buzzers so that the
passengers may indicate their stopping places without
obliging the conductor to enter the car.

TURNSTILE FOR STREET CARS

L. M. Levinson, manager of the Shreveport Traction
Company, of Shreveport, La., has recently invented a turn-
stile for electric cars so that passengers will register them-
selves as they get on the platform or pass into the body of
the car. A plan of a car showing the turnstile in position
is given herewith. That at the left is in the entrance pas-
sageway and that at the right is at the exit. The principal
novel feature of the device is that it oscillates—that is, the
arms pass through an angle of go deg. only instead of 360
deg. After they have made a quarter turn they return to
their normal position. This is necessary, because with the
limited space available on a cgk the usual type of turnstile
could not he used. 1 :

The spring which automatic?fly returns the arms to their

original--position is located in the

base of.fie turnstile, as are also the
devices wWhich make it necessary for
the arms to complete their quarter

7 gy Iz

/; Door
Platform
I’

-

PAN-AEYOULENTER

CAR

from the type of car to which Newarkers are accustomed,
it has been deemed advisable to distinguish them by red
signs. It is likely that the pay-as-you-enter plan will work
out"well in a short time in Newark, because the passengers
are already acquainted with divided platforms and the only
novelties to which they will have to become accustomed
are the method of entering the car only at the rear and
passing into the body of the car through a special door,
and of paying the conductor on the platform. The general
appearance of the car will be seen from the accompanying
view. Longitudinal seats are placed at the ends to mini-
mize congestion at the doorways.

In introducing the new cars to the public the company
announced that cash fares and tickets must be deposited by
the passenger in a glass-covered fare receiver located on
the rear platform inside the dividing bar. The fare thus
placed in the box drops upon a glass slide and remains in
full view of the conductor and passenger until the former,
by operating a lever, drops the fare in a box below. This
receiver is made by the J. G. Brill Company. Transfers
will not be deposited in this receiver, but must be collected
by the conductor, who, after inspection, will register them
as at present. Conductors will also have to register the
fare for cach passenger entering the car except for munici-
pal and company employees wearing badges or other per-
sons éntitled to ride without paying fare. No passenger
will be allowed to remain on the rear platform between the
two dividing bars except while paying fares. If itis neces-
sary to make change for a passenger the conductor will
request him to stand inside the rear railing until he has
cared for those passengers who have the exact 'fare.
Transfers will be issued only on pay;ment of fare.

OF PUBLIC SERVICE CORPORATION

TURNSTILE FOR CARS

turn Dbefore they can commence their return. Tlhe
latter result is secured by providing the base of the
revolving shaft with an internal rack into which two sta-
tionary pawls can engage,’ but only one at a time. Each
prevents the movement of the stile in a different direction
and the proper one is thrown into engagement with the
rack at the end of a complete quarter turn by a lug on the
revolving part of the stile.

The registering device, which can be of any approved
pattern, is set on the top of the stationary stile standard
and 1s operated by a pawl carried within' the revolving hase
of the arms.

&
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Following the refusal of the Senate- Railroads Committee

to vote to report the bill of the Assembly Railroads Com-

mittee, purporting to reduce from 10 to 5 cents the fare
from New York City to Coney Island, Senator McManus
gave notice of his intention to discharge the committee
from further consideration of the bill. The executive ses-
sion of the committee was preceded by a hearing, at which
representatives of the Brooklyn Rapid Transit Company,
Coney Island & Brooklyn Railway Company and Delaware
& Hudson Company, all spoke against the bill. Mr. Hatch,
for the Brooklyn Rapid Transit Company, asked to have
the matter left to the Public Service Commission, First
District. ‘

VS
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The committee on railroads and telegraphs of the Ohio
House of Representatives has recommended the bill, intro-
duced by Mr. Spicer, requiring that interurban railway
companies fence their right of way in districts outside of
cities and towns.
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CONSTRUCTIVE ACCEPTANCE OF PASSENGERS

Several months ago there was discussed in this place the
decision of the Supreme Judicial Court of Massachusetts
in Duchemin vs. Boston Elevated Railway Company (71
N. E. 780), in which it was held that the technical relation
of carrier and passenger does not’commence until a person
has touched the step, or hand-rail;or some part of a street
car, with the purpose of boarding’it. The recent decision
of the Supreme Court of Wisconsin in Karr vs. Milwaukee,

, Traction Company (113 N. W. 62) is based upon a
somewhat similar but essentially distinguishable state of
facts. It appeared that an interurban electric railway
company maintained between its parallel tracks a night
signal device, with direction to passengers to hold up the
handle thereof, and thereby cause a light to appear until a
car came in sight. Passengers only boarded the cars from
the outside rail of each track. It was held that the device
was an invitation to passengers to cross the track to give
the signal and to recross to board the car.

The court directly decided that one, who in good faith
signals in the recognized manner an interurban car, with
a view to board it, which signal is responded to by the
motorman by whistling or setting his brake, is a passenger.
This latter decision brings out what we said was the prin-
cipal significance of the discrimination between ordinary
users of a street and constructive passengers; that is, its
bearing upon the question of contributory negligence. The
rights of the public and of a street car company are con-
carrent in a street, and the carrier owes a duty of reason-
able care to pedestrians to avoid injury to them through
the running of its cars. The company owes the duty of
extraordinary care to its passengers, and substantially this
difference in the grades of care will be indicated by the
greater reliance for protection permissible on the part of a
constructive passenger and the less degree of personal
caution he is required to exercise. Accordingly it was
held in the Wisconsin case that a passenger, who is invited
by the carrier to cross a track in going to or leaving a
car, is chargeable only with reasonable cate, and is not
necessarily guilty of contributory negligence in failing to
look and listen for the approaching car before crossing, he
having the right to believe that the speed of the car would
be so regulated as to permit his crossing in safety.

The court thus justly applies to persons who have been
accepted as passengers on an open street or road before
boarding or touching the car the same measure of protec-
tion as is extended to persons who have entered a depot or
depot premises of a steam railroad company with the inten-
tion of taking a train.

LIABILITY FOR NEGLIGENCE
ALABAMA—Carriers—Personal Injuries—Pleading.

In an action against a street railroad for injuries to a passen-
ger, where the complaint charged negligence of the conductor
in signaling the motorman to go ahead while plaintiff was on
the car’s sideboard, preparatory to alighting, and that the proxi-
mate causc of the injury was the motorman’s starting the car
with a sudden jerk after being so signaled, but it was not
averred that thc conductor signaled the motorman to start the
car, or that the jerk was due to the motorman’s negligence, or
that he knew of plaintiff’s position upon the car when he in-
creased its spced, the complaint was demurrable, in failing to
show that the conductor’s signaling the motorman to go ahcad
or that the motorman’s starting the car with a sudden jcrk
was the proximate cause of the injury.—(Mobile Light & R.
Co. v. Bell, 45 S. Rep., 56.)

“*Conducted by Wilbur Larremore, of the New York Bar, 32 Nassau
Street, New York, to whom all corchpandcncc concerning this department
should be addressed.
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ALABAMA—Assuming Fact.

A question asked a wituess, “How long docs it take a car
going from 15 to 20 miles an hour to run 25 or 30 feet?” is
properly excluded, as being not susceptible of a dcfinite answer

In an action against an electric railway company for injury
to one crossing the track, a passenger could testify whether thc
car stopped suddenly or gradually, and whether he was thrown
forward when it was being stopped.

In an action against an clectric railway company for injury
to one crossing the track, thc motorman could state whether he
used the most effective method of stopping the car as quickly as
possible; hc being an expert, and having detailed what he did to
stop the car. ) '

In an action against an clectric railway company for injury to
one crossing the track, an instruction that limited the defense
of contributory negligence to the motorman’s failure to keep
a proper lookout was improper, since, if plaintiff was guilty of
contributory negligence in going upon the track, the company
was not liable unless its servants were guilty of ‘wanton mis-
conduct or of subsequent negligence by failing to use all reason-
able means to avoid striking plaintiff after discovering his peril,
and the company could not be chargeable for wanton mis-
conduct, nor for subsequent negligence, because of mcere failure
of the motorman to discover the plaintiff.

In a personal injury action, an instruction that defendant
was seeking to cscape liability by pleading not guilty and that
plaintiff was guilty of contributory negligence; that from the
pleas of contributory negligence it was not presumed that
plaintiff was guilty, and no burden rested on plaintiff to prove
affirmatively that hc uscd due care and diligence, but that the
burden was upon defendant to prove the pleas, unless plaintiff’s
evidence cstablished such negligence; and that if defendant did
not prove the pleas, and plaintiff proved his allegations, plaintiff
should rccover—was improper, as referring to the jury ques-
tions of law and a construction of the complaint.

In an action against an electric railway company for injury
to onc crossing the track, an instruction that it was the motor-
man’s duty to keep a lookout for persons or obstructions on the
track, and upon discovering a person on the track in peril or
going toward the track in such way as to indicate 1o the motor-
man that he was about to become imperiled, the motormanu
should have used all appliances at his command to stop the
car or materially reduce the speed to avoid striking a person
in front of the car; that use by the motorman of a part of the
appliances at his command is insufficient; that the motorman
did not use all the appliances at his command to stop the car
or reduce its speed before the plaintiff was struck; and that,
if by using all the appliances the injury would have been averted
plaintiff should recover—was improper, as being confusing and
tending to mislead the jury.

A count in a complaint against an electric railway company
for injury to one crossing the track, alleging that the company
by its servants or agents so wantonly conducted itself in the
operation of one of its cars as to wantonly run it violently
against plaintiff, charged the company with actual participation
in the damnifying act, and, there being no proof to support the
averment, the company was entitled to the affirmative charge as
to that count.

In an action against an electric railway company for injury
to one crossing the track, held, under the evidence on certain
counts, questions for the jury whethcr the company’s servants
were guilty of simple or wanton negligence, and whether plain-
tiff was guilty of contributory negligence.

In an action against an electric railway company for injury
to one crossing the track, held, under the evidence, a question
for the jury whether the motorman had the right to assume
that plaintiff was not going upou the track.

In an action against an electric railway company for injury
to one crossing the track, held, under the evidence, a question
for the jury whether plaintiff had the right to assume that the
blowing of the car’s whistle before he was struck was in re-
sponse to a signal given it to stop, and that the car would stop;
he intending to take passage on the car.

In an action against an elcctric railway company for mjury
to one crossing the frack, an instruction that if the testimony
did not, to the jury's reasonable satisfaction, support the charge
that the motorman was ncgligent after discovering plaintiff's
peril, they could not find for plaintiff, though the motorman
might have acted with greater proniptness prior to his discovery
of plaintiff's peril, was properly refused, as pretermitting auny
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wanton misconduct of the motorman for running the car at a
high rate of speed at the place of the accident.

In a personal injury action, an instruction assuming that
plainitiff was guilty of contributory negligence is properly re-
fused, where such negligence is a question of fact.—(Birming-
ham Ry., Light & Power Co. vs. Hayes, 44 S. Rep., 1032.)

ALABAMA.—Carriers—-Passengers—lnj uries—Actions—Plead-
ings.—Trespass or Case.

In an action for injuries to a passenger, it is sufficient to
charge negligence in general terms.

A complaint for injuries to a passenger, which alleges the
existence of the relation of carrier and passenger just before
and at the time of the injuries, and which states that the car-
rier, failing in its duty to carry the passenger safely, so negli-
gently conducted its business that by reason of such negligence
the passenger reccived as a proximate result thereof personal
injuries, states a cause of action for simple negligence, and is
good as against a demurrer.

A complaint in an action for injuries to a street car passen-
ger, which ascribes the injury to the company’s negligently
running the car while the passenger was in the act of alighting,
avers the proximate cause to be the consequential, as distin-
guished from the intentional, result of the misconduct charged,
and states a cause of action in case, as against a demurrer.

A complaint for injuries to a strect car passenger, which al-
leges that it was the duty of the company to carry the passenger
safely, and that, failing in the duty, and with a reckless disre-
gard for the safety of the passenger, and knowing that the
probable consequences theréof would be to inflict injury on him,
wilfully, wantonly or intentionally ran the car while the pas-
senger was in the act of alighting, so that, as a proximate
result thereof, he was injured, states a cause of action in case,
and not in trespass.

A complaint for injuries to a street car passenger, which
alleges that it was the duty of the company to carry plaintiff
safely, and “that, failing in this duty, and with a reckless disre-
gard for the safety of plaintiff, and knowing that the probable
consequences thereof would be to inflict injury on plaintiff,” the
employees in charge of the car, acting within the scope of
their duties, wilfully, wantonly or intentionally ran the car
while the passenger was in the act of alighting, so that he was
injured, only charges simple negligence, and is good as against
a demurrer raising the question of a joinder of corporate negli
gence with negligetice of employees; the word “this” referring
only to the duty of the company, and the conjoined sentence
beginning with the words “with a reckless disregard” referring
to the circumstances under which the company, as distinguished
from the employees, failed to perform its duty.

Where a count in a complaint in an action for injuries to a
passenger charged simple negligence, it was error to sustain
demurrers to pleas setting up contributory negligence as an
answer to the count, on the ground that the pleas were inter-
posed to a count for wilfulness or wantonness.

The measure of damages for a permanent personal injury is
compensation for the disabling effects of the injury, past and
prospective; and in estimating the damages the loss of time
and the incapacity to do as profitable labor as before the injury,
as well as the mental and physical suffering caused by it, are
legitimate factors.—(Birmingham Ry., Light & Power Co. vs.
Wright, 44 S. Rep., 1037.)

ALABAMA.—Carriers—Transportation of Passengers—Rules
—Reasonableness.

A carrier of passengers has a common-law right to make
reasonable rules for the conduct of its business.

The reasonableness of a given rule adopted by a carrier of
passengers is, in an action for ejection, a question for the court.

The rule of a street railway company operating motors and
trailers as part of the same train, with a conductor on each car,
requiring each conductor to collect and register fares from all
the passengers on his car, and prohibiting a passenger, who had
paid fare on one of the cars of the train, from passing to the
other without again paying his fare on that car, was reasonable
and enforcible.

In an action for ejection of a street car passenger from a
trailer for his refusal to pay fare on it.after he had paid fare
on the motor, a plea alleging a rule prohibiting passengers
from riding on different cars of the same train without paying
fare on each car was not objectionable for failure to show that
reasonable accommodations were furnished plaintiff oh the
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car on which he paid his fare; the carrier’s failure to.do so, if
any, being matter for replication.

Where, after plaintiff had paid his fare on a motor car, and
gone to the trailer, and refused the demand of the conductor
of the trailer for a second fare, he was informed of the car-
rier’s rule that passengers must pay fare on the car on which
they ride, and that he might return to the motor before he was
ejected, a plea alleging such matters was not objectionable for
failure to aver that plaintiff had knowledge of the rule before
he boarded the car from which he was ejected.

A carrier is responsible for an unjust application of a reason-
able rule, or for enforcing it with undue severity.

Where a violation of a carrier’s rule is relied on as a defence
to an action for ejection of a passenger, the rule must be
brought forward by special plea.—(Birmingham Ry., Light &
Power Co. vs. McDonough, 44 S. Rep., 960.)

ALABAMA.—Street Railways—Duty Toward Boarding Pas-
sengers.

Though a street car must be held stationary until those de-
siring to enter are on the car and have reached a place of safety,
under ordinary conditions the passenger is considered as having
reached a place of safety when he is on the car, and it is not
negligent to start the car in the usual manner and without any
unusual jerk while a passenger is stepping from the platform
into the car.

In an action for injury to a passenger while entering a car,
an instruction that it was not necessary to keep the car sta-
tionary until she reached the inside of the car was properly
refused, as tending to mislead, where there was testimony that
the car was started improperly.—(Birmingham Ry. Light &
Power Co., 44 S. Rep., 983.) i

CONNECTICUT.—Street Railroads—Collision with Vehicles—
Last Clear Chance—Proximate Cause.

Although a person m a buggy does not exercise ordinary
care in attempting to cross the tracks in front of a street car,
yet if the motorman in charge of the car can by the exercise
of due care stop it, and avoid the accident, after the person’s
danger becomes apparent, his failure to do so is the proximate
cause of the accident, and decedent’s negligence, not being
contributory, is not a bar to a recovery for his death. .

The reasonableness of a car’s speed is measured by the rela-
tion of the speed to the circumstances under which it is main-
tained, having regard to the view and crowded condition of the
thoroughfare. i

A street car company which operates cars over a highway un-
der a franchise has no greater rights therein than the proprietor
of any other vehicle, except that, since the cars can move only
on fixed tracks, those who also travel on the tracks must make
reasonable efforts to avoid them.—(Smith vs. Connecticut Ry. &
Lighting Co., 67 Atl. Rep., 888.)

DISTRICT OF COLUMBIA.—Appeal and Error—Review—

Contributory Negligence.

An exception to the refusal of the trial court to reconsider
its order, made on defendant’s motion, permitting the with-
drawal of a plea in abatement and the filing of a plea in bar,
and to allow the trial of the issue joined on the plea in abate-
ment, is not available in the Federal Supreme Courrt.

Whether it is negligence to run a street car at full speed past
a usual stopping place when persons can plainly be seen standing
upon the platform between the inner rails, awaiting a car ap-
proaching from the opposite direction, is a question for the
jury, where the street car company had sanctioned such a prac-
tice on the part of intending passengers, and the space between
the rails, while wide enough to enable a person standing in the
center to escape injury, left but a narrow margin of safety.

A person is not, as a matter of law, guilty of such contribu-
tory negligence in following the customary practice sanctioned
by a street car company of standing upon the platform between
the two inner rails at a usual stopping place, awaiting an ap-
proaching car, as precludes a recovery for injuries sustained
from being struck by a car which ran by this stopping place
on the other track at full speed, where the space between the
rails, though leaving but a narrow margin of safety, was wide
enough to permit a person standing directly in the center to
escape injury. i .

The negligence of one who carelessly places herself in a poSi-
tion exposed to danger cannot, as matter of law, be said to be
the proximate cause of an injury, if her negligence was dis-



APRIL 18, 1908.]

covered 1n time to avoid the injury by the use of reasonable
care, and such care was not exercised.— (Sarah Chunn, PIff. in

Err,, vs. City & Suburban Railway of Washington, 28 Sup. Ct.
Rep., 63.) "

GEORGIA.—Writ of Error—Failure to Furnish Seat.

] Where the case brought to this court or the Court of Appeals
1s not one in which a judgment on a motion for a new #rial is
to be reviewed, the plaintiff in error shall plainly and specifically
set fort}} the errors alleged to have been committed,

A petition was filed for the recovery of damages on account
of personal injuries rececived by a passenger on a street car
by being thrown down by a jerk of the car. The plaintiff
offered an amendment, alleging that the conductor refused him
equal accommodation with other passengers by failing to fur-
nish him a seat while other passengers were so furnished, and
tha.t, by reason of being required to stand, he was not able to
resist the jerk of the car as he would have done had he been
seated, and also that these circumstances and other things
alleged created circumstances of aggravation. The trial court
refused to allow the amendment. Held, that this ruling cut off
a part of the case which the plaintiff claimed the right to set
out in his petition as a basis for recovery, and prevented him
from relying on a ground of recovery which he sought to set
up. It was such a ruling as necessarily controlled the final
judgment in the sense that it prevented the plaintiff from
placing before the jury at all a substantial allegauon of duty
violated, constituting negligence, on the basis of which a re-
covery was claimed. A fortiori it was a material and sub-
stantial ruling.—(Lyndon vs. Georgia Ry. & Electric Co., 58 S.
E. Rep., 1047.) ’

TILLINOIS. — Negligence— Contributory Negligence—Question
for Jury.

The question of contributory negligence is ordinarily one for
the jury, and only becomes one of law where the undisputed
evidence establishes that the injury resulted from the injured
person’s negligence.

That electric railway tracks are far beyond any municipal
limits, and there is no law relating to speed that does not affect
the compzany’s duty toward persons crossing its tracks to use
ordinary care to avoid injuring them.

The failure of one crossing electric railway tracks to look
and listen is not negligence as a matter of law.

An electric railway company must exercise greater care in
running its cars along a public highway in a thickly settled
locality, where the view of approaching cars is obstructed, than
in a highway in the country, where the view is unobstructed.—
(Chicago & J. Electric Ry. Co. vs. Wanic, 82 N. E. Rep.,, 821.)

ILLINOIS.—Appeal—Estoppel to Allege Error—Acquiescence
of Party—Use of Streets.

Where an action was brought against a street railroad com-

pany and the reccivers of another company jointly, and at the
trial counsel for defendants acquiesced in the statement of the
court that plaintiff had brought his suit against the right de-
fendants, defendants cannot on appeal raise any questjon of
misjoinder of parties, though a motion in arrest of judgment
was made on that ground.

Where, i an action against a street railroad for injuries to
one who was struck by a car, the undisputed evidence showed
that the car was running at a high rate of speed at the time of
the accident, it was not error to refuse to strike out the testi-
mony of a witness that the car was running at the rate of 20
miles an hour at the time of the accident; the witness stating
on cross-examination that he knew it was going at that rate,
because he knew it to go “very fast out there.”

In an action for. personal injuries, the testimony of a physi-
cian who treated plaintiff at the time of his injury and had
examined him a few days before the trial, that plaintiff had
degeneration of the spinal cord, based on subjecttve symptoms
only, was admissible; the fact that witness, in arriving at his
conclusions, was guided somewhat by what the plaintiff said to
him, not making his evidence incompetent.

A street railioad has not the exclusive right to the use of its
car tracks on the public streets of a city. :

In an action against a street railway for injuries to one who
was struck by a car, an instruction that plaintiff could only
recover for injuries alleged and proved and for damages sus-
tained by reason of said injuries was not erroncous, as per
mitting plaintiff to recover for injuries not the result of the
accident.
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Where a street car is negligently run into a vehicle, one
riding in the vehicle, and injured thereby without negligence on
his part; may recover for the injuries, although the driver of the
vehicle was negligent.

In an action against a street railway for injuries reccived by
plaintitf while riding in a vehicle struck by defendant’s car, the
declaration did not allege which way the vehicle was going at
the time of the accident, though plaintiff’s proof showed it was
going east at that time. IHeld, that an instruction, based on tes-
timony of defendant’s witnesses, that if the vehicle was being
driven in a westerly direction at the time of the accident there
could be no recovery, was properly refused, as singling out
portions of the testimony.

The instruction was also erroneous as entirely ignoring dc-
fendant’s negligence; it being immaterial which way the vehicle
was going at the time of the collision, if defendant was negli-
gent and plaintiff free from negligence.—(Eckels et al. vs.
Muttschall, 82 N. E. Rep., 872.)

ILLINOIS.—Carriers—Action for Ejecting Passengers—In-
struction—Exemplary Damages.

In an action for ejecting a passenger, an instruction that if
the conductor ejected plaintiff, and used more force than was
reasonably necessary, and “thereby” wantonly and maliciously
injured and humiliated her, as charged, the jury should find
for her, was not objectionable as declaring the use of more
than reasonably nccessary force to be of itself a wanton and
malicious injury and humiliation.

In an action for ejecting a passenger, instructions that,
though plaintiff failed or refused to give the conductor a trans-
fer or cash fare, the carrier could not wantonly or maliciously
injure her, or use force not reasonably necessary in ejecting
her; that she could recover if the conductor ejected or at-
tempted to eject her, and used more force than was reasonably
necessary, and thereby wantonly and maliciously injured and
humiliated her, as charged; and that if the conductor without
provocation assaulted and injured her, as charged, and such
assault was malicious, aggravated and wanton, and resulted in
physical injury to plaintiff without her fault, and if justice and
the public good required it, thc jury could allow exemplary
damagcs—plainly told the jury that malice, or such wanton
recklessness as amounted to malice, must be proved before
exemplary ‘damages could be awarded.

In an action for a malicious, aggravated and wanton assault
exemplary damages, partly to compensate plaintiff, and partly
to punish defendant, may be awarded. +

In an action for a malicious, aggravated and wanton assault
the court must determine whether the evidence tends to show
facts warranting exemplary damages; but the amount recover-
able as a punishment is for the jury in the first instance, subject
to review by the court.

In an action against a carrier for assaulting and ejecting a
error in instructing, “when it is said in these instructions” that
plaintiff must have exercised ordinary or reasonable care at
and before the “accident, it means that she was required to
exercise such care as a reasonably prudent person would have
used under the same circumstances,” there being no other in-
struction referring to the care required of plaintiff, was harm
less to defendant.

In an action against a carrier for assaulting and ejecting a
passenger, instructions requested by defendant to the effect
that, if the passenger failed to pay her fare or present a trans-
fer, the conductor could eject her, were properly modified by
the words “subject to the limitations elsewhcre laid down in
these instructions”; such limitations referring to the carrier’s
duty not to eject her recklessly, etc.

In an action against a street car company for ejecting a pas-
senger, who refused to pay her fare or present a transfer, hav-
ing dropped her transfer on the step, evidence that when she
boarded the car witness saw the transfer on the step and that
the conductor looked at it was admissible as part of the res
gestee.

An objection that a declaration is partly in trespass and
partly in case cannot be made after a plea of general issue and
verdict.—(Chicago Cousol. Traction Co. vs. Mahoney, 82 N. E.
Rep., 868.)

ILLINOIS.—Street Railroads—Collision with
tributory Negligence—Question for Jury.

Whether decedent was guilty of contributory negligence in
taking the chances of a collision between a street car and his
wagon, held, under the evidence, a question for the jury.

Vehicles—Con-
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In an action to recover for death resulting from a collision
between a street car and wagon, an instruction that, if the sole
cause of the injury was the negligent manner in which the
team and wagon were managed, the jury should find defendant
not guilty, is equivalent to, and warrants the refusal of, an
instruction that, if the sole cause of the accident was the manner
m which the teain and wagon were managed, plaintiffs cannot
1ecover, since, if the cause of thc accident was the manner in
which the deceased managed his team, it was necessarily negli-
gent.

In an action to recover for death resulting from a collision
between a street car and wagon, where defendant’s theory is
that both parties thought the wagon far enough away so that
the car might pass it in safety, defendant is not entitled to an
instruction that, if the presence of the deceased served to im-
pede the passage of the cars, and he failed to leave the track
with his team and allow the cars to pass, plaintiffs cannot re-
cover, hecause street cars have the right of way on their track,
and public interest demands that they be run without delay.

In an action to recover for death resulting from a collision
between a sireet car and wagon, an instruction that if the
horses started to move while the car was passing, and the
starting of the horses was the sole cause of the accident, plain-
1iffs cannot recover, is equivalent to, and warrants the refusal
of, an instruction that if the jury believe that the Jeam and
wagon were standing in the street a sufficient distance from the
track to allow the car to pass in safety, and after the first part
of the team was passed in safety the horses turned so as to
cause a collision with the car, plaintiffs cannot rccover —(Samp
sell vs. Rybczyski et al, & N. E. Rep,, 244.)

ILLINOIS.—Negligence—IZlemcnts.

To constitute actionable negligence there must exist a duty
af the person charged to protect the complaining party from
injury, a failure to perform the duty, and an injury resulting
from the failure.

While it is a rule that the burden of proving the existence
of a duty, its breach, and the resulting injury, is upon plaintiff,
yet when a thing causing an injury is shown to be under the
management of the person charged, and the accident is one
which ordinarily dces not happen when proper care is used by
those in charge, the accident itself affords evidence in the
absence of an explanation by the party charged, that it resulted
from a want of proper care.

An injury caused by a street car leaving the track and strik-
ing a wagon inswhich plaintifi was riding is within the maxim,
“Res ipsa loquitur,” and proof of the injury will justify a re-
covery unless defendant shows that it was not at fault.

The ground in a motion for a new trial that the court ad-
mitted improper testimony, over objection, is broad enough to
include an exception to a refusal to strike out objectionable
testimony so as to save the point on appeal.—(Chicago Union
Traction Co. vs. Giese, 82 N. E. Rep., 232.)

ILLINOIS.—Trial—Verdict—Special
Judgment.

In an action for injuries received in a collision with a street
car, where answers by the jury to special interrogarories contain
nothing regarding the speed of defendant’s car, its negligence
stands admitted as concerning its motion for judgment on the
verdict, and the general verdict for plaintiff authorizes the pre-
sumption that the car was running at the highest speed within
the averment of the complaint.

In an action against a street railway for personal injuries, it
appeared from answers to special interrogatories that it was
not dangerous to cross the tracks from the north, as plaintiff
tried to do; that he did not see the car until he was near
enough to the south track to be in danger; that, after seeing
the car, he tried to get across, but was hindered and delayed by
the wheels of his wagon catching on the track; that, when between
the two tracks, he could, by using ordinary care, have seen and
avoided the car; that he would not have known by the use of
ordinary care before entering upon the south track that it was
dangerous to cross because of the high speed of the car; that
he tried to get off the track without crossing; that, when he
started on the south track, the motorman could not avoid a
collision because of the high speed. Held, defendant’s motion
for judginent on the special findings was properly overruled, as
there was no finding that plaintiff knew the speed of the car or
trom which it could be presumed that he should have known it,
and he cannot be contributorily negligent for not anticipating
defendant’s negligence.

Findings—Motion for
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A traveler upon a public highway has a right to assume within
reasonable limits that others using it will exercise reasonable
care.—(Indianapolis St. Ry. Co. vs. Hoffman, 8 N, E.
Rep., 543.)

INDIANA.—Trial—Verdict—General and Special Findings—

Conflict—Injury to Child.

Unless the answers to special interrogatories are 'in irrecon-
cilable conflict with the allegations of the complaint and the
tacts provable under the issues and all inferences that may be
given thereto, a general verdict for plaintiff must stand.

Where a heavy train of work cars, without a fender in front
of the motor car, was run at a high rate of speed along the
streets of a city and over a crossing where another car was
standing loading and unloading passengers, and where the
motorman madc no effort to stop the train, except to sound
the gong, which may not have been heard, a finding of action-
able negligence was warranted.

A finding, in an action against a street railroad for injuries to
a child on the track struck by a work train, that the child was
about 5 years and 10 months old, of average intelligence, was
not equivalent to a finding that the child was capable of cxer-
cising some care for her own safety.

An allegation in an action for injuries to a child struck by a
work train of a street railway company that she was too young
to be capable of appreciating danger or to have caution and
discretion, and the answer to special interrogatories that at the

" time of the injury the child was 5 years and 10 months old, and

of average intelligence and ordinary judgment for a girl of her
age, are not in irreconcilable conflict so as to defeat a general
verdict against the company; “appreciate’” meaning to be sensible
of, to distinguish.

There is a time in the life of a child when the courts will
refuse to say whether the child is conclusively presumed to be
sui juris or non sui juris, and during such period the question
of capacity is for the jury.

Whether a child 5 years and 10 months old is sui juris is for
the jury—(Hammond, W. & E. C. Electric St. Ry. Co. vs.
Blockie, 82 N. E. Rep., 541.)

INDIANA.—Appeal—Presentation of Objections Below—Suffi-
" ciency of Complaint—Carriers—Injury to Passengers—In-
structions—QOther Instructions.

A complaint, alleging that plaintiff after having paid her fare
and become a passenger on defendant’s cars, in charge of a
motorman and conductor, and after the car had stopped for
passengers to alight at a place where plaintiff was to change
cars, the motorman, without signal and with a sudden violent
jerk, started the car, throwing plaintiff to the pavement, and
causing the injuries alleged, stated a cause of action, as against
an attack first made on appeal, being sufficient to bar another
action for the same cause. ]

The gist of an action for injuries to a passenger as she was
about to alight from a street car was the negligent starting of
the car without warning, with a sudden jerk. The court charged
that if the car had stepped to allow passengers to alight, and
while plaintiff was attempting to do so, defendant negligently
started the car with a sudden jerk, throwing plaintiff to the
pavement and injuring her, she was entitled to recover, unless
she was negligent, which proximately contributed to the in-
jury. Held, not objectionable, as confining the jury to the
evidence of the sudden jerk as the basis of plaintiff’s right to
recover, to the exclusion of other facts; such other facts being
unimportant.

The conditional form of the instruction left the question of
negligence in starting the car to the jury, so that the instruction
was not objectionable as peremptory.

The court defined “contributory negligence,” and charged that
the burden was on defendant to show contributory negligence
by a fair preponderance of the evidence, but if the evidence, as
a whole, by whomsoever produced, established contributory neg-
ligence, it would bar.recovery. He further charged that it was
a passenger’s duty to use reasonable care in alighting; that she
should not attempt to alight while the car was in motion, if
dangerous to do so: and that if she did so she assumed any
additional risk attendant on such attempt. The court also
charged that if plaintiff attempted to alight while the car was
in motion, and her injury was caused thereby, she could not
recover. Held, that under such instructions the further charge
that plaintiff was entitled to recover in a certamn event, unless
it had been “shown” that plaintiff was herself negligent, was
not objectionable, as implying that the proof of plaintiff’s negli-

””
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gence must be such as to amount to a demonstration, instead of
establishing the fact by a preponderanee of the evidence.—
(Indianapolis Traction & Terminal Co. vs. Miller, 82 N. E.
Rep., 113.)

]OWA.—C‘arriers—Carriage of Passengers—Actions. for In-
juries—Question for Jury.

In an action for injuries sustained in attempung to board a
street car, defendant’s negligence and plaintiff’s eontributory
negligence held for the jury.

The. Supreme Court cannot pass on disputed facts, count wit-
nesses on either side, pass on their credibility or the weight of
their testimony, or attempt even ‘to determine where the pre-
ponderance of the evidence is to be found.—(Blades vs. Des
Moines City Ry. Co., 113 N. W. Rep., 922.)

KANSAS.—Street Railroads—Collision with Team—Evidence.

In an action brought by the driver of a carriage against a
street car company for personal injuries resulting from a colli-
sion between the carriage and a car, evidence ts pertinent of
the management of, the car and of the conduct of the driver
from the time the horse manifested such fear of the approaching
car as should have attracted the attention of the motorman to
the time of the_collision. ’

In such case, whether the proximate cause of the collision
was the negligence of the motorman and whether the driver
was guilty of contributory negligence were, the evidence as to
the circumstances being conflicting, questions for the deter-
mination of the jury under proper instructions; and the jury
in solving such questions should take into consideration the cir-
cumstances shown by the evidence during the time specified in
the preceding paragraph.—(Metropolitan St. Ry. Co. vs. Faw-
cett, 92, Pac. Rep., 543.)

KENTUCKY.—Evidence—Expert Opinions—Physieians.

Though in a personal injury action a physician, who stated
plaintiff’s symptoms, was uncertain whether she had had a mis-
carriage, or was suffering from polypus, other physicians could
base opinions on his clear and undisputed statement of her
symptoms. ’

A $2,000 verdict was not excessive, whether plaintiff’s suffer-
ing and loss of health resulted from the expulsion of a polypus
or from a miscarriage caused in falling; she having been con-
fined to bed about a month and having been a healthy, vigorous
woman before the accident.—(Louisville Ry. Co. vs. Oppen-
heimer, 104 S. W. Rep., 720.)

KENTUCKY.—Street Railroads—Injuries to Travelers—Colli-
sion with Vehicle—Evidence—Negligence.

In an action for injuries to plaintiff in a collision between a
vehicle in which he was riding and defendant’s street car, evi-

dence held to sustain a verdict for plaintiff.
Where a street car approached a vehicle on the rrack it was

the motorman’s duty to have the car under reasonable control, .

to keep a lookout ahead to avoid a eollision, to give notice of
the presence of the car by the ordinary signals, and to exercise
ordinary care to avoid a collision and consequent injury to
persons or vehicles.

Where plaintiff, while driving a buggy, was injured in a colli-
sion with a street car through the negligence of the motorman,
plaintiff was entitled to recover, unless his own negligence con-
tributed to the injury, and the motorman by the exercise of
ordinary care could not have prevented the injury, notwith-
standing plaintiff’s negligence.—(Louisville Ry. Co. vs. Hutch-
craft, 105 S. W. Rep. 983.)

KENTUCKY. — Carriers — Passengers — Injuries—Negligence
—Question for Jury.

In an action against a street railway for injuries ro a passen-
ger in the act of taking a seat, alleged to be due to the sudden
starting of the car, a verdict in favor of the company held not
contrary to the evidence.

Where, in an action against a street railway company for in-
juries to a passenger in the act of taking a seat, alleged to have
been caused by the sudden starting of the car, the answer eon-
troverted the averments of the petition and pleaded contributory
negligence, the allowance, during the trial, of an amended
answer denying that the passenger attempted to board the car,
was not erroneous; it not changing the issues.

It is not the duty of operatives of a street car to keep the
car stationary until a passenger has seated himself, and a pas-
senger injured while in the act of taking a secat, in consequence
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of the starting of the car, cannot recover unless the car was
recklessly started.

In an action for injuries to a street car passenger causcd by
the sudden starting of the car, an instruction that if the pas-
senger, after boarding the car in safety, fell, by reason of the
ordinary movements of the car in starting, a verdiet must be

_rendered for the company, was not erroneous, for, if the ordi-

nary and usual movements of the car in starting caused the
passenger to fall, the company was not liable.

Where the evidence showed that plaintiff, with a market
basket in her hand, boarded a street car, and that while she
was going in the door of the car, or immediately after she
stepped inside, the car started with a violent jerk, causing her
to be thrown against a seat, injuring her, a charge on con-
tributory negligence was not prejudicial.—(Howard vs. Louis-
ville Ry. Co., 105 S. W. Rep.,-932.)

KENTUCKY.—Trial—Instruetions—Applieability to Evidenee
—Admitted Facts.

Where, in an action for personal injuries caused by the
premature starting of a street car while plaintiff was boarding
it, the employees of the company in charge of the car admitted
that it was stopped to allow plaintiff to get on, an instruction
not predicated on the idea that they knew or by the exercise
of ordinary care could have known that the plaintiff undertook
1o get on the car was not erroneous, sinec it was not necessary
to submit that question to the jury.

In an action for personal injuries, an instruction that plain-
iiff, if entitled to recover, should receive such sum as would
fairly compensate her for any physical injuries, or for injuries
tc any of her organs, or for any physieal pain, mental anguish,
or nervous shock, or for injuries to her nervous system, or for
any permanent injuries to her, or her organs, or for reasonable
physicians’ or medical bills, not exceeding $330, but not ex-
ceeding in all the amount claimed, was erroneous, the jury being
directed, in estimating plaintiff’s damage, to segregate such of
ler injuries as ought to have been considered and estimated
under the heads of physical and mental suffering and the perma-
nent impairment of her ability to earn money into special items,
and allowing them to estimate the damage for each item as dis-
tinguished from the others, and from the damage on account
of physical and mental suffering or permanent disability.

A proper instruction on the measure of damages in a personal
injury ease is that, if the jury find for the plaintiff, they should
allow her such a sum in damages as they believe from the
evidence will fairly and reasonably compensate her for her
physical and mental suffering, if any of either, for her loss of
time, if any, for the reasonable expense, if any, incurred by her
for physicians’ bills or medicines, not exceeding the sum of
$330, and for the permanent impairment, if any, of her ability
to earn money, resulting directly to plaintiff from her injuries,
if they were caused by the negligenee of defendant’s servants,
but not exceeding the sum claimed in her petition.—(Padueah
Traction Co. vs. Burradell, 104 S. W. Rep., 709.)

KENTUCKY.—Appeal—Instructions—Harmless Error.

Where, in an action against a street railway company for in
juries to a passengcr, there was evidence of gross negligenee
in the management of the car, and the jury found such-gross
negligence, an instruction that, if they found that the company
was guilty of gross negligence in the management of the car or
in its econstruction or condition, exemplary damages might be
allowed, was not prejudicial, though there was no evidence of
negligence in the construction or eondition of the car. °

A passenger on a street car in a collision with a train at a
crossing received a cut in the top of his head, his arms, face,
Lip and legs were bruised, and his. hands were punectured. He
was dazed after the accident, due to concussion of the brain.
Held, that a verdict for $600 as compensatory damages was not
excessive.

One receiving a physieal injury may recover not only for hig
physical suffering, but for such mental suffering as he endured.
—(Owensboro City R. Co. vs. Robertson, 104 S. W. Rep., 707.)

KENTUCKY.—Master and Servant—Injury to Servant—Inex-
perienced Fellow-Servant—Question for Jury.

Whether a street railway company was negligent in placing an
inexperienced motorman in charge of a car, resulting in njury
to the conductor, held, under the facts, for the jury.

Whether a conductor injured by the derailment of his car, in
conscequence of the incompetency of the motorman, had knowl-
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edge of his incompetency, thereby precluding a recovery, held,
under the facts, for the jury.

A petition, in an action for injuries to a street car conductor,
which alleges that the company knew of the incompetency of the
motorman directed to operate the car which was derailed, in
consequence of which the conductor was injured, pleads the
legal effect of the fact that by the exercise of ordinary dili-
gence the company could have discovered the incompetency of
the motorman, and authorizes a recovery if the company knew
or by the exercise of ordinary diligence could have known of
the motorman’s incompetency.

Where the court in its instructions properly used the word
“negligence,” the failure to define it, in the absence of a re-
quest therefor, was not error.

A conductor seeking to recover for an injury resulting from
the incompetency of the motorman must show that the motor-
man was incompetent; that the company knew, or by the
exercise of reasonable diligence, could have known, of his in-
competency; that the conductor did not know and had no
reasonable oportunity of ascertaining that the motorman was
incompetent; and that he was injured through the motorman’s
incompetency.—(South Covington & C. St. Ry. Co. vs. Brown,
104 S. W. Rep., 703.)

KENTUCKY.—Street Railroads—Duty Toward Pedestrians.

Motormen must keep a lookout for persons using the street
and for persons on or so near the track as to be liable to collide
with the cars, and exercise ordinary care to avoid collision
with them.

Whether a motorman has exercised ordinary care toward a
pedestrian injured in collision with his car is a question for the
jury.

An instruction that it was a motorman’s duty to exercise
ordinary care to discover persons on the track, and to avoid
colliding with such persons, was not erroneous for omitting the
clause “to use ordinary care” before the words “to avoid,” etc.

In an action by an administrator for the negligent death of a
child, it was error to authorize recovery for physical and mental
suffering; the full measure of recovery being such amount as
will fairly compensate the estate for the destruction of de-
cedent’s power to earn money.—(Paducah City Ry. vs. Alex-
ander’s Adm'r, 104 S. W. Rep., 375.)

KENTUCKY.—Damages—Personal
ages.

Injury—Excessive Dam-

Where a boy 12 years old sustained injuries, consisting of the
breaking of a thigh bone, causing it to protrude through the
flesh and causing the leg to become shorter, a verdict for $1,900
is 1ot excessive.

Where the use of a street by pedestrians is practically con-
stant, a street railway company must give reasonable notice of
the approach of its cars and exercise care to avoid injury to the
pedestrians.

Where, in an action against a street railway company for
injuries to a pedestrian, the evidence showed that the street was
unimproved; that in the center was an embankment, in which
the tracks were laid; that on one side was a spring used by
people to get water; that they walked along the embankment
until they got opposite to it, when they went down to it, an
instruction that if there was a pathway across the tracks leading
to the spring, which pathway was used by persons going to
and coming from the spring, which fact was known to the
company, it must exercise ordinary care to have the cars ap-
proaching the pathway under control, and to give signals of
their approach thereto, etc., was not objectionable, as assuming
that there was a pathway along or across the tracks, but im-
posed on the company the duty of exercising care.

Whether a pedestrian, struck by a street car, was guilty of
contributory negligence, precluding a recovery, held, under the
facts, for the jury.—(Louisville Ry. Co. vs. Hofgesand, 104 S.
W. Rep., 361.)

MARYLAND.—Street Railways—Collision with Person Alight-
ing from Wagon—Contributory Negligence.

One who in alighting from a wagon steps so near the track
of a suburban electric railway as to be struck by a car is guilty
of contributory negligence in not looking for a car before so
alighting.

The case of one who, having been standing on the hub of a
wagon wheel close to the track of a suburban electric railway,
was struck by a car, just as he was alighting, is not within the
doctrine of the last clear chance, even if his position on the
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hub was a perilous one; it not being the peril of that position,
alone, at least, from which he was injured, and there being no
evidence that the motorman saw, or could have seen, him start
to step down in time to stop the car before it struck him.—
(State, to Use of Carey et al, vs. Cumberland & W. Electric
Rys. Co., of Allegany County, 68 Atl. Rep., 197.)

MASSACHUSETTS.—Street Railroads—Injuries to Persons
Near Track—Rate of Speed.

A speed of 8 or 10 miles an hour by an electric car in the
country between two villages late at night is not excessive,
where the track is on the side of the road and it does not

. appear that there was any trkvel at the time.

Evidence in an action for injuries sustained in being run
against by an electric car held not to show that the motorman’s
failure to detect plaintiff’s prostrate form was negligent.—
(Kupiec vs. Warren, B. & S. St. Ry. Co., 82 N. E. Rep., 676.)

MASSACHUSETTS.—Evidence — Intent—Assault—Malicious
Prosecution.

Evidence of a person’s intention or preparation to commit a
particular wrong, subsequently committed by him, is admissible
against him. , )

To render proof of a threat of violence admissible, it is not
necessary that it should be directed against the particular person
on whom the wrong was subsequently committed, ‘where there
was such a general threat, or such an indication of a general
malicious intent, as could be found to include such person.

The declaration of a servant, not within the scope of his em-
ployment, is admissible against his employer only when it is a
part of the res geste, either accompanying the act, which is
itself material, and which it tends to explain, or when it is
itself a part of the transaction under investigation.

The rule that the declaration of a servant, not within the
scope of his employment, is admissible against his employer
only when it is a part of the res gestz, is applicable to declara-
tions made before and after the event in question.

In an action by a physician against a street railway company
for an assault committed by its conductor, and for false arrest
and malicious prosecution caused by the conductor, proof of
the professional standing and reputation of plaintiff, and the
nature and extent of his practice before and after the injury, is
admissible on the question of damages.

A witness, a physician, who testified that he knew plaintiff, a
physician, and had known him for over 20 years, and had during
that time been frequently in consultation with him professionally,
was competent to testify with respect to the nature and extent
of the practice of the physician.

Where, in an action against a street railway company for mali-
cious prosecution instituted by its conductor, the jury might find
that the prosecution was instituted by the conductor maliciously
and without probable cause, and that he acted within the scope
of his authority, and that the prosecution was made known to a
manager of the company and was ratified by him, the refusal to
charge that tliere was no evidence to sustain the action was
proper.

In an action against a street railway company for malicious
prosecution instituted by its conductor, evidence that subsequent
to the institution of the prosecution the manager of the com-
pany stated that if plaintiff wanted to come to see him he could
settle the matter, and if not he could go ahead, was evidence of
ratification by the company of the act of the conductor.

Where, in an action against a street railway company for
assault, false arrest and malicious prosecution, based on the
act of its conductor in assaulting a passenger and causing his
arrest and prosecution, an instruction that if the passenger was
the aggressor, and made an unjustifiable assault on the con-
ductor, he could not recover for malicious prosecution, nor for
arrest and assault, was properly refused; for, though the pas-
senger was the aggressor, and made an unjustifiable assault, the
company was liable, if the conductor used excessive force.—
(Conklin vs. Consolidated Ry. Co., 82 N. E. Rep,, 23.)

MASSACHUSETTS.—Carriers—Street Railways—Passengers
—Risk not Assumed.

A passenger does not assume the risk of injury from riding
in a defective street car run at a dangerous rate of speed; the
carrier being bound to exercise the highest degree of care con-
sistent with the mature of its business to carry him safely.

An instruction that when a carrier undertakes to carry a
person it undertakes to carry him safely, and that he does not
assume a risk because he knows of some defect which migh-
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cause an accident, is not objectionable, as mcaning that a car-
rier is an insurer of its passengers’ safety; the jury having been
instructed that defendant carrier was bound to exercise the
highest degree of care consistent with the nature of its business.
— (Isbell vs. Pittsfield Electric St. Ry. Co., 82 N. E. Rep,, 3.)

MASSACHUSETTS.—Master and Servant—Liability for Neg-
ligence of Fellow-Servants.

For the negligence of fellow-servants of the watchman at a
street car barn, in putting in coal into the cellar in such a
manner that it was liable to fall, and a piece of which did fall,
on him as he was going on his rounds, the master is not liable.

Where coal is put into a bin, near which the watchman in a
street car barn passes on his rounds, at irregular times and in
varying quantities, without notice to him, he assumes the risk
of its being put in in such quantity and manner that a piece of
it may fall on him as he passes it.

Where coal was put into the cellar of a street car barn in
such quantity and manner that a piece of it was liable to fall,
and did fall, on the watchman while he was making his rounds,
any negligence of the street railway company’s superintendent,
who, having been told that the coal ought to be pushed back or
no more could be put in, had gone in the cellar before the
accident, and on returning merely said to the watchman that he
would find there was plenty of coal for a good while, was that
of a fellow-servant.—(Lapre vs. Woronoco St. Ry. Co., 82 N.
E. Rep., 9.)

MASSACHUSETTS.—Carriers—Injury to Passenger—Rela-
tion of Carrier and Passenger—Evidence—Diligence.

In a personal injury suit by a passenger against a street rail-
way company, the evidence showed that defendant received and
undertook to carry plaintiff and others in a car which it owned
over a line of street railway. Held, in the absence of any
contrary showing, that the inference that defendant was operat-
ing the car for the benefit of those who wished to avail them-
selves thereof was warranted.

A carrier must exercise such reasonable diligence for the
safety of a passenger as the nature of the business allows.

The mere fact of a collision between street cars, until ex-
plained by the company, is evidence of its negligence.

In an action against a street railway company by a passenger
injured in a collision, whether the company was negligent in
managing the other colliding car held for the jury.

A street railivay company is liable for an injury to a passen-
ger, caused by negligent management of a work car, resulting
in a collision with the car in which the passenger was riding,
cven if the work car and the railway were under the control of
another company.—(Chaffe vs. Consolidated Ry. Co., Ingraham
vs. Same, 82 N. E. Rep., 497.)

MICHIGAN.—Evidence—Relevancy—Character or Reputation.

A plaintiff’s reputation or character is not admissible in his
own behalf, unless attacked by similar evidence.

In an action for death, brought under the “death act,” where
the damages recoverable are measured by the injury to certain
of deceased’s dependents, the fact that he was a careful man
has no bearing on the question of such damages.

In an action for death, caused by being struck by defendant’s
street car, there being strong evidence of deceased’s ncgligence.
testimony of his being a careful man cannot be regarded as not
injurious.

In an action for death, caused by being struck by defendant’s
street car, an instruction, among others, that the deceased was
blind in his right eye; that he had a glass eye and could not, of
course, obtain any aid from that eye, is equivalent to, and war-
rants, the refusal of an instruction that in considering whether
the deceased looked for the approaching car the jury may bear
in mind the fact that his right eye was destroycd.

In an action for death caused by being struck by defendant’s
street car, a failure to give instructions asked, that the jury, in
considering whether deceased looked for the approaching car,
may bear in mind that his right eye was destroyed, and that
they have a right and are bound to consider witncsses’ former
testimony before the coroner, to the effcct that thcy did not
know whether deceased looked or not, is not error, since such
instructions are in the nature -of arguments upon the facts.—
(McQuisten vs. Detroit Citizens’ St. Ry. Co., 113 N. W.
Rep., 1118.)

MICHIGAN.—Street Railroads—Collisions—Injuries to Trav-
eler—Negligence—Question for Jury.
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-In an action against a street railway company for injuries to
a traveler in a collision with a car, evidence of defendant’s neg
ligence held sufficient to go to thé jury.

Whether a traveler in a collision with a street car was guilty
of contributory negligence, held, under the facts, for the jury.

A general ordinance of a municipality applies to all territory
within its corporate limits at the time of its passage, and be-
comes cffective in additional territory when the same is attached.

A village adopted an ordinance fixing the maximum speed of
street cars. Subsequently it granted a franchise to a company
to operate a street railroad in the village. The company ob-
tained similar authority from an outlying township, pursuant to
Comp. Laws, §6446, authorizing a company to operate a street
railway on the highways of any township on conditions agreed
on by the company and the township board. Territory belong-
ing to the township was subsequently attached to the village
Held, that the ordinance was effective in the attached territory.

An ordinanec of a village fixing the maximum speed of strect
cars is in the nature of a police regulation, and an action for a
personal injury due to its breach may be brought by the person
injured. .

Where, in an action against a street railway company for in-
juries to a traveler in a collision with a car, the declaration
alleged that the injuries were due to the company’s breach of a
municipal speed limiting ordinance, the ordinance was ad-
missible in evidence.

One in attempting to take what appears to be the safest course
to avoid a discovered danger is not necessarily guilty of negli-
gence, though he does not use the best of judgment.

In an action for personal injuries, two physicians, while testi-
fying that there was a possibility that plaintiff might never en-
tirely recover, stated that there would probably be complete
recovery in from a couple of months to two or three years.
Held, that such evidence would not support a finding that the
injuries were permanent.—(Deneen vs. Houghton County St.
Ry., 113 N. W. Rep,, 11206.)

MINNESOTA.—Carriers—Expulsion of Passengers—Evidence
—Damages.

A passenger upon a suburban railway between Minneapolis
and Lake Minnetonka presented a transfer which bad been
given him by the purser of a steamboat which was run in con-
nection with the railway. The conductor refused to accept the
transfer unless the passenger exhibited the cover of the com-
mutation ticket book from which the ticket which had been
given the purser in exchange for the transfer had been taken.
The passenger refused to pay his fare and was ejected from the
car with unnecessary violence. The questions whether the book
cover contained a statement that it must be produced, and also
the existence of a custom requiring its production, were sub-
mitted to the jury under proper instruction, and a verdict for
$150 returned for the plaintiff. The trial court reduced the
verdict to $100. Held, that the evidence sustains the verdict,
and that the verdict as reduced was not excessive.—(Brown vs.
Minneapolis & St. P. Suburban Ry. Co., 113 N. W. Rep,, 895.)

MINNESOTA.—Railroads—Accidents at Crossing—Contribu-
tory Negligence—Trespass.

The evidence does not conclusively establish the fact that rve-
spondent’s son, a boy 11 years of age, was guilty of contribu-
tory negligence in not discovering and avoiding collision with
a freight car while he was crossing appellant’s railway tracks
on a public highway.

Whether, as a matter of law, the boy was a trespasser upon
appellant’s right of way, if he was crossing the tracks on the
public highway with the intention of going upon the company’s
property for the purpose of picking up scattered coal, is not
decided; but, conceding such to be the law, the court sub-
stantially so charged the jury, and no error was committed
in refusing appellant’s request with refcrence to the same ques-
tion. (Colson vs. Minnecapolis & St. L. R. Co, 113 N. W.
Rep., 1010.)

MINNESOTA.—Carriers—Injury to Passenger—Evidence.

Action to recover damages for injuries sustained by the
plaintiff, as she claims, by the starting of the defendant’s car
while she was leaving it. Verdict for plaintiff. Held, that thc
cvidence is sufficient to sustain the verdict, and that the rulings
and instructions of the trial court as to the qucstion whether
the plaintiff was a passenger on the car were correct.

A medical expert, who has heard the testimony relcvant
thereto, may give an opinion, hased upon the assumption that
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the testimony is true, as to the cause of the present physical
condition of a party.

Opinion evidence, as to the effect of the pendency of the
suit or the recovery of a verdict upon a plaintiff in a personal
injury case who is suffering from neurasthenia, is not admis-
sible. (Ahern vs. Minneapolis St. Ry. Co.,, 113 N. W. Rep,,
1019.)

MISSOURI.—Ncw Trial—Instructions—Harmless Error.

Where, in an action for injuries to plaintiff's team by a col-
lision with a street car, there was no evidence that the motor-
man failed to stop the car on the first appearance of danger,
which was the only negligence charged, but all the testimony
showed that, as the car started to go by the team, the pathway
was clear with nothing to suggest danger of collision, and that
the accident was ‘caused by a sudden movement .of the horse
while the car was passing, a verdict for defendant was right,
notwithstanding any error in an instruction given for de-
fendant, and it was therefore improper to grant plaintiff a
new trial. (Hess vs. United Rys. Co., 105 S. W. Rep.. 277.)

NEW HAMPSHIRE.—Appeal—Harmless FError—Presump-
tion of Prejudice—Argument of Counsel—Carriers—Injury
to Passenger—Negligence—Evidence.

The statement to the jury of counsel for plaintiff in an
action for injury to a passenger on an electric car, occasioned
by the burning out of a fuse, that defendant was in fault for
using an old car, knowing that its electrical equipment would
deteriorate with age, cannot be presumed to have been preju-
dicial, as it is common knowledge that all mechanical devices
wear out, and it cannot be said as matter of law that a fuse is
not more likely to burn out in an old electrical appliance than
in a new one.

Where, in an action for death of a passenger on an clectric
car, occasioned by the burning out of a fuse, and the frighten-
ing of the passenger thereby, plaintiff produced no witnesses
who had been frightened by the burning out of a fuse prior
to the accident, though producing witnesses who testified to
others having often been so frightened, and from such failure
to produce witnesses who had previously been so frightened,
defendant’s counsel argued that the testimony that passengers
were frequently frightened in that way was false, the explana-
tion by plaintiff’s counsel of the failure to produce such wit-
nesses, it appearing that decedent left no estate, by the state-
ment that he would have made the effort to produce such wit-
nesses if he had the resources of defendant, is not objection-
able as unsworn testimony, but is the assertion of an inference
which might properly be drawn from the evidence.

Where a female passenger on an open electric car, fright-
ened by the burning out of a fuse box, on the floor of the car,
accompanied by a loud report and the streaming of the flame
above the floor, jumped to the opposite side of the car, and
either stepped off or fell off, the question to a witness what she
and another female passenger did at the time of the accident,
with her answer that they arose to jump from the car and the
motorman stopped them, was proper; the answer, so far as
relating to the other passenger, amounting to no more than a
statement that she appeared frightened and about to jump, but
was prevented by the conductor, which was a mere descrip-
tion of what she saw and heard.

It being incumbent on plaintiff in an action for death to
show decedent’s capacity to earn, which could be proved by
showing what work she habitually did, it was competent to
show the number and ages of her children; it appearing that
she cared for them besides doing other work.

Where evidence, being competent on an issue, is properly ad-
mitted, the other party, in the absence of a request therefor,
may not complain that an instruction limiting it to such issue
was not given,

As tending to show the speed of the car at the time of the
accident, evidence of the customary speed of defendant’s car
at such place is competent.

Evidence in an action for death of a passenger on an open
electric car, occasioned by the burning out of the fuse in the
fuse box situated above the floor, accompanied by a loud ex-
plosion and a flame streaming above the floor, whereupon the
passenger jumped to the opposite side of the car to avoid
the flame and stepped or fell off, held sufficient to authorize
a finding that the death was caused by negligence in not fur-
nishing a safe car, without contributory negligence "of the
passenger. (Lord vs. Manchester St. Ry., 67 Atl. Rep., 639.)
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NEW JERSEY.—Street Railroads—Injury to Person on Track
—Evidence.

A man on a coid night, lying upon a trolley track, was pushed
come four feet by the fender of a slowing-down car. He was
found to have a fractured skull and died four days later. The
deceased was on that night driving an open ice wagon, and his
team was scen going at a slow trot, driverless, a short distance
from where he lay. Held, that his condition of involuntary
unconsciousness or helplessness raised so strong a presumptisn
that the injury existed before the impact of the fender ofathe
car that a verdict for the plaintiff should be set aside.—(Brink
vs. North Jersey St. Ry. Co. et al, 67 Atl. Rep., 705.) g

NEW JERSEY.—Carriers—Injury to Passenger—lnsfructic;n‘s.

A request to charge that would have required the jury to
acquit the defendant railway company of negligence, even
though the quick effort of the motorman to stop the car were
made carelessly and negligently, was properly refused.

Where, in an action against a street railway company and the
owner of a wagon for injuries to a passenger in a car of the
railway company caused by a collision between the car and the
wagon, there was proof from which the jury.might infer negli-
gence of the driver of the wagon, there was no error in refusing
to non-suit the plaintiff on motion of the owner of the wagon.

Where the plaintiff had made out a prima facie case of negli-
gence, calling for explanatory evidence on the part of both de-
fendants, it was not erroneous for the trial judge to refuse a
request to charge that “the burden of proving negligence on the
part of the defendant E. A. Williams Company is upon the
plaintiff,” in view of the fact that he did charge that “the case
having now closed and all the evidence on both sides having
gone in, it is all, without any reference to which side it came
from, so much material for your judgment to act upon, and
that, in order that you should be satisfied that the E. A. Wil-
Hams Company was negligent, it must appear to you, from all
the evidence in the case, that that conclusion is established.”

An error of the court in sustaining an objection to a question
on cross-examination, when the witness has already testified
fully, during the course of the cross-examination, in respect to
the matter excluded, and the party has the opportunity of pursu-
ing his cross-examination as to the real question to which the
excluded question was merely preliminary, is not reversible
error.

A hypothetical question to an expert, which assumes the facts
in accordance with the theory of the party asking it, and which
the evidence tends to prove, is proper .where, although the facts
are disputed, there is ample testimony tending to support every
phase of the question, and sufficient to justify the submission
rhereof to the jury. It is not necessary that the question should
cient, on the contrary, if it embodies such a state of facts,
fairly within the range of the evidence, as counsel propounding
it deems to have been proved.

The true rule is that the driver of a wagon has the right of
way if, proceeding at a rate of speed which, under the circum-
stances of the time and locality, was reasonable, he reaches the
point of crossing in time to safely go upon the tracks in ad-
vance of the approaching street car, the latter being sufficiently
distant to be checked, and, if need be, stopped before it reaches
him. A request to charge on the subject of the right of way
which ignored the limitations of that rule was properly refused.

The omission of a trial judge to instruct 'a jury on a par-

ticular point is not assignable as error, unless such instruction
be specially requested.
"~ A party has no just cause of complaint where, although his
requests for instruction have been refused, the court embraced
them in its charge, so far as they stated correct propositions
of law.—(Daggett et ux. vs. North Jersey St. Ry. Co. et al., 68
Atl. Rep., 179.)

NEW JERSEY.—Carriers—Injury to Passengers—Duty of
Street Car Conductor.

A passenger standing upon the rear platform of a'trolley car
lias no right to rely, in preserving his equilibrium, upon the
protection of the closed door, and it is not the duty of the
conductor to warn him before opening the door, suddenly, when
it appears from the evidence that the passenger was not leaning
against the door, and was not in such a position that the open-
ing of the door required him to move or in-any way interfered
with him; and therefore a request to charge that “a carrier
owes to its passengers a high degree of care, and the plaintiff in
preserving his equilibrium had a right to rely upon the protec-
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tion of the closed door, and it was the duty of the conductor to
warn the plaintiff before opening the door suddenly,” was prop-
erly refused, especially when it was reasonably to have been
inferred from the evidence that there was room for the pas-
senger inside the car.

While it is not negligence per se for the passenger to ride
upon the platform of an electric street railway car, nevertheless,
a passenger who voluntarily rides upon the platform when there
is room for him inside the car takes upon himself the duty of
looking out for, and of protecting himself against, thc usual
and obvious perils attendant upon his position, such as the
danger of being thrown from the platform by the ordinary
jolting and swinging of the car. An instruction that, “as a
general proposition, the defendant company, and its servants as
well, were bound to use what is called a high degree of care
for the safety of the passengers who entrust themselvs to its
conveyance. That question is somewhat modified by the fact of
Mr. Nirk standing on the platform, if he could get inside the
car,” is not erroneous when it appears that the trial judge, in
another part of his charge, correctly stated to the jury the
character and extent of the modification of the rule referred to.

When it does not appear that the door was maintained for the
purpose of assisting passengers in preserving their equilibrium,
pyt .rather that one of its purposes was to allow ingress and
efifess of passengers, it was not negligence to open the door on
¢ north side of the car to enable passengers to alight unless
¥was a dangerous place for passengers to get down; and
refore an instruction that “it might be a question whether
S

conductor would be negligent in opening the door on that
e, unless it was in a place where it would be dangerous for
passengers to get down; that would be the only reason that
would make it negligent to do it at all,” was not erroneous,
especially when the evidence was most persuasive, if, indeed,
it did not compel the conclusion that the place where the north
door was opened was a safe place to alight, and that it would
have been, on account of the snow, unsafe to have let the pas-
sengers out on the other side—(Nirk vs. Jersey City, H. & P.
St. Ry. Co., 68 Atl. Rep., 158.)

NEW JERSEY.—Street Railroads—Injury to Pedestrian—Evi-
dence.

The dissevered body and mutilated remains of the plaintiff’s
intestate were found, at night, scattered on and along the de-
fendant’s tracks in the public highway, just after its car had
struck and run over him, under circumstances detailed in this
opinion. Held, they raised no legal presumption that the de-
ceased had been guilty of such contributory negligence as
‘would bar recovery in the action.

Whether, under all the evidence, the car, at the time of colli-
sion, was going at a reasonable rate of speed, or the motorman
operating it was properly on his guard, and reasonably careful
and vigilant in looking out for the safety of human life on and
near his tracks, were jury questions upon the solution of which
the defendant’s negligence in law depended.

Except in cases where the motorman’s negligence is not the
immediate or proximate cause of the injury (as, for instance,
where the injured person darts, or comes very suddenly, in front
of the car, and the accident would have occurred even if it had
been running at an entirely safe and proper rate of speed, and
the motorman had been on his guard), the question of his negli-
gence should be submitted to the jury.—(Merkl vs. Jersey City,
H. & P. St. Ry. Co., 68 Atl. Rep., 74.)

NEW YORK.—Street Railroads—Injuries to Persons Crossing
Tracks—Contributory Negligence.

Where plaintiff, as he was about to step on a street railway
track in crossing a street at night, looked and saw a car which
was approaching at a medium rate, 6o, 75, or 8o feet away, and
as he got to the middle of the track looked again, and the car
was so close that he jumped, but was hit before he could get
off the track, and there was nothing to prevent him from seeing
the car all the time, he was not entitled to recover, it being
an impossibility for him to have been struck unless he negli-
gently remained in the way; and this was so, though the car’s
neadlight may have gone out as the car was approaching and
then lighted up again.—(Robinson vs. Union Ry. Co., of New
York City, 106 N. Y. Sup., 203.)

NEW YORK.—Carriers—Carriage of Passengers—Actions for
Personal Injuries—Instructions—Absolute Duty to Carry
Safely. :

In an action against a street railway company for injuries to a
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passenger, it was error to charge that the company was bound
to carry plaintiff safely.—(O'Neil vs. New York & Q. C. Ry.
Co., 106 N, Y. Sup., 128.)

NEW YORK.—Carriers—Street Railroads—Injury to Passen-
ger—Negligence.

After a street car had slackened its speed to enable plaintiff
to alight, she arose and went to the rear platform, where she
stood holding the guard rail. The car was then moving very
slowly, and without coming to a stop suddenly increased its
speed with a jerk, to such a degree as to throw plaintiff into the
street. Held, that the railway company was negligent, and liable
tor the injuries plaintiff sustained.— (Gardner vs. Forty-second
St., M. & St. N. Ave. Ry. Co., 107 N. Y. Sup,, 134.)

NEW YORK.—Evidence—Physician’s Opinion—Cause of Per-
sonal Injury.

In estimating damages for personal injury, apprehended future
consequences which are merely possible and speculative may not
be considered, but physician may testify that in his judgment
plaintiff’s alleged condition as to nervousness, headaches, and
pain after the accident and before the .trial might or could have
resulted from the accident; plaintiff having previously testified
that such conditions so resulted.—(Kehoe vs. International Ry.
Co., 106 N. Y. Sup, 196.)

NEW YORK.—New Trial—Insufficiency of Evidence.

A motien for new trial after verdict, because of the in-
sufficiency of the evidence, can only be granted where the weight
of the evidence is such that the court can see the verdict must
have been the result of passion, prejudice, mistake, ignorance,
or corruption.—(Dambmann vs. Metropolitan St. Ry. Co., 106
N. Y. Sup., 221.)

NEW YORK.—Carriers—Carriage of
Carrier—Gate as an “Appliance.”

A gate on the side of the platform of a surface street car is
an appliance within the rule requiring a carrier of passengers
to exercise the utmost human skill, care, and foresight in the
maintenance of its appliances for the protection of its pas-
sengers. .

Where a street car platform gate broke, and a passenger
fell off the car, whether the carrier exercised the utmost care
in the maintenance of the gate was for the jury.

A passenger is not called on to provide against a defective
appliance, unless the defect is known to him, or under the
circumstances should have been observed.

The failure by a passenger standing on the rear platform
of a street car to use precaution against loss of balance is not
contributory negligence as a matter of law, where the cause
of action is not based on negligent operation, but on negligence
in the maintenance of a gate on the platform, which broke and
permitted the passenger to fall off the car.— (Stappers vs. Inter-
urban St. Ry. Co., 106 N. Y. Sup., 854.)

NEW YORK.—Street Railroads—Operation of Cars—Injuries
to Travelers.

Passengers—Duty of

A motorman, who started a street car from a standing posi-
tion and ran into plaintiff’s vehicle, which was crossing the
street at an intersection, without giving a signal and in broad
daylight was negligent.

Where plaintiff started to drive across a street car track at
a street intersection in front of a car which was standing, he
was not bound to assume that the car would be started up in
such a manner as to imperil his safely, and was not negligent
as a matter of law.

Where plaintiff was riding in a buggy, accompanied by his
driver, at the time he was injured in a collision with a street car,
which was standing when the driver attempted to drive over
the track at a street intersection, the driver was not negligent
in failing to continuously watch the car until he had passed over
the crossing.—(McGurgan vs. New York City Ry. Co., 100 N.

Y. Sup., 201.)

NEW YORK.—Master and Servant—Death of Servant—Negli
gence—Contributory Negligence—Evidence.

In an action for death of a motorman by the bumper of
another car overriding and crushing the vestibule of his car,
evidence held to sustain a verdict finding defendant negligent in
furnishing its employees cars with the bumpers constructed of
different heights, and that intestate was not negligent.— (Durkee
vs. Hudson Valley R. Co., 106 N. Y. Sup, 735.)
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FINANCIAL INTELLIGENCE

WarL Streer, April 15, 1908.
The Stock and Money Markets

The advent of the Easter holidays tended in large measure
to restrict clearings in the stock market during the past week,
and on this account the movements in prices were not so im-
portant as they have been in the recent past. However, there
were a number of developments bearing upon the general
financial and commercial situation, the nature of which would
under ordinary conditions have exerted a pronounced influence
on security values generally and would no doubt have led to an
active speculation. Among these may be chiefly noted the
efforts made in the direction of keeping the Erie Railroad
Company out of receiver's hands, which, after considerable
uncertainty, were made successful through the action of a
certain large railroad magnate in taking care of the $5,500,000
notes of that company which recently fell due. The next most
important development of the week was the publication of the
government crop report, showing the.condition and acreage of
both winter wheat and rye as of April 1. As a matter of fact,
this report had even more far-reaching significance than the
Erie episode, although the latter for the time being no doubt
attracted more general attention than did the condition of the
two crops alluded to. Considerable time will elapse before the
winter wheat and rye crops are harvested, but~even at this
early date it is apparent that, in the case of winter wheat at
least, this season’s yield will be fully up to that of last year
and considerably above the average for the past 10 years. The
condition of winter wheat, on April 1, as reported by the
government, was 9I.3, which compares with 91.1 on Dec. 1,
1907, and 8.9 on April 1 of last year. It is expected that the
winter wheat crop this year is fully as large as that of last
year, while with anything like favorable weather conditions
between now and harvesting, it will in all probability run
ahead of the returns for the previous season. What this
means to the railroads of this country, and incidentally to the
general financial and commercial situation, is perfectly obvious,
as, despite all other considerations, the fundamental basis of
prosperity in the United States rests mainly upon the crops.

This strength may be regarded as all the more remarkable
in view of the fact that fears have prevailed that other rail-
roads of this country may be in need of fresh capital and that
there is a prospect of an early export movement of gold from
the United States to France. However, money continues to
pile up at this center in almost unprecedented volume, the
surplus reserve now amounting to $42,250,000 and rates promise
to continue easy for an indefinite period. In addition to this,
the railroads are gradually reducing operating expenses, so that
the outlook is that net revenues from now on will make a
considerably better showing in comparison with last year than
they have been doing of late.

While, as before stated, pretty much all stocks have ad-
vanced during the past week, few have scored such sharp gains
as the local traction issues. As a matter of fact, stocks in this
category have played a far more prominent part in the dealings
of the past week than they have for a considerable time past.
Not only is this due to the present and prospective large earn-
ings of these companies, but the entire local traction situation
has been benefited materially by the action of the Public

Service Commission in granting permission to the Interborough.

Rapid Transit to issue $50,000,000 in bonds, as well as by the
curtailment of the transfer privilege on certain important lines.
through a recent order of the court. Buying of pretty much
all stocks in this class was on an extensive scale and in re-
sponse thereto, some very decided, if not sensational, advances
were recorded.

Philadelphia 2

There was a material improvement in the local traction share

market during the past week. More issues were traded in than
for some weeks past, and prices generally scored further sub-
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stantial advances. Philadelphia Rapid Transit was again the
principal feature, the price rising from 17 to 1734, on rather
heavy purchases. Union Traction was strong in sympathy
with Philadelphia Rapid Transit, the price advancing a point
to 53%. Philadelphia Traction moved up ¥ to 80% and Con-
solidated Traction of New Jersey rose to 65. Philadelphia
Company common brought 36 and the preferred 37. Railways -
General sold at 4, the first transaction in the stock reported in
several weeks, and United Railways Investment Company pre-
ferred sold at 34%%. Frankfort & Southwark Passenger sold
at 280.

Baltimore

Although the dealings in the local traction issues were com-
paratively light in volume, nevertheless prices displayed pro-
nounced strength. The excellent showing made by the annual
report of the United Railways & Electric Company was reflected
in substantial advances in all of the company’s issues. The
4 per cent bonds rose from 85 to 8534, and the incomes from
5014 to 51%. The refunding 55 moved up 125 to 77%. Other
transactions included Richmond Traction 5s at 102, Norfolk
Railway & Light 5s at 8815, and Knoxville Traction 5s at
104Y4 @ 101.

Other Traction Securities

The market for traction shares at Boston was very quiet and
without special feature. Boston Elevated held firm and West
End stocks moved up fractionally, the common to 873 and
the preferred to 105. Massachusetts Electric sold at 4518 @ 45.
Boston & Suburban common.sold at 11%4, and Boston &
Worcester preferred at 54%4. The Chicago Tractions were
more animated and fractionally higher. South Side Elevated
sold at 60, Chicago & Qak Park common at 2, and the preferred
at 8. Chicago Union Traction receipts sold at 434 @ 4; West
Chicago receipts at 25 @ 27 and North Chicago receipts at
40 @ 42. West Chicago brought 30 and North Chicago 43.

Security Quotations

The following table shows the present quotations for the
leading traction stocks and the active bonds as compared with’
two weeks ago:

American RallWays: -« s e g e o & w@ee s o 5500 o 655500 o) oo wrsie s 42% 42%
Boston Elewated - s . s o s« sime s 5 5 st o o 5 s s 16 5 eizesial o)) staressi o 129 129
Brooklyn Rapid Transit. o« ewics o smsmmis o nte e aaion o ommran s 45% 46%
Chicagn [Galyrs « coet e Pl ol et et o ol RN e i55 155
Cleveland EIeCHriC. .« < aieie o slommiona o o aiaesol oo isinaaleiabogeiislaleioiois) 3 a4r1 —
Consolidated Traction of New Jersey....coeevveiiineenns 64% 6414
DEtToit TINIEE, coe s o o mmmssl e o o Hoensd § o o ims 55 6 BUSTH B1e o it & 5 g o 5 31 31
Initerborough-Metropolitarl .. s s mam oo e s s s s s s s 7% 1054
Interborough-Metropolitan (preferred).............ooun. 20 2834
International Traction (COMMON) ¢ s oo eluiioe oo o oistiomia s 33 33
International Traction (preferred)........covvvvvvunivnnn 62 55
Manhattan RaTlWay < -eee e aliste sl siniafeRolels olinsetola)ietehene s fekoted N 118 125
Massachusetts Elec, Co. (COMMON)eutuerrenreeenenonns 10 11
Massachusetts Elec. Co. (preferred).....ccovvvvervinn... 45% 45
Metropolitan Elevated, Chicago (common)............... 16 16
Metropolitan Elevated, Chicago (preferred)............. 48 47
Metropolitan -Stre@t « s e s o sisre s s i s oo isios oo airmie s oo 57 33
oY b S s B eI 10 ch it £ I O 35 3 008 @ B0 016 0GB 6.0 6.5 T-0:00 5D 050 5 0 0 50 5234
Philadelphia Company’ (COMMON) +euuuuueennnreennameens 36 364
Philadelphia Rapid Transib. . ... cooms .« osmm o sned fo b aes 17 17V
Philadelphia Traction.....ocueeienieeiierienereeeenanns 8514 —
Public Service Corporation, certificates........covvunn... — 65
Public Service Corporation, 5 per cent notes............. — Q0
South Side Elevated, (Chicago).......oeviveiveenerenas 60 60
Twin City, Minneapolis (COMMON) . .cuuveeeeeerrnnoacens 83 8s
Union Traction (Philadelphia).....coovvvniniieieennn.. 52 53%
a Asked.
Metals

Business is reported relatively good in structural steel, but
in standard rail and''other lines it is quiet. Prices, however,
are firm. The copper metal market displayed increased weak-
ness during the week, one of the leading selling agencies
m:;lking’ on open reduétion of 3c. @ Yec. in the price of
electrolytic to 13c.. On the local, Metal Exchange, quotations
were’ 12¥c. @ 12%c. for lake, .125%gc. @ 1234c. for electro- .
lytic and 1234c. @ 12%5c. for castings.. . ) T
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AFFAIRS IN NEW YORK

The Public Service Commission last week passed two resolu-
tions. The first directed the chief engineer of the commission
to prepare plans for the Broadway-Lafayette Avenue loop in
Brooklyn, and the second directed him to submit plans for a
tunnel under the East River to connect with the southern ex-
tremity of the Delancey Street loop, somewhere south of the
Brooklyn Bridge and to connect in Brooklyn with the Fourth
Avenue Subway?

The Public Service Commission will grant the application of
the Interborough Rapid Transit Company for permission to

mortgage the property of the company for $55,000,000. The .

decision was reached subject to the completion of the papers
embodying the terms. For the present it is the intention of the
company to issue only $30,000,000 of bonds, which will be used
as security for $35,000,000 of short-time notes.

Before the Brooklyn League last week President Winter, of
the Brooklyn Rapid Transit Company, made a plea for the
further development of the elevated railways of the borough
as against ephemeral talk of subways through impossible terri-
tory. He took the New York Subway as an example of the
possible earnings of such lines, and quoted Vice-President
Bryan regarding the earnings of the New York lines. In con-
cluding his remarks President Winter said:

“T will go further, and say it is my belief as a transportation
man, that it is not possible to build a subway anywhere this side
of the East River that could, on its completion, or for a long
time after its completion, be made to return one-half of what
would be regarded as a fair rate of interest on its actual cost,
plus the expense of maintenance and operation; indeed, it is
most doubtful if any of the lines now so urgently demanded
could be made to yield the bare cost of the three items of main-
tenance, operation and taxes on the basis of 5 cents per passen-
ger and no transfers. The cost of supplying this form of trans-
portation would be more than the public is prepared to pay.

“If Brooklyn is to hold her own, and Brooklyn’s own, if held,
will be very much of the future greatness of this incomparable
city, she must bring herself to see things as they are, not merely
as her fancy is inclined to paint them, and, however it may be,
turn away from pet gods, for some of them are false.”

The new transfer rules, the result of a recent decision of
United States Circuit Court Judge Lacombe, which do away
with transfers from cars of the New York City Railway Com-
pany to those operated by the Third Avenue Railroad, Forty-
Second Street, Manhattanville & St. Nicholas Railway Com-
pany, and the Kingsbridge Railway Company, except at certain
designated points, went into effect at midnight, April ro.

BOSTON & WORCESTER EARNINGS INCREASE

There was an increase of I2 per cent in gross earnings of
the Boston & Worcester Street Railway Company for the
quarter ended March 31 over the corresponding period of 1g07.
This is largely net, although the exact figures are not yet
available. March 31 ended a half year in which the gross
carnings of this company increased 1134 per cent over those of
the corresponding half of the previous fiscal year. For the
quarter énded Dec. 31 last the gross earnings increased IT per
cent and the net earnings 36 per cent over those of the cor-
responding quarters of 1906. Gross earnings by months for
the first half of the current fiscal year are given as follows:

1907-8. 1906-7.  Increase.

October ...vviiveinann.. $44,105 $41,024 $3,170
November .....oovvvvieean.nn 39,313 35,182 4,131
December ... 36,187 31,767 4,419
FAIUALY oo oo = e s ha st e 31,400 28,401 2,014
FeDIUATY & vwem-emeuas ooimomanie 30,496 26,147 4,348
IMEATCI io5 s s s 2 aun s i e s e s 35,821 32,518 3,302°
Totals: we. e smnnisesesms $217,420 $195,132 $22,288

At the meeting of the City Council, of Cleveland, Monday
evening, April 13, President Fanning, of the Forest City Rail-
way Company, asked for grants over the Woodland Avenue
and the West Side lines of the Cleveland Electric that are
claimed to have expired. Mayor Johnson believes that this
action was not taken with a view of putting an end to the
peace- negotiations, but Mr. Rifenberick, consulting enginecr
of the Cleveland Electric, thinks that it indicates a renewal of
the street railway controversy. )
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INJUNCTION AGAINST LOW FARE IN DETROIT

Judge Swan in the United States District Court has made
permanent an injunction restraining the City of Detroit from
enforcing the Hally ordinance which would have compelled the
Detroit United Railway to operate its cars on streets where its
franchise rights have expired under the terms of the ordinance,
which provided for five tickets for 15 cents and universal trans-
fers.

ANALYSIS OF BALTIMORE REPORT

The report of the United Railways & Electric Company, of
Baltimore, for the fiscal year ended Dec. 31, 1907, recorded a
gain of nearly $500,000 in gross earnings, as compared with the
previous year; an increase of nearly $1,000,000 over the year
1905, and a gain of more than $1,500,000, contrasted with the
year 1904. Operating expenses increased $249,145, or 7.74 per
cent, leaving an expansion of nearly $200,000 in net earnings
for the year. An increase of about $I....,000 or 5.17 per cent, in
fixcd charges, however, brought the gain in surplus down to
$65,000. After making liberal charges for extraordinary im-
provements of more than $1,000,000 the company was still able
to record a profit and loss surplus on the year’s operations of
$37,658, or $16,350 in excess of the year previous.

The increase in operating expenses, it was explained in the
report, was due to increased car service and to advances in
rates of wages paid employees in various departments during the
year, while in the previous year such conditions were effective
for only a little less than six months. Despite this fact, the
percentage of operating expenses to gross earnings in 1907 was
only 49.44 per cent, as compared with 4803 per cent in 1906, and
47.05 per cent in 1905. It has been the policy of the manage-
ment during the past few years to expend liberal amounts from
income for improvements to the property. During the past
three years such disbursements have aggregated in the neigh-
borhood of $1,000,000 a year. The following table shows the
gross and net earnings, extraordinary charges to income for
improvements and surplus carried to profit and loss each year
for the past four fiscal periods:

Sur. to

Gross. Net. Ex. Chges. P. & L.

10T A A e $7,018,081 $3.547,994 $1,028,899 $37,657
L9006 wpijes s onim- 6,583,102 3,362,160 980,000 21,299
TGOS s 2 wtava & & oisiaie s 6,023,608 3,188,168 929,762 31,065
TO0L o s areysis s grsiae 5,440,942 2864540300 siaems 330,062

The average earnings per car mile in the last fiscal year were
26.06 cents, being an increase of 0.76 cent. over 1906. This in-
crease is the more significant when the fact is considered that
in 1906 the average earnings per car mile were 1.60 cents more
than those for 1905. The cost of service per car mile in 1907
was 12.87 cents, or an increase of 0.50 cent, while in 1906 the
gain in this item over 1905 was 1.22 cents. The number of
car-miles run in the last fiscal year was increased by about
1,000,000 miles. The total revenue passengers carried was more
than &000,000 greater than in 1906. There was also -a very
marked increase in the number of transfers used, about 40
per cent of the paying passengers availing themselves of the
transfer privilege. The following table shows the car-mile
runs, revenue passengers and transfers issued during the past
four years:

Tranfs. issued.

Car mile runs. Rev. Passgrs.

TGOT > 557 5 3 515557 5 5 Fin s 4 26,953,727 142,114,995 55,165,581
OO Gsorei v 0515 wiaio) 6 8 siaEA 3 5 26,035,327 133,785,601 53,413,492
YOG e wres & ¥ Guspe & 5 1ehens 6 25,431,376 122,318,438 49,292,821
TR o ceitaxar o oo oot o1 o5 Svaiiss a8 1o 23,397,515 109,526,908 43,932,219

The report states that, despite the fact that there was con-
siderable recession in business during the last half of 1907, the
carnings of the company were not noticeably affected until No-
vember and December. The receipts during those months, how-
cver, were greater than in 1906 for the corresponding periods,
but not to the same extent as would have been obtained under
normal circumstances.

President William A. House, in his report to the stock-

iolders, stated that the physical condition of the property dur-
ing the year 1007 was greatly improved and, notwithstanding
the large e‘(pelldltules aggregating $3,176,573 for improvements,
the company’s bills payable and accounts payable increased but
:*‘1168664, which amount was more than offset by the cash
balance on hand at the close of the fiscal year, which was
$555,674, as compared with $115,977 in 1906, or an incrcase of

$159.€0:.
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ANNUAL REPORT OF BALTIMORE COMPANY

The annual rcport of the United Railways & Electric Com-
pany, of Baltimore, for the year ended Dec. 31, 1907, has just
been made public. Comparcd with 1906 it shows an increase
in gross earnings of $434,979, or 6.61 per cent, and an increase
in operatincr expenses of $249,145, or 7.74 per ccnt. The in-
crease in fixed charges was $122,355, or 5.17 per cent, and the
increase in the amount carried to surplus $16,350. The increase
in operating expenses is attributcd to increased car service and
to advance in rates of wages paid employes in the various de-
partments, this advance being operative during the whole 12
months of 1907, whilc it was only effective for 52/3 months of
1906. This item was also increased by the cost of operating
Bay Shore Park, and by the advance in the cost of materials and
supplies. The increase in fixed charges is duc to the additional
obligations incurred for interest on Maryland Elcctric Railways
Company’s bond procceds; increasc in interest on the mncw
funding bonds, and increase in park and other taxes. The
percentage of qperating expenses to gross earnings was 49.44
per cent, as comparcd with 48.93 per cent in 1906, an increase of
.51 per cent. The avcrage earnings per car mile were 26.00
cents, an incrcase of .76 cent, and the cost of service 12.8;

cents, an increase of ¥4 cent. The number of car-miles
run was 20,053,727, an increase of 918,400 miles. The total
number  of revenuc passengers carricd was 142,144,095,

an increase of 8320,304. The number of transfcrs used was
55,103,581, an increase of 1,752,080, from which it will be seen
that about 40 per cent of the paying passengers availed of the
transfer privilege. .

The operating rcport for the year follows

EARNINGS AND EXPENSES.

Gross earnings of lines (owned and leased)....
Operating expenses (including insurance)...

$7,018,081
3,470,087

Net earnings from operation .. $3,547,994

Other income.........ooovuvuenenn 6,505
Total net income applicable to fixed charges, taxes, etc. ‘*3 354,499
Fixed charges, including park and other taxes, interest on Ca
Trust Certificates, interest on Maryland Electric Rail\\a)~
Company’s bond proceeds, interest on funding bonds, etc.... 2,487,042
BUTPIOSE a0t 255,05 5 ¢ 5 5vsie S5 5950 4 2 4 59250 8 ¢ oern 28 5 SY500 5 5 - FhG B £ £oah $1,006,557

Of which there has been credited to extraordinary expenditures 1,028,899

Balance, surplus carried to the credit of profit and loss..... $37,657

The report of President House is unusually complete, de-
tails being given of all the new work carried out. Mr. Honsc
said in part in presenting the report:

“While naturally it was to be expected that the revenue of
your company should be somewhat affected by the recession in
gencral business conditions during the latter portion of the
year resulting from the closing down, in whole or in part, of the
manufacturing establishments on its lines, it is very gratifying
to your management to be able to state that the earnings were
only so affected during the months of November and December.
The receipts for those months, however, show increases over
the corresponding months of 1906, but not to the same extent
as would have obtained under normal business conditions.

“The company has continued the policy referred to in the
last annual report, upon the recommendation of expert ac-
countants, of charging to an account designated as ‘extraordinary
expenditure’ the amount required for rehabilitating the prop-
erty other than ordinary maintenance and repair. These ex-
penditures for the year were $1,028,899.31, the details of which
are given in the appended report of Mr. Stephen Little.

“The total amount of taxes, including park tax, cost of pav-
ing streets, track changes necessitated by regrading of streets,
sewerage commission work, widening of streets, ctc., was $604,-
246.29, as against $652,802.67 in 1906, an increase of $41,443.62.

“The park tax for the year was $435,005.84, as against $470,-
308.67 in 1006, an increase of $24,757.17, that for the third
quarter of 1907 having been $113,040.85, the largest quarterly
amount ever paid the city.

“New track and overhead construction amounted to $61,83.4.42,
as follows:

Dickeyville extension..... $28,147.29
German Street extension.. 33,387.13
AEEET Lo 6 o ot o A B 0I5 G 5 A G 0 0 00 G0 DR 6 6 50 G 1 6 0000 s 0 G $61,834.42

“Of this sum $23,687.10 was provided from the proceeds of
sale of 4 per cent treasury bonds and $38,147.32 is yet to be
provided from the same source. Besides the $61,834.42 there
was charged to capital account $315.491 for power house ma-
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chinery and equipment. The latter sum was derived from the
sale during the year of old property. The amounts so received
were deposited in a special fund and disbursed by order of
court. The acquisition of the new property, which included
cngines, generators, boilers, transformers, cables, etc., was es-
sential to meet the increased requirements of the power plant.

“The amendment to the St. Paul street or Boulevard ordi-
nance, designating the character of rail to be used, was approved
by the Mayor March 22. The plans for track construction and
overhead work were approved by the city engineer on Julv 6
and work begun on July 8, and one track constructed as far as
Charles street avenue and Merryman’s lane, when, owing to the
protests of property owners, as to the method of stringing wires,
work was suspended.

“In order to facilitate the movement during the excursion
season of cars in the Sparrows Point and Bay Shore service,
which terminate in the city at Howard and Franklin streets, and
to avoid congestion, curves were installed under ordinance ap-
proved April 29 at Franklin and Howard streets, Park avenue
and Centre streets and Franklin street and Park avenue, thus
giving a loop for the city terminus of this line. Prior to the
construction of these curves, blockades frequertly occurred on
Howard street, which greatly interfered with .e operation of
the lines using that street.

“The company now operates 396,192 miles of main line, of
which 173,325 miles are laid with T rail on suburban lines, and
173,844 miles with 9-in. girder rail, while 49,023 miles are
made up of various types of smaller sections, the joints upon
30.72 miles of which have been cast-welded.

“Under a contract entered into on Nov. 18, 1907, your com-
pany agrees to furnish current for the operation of the cars
of the Washington, Baltimore & Annapolis Electric Railway
Company, between its terminal on Park avenue and the inter-
section of Greene and Lombard streets, this agre¢ment to con-
tinue in force one year.

“Eighty new double-truck cars of the scmi- convertlble type,
cquipped with airbrakes and multiple control, were receivedi
during the year and placed in the Sparrows Point and Bay
Shore service, the cars thus released being assigned to other
lines of the systcm, replacing single-truck cars of less capacity,
thereby giving the company ample equipment to care for the
traffic.

“Owing to the additions and improvements to the power
plants of the company, undertaken in connection with the ar-
rangement entered into with L. B. Stillwell on Sept. 1, 1906, not
having been completed at the termination of the contract—Aug.
31, 1907—it was deemed advisable to extend the arrangement
unfil March 1, 1908, with a further extension of six months,
subject to certain modifications; that is, until Sept. 1, 1908.

“The service has been without any serious interruption, due to
power-house failures, and the action of your board in authoriz-
ing the expcnditures for the rehabilitation of its power plants
and reinforccment of the transmission cables and distribution
feeders has been fully justified by results.

“On June 28, 1907, an agrcement was entered into with the
McCall Ferry Power Company under which that company
agrees to deliver 13,500 hp daily as an adjunct to the present
power plants, the supply of current to begin Sept. 1, 1908. The
McCall Company was, however, obliged to suspend operations
on its plant owing to the unfavorable financial conditions which
have existed since the fall of 1907. It is not thought, therefcre,
that it will be in shape to furnish currcnt by the time specified
in the contract.

“The power situation of the company at present is as follows:

GENERATING STATIONS.

Pratt’ Street....ue o eeeeiineeeeeeneeneennnnns 25,000 kw a. c.
PEatt SEECEEL . e o315 fe o 5 B 5 4 5 it ¥ 55 ioad el ars Laree 5,400 kw d. c.
LAght Street: smsssosmes s owmnessmses oS vees 2,000 kw d. c.
Falls Road...c.cvveeereinaeernroeenecannans .. 750 kw d.c.
Owings  Mills. oo oninie ey § 5 91413 8k isn el e ikekadetets 780 kw d.c.
Bay Shore...... 5 5 R & AR R 3 Sl e 1,375 kw d. c.
TOLA] o aieiare o5t & 5 s s e SR AT 35,305 kw
SUBSTATIONS
1Rl )8R e o oo coono0nsou000an B coonnco A0S oo oo 5,500 kw
Nunnery Lane...... |00 TR GURTE 600800800 S b aie e 25 00 O RISV
Eastern Avenue . 5,000 kw
Northern No. 1 4,000 kw
Northern No. 2 3 3,000 kw
Central | ool cie i CEREEERRTRRR TR 7,500 kw
Total ...vniunnn.. S I v A B 27,000 kw

MARYLAND ELECTRIC RAILWAYS COMPANY.

“The purchase of the 8o semi-convertible cars and one
coal car; the acquisition of sites cand construction of car
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houses thereon; the acquisition of the necessary sites and con-
struction of the Central and Northern No. 2 substation and the
Bay Shore power plant with the necessary machinery and cables
have been made by the Maryland Electric Railways Company
at an expenditure during the year 6f $1,770,347.54, which com-
pany has, in turn, leased the same to your company under the
financial plan adopted in 1906 and explained in the Eighth
Annual Report of the company.

“After full consideration it was decided by the company to
operate Bay Shore Park itself, placing a capable manager in
charge, instead of leasing it to an outside party.

“The resort proved very attractive, as was evidenced by the
largely increased patronage during the excursion season of 1907.

“The handling of passengers was greatly facilitated by the
improvements made in the terminal station at the park.

“With a view to improving the transfer privilege and lessen-
ing the opportunities for abuse, the company on April 1 in-
augurated a new transfer system, with day and date, whether
for use in a. m. or p. m. prominently shown, and time-limit
increased from 10 to 15 minutes. In addition to the juncticn,
as hereto.lore, the line or lines upon which the transfer may
be used and th ‘“direction bound and the issuing as well as the
receiving line, at’ clearly indicated, thus reducing to a minimum
the liability of any misunderstanding as to its proper nse. Ry
this change the company was enabled to afford its patrons
more liberal transfer privileges. It may be of interest to state
that there is now an exchange of transfers between lines of the
system at 193 junctions, with 1614 direction privileges, thus
enabling passengers to reach any section of the city for a
single fare.

“Reference to this report and the report of Mr. Little, at-
tached, will show that the following expenditures over and
above the usual operating expenses were made for imprcve-
ments, better-.ients and new constructions during the year 1907
by or for the use of your company:

Tor “Extraordinary Expenditures’” account................ $1,028,899.31
For extension oF tracks. oww s sww oo s wim o b5 w9 6 5 5§60 6 £ 5 9508 € & 61,834.42
For power-house machinery and equipment account......... 315,491.84

TFor cars, car houses, power plants, substations, etc. (Md.
Elec. Rwys. Cq.)

................................................. $3,176,573.11

These expenditures were provided for as follows:

From income........... . <. $1,028,896.31

Ralance from sale of Treasury bonds.......oovvveuannn. 23,687.10
SaleNof Teall eStatE i o s 5 nisit v s ais 5 45 ine s 5 71,761.26
Amount in hands of Trustee Dec. 31, 1906... 25,089.75
$396,851.01
Less amount paid through Trustee to redeem
ground rvent on Pratt Street power-house lot
and cost of reconstruction of front wall of
Pratt Street power house........ WA & o e o 5l . 53,825.00
$343,026.01
Less cash in hands of Trustees Dec. 31, 1907.... 27,534.17
e 315,491.84

Sale of Maryland Electric Railway Company’s bonds.......
Increase in notcs payable on account German Street and
Dickeyville extenSIONS. « « & wiviers 5 wwse ¢ 35 00 8 5 8 wee o § o s v o

1,770,347-54
38,147.32

T OBl - a2 = eio 8ol e = e abebe o ens minsel o =1 faiiel ol e s o eyl o = s msokat o = ingecn. o ale e $3,176,573.11

“It will be seen, therefore, that the physical condition of your
property was greatly improved during the year 1907 and that,
notwithstanding these large expenditures, the company’s bills
payable and accounts payable increased but $168,664.29, while
the amount was more than offset by the cash balance on hand
at the end of the fiscal year, which was $555,674.17, as against
$115,076.84 in 1906, an increase of $439,607.33.

“It will also be recalled that under the company’s funding
plan all surplus to Dec. 1, 1010, may be used to pay the com-
pany’s floating debt, to improve its property, or for any of its
corporate purposes.

“Realizing that one of the most valuable assets a public-
service corporation can possess is the good will of the public,
the officers of the company have endeavored in every way to
encourage this feeling by pursuing a policy of frankness and
liberality in their dealings with its patrons and complying with
all reasonable requests for improved service or giving good
reasons for noncompliance with suggestions of this character
where they are impracticable.

“Acknowledging the fidelity to the company’s interests and the
efficient and faithful services rendered by the officers and em-
ployees during the year, this report is respectfully submitted.

“By order of the board. .

“WiLLiam A. House, President.”
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ST. LOUIS RAILWAYS” YEAR

The pamphlet report of the United Railways of St. Louis
for the year ended Dec. 31, 1907, gives an income account that
compares with former years as follows:

. . . 1907. *1906.
Gross, including “other income”................ $10,828,737 $10,287,889
Ex. taxes and depreciation. s . sw s« sms s swins s 7,043,882 6,400,989

Net isomeseamis 4 RS § R 6 6 B RS ¥ 6 BN 6 $3,784,855  $3,886,900
InEred e, @f8cen sananoaaagsaasawotaoh oo R oot 2,778,023 2,782,249
D L e e s e w2 $1,006,832  $1,104,651
Breferne QR dinid Crac gt et tatetetelleze el e e arenetatets 649,160 649,160
Net surplus...... Sieda) o 4 s laieh) o a8 e 5 %0 5 4 oA $357,672 $455,491

*St. Louis & Suburban Railway System figures included for comparison.

The general balance sheet as of Dec. 31, 1907, compares as
follows :

ASSETS.
1907. 1906.

Froperty and plant. .. .ewe sy o s sy v oo o $103,683,102 $102,608,623
Preferred stocks held by banks.............u. 3,000,000 3,000,000
General first mortgage 4 per cent bonds....... Sedams | saesies
Miscellaneons StOCKS: & wm <« s anie 5 5 550 a0 s whssiss v 3 6 40,000 27,700
Investment reserve fund........cocecceennnn 600,000 383,500
Materidls and SUPDPIIEs: wu s aiie o « = 866 < ¥ 5 wfare ¢ 15 318,162 338,475
Casly coo:cmee s T Iy 826,403 1,154,734
Biown Brothers’ and other accounts........... smanan  ancdes
Bills received and epllected:saeois vz oapamaiss 716,300 625,918
Due United States Government, etC...vvvuneu.. 11,912 12,568
Deferred  as5elSi e s e aimite o o misaia e sien Gc 000005000 50,322 53,126

Totals o s s s s s 5 @ e o8 8 wwm e s o gm a6 oW PP $109,246,803 $108,204,746

LIABILITIES

Prefenred! StOCKa e o« twiasst o s s oss o aisleias ol s edeEss 08 8 oy $19,983,200  $19,983,200
Ceinmon. stocKwweassaweissna % R § 8 6 e € 24,913,300 24,91 3,800
Funded. debt: cm o s siemn - o clw s s wnesass oo o ciaa 0 59,180,000 59,580,000
Bills Spayzahlent frickelczhelaranetaslahodaiatstatatedatatolcliosesstels & asa 1,244,500 759,000
Auditing vouchers and payrolls.......oevunannn 523,260 294,617
Matured. Interest-c <« «wwe « « wiom v s o oe & s wiwre =« o5 1,014,521 1,026,522
Preferred dividend. « « aoiseic oo mim o oo ognen on oiasaies 173,671 162,290
Reserve Tunds: e esesm e s s ame OE S e 909,400 659,827
MISeellareonus: sirmisis s guire s it ¢ elsrateinie s e foisi ol sl aioin 49,432 13,617
Deferred labilities...cvvcvvieineiicenannnannn 151,270 176,583
Profit and 1055 SULDIUISua .« a s ¢ wial s a &b aq s mm s« o5 1,063,251 704,791

Traialls oo o e oo oo Gonoonoana s bozonchhnsa $109,246,803 $108,204,746

In presenting the report of the United Railways Company
of St. Louis for the year ended Dec. 31, 1007, President Beggs
called attention to the comparison of figures for the past vear
with those of the preceding year, including the figures of the
St. Louis & Suburban Railway system. They show that the
gross earnings and other income increased $540,848, or 5.25 per
cent. The operating expenses, taxes, reserve fund, accretions
and depreciation charges increased $642,803, or 10.04 per cent,
leaving a surplus for the year over and above the preferred
stock of $357,671, equivalent to 1.43 per cent on the common
stock. Mr. Beggs called attention to the fact that the physical
condition of the St. Louis & Suburban property was not very
good when the road was taken over, and that large expenditures
were required to rehabilitate the road. Previous to the United
Railways taking over the Suburban Company; no fund had been
set aside for depreciation, but last year 5 pcr cent of the gross
earnings were charged up, making a difference of $57,000. In-
creases in the cost of labor and material also had a decided
effect on the earnings of the company. The general financial
stringency and depreciation somewhat reduced the gross earn-
ings. Mr. Beggs further said:

The total funded debt of the company, as shown on the
balance sheet, shows a reduction during the year of $300,000.co.
$1,500,000.00 underlying 6 per cent bonds of the Citizens’ Rail-
way Company (one of the constituent companies of the United
Railways Company) matured on July 1, 1907, and were paid
and retired out of the funds realized from the sale, at par, of
$1,200,000.00 5V% per cent two-year collateral trust notes, the
balance of $300,000.00 being raised on our notes, it being im-
possible to sell the 4 per cent bonds at any rcasonable figure
owing to the financial conditions prevailing during the year.

The trustee under the first general mortgage of the United
Railways Company of St. Louis, certified and delivered out of
the bonds reserved for retiring underlying liens, $1,500,000.00
4 per cent United Railways bonds, to the Mississippi Valley
Trust Company, trustee, as part security for the collateral trust
notes.

Your board of directors deemed it unwise to sell the $1,500,-
000.00 4 per cent United Railways bonds due this company
upon the retirement of the Citizens’ Railway 6 per cent bonds
due July 1, 1907, and authorized the issuance of $1,200,000.00
in collateral trust notes, payable in two years from July I,
1007, subject to redemption on 30 days’ notice at the option
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of the company at any time after Jan. 1, 1908, with interest at
the rate of 5%4 per cent per annum, and pledged with the Mis-
sissippi Valley Trust Company of St. Louis, as trustee, $1,500,-
000.00 4 per cent bonds and $500,000 (5000 shares, unregistered
$100 par value) 5 per cent cumulative preferred stock of the
United Railways Company of St. Louis.

Large expenditures have been made durmg the year for this
account, but nevertheless it shows a steady increase, the fund
at the end of the year aggregating $571,035.35, there being held
in the treasury of the company, for investment to the credit of
this account, 5000 shares of the preferred stock of the company.

This fund was increased during the year by charging against
operating expensés a small percentage in excess of the actual
fire insurance premiums paid, the fund at the end of the year
aggregating $113,637.51, there being in the treasury of the
company for investment to the credit of this fund 1000 shares
of the preferred stock of the company, the dividends on which
are added to the fund as received.

The policy pursued during the two preceding years has been
maintained during the year 1907, 5 per cent of the gross receipts
of the company each month having been carried to a deprecia-
tion reserve fund to meet extraordinary and non-current outlays
for replacements and renewals. The amount credited to this
account during the year 1907 was spent upon the property except
$5,563.08, which, added to the balance at the beginning of the
year 1907, leaves standing to the credit of this account at the
end of the year 1907 $183,610.01.

The club-house which was spoken of in the last annual repcrt,
located at Grand and Park Avenues, has been completed and
has proved to have fulfilled a long-felt want.

In order to encourage the old conductors and motormen to
continue in the service of the company, the following rates of
pay have been established, effective Jan. 1, 1908: Those who
have been continuously in the service of the company for a
period of four years will be paid at the rate of 24 cents per
hour; for five years or more continuous service, 25 cents per
hour. All others will continue to receive 23 cents per hour, the
rate which they had been receiving, until the completion of
their fourth and fifth years’ continuous service, when the higher
rates will apply. It is also intended to establish a graded rate
of pay for motormen and conductors entering the service of
the company on and after Jan. 1, 1908, which we believe will
be more equitable than placing new and.inexperienced men on
the same footing as the trained and experienced men.

COMMISSIONS AND FRANCHISE VALUATIONS

At the meeting of the American Institute of Electrical Engi-
neers held on April 10, Henry I'loy presented a paper eu-
titled “The Engineer’s Activity in Public Affairs—Public Utility
Commissions and Franchise Valuations.” Mr. Floy commented
upon the comparatively unimportant public part taken by the
engineer and the lack of public recognition of his work. The
engineer's inconspicuousness was attributed to his keen interest
in the purely scientific aspect of the enterprises with which he
is connected, his natural hesitancy in pressing his own claims
to recognition, his lack, in the past, of a broad general education
and his too frequent inability to speak fluently in public. Mr.
Floy believed that the commercial importance of the engineer is
steadily growing, and he should recognize the claims upon him
to take part in public affairs and assume the responsibility more
and more laid upon him of leadership. His increasingly closer
business relations with public matters and his reputation for
integrity give his opinion and influence greater weight in large
affairs.

With regard to operation, public utility commissions should
restrict their action to general principles; they should not inter-
fere with details, otherwise they will remove the present re-
sponsibilities from the shoulders of the directors to their own
shoulders, hamper the efficacy of the organizations, still the
incentive to work and destroy the reasqns for promotion of the
employees.

In referring to franchise valuation, Mr. Floy suggested that
a franchise can in most cases be valued at one-third of the
actual replacement cost of the corporation’s assets. For ex-
ample, if the legal rate of interest is 6 per cent and the investor
is unwilling to accept less than 8 per cent, a franchise valuation
of one-third of the investment allows him simultaneously to re-
ceive 8 per cent on his outlay and accept 6 per cent on the
total capitalization.

- <
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George S. Coleman, Charles F. Lacombe, L. A. Fergusen, H.
L. Doherty, and N. W. Freeman took part in the discussion.

In closing the discussion Mr. Floy said that a commission
should protect the interests of the corporation as well as of the
public, and if investors are assured of protection they can be
interested in a 6 per cent return, although in the past corpora-
tions have not been able to obtain money on that basis.

V'S
v

CHICAGO CITY RAILWAY REPORT

The Chicago Railways Company has made its first annual
report required by the new ordinance, showing the result of

operations for the year ended Jan. 31, 1908. The income
account shows as follows:
GTOSS INCOMICs; ¢ & » were & & wunie &6 & ebish = % GIEEKG) & 55 folel 5 8 & wlras .$10,560,571
Expenses .o.evevniinen. + 7+392,400
Net voswumsssmmass soss . $3,168,171
Interest at 5 per ccnt on valuatlon . 1,566,159
SUTDIEST o 56 mm 255 v e 55 aven . $1,602,012
City of Chicago 55 percent.......... s 881,106
Balance to Chicago City Railways Co., 45%......... $720,906

As the reports of the operation of the Chicago Railways
property in the past have been submitted under the North
Chicago Street Railroad and the West Chicago Street Railroad
operations, for years ending Aug. 31, it will be necessary, for com-
parative purposes, to combine the gross and net of these two
companies for the years since 1904 to and including 1907.
From 1900 to 1904 operations were reported by the Union
Traction Company for years ended June 30. Calculated from
the reports, as indicated, the gross and net earnings of the
system, since 1900, have been as follows

Year. Gross. Income.f  Op. Ratio. «
TOOBE s wow o v 5 mmm & 83 wmyw L G 8 $10,560,571 $3,168,171 70.00
TQOFE w1 - |4 iosesin o = imia oo mzag e 10,357,064 3,368,645 68.01
TOB6T 5 51550 o « ottt 45 2 boei®i 6708 10,091,068 3,646,113 64.61
TOOSF < o0 e 4 4 % 90ter & § 5w 6.8 5 9,208,529 3,201,567 65.97
BOOLS e 0 cimic o = wiosiotar o o miminios o o0 8,590,467 2,618,270 70.00
T3 = 5 oxens o = uouars o s asmzoraisiale 8,357,303 3,158,206 62.85
10025k e : = sl s s e e 7,825,119 3,371,750 57.55
LSRG 00660 6 0 0 FTI0 0 GBE0 0 00 7,289,139 3,201,948 53.33
LQODF« - isois s 5 aisiod o ois Gesine 75477,308 3,819,848 49.62

*Year ended January 31.

fIncome in each case is the total income before deduction of fixed charges.

iYears ended August 31.

§Years ended June 3o.

As the years 1907 and 1908 abeve represent five months of
the same fiscal year, the change in gross earnings is small, and
in the case of the year 1908 the operating ratio is fixed at 70
per cent of gross by the company’s ordinance. -

This company’s report shows a total of $675,703 for the city
during the year. The total going to the city from both the
City Railway and the Chicago Railways Company is $1,556,800.
The 5 per cent on investment, plus the company’s 45 per cent,
makes a total of $1,788,550 going to stock and bond holders of
the City Railway.

The Chicago City Railway Company shows income for the
full year ended Jan. 31, 1908, compared with the calendar year
ended Dec. 31, 1906, as follows:

1908. 1906.
GROSS: e 55 %5t 8 5516500 8 & 86 & §3 WS & & B3 $8,215,196 $7,871,126
EXDENSES o s s s g o o0 s siosise s siess s < aiaiay 5,750,637 6,146,304
Net .. :omvismnias 3 AR E S B £ 3§ B $2,464,559 $1,724,822
Intcrest at 5% on valuation...... a1 0 & Spean o 1,236,009 1,620,000
Surplus $1,228,550 $104,822
City of Chicago, 55% 675,703 -l o
Balance to Chicago City Railway...... $552,847 ........
The total valuation of the property, as of Jan. 31, 1908, was
$29,052,145.
The general balance sheet as of Jan. 31, 1908, follows:
ASSETS,
Value of property June 30, 1006..uccceinesevnnasionannes $21,000,000 °
Additions to property value since June 3o, 1906 ...... eeeeees 8,052,145
Total valtie 0f DPropertye .- sasaseuis oamns o $29,052,145
Divicible proftsii. il it o R $1,228,550
Less trollyization taxes paid the city of Chicago.... 3,333
1,225,217
TOtA]l ASEELS e o 2 % avmin & 0 5 iacd ¥ 0 %ol & o 5 0058 & 0 Do el el LR $30,277,362
LIABILITIES.
INVESHNENE . siee =« cmisie v oo s s s siae o s a Sisier ol als s o susbore olol.EeEIORND ...$29,052,145
Profits Lo Antnuiiiie o ey e, F e S 8600000 $676,703
Less trolleylzatwn taxes L R Shvieisie 3,333 .
672,369
Company proﬁts..................‘......... PERRIERS O 0 o 552,848
$30,277,362
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THE CLEVELAND SITUATION

The disagreement between Mayor Johnson and F. H. Goff on
the price of stock of the Cleveland Electric Railway Company
was at first thought to mean a final break in the negotiations;
in fact, both men indicated that this was the case by what they
said afterward. So great is the desire of the pcople of the
city to have this matter settled that pressure was brought to
bear to have the negotiations taken up again. The board of
directors of the Clevcland Electric Railway Company ex-
hibited a spirit of patience in extending the time for a final
report from Mr. Goff to Monday of this week in order that
he might take up the matter again if it should be the pleasure
of Mayor Johnson to do so.

Mr. Goff, on Friday, asked that his authority be extended,
and expressed a willingness again to take up the matter and
endeavor to arrive at some more favorable conclusion. He
stated, after the meeting, that the real value of the Cleveland
Electric Railway stock should be $65 instead of $61.75.

In his review of the negotiations, covering four months, Mr.
Goff stated that he had made many mistakes, or at least what
seemed to be mistakes to those whom he represented. The
agreement to take up the matter on a holding company plan,
he said, had been thought a mistake as well as his idea of a
municipal ownership plan. The waiver of one-ninth of the
difference on the valuation of the property was believed to be
another mistake, he said, as well as the waiver of the Wood-
land Avenue and West Side grants and the claims for money
expended for grade crossing and street widening, amounting
to $350,000. Mr. Goff also noted several other matters which
were thought to be mistaken by others, but which he felt at
the time of taking the action were right. He reviewed almost
every important matter taken up, showed the concessions made
and argued that the value of the franchises of lines lying
outside the limits of the city has been misjudged. He further
stated that he felt that at least $3 a share should be added
to whatever valuation he placed upon the stock representing the
inlying portions of the line, and even that would not be
enough to cover the portions outside. His summary was an
able argument for the valuation he placed on the stock of the
old company. Although he has made several concessions since
placing his figures at $81, he stated that his final figures repre-
sented what he believed a conservative value without any
advice from the directors of the Cleveland Electric Railway
Company, but from computations made for him by experts in
the different kinds of construction and the different properties
which make up the system. He said he had employed the
advice of the ablest men of the country and upon this he must
rely. As the matter of good will had been left to the Mayor,
Mr. Goff said that he had counted nothing on that point and
expected that any amount thus allowed would be added to his
figures.

Following the receipt of a letter from the Cleveland Electric
Railway Company extending his authority to act, a mecting
was held Saturday at which Mr. Goff explained how he arrived
at a valuation of the property and the differences between him
and the Mayor. He said that he had arrived at a figure of
$72.12 a share as the actual value of the property, and that
the $61.75 which he offered at the meeting on March 7 was a
compromise, made with the hope of getting somewhere in the
neighborlivod of what he thought the Mayor would offer,
but he felt disappointed when that offer was only $50. At
the meeting Saturday he said he would make an offer of $60
even, not because he thought the stock was worth any less, but
because he wanted to reach a settlement. He said he wanted
people to know that he had done everything he could to reach
an agreement, but at the same time he could not give the
property away.

In speaking of the matter after the meeting Mr. Goff said he
had made his final offer, that he had gone as far as he could
go in endeavoring to meet the ideas of the Mayor and that it
is now up to him and the City Council to decide. He did not
think the directors of the Cleveland Electric Railway Company
would be justified in making further sacrifices in an attempt
to settle the controversy.

Mr. Goff has said that he does not believe General Meyer
is correct that the lease will not be legal becausc of the fact
that the Mayor and City Council have forced the old company
to that form of settlement in order to save its properties. lHe
said he believed that the agreement will be legal and that he
has the opinions of the best attorneys to that effect.

)
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The meeting Monday morning lasted about three hours, but
very little was accomplished beyond expressions in regard to
the price offered by Mayor Johnson and Mr. Goff and the
rate of fare to be incorporated in the security franchise. Mr.
Baker, of the Plain Dealer, who proposed the mode of settle-
ment that has been under consideration, made an address in
which he stated that the difference in interest under the prices
proposed by the two gentlemen would be only $140,000 per year
and that they could not afford to allow the negotiations to come
to naught on such a comparatively small amount. He said he
believed that the people of Cleveland wanted to see a settlement
on the side of fair play and that they would not object to an
additional amount in the valuation such as this.

O. M. Stafford, another prominent business man of the city,
spoke along the same line. Ile advocated the higher fare in the
security franchise and said that the difference in interest, as
mentioned by Mr. Baker, would not amount to enough, if the
plan proves a success, to overthrow it. In justice to the eight
hundred stockholders of the Cleveland Electric Railway and
the large system of roads operated, he said he believed $60 a
very low price for the stock.

H. R. Newcomb, prominent in banking circles here, argued
that the Mayor and Mr. Goff continue their labors until they
reached some decision. He said that he believed the pcople of
the city would stand by them in whatever conclusion they
made, and that after going so far in the negotiations. neither
they nor the public could afford to allow the plan to fall through.
He also advocated a good security franchise as a means of
making the loans for extensions and improvements valuable
and said that he believed the holding company should be
allowed such a leeway that the fare might be increased if it
was found that the results were not sufficient to meet expenses.

Mayor Johnson declared that he would not raise $50 a share
nor reduce the amount. He said he had simply decided upon
the offer as fair and right. This seems to leave an opening for
a better offer. Mr. Goff talked along about the same lines as
he did on Saturday.

&

OHIO LEGISLATURE

The Schmidt Street Railway bill, providing for the renewal
of old franchises to new companies, has been enacted into a law
and signed by Governor Harris. This measure provides that
where a street car route has been established and the franchise
expires, it shall be open to competition and treated as an en-
tirely new route. A City Council may offer new franchises
with the provision that the bid of the company offering the
lowest fare shall be accepted. Then, on a petition of 15 per
cent of the voters, the question shall be submitted to a referen-
dum vote, which shall be final. This law was enacted to do
away with the supreme court decision that a new company must
secure a majority of the consents of property holders along the
line. It had been passed by the senate some time ago without
the referendum feature, and last week, when it was taken up in
the house, this was added. When sent back to the senate the
amendment was promptly ratified, and in a few days the bill
was signed by the Governor. Considerable opposition was made
in the house by those opposed to what are known as Johnson
measures, because this bill was drawn apparently to enable the
Mayor of Cleveland to make his point in granting franchises
on routes formerly occupied by the Cleveland Electric to the
new companies that have been organized to operate in com-
petition with the old company.

The Senate has passed the Lamb bill giving the Street Rail-
way Commission the control of grade crossings. Under it the
commission may decide as to the kind of safety equipment
necessary, and a provision is made for hearings at which the
corporations may present their side of the question in the case
of all rulings. The bill affects interurban as well as steam
roads.

Stealing the apparatus used in the movement of railroad or
interurban trains or cays, or purchasing the same, when it is
known that it was stolen, is made a special offense in the bill of
Representative Frank Miltler, which was passed by the Housc
of Representatives a few days ago. The maximum penalty on
conviction is five years, and the minimum is six months in the
county jail.

&
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It is estimated that between 30,000 and 40,000 fewer pas-
sengers are using the Third Avenue line in New York since the
transfers were curtailed by order of the court.
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PLAN TO FINANCE WESTINGHOUSE COMPANY

A new plan for terminating the receivership of the Westing-
house FElectric & Manufacturing Company and financing the
company has been devised by thc Committee of Merchandise
Creditors and approved by the directors, which does away with
the issuc of mortgage bonds and reduces the amount of assent-
ing stock to which stockholders must subscribe from $7,000,000
to $6,000,000.

Under the new plan $10,000,000 of stock will be issued, but of
this amount $4,000,000 will be taken care of by the merchandise
creditors.  The original reorganization committee, of which
James N. Jarvie is chairman, has approved the plan, and in the
confident belief that subscriptions to the entire $10,000,000 of
new stock at par will be forthcoming by June 71, the Jarvie
committee has extended the time for depositing obligations and
claims to May 15.

In order to facilitate the work of obtaining subscriptions, a
stockholders’ committee has been formed, to co-operate with the
other committees. The composition of the stockholders’ com-
mittee is as follows: Charles Francis Adams, Boston; Charles
J. Canda, New York; Alvin W. Krech, New York; George W.
Guthrie, Mayor of Pittsburg, and George T. Oliver, Pittshurg.

o
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SECURING SUBWAYS IN NEW YORK

The Public Service Commission for the First District of New
York has planmed and had approved by the Board of Estimate
and Apportionment routes for two new subways to cost $82,000,-
000 in the aggregate, has perfected plans for one of them, the
Brooklyn Fourtli Avenue line, and is now advertising for bids
for its construction. It has also laid out new routes and per-
fected plans and obtained $850,000 from the Board of Estimate
and Apportionment for changing the crossover at Ninety-sixth
Street in the present subway, whereby it will be possible to
operate 33% per cent. more traius, according to the estimates of
the Interborough Rapid Transit Company. It is estimated that
at least $r13,000,000 will be required to build the Brooklyn
road. The contracts are to be let for six different sections, and
under the recent ruling of the Corporation Counsel, one or
more sections may be undertaken at once, according to the
amount of money which the Board of Estimate will be able to
devote to the projcct.

The commission has modificd the plans for the Manhattan end
of the Brooklyn subway loop, which is to connect the Brooklyn,
Williamsburg and Manhattan bridges by a four-track subway
so that trains coming from Brooklyn may pass through this
loop and back over another bridge without switching on the
Manhattan side. The contracts for this work were let by the
old Rapid Transit Commission, but by the changes made by the
Public Service Commission, the subway will be enlarged and
many hcavy grades avoided. Early in its consideration of the
problem the commission decided that the dimensions of the
present subway should be enlarged so as to admit the operation
of ordinary railroad coaches through these tunnels, and accord-
ingly in the bridge loop as well as in the Fourth Avenue plans,
calculations have been based upon this idea. All future subways,
therefore, will have at least one foot more clearance between
roof aud ties than the present subway.

The commission has also approved a route for an East Side
subway in Manhattan and the Bronx beginning at the Battery
and running up Greenwich and Vesey Streets and Broadway to
Tenth Street, thence to Irving Place and Lexington Avenue,
and out Lexington Avenue to the Harlem River. Passing under
the Harlem, this route divides in the Bronx into two branches,
one going out eastward to Westchester and Pelham Bay Park
by way of Southern Boulevard and Westchester Avenue, and
the other going to the north west through Gerard and Jerome
Avenues to Woodlawn Cemetery.

It has also laid out the routc for the first crosstown subway
in Canal Street, which will connect with the Broadway-Lexing-
ton Avenue subway and stretch practically from river to river.
The approval of the Board of Estimate and Apportionment has
been obtained for both of these projects, and the commission’s
engineers are now engagced in preparing the plans, which will
be submitted to thc Board of Estimate early in the summer. If
the city is able to finance the undertaking, it is expected that
advertising for bidders for the Broadway-Lexington Avenue
and Canal Street subways should begin July 1. The cost of thc
combined work is estimated at $67,000,000.
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INDIANA RAILROAD REPORT

The Railroad Commissioners of Indiana, in presenting their
second report to the Governor, say the reports filed by the
carriers show that they have had a prosperous year. The re-
ports are not so made that the business of the carrier in
Indiana can be successfully separated from the entire business
of the carriers which operate in two or more States. An ac-
count is given of interurban mileage in the State. This
being the first report, it is defective in some particulars, and
the commissioners are not able to make comparisons with former
years. Interurban lines are building very rapidly throughout
the State, there now being several lines in process of construc-
tion which are not included in the report.

The General Assembly of 1907 made it the duty of all carriers
in Indiana to afford facilities for interchange of traffic at
junction points and for the receiving, forwarding and de-
livering of passengers and property, and to transfer, deliver
and accept without delay or discrimination, and promptly
forward all freight or cars, loaded or empty, and destined to
any point on its lines or any connecting line. It also madc it
the duty of the railroads to establish proper physical connec-
tions at junction points for the interchange of such traffic, unless
relieved from so doing by the Railroad Commission.

A number of cases of this kind have come to the attention
of the commission and the two most important are discussed at
length—the cases of the Commercial Club of Richmond and
the Commercial Club of Marion, Ind. In these cases the com-
mission refused to relieve the railroads from their statutory
duty, but issued affirmative orders requiring them to perform
such duty. The commission believes that, as a general proposi-
tion, where two railroads enter the same town or city, and
conditions are such that physical connection and interchangs of
traffic between said roads are at all practicable, such connection
and interchange should be required.

The law provides that in special cases where it is practical
and the same may be accomplished without endangering cquip-
ment, the commission may requirc steam and interurban or
suburban railroads to interchange cars, carload shipments, less
than carload shipments, and passenger traffic, and for that pur-
pose may require construction of physical connections at junc-
tion points and the construction of switch and sidetrack con-
nections as provided in the act. But one formal hearing has
been held under this provision of the statute. The Farmland
Stone Company filed a petition with the commission, asking
that the Chicago, Cleveland, Cincinnati & St. Louis Railway
Company be required to deliver coal to the Indiana Union
Traction Company for delivery to the plant of the stone com-
pany at Maxville on the traction company's line, and about
three miles from any steam railroad. The commission, after
hearing the case, concluded that it came within the provision
of the statute, and an order was issued requiring the Chicago,
Cleveland, Cincinnati & St. Louis Railway Company to deliver
coal to the Indiana Union Traction Company for delivery on
the switch of the Farmland Stone Company at Maxville. A
suit was brought by the Chicago, Cleveland, Cincinnati & St.
Louis Railway Company to set aside this order of the com-
mission and is now pending in the Superior Court of Marion
County.

In regard to the interchange of traffic, the report says:

“The subject of interchaunge of traffic between these two
classes of carriers is one that seems to have received hut little
attention from the railroad commissions of the country. In many
of the states the commissions do not have jurisdiction over
clectric railways and in the states where they have jurisdiction
there seems to be no requirement for an interchange of traffic
between steam and electric railroads. By direction of the
commission, the secretary corresponded with a number of
commissioners on this subject and found that the matter had
never been considered by the commissions. This is an im-
portant matter and should have furthcr consideration by the
next General Assembly. The question as to whether or not it
is practicable for general interchange of business between these
two classes of carriers is one which we do not undertake to
decide at this time, 'but we are of the opinion that there are
cases, like the one mentioned abovc, whcre it is practicable for
these carriers to interchange business and that in these cases it
should be required, and the law should be so amended, if neces-
sary, as positively to require this duty when ordered by the
commission.” i

The chief inspector, A. Shane, submits a report of his exami-

nations of electric railway properties.
L
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THE NEW HAVEN WILL ELECTRIFY OUT OF BOSTON—
SINGLE-PHASE A SUCCESS

Vice-president Byrnes, of the New York, New Haven &
Hartford Railroad, predicted Wednesday, April 8, that the
suburban lines within a 2o0-mile radius of Boston would be elcc-
trified within five or six years if his company was permitted to
control the Boston & Maine. He was speaking before the Bos-
ton Fruit and Produce Exchange. Mr. Byrnes said that this
system had proved a success in New York, and would be in-
troduced on the lines running into the South Station in Bostcn.
He hoped that it would extend to the North Station as well,
that depending on the action of the people of Massachusctts
regarding the so-called merger. Another prediction made by
Mr. Byrnes was that if the New Haven Company was forced to
sell its Boston & Maine stock holdings, the control of that sys-
tem would pass to interests outside of New England. Mr.
Byrnes is quoted as follows:

“If this thing is allowed to go through, your suburban ter-
ritory will be electrified and you will be able to come into
Boston and pass from one depot to the other by means of a
tunnel. It has been said that our electrical experiments in
New York have not been a success. They have been a success,
and we are going to adopt the same system on the New Haven
suburban service here just as fast as it can be done. And we
will do the same thing on the other side of the city if we are
permitted. The thing that I want you to help us to do is not to
control the Boston & Maine. I am willing to let that rest if I
can have your confidence and your help in trying to build up
Boston and Massachusetts.”

&
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OHIO ELECTRIC RAILWAY SECURES PERMANENT
INJUNCTION IN RAIL CASE

The temporary injunction granted the Ohio Electric Railway,
preventing the city of Columbus from tearing up the company’s
tracks in East Mound Street preparatory to improving the
street, was practically made permanent last Monday in a decision
rendered by Judge C. M. Rogers, of the Common Pleas Court
of Franklin County, There is now mno recourse for the city
except to wait for a hearing of the case on its merits.

The trouble is the outgrowth of the grooved-rail fight in
Columbus. Several months ago the City of Columbus decided
that only grooved rails should be laid in the improved streets,
and the City Council passed an ordinance providing that only
such grooved rails as the Board of Public Service approves
can be laid. The board at that time had approved but two
types of rail, neither of which had been laid or tested anywhere
in the United States. Since the approval of the rails the Ohio
flectric Railway Company has steadfastly refused to abide by
the order and relay any of its T-rail track with the prescribed
rails, although notified repcatedly that the city wished to improve
certain streets and that it should relay its track accordingly.

The controversy came to a head about two wceks ago, when,
after a 3o-day notice, the city proceeded to tear up the tracks
of the company in East Mound Street. Before the company
could get out an injunction several blocks of track had been
pulled up and thrown over to one side of the street. The
company was given permission to relay the track, and now it
will probably institute a damage suit against the city for inter-
rupting the company’s traffic and destroying its property.

Judge Rogers in his decision did not attempt to pass on the
merits of the case and refused to dissolve the injunction, on the
ground that such action would result in a repetition of the acts
of the city officials in destroying the tracks and interfering
with the conduct of the company’s business as well as with the
public 1 the carriage of freight, passengers and United States
mails. The staying of the city’s hand until the question is
finally determined will occasion comparatively little injury to
the city.

In an open letter from the company to the citizens of
Columbus, signed by W. Kesley Schoepf, president of the com-
pany, the claim is madc that the tracks werc exactly in accord
with the franchise, and that blame for the delay is chargeable
to City Solicitor Marshall, wlio should have resorted to the
courts instead of tearing up the tracks. Misrcpresentation and
injustice on the part of the city are charged, and the company
claims that it has been ready from the start to do its part in
improvement.
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STRIKES AT CHESTER AND PENSACOLA

Two rather serious strikes have been declarcd. One at Pen-
sacola, IFla., and the other at Chester, Pa. In both cases the
police have had to be called upon to protect the company’s
property, and at Pensacola the State militia had to be called out
before cars could finally be operated. For nine days at Pensa-
cola not a car was run out of the barns, but on April 14 the
Pensacola Electric Company began to operate under the protec-
tion of the troops. It is rcported that the cars will continue
to be operated throughout the day under the protection of the
troops, but for the present, at least, no attempt will be made
to give service at night.

The cause of the trouble in Chester is said to have been a
reduction of 10 per cent in wages of the employces of the
Chester Traction Company. The company hired new men as
soon as the strike was declared, and prepared immediately to
operate its cars. The result was that the lawless element did
cverything in its power to impede traffic. Not succeeding in
discouraging the new men rcsort was had to violence, and on
April 14 the conditions became so bad that every saloon in the
town was ordercd closed by the police after 8 o’clock, and
roo additional men were sworn in to guard the company’s
property. The company has all the men it needs properly to
man its cars, and at a conference between the Mayor and the
managers of the company on April 14 it was decided to start
cars from the barns Wednesday, April 15, under the protection
of the police. If the police are unable to cope with the situa-
tion it has been decided to call on the State at once for aid.
President John A. Rig, of the company, which is controlled
by the Interstate Railways Company, is in charge of the affairs
of the company.

&

FT. WAYNE & SPRINGFIELD EARNINGS

The ['t. Wayne & Springfield Railway Company, of Decatur,
Ind., reports earnings as follows for the year:

l'irst six months’ gross revenuc...................... $19.734.79
Second six months’ gross revenue................... 22,353.16

Total for the year....... ... .o i, 42,087.95
First six months’ operating expenses................ 0,150.01
Second six months’ operating expenses............... 1044515

Gross operating expenses for the year............. 10,304.16

Tirst twelve months, total.............covevenno. ... 42,087.95
I'irst twelve months’ operating expense............... 10,804.16
First twelve months, net.... ....................... 221093.50
I'ixed charges for the year.......................... 0.875.00

Total amount for dividend for the year............ $12,318 79

In presenting the report this statement was made:

This report does not show the receipts of the express for
November, December and January, which we cannot approxi-
mate.

The report shows a healthy increase in business. The com-
pany continued the three-hour service up to and including No-
vember, or until business commenced to decline on account of
the season, yet the increased service shows an increase in the
number of passengers hauled, evening up the winter months
with the summer months, yct hardly in keeping with the in
creased gain of the operating end. Considering the change of
time, which the company was compelled to adopt, and which
interfered with the service of the company by confusing the
traveling public, the results are quite satisfactory.

The freight business is in a healthy condition, but does
not show a large revenue. With the average from Feb. 1, 1907,
to Jan. 31, 1908, it will show a very fair increase. Tariff ar-
rangemcnts have been made with all the principal traction lines
in Ohio and TIndiana, making the company’s burdens much
lighter in affording shipping facilities for its patrons.

Summing up the year, the road commecnced to operate in
[Fcbruary, and experienced onc of the worst spring seascns
interurban roads have ever suffered as regards to wet weather.
The company was ballasting the entire swmmer scason, allowing
only a threc-hour service. Then came the financial stringency
and finally the nccessity for changing the time, brought about
by the arbitrary ruling of the Board of Public Works of
I°t. Wayne.
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B. R. T. EARNINGS FOR SIX MONTHS

Tn its application to list $1,505,000 additional 4 per cent bonds
the Brooklyn Rapid Transit reported gross earnings for the six
months ended Dec. 31 last of $10,399,571. If earnings continue
at the same rate for the second half of the year the gross
earnings will amount to abont $20,800,000, an increase over
1907 of about $1,300,000, or 7.3 per cent. After deducting
operating expenses and fixed charges the surplus at the close
of the first six months was $1,564,000, which amount equals
approximately 3 per cent on the $45836,000 stock outstanding.

An interesting feature about the six mounths’ figures is that
they are 84 per cent as large as the total gross for the entire
year 1903, and the half year surplus of $1,564,000 is nearly
$600,000 in excess of the total surplus for that year. For the
six months the operating ratio was 57.1 per cent as com-
pared with 59.1 per cent for the 12 months ended June 30 last.

The six months’ earnings compare as follows with the pre-
ceding five years:

FiscaL YEAr. Gross. Surplus. % Earned.
11070 o PO S B $10,399,571 $1.,563,000 3.0
1 (00 72 10,381,587 2,444,662 5.7
(00 TR 18,473,328 2,742,953 6.0
O80T 50 A S T AR 16,333,444 1,603,218 3.5
TOOt oot eee e 14,738,709 1,308,907 3.0
GOSN e PR . 13,280,321 064,878 2.1

#Six months.

The growth of Brooklyn Rapid Transit’s earnings is mcre
rapid on the elevated lines than on the surface lines, which fect
is due to some extent to the abuse of the transfer privilege.
The percentage of transfer passengers to revenue passengers
with the Brooklyn Rapid Transit was 556 per cent of the total
as against 51.7 per cent for the New York City for the fiscal
year 1907 and the gross average fare per passenger was only
3.17 cents for the former company as against an average of
329 cents for the latter. For the entire Brooklyn Rapid Transit
system the cost per passenger for the year 1906 was 3.43 cents
and for 1907, 3.30 cents. As it cost more to carry passengers on
the surface than on the elevated lines the reduction in the cost
may be attributed to operations on the elevated.

Gross earnings on the elevated have increased in five years
117 per cent, while the surface gross has increased but 25 per
cent, viz.:

1977. 1902. Increase. P.C.

Elevated =amemis ssee $1,120800  $3.272,036  $3,842,863 117

Surface ............ 11,323,084 0,049,220 2,273,855 25

MEETING OF CONNECTICUT RAILWAY & LIGHTING
COMPANY

Stockholders of the Connecticut Railway & Lighting Com-
pany at their annual meeting April 9 elected the following
directors for the coming year: Walton Clark of Philadelphia,
W. T. Hincks of Bridgeport, Lewis Lillie of Philadelphia,
Randal Morgan of Philadelphia, A. W. Paige of Bridgeport,
H. G. Runkle of Plainfield, N. J., Charles G. Sanford of Bridge-
port, A. O. Shepardson of Bridgeport, R. A. C. Smith of New
York, M. J. Warner of Branford, and A. M. Young of Bran-
ford.

Secretary G. S. Philer read the statement of the company
for nine months from July 1, 1907, to March 1, 1908. The
principal items of interest follow :

Total Income .....oueiiiiie e $778,737.07

Tatal EuDenSe’ wqms:m:pitosusmimis s selaamum s 514,419.86

Net profit coeeeen it i 264,317.84

Profit and loss to June 30, 1007. .. ..o vvvvivnnnn. .. 230,791.55

Profit and loss to March 31, 1908................. 254,001.79
ASSETS.

For construction and equipment.................. $31,878,800.00
Total @SSEtS sim i im0 -85 ebfde &0 m 55 o ke 25 s S ke 33,800,207.07
LIABILITIES.

Common stock ... oo e $8,077,200.00
Preferred Stock .....iviviveeninevinnsnsmanonsss 8,142,000.00

Total funded debt.........veiiii .. 13,465,70.4.00

Following are the officers elected by the directors of the com-
pany: A. M. Young, of Branford, president; R. A. C. Smith,
of New York, first vice-president; Randal Morgan, of Phila-
delphia, second vice-president; Lewis Lillie, of Philadelphia,
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treasurer; James Ball, of Bridgeport, assistant treasurer; W. F.
Douthirt, secretary; G. S. Philer, assistant secretary.

Last year H. G. Runkle was first vice-president, W. H. Mar-
shall, of Philadelphia, was secretary, and E. W. Poole, of
Bridgeport, was assistant secretary and assistant treasurer. The
choice of A. M. Young as president was a re-election. There
was considerable change in the directorate. Last year the
directorate was as follows: P. S. Babcock, New York; W. T.
Hincks, Bridgeport; E. L. Judson, New York; H. L. Merry,
New York; A. W. Paige, Bridgeport; E. W. Poole, Bridge-
port; H. G. Runkle, New York; R. A. C. Smith, New York;
Louis N. Van Keuren, Waterbury, Conn.; M. J. Warner, Bran-
ford, Conn.: Alden M. Young, Branford.

&

A NEW INTERURBAN MAGAZINE

The Indiana Union Traction Company has begun the publica-
tion of .a small monthly magazine, the first issue of which, dated
April, has just appeared. It bears the title “The I. U. T. System
Magazine,” and is intended for “those who use, or who should
use, the interurban lines for business or pleasure purposes.”
The initial number contains descriptions of the Telegraph Signal
Company’s installation of train order signals on the Indiana
Union Traction lines, the new army post, Fort Benjamin Harri-
son, just outside of Indianapolis, Mound’s Park, near Ander-
son, the new car repair shops of the company at Anderson, a
short story and a list of events of the month. This gives in
brief form the theater programs, baseball schedules, meetings
and conventions scheduled for the month in each of the cities
and towns reached by the lines of the company. Five pages
in the hack are devoted to complete timetables of all divisions,
together with a map showing all connecting interurban lines
in Indiana and Ohio. The magazine is printed on good paper
and is tastefully illustrated with halftone engravings. It car-
ries cight pages of advertising of hotels, merchants and others.
E. C. Van Valkenburgh is editor and manager.

@
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PROGRAM OF THE IOWA CONVENTION

The program of the fifth annual convention of the Iowa
Street and Interurban Railway Association, to be held at Des
Moines, Towa, on Thursday and Friday, April 23 and 24, has
just been published.

The meetings will be held at the Savery Hotel and that on
Thursday morning will be called to order at 10 a. m. There
will be an address of welcome by Mayor A. J. Mathes, of
Des Moines, with response by C. E. Walters, of Toledo. The
address of the president and report of the secretary and treas-
urer will follow. A paper will then be presented on “Re-
inforced Concrete in Electric Railway Construction,” by N. M.
Stark, of Des Moines.

At the afternoon session the program includes a paper on
“Depreciation,” by Daniel Royse, of Chicago, and one, on
“Claims—Methods of Handling Same by Electric Railways,” by
Arthur W. Gross, of Omaha.

The Friday morning session will be opened by a general
discussion on “Advertising by Electric Railways,” which will be
followed by a paper on “Handling Fares on Interurban Rail-
ways,” by P. P. Crafts, of Clinton. In the afternoon C. L.
Wight, of Des Moines, will present a paper on “The Interstate
Commerce Commission—Statistics and Accounts.” This will be
followed by an executive session. The report of the nominating
committee and the election of officers for the ensuing year will
complete the program of the convention.

—— o0
STREET RAILWAY PATENTS

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

UNITED STATES PATENTS ISSUED APRIL 7, 1908.

883,701. Switching Device; James A. Duffy and Oscar Irwin,
Pittsburg, Pa. App. filed Jan. 19, 1904. An electric track
switch of the type in which the motorman may cause a selective
operation by the action of his controller. Has semaphore signal
features to indicate the positions of the switch point.

883,836. Device for Preventing the Creeping of Railway
Rails; Josef Schuller, Gratz, Austria-Hungary. App. filed June
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10, 1907. A plurality of elamps extends beneath the rail and
alternately engages the base thereof from opposite sides adjacent
the tie. Means whereby any longitudinal movement of thc rail
toward the tie will act to foree the clamps into eloser engage-
ment with the rail.

883,803. Hinge-Joint; Isaac L. Kiser, St. Charles, Mo. App.
filed May 22, 1907. A hinge-joint for brake shoe hangers
having a hinge-pin which will remain permanently locked in
position for a normal or prevailing relation assumed by the
liinge members coupled thereby, but ean be instantly removed
when the parts are swung to a position corresponding to that at
which the parts are originally assembled.

883,064. Signaling System for Electric Railways; Harry N.
Latey, New York, N. Y. App. filed Jan. 19, 1904. A signaling
system aetuated automatically whenever the potential in a sec-
tion shall have fallen to a predetermined point, thereby warning
the operators of trains approaehing the seetion of its eondition.

884,000. Brake Beam; William H. Woodcock, N. Y. App.
filed Junc 24, 1907. Comprises a web having a rib arranged
lengthwise on the central part of one side thereof, flanges
arranged lengthwise at opposite edges thereof and projecting
in a direetion opposite to the rib, and brake heads eaeh having
two lugs whieh are secured to opposite sides of the rib and
bear against the web.

884,006. Switch Point Loek;'George B. Blevins, Little Rock,
Ark. App. filed Oet. 1, 1907. A switeh point lock for street
railways of that type in whieh the switeh point is ordinarily
moved by a hand lever or bar within its containing frog.
Patentee has a link connection from the switeh point extending
into an inclosed easing containing a lever having a roller, and
a spring bar with a protuberanee which co-operates with said
roller. The action between the parts is such as to keep the
switch point impelled to either extremc position into which it
may be thrown. The spring and roller arrangement insures
a yielding free action which is substantially proof against
wear or dirt and corrosion.
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PATENT No. 883.803

884,007. Train Control for Eleetrie Aceumulator Locomo-
tives; Otto Bohm, Berlin, Germany. App. filed Aug. 6, 1907.
Means whereby the eontrol of any number of locomotives
coupled together can be effected from a single controller.
Eaeh ear has a motor and a battery, and the eontrollers of
locomotives whieh have no drivers are all set to full speed.

884,074. Attachment for Trolley Pole Clamps; Curtis W.
Clark and Charles E. Yingling, Eaton, Ind. App. filed Jan. 13,
1906. Has a pair of clamping plates adapted to surround a
trolley pole, and a supplemental plate operatively conneeted to
said elamping plates and provided with means for producing
a elamping movement between said two platcs.

884,129. Electric Signal; Arthur J. Cleveland and Frank S.
Brown, Minneapolis, Kas. App. filed Mareh 18, 1007. A
special trolley conductor adjacent the track rail and whieh is
cngaged by a shoe depressable by a lcver in the loeomotive cab.
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884,132. Combined Tie and Rail Fastening; Robert T. Cum-
mings, Maysville, Ky. App. filed Oct. 14, 1907. The tie com-
prises wooden bloeks spaced apart by a metallic frame which
engages opposite sides of the blocks and has means for
attaching the rails to the blocks.

884,158. System of Automatic Block Signaling for Electrie
Railways; Winthrop K. Howe, Buffalo, N. Y. App. filed Sept.
28, 1906. Has an alternating current generator and separate
means conneeted therewith to produce a difference of potential
aeross the rails and a eontinuity current along the rails of a
block section.

884,170. Third Rail FEleetrie Railway System; Charles
Kozesnik.  App. filed Dee. 17, 1907. The third rail has in-
sulated sections whieh are cnergized during the passage of a
train by switehes whieh are actuated magnetieally.

Street Railway Switch; Peter McGrath, Denver,
Consists of two pairs of de-

884,104.
Colo.

App. filed July 11, 1907.

e L
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pressible members in the roadbed, one pair of which eontrol
a switeh to fhe right of the main line and the other pair a
switch to the left. When a member is depressed by means of
mechanism on the car, a disk is rotated which actuates the
switeh through suitable levers.

884,224. Railway Signal; John S. Sims, Longbeach, Cal.
_»-\_pp. filed May 22, 1907. Mechanieal features of a semaphore
signal having an oseillating arm moved through a rack and

pinion eonnection with the armature of an electromagnet. Cir-
cuits are shown adapted to illuminate a signal lamp.
884,268. Rail Joint; Stefan Enderle, Allegheny, Pa. App.

filed Aug. 31, 1007. The fish plates are adapted to lock in
grooves in the top of the rail base and in the under side of the
tread of the rail.

884,345. Controller; Emmett W. Stull, Norwood, O. App.
ﬁ‘led Oet. 26, 1907. Provides two blow-out magnets, the pole
pieces of which form bearings for the controller shaft.

@

PERSONAL MENTION

MR. M. R. GRIFFIN has resigned from the mechanical and
clectrical department of the St. Louis Railways Company.

MR. J. F. SCOTT, superintendent of construction of the
Chicago & Milwaukee Electrie Railroad at Highwood, Ill., has
resigned.

MR. JOHN M. ITALDENWANG, for 15 years the superin-
tendent of the Southern Distriet of the Brooklyn City Railroad,
is dead. He was 71 years old.

MR. J. M. WOLFF, who has been connceted with the Cham-
hersburg, Greencastle & Waynesboro Street Railway Company
for the past four years, has resigned his position as general
manager, to take effect April 15.

MR. H. C. OSBORNE, of Toronto, has been elected vice-
president of the Chicago & Milwaukee Electric Railroad, Chi-
cago, Ill., succeeding Mr. Gordon Ramsay, resigned. MNr. \V.
0. Kilman, herctofore treasurer of the eompany, has resigned.

MR. CHARLES A. MURPHEY, for many years a well-
known New York lawyer, a former president of the Brooklyn
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Heights Improvement Company, and one of the promoters of
the Key West Electric Lighting & Railway Company, is dead.

MR. A. L. WHIPPLE, who for a long time was connected
with the Curtain Supply Company, of Chicago, has severed
his connection with the Telharmonic Securities Company, of
New York, and plans to re-engage in the railway supply field.

MR. J. BOYLE PRICE has resigned as purchasing agent
of the St. Louis Railways Company to accept the position” of
vice-president of the J. O. Chenowath Dyeing & Cleaning Com-
pany, of St. Louis. Mr. Price had been connected with the
St. Louis system for 14 years.

MR. WALTER H. HORTON, superintendent of the Rutland
Railway, Light & Power Company, of Rutland, Vt., has resigned
to become assistant superintendent of the Atlantic Gulf &
Pacific Construction Company, of New York City. Mr. Horton
has been connected with the Rutland property since 1902.

MR. LEWIS R. POMEROY, who for a number of years
lias been a special representative of the General Electric Com-
pany in the railroad field, has accepted a position with the
Safety Car Heating & Lighting Company, as assistant to the
president. Mr. Pomeroy will have his office at the general
offices of the company in New York.

MR. T. M. CHILDS, of Schenectady, N. Y., has been ap-
pointed master mechanic of the Washington, Baltimore & An-
napolis Electric Railway, Baltimore, Md., succeeding Mr. Henry
Donovan, resigned. Mr. Childs has been connected with the
General Electric Company and during the construction of the
Washington, Baltimore & Annapolis line had charge of the in-
stallation of the single-phase motor equipment of the cars.

MR. J. F. COLLINS, the retiring manager of railways of
the Toledo Railways & Lighting Company, who has been ap-
pointed general manager of the Bay City Traction & Electric
Company, of Bay City, Mich.,, was recently presented, as a
token of the love and esteem of every attaché of the company,
with a magnificent 2-karat diamond ring and a gold Elks’
charm. The presentation was made in the corr.id%r of the office
building in the presence of the officials and 500" employees of
the company. The presentation address was made by Mr.
Thomas McMahon, assistant superintendent.

MR. ALBERT K. HISCOCK died at his home in Syracuse
Tuesday, April 7. Mr. Hiscock was president of the State Bank,
of Syracuse, until illness required him to relinquish the office.
He was vice-president of the Trust & Deposit Company, of
Onondaga, and treasurer of the Auburn & Syracuse, Rochester,
Syracuse & Eastern, Syracuse, Lake Shore & Northern, and
Syracuse & South Bay railroads, and a managing director in
the Auburn & Northern Company, Oswego Traction Company,
Monroe County Belt Line, and the Skaneateles Lake Trans-
portation Company. Mr. Hiscock was graduated from Cornell
in 1882, and was admitted to the bar in 1884.

MR. W. G. MELOON, whose retirement as general manager
of the Atlantic Shore Line Railway, at Portsmouth, N. H., was
announced in the STREET RAlILwAY JourNAL for March 7, was
presented on March 31 with a handsome gold watch, a gift
from the employees of the railway of which Mr. Meloon had
been general manager for 11 years. Mr. and Mrs. Meloon also
were presented with a purse containing a considerable sum in
gold, this being a gift from personal friends in Portsmouth
and vicinity. As previously announced, Mr. Meloon expects
to leave shortly to take a position with one of the southern or
western properties of A. H. Bickmore & Company, the owners
of the road which he is leaving.

MR. S. E. WOLFF, vice-president and general manager of
the Saginaw-Bay City Railway & Light Company, of Saginaw,
Mich., which controls the various street railway and lighting
companies in Saginaw and Bay City, has resigned to become
connected with Hodenpyl, Walbridge & Company, of New
York, owners of these properties. Mr. Walbridge formerly
was manager of the Jackson Gas Company, Jackson, Mich., re-
signing in December, 1905, to become assistant general manager
of the Saginaw-Bay City companies. Early in 1906 he was
elected vice-president and general manager of the combined
companies. He will be succeeded by Mr. J. F. Collins, whose
resignation as general manager of the railway department of the
Toledo Railways & Light Company, of Toledo, O., was noted
in the last issue of the STREET RAILWAY JOURNAL.
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MR. HENRY DONOVAN has resigned as master mechanic of
the Washington, Baltimore & Annapolis Electric Railway Com-
pany, with which he has been connected during the construction
of the line. Mr. Donovan went to the Washington, Baltimore &
Annapolis Company from the New Jersey & Hudson River Rail-
way & Ferry Company, of Edgewater, N. J., with which he was
master mechanic for more than two years. Previcus to this con-
nection, Mr. Donovan was associated with the mechanical depart-
ment of the Manhattan Elevated and the Interborough Rapid
Transit Railway Companies for over five years, first in charge
of the Manhattan car wiring and car equipment inspection, then
on similar work on the Interborough, followed by work in New
York in connection with the air brakes and instruction car. Mr.
Donovan commenced his railway work on the Brooklyn Rapid
Transit Company, from which he went to the Manhattan
Flevated in New York.

MR. JOHN B. OLMSTED, of Buffalo, has been nominated
to the Senate by Governor Hughes as a member of the Public
Service Commission in the Second District, in place of Mr.
Charles H. Keep, of Buffalo, who recently resigned to accept
the presidency of the Knickerbocker Trust Company, of New
York. Mr. Olmsted was born in Leroy, Genesee County, in
1854. After being graduated from Harvard University, he
studied for two years in Heidelberg University. He was ad-
mitted to the bar in 1879, and has been attorney for the Buffalo-
Pittsburg Company since 1885. Mr. Olmsted, after serving as
a member of the Civil Service Commission of Buffalo, became
treasurer of the Buffalo Civil Service Reform Association,
which office he now holds. He is president of the Twenty-
Third Ward Good Government Club of Buffalo, and has been
president of the Garfield and Arthur Club of Leroy; dean of
the Saturn Club of Buffalo; president of the Liberal Club, of
Buffalo; president of the Harvard Association of Western New
York, vice-president of the Buffalo Municipal League, and is a
member of the council of the University of Buffalo. His term
of office will expire Feb. 1, 1912.

MR. HOWARD FRANKLIN GRANT, in relinquishing the
duties of general manager of the Seattle Electric Company, of
Seattle, Wash., to his former assistant, Mr. Edward. Potter,
assumes no new duties. Mr. Grant went to Seattle for Stone
& Webster, of Boston, in 1903, as general manager of the Seat-
tle Company. In 1906 he added to these duties those of district
manager for all the Stone & Webster properties in the Puget
Sound district. Now he simply gives all his time to the grow-
ing demands of this latter position, the details at Seattle de-
volving upon Mr. Potter. As district manager, Mr. Grant has
general charge of railway and lighting properties with a
combined capitalization of about $35,000,000 and gross
carnings of about $6,500,000, serving a population of
25,000. The companies are the Seattle Electric Company, the
Puget Sound Electric Railway, an interurban company operat-
ing also the Tacoma Railway & Power Company; the What-
comb County Railway & Light Company; the Puget Sound
Power Company, and the Puget Sound International Railway &
Power Company, which operates the Everett Railway, Light &
Water Company. The cities covered are Seattle, Tacoma, Bell-
ingham and Everett. Mr. Grant began railroading at the
age of 19 years as a watchman for the Eastern Railroad
at Portsmouth, N. H., the city nearest his native town of
York, Me. After three years he was promoted to take charge
of the company’s kyanizing plant at, that point. The following
year he became a clerk in the maintenance of way depart-
ment, rising shortly to be chief clerk. After the Eastern
Railroad and the Boston & Maine Railroad were consolidated,
he was chief clerk in the department of engineering and
maintenance of way for the combined system. In 1903
he left the Boston & Maine to be secretary to Vice-
President and General Manager Charles S. Sergeant, of the
West End Street Railway in Boston. His duties gradually
became those of an executive officer rather than of a secretary,
and while Mr. Sergeant was absent in Europe about 19o1 Mr.
Grant attended to the general management in his place. Ten
years with the Boston company carried him over into the period
of the Boston Elevated Railway Company’s operation of the
West End Street Railway as a leased property. Mr. Grant has
preserved his castern interests to some extent in the Far West,
and in 1906 was an officer of the Boston Club, an organization
of New England people in Seattle.





