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Our Convention Issues 
T n this issue we conc1ude our account of the Columbus 

Con vention by pr in ting a report of the Claim Agents' Con
ve ntio n, a digest of the Question Box discussed by that asso

cia tion, and the papers presented at its Columbus meetings. 

The work accomplished in the various associations at Colum

bus was more extensive than ever befo re , and the task of 
reporting them was much larger. VVe do not know whether 

our r eaders realize that during the last fi ve issues of the 
S TREET RAILWAY JouRNAL, countin g this issue. we have sup

plied them, inc1uding the dictionary in our issue of Oct. 13, 

with the equivalent of 510 pages of reading matter and illust ra
tions. These pages represent not hi storica l matter, but are de
scriptive of the latest and best practice in different branches of 
electric rai lway work. The complaint is sometimes made 

that there are very few text books on the subject of electric 

railway practice. This is t rue, but any real ground fo r corn

plaint disappears when the tec hnical papers are considered. 
The reading matter and illustra tions in th ese 510 pages of the 
STREET RAILWAY JOURNAL if reckoned in words would ag
gregate over 1,000,000, and if publish ed in book fo rm would 
consti tute a vo lume about two and a half time s the size of 
\~/e llington's " R ailway Location" or four volumes each the 

size of Bell's "Power Transmission." O ur modesty prevents 
us from referring often to the service given by this paper to 
its subscribers, but we believe that .the one mentioned a bove 
constitutes the reco rd in technical journali sm. 

The Selection and Training of Employees 
The only papers before the America n Association which 

we have not ye t discussed were those on Thursday after
noon devoted to employees, and tho se of F riday morn
ing upon the re la tions between the corporation and the public. 

The former we re printed in our issue of Oct. 20, and should . 
be read in their entirety by every superintendent, motorman, 

conductor a nd insp ecto r. Commenci ng with 1'1r. Learned's 
paper and endin g with that contributed hy Afr. Brooks, they 

trace the relations between management and employee from 
the time that they become acquainted through their associa

tion in th e service of the company. 

Partly because of the demands for higher qualifications 

from the employee and partly because of the scar city of labor, 
the problem of the selection and even the retention of the 

right kind of men in street railway se rvice is becoming more 

difficult every day. The experience of the Boston Elevated 

Railway is that only 22 per cent of those who apply for work 
are assign ed for duty and only 6¼ per cent of the applicants 

are in service at th e end of a year. \Ve believe that the 
experience of many other companies wi11 not differ greatly 

from this. The responsibility carried by the superintendent 

of employment is consequent ly a great one. :M r. Learned 
has outlined his chie f qualification as being a good judge of 

human nature, and able to determine not only the men that 

are especially fitted for the work, but those whose inclinations 
will lead th em to take an interest in it and remain with the 

company. 

The selec tion of an employee, however, is only the begin
ning. The cor'poration must commence to insti ll in his mind, 

from the very moment that he enters the employment bureau 
and files his applica tion, the idea that the company wants 

good men, ~hat it is prepared to tre;i.t them justly and liber~ 
a lly, that it is just as anxious to secure the service of such 

men as they are to receive employment, and t h at it expects 
them to take t he same interest in their future wnrk that th e 

company will tak e in th f' ir welfa re. T n other worjls, its effor t_ 

should he to increase the morn.le of the service, to incul-
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cate the idea tha t rai lroading is a highly specialized business 

which affords opportunities at all times for the employment 
a nd advancement of good men, a nd that it is a line of work 

in \vhich they can justly take pride. 
Mr. \Villis' paper outlined the connection between the 

morale and the moral s of the employee, and showed how 
successful t he Y. M. C. A. work had been with the steam 
railroads, among ,vhom So per cent of the entire mileage of 

t he country is now co-operating in thi s movement. As yet 

little has been done a mong the electric roads, but with the 

increasing demand for higher grades of labor on the city and 

interurban railways it is inevitable that the men will demand 
a nd require club houses and other accompaniments of the 

Y. M. C. A. work which were not formerly necessary. If 
it is found that such provision not only assists in retaining 

the best men in the employ of the company, but al so attracts 
to its service men of better character than would otherwise 

be available, the corpora tions will be disposed to look upon 

this work with favor. This has been the experience with the 

steam roads, and there is no reason to expect unlike r esults 

on the electric roads. In fact there are many reasons to 

anticipate a n even more sati sfactory showing. 

Mr. M cGivney's paper might be considered as tracing the 

connection between morale and outward a ppearance of the 
employee. It is a well -known fact that in any large body of 

men working together a long t he same lines, the adoption of a 

uniform increases both the self-respect o f the wearer and the 

respect which is shown him by other s. A small body of uni

form erl police ca n control a crowd better than a much larger 

number in plain clothes, and there is nothing which adds so 

much to the opinion which the public has for a railway com
pany as to see its employees neatly uniform ed. Mr. J\1:cGiv

ncy o ffers so me practical suggestions along thi s line, and 
g ives the specifications and methods fo ll owed by the New 

O rl eans Railways & Ligh t Co mpany. 

Mr. Brooks, assistant general manager of the Detroi t 

U nited Rai lway Company, was an eminently proper selection 

for a paper on discipline, as his company was o ne of the fir st, 

if not the fir st, to adopt a comprehensive system of merit and 

demerit marks for governi ng the conduct of its crew's. This 
system has already been described in th is paper, so that any 

further co mments are unnecessary except to say that four 

years have elapsed since the extensive article descriptive of 
the system. written by Mr. Brooks, appeared in the STREET 

RAILWAY J oeRN AL. T he experience of these last four years 
indicates that the principles upon which the system was es

tablished a re fondam enta1ly correct. and it has now been 
successfully ex te nded over a property comprising over 6oo 
miles of track. 

Getting and Keeping the Nickel 
No large business gather s its receipts in snch infinitesimal 

morsels as street railroading. H e nce in spite of large tota ls 

t he prosperity of a road depends on close attention to the 

task of picking up nickels-a11 of them that are in sight, and 

holding them tight until they can be accounted for. The 
Convention papers by Mr. Beeler and Mr . Stanley deal 

direc:t}y with this intimate a nd petty task. Looked at in the 
large, a street ra ilway company may be a huge corporation 

,vith millions of capital and thousands of employees, yet all 

its prospnity depend s on the trickling stream of tiny coi ns 

that mu st be gathered as a miner gathers gold dust, grain by 

grain as the stream flows on. In the varied necessities of 

tra vel a large amount of traffic comes naturally and the 
resulting coin gets as far as the car quite easily. The report 

of th e committee on promotion of traffic pointed out ways 

in which the stream might be made larger. The paper of 

1'.fr. Stanley was directed toward showing how to prevent it 
becoming smaller, and also how to stop the leaks which lead 

any part of it away from the co ffer s of th e company. 

As regards the first, good service is paramount. It is the 
short-distance traffic: which brings the maximum profit, and 

unfortunately it is al so the short-distance traffic that is most 

easily discouraged and repelled. The man who has a couple 

of miles between himself a nd his place of business is not 

likely to walk even if the service is bad a nd the cars crowded, 
and it is only in rare cases that he turns to a competing sys

tem. The man or woman with half a dozen blocks to go 

catches a car to save a few minutes or to escape a passing 

shower. If the car is delayed or is overcrowded the pas
senger simply walks, a nd that potential nickel is as definitely 

lost to the company as if somebody had stolen it out of the 

cash box, which might have been its fat e had the passenger 

ridden. The fundam ental principle of successful nickel hunt
ing as desc ribed Mr. Stanl ey is in eternal vigilance. Every 

superintendent means to give good service, but once in a 

whi le he has indigestion or is refused improvements by his 
directors, and the schedules break down or the extra cars are 

not ready, with the result that a little broadening rill of 

nickel s begins to fl ow away. We grant that the job is one 

fit to wear dO\vn th e very patience of Job, but there is no 

escapin g th e necessi ty for omnipresence and infinite tact and 
vigilance on the part of the operating superintendent. 

Looking now at the (JU estion of the nickels mi ssed, the 
most important desiderata are care in the selection of. em

ployees and the adoption of the mo st practical method of as

sist ing the conductor in his ,vork of collection. Of course 

one can hardly expect a compendium of all the talents and 

vi rtues on the back pla tform a ny more than elsewhere. But 

there is no doubt that with the care which is used on most 

roads in picking out and training men, street railway em

ployees as a whole should, and undoubtedly do, possess the 
fundam ental virtues of honesty, civility, courtesy and courage 

in as full a degree as any other large body of picked men in 

the community, the police force or fire department, for in

stance. No amount of care will prevent occasional mistakes 

a nd dishonesty, but every effort should be made by the man

agement to reduce the likelihood of both to the minimum. 

To what extent the Montreal type of car ass ists in this direc
tion ,:vas carefully discussed at the Convention. Its plan is 

so radical that most managers were loath to express a decided 
op inion upon it , but it undoubtedly made a very favorable 
im pression. 

O utside of missing fares, direct peculation and the abuse of 

transfers a re the most troublesome sources of loss of 
revenue. "Knocking down" fares in its various forms 

is undeniably difficult to deal with. The better the per
sonn el as a whole the less likely it is to be serious, 
bnt some form of inspection is at present an unfortunate 
necessity. Inspection should be extremely useful in d ealing 

as well with irregular transfers. Regular attempts to misuse 

transfers on the part of conductors are usua11y soon detected, 
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since1 in order to be profitable, they must be on a fa irly large 
scale and will genera11y show by an unusual increase of trans

fers at one or a few points. In this connection there mig ht 
be so me ad va11tage in using transfer slips stifT enough to 
run throu gh a so rting machine, so as quickly to determine 

the distributio n of transfer tickets at the different points. 
Prompt prosecution for misuse of transfer s should also have 
a very va luable deterrent effect. In stopp ing leaks o f th is 
kind, however, the broad question of the real good of th e 
servi ce should not he forgotten. The occas iona l effort of an 

indivichml to beat the road out of a fare is of small conse
quence, exasperating as it may be, compared with the total 
receipts, :111d any plan of stopping leaks that ca uses incon
venience to the rank and file of the fare-paying public may 
lose a possihle fare fo r every one that it saves. The necessity 
of adopting this broad view of the question is emphasized in 
hoth Mr. Stanley's and Mr. Beeler's paper. 

The Claim Agents' Convention 
The proceedings and papers presented at the meeting of 

the Claim Agents' Association, with a digest of the Q uestion 
Box of that association, are published in this issue. T hey 
indicate that excellent pro?;ress has been made by that hody 
during- the past year under the direction of President 

Rhoades. Altogether fo ur papers were presented, and the 
ensuin g discussions were ac tive and to the point. Owing to 
the popl\lar prejudice against corporations, their methods and 
purposes are frequently misinterpreted, and thi s is especially 
true nf the policy of th e claim departm ent. This department 
of a street railway company is often credited ·with ignoring 
justice and equity and with taking every legal opportunity to 
reduce or a\·oid the payment of proper claim s. , i\'c hcl ieve, 
however, that if the proceedings and papers of the Claim 
Agents' Association at the Columbus Convention sho uld 
receive wide publicity th is idea would largely disappear. I t 
would easily become apparent that the fear of a miscarriage 

of justice is in the other direction. The methocls of dealing 
with claims against street railway companies, advoca ted in 
the papers and debates at Columbus, were those look ing to 
the prompt payment of just claims and arguments in favor of 
reducing li tigation were urged as being in the interests of both 
company and claimants. \Ve venture to predict that if the 
laws against fraudul ent claims were more strictly enforced, 
so that the companies would not have this danger always 
confronting them, the questio~ of the settlement of damages 
from accidents would hecome a very· simple matter. 

Comparatively few managers or presidents in attendance 
at Coln mhus were present at the meetings of the Oaim 
Agents. hut there is no doubt that if t hese two departments 
were in closer touch a material benefit to the service would 

result. Th e sta tistics presented by 11:r . Rhoades at the general 
meeting in classifying the expense involved in the settlement 
of accident cl:iims are particularly significant as bearing upon 
this point. His statement that it costs the street railw:ty com
panies of the country $4,000,000 a year to permit people to 

hoard and leave the cars in the usual way; $2,500,000 for 
collisions, and $ 1,250,000 because of the blowing of fuses, are 
facts whirh are worthy of the most careful consideration. 

Tn the fir t-t paper before the Claim Agents' Convention Mr. 
Farrell summed up the question of the better policy of settling 
claims-quick or delayed-by recommending the former gcn
era11y in the case of li ght injuries and in all cases where a 

reasonahle and fa ir settlement can be made, but he urged ex
ce1lent rea sons for no t hastening a settlement in the case of 
unreasonahle demands and in serious cases. The discussion 
as a ·whole supported Mr. Farrell 's hypotheses. with the pro
viso that there were exceptions where this rule does not 
hold. Mr. \Veh's paper defined the qualifications of a claim 
agent and con tained a strong argument in favor of keeping 
the public better informed hoth as to the real policies of 

tl_1e claim department and in exposing the fraudulent suits 
brought against the companies. Mr. Hare's paper suggested 
reforms in the negligence law which should tend to reduce 

th e number of these fraudul ent suits, especially those brought 
a long time after an alJeged accident. He also was in favor 
of publicity and a closer method of working between th e 
operating and the claim departments. Altogether the meet
ings and papers _were most profitable, and should add to the 
growi ng prestige of this organiza tion. 

Train Men for Emergencies 
Conditio ns often arise in electric ra ilway opera tion where 

there is a continuous demand for overtime work on the part 
of train men. No amount of foresight in maintaining a 
larg-e extra list can prevent this conti ngency. It may be that 
some fest iYal or co nvention is taking place, or an unexpected 
period of heavy travel may occur at a time when a number 
of the men are off duty hecause of sickness or otherwi se. 
Of course in cases of this kind the regular men are usually 
\'cry glad to put in the extra time, on account of the addi
tional compensation olJtained, and they do not regard the 
request to do so as a hardship. The management realizes 
this condition. and as every one concerned is satisfied th ere 
does not seem to be any great ca11 fo r a change in methods. 

\Ve believe, hm~;ever, th at if the extra time necessa ry is 
reduced to a minim um, both the road and the men will be 
gainers. The question is how it ca n best be accomplished. 
A large ext ra list <loes not Seem feasib le because the men 
on that list would have prac tica ll y no opportunity of becom
ing regular employees, and co uld not be induced to spend 
much time in learning the business for the sake of work 

during a few days of the year only. T he remaining alter
native is to train the men in other departments of the system 

to a knowledge of the duties of the motormen and con
ductors, so that they can if necessary undertake this work. 
For instance, th.ere is on every system quite a large number 
of employees, such as shop men and construction men, who 
could be trained so that they could operate the cars for a 
few hours each day in emergencies. It might even be possi
ble to utilize the services in some cases of the men in the 
clerical fo rce and engineering department. The genera l 
knowledge wh ich all of these men have of the organizat ion 
and operating methods would stand them in good stead, and 
if their regular work was o f such a character that it could 
temporarily be laid aside wh ile they were occupying the 
front or back platform the road not only would he a gainer 
but the men themselves would often welcome the temporary 
change in occupation. \Ve do not mean to be understood 
as recommending the employment of untrained men, partic
ularly on th e fro nt platfo rm. If, however, the employees 
mentioned should be g-iven the requisite instruction, this 
knowledge, together with their fami liarity with what was 

~equi r~
1
d. would make them muc_h superior to the ordinary 

extra man. They would constttute a reserve force which 
might prove very useful at times. 
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EXPERIMENTAL THREE-WIRE SYSTEM IN VIENNA 

The Wiener Stadtbahn (Vienna City Railway) is still oper
a ted with steam locomotives hauling trains np to 130 tons 
on a doublc•track 1ine about 27.8 km ( 1 7 . 2 mi]es) long, 22 

per cent of which is in tunnels. The maximum grade is 3 
per cent. The unpleasant features incident to steam railroad 
operation in a crowded city have been experienced in 
Vienna as elsewhere. As a result, about two years ago the 
a uthorities called for proposals from several electrical 
firm s for the electrification of the system. Of the 
plans submitted that of the Fr. Krizik Work s, of Prague, 
was considered the best, and the successful bidder was au
thorized to electrify for experimental purposes the 2-km 
(r.24-mi!es) branch extending from the Custom Ho use to 
P,.raterstcrn. A preliminary notice of th is contract was pub
lished in the STREET RAILWAY 

JouRNAL of Nov. 18, 1905, but full 
details of the equipment have not 
been ava ila ble unti l the present 
time. 

It is proposed to continue the 
use of the present rolling stock 
even to the retention of the vacuum 
brakes now on the cars. The elec
tric locomotives will haul trains at 
a maximum speed of 50 km (31 
miles) an hour, and it is believed 
that their superior acceleration will 
enable the headway of the trains 
to he shorrcncd from 3 minutes. to 
~-5 minutes during rush hours. 

The remarkable feature of this 
contract is lhe provision for a 

three-wire direct-current system. 
This resembles in its general char
ac teristics the Krizik 1400-volt in
stallation on the Tabor-Bechyne 
(Bohemia) Rai lway, of which a 
description appeared on page 1042 

in the issue of the STREET RAIL

\\' AV JO URNAL for Dec. IO, 1904. 
The T abor line is 16.1 miles long 
and the service is of interurban 

As before stated, the motors are disposed two in series on 
each side of the ci rcuit. It is clear if the speeds of the 
coupled motors began to differ there would be an unequal di
vision of potential. To prevent th is, both motors of each group 

"'ar e connected together mechanically by mounting them on 
opposite sides of the same axle, a nd the pinions of both 
motors drive the sa me gear wheel as shown in Fig. 2. Each 
locomotive has two axles and consequently four motors. The 
weight of the locomotives is 29 tons. 

In general the wiring connections resemble those used for 
ordinary series-parallel work and follow the changes shown 
in the diagram, Fig. 3. The motors at first are connected in 
series between one of the outside wires and the earth, after 
which the resistances are cut out and a voltage of 1500 is 
applied. These steps are shown in diagrams r to 6 of Fig. 
3. \Vhen about one-half the maximum speed has been 

character. The traffic on the 
Vienna Stadtbahn is of course 

FJG. 1.-SIDE V IEW OF COMPLETED ELECTRIC LOCO~-tOTIVE IN EXPERIMENTAL USE 
ON THE VIENNA STADTDAHN 

much heavier. and corresponds to 
1 he e levated railway service given in other cities. VVhile 
the Tabor-Bechyne Railway is operated wi th moto r cars 
( \'l'hi ch also haul trailers), electric locomotives will be em
ployed in Vienna. This difference in operating methods may 
he attributed to the necessity for retaining the present roll ing 
stock wi thout materia1 changes in co nstruct ion. 

On the Tabor line two 700-volt motors are operated in 
series, giving a potential difference of 1400 volts be
tween the outside wires; on the Vienna locomotives there are 
four 750-volt motors, two in series on each side of the circuit, 
so that there is a difference of 3000 volts between the outside 
wires. [n both installations the neutral of the circuit is 
formed by the rails. It is estimated that th e use of this 
potential wi ll obviate the neceSsity for sub-stations on the 
Stadtbahn if it should be entirely equipped with electricity. 
Other advantages claimed are the practical absence of elec
trolysis and similar troubles caused by the return currents 
of the ordinary system, and the division of the generating 
machinery in two independent sets, either of which may be 
out of action without seriously disturbing the train service. 

reached the resistances are again inserted, the outside ground 
connection broken, the neutral is connected to ground and 
the motor terminals are place<l in circuit with the other out
side wire. T o secure higher speed the fields may be shunted 
as shown in diagrams 13 and 14 of Fig. 3. 

T he large number of running points afforded in this method 
of control gives quite an increase in efficiency during starting. 
The power consumption during the trial runs has been found 
to be 48 watt-hours per ton-kilometer (77 watt-hours per ton
mile), based on the gross weigh t of the train, and 59 watt
hours per ton-kilometer (94.5 watt-hours per ton-mile) based 
on the net weight of the train. 

The Praterstern section was chosen for the experimental 
work because it presents the most unfavorable conditions. 
On other parts of the system the average distance between 
stations is 950 meters (3 II6 ft.); on this it is only 
625 meters (2050 ft.), so that during the greater part of the 
trip the train is either accelerating or decelerating. In addi
tion, this section, which in all is only 1.25 miles long, has a 
2 per cent grade for 332 meters (1<>89 ft.) , with an entrance 
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curve of 120-meter (395-ft.) radius, on wh ich no speeds over 
10 km (6.2 miles) an hour are permitted. Consequently the 
highest speeds must be attained while climbing a grade. 

THE OVERHEAD STRUCTURE 

Center pole or bracket construction is used, according to 
space conditions. The trolley wires are figure 8 in shape and 
have a cross-section of II5 sq. mm, which is the size co n
templated for the ent ire system to keep the t ransmiss ion 
losses within 3 per cent when feeding from two points. The 
outside wires are placed 1.4 meters (4 ft. 7 ins.) apart and 

FIG. 3.- WIRING I:'IAGRAMS, SHOWING THE STEPS TAKEN IN 
RU NNING ON THE V I ENNA THREE-WIRE SYSTEi'IL THE 
LAST TWO ARE FOR OPERATION \VITl-1 WEAKENED FIELDS 

5.2 meters (17 ft. 1 in.) above the roadbed. As shown in 
Fig. 8, each wire is hung independently, thus making it 
very unlikely that both wires si1ould be injured at the same 
t ime. The trolley wires are suspended from Ambroin 
insulators of the type shown in Fig. 6. They were tes ted 
for 30,000 volts and arc fl exibly co nnected to steel span 
wires furnished with pull -offs capable of with standing 15,000 
volts. The effectiveness of this insulation is apparent from 
the results already achieved on the experimental division, 
where the steam and corrosive gases from 300 locolllotives 
passing every day have fa iled to affect it injuriously. 

The line is double t rack, and the overhead work is so ar-

ranged that the inside trolley wires are of like pola rity. This 
simplifies the construc tion, as it is unnecessary to insulate 
the inside wires from each other. Switching or stub tracks 
are equipped with only one trolley wire. With the 1500 volts 
thus available the cars may be moved at half speed, which 
of course is suffici ent at such points. This feat ure conse
quently avoids the complication that would otherwise result. 
For instance, a lthough the Praterstern station has five over
ilead switches, only t hree insulators are required. A cross
over between parallel tracks has two such insula tor s placed in 

FIG. 2.- D O U BL£ MOTOR WITH TWO P! NIO~S MESHING 
WITH ONE GEAR 

the wires over the cross-over, a s shown in Fig. 7. In gen
e ral , the problems relat ing to th e ove rhead structure have 
been solved for all the cond itions possible throughout the 
system. 

THE LOCO t IOTIVE 

From the accompanying illu strations, F igs. 1, 9 and IO, 

which show the electric locomotive adopted, it will be noted 
that the axles, which are 3000 mm (9 ft. 10 ins.) apart 1 are 
placed in a steel side frame above whi ch is built the regular 
form of electric locomotive cab. T he wheel s are of 1200 mm 

FIG. 4. - R UN NJNG AXLE CARRYING TWO MOTORS 

(47 ins.) diameter. T he type of bearings, spring suspension 
a nd other mechanical features harmonize with the steam loco
motive standards of t he Austro-Hungarian steam rail roads. 
The length of the locomotive between th e bumpers is 7850 mm 
(25 ft. 9 ins.). Its weight wi th the elect rical equipment is 
29,000 kg (63,800 lbs.) , and without, 14,500 kg (31 ,900 lbs.). 

The fraincwork consists of rive ted steel plates suitably stiff
e ned by cross-pieces to withsta nd the stra ins incident to 
operation. The different parts o f the locomotive are sym
metricaily disposed except the arrangement of t h e electrical 
appar atus. Both ax les carry two motors each , these being 
spring-suspended at t heir centers of gravity so that the axles 
are subjected only to torsional strains. The motorman's 
co mpartment is double with a door 0 1~ each side. 
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The brakes are of the Hardy vacuum type, a nd a brake 
cylinder is provided for each axle. Power is applied to fou r 
brake-shoes, and to equalize the braking effec t o n both sets 
of wheels t he brake cylinders are connected by piping to 

All D im ensi on s are in mm 

conta ining a lso the axle bearings. Ventilat ion is pro vided 
by holes under the bear ings, covered over to prevent the 
entrance of wa ter. T here is a lso a ventilator above the com
mutator. The ax les run in o il-lubr icated bearings and the 

motor shafts are ring
oiled. The armature coils 
are copper ribbon, var
nished and r esting in 
pressed mica troughs. 
There are four sets of 
brushes per motor, and 
each brush-holder is con
nected to a separa te in-

, sulatin g plate. 

FIG. 5.-CE.NTER-POLE CONSTRUC TIO N AT 
T H E CCST O:?.I H O US E STATI ON 

FIG. 5A~SI DE-PO L E CONSTRUCTI ON ON 
T H E EX 1-'ERD1 E NTAL DIVI SI ON 

The motors ar e rated at 
130 hp each at 750 volts, 
134 amp s. a nd 545 r. p. m. • 
In the speed curves, Fig. 
II, vl is th e speed at 
350 volt s (using but one 

I 

~ 

FIG. G.- T Yl'ES O F I K !--"CLATO RS AKD P ll L L-O F FS USED C:N 
T H E VI ENN ..-\ T I-I REE- \\'1 RE S \'STEi\l 

1',-00 

FIG. 9.- TH E LOCOiIOTJVE BU ILT FO R TH E VI ENN A T H REE
WIRE TESTS 

FlG. 8.- DOUBL E TROLLEY SUSPENSION ON THE VI ENNA THREE-W I RE SYSTEM. D I MEN SIONS GI VEN I N MM 

insure th e same degree of vacuum. Pneumatic sa nders are 

u sed. 
THE M OT O RS 

Reference has already been made t6 th e· mounting of th e 
motors in pairs per axle. The motor casings a r e in two parts, 
the upper half havin g cast t hereon the suspensiori pieces and 

tro lley), V, at 750 volt s at full fi eld strength (both t rolleys 
in circui t), V 3 at 750 volts and 75 per cent of the field 
str ength, an d V .._ at 65 per cent of the fi eld strength. The 
last two curves correspond to diagrams 13 and 14 of Fig. 3. 

The dimensions of the princi pal motor parts are as follows: 
Diameter of arma ture, 6I cm ; length Of armature, 30 cm ; 
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length of core without air gaps, 37.2 cm ; 46 slo ts, 1.72 cm 
wide a n<l 3.64 cm deep, a ir gap .5 cm, 550 tu rns of 13-111111 x 
1. 2-nnn cross-sec t ion and 12 turns per slot ; the diameter of 
the commutator is 41 cm, length r8 cm, laminations 2.75 
cm. There are 16 carbon brushes in rows of four with a 
contact surface per brush equal to 1. I cm x 4 cm. The four 
poles have a cross-section of 554 sq. cm through th e core and 

pumps. Both motors a re double, each taking 750 volts, so 
tha t t he complete motor uses th e 1500 volts received from one 
s ide of the circui t. T he total weight of these mo tors is 850 
kg ( 1870 lbs. ) . 

CONTR OLLER, SWITCHES, TROLLE Y BOWS AN D CIRCU I T 
BREAKER 

The controller, which is sho,vn in F igs. 12 and 13, was 

FI G. 10.- LONGIT UDI NAL AND EN D ELEVATIONS AND PAR T SECTI OKS, I LL USTRAT ING TlIE AR R/\ N GE i\l E N T OF THE 
APPARAT US ON THE E LECTRI C LOCOMOTI VE U SED O N THE VI ENN A THREE-WI RE SVST E11 J . ~ l 

2 times 274 sq. cm through the yoke. The pole shoe length is 
30 cm, pole arc length 31 cm, 66 turns per pole, diameter of 
wire 7.8 mm. The weight of two motors with gearing is 
4930 kg (ro,846 lbs.) . The gear ratio is 18 :78. 

At the factory test the motors were subjected to a full-load 
run without commutator ventilation ,vith the following re
sults : Armature resistance, . 1632 ohms ; fi eld res ista nce, .128 
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flG. 11.- PERFOR MANCE CURVES 

ohms; temperature rise in the armature, from 54 deg. to 61 
deg . C.; commutator temperature, 6o deg. C.; ftel<l coil tem
pera ture1 59 deg. C. During th e braking runs and experi 
mental trips the motors are said to have run absolutely spark
less at all loads and even with weakened field s .• 

The aux iliary motors comprise a 2-hp, 900 r. p. 111. machine 
fo r the ai r compressor and a 5.6-hp motor for t he vacuum 

purposely placed in the center of t he locomotive for bett er 
observat ions during tests. The reverser is placed in the 
middle o f the con tro ller mecha ni sm and can be operated from 

FI G. 12.- CONTRO LLER. '.") EEN F ROM THE S WITCH S I DE 

either side by a removable ha ndle. T he co ntroller for reg
ular running is operated wi th a removable hand w heel ,•l"hich 
can be used from either side. Thi s wheel actuates the con
troller con tact th rough a chain, gear wh eels a nd a shaft in 
the lower part of the cont roller . E very switch is provided 
with magneti c blow-o uts. 

It shott ld be noted tha t ha ll() operation of the controller 
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was adopted merely to facilitate the delivery of the trial 
locomotive. Pneumatic means will be used on the later loco
motives. 

The circuit switches in the controller are shown in Figs. 12 

to I4. They consist of carbon contacts carried at the ends of 
two arcs which are geared together and are provided with a 

F I G. 13.-CONTROLLER VIE\ VED F R OM THE HAND-WHEEL 
S IDE, S HO\VI NG CHAIN AND GEA RJ NG 

magnetic blow-out. The main ci rcuit switch is constructed 
in the same way. 

The trolley bows, as wil1 be noted from the illustration, 
are of the rhomboidal or pantagraph type. The frame 
is made of steel tubing and the ro ller axle of crucible steel. 
Flake graphite is used for lubrication. The bows are placed 
on a wooden frame mounted on Ambroin insulators. 

Owing to the higher voltage used particular attention was 

F I G. 14. - DETA IL OF :MAIN 
AN D TROLLEY SWITCH 

. i /4 

=· ·-· -~· . ;~ -~ 

FIG. 15.- AUXILIARY BLOW
OUT DEVICE 

given to the design of the circuit breakers. When th ere is an 
over1oadi the main solenoid forces up a core which pushes 
a small ratchet out of position. This releases a spring which 
drives down the contact pin and breaks the circuit. The 
circuit closing occurs through a copper spring between the 
two stationary contactors. In parallel with this main breaker 
circuit are two current-carrying fingers in contact with a pair 
of stationary metal horns. The circuit thus formed closes 
the power circuit earlier and opens it later than the main 
ci rcuit breaker. The arc is always formed in this parallel cir-

cuit and is immediately carried over to the metal horns where 
it is extinguished by the hvo blow-out coils. The current limit 
is fixed by an auxiliary coil in the lower part of the circuit 

.I 

1M 

FIG. 16. - PART O:r LOCOMOTIVE COVERING TAKEN OFF TO 
SHOW THE AIR COMPRESSOR APPARATUS 

breaker. The latter is placed in circuit with a handle from 
the motorman's stand. This breaker is also arranged for use 
as a switch in emergencies. 

CONCORD·BOSTON ROUTE NEARLY COMPLETED; 

By Jan. r it is expected that it will be possible to travel 
from Co ncord to Boston, a distance of 75 miles, by trolley. 
For a number of years electric car lines have been in opera
tion between Boston and Nashua, and a few years ago a line 
was completed connecting Concord and .Manchester. The 
seventeen miles between Iv1anchester and Nashua, however, 
r emained outside the trolley limit until a charter was secured 
from the last Legislature by the Goff's Falls, Litchfield & 
Hudson Electric Railway Company, granting permission to 
construct an electric railway from 1'1anchester, through Goff's 
Falls, Litchfield and Hudson to Nashua. The necessary land 
was secured, construction was pushed rapidly, and the new 
1ine is now almost completed. It is expected that cars will 
be in operation over the new road some time in December. 
For the greater part of the distance the new line runs over 
private ground, crossing the highway only four times in the 
long stretch between Goff's Falls and Hudson. It is plani:ied 
to run the cars at a good rate of speed, and it is estimated that 
the run from the City Hall in iv1anchester to the 1-:lasoniq 
Temple ill Nashua will consume exactly one hour. When 
this connecting link is completed, a trip between Concord 
and Boston by trolley will take a little over five hours. The 
time for expresses on the steam railroad is two hours. 
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SUB-STATIONS AND TRANSMISSION SYSTEM OF THE 
NEW YOl<K CENTRAL & HUDSON RIVER RAILROAD 

I n the Sept. 29 issue of the STREET RAILWAY JoURN AL an 
account was published of the Port 1forris power ·station of 
the New York Central & H udson River Railroad. The cur
rent generated at this sta,t ion is transmitted as three-phase, 
25-cycle, 11,000-volt alternating current to sub-stations 
located as fo llows: N o. I at the Grand Central terminal; 
No. 2 at Mott Have n junction ; No. 3 at Kingsbridge, and No. 
7 at Bronx Park. These fo ur sub-sta tions are in the initial 
electric zone to be operated sho rtly, but there a re eight sub
stations in the entire electric zone. The o ther sub-sta tions 
are located as foll ows: X o. 4 just north of th e power station 
at Yonkers ; N o. 5 at Irvington ; N o. 6 at Ossining1 and No. 
8 at Scarsdale. Power is transmitted by overhead cable lines 
north of High Bridge on the Hudson division, a nd north 
of Bronx Park on the Harlem division. Conduit lines 
run from the Grand Central Station to High Bridge and to 

electrical control o( the operator a t the board. The risk of 
accident to the operator when operating switches is eliminated 
a nd his control over the apparatus very thorough . The ap
paratus is arra nged in the following general order across the 
sub-stations: High-tension lines, high-tension S\\' itching ap
paratus, tran sformers, rotaries, direct-current switching ap
paratus. Along the station there is a succession of complete 
units made up as described above, the controlling board being 
located at the center of the station. The concealing of the 
wires necessitated t he use of wa ll chases for the high-tension 
lines and determined the use of transformers having high 
and low-ten sion terminals underneath the floor. T he switches 
and circuit breakers for both the hi gh-tension alternating and 
the low-tension direct curr ent are all electrically operated. 

At the sub-s tations the high-tension current is transformed 
and converted into direct current at 666 volts for delivery to 
the railway ci rcuits. The main equipment of each sub-station 
consists of three rotar ies and their tran sformers and sub
sidiary apparatus. The arrangements provide for a future in-

, .. -. 
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TWO ELECTRTC LOC01[0TIVES AKD TRAILER LEAVI NG TTIE T<IJ\"GSBRTDGE STATION 

Bronx Park as well as to the Port Morris power sta tion and 
to Kingsbridge from the Harlem division line. F rom the 
Kingsbridge terminus of these conduits an overhead line runs 
to the Glenwood power stat ion and sub-station. Cable 
towers for the overhead lines are located at High 
Bridge, Kingsbridge and Glenwood. Iu the initia l electr ic 
zone, in cluding on the Hudson division the line as far a s 
Kingsbridge, there are 17 mil es of line to be electrified-13 
miles from the Grand Central Station to \Vake field on the 
H arlem division and 4 miles from Mott H aven to Kings
bridge on the Hudso n di vision. In this territory there are 
73 m iles of main a nd 12 miles of yard tracks, a total of 85 
miles of track. In the entire electric zone, which will take 
in a total of 52 mi les of line, t here will be 224 miles af main 
and 68 miles of yard tracks, or a total track mileage of 292 
miles. All tracks within this te rritory are la id with 100-lb. 
rails. 

All of the sub-stations are fireproof structures. T he wi ring 
is for the most part enclosed and yet it is a ll readily ac
cessible. The machinery and operating boards are on the 
same floor and all the apparatus, including direct and alter
nating-current switches and circui t breakers, is under direct _ 

stallation of hvo additional rotaries. The relative locations 
and capacities of the sub-stat ions are shown in t he accom
panying table: 

Sub- Arca of 
Stat ion Main F loor, 
N umber L ocation Square Feet 

1 Fift ieth St. and L exington Ave. 4,7116,6 

2 Mott H aven Ju nction 

3 Kingsbridge 
Yonkers 
Irvingto n ........ •... .• ........ 
o~sining .... 
llronx Park .. .. . . 
Scarsdale 

3,8,15.27 

3,845.27 
3,6-19.33 
3,845.27 
3,845.26 
1,8~5.27 
3,845.27 

* Hudson Division. f Harlem Division. 

l\tile s from I nstalla tion 
Grand Cen- of Rotary 
tral Station Conve rte rs 

.36 3 of 1,500 kw 

I •s.47 } 
! t5.49 

3 of 1,500 kw 

9.44 3 ofl,00[1 kw 
15,G-l 3 of 1,000 kw 
22.11 3 of 1,000 kw 
30.31 3 of 1,000 kw 
9.00 3 ofl,000 kw 

19.02 3 of 1,000kw 

Each sub-stat ion is provided with a battery equi pment and 
provision is made for any extensions which may be required. 

The undergr ound lines enter the basement through ducts 
and are t erminated at end bells where they div ide into three 
separate conductors running to t hree series transformers 
which supply current to the measuring instruments. The 
scheme adopted for t he entrance of the overhead conductors 
is believed tn afford the best protection against rain and sno,\ , 
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not only to the incoming lines, but also to the apparatus in 
t he building. The design of the lightning arresters was made 
with a view to separating the phases as much as _possible and 
to make all parts accessible. The groups of arresters are 
mounted in such a way that a complete set may be removed 
and replaced without ·skilled labor, a feature which is sup
posed to be original with this installation. Knife switches 
disconnect all overhead lines from the sub-station apparatus. 

Concrete is u sed for the high-tension bus-bar compart

safe in action to a degree hitherto unknown with this type of 
apparatus. A spare panel and auxiliary bus are provided, to 
which any feeder or machine may be connected pending re
pairs on its proper panel. All connections are made with 
copper bars, thereby insuring a neat and effective construc
tion. The positive feeders after leaving the switchboards are 
provided with end bells, which terminate the lead sheathing 
of the cables run out to the third rail in underground ducts. 
The negative leads from the rotaries run through the founda-

ments, and these are provided with concrete 
barriers to separate the lines connected to 
the bus-bars. The series tran sfo rmers for 
the measuring instruments are suspended 
from the ceiling in a row near the bus-bar 
compartments and are separated by bar
riers. To obtain this uniform arrangement 
and yet leave the front terminals of the oil 
switches dead when not in use, the high
tension lines between the series transform
ers and the power transformers are looped 
under the bus-bar compartment. The wir
ing, where bare , is of copper tubing, which 
gives an excellent mechanical construction. 
The high- tension bus-bars are supported 
rigidly; but in such a way that expansion 
and contraction a re po ssible. All openings 
in the bus-bar compartments are protected 
by fireproof doors. 

The oil switches are electrically operated 
and are designed to carry co nsiderable over-

E XTE RI O R OF SUB-STATION NO. 3, SHOWIKG ALS O THE TYPES OF POLE 
AKD OV ERH EA D COKSTRUCTIO)l" 

load. They are provided with pilot lamps to indicate at the 
control board whether they are open or closed, and the la mp 
circuits are so arranged that unl ess the plungers complete 
their stroke without rebounding there is no in<lication. The 
compartments are of buff-colored brick and the barriers be
tween phases are of soapstone. 

Two of the sub-stations are equipped with single-phase, 550-
kw transformers to supply the 1500-kw rotaries, whereas the 
stations with the 1000-kw rotaries haVe 375-kw transformers. 
These have a normal ratio of 11 ,000 volts to 460 volts, and 
are provided with extra taps for varying the voltage according 

.-\_:,./"OTH E R VI EW OF SUB-STATl O l\" K O. 3 

to the drop in the transmission lines or according to the dis
tribution of load among th e sub- stations. The transformers 
a re of the air-cooled type, with terminals underneath. The 
air is supplied by two induction motor-driven blowers, one of 
which is sufficient to supply the station. The rotaries are of 
the sextuple connection, three-phase type, which combines the 
advantages of the ordi nary three-phase and six-phase type. 

The direct-current switches and circuit breakers are motor
operated. The swi tches and breakers are positive, rapid and 

lions and conn ~ct to an ammeter shunt which carries the 
entire station output. The _negative feeders are bare 2,ooo,
ooo-circ.-n1il cables, which run out directly to the tracks in 
pipes. 

There are two controlling boards situated a t the center of 
each .st.ib-station wh ere it is extended to its final limits. A 
bench board carries the principal instruments and control ap
paratus, and an upright board carries the auxiliary control 
a pparatus for lighting, etc. All panels are of natural slate, 
with black finish, the instrument cases being black oxidized. 

The electric storage battery equipment not only takes care 
of the fluctuations in the load, but is suffi
ciently large to operate the entire system 
under normal conditions for a period of 
one hour, in case of failure of the generat
ing apparatus. Five of the batteries have 
an output of 2250 amps. for one hour and 
the others have outputs of 3000, 3750 and 
4020 amps., respectively. The batteries ~re 
in buildings adjoining the sub-stations and 
they are operated in connection with boost
ers and switching apparatus in the sub
station. The discharge is governed by a 
carbon regulator working in connection 
with exciters and boosters, the effect of 
which is to make the batteries discharge 
when there is a heavy demand for current 
and to charge when the demand is light. 

Sub-station lighting is done with incandescent lamps fed 
from r20-volt alternating-current circuits. The current is 
.taken from the 460-volt power circuit and the voltage is re
duced by separate transformers. The wires are all placed in 
conduit and the circuits are controlled from standard panel 
boxes set in the walls. The wires in the battery room are lead
covered and the lamp sockets are of porcelain in order to with
stand the action of the acid fumes. Emergency lighting cur
rent may be taken from the control battery or charging set. 
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T he r otaries mav be started from either side. \1/hen started 
from the alterna;ing-current side a g radual applicat ion of 
voltage is insured by taking current from several taps in the 
secondaries of the power transformers. Starting from the 
direct-current bus-bars, the machine is brought up to speed 
as a direct-current motor through a rheostat, the positive bus 
being used as a source of current. \\Then a speed above syn
chronism is reached, the direct-current circuits, including the 
shunt field, are opened and the machine runs by its mo- & 

me•ntum only. The alternati ng-curre nt circuit is then closed 
throug h the oil switch and the machine runs as a synchronous 
motor. It is then only necessary to close the shunt field cir
cuit to put the machine in synchronism. These operations 
are rapidly effected by a special combination switch. 

The direct-current feeder system is designed to give a dupli
cate path for the current from the sub-stat ion to t he th ird 
rail. It is also designed to confine any trouble which may 
occur to one track only, thereby makin g interruptions of 
traffic as sl ight as possible. A tra in-length section of rail is 
sepa rately fed from eac h sub-station , to prevent trains bridg
ing between main sections. All direct -current" cables are in
stalled in the conduit close to the tracks , except in some cases 
where auxiliary feeders join the bus-bars of 
consecutive sub-stations a nd supplement the 
conductivity of the third rail. Th ese are in 
some localities run overhead on the trans
mission poles. The four third rails and 
auxiliary feeders are joined togeth er 
through circui t breakers situated in smal1 
houses at intervals along the line. 

Later on when the proposed extension to Croton is made, 
that will be the point at which the electric locomotives will 
pick up the steam trains. T he motor cars are to be used for 
local trains on both th e Harlem and Hudson divisions. Steam 
locomotives wi ll pick up these cars fo r the present north of 
VVakefield a nd High Bridge until the electrification is fur ther 
completed. The company now has 221 locomotives and cars 
fo r this service, 35 of which are electric locomotives and r25 
are a ll -steel, multiple-unit motor cars, each with a normal 
capacity of 400 hp, weighing 53 tons complete. There are 55 
all -steel multiple-unit tra iler cars weighing 41 tons complete 
and 6 comhined baggage a nd ex press motor-cars, each of 400 

hp. The tota l normal horse-power of t he electric r oll ing 
stock is 129,400, the normal capacity of the locomotives being 
2200 hp each. T he maximum spee<l of the locomotives is 
from 40 to So miles an hour, depending on the weight of the 
train, which wi ll range from 250 to 900 tons. The maximum 
speed of the multiple-unit trains is 52 mi les per hour. 

VVith the electrification of the road, the ex isting signals and 
interlockings wi ll be alm ost enti rely replaced. All-elect ric, 
aut,omatic sig-na ls and interlocking plants involving the use 
of a lternati ng-current track circuits in combination with a 

The transmission system in the initial 
zone includes 12 miles of conduit territory, 
89 miles of cables in conduits, 6 miles of 
pole line territory which requires 4s miles 
of cables on poles, 220 spli cing chambers, 
g circuit-breaker houses ;i.nd one cable 
tower. The approximate weight of the 
copper necessary for the transmission wires 
in this territory is r ,500,000 lbs. I n the 
ent ire electric zone there will be 16 miles of 
conduit, 97 mi les of cable in co ndui ts, 46 
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miles of pole lines and 344 miles of cable on poles, with 383 
splicing chambers, 26 circuit-breaker houses and three cable 
towers. The copper for the transmission system will weigh 
approximately 3,000,000 lbs. 

The working conductors in the initial zone include 75 miles 
of track equipped with 70-lb. under-contact third rail and 
three miles of overhead construction. There are 285 ci rcuit
breakers and switches used in connection with the working 
condu ctor s, 14,000 linear ft. of jumpers and 43,000 running 
track bonds in this zon e. The whole zone includes z85 miles 
of track equipped with third rail , 5 miles of overh ead con
struction, 450 switches with working condu ctors, 37,000 ft. of 
jumper s and 136,000 running track bonds. The third rail is 
of special bullhead section with high elect rical conductivity. 
ft is supported by cast- iron brackets bolted to long ties, spaced 
11 ft. centers. Insulators fit loosely over the top and web of 
the rai ], thus a llowing some vertical play. A clamp fits 
around the side and top of the insulator a nd is bolted to the 
bracket. The top and sides of the third rail a re covered with 
Georgia pit1e to affo rd a protection ·against accidental contact. 
The protection comes in about 6-ft. lengths. 

The ro lling stock to be used includes electric locomotives 
and electric motor car s. The locomotives are to be used in 
hauling the through trains on the Hudson division in and out 
of the Grand Central ter minal. In the initial electric zone High 
Bridge wilt be the engine terminal for steam locomotives. 

direct-current propulsion sys tem will take the place of the 
mantially-controlled and electropneumatic automatic signals 
a nd the low-pressure pneumat ic and mechanical interlocking 
plants now in use. \.Vhen the system is complete there will 
be 5r interlocking plants with 1705 levers, 564 blo cks, 4 miles 
of fou r-way duc ts and 702 miles of pole line \\rires. On the 
292 miles of track mileage there are to be 51 signal towers , 
41 battery houses, 8 signal sta tio ns and 108 signal bridges. 
\ Vith the electrificat ion of the road a change will be made 
fr om left-handed to right-handed run ning, which method has 
heretofore prevailed south of Spuyten Duyvi l and on the 
entire Harlem division as far as douMe-tracked. 

The G rand Central Station will be entirely rebuilt with 
tracks at two levels below the street, t he upper level being for 
express trains and the lower level for suburlJan trains. In
cluding subways, tracks a nd st reets-the depth from the street 
level to the lowest part of the terminal being 8o ft.-there 
will be four levels. At present the excavation for the east 
side of the new Grand Central yard is practically completed, 
and with the beginning of electrical operation all trains of the 
Hudson division will run into this new depressed yard, dis
charging th ei r passengers into the Grand Central Palace, 
which has heen co nverted into a temporary station. The new 
terminal wi ll have an area of 22 acres in the suburban station 
a nd 39 acres on the express level, and will include 25 miles of 
tracks with a car capacity of 12,000 cars. 
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THE DISEASES OF CAST IRON WHEELS 

In an article (" \:Vear and Tear, or D iseases of Car 
\Vhee1s") that appeared in the issue of A ug. 25, were di s~ 
cussed some of t l1e accidental diseases to which car wheels 
a re liable, that is, diseases which a re due to the physical 
trea tment to whi ch the wheel s a re subj ected a nd In no way 
caused by the weaknesses o r defects of the wheel metal. In 

. addition to these accidental diseases there a rc a number of 
others that are inherent in the metal. some of which will 
develop weaknesses of more or less dangerous import under 
any type of equipment and in any kind of service. These 
diseases res ult from two causes-the use of improper ma
terials a nd carelessness or n eglect to use proper methods of 
manufacture. Back of these is a single one that migh t be 
called the primal cause: the desire to meet competition by 
the production of a wheel cheaper than any other upon the 
mark et, and the wish of the purchasing agent to obtain bar
gain counter prices. \Vhether the cast-i ron wheel has really 
serious ly deteriorated as com pared with tha t of "olden times" 
is difficult to determine, because of the g reater requiremems 
of the present day ; but the fact remains that a ll makers say 
they can produce a better ca st-iron wheel if Lhe railroads arc 
\:\'ill ing to pay for it. H owever this may be, the cast-iron 
wheel is a good article in spite of its diseases , which do seem 
to be mo re numerbns and also better understood than those 
of its steel riva l. 

Of those that are due to defective material the two that 
stand out most prominently a re weakness of the g ray iron 
and thinness of the chi ll. No external inspection c-a n detect 
or guard agai nst these. A chill that is but 1-16 in. thick will 
look as smooth and appear the same as one 9f ¼ in., nor ca n 
weakness of spoke or plate be ascer tained by looking at them . 
It is to guard against such defects that the siri1ple inspection 
tests of the th ermal and drop type have been adopted by the 
:Master Car Builders' Association. And here a suggestion 
ca n be offered to the committee of sta ndards for the electric . 
railways, tha t a similar series of tests be formulated for wheels 
intended for electr ic service. 

Poor mate ria l in I he shape of a lmv-grade pig o r an al:1.empt 
to carry too high a perce ntage of scrap is partly respon sible 
for these two defects. It is generally conceded that at least 
50 per cent of pi g iron should be used, thoug·h some claim 
that it should be as mu ch as 75 per cent. This differen ce of 
opinion probably results from the variations in the quality of 
pig and scrap. But whether the proportion of the one to the 
other be in a greater or lesser ratio, the resultant combination 
in the carbon co11 tent must be practically the same to secure 
a chill. Roughly speaking, this carbon content must be 
about .3 per cent. T his is so distributed that in the g ray 
iron there is I per cent combined a nd 2 per cent graphitic 
carbon, while in the white or chilled iron these figures arc 
reversed, there being I per cent of graphit ic and 2 of con1-
bined carbo n, so th at a chem ica l ana lysis is but litt le guide 
as to the real qual ity of the wheel '"'heu regard ed from au 
operative stanilpoint. 

The local diseases of the cast-i ron wheel may be classified 
as: Out of round, swollen flange, com by t read, shelled-out 
tread, cracked plates or spokes, cracked brackets, cracked 
flanges, burst, seams, wrinkles, slag, chill cracks, and sweat. 
These are called local diseases, just as gout may be a local 
disease in the body of a man though it really affects the 
whole organism and decreases its effic iency. 

In a general way it may be stated that these diseases arc 
more apt to develop and mani fest themselves in heavy and 
fast service than where the opposite conditions prevail ; just 
as an inherited tendency to consumption may never develop 
in a dry cl imate and comfortable physical cond itions, where~ 

as it would quickly appear under exposure to the wet and 
cold. Soi as a simple example, th e wheel that is out of round 
may never be noticed under a slow service, but quickly shows 
itself a t high speeds. T his may be called a generic disease 
of the cast-iron wheel, and is always th ere, for it is safe 
lo say that no cast-iron wheel has ever been made that was 
perfectly t rue and round ,vhen it ca me from the annealing 
pi ts. T_here is a lways a variation in rotund ity. The amount 

.., permissible depends upon the service, and is frequently stated 
in the specifications. This can well be limited to 1-16• in. 
for any one wheel, though those made in the same chill often 
vary as much as ¼ in. in diameter. A variation of 1-16 in. 
will he imperceptible on a wheel of 33 ins. diameter. If, 
however , a true wheel is desired, recourse must be had to 
grinding, which , however, possesses the disadvantage of cut
ting away a part of the hardest a nd best wearing portion of 
the chill , and of leaving the tread with a slight variation of 
hardness a long the line of its periphery, thus inducing a 
va ria tion in the fa te of wea r, which wi ll reproduce the very 
defect of lack of rotundity that the original grinding was 
intended to allolish. 

T he swollen fl ange is purely the result of carelessness in 
the mold ing. U nless the sand is properly tempered and 
rammed, that is, if it is insuffic iently rammed so as to be 
unable to sustain the pressure of the molten iron under the 
head of the gate, it will yield and the flange will have a 
thi ckness greater than desired. This may or may not be a 
serious fau lt, dependent upon the service. \ \There the cars 
are heavy and the speed high, a swoll en flange may be posi
tively dangerous, in that it will be apt to strike guard rails 
or the wing rai ls of fro gs a nd cross-overs and either be 
broken by the violent blow which it so receives or cause a 
derailment by lifting the car -from the rails. For light car.s 
;md slow speeds the swol1en flange is not a serious matter. If 
it st rikes an obstruction, the gray metal at the back is 
quickly worn away and no real harm is done. 

.A s in the case of the r im that is neve r round, so the flange 
is never of absolutely uniform th ickness throughout its \vhole 
extent. A n allowance must therefore be made for the necessary 
va riation. As to what thi s allowance shall be will depend 
upon the nominal thickness. For a heavy fl ange of the 1-1:as
tcr Car Builders' type this is limited to ¼ in. or 1-16 in. on 
each sid e of the nominal dim ension. For the light flanges, 
u sed on city electric rai lways, this all owance can be easily 
cut to one-half this amount. 

The corrtby tread , or a tread in which fi ne, irregular cracks 
appear, may be due to a variety of causes. First of these is 
probably an inherent defect in the meta l. A chill that i~ 
excessively ha rd is said to be more apt to develop comby 
spots than one that is softer. This statement must, however, 
he taken with allowances, for no data a rc at ha nd to show that 
a ny investiga tion has ever been made on the subject, not only 
a lo ng the lines laid down by the statement, but even as to 
whether there is really any variation in the hardness of the 
surface of the chill of different wheels. The appearance of 
the comby spot is shown by the line drawing. As to the 
immediate cause of the appearance of such a spot, it is gener
ally acknowledged that it may be caused by a sliding which 
fir st produces a small flat place, and, by the local heating of 
the metal, sets up strains that the subsequent service of the 
wheel develops into the fine cracks called comby. This ap
pearance may also be brought out by defective metal, indeed 
it is probable that some such defect must exist, in any case, 
else the sliding would not produce the effect that has been 
noted. Several causes have been assigned for comby wheels, 
such as having too much meta l in the chill ; from the presence 
of sa nd in the chill , and from ramming the pattern too tightly. 
Probably a microscopical examination of a chill with comby 
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spots would show either incipient cracks or slag, and that it is 
the crushing down of the metal and the chipping off of fin e 
films that frequently produce the phenomena. At the same 
time wheels undoubtedly are often made comby by sliding, 
as the result of the heating thus produced; though, in the end, 
it is probably the quality of the metal that is responsible. 
Finally, it may be a<lded that comby treads are more apt to 
be developed in heavy than in light service. 

The shelled~out tread is unmistakable in appearance and 
is due to defective material. Usually the shelied-out spot is 
approximately round with a raised spot at the center. A 
fair idea of this can be obtained from the accompanying re
productions of photographs of shelled-out wheels. It is 
doubtful if a tru e shelled-out spot was eYer caused by sliding, 
and a distinction must be drawn between on e that is comby 
and one that is shelled out. The former is often mistaken 
for the latter. The shelled-out spot may be immediately 
brought out by sliding, but the cause is a defect in the metal, 
a nd is fully as apt to manifest itself in wheels to which no 
brakes are applied as to those where the brake pressures are 
the heaviest. Like other weaknesses of the wheel, it is most 
apt to appear where the service is the heaviest and fa stest. 
That it is due to a defect in the metal is proven by the fact 
that if a defec t in a wheel is taken and worked over carefully 
with a hammer a shelled-out spot can be produced. So that 
it is fair to conclude that the starting point of such a spot, 
when developed in service, is a minor defect in the form of 
an incipient seam that has been enlarged by the blows to 
which the metal has been subjected, until a piece flake s off 
and leaves a spot like that shown. This is emphasized by the 
frequ ency with which a number of spots are found on a single 
wheel. 

Cracked pla tes or spokes are due to the in ternal st resses set 
up in the metal while cooling, and may be due to an improper 
form of pattern, the pouring of the wheel with metal at an mi
suitable temperature, carelessness in cooling or annealing. 

WHEEL WITH BROKEN F LANGE 

Cast iron is a metal with a high tensile strength, and its duc
ti li ty is very low, so that the local stresses set up in the tread 
by a slight amount of skidding will cause the comby cracks 
to appear in the unyielding metal of the chill. The stresse$ 
induced by unequal cooling will cause a breakage of the gray 
iron of the spoke or plate. 

No rule can be laid down for the construct ion of a wheel 
pattern that ·will guide the inexperienced man to success. 
').'he only thing that cao be said is that tne metal should be 

in such shape t hat it can y ield slightly to the cont ract ing in
fluen ces of cooling without inducing stresses that approach 
the point of fracture. The influence of the temperatu re of t he 
metal a t the time it is poured is a lso of importa nce in securing 
a sound casting and thus give a section of sufficient size to 
resist the stresses of contraction. 

Cracked plates have often been attributed to brake applica
tions, and this may possibly have caused it in some insta nces ; 

GE NER:\L AP PEARA NC E U F COMU Y TREA DS 

but, wherever the case is carefully investigated, it will ordi 
narily be found to be due to a fault of the wheel. This can 
usuany be traced to the condition of the metal at the junction 
of the double plate, where there is frequently found to be 
but a sma11 percentage of the full section, because of the 
collection of sand and the formation of blow-holes at that 
point. This is apt to occur when the metal is too cool at the 
time of pouring. The first of th e pour is then st ill furth er 
cooled by contact with the gate and in filling the hub and 
front pla te, so that the junction point, through which the 
gases and sand that have been washed from. the mold tend 
to pass, has become so chilled that th~se impurities are held 
a nd the defects named are produced. \ Vhere these conditions 
exist the applicat ion of t1ie brakes may readily cau se a frac
ture, because it has heen fo und, in experimental work as well 
as from observations made immediately after a crack occurs 
(which is usually manifested by a loud report) , that the tern-

SHELLED O UT AN D SEAMY TREA D WHEELS 

perature of the metal is rarely above 225 deg. F. , to which it 
can readily be raised by the brakes. 

Cracked brackets may be due to the defccti ve form , by 
which they are unduly strained in the cooling of the metal, or 
to a difference bel\veen their own temperature and that of the 
plate against which they lie, when the wheel is subjected to 
the action of the brakes. The proj ection o f the brackets 
gives them a fan-lik e action on the air, so that they are in
variably cooler than either the rim or the pla te. The same 
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statement holds regard ing the spokes of a wheel, and explains 
so me of the breakages t hat occur. StHI , t hi s is a legitimate 
stress which the wheel shou ld be able to withstand a nd which 
it can do if the metal is of proper fo rm and character. 

Cracked and broken Ranges a re defects of a n exceedingly 
ser ious character, especially in heavy a nd high-speed ser vice. 
They may be occasioned by undue stresses in the form o f a 
side t hrust on curves or in passing frogs and switche s, bu t 
such a stress cou ld hardly pfoduce a crack. The unyielding 
uatnre of cast iro n is such that a blo·w sufficient to start a 

\r ll F.EL W ITH SHELLE U-UUT S PO T 

crack at the rool of t he fl ange would undouUtc<l ly be e 11o ugh 
to produce a fr ac t11 re. T his, of cou rse, somet imes occurs, 
but an examination of a broken flange will usu.i lly show that 
it has broken in detail. That is to say, a fine and impcr
ceptihle crack was forll!ed at the root of th e flan ge in some 
way, and this was gradnally exteuded down into the \Jody 
of the meta l a ud a lo11g the circumference, until a side blow 
was receive d suflic ient to break a piece off. T hi s condition 
of a partial fra cture or crack extending dO\vn into the meta l 
is showu by tl1c variat ion in the color of th e brokr:n wheel 
and fl ange shown in the reproduction of the photograph. 
These incipi ent cracks may be fo rmed by pouring th e metal 
at too high a temperature or by the act ion of the brakes upon 
defect ive 111 atcrial. A broken fl ange does not necessari ly 
mean, in that it has broken in detai l, that some inspector has 
heen negligent and shou ld have discovered the crack before 
the da11gcr point had hecn reached, because these crack s are 
usually ve ry fin e a nd closed so that they are invis ible u nder 
the ordinary co11<litions of inspectiou, and a1so because the)' 
often start in the body of the metal and a re buried therein 
to such a depth that even a polishing and etching of the 
adjacent surface s would not reveal t heir presence. 

Bursi: \vhcels a rc caused by the use of \Veak metal or by 
putting th em on ax les at too high a pressure. Of cour se, 
when the latter condit ion prevails th e wheel is not to be held 
respo11sible for th e defect , and thi s should be easily traced 
by the records at the wheel press. Weakness in t he 
metal is due to the use of poor material , improper mixing or 
careless melting, as previously indicated. 

Searns a nd wrinkles come un der the same category , and 
usually appear on the face of the tread. T hey are due to a 

solidifying or cooling of the metal before the mold has been 
fi lled. T he wrinkl es appear as folds on th e surface a nd the 
seams \.v here two currents have come together and not welded 
or u nited on accou nt of their low temperature. As these de
fec ts a re usually detected by the surface inspection at the 
foundry, t he wheels containing them are rejected a nd so need 
not enter into a railroad's consideration of the matte r. 

Slag may be a serious matter if it becomes imbedded in the 
meta l of t he whee l. It produ ces a weak spot wh erever it 
happens to stop, au<l is r esponsible fo r many of the defects 
that have been na med. I ts presence in the wheel is due to 
•:arclessness in pouring the metal and sk imming the ladle. 
Fortunately it is lighter than the iro11 and so has a tendency 
to C')me to the surfa ce, and mny thus appear as a pit or mark 
at the end of the hub where it does no harm. Frequently, 
however , it is swept down by the cu rrent and small particles 
are lodged in tl:c r im, \vhere they injure the chill or are the 
star ting points for shelled-out spots. 

Chill c racks are now sufficient reaso n for the rejection of a 
wheel. In this co1111cction it is illlcresti ng to c1 uote fro m a 
discussion on the subj ect before the 1\'l aster Car B uilders' 
Association in 18i7- One manufactu rer is reported as saying 
that he did not co11sidcr a small chill crack any inj ury to th e 
wheel across the tread or in the fla nge, pro,·ided the latter did 
not run down into t he t read. A nother, a use r, did " not object 
to the chill cracks unles s they were pretty wide , fo r instance 1 

a quarter of an inch ac ross" ; whil e a Lhird, a nd a very prom
inent member of the associat ion sa id: "TheY-C is no doubt 
in my mind, from the experience I have h ad with chill
cracked wheels, tha t it is t he most mistaken idea that railroad 
men ever got into t heir heads, that ;i chill crack in a wheel 
injures it materially. I have alwa ys understood, an d I think 

SECTION OF 'vVIl EEL, S H OW I NG INC1P1ENT FRACT U RE 

it is common sense, t hat the bes t iron for wearing is the iron 
that chill cracks." But th is wa s in th e days of ligh t car s. At 
present chill cracks ar e not accepted, and wheels are rejec ted 
at the foundry if they arc defective in this regard. 

Sweat or beads, someti mes a lso called cold sho t, takes the 
fo rm of small shot, smooth and rou nd} a nd ls sometimes found 
in the chilled portion o f a cast wheel, usually o n t he su rface, 
and most fre quently in the th roat of t he fl ange. This, like 
the wrinkle, does not necessarily involve t he reject ion of the 
,vheel, if it is not " too deep"-a fl exible limitation that de
pends for its a pplication on the personal equation of 
the inspector. T his sh ot is supposed to be fo rmed by th e 
solidificat ion of t he meta l while it is in a sph eroidal condition 
- resembling drops of water th ::i.t have fa ll en upon a hot stove. 

From this resume of th e diseases to which the cast-iron 
wheel is heir, it will be seen that th e pitfa ll s in the path of 
the manufacturer a re many, and when we consider the vast 
ntimber of th ese wheels that are in use, the service that they 
are rendering, a nd what a small percentage of those made 
develop any diseases whatever, it must be conceded that the 
makers a re skilled in t heir art. 

Although the cast-i ron wheel has heen fo rced Q\\t of the 
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market for steam passenger cars and engine trucks and is 
being hard pressed by the steel wheel in heavy electric and 
fre ight service, it will be a strong facto r in a ll railroad work 
for many years to come. To quote from the introduction to 
a report on the test ing of this class of wheels in 1898: "The 
long continued use of t he cast- iron wheel in this country 
particularly test ifies to its great efficiency and economy, and 
to preserve this useful product, as to preserve any product 
of industry, requires continual impro vement. That the qual
ity of the cast-iron wheel has been improved materially from 
t ime to time there is no doubt, but that it is in need of st ill 
greater improvement, it is thought, there is also no doubt." 
That the cast-i ron ,vheel, under the spur of rivalry and com
petition, wi ll be made better as time goes on is ev ident from 
the work now done, and this will be, to a great extent, along 
the lines of the elimin::i.tion of the diseases and their causes 
to which it is now su bj ected. 

REPORT ON THE RAILWAYS AND TRAMWAYS OF 
NEW SOUTH WALES, AUSTRAILIA 

Consul F. VY. Goding reports concerning the railways and 
tramways of New South \Vales, quoting some of the more 
important detai ls submitted by the goyernrnent commission
ers. He writes: 

The earnings from the two -services (railways a ud tram
ways) totaled $24,752,352, and the expenditure $14,470,037, 
leaving a balance of $ 10,28 r,975. The interest 011 cap ital 
invested totaled $8,r36,140, which, deducted from the net 
earnings, leaves a surplus of $2,145,835, to which the ra ihvays 
contributed $1 _.873,505 and the tramways $272,330. l n 
1904-5 there was a total deficiency of $178,590, so the figures 
fo r 1905-6 show an improvement · of $2,324,425. The per
centage of working expenses to revenue was reduced from 
59.5 to 54.5 1, being an improvement of 4.99. 

The number of mi les of t'ramways open on June 30 was 126, 
and the average cost per mile, inc1uding workshops and 
rolling stock , was $141 ,576. The percentage of profit to 
capital invested was $24.71, as compar ed with $I7.I,! in the 
previous year and $g.63 in r888. The percentage of worki ng
expe nses to earnings was 78.rr, being a reduction of nearly 6 
per cent. The return per average mile open, after paying 
working expenses, $7,197, the earnings per tram mile $0.25. 
the working expenses $o.r9, leaving a return of $o.05. The 
number of passengers carried was 145,262,779 and the mileage 
run 161309,907. The staff employed on the railways on Jun e 
30 last was 13,478, and on the tramways 4163. 

_:_____..♦+---

PROFITABLE LIVE STOCK CARRIAGE ON THE WESTERN 
OHIO (ELECTRIC) RAILWAY 

C. C. Colli ns, genera l freight agent of the \Vestern Ohio 
Railway Company, h~s been moving live stock and other 
property to and from county fair s, to the advantage of his 
own company and connecting lines. During the past few 
weeks there has been a large circuit of county fairs in the 
western part of Ohio, and by offering quick service a11d un
loading goods directly at the fair grounds he was able to get 
the business away from the steam roads. A large number of 
race horses was moved over the entire circuit. Mr. Collins 
arranged his express cars into sta lls by placing scantlings 
across the car, and in this way it was possible to handle ten 
or eleven running horses or eight tro tting horses and their 
traps in one car. A rate of about So cents a car mile for the 
mileage actua lly made by the ca r was fi xed for this business. 

ELECTRIC TRAMWAYS ON THE THAMES EMBANKMENT, 
LONDON 

One of the most interestin g sections of the London County 
Coun i:: il t ramways now under con~truction is tha t whic h ic;; 
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ROU T E OF 'IHE TI-LU l ES Ei\IIJAN K). I E~T TRA:\IWAYS 

Leing carried out by D ick, Kerr & Co., Ltd , on the Thames 
E mbankment. T he work is being done u nder somewhat d if-
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LOOKJ NG EAST ALO N G TJ fE TH AM E S, NEA R EASTERN TERM I . 
NUS AT BLACKFlUAR'S HR ID GE, IL t-1. TRAI N ING SHIP 

''BUZZARD" ON T II E. RI GH T 

ficult. conditions owing to the splendid na ture of t he roadway , 
which below the surface is prac tica lly as solid as concrete , 
resource having to be made to mechanical applia nces for 
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breaking it up. And again, a lmost immediately belO\v the 
level of the roadway is t he ar ch of the underground railway. 

Despite these and other difficulties, however, excellent pro
gress is being made and the contractors expect tha t the track 

VICTO RIA E !I-ID AN K~:I ENT TRAJ\f\VAYS, SHOWING CROSS·TI ES 
AN D YO KE CO NSTR UCT! ON 

\\'Ork ,vill be complete well within the nex t three weeks ; a very 
sati sfactory rate of progress, indeed, ,vhcn it is remembered 
tha t the total length of the line is about 3'¼ miles of single 
track, and that the work h as only been proceeding some five 
weeks. 

The contract consist s o f 1.46 miles of route along the Em
bankment, and 1.54 miles of route over \ ,Ve stminster Bridge , 
,vhich together is equivalent to 3¼ miles of single track, as 
stated above. T he 111ap gives a very clear idea of the 
ramificat ions of th e lines and g raphically illustrates the ad
vantages offered by this extension of the London County 

SHO\VI NG THE ARCHES IN ROADTIED OF THE .MET ROPOLIT A :\f 
D J STRT CT (YE RI..:: E S) U N D E RGROUK D RAILWAY. I N THE 
RlGHT FOREGR OUN D I S SO M ERSET H OUSE , W ATERLOO 

BRIDGE, A ND IN THE BACKGROUND, THE HOTEL CEC I L 

Council's tramways in coping with the heavy passenger traffic 
from the South Side of London. Owing to the structural 
alterations not having be-en completed on \Vestminster 

Bridge, the contractors have not been able to proceed with the 
spcci!)l construction required for this part of the line; but it 
is possible to show some interesting illustrations of the work 
now under construction. One cut gives an excellent view of 
the cross-overs, of which there are five in all, a nd three 
double junctions; and other illustrations show views of the 
work in its various stages toward completion. 

VICTORIA E1fDANK:'."1ENT TRA"HWAYS, OPPOSITE TEMPLE 
GARDEN, LOOKI N G EAST 

The \vidth of the embankment generally is ab out 66 ft. from 
cnrh to curb1 and the effective widths occupied by the new 
lines is about 18 to 19 ft. , which leaves a width of about 47 

ALONG THE THA:\lES KVIBANK1fENT, \VITH THE HO US ES OF 
PARLIA11ENT I N THE BACKGROUN D (CLOCK I S "BIG BEN"), 

AND SCOTLAND YARD I N THE FOREGROUND L OOK-
ING SOUTH 

ft. avai lable fo r ord inary veh icular traffic. This width is 10 

ft. more than the v11idth of an ordinary first-class thorough
fare in London and most Continental cities. 
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THE RECONSTRUCTION OF THE OLIVE STREET TRACK 
IN ST. LOUIS 

An interesting and detailed account of the method of re
constructing the Olive Street track in St. Louis was pre
sented Sept. 19, 19o6, before the Engineers' Club, of St. 
Louis, by Richard McCulloch, assistant general manager of 
the United Railway Company. A brief account of this work 
was published in the S TREET RAILWAY JouR NAL for May 26, 
19o6. l\fr. McCulloch's paper appears in the c urrent issue 
of the Journal of the A ssociated Engineering Societies, from 
which the accompanying abstract is taken: 

T he first street railway track laid in the city of St. Louis 
was that laid on Olive Street from F ourth Street to Four
teenth Street. The orig inal rail was a fl.at strap rail, and 
the road was opened for traffic as a horse-car line on Jul y 4, 
1859. As the city grew, O live Street developed into an im
portant retail business street, and the Oli ve S treet line be
ca me the artery uniting the business d istrict with the most 
important res ide nce district of the city. 

In 1887 the Olive Street line was converted into a cable 
line, a double cable track being built fro m Fourth Street to 
Boyle Avenue, a distance of 3.5 miles. In this constructio n 
a g irder rail, 4¼ in. in h eight , weighing 63 lbs. per yard, was 
laid on cast-iron yokes weighing 300 lbs. each, set in concrete 
4 ft. apart. These yokes \\'ere 48 ins. in depth and enclosed 
a conduit for the cable 38 ins. in depth. This cable road was 
one of the fir st built east of San Francisco. A li of th e St. 
Louis cable roads adopted the 38-in. conduit. In cable roads 
afterwards built in New York City the conduit depth was 
reduced to 24 ins., making a much stronger roadbed, and 
greatly reducing the cost of const ruction, 

The original rail having worn out, in 1898 the rail of the 
cable road was renev.fed. In the original construction the 
rail had been bolted directly to the yokes by means of hook 
bolts w ithout the use of chairs, and it was, therefore, im
possible to increase the height of the rail on the yokes. In 
the 1898 reconstruction an extra heavy section of 4½ -in. rail 
weighing 67 lbs. per yard was used. In 1901 the road was 
converted in to an electric road, elec tric cars being operated 
over t he cable roadbed without change. This rail , however, 
was entirely too light for service under heavy electric cars. 
In 1903, the year before the \,\Torld's Fair, about one-hal( of 
th e track was r elaid, the portions selected for relaying being 
the downhil1 parts of the tracks where the speed of the cars 
was greater. In the 1903 r econstruction it was not considered 
advisable to take the cars off the street during the r econstruc
tion, a nd the very novel method of laying the track with a 
9-in. ra il for the outside ra il and a 6%-in. rail for the inside 
ra il was.adopted. The 9-in. rail was lai d 7 ins. out side of the 
gage line of the track on a concrete stringer 18 ins. wide and 
6 ins. deep. The 6%-in. rai l was laid on the old concrete of 
the cable road and tamped to surface with a mixture of iron 
borings and salt about 1 ¾ ins. deep. T he concrete under the 
9-in. ra il was given about five days to set . The bed of iron 
borings under the 6¾-in. rail was given only a few hours 
to set, as the rail was laid at night and cars run over it the 
next day. The two rails were tied together by steel tie rods 
spaced 6 ft. a part. Fig. 1 shows this construction. The 
reasons for this unusual const ruction were to enable the 
track to be relaid without interfering with car service on the 
street, and to avoid the ex pense of excavating the concrete 
roadbed of the cable road. The results obtained, however, 
were not at all satisfactory. The sh all ow concrete stringer 
under the 9-in . rail broke in a number of places and left this 
rail without support. The iron borings under the 63/8-in. 

rai l did not set to form a hard mass, and this ra il , being left 
loose, deflected up and down as cars went over it, working 
the paving loose and emitting a h orrible grinding a nd chat
tering noise which gave rise to constant complaint. T he 
two rai ls were not sufficiently ti ed together, and frequent 
wide gage was the result. 

In the spring of 1906, when it was necessary to relay the 
old cable track on account of the rail being worn out, that 
portion of the track reconstructed in r903 was ~n such bad 
condition that it was considered best to relay both of the 
tracks and put the street in to fi rst-class shape. 

In order to understand the need fo r speed in the construc
tion, it should be sta ted that the O live Street line is the one 
having the heaviest tra ffic in the United Railways system. 
D uring the middle of the d~y the cars arc 1.5 minutes apart, 
a nd night a nd n1orning during the hours of heaviest travel, 
the headway between car s is reduced to 50 seconds. Olive 
Str eet throughout its entire length is a narrow street, only 
36 ft. wide between curbs, and lined with reta il stores. As 
a concre te construction for the track was decided upon, it 
was necessary to remove the cars from each tra ck during 
its construction. The street being enti rely too narrow for a 
third temporary track, it was necessary to route the cars over 
a nother parallel line. Hence, any delay in the progress of 

F l G. J .-SECTION OF 1903 CONST R UCTION 

the construction would mean annoya nce to the residents and 
shopkeepers along the street, inconvenience to the regular 
patrons of the line and loss of traffic to the railroad. 

After a number of plans had been considered, it was de
cided to perform the work in two sections, building both 
tracks between F ourteenth Street and Boyle Avenue (29,II8 
ft. of track, equal to 5.51 miles.) early in th e spring, and that 
portion between Sixth Street and Fourteenth St reet (3670 ft. 
of track, equal to o.6g mile,) dur ing the middle of the sum
mer. The work between Sixth Street and Fourtee nth Street 
was postponed un til the summer at the request of the mer
chants on lower Olive Street, who did not like to see their 
spring trade interfered with. 

It was decided to use the single track on Olive Street not 
under construction for west-bound cars, sending east-bound 
\\Te11ston cars down VVashington Avenue a nd across Four
teenth Street to Olive Street , and the east-bound McPherson 
and Maryland cars over Boyle Avenue to Laclede Avenue, 
down Laclede Avenue and across Thirteenth Street to O live 
Street. To mak e these cha nges in routeing, a temporary 
track was laid in Boyle A venue from Maryland Avenue to 
Laclede Aven ue, a dist ance of about · I ,500 ft. This tem
porary track was laid with 75-lb. T-rail spiked to wooden 
ties, the tics being placed on top of t he bri ck pavem ent of the 
street. In passing, it is interesting to note th at when this 
temporary track was removed after cars had been running 
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over it for six \Veeks, absolutely no damage \vhatever had 
been done to the brick pavement . 

For the new track there was adopted a g irder Trilby rail, 
9 ins. high, laid on cypress ties spaced 2 ft. betvveen centers. 
Brace tie plates and Goldie da,;i,.' tie plates \'\'ere u se<l on al
ternate t ies. T he rods, 2 ins. x ¥s ins. in section, ,vere spaced 
6 ft. apar t. Six inches of Portla nd cement concrete was 
placed beneath the ties, and the concrete was carried up high 
enough on the ra il to support the style of paving adopted, 
making a thickness of 14 ins. of concrete in the case of 
granite paving and 18 ins. for asphalt paving. In either case 
the wooden tie was enti rely embedded in the concrete. This 
const ructio n is shovvn in Fig. 2. For the fir s t portion of 
the reconstruction the work was divided into three sections: 
Section :-Jo. 1, Fourteenth Street to J efferson Aven ue; sec
tion No. 2, J efferson Avenue to Grand Avenue; section No. 
3, Grand Avenue t o Boy1e Avenu e. Each of these sections 
is about a mil e of double track. Three separate foreme n with 
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FIG. 2.- SECTIO K OF 1906 CONSTRLTTTO:N", SHOWING OLD 
CA IlLE YO KES NOW REU OVED 

independent gangs were put in charge, each foreman in 
charge of a section. \-Vork was carried on day and night. 

EXCAVATION 

In order to bnild the track, it was necessary to make an 
excavation 2 1 ins. in depth in a concrete which h ad been 
setting for eighteen years, and which experience in ,vhatever 
excavations had been made had shown to be extremely hard. 
lf it had been n ecessary to pick out 6 miles of this concrete 
by hand the cost would have been excessive, and, d isregard
ing the cost, the t ime invo lved and the number of men re
qui red would have been prohibitory of that method. 

DRILLING AND BLASTING 

T he method adopted for excavating the concrete was by 
blasting with small charges of dynamite, the object being t o 
make these charges st rong enough to shatter the concrete so 
that it could be taken out in large pieces, but not h eavy 
enough to do other damage. Holes were drille<l 7 ins. to 8 
ins. deep in the concrete, four holes between each pair of 
yokes. T he hole was so located that the bottom of the hol e 
,vas a little below the center of gravity of the section of con
crete to be removed. For drilling the holes there were used 
No. 2 Little Jap drills made by the Ingersoll Rand Com
pany, operated by compressed air at 90 lbs. pressure. T his 
tool drills at 1.25-in. hole. A dry hole is drilled, the exhaust 
air from the hollovl'· drill steel blmving the dust from the hole 
and keeping it clean. Common labor was used to run the 
drills, and very little mechanical trouble was experienced. 
Three cars were fitted up, one for each gang, each car being 
equipped with a motor-driven ai r compressor, water fo r cool
ing the compressors being obtained from the fire plugs along 
the route. The air compressors were taken temporarily from 

those in use in the repair shops, no special machines being 
bought for the purpose. Current for operating the air com
pressor motors was taken from the trolley wire over the 
tracks. The car was moved along as the holes were drilled, 
air being conveyed from the car to the drills through a flex
ible hose. Two drills were operated normally for each car. 
One of the air compressors was exceptionally large and at 
times operated four drills. The total number of holes drilled 
in the reconstruction of the track was 31,000. The total feet 
of hole drilled ,vas 20,700 ft. The following figures give the 
average performance of the best one of the drilling outfits, 
which operated from two to three drills: 

Depth of hole.. . ................... _ . . 8 in . 
.:-Jumber of holes per hour per drill............ 30 
Feet of hole drilled per hour per drill.. . . 20.3 
Labor cost per foot of hole drilled............ $0.027 
Labor cost of drilling per cu. yd. blasted .... . . . o.o85 
Drilling cost per lineal foot of track ..... ........ . ....... 0.017 

Drilling cost pe r mile of track....... . ................ 89.76 
In these figures there is no charge for electric power or for 

depreciation of machinery. 
For blasting, a 0.1-lb. charge of 40 per cent dynamite was 

used in each hole. A fulminating cap was used to explode 
the charge, and twelve holes were shot at one time by an 
electric firing machine. The dynamite was furnished from 
the facto ry in 0.1-lb. packages, and all the preparation neces
sary on th e ,vo rk was to insert the fulminating cap in the · 
dynamite, tamp the charge into the hole and connect the 
wires to the fir ing machine. In order to prevent any damage 
being done by flying rocks at the time of the explosion, each 
blast ing gang was supplied with a cover car, which was 
merely a flat car ,vith a heavy bottom and side boards. When 
a charge ,vas to be fired , this car was run over the twelve 
hol es a nd the s ideboard s 1et dO\vn, so that the charge was 
entirely covered. This work ,vas remarkably free from acci
dents. There were no personal accident claims whatever, 
a nd the total amount paid out for property damages for the 
whole six miles of construction was $685. Most of this was 
for glass br oken by the shock of the explosion. There was 
no g la ss br oken by flying particles. The men doing this 
work, few of whom h ad ever done blasting before, soon 
became very exped itious in hand1ing the dynamite, an<l the 
work advanced rapidly. The report made by the firing of 
twelve holes was no greater than that made by the giant 
firecrackers so common in the street s on the Fourth of July. 

For the drilling and blasting the old rail had been left in 
place to carry the air compressor car and the cover car. 
After the blasti ng, this ra il ,vas removed and the concrete 
excavated to the required depth. In most cases the cable 
yokes had been broken by the force of the blast. Where 
these yo kes had not been broken, they were knocked out by 
blows from pieces of rail. The efficacy of the blasting 
depended largely upon the proper location of the hole. 
\Vhere the holes had been drilled close to the middle of the 
concrete block, so that the dynamite charge was exploded a 
little below the center of gravity of the section, the concrete 
was well shatte red and cou1d be picked out in large pieces. 
\Vhere the hole had been located too close to either side of 
the concr ete block, however, the charge would blow out at 
one side ..-an<l a large mass of solid concrete would be left 
intact on the other side. The tota1 estimated quantity of 
concrete blasted \Vas 6558 cubic yards, or 0.2 cubic yard of 
concrete per lineal foot of track. The cost of the dynamite 
delivered in o. I lb. packages ,,vas 13 cents per pound. The 
exploders cost $0.0255 each. ' 

The fo1lo\ving statistics represent the average work of the 
three gangs working on the ':"est-bound track between Four
teenth Street and Boyle Avenue. 
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Cost o f dynamite ch:uge pt r hole .. $0.0 L3 
Cost o f exploder per hole . . . . ..... ..... . . ..... . .. . . . 0.0~55 

Fo ur holes blas ted in each 4 ft. of t rack : 
Linea] fee t of t rack blasted per hou r . . 138 
Cubic yards o f concrele blasterl pe r hour , 27.6 . 
CL1 bic yards of concrete blasted per pound o f dynamite. . .2 
Labor cost per cubic ya rd, blas ted. $o.076 
Cost of dynami te and explode rs per cubic ya rd, blas ted . 0. 192 
Cost o f labor and material per cubic ya rd, blas ted . o. 2f>8 
Cost of blast ing per linea l foot o f t rack. . .. 0.054 
Cost of blasting per mile o f t rack.. 285.12 
Cost of drilling and blasting per cubic yard. . . . . 0.353 
Cost of drilling <Jnd blasting per lineal foot o f t rack ... . 0.071 
Cost of drilling and blas t ing per mile of track. .. . . . .. 374.88 

\1/hen t he exca va tion was completed, t he ties were placed 
in the trench, the ra il spiked down, the tie r ods pull ed up to 
gage and temporary fi sh plates put on the j oint s. \,York lra ins 
were then run on this track and the excavated ma teria l hauled 
away. T he ex:cavatect ma terial in this job a mounted to 11 ,-

410 cubic ya rds, or 0.348 cubic yards per lineal foo t of track. 
The U n ited Ra ilways Compa ny purchased a sink hole on 
North Grand Avcnu~ a nd completely fi l1ed it with e xcavated 
material from Oli ve Street. A ll excavated mate ria l and all 
new mater ial with the exceptio n of the ceme nt used in this 
wo rk was handled on cars, no teams being used at a ll. It 
would ha ve been impossible to do the work in the time occu
pied had wagons and teams been depended upon. 

RAIL 

The rail u sed in this work was Lorain section 333, fur
nished in lengths of 60 ft. A cross-sect ion is sh own in Fig. 
3. T ile standard section has 7-16-in. web, but it was co n
sidered desirable to have it rolled with ¼-in. web, and th e 
ra il with th is change weig hs 1 12 lbs. per yard. Its h eig ht is 
9 ins., and the base is s¾ ins. The composit ion of t he ra il 
is as follows : 

COVER CA R VSED FOR BL ASTI KG I K O LI VE STREET 

Carbon . . .. .. .. .... . .. . . . . ...... .. .. . 0.55 per cent 
Sil icon, not to exceed . . .. ... .. . . . . ..... 0.20 per cent 
Phosphorus, not to exceed. . ..... . ....... . 0.10 per cent 
Sulphur, not to excee d ... ...... . . • ... . .... ........ o. to per cent 
Manganese ... . .. . ... . .... . ...... .... ...... a.So to 1.20 per cent 

T his carbon is unusua lly high , a s g irder ra il of t his weight 
seldom is rolled with carbon to exceed 0.45 per cent. T he 

increase in carbon m akes t he ra il much ha rder, but a lso much 
more likely to brea k. :No trouble has been experienced from 
th is source, however, o nly one rail having been broken in 
unloadi ng. The head is what is k now n as the T rilby type, 
having a groove for lhe wheel Oa nge a nd a t urned -over lip 
fo r t he street tra ffic. I t is a very desirable ra il head fo r street 
t ra ffi c, as vehicles can cro ss it without bumping, bu t any rail 
with a wagon tread has an ex tremely limited li fe . The depth 
of the groove in the ra il is I¼ ins. T he flange of the car 
wheel is ¼ in. deep. T herefo re, 
wh enever ½ in. is worn on th e 
head of the rai l, the wheel is run
ning on its flange and the ra il is 
worn out for ra ilway purposes, al
though it may be in perfect co n-
di t ion ot her wise. This merely 9 ,. 

demonstrates the advantages of lhc 
T-rail , t he use of which is unfo r
tu na tely prohibited by our city or
dinances. 

TIES 

T he ties were of hewn cypress, FI G. J.-STAX n AnD RAIL 
6 1ns. x 8 ins. in section and 7 ft. 
long. I t has been th e usual prac tice in St. Louis to u se 
white oak ties, but it was collsidcred that a soft wood tie 
enti rely embedded in co ncrete would be just as sa tisfactory 
as a hard wood tie. The t ics were spaced 2 ft. between cen
ter s. Tie plates were used under the ra il , each alternate tie 
plate being a brace plate. 

C'fl NC HF.Tf KG 

After t he ex cavated material had been hauled away a nd 
the street cleared up, the track wa s li ned a nd surfa ced by 

mea ns of wooden blocks and wedges placed 
beneath the t ies. Concrete was then ta mped 
beneath a nd aroun <l the t ies, t he concrete being 
d eposited in the t rack from a concre te mix ing 
machi ne runn ing 0 11 the r;,ti ls. T he concrete 
used was composed of a mix ture by Yolume oi 
one par t of Portland ceme nt , 2½ pa rts of 
r iver sand and 6½ part s of crushed limestone 
rock. The cost (delivered) of the m aterials ., 
composing thi s concr ete was as fo llows : 

Crushed rock.$2.85 pe r ~q I = $0.0285 p er cu. ft ' = 0.77 per cu . yd. 
S and ... . .... 2.50 pe r .:;q. ( = 0 .02 5 per cu . ft. 

t = 0.675 per cu. yd . 
Portl'd cem't.. r.70 per bbl o ... p5 pe r sac k. 

For the track work , 7.36 cu. ft. , or 0. 273 cu. 
y ds. , were requi red per lineal foot of track. 
1•¾ sacks of cement per lineal foot of track, o r 
1650 ba rrels oi t·c1 11e11t per mi le of track, were 
~1sed in this work. T he value of the mater ials 
used ( cement , rock and sand) was $o. 108 per 
cu. ft . of co nc rete . or $.2 .91 per cu . yd of con
crete. 

T he material fo r th e concrete was d ist ribute<l 
on the street beside the tracks in advance of 
the machine. th e ~a nd being firs t deposited. 

then the cru sh ed rock piled on that , and fi nally th e 
cement sacks emptied on top of th is pile. T he materials 
were shoveled from th is pile iuto th e co ncre te mixing ma
chine without any attempt at hand mix ing on the street. 
Great car e was taken in th e delivery of materials on the st reet 
to ha ve exact ly t he proper rptantity nI sand, rock a nd cement. 
so that there would be enough fo r the lnillasting of the track 
to the proper heigh t and that none would he le ft over. Each 
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car was marked with it s capaci ty in cubic feet, and each 
receiver was furnished with a t able by which he could easily 
estimate the number of lineal feet of track over which the 
load should be distributed. 

CONCRETE-MIXING MACHINES 

The concr ete mixing machi nes were designed and built in 
the shops of t he United Railways Company. Three machines 
were used in this wor k, one fo r each gang. T he machine is 
com posed of a Drake continuous \ VOrtn mixer, fed by a chain 
draggi ng in a cast-iron trough. The trough is 36 ft . long, 
~o tha t there is room for fou rteen men to shovel into it. 
VVater is sprayed in to t he worm after the materials are mixed 
dry. T his ,vater was obtained from the fi re plugs along the 
route. In the fi rst machine built, the Drake mixer was 8 ft. 
long. In the two newer machines t he mixer was 10 ft. long. 
Both the conveyor and the mixer \Vere m otor driven, current 
being obtained for this purpose from the trolley wire over
head. Two types of machines were used, one in which the 
conveyor trough was straight and 45 in s. above the rail, and 
the other in which the conveyor trough was lowered back of 
the mixer, being 25 in s. above the ra il. T he latter type had 
the advantage of not r equiring such a lift in shoveling, but 
th e trough is so low that a motor truck cannot be placed 
u nderneath it. I n t he high machine the mixer is moved 
forward by a standard motor truck under the conveyor. In 
the low machine t he mixer is moved by a ratchet and g ear 
on the truck underneath the mixer. A crew of t\venty-seven 
men is required to work each macl~ine, and under average 
conditions concrete for 80 lineal ft. of single track, amounting 
to 2 2 cu. y ds ., can be discharged per hour. T he followihg 
figures give the average performance of the three machines 
in concreting the westbound track from Fourteenth Street to 
Boyle Avenue: 

Number of men employed at machine .. ....... . 
Number of men shove ling into machine . ...... . . 
Lin eal feet of track concreted per hour . . ..... ... .... . . 
Cubic fee t of concrete discharged per hour . ... .. .....• 
Cubic yards of concrete discharged per hour .......... . 
Labor cos t of concrete per lineal foot of track ........ . 
Labor cost of concrete per cubic yard . ..... .. ........ . 
Cost of materials composing concrete per lineal fo ot of 

27 
14 

80.95 
595.79 

22.o6 

$0.071 
0.26 

track . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 0.791 
Cost of materials composin g concrete per cubic yard. . 2 .92 

Total cost of concrete (labor and material) per lineal 
foot of track . ....... . ...... .. ...•........... 

Total cost of concrete (labor and material) per cu. yd .. 
Total cos t of concrete (labor and material) per mile of 

0.862 
3.18 

single t rack . ................. .. ..... . ....... .... . 4.55r.36 

In these fi gures there is no charge fo r electric power or 
fo r depreciation. 

J OI NTS 

'The rail joint a <lopted for this work was the cast-welded 
joint. This joint has been in use since 18g6, the fi rst use of 
it having been in this city. This method of joining rails has 
been the occasion of considerable debate among street r ail
way engineers, the process having warm adherents and just 
as warm opponents. VVithout entering into a discussion of 
the matter, it \Vill suffice to say that the process, when prop
erly and carefully carried out, will produce excellent a nd per
manent joints, and has the advantage of a r easonable co st 
where the work is done by the ra ilway company as in this 
case. The process is an extremely simple one and consists 
merely in pouring melted cast iron into an iron mold placed 
around the abutting rail ends. T he ir on is allowed to harden 
the molds knocked off and the joint is fi nished. ' 

In performing the work, th e fishplates which were tempo
rarily placed on the joints for the lining ahd surfacing of the 
track are taken off and the rail ends thoroughly cleaned by 

m eans of a sand blast . Iron molds are then placed about the 
joint, a heavy screw placed on the rail to keep it in perfect 
surface during the operation and melted iron poured into the 
mold. The iron is melted in a portable cupola, and consists 
of a mixture of one-third selected scrap and two-thirds soft 
charcoal iron. The secret of success with this process con
sists in thoroughly cleaning the rail ends, r emoving every 
particle of oxide, and in having the iron intensely hot when 
poured. \ Vhere these two precautions are taken, an actual 
welding takes place between the cast iron and the steel, a 
joint sawed in two showing an eating away of ·the base of the 
rail where the melted cast iron has struck it. Good joints 
hp.ve a n elec trical conductivity equal to , if not greater than, 
the same length of rail. 

Obj ections have been made 
to this process on account of 
the h eating of th e h ead of the 
rail , it being stated that this 
heating a nneals a nd softens 
the rail a nd causes it to \Vear 
away at this point. T o pre
vent any a nnealing action, 
t he molds u sed by the U nitec1 
Railways Compa ny are so 
shaped that the cast iron is 
kept low on the back of 

th e rail , thus minimizing the FIG. 4.- SECTI ON OF CAST-

heating of the rail hea~. WELD ED J OI NT 

The cast-iron joints u sed 
on the 9-in. rail shown in Fig. 4 weigh 170 lbs., and 
the cross-sectional area is 65 sq. in. Assuming a tensile 
strength of 15,000 lbs. per sq. in. for cast iron, the tensile 
s~r ength of the joint is 975,000 lbs. , w hich indicates that the 
joint is stronger than the rail. 

It is a source of wonder to laymen that miles of track in 
paved streets may be welded without any allowance for 
changes in length due to changes in temperature, and the 
ques tion is often asked what becomes of the expansion and 
contraction of the rail. In answering this question, it should 
be remembered that the rail is embedded in a paving which 
soon packs so closely that any motion of the rail would be 
attended by great frictional resistance, and also that only 20 

per cent of the perimeter of the rail is exposed to the air, the 
rest of the rail being surrounde <l by a poor conductor of heat, 
so that the ch anges in temperature of the rail are not so 
violent nor are the extremes so great ·as those of the atmos
phere. Nevertheless, t here is a strain in the rail due to 
cha nges in temperature, and if there is no longitudinal motion 
to th e rail , this strain is probably t aken up in an infinitesi
mal change in the cross-section of the rail. 

In order tO estimate what this strain amounts to, let us 
assume th at the max imum deviation from the welding temper
ature is 75 deg. F ., which is approx imately correct for this 
climate. Assuming a coefficient of ex pansion of 0.0000005 
fo r steel, a rail would contract, for a decrease of 75 deg., 
0.0000065 by 75, equal to 0.0004875 of its length. Assum
a modulus of elasticity of 30,000,000, this \vould correspond 
to a strain of 14,625 lbs. per sq. in. , which is well within the 
elastic limit of steel, Showing that no harm is done by the 
alternate strains of tension a nd compression due to -changes 
in temperature. As the cross-section of the rail is 11.2 sq. 
ins. , the pull in the rail due to contraction would be r 1.2 by 
14,625, equal to 163,800 lbs., which is well within the tensile 
strength of the rail and the cast-welded joint. 

PAVING 

The last process in the track construction \Vas the paving. 
? live Street east of Grand Avenue is a granite street, and the 
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track \Vas paved with granite blocks res ting on a sand 
cushion I in. deep. \Vest of Grand Avenue the street was 
asphalt, and the tracks were paved with 3 ins. of asphalt laid 
on the concrete, the asphalt being finished up against granite 
blocks set next tJ1e rails. This construction makes a smooth 
and sightly pavement. In all cases both sides of the rail were 
plastered underneath the head with a cement mortar, so that 
the paving blocks rested against a vertical surface and were 
pn;vented from sliding under the head of the rail. A cross-

this S.½ miles of track was about $170,500. For the entire 
work, after making the credits for scrap materia l from the 
old track, the average cost per mile of complet ed track was 
about $27,000. 

D UR ADILITY OF T RACK 

In the track consumption adopted by the United R ailways 
Company only the bes t ma terials a re used, and by the use of 
a concrete foundation it is hoped to obtain the most sub
stantial and durable construction possible, and one which will 

FIG 5.- CRClSS-SF.CTTO N OF COTIIPLETE D Hl06 CO NSTRUCT IO N 

st;ction of the finished track is shown in adjacent Fig. 5 and 
an isometric view in Fig. 6. 

After the concrete work was finished, the concrete was 
allowed seven days to set before cars were allowed to run 
over it. This interval sufficed for the paving, so that the 
track was entirely finished before it was opened for traffic. 

SPEED OF CONSTRUCTION 

The United Railways Company officials are especially 
proud of the speed with which this difficult work was per
formed. For the section between Fourteenth Street anti 

maintain the street paving in good condition. The question 
is often asked how long such a track as that laid on Olive 
Street will last. Of course the wear on a track is directly 
proportional to the number of cars run over it. As has 
already been stated, the type of rail used in this construction 
is worn out for railway purposes when the wheel flange runs 
on the rail, which will occur wh en about ¾ in. is worn off 
the head of the rail. It is hoped that with the rail supported 
so firmly as in this case, so that there is no deflection as the 
car wheel passes over it, the rail wear will be minimized, but 
with the heavy traffic of this s treet , it is doubtful if the rail 

FIG. G,-ISOMETlUC VIEW OF COl\IPLETED 1906 CONSTRUCTION 

Boyle Avenue (5.51 miles), work was begun April 30, 1906, 
and the cars were turned back on the street on June 11 , 1906, 
exactly six weeks having elapsed since ground was broken. 
0£ this time, two weeks were allowed for the setting of the 
concrete, so that the entire work, with exception of the pav
ing, was done in four weeks, which is an average of 1040 
lineal ft. of single track (0.20 mile) per day. The cost of 

will have a life of more than ten year s. The roadbed itself , 
however, should outlast severa l set s of rails. The ties are 
e ntirely embedded in concrete a nd ar c not subject to decay, 
and it is proposed that when the present rails are worn out, 
new rails shall be put down on the same roadbed, making the 
matter of renewing the rails a comparatively inex pensive 
process. 
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POSTERS IN THE CLEVELAND CAMPAIGN 

T he Cleveland E lect ric Rail way Company's publicity de
par tment ls doing a great work for the company in the way 
of showing the advantages of its proposition in the fight for 
fra nchises in Cleveland. Numerous me thods have been 
adopted to bri ng the compa ny's views before all classes of 
people. In the lead ing daily papers the company has been 
using large spaces in it s daily "talks" with the people, and in 
these it has been setting fo rth its a rguments _ in a digni fied 

-- . ----~~:~'; ,, 

O:'\'E ()F TH E CLEVELA ND ELECTRIC RAJL\VAY'S Prl STERS I K 
'! HE LOW-FA RE CAM l'AlGN 

an<l con vinci 11g manner. In the street cars t he compa ny has 
made its appeals hy means of cc:.rds placed in the forward 
end of the car, separate from other advert is ing. 1:Iuch good 
work has also been done by bi11-board advertisements. One 
of the la tes t is an enormous map in black and white, showing 
t he extent of the old system as compared with that of the so
ca11cd 3-ccnt fare company. These posters are to be seen all 
over the city. 

----+++--

TWO NEW RECORDING REGISTERS 

J ohn F. Ohmer, president of the Ohmer Fare Register 
Compa ny, of Dayton, Ohio, has recently invented two 
recordi ng r egisters, which will be known as Nos. 19 and 20. 

Both are cspccinl ly designed fo r large city heavy t raffic prop-

.t, 3 8 0 AUG 8 INS4 

D. Ji l 8 D ,.,, s II 

if, I 2 UY, • II 
0. ;;, 8 0 AUG ' II 
u. ;:;, I 0 AU£ 2 II 

0. ;;, 0 2 AIJG I II 

0 ;;, 2 I AUG 8 IIS4. 

SINGLE RECORD OF THE NO. 19 REG IST ER 

erties, and are one-far e recording machines. T hey prin t a 
record of all the fa res co ll ected on each trip, and with each 
printed record is combined a note of the <Erection in which 
the car moves, the register number , the trip number, the 
month and day, the identi fi cation of the conductor, and the 
denomination of far es wh ich a re registered, for instance, S 
cents or t ransfers. T he machines comprise, in addition, the 

total counting passenger or t r ip wheels, and also visible indi
cators showing the direction. At the end of each trip the 
trip wheels turn to zero and the direction indicator reverses, 
the di rection printer also reversing al the same time. YVith 
these machines it is necessa ry to t urn the trip wheels to zero 
a t the end oi eac h trip in order to change the direct ion indi
cator , and by so doing th e machines are locked until the fares 
collected on the previous tr ip are recorded. 

The No. 19 register prints a single record, which may be 
removed by the conductor, or it may be removed, at the 
option of the company, by the inspector. The No. 20 ma
chine, however, has two compartm ents, into eac h of which is 
fe d a copy of the record. T he latter register will be knov•m 
as O hmer's duplex recording r egister. T he conductor has 
access to one compartment, from \vhich, at the end of his run, 
he remo\·es his individual record, \'v hich is given to the 
cashier with his collections. The other record remains in the 
machine a nd is accessible only to the inspector, or d uly au
thorized agent who is g iven a key to the priva te compartment. 

E ach succeeding conductor removes his own record, and at 
the end oi the day the audito r's record is removed . This record 
shows a duplicate in deta il by the trip fo r the conductors who 
operated the car for the day, and \vhich ca n be compared 
wi th the several individual conductors' records for auditing 
the cashier·s record, to whom retu rns are made by the con
ductor s. 

T he following exhibit reproduction record from the "Du
plex" register shows that I nspector 2 ope ned the record 

~~ 
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R ECORD F ROM THE DUPLEX REGI STER 

with 338 on Aug. 7; Conductor Smith (ident ificatio n No. 6) 
took the first trip out. H e made four half trips. Conductor 
J ones succeeded at the beginning of the fifth trip, his opening 
record, 3881 being the closing record for Smith, and Jones' 
closing record is 434. The detail work for each conductor is 
duplicated on the auditor's record. Each conductor signs the 
reco rd, which is r emoved by him, and the dup1icate auditor's 
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record is identified by the conductor's identification number. 
The advantages of having the work of each conductor regis
tered and recorded in duplicate are many, and will be readily 
appreciated. 

Attention is also directed to a copy of reproduction of 
a record from a No. 19 register. This record shows that it 
has been made from register No. 3, No. 19 type; it shows that 
5-cent fares have been registered. Inspector 4 took the open
ing and closing record on Aug. 8, and Conductor II operated 
two round trips. This record sheet is accessible to the con
ductor, or it may be excluded from him, at the option of the 
company. 

These machines arc manufactured upon plans which have 
been carefully worked out by the company's expert engineers, 
and the company's large experience in manufacturing plural
ity fare recording registers should insure the success of the 
new type machines. They are simple in construction and not 
liable to become impaired. They are operated from the or
dinary rod or cord such as are used with any one-fare regis
ters. 

ELECTRIC HOISTS FOR RAILWAY POWER HOUSES 

Electric hoists and trolleys have not been generally adopted 
in street railway power houses because of the severe demands 
resulting from the great fluctuations in voltage. The r e
quirements to meet these conditions constitute a machine 
that will operate on a circuit which may be anywhere from 
500 to 650 volts. This necessarily causes a great variation 
in the speed of the motors used, and also subjects the installa
tion to conditions that are hardly met by the ordinary hoisting 
motor. A further condition which must be met in this service 

ELECTRIC HOIST OF THE TYPE INSTALLED IN SEVERAL 
ELECTRIC RAILWAY POWER HOUSES 

is the extreme heat usually resulting from the boilers, espe
cially where the machine is required to handle coal and ashes. 

The upper illllstrati!)n shows the details of a high-voltage 
equipment designed by the Yale & Towne Company, of New 
York, for handling coal and ashes in the plant of the Nash
ville Railway & Light Company. The voltage of the line 
often reaches 650, and at times drops considerably below 575. 

The service on the machine is considerably aggravated by 
the fact that the machine must traverse very closely in front 
of the boilers in delivering coal and removing ashes. The 
operator's cage is so constructed that the operator can ma
nipulate the trolley and hoist and at the same time dump the 
bucket from the cage. An equipment of this class enables 
an unskilled laborer to handle a very large tonnage in a day. 

PO RTABLE ELECTRIC HOIST HOOKED I N :MOTOR-DRIVEN 
TROLLI:.Y HANDLING COAL AND ASHES 

Being suspended from the overhead girders, it is entirely up 
out of the way, requiring no floor space or cleared passages. 
The hoist is equipped with a 3-hp motor and the trolley with 
a ¾-hp motor. The lifting speed with the ordinary load of 
2000 lbs. is from 20 to 25 ft. per minute, and the traversing 
speed is 350 ft. per minute on straight track, as a maximum. 
The current is conducted to the trolley and hoist through 
the bar copper wires alongside the track. It should be noted 
that the position of the rheostat is such that the heat radiated 
from the resistance elements is quickly dissipated through 
the ventilated casing. This precludes injury to the motor or 
hoisting gear through heating. The easy accessibility of the 
controller contacts, the commutator and brush holders also 
deserves attention. At the same time each part is thor
oughly enclosed so that the hoist can work in hot, dusty or 
damp places. The machine is capable of traversing curves 
of ro ft. radius or larger. The overhead track may contain 
switches and consequent lateral tracks, so that a large area 
may be covered. This track may consist of a few feet or 
several thousand feet, enabling the material tO be very 
economically handled for a great distance. 

These machines are suitable a lso for senrice in the repair 
shops and car houses. They are built in sizes ranging from 
one to fifteen tons. They have single top hooks so that they 
may be attached to any stationary support or hooked in any 
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kind of a trolley. The hoists may be controlled from an 
opera tor's cage, or by pendant cords from the floor . They 
may be installed-or opera ted by any intelligent laborer. They 
are thoroughly enclosed, making •them suitable for use in 
hot or dusty places and also when exposed to the weather. 
T hese hoists may be further equipped with solenoid attach
ments for control from a distant point. T he t rolleys may be 
constructed for running on the lmver flanges of standard 
I -beam track, or on the top flanges of two parallel girders. 

--------------NEW SEMI-CONVERTIBLE CARS FOR THE LAKE SHORE 
ELECTRIC RAILWAY 

The Lake Shore Electric Railway has purchased fi ve 

PORTABLE ELECTRIC TOOLS FOR RAIL-BONDING 

A new portable electric drill , to operate on street railway 
circuits, has just b een placed on the market by the Chicago 
Pneumatic Tool Company, and is attracting marked attention. 
I ts IIO and 220-volt drills have been favorably known to the 
ra ilway world for the past two years or more, and the me
chanical features of these drill s have been reta ined in the new 
drill. 

The accompanying cut shows a 550-volt drill in operation 
on rebonding \Vo rk. It is shown drilling %-in. holes in hard 
s teel r ails, and a fai r idea of its size can be obtained by com
parison with the man in the pic ture. This size of drill weighs 
35 lbs., and will drill a ¾-in . hole throu gh an ordinary rail 

in less than t wo minutes. The electrical 

SE:\n.coN VE RTI BLE CA R FOR T H E LA KE SHORE E LECTRIC RAIL \VA y 

parts ar c built to opera te at 500 to 650 
volts wit hout external resis tance, a nd a. 
quick break barr ier type switch many 
times the normal ampere rating of the drill 
is mounted direc tly on the housing. The 
in sulat ion is of th e very high est type 
throughout , and th e drill s arc built to with
stand the conditions of severe service in 
str eet railway construction and mainten
ance. Special pr ecau tions have been taken 
to prevent any da nger of shock to the 
operator should any part of t he windings 
become grounded, and in the hands of 

Drill groovelcss-post semi-convertible cars bui lt by the G. C. 
K uhlman Car Company. Traffic during the past summer 
has shown a marked increase, especially to the Lake E r ie 
resorts, Avon Beac h P ark, Limvood P a r k and S hattuck 's 
Pa rk, th e latter located at \' ermillion, on the Vermillion 
River , as well as on the sh ore of L ake E rie. Further west 
is Ruggles Grove, and lastly Sandusky. A t Sandusky the 
great attract ion is Cedar P o int, th e Atlantic City of the \Vest, 
th is resort a lone during this year handling over one m ill ion 
people. J ohnson 's Island, Kelley·s I sland, Put-in-Bay, and 
1'1iddlc Bass are among t he ma ny popular \Va tering places 
easily accessibl e by boat fro m Sandusky. 

T he fi ve new car s a rc of the combination passenger and' 
smoking type, the latte r compartment having longitudinal 
seats. T h e 6-ft platform at the r ear end of the car is of the 
' ·Detro it' ' style, the di vidm g rail fea ture g-reatly facili
tating the handling of passengers enteri ng and leaving 
the car. 

L ooking at the fro nt l: nd of the car \Vill be seen th e incl ined 
shield over th e project ion of t he angle- iron bumper to pr event 
passenger s from gaining a foot ho ld t hereo n. Aside from 
t he semi-convertible window system, \\' hi ch is the distinct ive 
feature of the car, will be seen the steam -coach roof. 
T he truck u se <l is the No. 27-F- r \vith a wheel base of 4 ft. 
6 ius. 

The inside fi n ish of the ca rs is in ch erry , ceilings of three-ply 
Yeaeer. F ollowing a rc the chief dimensions : Length over 
the end pan els, 36 ft . 6 ins. ; over the vestibules, 47 ft. 6 ins.; 
width over the sill s including· the sheathing. 8 ft. 6 ins. 
T hese latt er figures also a pply to the \vidth over the posts at 
the belt. The distance between th e center s of the posts is 
2 ft. 8 ins.; height from the floor t o the ceiling, 8 ft . 4¾ ins.; 
height from the track to the under side of the sills, 2 ft. 10¼ 

ins. ; height from the under side of the sills over t he trolley 
board, 9 ft . 3 ;l/4 ins. ; height from the track to the platform 
step, r ft . 4¼ ins. The framing consists of side sills 4 ins. 
x 7¾ ins.; end sills, S'¼ ins. x 6¾ ins., and sill pla tes, )¥8 in. 
x r5 in s. The corner posts arc 3¾ ins. th ick, and the side 
posts 3¼ ins. thick. 

operators of average intelligence this danger has been elim
inated. The company has also br ought out a portable electric 
grinder wound for 500 volts to 650 volts, for use on railway 

PO R T ABLE E L ECTRI C D RILL I N SERVI CE 

work. T his grinder weigh s 20 lbs. and drives an emery wheel 
8 ins in diameter and with a I"¾ -in. face at 2500 r.p.m. 

-----------+---T he Indiana, Columbus & Eastern Traction Company has 
made arra ngements fo r handling passengers and freight .with 
the Southeastern Ohio Rai lway, operating from Zanesville to 
Crooksville. 



N OVEM BER 3, 15)00.] ST REET RAILWAY JOURNA L. 

OIL INSULATED TRANSFORMERS 

ln the accompanying illust ra tions are shown secti ons of 
two types of transformers built by the A ll-i s-Chalmer s Com
pa ny, namely, the water-cooled and self-cooled transform ers. 
Both are oil-filled, but in the latter type the heat is carried 
off by radiation from the case, while in the form er water cir
culat ion is used to insure cool running. 

The self-cooled tra nsform ers a rc buil t in s izes up to 300 
kw. A bove t his size the external sur face o f the case is not 
sufficie nt to radiate the heat developed in t he tran sform e r 
core a nd coils, unless the enclosin g tank is ma de abnormally 
large. The water-cooled transformers are made in sizes from 
100 kw up. \\Tater is circul ated in a coil of seamless copper 
or brass tubing immersed in th e oil , and the heat is effec tively 
c8 rried off. \Vheneve r the wate r is available a nd no t ex
pensive this method is preferable to air-cooling, even with 
compa ra tively small tra nsformers, as it permits operatio n at 
lower temperatures a nd allows more margin for overloads. 

··,~• . .--

fli j i 
I 

a ir can get at it. Moreover, the oil used in tra nsformers is 
not easily igni ted ; it will not burn in open a ir un less its 
temperature is fir st ra ised to about 400 deg. F. , and with t he 
oil at ordinary t empera tures a mass of burning material ca n 
be extinguished a s readily by immersing it in oil as in water. 
In fact , the chief danger of ti re is no t that the o il may be 
ignited by any defect or a rc within the tran sformer, but that 
a fire in t he building in which t he t ransformers a re insta ll ed 
may so heat the o il as to cause it to take fire. 

The oil-tilled , water-cooled transformers a re placed in 
boiler-pla te ta nks, cylindr ical in form and provided with a 
substa nt ia l cas t-iron base and cover. T he tanks, which a re 
riveted an d calkcd, a re suppli ed with eye-bolts extending 
from th e cover to the base, so t hat the t ran sfo rmers as a 
whole can be lifted without stra ining th e t ank. Th e cooling 
coil s are made of 1¼-in. tubing , without joints th roughout the 
port ion immer sed in the oil; a ll coils a re tested with a water 
pressu_re of 200 lus. per sq. in. 

\\Tit h coils construc ted in the usual n1anner it is very d iffi 
cult to drain a ll t he water from th em. and trouble has been 

caused in some ca ses by 
water freezing a nd bur sting 
the pipe. T hi s h as usua lly 
occu rred eit her during shi°1;
mcnt or so me time befo re the 
t ra ns fo rmers have been 
placed in operation. T o 

SECTION OF OIL.FILLED, WATER-COOLED 
. TRANSFO RMER 

SECTION OF OIL-FILLE D. SE LF -COOLING 
TRA NSFO Ri lE R 

avoid this. and a lso the dan
ger o f condensat ion on ex 
posed part s not covered hy 
oil , the ends of t he cooling 
coils in this t ransformer a re 
brought out throu gh stuffing 
boxes arranged below th e 
surfac e. T he lower end is 
thus bclo,v th e level of the 
lowest coil so that all wate1 
can be eas ily drained off. 
The coils are per~11 anently 
fa stened to the case and are 
of such diameter that t he 
t ransformer can be li fted out 
without dist urb ing the coils 
or water c o n n e c t i o n s. 
\\Ta ter - cooled transformers 

\,Vhere water is not available, there is a ch oice of two k inds 
of ai r-cooled transformers-the oil -fill ed , self-cool ed type, and 
the air-blast t ype which is cooled by a forced circulation of 
a ir throug h the core a nd coils. The air-blast transformers, 
however, a rc unreliable for pressures much above 251000 vol ts . 

M11 ch has been written about the relative fire ri sks of a ir
blas t an<l oil-filled transformers, but this is a matter that 
depends as n1uch on surro unding co nditions and the location 
o f the transformers as on the co nstruction. T he a ir-blast 
tra nsfo rmer contains a sma ll a mount of inflamma ble material 
g.s compared with the oi l transformer, bu t ad vocates of the oil
cooled type of t ransformer cla im that this ma terial is much 
more easily ig nited; mo reover, that a breakdo wn is usually 
followed by an electric a rc that set s fi re to the insulat ing 
materials, and the fl a me is liable to sp read under th e action of 
the for ced circulation of a ir . 

The chances of an oil-filled transformer cat ching fire on 
account of any short ci rcuit in the windings are extremely 
small, becau se oil will burn only in the presence of oxyge n, 
a nd, as the transformer is completely submerged in oil , no 

a re supplied with a n oil gage, 
d ra in valve, a nd t hermometer wit h contacts for an electric 
a larm attachment that gives a sig nal in case the tempera ture 
exceeds the allowable limit. 

Fo r sel£-coo lcd transform ers, the case is made o f te rne 
sheets fo rmed into a cylindrical ta nk with deep corrugations 
that present ·la rge radiating a nd coolin g su rface. T he tank 
has a double bottom made of two fl anged pieces of sheet iro n 
riveted together, and the cylimlrical corrugated part is sol
dered into the a nnula r cha nnel-shaped space behveen the 
fl a nges, thus making a ta nk tha t is perfectly oi l-t ight. The 
ta nk is provided with a substant ial cast-iron hase and cover, 
a lid being placed on the latter to a llow inspect io n and gi ve 
access to the terminal board in ca se it is necessary to make 
any changes in the connect io 11s. 

All transform er coil s are wound with double cotto n-covered 
strip copper, one turn per layer, with fu l\erboard insulation, 
in addition to th e cotton covering, be tween turns. Excep
tions to the fo regoing a re made only when the size of the 
conductor is so small as to ma ke this connection imprac
ticable, a nd in such cases the coils are wound with round 
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double-cotton covered wire with few turns per layer, so that 
the voltage between layers is kept within safe limits. The 
primary and secondary ·windings are subdivided into a num
ber of these fl.at coils which present large cooling surface to 
the oil. \Vhen the coils are assembled the primary and sec
ondary sections are interleaved to reduce magnetic leakage 
and secure good voltage regulation, 

\Vhen the conductor is large, several strips are used in 
parallel and insulated from one another to prevent eddy 
curr'ents. The coils are neatly and tightly bound with extra 
long linen tape, and no varnish or insulating compounds are 
used on the windings. Such materials deteriorate with con
ti nued use in hot oil, and in many cases are the cause of a 
deposit on the water-cooling coils or on the bottom of the 
transformer. 

The transform er core is built up of sheet steel 0.014 ins. 
thick. The steel is thoroughly annealed in the company's 
furnaces to insure uniform material and excellent magnetic 
qualities. The laminations ar e thoroughly insulated from one 
another by a coating of varni sh which reduces the eddy 
current losses to a miliimum. The steel is of such good qual
ity that it is prac tically non-ageing, i. e., the core loss does 
not appreciably increase under long continued operation. 
There is no steel which will not age slightly when subjected 
to temperatures above 75 deg. C., but with normal load and 
temperature the core loss in these transformer s is guaranteed 
not to increase, within one year, to such a n extent as to de
crease the full load effici ency more than one- tenth of I per 
cent. In larger sizes space blocks are placed every fev,,r 
inches in the core, thus providing ducts through which the 
oil can circulate a nd carry off the heat. 

The oil u sed in these transformers contains no acid, h as 
very slight evaporation at 100 deg. C., and its fla shing point 
is about 190 deg. C. or 375 deg. F. I t is thin and therefore 
circulates rapidly th roughout the t ransformer , t hereby quickly 
carrying off the h eat . 

----------+♦ + ---

SLIPPER BRAKE USED IN ENGLAND 

Owing to the recent serious accidents in Great Britain 
caused by brakes not acting at the proper time, much at
tention is being g iven to the subj ect of braking. It is therefore 
an appropriate time to present some details of a slipper brake 

where there are many hills, Mr. Holliday is a firm believer in 
the slipper brake, and all his motormen receive imperative 
instructions to put on the slipper brake at once at the top of 
each severe descent. Hence the car can never develop run
away speed, the actual stoppage being afterward undertaken 
by the other brake. 

Fig. I is an end elevation of this brake with parts in sec
tion, and Fig. 2 is a side elevation with .partial section. 
The main frames on the car are connected by bridge pieces. 
To the under side of the latter are bolted guide boxes whose 
interiors arc arranged for the slipper or shoe carriers to which 
the shoes are connected. As the faces of the guide boxes are 
vertical, any movement imparted to the slipper or shoe car
riers will also be vertical, inasmuch as their faces engage with 
the fac es of the boxes. The vertical movement is imparted 
to the carriers as follows: 

Brackets which are mounted on the bridge pieces carry a 
rocker bar provided with arms connected to the slipper car
riers by links and pins. To the rocker bar other rocker arms 
are attached and connected to a slotted draw-bar operated by 
the motorman. \.Vhen the motorman operates the draw-bar, 
say in the direction of the arrow, the bar rocks in its brackets, 
causing the rocker arms and their links to descend and with 
them the carriers, forcing the shoes vertically downward on to 
the rails, thereby braking the car. On pressure being with
drawn the ca rriers and their shoes under the action of suitable 
sp rings return to their normal position. 

To effect the easy insertion of the shoes, the base of the 
car rier is provided with dovetailed ends and on one side of 
the base are depending guard plates and on th€ other side 
lugs. A block of wood forming the shoe is inserted in the 
dovetail groove till it -butts against the guard plates, thus 
preventing further movement in this direction. Guard plates 
are bolted on to the other side of the carrier by bolts engag
ing the lugs on the base of the carrier, so that the movement 
of the block (as it is of t he same width as the carrier) is 
prevented in this direction. At the same time movement in 
a lengthwise position is prevented by the block engaging in 
the dovetails. To renew the shoe it is only necessary to re
move the gua rd plate. This brake is now made by Brecknell, 
}Iunroe & Rogers, Ltd., of Bristol, Eng. 

--------♦♦-♦-----

T he Lake Shore Electric and the Toledo & Indiana Elec
t ric Railways have arranged to run special excursions to 

F I GS. 1 AND 2.-END AND SIDE ELEVATIO N OF THE BRIGHTON SLIPPER BRAKE 

invented by Thomas B. H olliday, the general manager of the 
new tramw ay system at Hastings, England. Mr. Holliday 
has had a large experience in street railway work, having 
for years been general manager of the tramways at Brighton, 
some of the routes of which are on heavy grades. In cities 

the theaters in Toledo this winter1 and will sell round-trip 
tickets having a coupon attached admitting the bearer to the 
theater named on the coupon. The railroad agents will tele
phone the number of tickets sold1 so the theater managers 
will kno\v what seats have been purchased, 
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PRACTICAL WOOD PRESERVATION 

Often as the subject of wood preservation is mentioned, it 
cannot be brought before electric railways too often, fo r it is 
one that, through the· decreasing timber supply, grows in 
acuteness yearly. The paper on "Poles, Posts and Ties" read 
before the Columbus Convention by C. A. Alderman was 
evidence of the importance of this matter to the interurban 
rai lway companies of the Central States. This paper was 
particularly valuable fo r the data quo ted on the comparative 
economy of treated and unt reated ties. T he preservatives 
mentioned were the zinc-tannin, zinc-chloride and zinc-creo
sote processes. Through the courtesy of the Carbolineum 
\Vood Preserving Company, Inc., of 349 Broadway, New 
York, it has been possible to supplement this data with some 
comparative figures actua ll y quoted to an important New 
England street railway for preserving timber with this com
pany's Carbolineum Avenarius. 

As t he obj ect~of wood preservation is to increase the life of 
short- lived timber, or, in other words, make treated short
lived woods outlast the untreated long-l ived but h igher-priced 
woods, cedar, w hite oak and chestnut were not taken into 

The object of all preservatives is two-fold : First, to inject 
a sufficient quantity of an ti septic material into the wood 
structure so as to neutralize the rot-producing elements or 
gerrns contained therein; and second, to seal up the pores on 
the outside with an insoluble compound to exclude air and 
water. That the material is insoluble to a much greater ex
tent than creosote is demonstrated by the volume distilled at 
a temperature of 455 deg. F. In Reprint No. 3r5 of the 1903 
Year-:Book of the United States Department of Agriculture, 
the Forest Service recommends the adoption of the standard 
specifications for creosote, specifying among other things 
that the volume distilled at 455 deg. F. shall not exceed 25 
per cent. Specifications No. 2758 of the American Telephone 
& Telegraph Company state that the disti llate at 235 deg. C. 
(455 deg. F.) shall not exceed 2 per cent, a condition met by 
Avenarius Carbolineum. It is this difference that makes the 
latter of so much greater value for preserving pole butts, 
posts and ties wherever the cost of a plant enters into con
sideration. The total cost of the plant at Portland shown 
herewith, together with engine and boiler but without the 
ground, was only $5,000. A plant of sufficient size for a 
street railway company can be built for considerably less. 

ELEVATIO N AN D PLAN OF TIE AND POLE PRESERVATJO N PLANT I N PORTLAND, ORE. 

account. This r esulted in the fo llowing classification of life 
and results: 

Classes of \V ood. 
Red and black oak .... 
Ash, beech, or maple. 
Tamarack 
Hemlock 
Spruce 

Natural Life 
4-5 years 
4 years 
7-8 years 
4-6 years 
5 years 

Guaranteed Life 
if T reated 

IO years 
8 years 

14 years 
10 years 
10 years 

Untreated Tic, Treated Tie, 
Cost of Tie and Annual Charge. 5 Years' Life 10 Years' L ife 

Cost of tie........... $0.40 $o.40 
Cost of treatment.... oo 15 
T nter es t charge for seasoning; 00 

Total cost of tie. . ......... $0-40 
Annual charge on basis of 4 per cent 

compound interest .oSg 
Annual charge for renewal .at a cost of 

$0.19 for handling and placing...... .035 

Total annual charge.... .. ... .124 

Annual charge for 200,000 ties ...... $24,000.00 

Ol 

.00() 

.016 

.o85 
$17,000.00 

In considering 'the Avenarius Carbolineum process for 
treatment of any wood, too much attention cannot be paid to 
seasoning. T his process has been very successfully used on 
air-seasoned ties, poles, posts, trestles and other woodwork, 
and it is in respect to the seasoning that this method prevails 
over the o ft-described creosoting and Burnettizing metJ:tods. 

Tie treatment by this method was begun in the United States 
as early as 1885. 

Regarding the treatment of pole::, to which 1vlr. Alderman 
refers, and the statement as to the lighting company of Ivlem
phis, Tenn., not using creosoted .poles, owing to current 
leakage, S. T. Ca rnes, president of the Memphis Light & 
Power Company, wrote in 18g8 that they had been treating 
cross-arms and poles with Avenarius Carbo1ineum for six 
years, and "are satisfi ed that it prolongs the life of the wood 
so treated and makes it worth several times it s cost." That 
leakages through creosoted lumber affects the operation of 
signal systems would appear from studies Ly B. H. :rviann, 
now signal engineer of the 11issouri Pacific Railway at St. 
Louis, 110., but formerly connected with the Union Signal 
Com pany, who tested the Avenarius Carbolineum as against 
creosote for oak tops as well as wooden conduits. A lthough the 
former preservative is widely used by electrical companies 
similar complaints have not appeared. 

Very satisfactory results have been obtained where treat
ment, instead of extending 4 ft. below and 2 ft. above ground, 
was only 2 ft . below and 1 ft . above the ground line. Two
coat treatment, of course, had the preference for this class of 
\vork, and the results secured by tests made near 1'1adison, 
111 ., with the preservative in sandy soil proved highly satis
factory on white cedar pol es. 

The estimation in which this material is held in Germany, 
where it was invented by Dr. Avenarius, appears from the 
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"Telcgraphenbauordnung" (Telegraph Building Standards) of 
the German Imperi al Telegraph & Telephone Service, which 
states : "For the prevention of fungus growth on poles, 
hut ts are to be treated in the pole yards with one coat. of 
Avenarius Carbolineum, which should reach 50 cm above the 
ground line when set. In case of necessity an additional field 
coat may be applied." 

It is hoped that the test s begun by the Forest Service, 
acting jointly with the Postal Telegraph Cable Company and 
the America n Telegraph & Telephone Company, on pole 
lines \ Vilt prove of great va lue to all interested in pole work, 
as complete records are being made of all such tests so that 
the results when published will be authoritative. 

-----------------A COMBINATION FENDER AND TRACK SCRAPER 

T he Kalamazoo Railway Supply Company, of Kalamazoo , 
:\lich., has brought out an other useful adjun ct for str eet rail 
w::y companies in the form of a spring fender, which can be 

Once applied it requires little attention from the motorman 
or master mechanic. The faces of the wings are made of 
spring steel 1/s in. x 8 ins., 3 ft. 6 ins. long, backed by oak 
boards I in. x 8 ins., 3 ft. 5 ins. long, attached to steel springs 
¼ in x 4½ ins. wide. The springs are attached to a steel 
fra me, which is co-nnected to body or trucks of car by steel 
braces and brackets. The oval cushion at the point of the 
wings is made of rubber which yields when coming in contact 
with any object. The manufacturer advises installing the 
cushion point of this fender flush with the end of the car 
body, as by so doing the fender will then take up no additional 
room vvhen desiring to store cars closely in barns. 

A DOUBLE-TRUCK SPRINKLING CAR FOR THE YORK 
STREET RAILWAY COMPANY 

Th e York Street Railway Company, of York, Pa., has 
recently placed in service a Brill sprinkling car which is note
worthy fo r the large t ank capacity (4000 gallons) and the 

fact of its being mounted on dou
ble trucks. On roads where much 
sprinkling is done, it is of course 
the aim of the operating company 
to save as much time an<l labor as 
possible by equipping the car ,vith 
a tank that does not need frequent 
fillings, but a car with a capacity as 
large as the one illustrated is often 
not feasib le where there are heavy 
grades. This is one reason why 
the majority of sprinkling cars 
average a m aximum capacity of 
2480 gallons. The sprinkler for 
the York Street Railway Company 
is equipped with the Brill centri-
fugal pump. It wi1l be noticed 
that there are brakes at each end of 
the car; the trucks are of the No. 

CUJ\lDINATl() N SPRTNG FENDER .\ N D T R;\ CK SCRAPER 

27-G-2 pattern with a wheel base 
of 4 ft. The chief dimensions are: 

installed from 2 ins. to 4 ins. a bo,·e the rail with perfect 
safety, as the springs yield ,vhen coming in contact with any 
rigid object in the roadbed. It wi II install to trucks or at 
any point on the body of any style of car, as the height of 
the fender over all is only 13 ins. Once in 
place this contrivance needs no attention 
from the m~torman, and is always .in posi
tion to clo its work. 

From the style of construction shown in 
the accompanying cut , it is apparent that 
this fender will not roll a nything along on 
the track, because on striking any obstruc
tion the springs yield a nd their recoil de
po:;its th e ohj ect of contact clear from th e 
track. Vv'hen installed at the extreme front 
of the car as a pi lot, the braces and frame 
form a foundation for a basket which ca n 
be furnished of either wire or rope netting. 

Length of the car over the sills, 3 r 
ft. ; widt h oub idc siII s, 7 ft. 6 ins.; size of the side sills, s¼ 
ins. x 11 ¾ ins.; end sills, 8 ins. x 12 ins. The tank is 5 ft. 
4 ins. in diameter and 24 ft. long. 

Just previous to the shipment of the car described, the 

In connection with the Root scraper, 
placed in the rear of this fender, an excel

DOUBLE-TRUCK SPRINKLING CAR FOR THE YORK STREET RAILWAY CO. 

lent snow cleaning device is secured , as the fender keeps the 
snow between the rails at a uniform h eight and the scraper 
gives a clean rail and groove. This combination is guar
anteed to handle easily 12 ins. of snow. 

The construction of the fender is simple and compact. 

same builders shipped two double-track centrifugal sprinkling 
cars of the same capacity to the Rhode Island Company, 
Providence, R. I. This type of sprinkling car with centrifu
gal pumps is finding a wide field in street railway work, as it 
fulfils demands so satisfactorily. 
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THE ATLANTIC CITY & SHORE LINE RAILROAD OF 
NEW JERSEY 

In the STREET RAILWAY JoURNAL of Sept. 29 brief men
tion was made of the Atlantic City & Shore Line Railroad 
Company, but the detailed report which follows, supplied 
through the courtesy of Stern & Silverma11, under whose 
supervision the entire line \Vas constructed, gives the com
plete itinerary and constructional features. 

The road starts at the Atlantic City boardwalk, at the foot 

throughout and laid with 85-lb T-rai ls on oak and chestnut 
ties and well bal lasted. For the first mile, when operating. 
t hro ugh the city streets of Atlantic City, the overhead trolley 
is employed, but on reaching the outskirts of that resort the 
third-rail system is used on reconstructed granite insulators, 
as far as Pleasantville. The run to Somers Point from 
P leasantville is made by again employing the overhead sys
tem, with cross suspension catc nary const ruction, poles 
spaced 150 ft. apart. One side of the pole line from Pleas
a ntville to Somers Point is constructed with poles of extra 

of Virginia Avenue, opposite the 
stee] pier1 the very center of pop
ulation. Running out Virginia 
Avenue to Adriatic Avenue and 
from that point over private right 
of way to the Thoroughfare Creek 
which divides Atlantic City from 
the mainland, it crosses the Thor
oughfare on a double-track steel 
plate girder drawbridge of IIO ft. 
span; from this point it continues 
out over the Meadows, crossing the 
tracks of the Pennsylvania and 
Philadelphia & Reading Railroads 
by means of overhead bridges; 
these bridges are of steel plate gir
der type and . are double-tracked; 

ARR.\ NGEMEN"T OF CROSSING OF THE PHIL ADELPHI.\ & READ1:;:-,·c AN D TllE 
PEJ\N"SYLV AN IA RAILROAD TRACKS 

the approaches are composed of trestle-work havin g 
very easy grades; the entire length of the trestle is 
approximately 2500 ft. After crossing these two rail 
road bridges, connection is made with the lines of 
the \Vest Jersey & Seashore Railroad ,vith split track 
construction, avoiding any adverse movement of train s across 
tracks. After forming this junction the cars are operated 
for a distance of 4 miles over the double-t rack line of the 
West Jersey & Seashore Railroad as far as Pleasantvill e; this 

APPROACH TO DRAWBRIDGE ON THE ATLANTIC CITY & 
SHORE LINE R AILROAD 

is part of the third-rail electric line which runs from Phila
delphia to Atlantic City. From Pleasantville th~ roa d 
branches off and continues in almost a direct tangent to 
Somers Point, the terminus, a dist ance' of 7 miles, making 
the total length of the line from the Atlantic City boardwalk 
to Somers Point 14 miles. The road is douhle-tracked 

length, carrying at the top a high-tension transmission line of 
three No. 4 B. & S. hard-drawn copper ,vire and a 5- I 6-in. 
galvanized ground cable run on top of the pole. 

The current is obtained from the main po,ver station of 
t he \ -Vest J ersey & Seashore Railroad located at \Vestville , 
the transmission voltage being 33,000. At Somers Point is 

PLEASANTVlLLE TOWER ON THE ATLANTIC CITY & 
SHORE LINE RAILROAD 

located the sub-station, the distance of transmission from the 
power house being upward of 60 miles. In the sub-station 
are located the necessary 33,000-volt oil-cooled step-down 
transformers with lightning arresters; oil switcl1es. panels ,etc., 
and two 300-kw rotary transformers. The sub-station building 
is of brick and spaced for an additional unit. \Vith the ex-
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ception of the first few blocks in Atlantic City the entire line 
is constructed over private right of way. It is expected to 
make the 14-mile run bet\veen the termini in thirty minutes, 
including all stops. Traffic is greatly facilitated by the signal 
system used to protect the drawbridges. 

Rolling stock just completed for this line by the John Ste
phenson Company comprises t\venty 36-ft. double grooveless
post semi-convertible cars built under Brill patents. Two of 

THE NORTHFIELD STATION 

the cars contain a compartment for baggage, IO ft. 53/2 ins. 
in length, but otherwise the <limensions of the cars are sim
ilar, and are as follo"\-vs: Length over the end panels, 36 ft., 
and over the vestibules, 45 ft. 5 ins.; width over the sills, 
8 ft. 8 ins. , and the same dimensions apply to the posts at belt; 
centers of posts, 2 ft, 8 ins.; height from the floor to the 
cei ling, 8 ft. 6 ins.; height from the track to the under side 
of the sills over the trolley board, 9 ft. 6½ ins.; height from 
the track to the platform step, 20¾ ins.; height of the riser s, 
r6 ins.; size of the side sills, 3¼ ins. x 8.¼ ins.; size of the 
center sills, 3¼ ins. x s¾ ins.; size of the end sills, S¼ ins. 
x 7¼ ins.; size of the sill plates, ¾ in. x r 5 ins.; thickness 
of the corner posts, 3% ins.; thickness of the side posts, 3'¼ 
ins. The semi-convertible feature permits the use of a seat 
39 ins. in length and an aisle :23 ins. \vide. The car bodies are 
mounted on No. 27-Er M. C. B. trucks having a wheel base 
of 6 ft. Cherry constitutes the inside finish. 

The seats, which have arm rests, are of Brill manufacture, 
as are also the specialties used throughout 
the cars, such as channel-iron drawbars, 
angle-iron bumpers, alarm gongs and sig
nal bells, sand boxes, etc. The same com
pany's system of vestibule door control i~ 
also employed. 

DISCUSSION ON ELECTROLYSIS AT THE WATER
WORKS MEETING 

At a meeting of the Central States Water-works Association, 
held in Cincinnati, Sept. 29, the topic of electrolysis was dis
cussed. Joseph J. Pater, formerly of the Hamilton, Ohio, 
·water-works plant, argued in favor of the double trolley sys
tem as used in Cincinnati, ·which h e said would avoid elec
trolytic action. He thought that rail bonds in six months be
came absolutely valueless t hrough oxidization. In good, clean 
soil and ·with no electrical circuits near, a gray cast-iron pipe 
ought to last 1 oo years 1 but when the single trolley system is 
used not only do the ,vater pipes depreciate rapidly but the 
steel in neighboring buildings is a lso being affected. Ac
cording to the speaker, for a mile on one side of the Brook
lyn Bridge the people ,vho have shops ·where 100 or 200 girls 
and men are employed on se·wing machines go out into the 
streets, put in copper plugs and run wires into their 
plants, getting sufficient current to run ten or fifteen se\ving 
machines from one little plug put into the water mains. 

Another speaker was George Hornung, formerly superin
tendent of the N e\vport, Ky., \vater-works and now a consult
ing engineer in Cincinnati. I\t1r. Hornung said the amount 
of electrolysis produced by rai lway circuits ,vas trifling com
pared ·with that caused by stray currents from the leakage of 
high-tension lighting and other pO\ver wires. Theoretically 
the double trolley system is a preventative, but the experience 
with the Cincinnati double-trolley system does not warrant 
the assertion that the double-trolley system prevents leakage. 
He said that for a short distance on Main Street in Cincin
nati the double-trolley line is paralleled by a single-trolley 
line. He had tried as an experiment removing the trolley pole 
from the wire of the single-trolley line and had put it on one 
of the double-trolley wires. The lamps remained lighted. 
He then tried to s tart the car, but while it \'\'ould. not move 
there ,vas a perceptible torque. 

ACCIDENT STUDIES IN LOS ANGELES 

The committee appointed jointly by the Chamber of Com
merce, :Merchants and Manufacturers' Association and Mu
nicipal League to inquire into the causes of the many street-

Four motors of 60-hp capacity each per 
car of the latest type were installed, wound 
for 650 volts, \vhich will be the voltage at 
the sub-station and on the third rail. The 
type M multiple unit control has been 
adopted so that the cars can be operated 
singly or in trains. Each car is equipped 
with an independent motor air compressor 
outfi t. Two overhead trolleys are used 

cotrnINATION PASSENGER AND EXPRESS CAR FOR THE ATLANTIC 
CITY & SHORE LINE RAILROAD, OF NEW JERSEY 

and four third-rail shoes; the third-rail shoe is of a special 
pattern, designed to fold up and latched while the cars are 
being operated through the city streets. Arc headlights with 
dimming screens are used. 

C. M. Bates, of Trenton, N. J., president of the N e\:vtown 
& Hatboro Street Railway Company, says the company is 
surveying a route between N e\'Vtm:i.rn, Richboro, Hatboro and 
Willow Grove, Pa., preparatory to construction vrnrk in 
April, 1907. 

car accidents occurring daily in Los Angeles, and to sug
gest remedies, has submitted its report. The committee rec
ommends that a department of transportation be established, 
under the Board of Public Works, to inspect all car lines 
and th~ir method of operation, that the \vages oi car vper
atives be increased, to the end that more competrnt men be 
generally employed, and that official schools ci instruction 
for the training of prospective motormen be established. The 
committee, among other recommendations, also advises 
strongly in favor of enforcing the "day off" rule. 
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PROCEEDINGS OF THE AMERICAN STREET AND INTERURBAN 
RAILWAY CLAIM AGENTS' ASSOCIATION AT THE 

COLUMBUS CONVENTION 

MON DAY AFTERNOON SESSION 
T he third annual meeti ng of the American Association of 

Street Railway Claim Agents was held at 2 o'clock p. m., Monday, 
Oct. 15, 1906, in the Administration Building, State Fair_ Grounc_ls, 
Columbu's Ohio with President S. L. Rhoades, of Ph1ladelph1a, 
Pa., in th~ chai;, and B. B. Davis, of Columbus, Ohio, as secre
tary. 

In calling the association to order Mr. Rhoades presented Mr. 
Davis, who welcomed the delegates in the followi ng address: 

MR. DAVIS' ADDRESS 
It is up to me, as th e representative of the Columbus Railway 

& Light Company in this association, to make the address of 
welcome. I trust that your sojourn in our city will be one 
round of pleasure, and that you will carry back to your respect ive 
homes pleasant thoughts of the city of Columbus, and the treat 
ment you received while in our midst. Personally, I like the 
capital city, to which I came here a perfect st ranger in 1895. It 
was to be for abou t ten days, and I have been here nearly twelve 
years. I have seen the city grow in popu latio? and its st reet 
railway system expand from $500,000 gross earnings per year to 
over $1,500,000 gross earings per yea r. 

I trust that your relations with your management and operat 
ing department have been as pl easant as mine with those dep~rt
ments of this system. In nearly twelve years, not an unkmd 
word. But it doesn' t take ha rd work to bring that result. It 
can be found in the following ru les: \~lark for your company at 
all t imes; study its interest; feel that when you are making a 
settlement that the money to pay it is coming out of your own 
pocket; be pleasant to a ll employees, from the man wl~o works 
in the track gang up to the pres ident, and success w ill crown 
your efforts and make your work more pleasant and full of good 
results. , . . . 

I am transgressing a little from the sub1ect, which 1s one of 
welcome. So, for the Columbus Railway & Light Company, I 
bid you all welcome to the capital city of the Buckeye State, and 
trust that none of you wi ll fee l any regret for having attended 
this convention. 

President Rhoades said he was very sure the Claim Agents' 
Association appreciated the kindness of 1'.fr. Davis and hi s com
pany as expressed in his address of welcome. They were to be 
favored that afternoon, he added, by the presence of W. Caryl 
E ly, but he noticed that the first vice-president of the parent o r
ganization was in the assembJy. He was sure that Mr. Beggs 
would say something of great inferest to them. Ile knew from 
what the claim agents of his var ious systems had said that he 
was much interested in the accident business. 

1fr. Beggs, after being introduced, spoke as follows: 
I came simply for the pu rpose o f showing my interest in the 

association 's work- in this very important part of the operation 
and administration of every street railway. \\Thile no doubt most 
of you are very agreeable and courteous gentlemen, nevertheless 
we do not have you in the org:~mization of a street railway com
pany from choice, but rather from necessi ty. (Laughter and ap
plause.) I am glad to bear my testimony to the fidelity that is 
gencraliy shown by those connected with the claim department 
of a large street railway system, in a se rvice that is most exact
ing in a very exacting business. In the event of notification of 
accident-a serious one-it is necessary many times that they 
stop in the midst of a meal to get out, so that the evidence that 
may enable the company to protect itself from imposition and 
fraud may be obtained before it escapes. Ther efore the duties 
o f the invest igato rs in a claim department a re very arduous and 
exacting. because many times if the evidence cannot be obtained 
immediately it is los t to the company, and some ambulance chaser 
gets it and puts it in a different coloring entirely. This shows 
the g reat importance of obtaining the evidence promptly before 
the witness may be coached and his testimony possibly colored 
to suit the case of the plaintiff. I think, as a genera l rule , that 
the amount paid out for claims in our several companies go about 
hand in hand with the amount of taxes. \Ve hear more about 
the taxes than the damages, but nevertheless they are inseparable. 
T fee l that this gathering of the claim agents is highly important, 

that you may exchange experiences and become familiar with 
the practices and methods of the different companies which show 
the best results in the various sections of the country. A change 
of position makes necessa ry a different policy. The ru le or pol
icy which should be pursued by a street railway company, or 
any other company liable to a multitude of accidents, is to be 
absolutely fair with the injured party; to asce rtain , if we can, 
whether or not we a re liable. We shou ld a im to train every one 
connected wilh a claim department to lea rn how to nnalyze care
fully the common law and the particular statutes of the various 
States in which we are operating to ascerta in and determine for 
ourselves our liability. 

My advice to all of those who are associated in the claim de
partment of the companies I re-p resent is to get accident claims 
off the books upon any fair basis of settlement, and get it off 
quick; don't wait to think you wiil get it off next week or next 
month or possibly next year, but if it is a fair claim for dam
ages, an injury for which we are liable, be willing to pay a fair 
and reasonable amount for it before it gets into the hands of an 
at torney. It makes a bette r impression throughout the country 
and is far -reaching in it s effect. I have 'found it highly advan
tageous and profitable to the companies that pursue such a policy. 
I emphasize upon every occasion that, if we are liable, I don't 
wish to· escape the proper penalties for carelessness on the part 
of our opera ti ves or for unavoidable accidents fo r which we 
know we are •responsible. 

Another thing in the administration of a claim department, and 
the most difficult to impress upon the claim department, is that 
it is highly important-in fact it is in my judgment more impor
tant-to know the worst side of a case against the company than 
it is to know the best. That is one of the things that we are 
constantly against, that an investigator or the trainmen, motor
man or conductor, a re naturally inclined to act according to the 
fir st law, self-prese rvation; to put the best face upon the acciden t, 
and possibly w ithhold some little cause that could possibly have 
produced it. That hidden fact gets into the hands of the coun
sel for the plaint iff, and the counse l for the company is taken by 
su rpri se through this entirely different condition of affairs. It is 
highly important, therefore, to impress upon those sent out to 
investigate these accidents and cla ims, that they get all there is. 
-...v c do not of necessity have to publish all that we learn, but 
we should take into account what is likely to be brought against 
us. 

These cases are arising continually. I pursue a policy in the 
companies that I administer that all the investigators in the claim 
departments must come from the platform of the car. So when 
yon have less int elligent motormen and conductors, if they have 
an accident you need a man that knows the conditions under 
which the car operates, the conditions under which the accident 
might have occurred, thus drawing conclusions from his own 
exper ience, because th e moto rman and conductor will not always 
tell it all. 

I frequently compel cases to be contested when an attorney 
wishes to settle. In other cases I compel settlement when an 
a ttorney wants to fight. I try to look at it from the practical 
side. I believe I have yet to lose the first case that I have ever 
compelled an attorney to fight instead of settle; and whenever 
we have se ttled a case, we have settled it on a basis that we 
thought was fair from a knowledge of the law and common 
sense and common honesty, with a thorough knowledge o f the 
conditions under which cars operate. 

In case of an acci dent in our companies-take for instance the 
ci ty of Milwaukee, where we hav e 85 per cent of th e population 
foreign born, or of foreign born parentage. There is a very 
large Polish element that cannot speak anything else; a large 
Danish population and a very large German population. We 
select our investigators with reference to their knowledge of 
those languages and of the people, because they act differently. 
\Ve get three or four men on to an accident just as promptly as 
we can that we may sec it from three or four different stand
points. The result of that policy, ca refully followed, is that we 
have kept the accident fund down to nearly 2 per cent of the 
gross receipts; and that, t00, carrring a large number of pas-
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sengers for the amount of gross receipts, because we h ave six 
tickets for a quarter and twenty-five for a dollar, h av ing to 
handle a great many more people to get the same gross r evenue. 
We poss ibly have a record that is not .surpassed in thi s country 
and I th ink is seldom equaled. 

In the year 1904, notwithstanding the prejudice of juries and 
the inclination of courts to be swer ved to some extent by public 
clamor, we did not lose a single case t hat cam e before a jury, 
nor were any damages allowed; and t he yea r 1905 we lost only 
two, both of which have been appealed to the S upreme Court of 
Wisconsin with fair chances of winning. 

I try to keep ot1r docket clean of cases. T he tendency, of 
course, of a claim agent is to put a la rge amount over to next 
yea r ; you want to shove things off and make a good showing 
this year, and you charge off a large amount in the months of 
January and February. I have a very good claim agent, by the 
way, a man who th inks a dollar is as big as a ca rt wheel-that 
is the prerequisite of a claim agent. A couple of years ago I said, 
clean house; have as few cases on your books as poss ible. 

I don't know, Mr. Chairman, that that is what you invited me 
to talk about at all , but I wish to say to you-we who have been 
associated with the parent association fo r a great many years
are just beginning to real ize through the importance of these 
auxil iary associations. It was not possible for the president of 
the parent association or for any of the managers of la rge prop
e rti es to talk to the same number of men engaged in this par
ticu lar line of business which is just as important as· that of the 
renewal of wheels. \Ve pay out a great deal more money for 
the payment of damages than we do for the renewal of wheels, 
and yet we pay a great deal of attention to the standariza
tion of apparatus and h ave not paid very much attention to th is 
at all. Yet there arc broad fundamental principles that may be 
advantageously app lied in any company, and I think we can 
help each other in this way. I have no doubt there are methods 
employed by some of the larger com1rnnies in other cities that 
we have not dreamed •of that w011ld be of great bene fi t to us . 
Therefore I will be ve ry glad to have that knowledge. 

On the conclusion of JI.fr. Beggs' talk, President Rhoades sa id 
he was quite sure that the claim agents appreciated what he had 
said. They.should feel more confidence in th em selves, for it was 
not often that a great railway manager would admit that an acci
dent man is an absoh1te necessity: and if that accident man is 
experienced, he can get work with any such a manager as Mr. 
Beggs. 

The meeting, he said, was favored by the presence o f another 
executive officer, the president of the American Association, who 
had come here at their invitation and who would add r ess them. 
H e then introduced \V. Caryl Ely, who spoke as follows : 

MR ELY'S ADDRESS 

Mr. President and Gentlemen: I am ve ry glad to meet yon. 
I know how young yonr organization is. I know how difficult 
it is to get an organization start ed ; how much work there is to 
do. But these meetings with the importance of the work in 
your department must have impressed themselves upon the minds 
of the manag ing officers of your respective companies, or it would 
not have been poss ibl e for you to have gotten together the or
ganization you have. I congratulate yon all upon it. I listened 
with a great deal of interes t to the remarks of Mr. Beggs, con 
cerning the mehod of settling claims, the principles affecting the 
same, and the splendid result s of management of the companies 
with which h e is identified, which all go to emphasize the benefi t 
we ought to derive from his suggestions and experience. 

I come not, however, to speak to you concerning those mat
ters, but to talk briefly to yo u about your organization and the 
work of the parent organization, the American Association, and 
the other affiliated organizations. \Ve have done much in the 
past that makes for and ought to make for success. But success 
has not yet been achieved; and upon the way that thls convention 
is managed and upon the manner in which it is conducted will 
largely depend the earnest co-operation, throughout the count ry, 
of those who have to foot the bills and pay the expense, a s to 
whether thi s reform movem ent, or r eorganized sets o f associa
tions are worth what they cost. A big company, one of the 
largest companies, has now to pay $6<x> a year on account of these 
o rganizations in addition to the other expenses that a r e n eces
~a rily attendant, instead of a $25 fee that was paid he retofore. 
It is a big jump, and many of the managing officers and executive 
officers of these corporations are like the fellow from Missouri
"they want to be shown." Now you have to help to "show." 

Several criticisms were aimed at the old organization. One 
was that it seemed to take on the form in the minds of a g reat 

many in attendance of an annual junket. T hat criticism has been 
made to me by one of the general managers of one of the largest 
companies in t h is country w ithin the last three week s. Another 
criticism made was that it took a great many men away from 
th eir respective companies at the same time-important men
and t hat injury was liable to Le inflicted upon the r espective 
companies by so many people being away. The resultant bene
fits , to his mind, d id not outweigh these disadvantages. T here 
w ere other disadvantages mentioned which do n ot so much ap
peal to you as to some of the other organizations. 

T he Supply Men's f\.ssociation-now called the M anufacturers' 
Association-made th at critieisin. The answer to all criticisms 
must be affor ded by the results and the wo rk of these several 
o rganizations. I enfo rce upon you all the desirability, through
out these entire sessions, of having moderat ion prevail in all 
things. There are many things that tend t'a mak e conventioqs 
of this kind rather l ively meetings, and to a cert ain extent that 
is all right, but if carried too far, then it provokes criticism and 
does in jur¥. 

I congratulate yon, Mr. President, and your associates, upon 
the results which you have achieved in such a very short time. 
The contrib11tion that you are about to make to the proceedings 
of these conventions is well prepared and is in eve ry way worthy 
of you and worthy of a great business and a g reat organization. 
I believe that other affiliated associations will be created, a s time 
go es on, and that the importance of one and all of them, in the 
minds of the managers and executive boards, will finally be con
ceded, and that you will have achieved resu lts, two or three 
yea rs from now, which will be of such t remendous benefit that 
all will wonder why your o rganization was not th ought of and 
started before. 

As Mr. Beggs sa id, you disburse a lot of money and you are 
at the h ead of a very, ve ry important branch of th e business. 
The operating d epartment works ve ry hard to take in the nickels 
n ecessa ry to pay bond interest, dividends and operating ex
penses, but yours is a d epartment that almost every one looks 
upon with ave r sion . You are the '' rat hole" of the bu siness. 
Th e m oney comes in through the cars, through the receivers, the 
officers and the car hou ses, and fin ally it comes up into th e audi
to r' s department and is husbanded by the t1·easurer. T he man
ager fingers it, a nd then you come along, and you pry n p first the 
little finger and then the third finger and slip the money away. 
At the end of the year it is realized that a tremendous amount 
has gotten away. 

Therefore, it is all the more important that yonr me th ods 
should be right; that you should standardize the bt1S iness; that 
yo u should formulate a se t of principles that would properly 
go\'ern you in a b11siness-like way in the t ransactions of the 
business of your department. If yon get it well settl ed a nd you 
fin ally establish som ething that impresses itself upon the people, 
the people \vho ride in the cars and f rom whom are taken the 
jurors, and then the judiciary, if you can make them realize that 
you intend to be jt1 s t and fair, that merito rious cases are settled 
and only non -meritorious cases burden the calendars of the 
court, it will save million s o f dollars to the street and interurban 
ra ilway corporations. It has always seemed simple to me. I 
have been on both s ides o f the question. I used to be out with 
an axe myself. I was a practicing lawyer and I needed bu siness:. 
I know just h ow the fellow feels, with h is shingle out, acting as 
his own stenographer and typewrite r and trying to start in the 
practice of the law. They did not have typewrite r s to any ex
t e~1t when I commenced, but I handled th e broom right along 
,vith the pen ,vhen I fir st commenced to practice. I know what 
confronts yo u in every department of your work, how hard it 
is to settle a case for a hundred doilars or five hu ndred dollars or 
a thousand dollars, and in the transaction not to allow more or 
less dollars to get away from you that ought not to get away. 
You work for years in a commun ity where you are known as the 
pay-master of this character of claims, and everybody tries to 
''work" you. T he doctors, the lawyers, the people themselves. 
You a re afraid of the jurors and of contested cases, and a lmost 
always when cases go to court against you r adv ice, you see your 
corporation stuck to a much la rger extent than if you had settled 
it in the way you thought it ought to have been in the first in
stance, notwithstand ing the excellent record that has been made 
by brother Beggs. 

Now I think that the same rules ought to prevail in the man
agement of every department of a corpor ati o_n, which prevail in 
the management of an hon est man's business by an honest man. 
I think the g reat t rouble with corporat ion s has been that there 
has grown up in the minds o f the people throughout the country 
th e idea th at they do not apply to the transaction of corporate 
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bus iness the same rules that the members of the corporation 
apply to the t ransaction of thei r pr i\'ate bnsiness. l believe that 
the people think tha t in these st reet rai lway corpora tions there 
are a great body of men who are actuated by principles d ifferent 
from the principles that they practice at home, in their family, 
in their private business, and the daily walks of li fe. But when 
you make it understood that these corporations are managed and 
that your branch of the business is managed as you would man 
age your private business; that you have a set of principles 
founded npon fairne ss and justice; that yon have a ,vay of doing 
bus iness that is followed by a ll honest men, it will win fo r the 
individual members of these corporations the app robation and 
approvaJ of at1 fair-mind ed people, and your corporations will 
be far better off. 

There is absolutely no th ing inherent in our busin ess to make it 
unpopular. Nmv w·e all think and we all look at it at first blush in 
a different way. \.Ye say we arc bound to be unpopular. I deny 
it. I say we are not bound to be unpopular; that \Ve onght not 
to be unpopular, and that we do not deserve to be unpopular. 
That sounds rather harsh, bu t I th ink the business is more and 
more deserving to be popula r. If a11y man, of twenty years' ex
perience in the business, will look at the methods that prevai l 
to-day and cont rast them with those o f twenty yea r s ago, or even 
fifteen or ten yea rs ago, the reason fo r the unpopular ity is pe r
fectly plain and obvious. 

You a re performing a se rvice th at deserves the thanks of a 
g rateful commnnity. As , that se rvice is better and better per
fo rmed, and as all branches o f the se rvice are bet te r a nd better 
done, this sentiment which prevails against us at the present 
time will be diminished and ultimate ly pass away. T here will 
never be a time but that you will have to pay for torn dresses 
that you ought not to pay for, because there will neve r be a 
time, until the mill enium arrives, when unjust claims will not 
be· preferred·. But I do believe that, with honest management in 
the claim departm ent, with the se ttl em ent o f meritorious claims 
and the non-set tl ement of non-meritorious claims-I do actnall v 

"believe that it is necessary fo r you to establish th e principle ◊-f 
" millions for defense but not one cent fo r t ribute." That worked 
before in a great controversy, and I believe it always will work. 

If yon have an unjust suit pressed against you as a private in
dividual, you never settl e that su it except for some good reason 
o f expediency and potency, Uut there are exceptions, of conrse, to 
all mies. The rule, however, of a man's life-a square man- an 
honest man, is that he will pay to his neighbor the things that 
are due to the neighbor, but he will never give up to his neighbor 
in an unjust controversy the th ings that his neighbor ough t not 
to have a nd ought not to take away from him. I be lieve that 
that rule is right, and l believe th at it ought to prevai l in our 
business. More than that. I bd ie,·e that we ought to ha,·e a n 
established repu tation, so that the people know it and the j urors 
know it and th e judges know it-an established re putat ion fo r 
fair dealing. 

A Justice of the Supreme Cou rt of the State of New York, an 
intimate friend of mine (T had the honor once to be a candi
date before the people for that high offic e), sa id to me "Ely, 
why don 't yon se ttle a lot of those suits th at are on the calendar ?" 
l said, "Judge, after we ge t through lunch, come do\vn to my 
office and I will show you in 20 minutes why yon would not se ttl e 
one of those cases." H e did go with me dow11 to my offi ce and 
we looked O\·er the cases. , ve had a pi le of ev idence and we 
!coked ~t ayer together. Afte r we got through he sa id, "W ell, it 
1s ce rtainly extraorrlinary that such a cond ition of things should 
prc\'a il." And it is extraordinary. I do not believe it ought to 
prevail. I believe that in th e 111a i11 , the Amer ican people a re fa ir; 
and I believe that the t ime wi ll w m c when your conditions \\rill 
be happi l' r, an d the work of thi s association ought to hasten a11d 
will help to has ten the arrival of that day. 

After th is yea r I am going ont of the office wh ich I have oc
cupied for th ree years. J have worked hard in tha t time. I 
have assumed a great deal of responsibility. I have done the 
hest I could. You as :111 assoc iation. you as members of it and 
all these _o ther ·associations have. worked toge the r splendidly and 
have assisted me wonderfully m the work I had to perform. 
\-Vh en my successor is chosen. I hespeak fo r him from you and 
from yoUt~ associat ion and all of its offic ers the same loyal sup
port and rntcrest that your have evidenced i11 the short time of 
yonr organization toward me. I wish you one and all well as 
a11 organization and as individuals. (Applau se). 

President Rhoades said that , j udging from what Messrs. Ely 
and Beggs had said, the claim agc-11ts would begin to think tha t 
they amounted to something. 

lt was decided that the registration would answer the purpose 
of the roll ca ll , a fter which President Rhoades delivered the 
address which was published on page 736 of the Od. 20 issue of 
the STREET R AILWAY ]OURNAL. 

At the conclusion of his address, President Rhoades extended 
to both Mr. E ly and :Mr. Beggs a cordial in vitation to be prese nt 
nt all of their meet ings , and hoped that they would participate 
in the discuss ions. 

Mr. E ly thanked him, and invited th e delegates to attend the 
American Association's meeting on \-Vednesday morning, which 
invitation Pres ident Rhoades accep ted. 

The next orde r of bus iness was the reading of the minutes of 
the las t meeting by Secretary R. B. Davis. 

The secretary then read the follmv ing report of the t:'xecutive 
committee : 

Your executi ve committee begs leave to report that at a meet
ing held at the Bellevue-Stratford Hotel, Philadelphi a, on Sept. 
29, 1905, the ques tion of a budget for the Claim Agents' Assoc ia
tion was considered and act ion on same postponed until 
the next meet ing of the committee. That m ee ting waS held at 
the offices of the American Street and Jnterurban A ssociation, 
6o Wall Street, New Yo rk City, on Feb. 6, L906. The committCe 
estimated that $i;oo would be a sufficient appropriation for the 
Claim Agents' Association for the firs t year, and this amount was 
promptly allowed. 

At thi s m ecti11 g, the new constitution and by-laws were dis
cnssed, and some minor suggest ions made. The question of 
making these changes was left with the execut ive committee, with 
power to act. T he changes were immate r ial, and, as far as pos
s ible, made to conform with the constitution of the Accountants 
and Engineers' Association. They were fin a ll y approved and 
adopted and copies sent to the m embe rs of the association. Your 
association al so requested an appropriation of $goo, which \Vas 
allowed. 

The question of topics and pape rs was submitted t o your ex
ecutive committee, and Messrs. Bradley o f Ch icago, \ .Yeh of 
Cleveland, Hare of Phi ladelphia and Farrell of Buffalo con
sented to prepa re papers on subjects suggested by the members 
o f the assoc iation. Ac ting upon th e suggestion of Vice-President 
O'Co1111or at th e last annual convention of your assoc iation, the 
executive committee inaugurated a Question Box. 

In prepar ing th e program fo r this convention you committee 
thought it prope r to allow a spec ified time to hea r from Messrs . 
H oopes and H olmes, of the National In formation Bu reau, and 
from Channcey S. S. Miller, secretary of t)1e A ll iance Against Ac
cident Frauds. These gentlemen desired to present their plan 
for the prevention of the collec t ion o f money for fraudulent 
claims. Resp('ctfully submitted. 

S. L. RH OADES, Cha irman, 
I-I. C. BRADLEY, Vice-Pres., 
AN DREW P. FARRELL. 

The above r eport, on motion dul y seconded and ca rried, was 
approved and o rdered fil ed. 

President Rhoades stated that last yea r there seemed to be 
some doubt in the minds of members of the associat ion as to 
whethe r the parent o rganization would sti nt them in any way. 
H e simply desired to say that he had attended the meeting of 
the executive comm ittee of the parent organiza tion in New York. 
and it was only ncc( ..,~a ry to say a dozen words and in form them 
how much was wanlt'd , whereupon it was ,·oted immed ia tely. 
[-le felt perfec tl y saft in :=.ayi11g that no th in~ asked for within 
reason by the Claim Agents' Association of the parent associa
tion as at prese nt o rganized would b e refused. 

The secretary th en read the report stati11g how much and what 
characte r of correspondence had been handled by him du ring the 
yea r. 

Aft er approving thi s report. that of l\ fr . Davis, as treasu rer, 
was rece ived, show ing receipts of $&>a for the use of the asso
cja tion. and expcn~e<:. fo r the year. $766.76. The a~-.ociation now 
has 201 mem ber~. 

T he pres iden t ~aid that it had heen nece gsa ry to change the 
program in one pa rticu lar. Instead of the Question Box: being 
t aken up and di sposed of at the session prescr ibed by the printed 
program, it would come up for d iscussion and cli s11mitio11 the 
following mo rning. ' 

Very many peopl e had responded to the reque~t to send in 
blank forms for the inspection and information of the members. 
T hese fo rms were to be found at the side of tl1 e convention hall, 
and if any particula r form was desi red by a member, he need 
only write to the pa rti cular claim agent furni sh ing that form, 
\V ho would be glad to o;end a copy of it After the associ,.,,tim1 
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adjourned they were to be turned over to the parent organiza
tion to be filed in the New York office. 

He said that on Tuesday evening, through the kindness of 
Mr. Davis, a stereopticon exhibition would be given at s½ \Vest 
Broad Street. The Engineers Club had a comfortable and co_m
modious hall which they had given the association p ermission 
to use, and Mr. Silcox, of Philadelphi a, would shaw sl ides from 
photographs of people taken at work, although in their_ dam~ge 
suits they had claimed under oath to have been en tir?ly in

capacitated from doing anything. H e also •~ottld _show sl_1des of 
thir ty or forty crooks who have operated rn Ph1ladelphia, and 
whom the company had in some way or other been able to trap. 

As other entertainments had been provided for Tuesday even
ing, this exhibition would begin as near 7 o'clock as po?sib-le. 

A t the suggestion of Mr. Carpenter, Secretary Davis stated 
that he would have a number of tables brought into the conven
tion hall Tuesday, so that the various blank forms for inspec
tion by the members could be spread out where they could be 
inspected m ore readily. 

Samuel Dorsey, of Denver, Col., sugggested that the secretary 
be instructed to have a photographer take a picture of t hose 
pr'esent at the convention. As an instance of mutual benefit 
poss ible, he cited letters from two different cl_aim ag~nts, 0~1e 
Mr. Pratt of Baltimore, a nd the other the Chicago City Rail
way, asking him to transact certain business in D enver for th~m. 
In both cases he was successful in giving them the information 
desired. 

It was a r ranged that a group picture of the members of the 
Claim Agents' Assoc iat ion would be taken Tuesday at 12 noon, 
immediately upon the adjournment of the morning session. T he 
association then adj ourned until Tuesday, Oct. 16, 1906, at IO 

o'clock a. m. 
TUESDAY MORNING SESSION 

The meeting was called to order by President Rhoades, at 10 

o 'clock a. m. The pres ident announced that the first order of 
lmsiness would be the reading of a paper by A. J. Farrell, claim 
agent, International Raihvay Company, Buffalo, N. Y., on the 
subject " \.Vhich is the Better P olicy, Quick or Delayed Settle
ment?'' This paper is publish ed in full on page 902. 

Mr. Moore, of New J er sey, opened the discuss ion on Mr. Far
rell's paper, which was quite spirited and somewhat lengthy. 
Mr. Moore con tended for quick se ttlements, and stated that 
under the laws of N ew J ersey a r elease , gotten up in proper 
form, was binding and would estop the cla imant from a fu rther 
claim for damages. He maintained that a delayed settlement 
\Vorked oftentimes to the inj ury of the raihvay company, because 
it would be hard for it to k eep its witnesses in the jurisdic
tion of the court so as to have the true fact s with reference to 
the accident develop. Many instances w ere cited by Mr. Moore 
a nd by Mr. Farrell. The result of their disctts sion of the ques
t ion apparently being that , after all, it depended on the circum
stances of the particula r case as to whether there should be an 
early settlement or a delayed settlement. Mr. Pierce spoke with 
reference to the condition of affairs at Galv eston, Tex., and 
advocated in many cases a qnick settlement rather than a delayed 
one. Mr. Farrell made the interes ting statement that during the 
Pan-American Exposition, in the course of four months, he set
t led t wo thousand claims. 

The discussion then digressed somewhat from the topic treated 
of in the paper and related to th e form of releases which sh ould 
be taken in these quick settlement cases. Mr. Harrison said 
that their form of release now included the words "for injuries 
now known or unknown or which will hereafter arise." Mr. 
Bennett, of Massachusetts, stated that he believed in quick set
tlements, especially if the company was bothered by ambulance 
chasers, bicycle lawyers, etc. Mr. Nickel stated th at in all _ cases 
a settlement ought to be based on a knowledge of existing con
ditions. It was best to be fair in all of such matte rs, and in this 
way one could gain the confidence of the public by a mode of 
fair dealing which would inu re to the benefit of the company 
in many ways. The paper was discussed also by Mr. Bradley, 
Mr. Carpenter and other m embers of the association. 

\.V. F. \Veh, claim agent, Cleveland Electric Railway Company, 
then read his paper on "The Policy of the Claim Department 
Toward the Public," which is printed on page 903. 

The di scuss ion was ope-ned by G. Thomas Dunlop, of \Vashing
ton, D. C., who commended very highly the sentiment expressed 
by Mr. \.Veh in his paper, and facetiously suggested that, in short, 
it pointed the '~Vay" for the conduct of claim agents in securing 
a popular public feeling in their favor by the honest conduct of 
their office in the settlement of meritorious claims at a reasonable 

and fair basis. He spoke of the inauguration of the claim de
partment in the street railway system at \Vashington, D. C., and 
h ow under his direction the number of suits had been decreased 
until at the present time there were pending but nine lawsuits 
against his company. 

Mr. Dorsey, of Denver, Col., stated that he treated all cases 
of injury as m easured by the test of whether or not there was 
liability on the part of the company. If there was liability, he 
endeavored in every possible way to secure a speedy settlement; 
if th ere was no liability, then fight the case to the end. Mr. 
Farrell stated that he believed that all just and fair claims 
should be settled for a reasonable amount. He said that in Buf
falo, out of fifty-two cases tried, in forty-two of them the judg
ment was in favor of the defendant, and that only ten cases had 
been lost, and in these ten cases a verdict was secured for a less 
amount than they could have been compromised for before going 
to trial. Mr. \Veh, in concluding the discussion on his paper, 
stated that on Jan. 1, 1go6, there we re pending ninety-six cases 
against hi s company. 

A vote of thanks was extended to Mr. Farrell and to Mr. \Veh 
for the admirable pap ers prepared and r ead to the association. 

A recess was then taken until I :45 p. m. of same day. 

TUESDAY AFTERNOON SESSION 
At the af ternoon sess ion the claim agents took up for consid

erat ion and di scussion the Question Box, which will be found on 
page 907. 

During the reading of the Question Box, Question No. I was 
discussed qu ite fully by M r. Carpenter, Mr. Hardin, Mr. Forbes, 
o f Fort \Vorth , Tex. , and Mr. Schoenen, of Allentown, Pa. 

Question No. 3 was also di scussed fully, President Rhoades 
stating that in Philadelphia claimants had been indicted for per
jury in connection wi th the pnrsuit of claims against the railway 
company for alleged damages, where they had sworn falsely, but 
in no case to his knowledge had there been a conviction for such 
offense, as jurors in criminal cases would naturally give the de
fendant in such a case the benefit of a reasonable donbt. 

A lengthy discuss ion followed the reading of Question No. 4, 
which was " \Vhat is the bes t way to break up ambulance chas
ing?" The consensus of opinion seemed to be that this was one 
of the greatest evils with which th e claim agent has to contend. 

In the discussion fo llowing Question No. 8, it de veloped that 
it \Vas the opinion of a ll o f the claim agents present that in the 
settlement of a claim for damages against a street railway com
pany, the claim agent should use no dece it whatever, but that all 
of his methods should be honorable and open to public inspec
tion, so that in the event of a suit on the claim no advantage 
could be taken by the claimant's counsel of any deception or un
derhand practice on the part of the claim agent in the adjustment 
or attempted adjustment of the claim. In no event should the 
claim agent fail to disclose his identity if it became necessary 
for him to deal personally with the claimant. 

During the discussion of the Question Box a diversity of opin
ions was developed as to the different methods pursned by the 
differ ent companies throughout the country. As, for example, 
th e question was propounded by one of the delegates as to the 
method pnrsued by the various companies with regard to the 
departmen t under which the claim agents' department was op
erated; that is, whe ther it was under the legal department of 
the road or under the operating department or undet the personal 
superv ision of the president. A rising vote disclosed that it was 
divided about half and half between the legal department and 
the operating department. 

At 4 o'clock it became necessary for President Rhoades to 
att end an execntive committee meeting of the American Associa
tion at the Great Southern Hotel, and the . chair was assumed 
by Vice-President Bradley. After the Question Box was disposed 
of a paper was read on the subject of "The Claim Agent's Work 
of th e Future," by C. \Villis Hare, United Gas Improvement 
Company, Philadelphia, Pa. This paper, which appears on page 
9()6, was read by H. R. Gosho rn, who stated that Mr. Hare was 
unavoidably absent from the convention because of a very serious 
accident in the nature of an explosion occurring to his company 
and in which a number had been injured. 

F. \V. Johnson, of Bridgeport, Conn., was called upon by re
qnest to address the association with reference to the. mode 
employed by him and by his company in the training of motor
men and conductors on the subject of their conduct in case of 
emergency and accident. He gave the members a very interest
ing talk along this line. 

\Villiam DeMilt Hooper read a paper to the association on the 
subject "The Relation of Statistical Bureaus to the Claim Agent's 
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Work," which was followed by many inqui ries and considerable 
discussion. 

It was then stated that it was the opinion of the officers of the 
association that a session lasting an hot1r and a half or two hours 
would conclude the proceedings of this convention, and, in order 
to give th e delegates an oppo rtunity to attend t he sessions of the 
American Association to-morrow morning, an ad journment was 
had until 1 o'clock p. m. W ednesday. 

WEDNESDAY AFTERNOON SESSION 
The Claim Agents' Association met pursuant to ad journment 

at 1 o'clock. 
H. C. Bradley, adjuster, Chicago Union Traction Company, 

Chicago, I\L, then presented his paper 011 ·· Methods of :Manage
ment of Claim Depa rtments/' as p rinted on page 905. 

Mr. VVeh said that the only objection to l\.fr. Bradley's paper 
was that there was not a sentence in it but that the me1Hbers 
would agree to. 

It was then moved by Mr. Hardin, <lnly seconded and tmani
mously adopted, that resolutions of regret at the untim ely death 
of Mr. Feeney be incorporated into the minutes of the associa
tion, and that a cordia l vote of thanks b~ extended to all th e 
writers of papers presented at the va r ious sessions of the asso
ciat ion ; that a vote of thanks be extended to the Col nm bus 
Railway & Light Company, to the Scioto Valley Traction Com
pany and to the Columbus, Delaware & Marion Railway Company 
fo r courtesies sh own ; that a similar vote of thanks be extended 
to Mr. Silcox, of Philadelphia, fo r the ste reopticon exhibition 
afforded the members of the association Tuesday evening, and to 
Presiden t Rhoades, Secretary Davis and the officers of the ex
('cutive committee of the association for the amount of labor 
performed and the exce llent se rvices rendered in bringing to a 
successfol termination the most interest ing and profitable meet 
ing thus far held by the claim agents' o rganiza tion. 

In response to the suggest ion contained in President Rhoades ' 
annual address, a committee of fin was authorized to be· ap
pointed on ways and means fo r the purpose o f carrying out and 
effectuating the purposes and objects stated in his address for 
the specific duty of such committee. T he president announced 
that this committee wou ld be appointed after conference with the 
executive committee. It was suggested by 1'1r. \Veh tha t this 
committee work in conjunction and in co-operation with the 
Alliance Against Acc ident anJ Fraud. The president then ex
plained that C. S. S. Miller was expected to address the associa
tion at the afte rnoon session, but that he was unable to be 
present and had sent his regrets. 

Mr. Brown, of Schenectady, N. Y., handed to the secretary for 
the purpose of reading to the association a b ill which was p re
sented to the last sess ion of the New York Legislature with 
refe rence to ambul ance chasing and bicycle lawyers. The bill 
was read and was r eferred to the ways and means committee. 

Tt was then moved, seconded and carried, that the secretary 
furnish to each member of the associat ion a complete li st of the 
companies, members of the parent organization, and also the 
name and address, so far as obtainable, of th e claim agents 
representing each respective company, and by an asteri sk indi~ 
eating the act ive members present at th is convention. 

To emphas ize the appreciat ion of the members present of the 
se rvices rendered by the president and secretary, an additional 
motion was made extending to them a hearty vote of thanks for 
the excellent se rvices rendered i11 connection with th is meeting, 
which motion was unanimou sly adopted by a rising vote. 

T he president then s tated that his work had bee11 rendered 
less bu rdensome by the fact that the secretary had assumed a 
great deal, and in fact practically all, the detai l work, and said 
that he did not believe a better official for that office could be 
procmed from the active membership of the association. 

On motion of Mr. Dorsey, duly seconded and carried, the fol
lowing committee on nominations was appointed: .Messrs. Dor
sey, Hardin, Nickel, Harrison and Dunlop. 

I t was then moved by Mr. Davis, and seconded by Mr. Goshorn , 
that the president be au thorized to appoint an employment com
mittee consisting of five members, which committee was sug
gested and rec,ommended in one of the addresses made to the 
association. Tht pres ident announced that thi s committee would 
be appointed after a conference with the executive commi ttee. 
A recess of five minutes was then taken in orcie r to permit the 
committee on nominati ons to formu late and present its report. 
At the conclusion of the recess the following wa s submitted: 

REPORT OF COMMITTEE ON NOM TNAT JO NS 

To the Members of the American Street and Interurban Rail 
wa)l;i Claim Agents' Association. 

Your committee appointed to select names of officers of the 

association for the ensuing yea r, beg to submit the following: 
For president, S. L. Rhoades, of the Philadelphia Rapid Transit 
Company; for first vice-pres ident, Henry C. Bradley, of the Chi
cago Union Traction Company; fo r second vice-president, 
A ndrew J. Farrell, International Railway Company, Buffalo, 
N. Y.; fo r third vice-president, VV. F. \1/eil , Cleveland E lectric 
Company, Cleveland, Ohio; for secretary aud treasurer, B. B. 
Davis, of the Columbus Railway & Light Company, Columbus, 
Ohio. 

It was then moved, seconded and unanimously adopted, that 
the secretary of th e committee be instructed to cast the ballot of 
the association for the election to office of the various members 
nominated for the r espective positions last above indicated. The 
secretary then did as directed. 

President Rhoades then made a brief and appr eciative acknowl
cdgmeut of the honor conferred upon him in re-el ecting him as 
president, stating that wh ile he did not believe the administ ra
tive office of such an association should remain in the hands oi 
any one man for a term longer than one yea r, yet inasmuch as 
the association had seen fit to re-elect him, he wou ld do all in his 
J)Owe r to see to it that the association prospered under his guid
ance, aided by the effic ient assistance of the o ther officers of the 
association. 

First V ice-President Bradley, Second Vice- President Farrell, 
Third Vice-President \Veh a nd Secreta ry and Treasurer Davis 
each then responded in turn, expressing their appreciation of the 
honor conferred aud pledging their best efforts for the future. 
On motion of Mr. Vories, seconded by numerous delegates 
throughout the convention hall and carried amid a bu rst of ap
plause, Col. Sarnuel Dorsey, of Denver, Col., was re-elected to 
the important and arduous position of se rgeant-at-a rms. Mr. 
Dorsey replied, say ing that he ch eerfully accepted the appointment 
and that he wou ld try to preside with dignity fo r the ensuing 
year in attempting to •fulfil ihe duties of th e position, 

I\fr. J ohnson, of Bridgeport , Conn. , by request, then read some 
humorous verses, ent itled "Do rsey's Dream in Colorado." 

The president then appointed fo r the ensuing yea r the follow
ing as members of the executive committee: Charles B. Hardin, 
of St. Louis: Peter C. Nickel, of New York City; F. W. J ohn
son, of Bridgeport, Conn. , an<l E. C. Carpente r, of Anderson, 
Ind. It was then moved, seconded and carried, that the president 
appoint a committee of fi.Yc, to he known as the employment 
committee, and to receive the names of claim agents desiring to 
change their positions or to secure new ones, and to answe r com
munications from presidents o r general managers of railway 
companies desiring to procure the services of competent adjust
ers and claim agents. 

The various members desi ring to avail themselves of the group 
photographs taken at the conclu sion of Tuesday morning's ses
sion were then r equested to leave their names with the secretary, 
who would take upon himself the duty of seeing that a copy 
the reof was forward ed to him. On motion, duly seconded and 
carri ed the associat ion then adjourned sine die. 

---♦• -------------
D. E. 13:ixter & Company, of New York, have completed specifi

cations for the power and line equipment for the Charleston & 
Summerville Electric R ailway, which the Baxter Company will 
begin to construct a t once. The road will be a single-phase rail
road, and will run from the Battery, in the city of Charleston, out 
o f Charleston to Summerville, a distance of 27 miles, and the right 
of way passes with easy curves over a practically level country. 
the maximum grndc being less tha n I per cent. T he power ho t, se 
will be located about 9 miles ou t of the city of Charles ton, where 
two steam rai lroads intersect. l ts equipment will include two 
8oo-hp Snow gas engines, with a maximum capacity of 920 hp 
each. At the city limits of Charleston will be located the trans
fo rmer stat ion, which will supply a 550-volt current to the eight 
cars intended principally for city use. The specifications include 
the fol lowing equipment: Two 600-kw single-phase 25-cycle gen
erc1.tors, two 70-kw motor-d ri ven exciter sets with transfo rmers, 
sw itchboa rd wit h bus below at exci ter panel, one lamp brack~t 
and shade, one fie ld moto r, two ammeters , two rheostat ha.1d 

' wheels , two double-pole single-throw switches, one doub le-po le 
double-throw switch for throwing battery on either excite r, one 
single-pole single-throw equal ize r switch, two ci1Tuit breakers with 
reverse current relays fo r nse with fie ld exciter battery. The exciter 
field rheostat is to have proper range for use with Ti rrill regu
lato r, generator panels complete, feede r panels complete , moto!"
starting panel complete, exciter regulating b.1ttery. The builde rs 
\v ill use catcnary line construction, with T20-ft. spans; No. 000 

hard-drawn coppe r trolley wires, corrugated porcelain insulators, 
standard stud bracket, stud str:-i in bracket, section break and 
st ra in insulators. · 
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PAPERS AND QUESTION BOX READ. AT THE COLUMBUS CON
VENTION OF THE CLAIM AGENTS' ASSOCIATION 

WHICH IS THE BETTER POLICY, " QUICK OR DELAYED 
SETTLEMENTS ? " 

BY A. J. FARRELL, 

Claim Agent, Internation al R ailway Company, Duffalo, N . Y. 

There are several classes of accidents that occur on sur face 
roads that are cases of clear liability, such as collisions between 
cars, cars leaving track, starting of cars when passengers are 
boarding or alighting, blowing out of controllers. There are sev
era l others, but these are the principal ones and generally the 
most expensive. 

\Vh cn an accident happens, such as a collision between cars, 
this is a case of clear liability, and every person on either car 
can make a claim for injury or shock. The better way, after an 
accident of this kind occu rs, is to see these people, r> r as many 
of them whose addresses you have and you can find, and if their 
cases can be disposed of for a fair smn this is the policy that 
should be pursued. It is much cheape r to settle cases immedi
ately after the occurring of an acc ident , w here the same can be 
done, than to wait or delay such settlement , if the same can Uc 
made. The sooner settled, the cheaper it can be. done. These 
quick and fair se ttlemenls arc almost ·without exception with 
people who have but slight injury or slight shock, and they are 
especially advisable becanse such injur ies, in a great many cases, 
a rc liable t o multiply with age or tim e, especially if you are un
fortunate enough to have people who a re looking to get some
thing for nothing, and there arc a great many of them at the 
present time. But, as sa id before, it is only the slightly injured 
or shocked that can be settl ed with at t ime of accident or shortl y 
after. Only a portion of them that can be settled wi th , and 
sometimes a small portion, fo r people exaggerate their injuries, 
and very generally ask more for the se ttlement of thei r claims 
than is policy for a company to pay. 

What is the result ? The case is given into the ha1,ds of an 
attorney. It usually takes from one to three yea rs to bring the 
case to t ri al in New York State for an amount of $500; and this 
is a long wait for a slight or an imag inary injury, and it 
is hard to work against natu re. When a case is tri ed; if tried, 
you r claimant is looking better than wh en the accident happened, 
and he has nothing but subjective symptoms to offe r, and they 
are not often taken serions ly by the court or jury. So your 
chances a r e as good, if not better, than wh en you started out; 
and I would say that, nine times ou t of ten, you can make a 
much better se ttlement with this kind of a person through the 
attorney than you cou ld at first with the claimant. 

To illu strate; In the spring of 1903 we had a head-on collision 
between two cars that were going in opposite directions. One 
car took a switch and both cars came together with comiderable 
force. A passenger on the northbound car (a man who held a 
promineflt position with a steam railway) claimed to have be en 
se riously injured, and at no time could we talk settlement with 
him for any sum that was within the bounds of r eason. The 
best offer. of settlem ent we could get from him was $5000. He 
brought suit -against the company for $25,000. The case was 
t ri ed; the jury brought in a ve rdict of "no cause of action." The 
cause of this was that ,vhen the case was tried this man was the 
picture of health , and all his complain ts were subjective symp
toms and were not taken se riously by the court or jury. This is 
only one of a large number of cases that are dealt with in this 
way by this company, but time and space will not permit of more 
illustrations. 

A person bringing an action against a railway company, no 
matter how clear his case may be, has got to show some injuries 
before he can get any large sum. It is well to settle, if it can be 
done fairly and in justice to passenger and railway company, if 
not it is cheaper and a better plan to dispose of such cases in 
court. By being afraid because this party h as a clear case, and 
settling, although you know that the pe rson is unreasonable in 
his demand, you work by such a settlement an injustice to you r 
company and to yourse lf, and creat e a bad example for others in 
the same accident or in similar accidents. It has been my ex
perience that when people get more in a settl ement than is j ustly 
due them they a re ve ry fond of talking and telling their fri ends 

how they "did up the railway company"; and this often works 
against you later on; you ar e told how much you paid such a 
person and how s lightly he was hurt. 

Is it safe to make qu ick settlements with ser iously injured 
people, if the same can be done ? This is sometimes done, al
though not often ; but is it good policy ? Suppose you settle a 
claim with a person who has se rious injuries, and you make the 
settlement within a short tim e after the occurring of the acci
dent, and the sum paid to thi s person is a small one, what is 
usually the result? T he person presents another claim, or you 
have got to defend a lawsu it, an d, what is your defense? You 
put in your release. W hat does the claimant say about the set
tlement? T hat at the time he or she did not know that it was a 
se ttlement, thought that the money paid was for current expenses, 
or denies signing it at all, or claims that he was under the -in
fluence of drngs and in no condit ion to make a settlement. You 
may have witnesses to the signing of the release, but usually 
they are .friends of the injured pe rson, and what do they say? 
Simply that they under stood, as the inj u r ed pe rson did, that the 
settlement was for current expenses, o r that the person was not 
in proper condition to make a settlement. Where is your r elease? 

To illustrate; Some eight yta rs ago a driver of a cab came 
into collision with a car, and his right leg was caught between the 
fo rward part of the car and the cab, se riously bruising his leg. 
He was taken to th e hospita l. T he w riter went to the hospital 
the nex t m orning; settl ed the case fo r a small sum, the doctor and 
two nurses signing the release as witnesses. Some week or ten 
days later the leg was amputated above the knee. This man 
brought another claim. W hat was the strength of his cl.3.im? 
That when he made the settlement he was in no condition to do 
so, as he was under the influence of drugs ; and the doctors and 
nu rses, though friend ly with the company, could not conscien
tiously go on the stand and s tate that the man was not partly 
under the influence of drugs. W hat was the r esult? The com
pany was forced to pay, in my opinion,· a much larger sum to 
settle than would have been done if the case was not settled so 
soon after the accident. 

So that usually only the pe0ple wh o arc slightly injured art 
the ones that can be settled with at tim e of accident , or a few 
days after; the people who a re se riously injured can only be 
settled with a ft er they find out how seriously they have been in
jured, or aft er consulting thei r physicians and fri ends. This is 
certainly right. No person with ordinary common sense is going 
to settle his claim for less than he dese rves, knowing that the 
same is gilt -edged; and it comes down to this-can the person 
get more money than he can ca ll his own, by set t ling with a com
pany direct and getting his money quiCk. If thi s is for his best 
interest, •J1en you can settle with him, and not otherwise. 

Take it to yourself or one of your famil y. Suppose they were 
injured on some steam or other surface road. Will you settle, 
o r are yon going to let them settle for a small sum, and before 
they know how their injuries are going to affect them in the 
future? I don't th ink yon arc, and I don't think that any smooth
talking claim agent or adjuster can talk you into doing some
thing that is against your own interests and common sense. 
People who ride on street cars a re not such fools, and this empty 
talk of claim agents and adjusters, who tell their management 
and others in authorit y, t hat t hey have settl ed with a pe rson who 
has a broken arm for $25 or $30, and a person with two or three 
broken ribs for $30 or $40, and another person with a compound 
fracture of the ieg for $6o or $70. T his is a ll rot, and the claim 
agent or adjuster who takes the release is ei ther deceiving him
self or his employe rs, o r t he person they se ttle with is insane, as 
the doctor bill in any of these cases would be as much or exceed 
the amount paid. Yon may, and oft en do, make a good settle
ment, but the other side also makes a good Sf ttlement. You 
must expect thi s. 

A man insures his house o r furniture; he has a fire ; what ii. 
the fi r st th ing he does ? After the fire is out he g ets ready for 
the adjuste r and sees how high a price he can put on each article. 
Have you ever been there ? If so, you know what you have done 
and how you did it. . Your conscience may have pricked you a 
little, but you saw the dollars in sight. So with persons injured. 
As soon as the first excitement is over, what do they do? The 
same thing, and if they don't know they will find plenty to tell 
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them. Sometimes their fri ends will help in making the settl e
ment, bu t this is not often. Sometimes the physician ad vises 
settlement , bu t it is a ll done for a purpose, the doc tor for his 
pay and future fa vors, and h is fri ends fo r ready cash. 

E very case yonr company wins in court has a check on people 
who are anx ious for lawsui ts; and if they hear of the result s oi 
tri als (which they generally do, as cases of this kind a re g iven 
a great d eal of notoriety through the press and talked of gen
erally among people) they a re not so apt to rush to an attorney 
to sue or co llect their claim, but will go to the claim department 
and try to effect a settlement, which is usually done i and the 
same is benefic ial to both pa rties; o r, in o the r words, the claim 
department only pays lor the se ttlement o f a cla im what they 
think is fa ir and just ; and the same can be said of the maj ori ty 
of atto rneys who have cases that have been sued, or cases that 
have not been sued-they will write to you, asking fo r a se ttle
men t of their case, or go to the claim department, and usually 
an adjustment of their case can be made. No attorney wants to 
take a case in court and try it and be bea ten; though it often 
happens that we settle cases a ft er a ll- inte rested parties are in 
cou rt, and often when the j u ry is drawn and the case partly tri ed 
and at a less, or the same sum that had been offe red for settl e
ment of case, and rej ected. .My experience has been the more 
success ful your attorneys a re in cou rt, th e more successful the 
claim agent or c1a im departmen t. The secret of effecting close 
settl ements and the keeping down o f the n umber of lawsuits is 
largely due to the success of your legal department in cour t. 

The different localities and different classes of people make 
g reat difference in the settlement of cases. The ordinary person 
is much easier to settle with than the highly educated. At least 
this has been my experience. T hey mult iply thei r time and abil
ity to such an extent that it is se ldom without the aid of an 
attorney that an adjustment can be made. 

\ Vhat I have said, therefore, has had reference mainly to the 
ave rage class which patron ize the street railway. 

You see then, th at there is much to be said both fo r qu ick and 
fo r delayed settlemen ts, and I have tried to sta te the reasons for 
each and the obj ec tions to each. But1 in my judgment, the whole 
matte r comes down to this : :Make a quick settlement if it can 
be fa irly and reasonably made. If the cla imant is unreasonable 
don 't be afraid of delay, for if the d aimant is ask ing for an 
unreasonable amount the lapse of t ime will p rove bette r than any 
medicine to bring him to reason ; and the reasonable se tt lement 
is, in my judgment, the best settl ement, whether m ade with a 
rush o r after a delay. 

---... ~--
THE POLICY OF THE CLAIM DEPARTMENT TOWARD 

THE PUBLIC 

DY F, W. WEH, 
Claim A gent, Cleveland E lectr ic Railway ~ om pany, Cleveland, Oh io 

The a ttitude of a street railway cla im agent toward th e public 
is important, not O'llly to his own success in h is chosen ca ll ing, but, 
in its effect upon the ea rnings of his company. A cou rse may be 
adopted whereby he will, in a short time, get the public '' by the 
ea rs" ; or he may, without losing a pa rticle of his se lf -respect, so 
operate his department as to co mmand the confi dence of the peo
ple. The expense of his depar tment from th e true barometer as 
to which method o f opera tion has been adopted. 

That a st rong prejudice ex ists aga inst corporations, and espe
cially street railway companies, cannot be questioned. \ Vhy is it 
that the o rdinary jury is predisposed to find undi sputed facts, 
a lmost without regard to the evidence, aga inst the rai lroad com
pani es ? They a lmost entirely d isregard any conflict in testi
mony and limit their delibe rations to the assessment o f da mages ; 
the duties conferred upon them are most fl agrantly abused every
where. There may be several reasons for this predispos ition o n 
the part of ju ries. In the fi rst place, they a re gene ra lly composed 
of men who are not wealthy, and they may fee l that the cor-
1,ora t ion has grown wealthy improperly at the expense of the 
people. Then, aga in, the corpora tions a rc greatly misrepresented 
by persons who seem to think it to their inter est to misrepr esent 
them, and while such pe rsons go th rough the count ry mis repre
senting corporations, abusing and accusing them of all kinds of 
offenses, there is rarely any per son rea dy, or prepa red, to refute 
th e fa lse charges. And further, a great deal of the fe eling against 
corpora tio ns has been created by the treatment of the public by 
st~eet ra ilway companies. They have, in too many instances, 
sti rred up bad fee ling and stri fe , and a desire to kill off, rather 
tha n a friendly fee ling to encou rage and to keep a live. 

H ere is the fi eld for the accomplished claim agent. Prompt
ness and fa irn ess in adju sti ng the g ri evances of the public will 
command its respec t ; if no t for your company, a t least for you 
personally. T he claim agent cannot tu rn the t ide h imself, but 
he can do a g rea t d eal toward it. I-l e meets the p ublic more 
than anv other officer ; he meets no t only the perso ns having 
cla ims, but their fr iends, their doctors and their lawyers ; ~e 
m eets the wi tn esses to each part icula r accident, and each acci 
dent widens his acquaintance and infl uence; h e meet s all classes 
Of people, r ich and poo r, nati ve and fore ign born , h onest and 
dishonest. H e must know how and when to reach them all, and 
to accompl ish the best resu lts , not only for the time being, but 
fo r the futu re, and fo r the benefi t of his company. T ell them of 
some of the unjust cla ims and .. hold-ups" he has to deal wi th ; 
show them that t he company contests claims not from a desi r e 
to shirk its just obligations, but because injuries are g r eatly 
m agnified and va lues increased with the hope tha t the company 
will pay rather than submit th e matter to a jury; how claims are 
built up and mani pulated by "shyster" lawyers and "shyster" 
doctors as well ; and how the lawyer boas ts that it is only 
necessa ry fo r him to "push the button" and the jury "will do 
the rt"s t ''; recount some of the fr auds which are prac ticed 
agai nst the company; and when a m eritorious cla im is presented 
endeavor to make a settl emen t fai rl y sat isfactory to all parti es, 
so that the claiman t will go away wi th a fri end ly fee ling toward 
the company. 1 le will tell hi s family a nd fr iends of his ex
perience; they, in turn , wi ll tell others, and soon th e company 
will get the reputation of being fa ir and contesting o nly cla ims 
in ,vhich there i s no merit , and judges and juries w ill become 
cognizant of thi s fac t. The claim agent mu st, wherever possi
ble, engender a good feeling for his co mpany; he must bear in 
mind th at cycry fr iend made on behalf of hi s company w ill 
redound some time, and to some ex tent , in its favor. A sharp 
trick to-day in making a settlement may cost more som e day 
late r in settlement with some one of whom that pr actice has 
made an enemy. 

The cla im agent must be sh rewd, and an excellent judge of 
charactu, so as to d ist ing uish between fr aud and honesty, frank
ness and cu nning; he must a lways have his ax out for th e rogue 
and impostor, for the people like fa ir play, and he can gain their 
confidence in no eas ier way than by exposing tri cke ry and fraud. 

One of the best attributes a claim agent can have in dealing 
with th e public is an even and equable temper; no matter how 
an g ry a claiman t may be, no matter how insolent or insulting his 
atti tude toward th e claim agent , if he has a ju st claim, this fact 
should be ta ken in to account and allowances made th erefor, and 
the fact kep t before th e claim agent' s mind a ll the time, that the 
in terests o f hi s employer demand a settlemen t of tha t claim. 

By no t handling s uch cla im properly he may dr ive th e cla im
ant to the courts, and make him such an invete rate enemy that 
no reasonable adjustment can be made of the case thereafter. 
The result may be a. very large verdict which the co mpany will 
h ave t o pay, and that verdict may have a greate r influence than 
in th at particul a r case. I have fr equently seen large verdicts 
rendered in dam age suits act ing fo r years as pr ecedents for 
juri es and the public in subsequent cases, to the g reat injury and 
damage of the d efendants. I have in mind on e particu lar county 
where certa in merito rious cases wer e t ried, and large verdicts 
recoYCred. T ha t county, before tha t t ime, had no attraction to 
clai mants of this character, but it has ever s ince those ve rdicts 
were rendered been the Mecca o f persons who have damage 
snits aga inst corporations. The mistake in no t sett ling those 
cases has had its detrimental influence upon corporations in that 
locality ever s ince. So I say that when there is a meritorious 
claim it may, if not properly handled , be driven to the courts 
and th e result be disastrous, not only in tha t case, but for many 
years to come. Thi s is one of the things that a wise claim agent 

1 keeps in min d, and handles an irascible cla imant with gloves, 
but with mind always intent upon a proper adjustment. 

T her e is, unfo rtunately, a prevail ing idea t hat the claim agen t 
of a street rai lway company is the incarn.ation of everythi ng 
that is d ishonest; that he will resor t to any trick, adopt any sort 
of imposture to take advantage of the unfortunate, and to se ttle 
just claim s fa r below the pro per amount that should be paid 
therein: tha t h e is, in short, not a man to be trusted, fo r he 
will take advan tage of any perw n who puts h is trust in h im, a 
man who rides roug h-shod ove r the rig hts of the people, espe
cinlly th e un fortu n;ite who are injured, or who have a just claim 
aga inst the compa ny and justifi es all hi s conduct by his endeavor 
to keep down the t'x pemes of h is department: a m;m whom 
society tolerates ra ther t ha n takes pleasure in, knowing tha t he 
is a member thereof. 
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,\ II this should no t be. The claim d epartment of a street rail
,vay co mpany can be -o p erated in such a way as to com pel the 
resp ect of th e public fo r the head of the depa r tment, a nd the 
claim agent should be able, by ad opting a prop er course with the 
public in th e admin istrat io n of his <lepartm ent , t o acqui re and 
maintain a posit ion in society which is equa l to that occupied 
by a m ember of any other calling ; b ut it mu st be by ad opting 
a course in which the public ar e ju stly and honorably dealt with. 
Every pe rson who ha s a just claim a ga inst th e compa ny sh ould 
b e fa irly t reat ed; ncry one made to believe and feel t hat if th ey 
have an honest d aim, they wi ll secure justice at the h ands of 
t he cla im a g ent. The influence w hich the claim agent exerts 
must lead the cl aimants to come to him, rath er than to drive 
t h em to lawyers and to th e courts. 

It is no t always, but it is generally, t rue that a m eri torious 
cla im can b e settl ed o n m ore favorab le t er m s di r ectly with the 
claima nt, and befo r e st1it tha n wi th a lawyer after suit. Th e 
cla im agent' s o rganizat ion mnst be perfect; n o acciden ts must 
go without immediate inv est ig ation by competent, careful , in
te lligent and ho norable invest igato r s. 

S t r eet raihvay cases ar e u su ally de te rmined upon fact s. If a 
claim go es into litigatio n , a careful investigation wi ll either 
w in the case o r t end to re <luce the a mount of damages. In 
negotiat ion s for a settlement a ca r efull y prepared statem ent of 
factS i s a stro11g lever in forcing favorable te rms ; and n ot only 
thi s, but the claim agent is thereby enabled to co rr ect some 
erroneous irnpre,ss io ns of the claimant, and he is m a de to r eal ize 
th e fairn ess of th e adj ustm ent , and when the t erms are fin ally 
agr eed upo n , h e fe els th at h e has b een properly tr eated . A l
ways endeavor t o esta bli sh t h e absolute truth by your inv esti 
g atio n. I t i s a fa lse presump t ion fo r any cla im agent to build 
up a fi ctitious defense for hi s compan y upon fact s which cannot 
be substantiated in court. H e may th ink that h e is makin g a 
reco rd for hi m self , b ut he is o nly build ing up a disastrous 
monument that will fa ll upon him with s uch for ce that it w ill 
red ou nd, not to the b en efit , but to the di sad vantage of tJ1e com
pa ny h e r epresen ts. 

A part of the claim agen t' s duty towards the p ublic is t o 
r educe a ccidents as m uch as poss ible. VVhile it is not within 
the province of t h e cla im agent to fo rmulat e rul es which he m ay 
think proper fo r t h e pr evention of accidents, it is du e to the 
public and th e com pan y he repr esents that h e call th e attent ion 
o f the p ro p er office rs to th e causes ,vhich m ak e considerable 
disbursem ents in t h e settlem ent of dam age claims necessary. 
Nothing brin g s t o t he att ention of t h e operat in g d epartment 
mo re fo rcib ly th e r esult of so m e n egl igent m etho d in operation 
th an the la w of ave r::i ges. Ca ref ul s tat isti cs sh ould b e k ept of 
the number a nd k ind of acc idents. a nd th e ex ten t a nd character 
of injuries. I attac h t o t h is p aper so m e fo rm s w hich are used 
by the company with which I a m co nnect ed- the Clevelan d 
El ectri c R a ilway Company-which m ay in terest some of yo u. 
Every neg lig ent m ethod correc ted. every accide nt a n d injury 
av oided, is a benefi t to th e p ublic as well as to the company. 
No g r eater duty rest s upon th e claim agent than t o k eep p ound
in g away in op position t o negligent m ethod of operat io n. fo r, in 
the correctio n o f a ny of these m eth ods of o peration , h e is bes tm v
in g n ot only a ben efi t upon th e publ ic, b ut u pon hi s em ploye r 
as ,vel l. It is com mon to fi nd r ivalry ex i st in g b etwee n officers 
of a railway com pany, a nd you may be silen ced by a sh eer forc e 
of influence of t he depart~ent against you. But t he man who is 
eas ily r ebuffe d, ,vh o, ,vh en h e k nows h e is in the ri g h t , can b e 
turned aside b ecause som e superior offic er di sag rees with him, 
ha s no business to be a claim agent. H e sh ould b e made of 
sterner st uff or h e wi ll lose all independent tho ug ht and fa ll 
rapidly into th e ro le of a m er e a ut om a ton. No manag ement 
should be so narrow and conceit ed in it s m eth od of o p eratio n a s 
to be unwi lling to co-operat e with the claim dep artment in cor
recting fault s from which b o th th e public an d t he company 
suffer. 

It seem s t o me that a g r eat m an y of our companies h ave 
r each ed a s tage of perfection ; that is t o say, we have abou t 
reach ed the limit of economy in the ,vay of improvem ents to 
tra cks and t o roll ing stock an d th e exp editio us handling of 
passenger s, and what ever is done t o ch eapen the c ost of carrying 
pa ssengers must be in th e way of small economies. It is t h e 
littl e thing s in li fe that co unt: it is the little t hings v.·hich cause 
or prevent accident s. H ere , it seems to m e, is whe re the claim 
agent may properl y step in , and by reason a l the knowledge 
he has gain ed in the investigation o f claim , and hi s fa miliar ity 
with decisions of the court in n egligen ce cases , make suggestion 
for the . prevent ion of accidents . 

Bear in mind I do not favo r a n ext ravagant or reckless ex-

penditure of mo ney in con n ection with the claim d epar tment ; 
n o r do I favor a stingy o r niggardl y expenditure therein. I do 
no t favor the expenditure of a sing le dollar for the se ttle m ent 
of any claim un less ther e is a goo d reason for the exp enditure, 
a nd one which the department can explain and justi fy to the 
direct o rs of the com pany, o r to the public . I particularly en
join a p ro mpt and ca reful inv estig ation of all accidents a nd a 
car eful selectio n of w itnesses t h er eto; for I contend th at no 
department can be operat~d intel ligently and carry out the pr in
ciples h erein ad va n ced unless t h e department is so or gani zed 
tha t the facts in each ca se can be promptly collected and relied 
u pon by th e claim age nt and hi s attorneys, a nd no claim a gen t 
can properly k n ow _th e va lue of any claim unless it has been 
proper ly in vestigat ed and the fact s collected. All clairris must 
b e fa irly an d h o n estly dealt with , a nd whenever fraud appears 
upo n the o ther side, either by the claima nt or by hi s atto rney, it 
m ust be struck down, and st ruck dow n so vigorously as to deter 
o th ers fro m attempting a like sch eme. 
· T h e position which sh o uld be t a ke n in refe ren ce to claims 

which h ave no m erit wh a tev er- claims wh ich are broug ht solely 

CLAD,! DEPARTMENT - T HE CLEVELAND ELECTRI C RAILWAY CO.-
CO1'1PARATI VE DETAI LED STATEME~""T OF EXPE~ DITURES. 

I M onth of.... [: From J anuary 1st 

I 190 ........ 1 190 .. - ,.- 190 .. - .. - 1 190_ .. _,_ 
- - :,·-,---,-- -,-- -s--

1. Collisions with PersonsJA . Adults . .. . 
\B. Children .. .. . t ~~fil~:: ~;t~ ~ : ~cks and Animals .. 

.J. Struck by Trolley ... . 
5. Employees injured .. 
6. Fell off Cars .. 
7. Feil in Cars . .. ..... . 
tl . Fell getting on Cars ... . 
9. Fell getling off Cars .. 

10. Electric Shock .. . . .. . 

i k ~ ~ilro~r~1:;sJ:: t ~t~S 'd~m:cig~i . . . .. I 
1a. Misce llaneous . . .. . . . 
1 {. Pass..· ngcrs ejected .. . 
15. 
16. 
17 .. 
18. 
19. .. . .. .. . .. .. .. . .. .. .. . . . . .. .. .. . .. 

It r{t;!rf~~~~~.~~7:~s:::::::::: :: I 

23. Hospital Bills, Ambulance Bills, etc .. . l+ I 

!t ~WAt~:(~~~~~:E~~~~~,:~~<:::. ::: 1 
11 

27. Wages of Motormen, Conductors, I nspectors 

l!: ~._jii ~~i;ii~~~;:s~~~t~~~ ~ ~ : : ~ ~ : ~ • II I 
:1 2. ~'. torneys' Fees ... ...... . . .. ...... . . . . 1- _ 

l utal. . .. . . . . . . . . . . . . . . . . . . . . . . . . . $ S £ S 

----

CLAIM DEPART).1E!.\T - THE CL£VE.LA'.\1D ELECTRI C RAILWAY COM 
PANY-COMPARATIVE REPO RT OF NUMBER OF ACCIDENTS 

FROM VARIOUS CAUSES ON ALL LI NES. 

I: Mmnh ot :: __ :::::::_I From J= u"y 1st_ 
,1 190. -----1 190___ ____ 190 ...... 190: .. ..... 

Collisions -w,-il-, -P ,-, so-n_s_/ A- d-ul-,s-.. -. _-. ---ll--.----1----
\ Child«n . . . . .. . .... •. . Collisions with Vehicles and Animals . 

Collisions of Cars 
Struck by Trolley 
Fell in Cars .. 
Fell off Cars ..... ... . 
.Fell ge tting off Cars .. . . 
Fell ge tting on Cars .. . 
Electri c Shock ... ... . 
Cars leaving Track ... . . 
Rail road Ga tes damaged .. . . . 
Running-board Accidents .. 
Miscellaneous ... 

T otal. . ····~;~,,+ 'i--. - ·-.-- ------
Par:~ ~e: e+er:~f:~:, ~:~~I~ - ~~~~~ 

Disorde rly Conduct, etc . .... . 
Cars Derailed at Derailers .. . 

E:~l~l;;~~~j~~~ .. . 
Personal injuries .. . 
Fatalities .. 
Incidents.... . ...... . ..... . . . . 

8:~:~t~! ~~ ~~ i~~!;/ ~j~~~d ........ . 
Passengers carried per Accident .. ..... . - . .. . 

~ t1:sniT:a~l:::ti1cl~ld) ; ~eA~~ld::~·: :: : · 
Rides (Transters included) per Passenger injured 
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CLAIM DE:PAR;'MENT-THE CLEVELA ND ELE CTRIC RAlLWAY CO . 

}(.cport of Numbe r and Nature of Accidents on Each Line in Mt1nth of .. ... .... 1\10 .. 

N ATURE U F ACCIDE ~ T. 

Coliisions with Persons{~~t;~:~~: _ ..... 

Collisions with Vehicles and Animals. 
Collisions of Cars ... . . 
S truck by Trolley .. . 
Jle)l in Cars .. . 
Fell off Cars .. . 
Fell getting otT Cars .... 
Fell gdting on Cars .. 
Electric Shock... . . 
Cars leaving Track .. . __ .. . 
Railroad Gates damaged ... . 
R~ning-boo.rd Ai;ddents .. . 
M1scellaneous . .. . . .... . . 

Total. ; . . . 

Pafa,~r~~ t'r;~_je~~~ f~:1.le a~~~'. 
Disorderly Conduct, etc, ... . 

Cars Derailed a t Demi le rs . . . 

~:~lrm~~t~c~ ... . 
Personal iniuries .. . 
Fatalities .. 
Incidents .. 

CLAIM DEPARTMEXT- THE. CL.EVEL:\ ND ELECTK IC RAILWAY CO. 

S ta tement of Amounts Expended in Month of ..... 190 .. .. 0 n AccQunt of Accident. 

ACCIDENTS OCCURRI NG 1N. 

19[1 ·· 1 l!l0 .. _ I 190 .. _ I l!J0 .. _ . 190.__ Tot:t l. 
- -------- ---+-- s __ _ s_l_s--s- -,-

1. Collisions with Persons{Jt t!l~:~~:;: 
2. Collisions with Vehicles and Animals . . 
3. Collisions of Cars ... . . . . 
4. Struck by Trolley .... . 
5. Employees injured .. . 
6. Fell off Cars .. 
7. Fell in Cars ... ... ... . 
8. Fell getting on Cus .. . 
9. Fell getting off Cars .. 

10. Electric Shock.. . . . . . . . , . . . . . 
11. Cars leaving Track . . ...... . ... . . 
12 . Railroad-crossing C att's damaged .. 
13. Mis,.::ellaneous ..... . .. . 
14. Passengers ejected .. . 
L~ .... 
16 .. 
17. 
18. 
19 .. ••.•.... .. ... . ·. · · . · · · · · · · 
20. Witness Fees and Expense~ .. 
21. Expert T~stimony .... . 
22. Doctor 81lls .. .. ... ....... , . . . . . . . 
23. Hospital Bills, Ambulance Biils, etc. 
24. Special Services... . . . . . . . . . . . 
25. Incidentals: Offict' Expen~s, e1c. . . 
26. Salaries ..... . . . . . ........ .. .. ... . 
27. Wages of Motormen, Conductors, In• 

spectors .. 
28 .•..•... 
29. ··············· ··· · · ··· 30. Court Costs and Expenses . . .. . . . 
31. Court Stenographers o.nd Printing 
32. Attorneys' Fees .. 

Total... 

for the purpose of forcing a settlement at a no minal figure, my 
policy is to fight with the same vigor as cases where actual 
fraud is apparent. 

By the adoption of the policy herein advocated it is barely 
possible that in the settlement of some meritorious claim too 
much may be paid, but, in the long run, I have found that it is 
the better policy to pursue, and that the !Jw of averages will 
show that by adopting the attitude herein r ecommend ed towards 
the public, the expense of the operation of th e claim department 
wi ll be materially reduced. It will also result in ge tting the 
good will of the people, and if your company ha s the reputation 
of being fair, persons who a rc injured, instead of rushing off to 
lawyers, wi ll first see the company and endeavor to make ami
cable sett lements, which are always preferable. And I have 
found that in this business it pays to have friends and the con· 
fidencc of the public, rather than enemies and the public's 
distrust. 

METHODS OF MANAGEMENT OF CLAIM DEPARTMENTS 

BY H EN R Y C. BRADLEY, 

A<lj uster C hic ago Uni on Traction Cto mpan y 

Th e basis o r sta rting point, naturally is, the "accident," 
followed by a report of the train crew, upon the receipt of which 
the duty of the claim agent beg ins. 

I. A record is made of said report, a brief account o f !iame 
is given to an investigator, who is instructed to call upon the 
injured parties; ascertain what thei r injuries cons ist of; how 
serious 'they are, and procure an affidavi t of claim from all who 
will give it to him. If the case is a wreck or of unquest io ned 
liability he is instructed to settle all cases that is possible up to a 
certain figure- say $so or $roo, if, in his judgment, the amounts 
a re not excessive-otherwise lo telephone the department and 
confer w ith the gene ral claim agent for further instructions. In 
all cases where the injuries arc of a ser ious nature a medical 
examination is requested, and if it is consented to, it is made by 
the company's surgeon aft er a reasonable time has elapsed for 
the inju ries to develop into a defini te condi tion. A fter the re
port of the su rgeon is in the hands of the claim agent he is in 
a position to determine what is a proper amount to offer in set
tleme11t, and act according ly. 

This method, I find from inquiries, is. about the same in a ll 
claim departments; is nothing new, and appl ies only to cases 
where there is no defense for the company, and where only a 
question of the amount to be paid is involved. 

2. There is a class of claims that are a source o f annoyance 
to a!l claim agents. Th ey are termed by me as "blind or ·un
reported claims," and a ll a re more or less tainted with fraud. 
I ha\·e found them very difficult to handle. The company is en• 
tu:ely in the dark and must get evidence the best way it can, and 
more often than otherwi se is unable to obtain any at all. My 
geueral method is to insist on an affidavit setting forth all the 
facts complained of by the claiman t, hi s address and business, 
a lso the names and addresses o f al l witnesses, if possible, after 
\vhich an investigation is made-taking affidav it of al l witnesses 
and inquiring into the character and s tanding of both claimant 
and witnesses. If they appear to be of reasonably fa ir standing 
and respectability, settlement is made if it can be effected on a 
fair and reasonable basis. If the inn stigation proves unsatis
factory the case is declined payment- depending on time and 
Providence to enable the company to fi nd a defense, which does 
not ahvays happen, and the company may be compelled to pay 
more than is asked in case of a verdict by a jury. 

I never fee l satisfied in my own mind, no matter how disposed 
of, that it was the best method to follow in dea ling with th is 
class of claim s. If they are in the hands of a shrewd and dis• 
hon est attorney and suit is instituted, ther e is no way of deter
mining what they will cost the company; so experience has 
taught me that if the demands a re not exorbitant a se ttl ement 
for a small sum, even in doubtful cases, is money saved to the 
company. On the contrary, if a corporation follows such a 
method it is liable to es tabl ish the reputa t ion of being an "easy 
mark," and invite other persons to a tt tmpt to hold them up. 
which keeps the claim agent in an unce rta in fram e of mind all 
the time as to what is the best method to pursue. 

'WHAT CASES SHOULD BE INVESTIGATED AN D WHAT 
SHOULD BE LEFT ALONE? 

It is my opinion that a ll accide1J ts should be care fu lly investi
gated, and all facts relat ing thereto obtained as early as possible 
when fr esh in the minds of \Vitnesses and parties concerned 
therein. They should not be put aside, as is done by a g reat 
many claim agents, and after a lap se of time suit is brought and 
most of the facts and ev idence are los t through inability of wit
nesses, etc., to recall to mind the facts and circumstances of the 
accident, which places the company to a disadYantage to defend 
itself through neglect of its claim agent. 

A nothe r important factor as an aid to the claim department is 
the manner and thoro11 ghness of the train crews in getting the 
facts and circumstances of all accidents, in obtaining as many eye
witnesses as pn(;,sible to same, and making a full report of all the 
detai ls, which in a la rge percentage of the acc idents, is sad ly 
neglected. 

Also if the operatives of the company faithfolly performed t heir 
duties, as requir ed by the rules, a vcr)' large percent age o f the 
accidents dail y occurring \VOttld be avoided. Unfortunately, how
ever, the innate fa llibility of men tn become carekss, precau tion
less and indiffe rent tu their dt1ties wi ll not permit a railroad to 
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attain a degree of perfection in operation, and the accidents will 
cont inue to occur. 

HOW SHOULD A CLAil\'I AGENT TREAT CLABfANTS? 

It is m y experience that fairness and justice is the best policy 
to pursue; impress upon them the fact that the corporation you 
represent has a policy of acco rding claimants, wh o deal with 
them direct ly, hones tly and fairly, the same treatment; try to 
obtain their confidence, which, if successful, will make it easy to 
effect a set tl ement. You must remove from their mind the 
prejudice existing that all claim agents are sharks employed to 
defraud claimants out of thei r just rights. 

AUTHORITY OF CLAIM AGENTS 

The policy of railway corporations varies considerably in this 
matter. Some give their agents unlimited powers, in which case 
the agent is u sually the general claim attorney. 

Others require the claim agent to snbmit to and confer with 
th e general manager or general claim attorney all claims that 
exceed a fixed amount, which a mount va ri es from $50 to $1000. 
As to which is the most effici ent method to adopt I cannot say; 
they all have merit. 

I believe it is wise to impose restrictions on claim agents, as 
it is better to have the opinion of more than one on matters in
vo lving a settlement, especially where the amount to be paid is 
large. 

I have had experi ence under both systems, and I have found 
them both to work fairly successfu l. I th ink, however, where 
there is a general attorney, h e is, by nature of his legal knowl
edge, better qualified to decide what is proper to do lvith a case, 
and a decision can be reached much quicker, which is a potent 
factor in a maj ori ty of cases. 

Another important factor is the honesty and ability of the in
vest igators. 1'1uch of the success of a claim agent depends on 
his assistants. He sh m1 ld have sufficient power and authority 
over them and not be hampered by restrictions in hi s manage
ment. 

Experience has shown me plainly that diligence and effici ency 
can be better obtained th rough allowing the claim agent fo 11 
scoµe in the management of the department as in hi s j udgment 
is best fo r the best interests of the corporation. 

THE CLAIM AGENT'S WORK OF THE FUTURE 

BY C. WILLIS 1-L\RE, 

General Claim Agent, th e United Gas Improvement Company, 
Philadelphia. Pa. 

The success of the claim agent' s work of the future will de
pend very largely on what is done for him, as well as what he 
does for himself. In other words, 1111less certain legislation is 
enacted, a large part of the efforts of the claim agent in making 
prompt and low settlements, in fighting where a fight is advis
able, and in compromising where a compromise is to the best 
interests of his company, cannot m eet with th e success it de
serves. 

\Vhile in certain respects it is as toni shing with what rapidity 
the claim business of the country has grown within the last few 
years, when one considers the force s which have been at work 
to this end, it is even more astonishing that the accident busi
ness has been confined within any r easonable limits in any one 
of the large r Eastern cities. There is little question that if a 
corporation were enabled to sett le its just liabilities in an acci
dent case on a basis considered equitable by a body of fair
minded and impartial citizens, the total sum paid in any given 
year would be an astonishingly small one compared with the 
amounts paid to-day; b11t this is not the ca se, and the records 
of all large tracti on companies to-day tend to prove that the 
heavy · expenditures of the claim department are not made nec
essary by serions injuries due to the negligence of the company, 
nearly as much as they are made necessary by that type of case 
,vhich. startin g with a minor injury, or no injury at a ll , is 
worked up with extreme cleverness by the unsc rupulous claim
ant, aided by equally unscrupulous physicians and atto rneys. It 
is this type of case that is the source o f constant worry to the 
claim agent, and I doubt not will continue to be the source of 
worry for many yea rs to come. 

VVhile nearly every claim department to-day is fighting this 
particular evil through a well-trained corps of adjuste rs and 
detectives, it can only be permanently r elieved through the enact
ment by our Legislature of certain laws tending to make the 

perpetration of a fraud far less easy of accompli~lmi.ent than the 
laws of to-day permit of. Some little work has already been don.e 
in thi s direction, but in o rder to secure a successful outcome, 1t 
will be n ecessary for the va rious traction companies in every 
State in the U nion to combine in a united effort in their r espec
tive States to force upon the n otice of their State Senators and 
Representatives, a general idea o f the evils as they exist in this 
branch of the claim business to-day, and unless some measures 
are t aken for relief, one may expect to find a gradual increase 
in the cost of the accident business in the Eastern cities, and a 
ve ry ma rked increase in the \ Vestern cities, where at the pre.9'Cnt 
time the sp irit of graft has not entered to the alarming extent 
wh ich it has r each ed in the East, due largely to two reasons : 
First , that the Western public is not full y aware to the advan
tages to be secured through fraudul ent litigation, and have not 
been suffic ientl y educated along these lines by unscrupulous at
torneys and physicians. Second, that the larger proportion of 
emigrants have chosen to settle in the East rather than in the 
\-Vest, and it is th e fore ign element in every city which has identi
fied itse lf more closely than any other element, with the fraudu
lent bringing of claims. 

The first act to b e urged upon the Legislature should be one 
making it a cr iminal offense for an attorney to advance money 
for the maintenance of a snit. If this were done, a la rge number 
of cases which are ca rri ed to a st1ccessful conclusion to-day 
would fai l, owing to the claimant's inability to remain away from 
work for th e period necessary successfully to maintain a frattdu
lent suit. 

A law should also be passed making a claim invalid unless 
written notice be given th e corporat ion within thirty days from 
the date of the accident , and the statute of limitations should be 
so changed as to make one year the time limit in which a suit 
may be brought. 

An act shonld a lso be passed making it compulsory to try 
with the main issue of a case, a ll actions for loss of service of 
wife or child. 

Some of these statutes exist to-day in certain States, but they 
should exist in every State, and when they do, I am convinced 
they will result in a very material saving to a ll claim departments, 
and n o disadvantages to plaintiffs with just causes of action. 

T o-day, nin e men out of ten believe that the acciden_t business 
is only one form of corporate activity to secure much for littl e. 
They believe the claim department to be composed of a band of 
adjusters endeavoring to dupe the poor and ob tain settlements 
from them for grossly inadeqnate amounts, or rather they take 
this general view of the s ituation for granted, without having 
given the subj ect any thought ,vhatsoever. They do not believe 
you when you tell them the large majority of cases settled, are 
settled for sums far in excess of the amount which would com
pensate the individual for any time lost, or s L1ffering cau sed by an 
an accid~nt, and wi ll not realize that such sums arc only paid 
because of the knowledge that unless paid, an unjust ve rdict of an 
nnfriendly jury for a far greater amount, may be sustaia ed by the 
highest court in the State. 

It would therefore seem advisable to draw the attention of the 
people of your community to the rea l n ature of the claim work 
by publishing from time to time in the n ewspapers stories cov
ering different sides of th e work. If this is done, little by little, 
you will find the leaven working in your favo r, a nd it will not be 
long before you r Legislature wi ll be enacting the statutes men-
t ioned. · 

I personally k now of a tow n of some .200,000 inhabitants, 
where the traction company had been preyed upon for years by 
an unscrupulous set of attorneys, doctors and claimants, whose 
actions were considered perfectly justifiable by the better class 
o f attorneys, as well as by the better class of business men. In 
sever al instances, men of prominence were brought to tlte office 
and shown some of the cases, which , start ing from practically 
nothing, had through the clever manipulation of lawye r, doctor 
and claimant , been worked up to a point where the injuries 
were apparently of a permanent and most se rious nature, and 
where thousands of dollars would be requ ired to effect a settle
ment, where lnmdreds should have sufficed. They were astound
ed; th ey spoke of what they had lea rned to their friends. Some 
of the very atto rn eys employed to fight the cases had previously 
had no experience in accident work, and were equally thunder
struck by the amazing amottnt of graft which was constantly 
being disclosed to them while preparing their cases for trial. 
Little by little, the impression gained ground that the corporation 
was not so much of a grinder of the poor as had been formerly 
bel ieved; the difficulties that beset the claim department were 
more thoroughly understood, and the. company is seeing to-day a 
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g radual change of opinion which is help ing materia lly in its set
tlement s. This, then, should be one branch of th e cla im agent's 
work o f the future , if he hopes to hold expenditures down to a 
reasonable basis. 

T he claim agent's pos ition fit s him peculiarly to look on both 
sides of traction work, the commercial side as well as the operat
ing sid e, and his suggestions along lines of operation should be 
given a fair hearing, even although they may be aga inst the per
sonal opinion and wishes of the superintendent . If, for instance, 
the ope rating department increases the speed on a certain divi
sion, the cla im agent find s that due to this increased speed h e 
is having a la rger number of accidents, and that these accidents 
are costing the company more money than is being saved the 
operat ing department in its platfo rm expense, then the proper 
course would seem to be to return to the slower schedu le. Again, 
if the claim agent finds that accidents are becoming more frequent 
through allowing passengers to ride on the seat directly behind 
the motorman, thereby distract ing his attention, the fact that the 
company may be receiving a g reater return in money than is 
being expended by the claim department on account of accidents 
arising from this cause, should not be pennitted to influence the 
company in their decision to remove these front seats, or where 
this is impracticable, to chain off the front platform from the 
possible in vas ion o f passenge rs. If a motorman is to be held 
strict ly responsible for the proper running of his car, it is ad
visable to remove every possibility of having h is attention dis
tracted through the presence in his immediate vicinity of per
sonal friends or acquaintances. 

There a re certa in changes which I feel must eventua lly be 
made if the cost of the accident business is to be materially de
creased. The most impo rtant change in my opinion, is the 
abolishing of the present type of open car, and the substitution 
of the type o f car with a cent ral ·aisle, and entrances at either 
end. I think we all find that running board accidents form a 
very large port ion of tht: total number occurring during th'c 
summer season, and while it may be d ifficult to-day to convince 
the managemen t of a traction company that open cars should be 
abolished, I believe it to be one of the most important changes 
which the next few yea rs will bring about. 

Another and very serious difficulty with which the claim 
department has continually to deal, is the type of men employed 
as motormen and conductors. The present class of men in these 
positions is infinitely inferior to the class employed a few years 
ago, and is made up generally of men who seek these positions 
as a temporary means of support while looking around for some
thing better; this in spite o f t he fact that the wages paid have 
been constantly increased. I believe, however, that it would pay to 
increase the wage of the newly hired employee, who when first 
employed to-day is put on the ext ra li st by establishing a mini 
mum wage per day, which wage shall be something less than he 
would receive if he had a regular run. 

These sugges tions, if put into effect, will undoubtedly increase 
the expense of operating the road, but the money saved in the 
claim end of the business will more than make up fo r the addi
tional cost. 

Let us hope, therefore, that the claim agent's work of the future 
will result in bringing about these changes; th e educat ion of 
the public to the true inwardness of the claim bus iness an d thei r 
subsequent denunciation of its fraudulent side; the enactment 
by our L egislatures of the laws suggested in this paper and the 
co-operation of the opera ting departments in making certain 
changes which will be of undoubted benefit to the claim depart
ment, as well as the company as a whole. 

QUESTION: sox .OF THE CLAIM AGENTS' ASSOCIATION* 

KEY TO IDENTITY OF REPLYI NG COMPANIES 
Atlantic Coast Electric Railway Company, Asbury Park, N. J, ; Geo. 

8. Cady, claim agen t...... . ...... .. .... . ...... . 
Rirm in gham Railway, Light & Power Company; C. A. Avant, cla im 

attorn ey ...... ... . .. . 
Boston & North ern Street Railway Company; \V. A. Rice, general claim 

agent .......•...... . . ...........•. 
The Cleveland Electric F: ailway Company; W. F. \Yeh, claim agent., .. 
Chicago Union Traction Company i Henry C. Bradley, adju ster .... ,,,, 
The Denver City Tramway Company; Sam C. D orsey, claim agent ..... . 
D uluth Street Railway Comp ~ny; Herbert \Varren, general -manager .. 
Detroi t Un ited Railway; F. E. R ank in, gen eral claim agent., ........... . 
F itchburg & Leominster Street H.ailway Co mpany ; 1-1 . K. Bennett, 

c laim agent .... ... ...... , .. , .. , . . . ...... , ...... , , ... , .. 

• In puhli shing thi s report, no endeavor has been mad e to give all of the 
replies, but rather an assor tment varied enough to reveal th e di ffe rent 
shades of opinion, without printing many answen; pf similar te.nor.- (Eds.) 

Fresno Traction Company, Cal.; C, A , Jenkins, superintendent. 10 
H artfonl & Sprin g tidd Street Railway Co1npany; H. S. Newton, gen-

eral manager an, I claim agent 11 
C. W. H are. d aim agent, L'nitcd Gas I mprovement Company, Phi]a. 

delphia, Pa. Ii 
Utica & !-.Iohawk Valley Railway Compan,y, Utica, N'. Y,; R. E. 1lc-

Dougall, claim agent .. , . . . .. . .. 13 
Indi an a Vnion Tracti on Company; Ellis C. Carpenter, claim adjuster.. 14 
The tlfemphi s Street Railway Company; C. 11. Por1 er, claim agent. •.... 15 
New J ersey & Hudson River Railway & Ferry Company, New York 

City; \V. N. Barrows, third vice•presidcnt. . ....... 16 
O klahoma City Rai lway Company; M. L. Spitler, cbim agent 17 
Providence & Danicl sQ n Railway Company; D. F. Sherma n, president.. 18 
Philadelphia Rapid Transit Company; S. L. Rhoades, president C. A. A. 19 
Public Service Corporation of New Jersey, Newark, N . J.; A.H. Moore, 

claim agc,nt .. .. . . . . . . . • .. . . • . 00 
The Paducah Tr,i ction Company; J ohn S. Bleecker, manager.. 21 
Scranton Railway Company; S tephen D yer, claim <'gent ..... 22 
Schenectady Railway Company; F. A. Brown, claim agent.. 23 
The U,nited Railways & Electric Company, BdtimQie; James B. Pratt, 

assis tant gcnernl man ager , • . . . . . M 
H oughton Cou nty Street Railway Company, Hancock, Mich.; F. 0. 

Mayotte, claim .tg~nt 25 
International RniJway Company, Buffalo, N. Y.; Andrew J. Farrell, 

rla im agent 26 
F. W. Johnson, claim agent, Conn ecticut Railwa y & Lighting Com-

pa ny, Bridgeport. Co11J1. . . .. . . . .. . . 27 

Q. L I s it good policy to settle personal injury claims in which there: 
is, according to the invest igation, no liability, when it can be done along 
clo se lines, o r shall we stand on these cases and settle only those which are 
close or for which we are clearly liable ? 

I am of the opi nio n that set tlement could only be inade in 
liabili ty cases, givi ng the plaintiff the benefit of the doubt. (2) 

I believe it goo d policy to settle serious injuries for the cost 
of m edical treatment when there is no liabi lity. (3) 

In cases where there is apparently no liability it is best to 
comprom ise by payi ng a small amount to the claimants if they 
present their cla im to the company in person, but if they are 
represented by an attorney and the company is well fortified 
with testimony the claim should be contested. There may be 
a fe\v except ions to this rule where aftorneys do not make a 
practice of taki ng damage cases. (4) 

It is my opin ion that where a claim can be sett led for a small 
sum, say 50 per cent of what it would cost to defend, as a matter 
of policy, it would be best to sett le. (5) 

I do not beli eve it good policy to settle personal injury claims, 
if the investigatio n shows clearly that there is no liabili ty, pro
vided evidence is avai lable to make a figh t, even if such cases 
can be settled for small a mounts, as I th ink sett ling such cases 
only encourages others to bring unmerito rious claims. There 
may, however, be cases in which you are satisfied that there is 
no liabili ty, but owing to lack of evidence have n o means of 
proving it. In such cases a settlement might be consid{ red, as 
a recovery through the courts is more widely advertised than 
a compromise settlement . I do not believe in going into a fight 
in which you are likely to be whipped, for every case lost en
courages others to bri ng suit s and every case won discourages 
them. (7) 

It is profitable to settle for small sums claims in which there 
appears to be no liabili ty, especially where there is a great vol
ume o f cla ims, because the settlement of such cla ims helps in 
sett lement of other cla ims in which there is liability o r great 
doubt as to the success ful defense. A good many attorneys, as 
\vell as claimants , do no t know a strong case from a weak one. 
Another thing to be co nsidered is th e fact that in most of the 
cases we cannot be absolutely sure of the facts. This applies 
more particularly to street railway cases, as in steam railroad 
cases there is oft en an absolute legal defense. (8) 

I believe that in these days of much shyster work on the part 
of lawyers, who are on the lookout fo r good, bad and indifferent 
cases, if the case can be sett led for a small amount, compared to 
what it would cost to try it , when it is seen that a lawsuit i:.. 
inevitable, it is bes t to do so. There is but one exception to 
this rule, and that is when a person places himsdf in a position 
of voluntary danger, not being a passenger or being one as the 
case may be, and there being plenty of reputable witnes ses. I 
quote the case of Richards. vs. Fitch burg & Leominster Street 
Railway Company, in which the plaintiff, who was not a passen
ger , stood on the edge of a running board and leaned over the 
side bar, which was down to protect passengers and prevent their 
leaving the car on the side next to ano ther track, and was either 
brushed off by another car or fe ll in a ttempting to get off and 
was severely injured. This case was allowed to go to court, 
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and at the last moment was withdrawn and a ve rdict ente red for 
the defendant . (9) 

O n the who le, it is had pol icy in th t' long run to set tle a ny 
daims where there is no liabi lity. O rdi na ril y, however, the no 
liability condition is only apparen t and frequent ly evidence is 
brought o ut on Lria l which changes the who le appearance of the 
case. Therefore, practically, it is usually best to se ttl e where 
the amount involved is small . (11) 

Jt is not a d ifficul t matter to decide upon g iven evidence, 
whe ther or not any liabi lity exists upon the part of the company, 
1,u t it is quite another question to d ecide ju st h ow m uch the 
evidence will be a lt ered bv the t ime the case comes to tria l, and 
what additional evidence· wi ll he presented. Therefore, cases. 
which on their face would b e stamped to -day as of no liability, 
might bear a ve ry di fferent aspect six monlhs -hence. As a 
general rule, however, cases of no liability should not be settl ed , 
bu t in some instances it is advisable to se ttl e cases where the 
evidence showS no liability o n the part of the company, but 
where it is the evident intention of the claimant to bring suit , 
providing such cases can be settled for a sum less than the cost 
to the company trying same. This is a ques tion , however, 
which every claim agent must decide fu r himself, afte r going 
over the individual case. This applies also to the calling upon 
injured persons. It is o ft en ad visabk to ca ll upon a claimant , 
eve n where no liability exists, but when· the inj ury is a severe 
one. (12) 

I t is good pol icy to settle claims where death or serious per
sonal injury has res ulted where there is no liability on the part 
of th<: company, provided same can be done a long close lines, 
sm:h as the a llow,i nce of actual funernl expenses, or surgeon 
.1nd hospita l expense, but this should o nly . be done where the 
se ttlemen t of such cases is in a perfectly frien dly way an<l is 
appreciated, a nd it is cer tain you are making friends by so doing. 
The benefit wi ll come indirect ly fro m the parti es themselves or 
the ir frie nds by the good feeling tha t is brought about by such 
, 1·Ltlemc11 ts, a nU where pcTsons or thciT fr iends ar e called upo n 
lo se rve as jmors in future cases, the company is s ure t o reap its 
rnvard. (1 4) 

Th e answer to this d ePcnds entirely upon the individua] in
jun.: cl in the accident ; as a gene ral proposit ion it has been our 
t"X J:>cricncc that it is not bes t to sett le, and to pay th e claims on ly 
\\' he re there is a probabl e or clear liabili ty. (17) 

Settle everything if it can be done within reason, whether lia-
1,h; o r not , provided suit will follow if se ttl ement is no t made. 
It costs money to go into court even to declare "not guilty," 
and a lo ng drawn out annoyance is undesirable. (18) 

If case is strong. contest; if only one witness besid e crew and 
injury is se\'e rc, well to settle cheaply as a matter of insu rance; 
if, howe,·er, injury is slight, contest; in case of fe males, however, 
it is oftentimes advisable to sett le fo r a nominal sum even when 
case is fairly strong. In case of aged people o r cripples it is 
difficult to convi 11 ce a jury that they attempted to board or leave 
a moving car. (20) 

The question of economy is the first one c011sidered. We 
don 't resist cases, whether liability exists or not, to the point o f 
suit , when the demand is for a small sum. (21) 

1\1 uch depends upon the kind of j ury before which the case 
would be tried, If there is sutTicient evidence to take the case 
to the jury and the injury is se rious, I would consider it a case 
for a small sett leme nt. A claim agent should not stop or con
clude his inves ligation as soon as he has had the defendant' s 
witnesses examined, bul should by all means endeavor to get 
the plaintiff' s statement. It is pretty safe to say, however, tha t 
in ni ne cases ou t of ten. the plaintiff in the hands of a skilled 
plaintiff's lawyer, who t raffics in damages, will say whatever is 
necessary to be sa id in order to take his case to the jury. {24 ) 

Q. 2 \Vhat steps are taken , and by whom, to collect damages for in jury 
lo cars on the street by vehicles, etc., owing to nc,irlcc t o r recklessness of 
d rivers, or the breaking of gfoss by persons outside o r ins ide of cars 
through no fault of the company? 

Conducwrs arc r equired to collect from passengers breaking 
windows of cars. \Ve have neve r collected damages from 
vehicles that have run into cars, as we arc perfectly satisfied if 
we do no t have to pay damages. ( I ) 

Claim department looks after the collection of all damages 
sustained by the car s. (2) 

A letter sent by the claim agen t to the person responsible, 
stating cost of repair of such damages and re([ucsting a check. 
\\'e have been fair ly successful. If a refusal is returned, unless 
we have a st rong case and the damage rs heavy the mat'ier is 
dropped. (3) 

This company rarCly takes any steps to collect damage for 
repairs made on cars. (4) 

Our company does not make a practice of claiming damages 
fo r inj ury to cars caused by collis ions with vehicles, or breaking 
of g lass by persons o utsid e or inside of cars. In a few instances 
it has been do ne, and in such cases ent irely by the operat ing 
department. (5) 

O ur conductor usually tri es to co ll ect for broken windows, but 
gene rally fail s; and damage fo r injury to cars, if paid , are usually 
collected two fo r one when cla iman ts have bills agains t th e com
pany. T hey do not fo rge t to add in te rest to the amount th ey 
paid. (6) 

\Ve have not done much in the way of .a ttempt ing to collect 
for damage to our p roperty caused by reckless drivers, and have 
not felt that it was worth while, as in a majori ty of cases the 
driv ers arc not responsible. \Ve have, in some cases, where 
d rivers employed by respo nsible firm s have caused damages 
made some aitempt to collect from the owners of vehicles, b ut 
have no t been ve ry successfu l and have never carried it to the 
point of bringing suit , (7) 

The claim agent has, in several instances, collected for glass 
bro ken under circumstances quoted. In cases where damage is 
done to both car and veh icle through perhaps q ues tionable 
liab il ity, it is better to get a release and say nothing about ca r 
damages. (9) 

\Ve take no steps to collect damages fo r injuries to cars due 
lo vehicles collid ing with same, \•Vhere g lass is broken by 
passengers conductors arc instructed to insist on p,iyment and 
usually succeed in collecting some compensation. (11) 

·when company's ca rs or other property a re damaged throug h 
care lessness or negligence of other people1 a statement showing . 
t he amount expended in r t:pairing sam e is submi tted by the 
master mechanic's department to the superintendent of trans
portation, who renders an account aga inst guilty party. In case 
party refu ses to pay, the b ill is then turned over to company's 
attorneys for- collecti on. (26) 

The necessary expense in volved in endeavoring to collec t 
damages fo r injury to cars by ve hicl es, e tc., would not be war
rant ed by the amounts recovered, as in most instances it would 
require a suit to secure any payment. (12) 

Damages fo r the breaking o f glass and injury to cars, where 
possible, arc collected by the conducto r; if unable to collect he 
secu res name of pa rty doing damage and name is se nt to the 
claim department. Upon ascertaining from the shop the cost of 
repai r, claim department t ri es to collect same where negligence 
of party is clear. (1.3) 

So far we have never attempted to collect such damages, feel
ing that it would have a t endency to antagonize the general pub
lic and cause ill fee ling toward t he company. (17) 

Fi rst, bills are rendered by the claim department. If not paid, 
one or two personal vis its arc made to the owners of the teams 
which caused the damage, If the accident is due to what might 
be called ''criminal n egligence," suit is begun and vigorously 
pressc~. Sometimes th is is an unwise course to pursue, partic
ularly 1r the d efendant employs a large n umber of persons and is 
willi ng to assist in b ringing ahout amicable settlements when his 
employees are injured. ( 19) 

O ur company, as a general rule, overlooks cases where slight 
damage is done t hroug h the agency of passengers or othe r par
ties. (2i) 

Little or no steps a re taken by th is company to collect dam
ages for injuries to cars. The conductors collect for broken 
windows when then can. (23} 

It is not good policy to attempt to co ll ect from the public by 
legal procedure for damage done to ra ilway company's cars, 
when the amount of damage is small , fo r the r eason that it cre
ates a sen timent against · the company that pursues this practice 
and in the long nm will prove detrimental to it, If, however, 
the damage t o cars is do ne by veh icles owned by reliable persons 
o r fi rms, and it can be so shown, co llect ion can be made by 
amicable methods. (24) 

Q. 3. ·\Vhat is the law in your p::irti cular Stat e in a case where :a pedcs 
trian or teamster is struck by a car whil e crossing the tr acks, who testifie:. 
that he looked and listened nnd fa iled to sec the car; where th e conditions 
arc :,uc11 tha t IH."' could not help seeing it if he haJ looked, and where it 
would be self-ev ident from the surroun dinir circ umstances that the tnan was 
committing perj ury? Could he be convicted of perjury in your State if the 
jury find fo r the defen dant in a damage case? 

No. (1) 
It would be a di fficult matter to convict a person in Alabama 

for perjury g rowing o ut o r testimony g iven in a damage suit, 
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and in my opin io11 the case stated, by question would not be 
sufficient. (2) 

The fact tha t a jury fo und for a defendan t in such a case would 
not be evidence of perjury. Th e perj ury charge would have t o 
be tried on its merits. I knmv of no such law in 11assachusetts 
and I doubt if a person could be convicted of perjury under the 
circumstances. (3) 

T would say that the rule of law in this State would be that 
no recovery coul<l be had. This is upon the assumption, first, 
that the car when the traveler went upon the track was in such 
close proximity that it wou ld be negligent to go or drive upon 
the track at that time and place, and secon<l , if the motorman on 
the car ex ercised ordinary care in di scovering the traveler's dan
ger, and in operating the car thereafte r tri ed to avoid injuring 
him. Induding this a ssumption of fac t in th e query, it would 
be a que stion of law for the court, and the verdict shoul d be 
directed for the defendant. Th e fact that a verd ict is returned 
for the defendant in such a case would have no bearing on the 
prosecution of the plaintiff on the charge of perjury. The fact 
of the perjury must be proved.· He may testify in the damage 
suit that he looked but saw no car, in the self-consc iousn ess of 
the truth. He may have looked negligently and seen n o car. 
In either case the charge of perj ury would n ot be made o ut as 
he has not wilfully a nd corruptly stated a fals ehood. It would 
be extremely di fficult, if not impossible, to convict such a person 
of pe,jury. (4) 

The law in th e State of Illinoi s is favorab le to conviction, but 
it would require overwhelming evidence to make out a case, and 
liab le in case of non-conviction to result in damages against the 
company. (5) 

I quote two cases below which will g ive you an idea of the 
law in Minnesota. \Ve operate al so in 'Wisconsin, and I do not 
understand that the law is materially different there, but I am 
not so fam iliar with it . 

' 'Tericn vs. St. Pa ul City Railway , 70 Min nesota, 532. 
"It is but litt1c excuse for plaintiff that h e looked from the 

point at wh ich he stood in front o f the saloon . Street was well 
lighted with electric ligh ts. He could see the telegraph or tele
phone poles and lamp poles, and did see them, and knew that they 
obstructed his vision. After he sta rted across the street and had 
reached the curb, there was nothing \Vhateve r to obstrnct his 
vi sion unless possibly the farmer' s wagon, if that was then going 
o ff the end of the bridge. H e knew that the proper place to 
look was not ,vhcre his vi s ion was obstmcted, but whe re it 
was not.'i 

"Miller vs. Trusdale, receiver o f the ·Minneapoli s & St. L ouis 
Railway, 56 Minnesota, 274. 

"The plaintiff testi fied positively that he s topped twice, and 
looked and listened, once when he was 6o ft. , and again about 25 
or 30 ft., from the cross ing, and n either saw nor heard the train. 
If this testimony is tnte, it amply justifies the jury in finding 
that plaintiff exercised rea sonable care ; but the contention is that 
the uncontradicted evid~nce conclus ivclv shows that the train 
must have been plainly Yi s ible from th~ point or points which 
plaintiff occupied when it beca me his duty to look and listen, and 
hence it must be conch1sively presumed eith er that he disregarded 
that rnle of common prudence, or, if he did look , that he heed
lessly disregarded the knowledge thus obtained, and negl igent ly 
ran into an obvimts danger, and the fact that he says he looked, 
and saw nothing, when it was clear tha t if he had looked he 
wo lll<l have seen the train, would not warrant the jury in finding 
that it was true." 

"Syllabus. It is true as a general proposition, that one who is 
strn ck at a railroad crossing by a moving train, which must have 
been pla inly visible from the point he occnpied when it became his 
duty to look and listen, must be conclusively presumed not to 
have looked, or, if he did, to have negligently di sregarded the 
knowledge thus obtained; and th e mere fact that he says he 
looked and saw nothing, wou)d not , 1111der such circumstances, 
justify the jury in finding that it was trne." . 

I think it would be very difficult indeed to con vict a perso11 for 
perjury who said he looked and did not see, even though it was 
conclusively shown that hi s statement was untrue. (7) 

Theoretically, yes ; practically, no. But prosecution might have 
a good moral effect. (IO) 

P laintiff who swears that before crossing the track he looked, 
li stened and did not h ear or see a car coming, (view at this point 
heing unobstructed) and was strnck and injnred, and jury finds 
verdict in favor of defendant, there is no evidence to show that 
this person deliberately lied or swore falsely; the civil action 
wou ld have no bearing on the criminal case. If a person is fou n.d 

gu ilty o f perju ry, he can be sentenced lo a term of te n yea rs in 
the State prison ; this be ing the rnax im l1 111 penalty for pe rj ury in 
the State o f New York TL is ha rd, however, to convic t a person 
for perju ry, as you will see by the case ci ted hereunder : 

"About ten yea rs ago thi s company was invo lved in a case 
where a witness testifi ed fal sely. It was shown tha t thi s man was 
three-quarter s o f a mil e distant from the scene of the accident 
when it occnrrcd. It required two trial s to convict thi s man. 
The first tri al resu lted in a di c:agr eemcnt , j ury c;tanding eleven 
fo r convict ion and one for acquitta l. The second t ria l was more 
successful, as the 1na 11 was foun d guilty and sentenced to A uburn 
Sta te Pri son for s ix years." (26) 

The matter could be presc11ted to the grand jury, a nd indict
ment for perj ury . poss ibly fo und. Extremely questionabk 
whcther o r not a jury would con vict with a r ailroad company 
prosecuting. (r3 ) 

\Ve understanrl th e law in Indiana to be th at a person ap
proaching a street car or interurban track , should tak e the neces
sary precaution s by looking an<l li stening fo r a ca r, and if the 
conditions are such that he might h a,,e see11 the car by looking, 
the law presu mes he mu st have looked and seen the car and be 
governed acco r rl. ingly. The fact of th e fi nd ing of a ve rdict fo r 
defendant in a case o f th is kind would not be suffic ient to con
vict a man of pe rjury, although he test ified that he <l id look a nd 
lis ten and take proper precaution as he a pproach ed the r ailway 
track. ( 14 ) 

In the State of T ennessee the law holds th at a man sees wh en 
the condition s :i re such that he is bound to see if he looks. If 
such condition c; are proven. then the law would hold that the 
man saw, even if he testi fie d that h e looked, listened and did not 
sec. \Ve h ave never had a conviction o f perjury in a damage
suit case, though we ha ve pen ding some indictments. ( 15) 

In P enn sylvani a the law is : " I t is va in to say tha t you looked 
and l is tened , then went on and wer e struck in spite o f what your 
eyes and ears must have told you." In oth er words, it is con
tributory negli gc li ce to wa lk acro~s in fr on t of an a pproaching 
car whether it l s seen o r no t. It is do ubtful if th e pla inti ff could 
be convicted of perjury. (19) 

If injury is ser ious, get statement of _injured parties as soon as 
possible; th ey are t1strnlly mor e truthful immediately a fter the 
acddent. If case seems from report that we arc no t liable, sec 
one of the witnesses, and. if report is confirmed, file- case. This 
in case of minor injury; where injury is severe, see all wltnesses 
immediately and work the neighborhood. (20) 

If a p cdes t ri a n. teamster, or o th n pl'rson vio lates th e provision 
of a danger sig n knowingly, h e assumes th<' ri sk , but thi s does not 
clear the company if rea~onable caution on the pa r t o f the train 
men could h ave prevented the accident. \Ve have nc,Tr heard of 
a perjury case being prec;sed to a successful conclus ion by a rail 
road company in Kntuck y. (21 ) 

Answering the last chuse of No. 3. would say th at if h e had 
testified , we could convict him in P ennsylvania. (zz) 

Under these facts it ,vas held in one of our cases to be a ques
tion of fact for the jury to pass upon as to the credibility or in
credibility of the plaintiff' s stor y. I do not bel ieve that the plain
tiff could be c01wicted of perjury on a mere failme to re
cover. (23) 

VVhcre a dri ver or pedestrian t estifies that he looked and 
li stened, and failed to ~ee a ca r , where the conditions are such 
that if he had looked he could not have failed to see a car ap
proaching. and is thereby injured in a collision , the courts of 
Maryland have decided that such testimony is unworthy of be
lief, and sl1 on ld not be allowed to go to th e jury. In such a case, 
while the plaintiff would be g11ilty o f perjury, it is donbtful if th e 
jury would convict. ( 24) 

He could be prosecuted for perjury, and th e penalty is from 
three to fi ve years in th e penitentiary, and the company could com
mence proceedings in civil su it if the party was wo rth it. ( 25) 

Q. 4. W hat is th e b es t way to brea k up ambulan ce chasing? 

Refuse to settle unless yo L1 a re liable. Our experience has been 
that "ambulance chasers" do not get the cases that have any 
merit. ( I) 

I am unable to give th e best way to break u p ambulance chas
ing, as it h as no t been broken up during my experience. It 
seems to flouri sh, notwithstanding all of our effo rts. I have be
come convinced that it is necessary in some instances to t r eat 
with them before th ey sell the case to lawye r s. Tt enables us to 
settle the liability cases falling into their ha nds, before suit is 
filed , a t a better fipm.: tha n had ,n · deal t \\"i th an attorn ey. ( ..! ) 

Ignore them in a ny d a im th ey prese nt and sett le direc t with 
the injured persons. (4) 



910 STREET RAILWAY JOURNAL. [VoL. XXVIII . No. r8. 

T o have the claim agen t the first man on the spot, and with 
the proper authori t ies to settle claim if po ss ible, and if no t to 
get a full and complete s igned statement from inju red party o f 
the acc ident in detail. VVe have very little of such to contend 
with here, it being recognized among the lega l fraternity to a 
large extent that we are fair and square in our :1ttempts to 
settle, and that they have got to fight hard to win a case where 
we have had th e first handling of it. (9) 

In the Sta te o f New York th ere is no law prohib iting "am
bulance chaser s.'' The ma jority of prominent or respectable 
lawyers claim it is a legitimate business if the attorney or "am
bulance chaser" does not overstep the law in some respect. 
T here is nothing, as I can see, to prevent them look ing up cases 
aga inst any su r face ra ilway or corporation. (26) 

The best m ethod for breaking up ambulance chas ing is: First, 
to see that your adjusters reach the injured before the runners 
from t11 e atto rney's offi ce ; second. where you are able to secure 
evidence of conspiracy on the part of th e runners to defraud the 
company through fal se cla ims, prosecute them to the last 
ditch . (12 ) 

Fig ~t them on every claim. whether l iable o r not. (13) 
The qu estion as to th e best ,vay to break up "amb •.1 lance chas

ing" is indeed hard to answer. VVe have had, so fa r, little suc
cess in tha t line. The best plan that I know of is to r ednce th eir 
revenue by the settlement, as far as pos ,;; ible, of all legitimate 
claims befor e such claims reach their hands and fi gh ting th em to 
a fini sh on eve ry cla im for which they fil e a suit. \ Ve believe that 
this discourages the average "ambulance chaser" more than any
thing else, ( 15 ) 

The "ambulance chaser " works on the theory th a t he has eve ry
thing to gain and very littl e to lose, and reli es on h is ability and 
chances in findi ng a j ury that will g ive credit to some ex ten t to 
his exaggerated cla ims. If h e sues for $ 10,000 and get s $ 100 he 
is ahead, whil e if he ge t s no thing he has had his work only for 
no thing, which ordin arily is not of g reat commer cia l value, so 
the loss is li t t le , if a nything. The laws o f the land s!10uld b e 
such th at a lawye r and his cl ient mu st establish their al leged 
claims or have same construed as a fraud a nd an a ttem pt to 
procure mon ey under false pr etences. (18) 

Settle behind the a ttorney's back, o r if suffic ient 11roo f o f con
spiracy can be obtained , have the att orney em ploying the ''runner" 
debar red. (1 9) 

In a case where an "ambulance chaser" is pa rticdarly aggres
sive we sett le w ith out l1 is k nowledge even if we have to pay a 
litt le more in two or three cases. \Ve concentrat e our energies 
on them one ;it a time, give th em fak e cases, ld it tn to tri-t! 
and then non-suit them beca nse of non•appearance o f cl ient. 
thus taxing them with the costs. \Ve have successfully defeated 
all our wo rst ··d rn~e rs" and haYe litt le di ffic ulty with them now. 
Our fight has been pa rticularly ;iggressive, even to the exten t of 
hounding them day and night , ge tting cl ien ts and witm sses away 
from tl1 em, and when they did win a case, making check payable 
to the client. ( 20) 

\Ve have not been t ro ubled to any ex ten t with "ambulance 
chasers." S hould think a good plan to break th is pract ice up 
would be to expose one of the offenders by means o f a fa ke 
case. ( 21) 

Th e best way to break up "ambulance chasing" in th e absence 
of any statute to that effect, is by pl1blicity and by educating the 
public in keeping before it th e methods pursued by ambulance 
chasers. (24) 

Q. 5. W hat is the custom or practice in regard to calling upon in jureo 
person s, especiall y when th ere is no l iability? 

We do not take any notice of the case as far as u;e injured 
party is concerned. ( 1) 

\Ve send o ur physician to sec all in jured parti es requirin g his 
attention, but in non-liability cases we let them do the talking, 
if they desire to communicate with the cla im department. (2) 

I make it a practice to call t1pon all injured people where the 
injuries are at all seri0t1 s, and get a complete signed statement 
covering all the facts of the accident, injuries, names and ad
dresses of their witnesses, if any, secure their s tatements, see 
their doctor, and get his story of the injury. I embody in an 
injured person 's statement wh ere he or she works, amount of 
earnings, other accidents or injuries sust ained, and in fact every
thing that may possibly be obta ined. This applies to both liability 
and no liability cases. (3) 

I think it is best to call upon persons immediately after acci
dents, and if the injured person is in a condition to make a 
ra tional statement, get it. It may not only aid you in the de
fen se of a lawsuit, but it may aid you in effecting a settlement. 

I have known attorneys to drop cases after they learned of ce r 
tain statements having been made and signed. (4) 

Vl-' here there is no liab ility do not call. (6) 
If injury is serious, the per son is called upon. (7) 
All injured persons a re genera11y seen, irrespective of liability, 

in o rder to learn if there are intent ions to fo llow up the same 
and claim damages. Where the liability is clearly with the in
jured parties , they a re sometimes let alone. This usually results 
in nothing coming of tl1e accident , where, if it had been followed 
closely, injured party might entertain the idea that we considered 
ourselves liable, and ask compensation. (9) 

It is our cu stom to have our road su rgeon call on injured parties 
wh ere the injury is serious, liability or no l iability. \1/here the 
injury is sligh t and there is no liability, we find it more expedient 
not to call. (n) 

It is often advisable to call upon a claimant, even where no 
liabili ty exists, but where the inju ry is a severe one. (12) 

Believe it wise to ca ll upon persons ; most persons like to feel 
that you take an interest in the matte r, and it creates a better 
fe eling towards your company. ( 13) 

In case of seriou s injury, it is always best to ca11 and secure 
sta tement of injured persons so as tO get their version of how the 
accident occurred. It is not always possible to t ell whether or not 
the re is any liability w ithout secu ring sta tement from injured 
pa rty. Inte r views o f this character often corrobora te state
ments of train crew and disinterest ed witnesses, and the in
vestigator is more likely to get the tru th r egarding accidents 
from injured parties soon after the acc ident occurs and before 
th ey have time to constd t at torneys , fri ends or neighbors who are 
fr ee with advice. Many times injured parties can be committed 
to a statement of fact, and a signed statement secured from them 
which wi ll relieve the company from liability, and be very useful 
in cour t in ca se sn it should afterward be inst ituted. ( 14) 

We usua lly cal\, in all instances in order to get facts, for al
though from our standpoint the re is no liability, yet the chances 
ar e some one w ill appear having a different opinion. ( 18) 

\ :V hen t here is cl ea rly no legal liability, and th e conductor' s 
repo rt indica tes a goOd defense, it seems to be unwise to call 
upon the injured party unless the inj ury be very serious, or a 
sympa thetic ca ll on th e family migh t be in order . In cases of 
death it is policy to ca11 upon the fam ily. (19) 

They are likely to believe that there is something coming to 
them as soon as they see the claim agent present ; therefo re, it is 
a bad pract ice. (:2:2) 

"When there is no liability and th e injury is likely to prove 
serious, the injured party is called upon merely to get his state
ment. ( 24) 

I always call on t hem and g et their s tatement in th e presence 
of a third party, if possible, immediately after the accident, and 
reduce same to a form of affidav it and have them sign it before 
th ey get advice. I genera lly succeed. (25) 

Q. 6. H ow can coriductors and moto rm en. be made to render reports of 
accidents seemingly trivial? 

A ha rd proposition. Keep afte r them, and discipline them if 
you find that they fa il to make re ports. ( 1) 

TI1is is a kno tty quest ion, and one that we should kee p ham
mering on , no t wi th the view of making perfec t, but diminishing 
the per cC'n t o f failur es. Periodically we wr ite the transporta
t ion depart m ent, calling their attention to th e failure of th e crews 
to comply with th e rules, and this we find assists considerably 
in ge t t ing report~ we would not o the r wise ob tain. The sim
ples t form that can be had is most productive of results, but 
with all of our effort s we fail to get r eports in all cases. (2) 

It seems to m e that conductors and motormen make out as 
few accident report s as possible, fo r the reason that they feel 
tha t they are g iven a certain amount of discredit every time 
they turn in an accident repo rt. Explain to them why it is 
necessary to have repor ts of this character, and eradicate the idea 
that they will be g iven a demerit mark. Strict discipline in re
gard to making Qut acciden t reports might also be bene
fi cial. (4) 

By discharging th em or severely disciplining them when 
they fa il to make repons of s uch cases. (7) 

We hold our men strictly responsible for a report of an ac
cident in connect ion with or around any car they may be operat
in g. In case such a r eport is not made they are suspended, or 
where the accident is di rect ly connected with them they are 
discharged. (9) 

The better r esult s of securing reports from the trainmen of 
small and seemingly trifling accidents are derived from the su
perintendent of tran sportation and hi s assistants. The rules of 
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this company has been very successful in obtaining report s of 
or incidents happening upon or near the car. In this respect 
this company has been very s uccessful in obtaining reports of 
such accidents. There is no o ther way I can see where better 
results can be obtained than throug h the opera tin g depa rt 
ment. (26) 

Where claims or compla ints have been made by parties re
garding accidents where no reports have been received by the 
claim departmen t fro m train crew, facts should be gathered as 
qu ickly as possible and train . crew committed to wri tten state
ment of fac t , togethe r with reason why they did not make re
port . After the facts have been ascertained, the matter should 
be p romptly reported to transporta tio n department, where train 
crew should be properly disc iplined. (14) 

Our present arrangement is, as soon as an accident occurs, 
no matter how trivial, the motorman and conductor are re
lieved at once, report at the office and make out their accident 
repor t, their time being paid them fo r the time they are off. 
This arrangemcnf works better than any I have ever seen. The 
reports are made on pract ically everything, and made in a much 
mote intelligent manner. (15) 

By providing severe punishment for conducto rs and moto r
men who £ail to make reports. ft has been o ur experience th at 
in almost a ll cases where the conductor and motorman fa il or 
refuse to make a report , knowledge of the accident is brought 
home to the com pany through some of its officers, (17) 

By careful instruction from their direct superior ofiicers. 
Th ese instructions should be g iven in a kindly manner, rather 
explanatory than otherwise. (19) 

Conductors and motormen can be taught to render r epo rt s of 
acciden ts seemingly t ri via l by continued and constant coaching. 
Conductors probably do not a t times report seemingly t ri vial 
accidents because th ey do not app reciate the importance of so 
doing. T heir answer usually is: " I didn't think it was neces
sary," They must be taught the importance o f reporting all 
things, and should be coached until it becomes second nature 
wit h them to report everything in sight. (24) 

Q. 1. What qualificat ions should a claim agent po~sess to be successful? 

This is the shortes t question and requires the lon gest an swer 
of any I have ever encountered. During my fiftee n years' ex
perience I have been unable to develop qual ifications necessa ry 
to sa t isfy my own mind as t o my efficiency as a claim agent. 
The second year o f my experience I thoug ht I knew all about 
it. Now I am convinced that I have a g rea t deal to learn , as 
new q uestions arc p resent ing themselves every day. A s a gen
eral rule, I would say that a claim agent~should have an accu
rate knowledge of the law pertaining to all matters likely to 
arise in his department. He should have the benefit of long 
study pertainin g to human nature, and should be ab le to mak e 
up his mind as to the character of the claimant and the r ca
son<!b leness of the claim from the first interview. I-Ie should 
be fearless and ho nes t, and never surrender until whipped, and 
then do it g racefully. He should be able to select the liable 
from th e non-liab le, and capable of conducting negotia tio ns 
fro m the claimants t o attorneys, and be familiar with th e prac
tice in the courts, a nd be on good terms with th e judges and 
other attaches. IIe should be so con stituted as to sympathize 
with the un fortunate, joke with the jo, ·ial , laugh with the merry, 
and fi ght with the fussy. H e should not hes itate to invite suit s, 
when in his opinion such ac tion is necessary. In fact, he should 
adapt himself to the si tuat ion and let each individual case stand 
on its o wn merit. This requi res a combina tion-man, and if any 
memher of the association thinks he fi ll s th e bill , I will thank 
him to send me his phot ograph. \Ve ar c confro nted with condi 
tions which r et1ui r e complete change of fro nt , and a cla im agent 
~hou !d be so constitut ed as to act a t once, no t being too sympa
theti c or aggr ess ive. He should be able t o turn away claimant s 
withnut aggrava ting or increasin g the breach , if necessary tu rn 
a deaf ear to the widow's wail and let the crippled depart without 
compensation; this requires nerve on th e part of a claim 
agent. (2) 

First and fo remost, a reputa tion of being fair. I do not mean 
genero us. weak or stubborn; just fair to everybody. Modesty 
prevents enumerating other qt1alifications. (3) 

T h e claim agent' s cond uct is gaged largely by the nature of 
the clai m, th e charac ter o f the person making the claim, and 
the policy of th e co mpany, so that he should be a ma n of vari
ous' qua lifications · in o rder to m eet these cond itions. I should 
say some of the most important a ttributes a re as follo ws: H e 
must be shnwd; should be possessed of a cute Qi:;c~rnment and 

good judg ment ; be able to judge human na ture; must be pat ient ; 
must have an even and equitable tempe r, and must be honest, as 
no man can sucned in a ny legit imate business if he is o ther
wise. (4) 

A claim agent , in order to be successful as such, should pos
sess th e following : Be a good listener ; a good judge of human 
nature ; a m an who can look at both sides o f the case; whose 
word is good in aII his dealings; polite a t all t imes; dea l with 
all classes o f people in a stra ightforward and business-like man
ner ; be quick to size up his people and the situation; quick to 
act for the best interes ts of his company, and should be fa milia r 
enough with negligence law to be able to determin e approxi
mately the liability of the company in the major portion o f 
cases. (26) 

A claim agent sho uld combine the pa tience o f Job with the 
,visdom of Solomo n, supplemented with th e politeness o f a 
Cheste r fi eld. H e sho uld be a good judge of human nature, and 
should be ab le to gl ean the truth from the chaff of a man's 
statements, also have a work ing kno wl edge of th e laws cover
ing accidents and the operat ion of cars in his particular local
ity. (15) 

Diplomacy, tact , perseverance, sympathy; should possess a 
good cont rol o f the Engl ish la nguage. have a fa ir knowledge o r 
medicine and law, should be a good student of human nature, 
should be th o roug hly post ed on local q uestions and condi
tions. (2 1) 

Q. 8. Is it advisable to declare your ident ity to possible claimants in 
every acc ident which occurs, or not? If so, why ? If no, why? 

I think it advisable to work in the o pen, and never under or
dinary circumstances di sclaim your identity. Trea t the opponent 
fai rl y and insist on th e same trea tm ent. Of course, when you 
are shadowing would-be claimants different tactics arc neces
sary to obtain the information des ired. This cl as s of work 
usually devolves upon assi stants. (2) 

It is not always advisable. Th e reasons are obvious to any 
o ne who has investigated cases personally. (3) 

Yes. For th e reason that a claim agent should never act as 
a detec ti ve. Th e most essential thin g in trying to set tle a 
cla im is to ge t the good-wi ll and confidence o f th e injured per
son, and yo u cannot do this by trickery or deception. (4) 

Not a lways. Sometimes impo rtant information can be gained 
by the claim ag ent remaining incognito, but do no t think it ad
visable to practice deceit in attempt ing to ga in information, as 
it is very likely to react. (7) 

Always decla re your identit y when interviewing an inj ured 
party. There is nothing gained by deception, a nd when you 
co me right out fl at-footed a nd decl are yourself, you are placing 
you r own tnind and the injured party's a t ease, and showing 
him that you arc trying to be fair and square , and if your efforts 
fail and the case result s in litiga tion, and you arc placed on the 
stand, opposing counsel cannot belitt le you befor e !he jury by 
asking if you did not con ceal yo ur identity and try 111 a sneak
ing way to find out something detrim ental to the injured party 
without fi rs t making yourself known. An honest claim agent 
is just as essential and impo rtant a s a bank cashier handling 
millions. In one case it is a battle with wits, and the oth er with 
dollars. (9) 

I see no reason why cla irn agent o r his representative in call 
ing upon claimant should not disclose his ident ity; nor can I 
sec, wi thout di sclos in g your identity, how the desired informa
tion can be obtained . T he bes t result s, it appea rs to me, are 
obtained by telling the part y wha t your bu si ness is and who you 
represent. If you arc des irous o f a statem ent. ask for it. In 
being open and frank wi th t he party, usua !IJ all t he fact s, or as 
much as yo u would ex pect fr om a claimant , ca n be secured. 
Tn cas e it is t hought advisable to m ake a settlement , it is best 
to be honest a nd ad vise par ty what you are there for. In this 
manner you would be more certa in to ob tain the fac ts yo u first 
started out for than would be gai ned by tryin g to con ceal your 
identity. (26) 

In call ing on poss ible claimants, bel ieve it wise t o say tha t you 
are c;onnected with the railro .td company; but not your exact 
pos ition, unless they sµecifi rally ask for that information ; if 
they do, sec no harm in telling them. ( 13) 

This, in our opinion , depends cntirr. ly on conditions. In cer
tain ca ses it is beiit to decl a re your identity and seek se ttlement 
if there is a bona fide inj ury. an d the pa rty in jured is ho nes t in 
his desire for settlement ; on the other hand, if the inj ured per
son is inclined to exaggerate the injury o r to see k excessive 
damages, we believe it hest to cilher leave him entirely a lone. 
or, iJ in vited by a memhe r of the cla1m depart ment, have it 
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do ne in .i v r iv:.1 te ca pac ity , a nd not as a rcpresent:-i.ti vc of the 

company. ( 17) . . . . 
No: for the reason that the cla imant will possib ly m~kc you 

a t ruthful stateme nt o f the accident which occur red to h nn, and 
when he presen t s it late r on to a nother ass is tant or the ge neral 
claim agenl , it wi ll be different . (22) 

n. 9. Is it ad\•isa\;lc or good po licy to obtain med ical examin atio ns in 
a li"'cases o f iujuril'CS , :md how soon a fter the accident? 

Y es; as soon as possible. ( 1) _ _ 
1f the party rcltllin:s the s erv ice of a phys ician, [ tl11nk It goo~! 

imlicy to make an examination and do it a s prompt ly as poss1-
1Jk, treatin g th e patient until recovered, if nec e_~sary.' (2) 

lf injuries arc of a se rious nature , yes; ~md. 11 scnous, both at 
lime of accidcnl and a fter rt."covcry. If sh g ht, no. (6) . . 

The ideal practice j._ to have the cla im agent sec t he tnJun.: d 
per son first. a nd ge t hi s statem ent , if practicable; then to h ave 
a prompt medirnl examinatio n if it seems ne~essary. (8) . , 

\Vhen pO!-.:- ible, the comµauy should haH . its o~n phys1 c_1an 
se e the case a t oncl!, t.tking charge of same, 1( poss ib le, mak ing 
o ut a complete report o n a for m prepared for that use, dated 
<llld s igrn:d : a nd then , in case of litiga tion a nd th e un expec ted 
d c:tth o i th!;' physician , such data as he may have prepa red pre
\·ious 10 suit be ing broug h t can Le en tered as e vidence, other
wise in thi s State it is no t admi s.-;ihle. T his applies also to 
securin g s igned stat «:mcnts Qi witnesses on o r off th c c~r. (9) 

It is not, in my opinio n, good policy to ask for m edical ex
am inatio n in all ca:,c._. 1 11.:dical exa mination .s sho uld only be 
made in St."r iou s cases tha1 arc under adjustm("nf, where th <.' 
am ount asJ.; ,.,d for hy claim an t is apparently tno large c1nd un 
just. and cl:11111 department bcli e~'es _inj ur ies _t~ b: cxaggtratc~. 
By having a n examination a t thi s time the lllJUn cs can ht' ch;. 
tcrmin cd to th e satisfac tio n of -claim depa rlm ent. Tn small v r 
slight case !', a n examinatio n only increases the cost of sct tk 
tn ('nt, a~ yo u not only ha\'C phy :'.icians' bil ls, bu~ also a1: t•xag
~e ratc<l icka of clai mant. \ Vhcreas, if the case 1s no t d1spo sc cl 
;)f by claim <1 ,.. p,Ht111en t , :rnd it g oes into litigation , the co~11pa ny 
is cntitl1x l hy law to an examinatio n. Und er th e latl cr c ircum
st;1nccs the- company rect.' ivcs the bes t res ults. (26) 

A s a rule. it is good po licy to have th e company surgC'Oll call 
;rnd make ~·xamination o f m jured pa rt ies a s soon as poss ible 
after an acci<k111 , a nd , if sa t i~faetory to inju red part y. to take 
d1a rg t· ,1 f ca~l'. a nti treat it. The claim de partm en t, if in close 
touch and sympathy wi th the surgical department, will be placc . .'d 
in clo~e r tou i.:: h with injured parties ·and receive iulkr a nd mo re 
reli able infor mation regard in g injuries than is ordim, r ily scc tu- l'.d 
fro m the fa mily physician s. A much be tt er a tmo sph ere can o r
liinarih· be creat ed hy th e ..:ornpany's phys ician than by a ny 
other ,; hy-.i cia n, ns o uts ide parties are ve ry apt to t ake the pos i
tion tha t 1h cy arc se rvi ng tht' injured party instead of the com
pa ny, even th o ug h the company assumes a nd becomes rcspon -.i
bl c for se rvices thus r end ered. The fact. h owever. sh ould UL· 
bo rn e in mind that communications Uy the patie nt to the at 
tending phy sician, Uc it a rcprcscntati Ye of the company or not , 
arc priv ih.•gcd in t:o ur t ( in l nd iana ). a nd only com munication s 
m;uk to th l' a tt end ing phys icia n can be used in co urt where ex
aminati on~ ai·e made under ag reement by the parti es . ( 14) 

Except where the case can Ue settled fo r the cos t of exa mina
t ion a nd i11 ca::ies wh ere claim is not made. Even in a case 
wh ere there is 11 0 li a bility and claim has been made, it is we ll 
to ha,'C medical examinat ion. as the case mi gh t possibly go 
against yo u at th e tr ia l and they could pu t up a st ro ng medical 
case which \'O U would not be in a pos itio n to refute. lt is well 
to ha ve o n~ examinat ion made immedi.'ltcly aft er acc ident ;i nd 
one later. if ncc,.:ssa ry. in accord;i nce wi th a bo\"C remarks. (20) 

n . 10. \Vhat is t he best method to adopt in th e investigation and d isposi
t io:1 o [ '"blind o r unreported cases?" 

Tm·cstigatt.' the c haracter and reputation of the claimant s. In
te rv iew th eir witness. if poss ible, a nd work your case up fr om 
their sid('. ( 1) 

First ascertain ac tua l occur rence. In order to do thi s W (' fil e 
;nterrogatori cs to the pla intifT. If it dnelops a blind ca se. fight 
it to a fini sh, g iving no quarter. (2) 

Get all the info rmation poss ible from the injured person, g et
ting til e nam cs of any witnesses he may haH: th en invc.stiga t e 
the accidctll thoroughly, and if you arc of 1he opinio n that the 
claim is bo na fid e. and if there is no doubt as to the inj ury ex
i:- ting. settle th t> cla im. lf the injury is doubt ful, as we ll as the 
occ urrence of the accident , it would be well to delay settl e
ment . (4) 

T he onlv st.· t pol icy in such ca ses is t o "dig," and dig hard t_o 
fi nd some· one who saw it ; get a ll events taking place o ~ t~1s 
da te (g iven) an d then pay particular att ention to the. plam.t1ff, 
\·is itin g him often to see his conditio n a nd what he 1s doing, 
l.,ut at all times be open and a bove board. T hese are good 
cases 10 settle for a very small amo unt , a nd likewise .good case~ 
to ~o to a jury, for it canno t hclµ seeing that m event 01 

findi ng adversely fo r the defenda nt. that there was so1!1e reason 
wh y the com pany was not notifi ed in the fi rst place, instead of 
a la wye r, and nine times out of ten it wi ll bring in a small ver
di cl. as in th e caf.e quo ted. J uries will bcl ic~•e a woman and 
,·rive her the benefit of every doubt. Case g iven (a woman). 
i..ynch vs. Fitchbu rg & L eo minster Street Raih';'ay Company ; 
This cast' was reported on Dec. 23, 1905, wh en Slllt was brought 
aga in st the company, claiming injury of severe nature on _Sept. 
9, 1905, the first intimation th at there had been an accident. 
The claim agent at once went over all day cards of the com
pany of that date to get names o f all employees who were in th c
Yic initv where acc ident was claimed to have taken place ; paprrs 
were ~onsultcd to sec what events were going on : if there was 
any reason for a large number of people be ing at that particular 
point , etc. It was found impossible to find anyo~ic who ~aw 
the acc ident , and t he case was allowed to go to tnal, resultmg 
in a ve rdict for the pla in t iff in the s um of $215. Suit was for 
$5,000, a nd plaint iff refused to setlle before case was t ried for 
less than $ 1,500. (9) 

T he method u sed by this company when a claim is made with 
complain t of unreported case, is to get all the information pos
~iblc from the cla imant or cla imant 's atto rney, such as the num
ber of car, date, time, place of accident, etc., obtai nab le from 
thi s source. Then follow inv es ti gation along these lines. (26) 

\ Vh cre you can learn of the exact hour a nd locat ion of the 
acciden t. ascertai n from the car records the crews running by 
the point o f the acc ident about th e time cl aimed; generally, if 
any of the crews h ave had an acciden t which th ey h ave not re
po rt ed, you cai1 learn of it from _them ; ve ry often the con
ductor has made a menta l note of some passenger o n the car 
whosl'. nam e h e can supply as a witness to the accide nt, and yo u 
can learn the fact s. If you cannot learn any thing from inter
,· iew ing the cr ews and the cla imant cla ims to be corrobora_ted 
in hi s version o f the accident, I would insist upon an interview 
with hi s o r her witnt' sses. In most cases, in order to convince 
you that they arc correct, in j ured pa rti es, if they have any wit
ncsc;es. a rc w illing to pe rmit you to in terview them. ( 13) 

Ge t sworn s tateme nt from cla imant. endeavor to locate crew, 
work ne ighborhood for witnesses, have an invest igator adverti se 
fo r witnesses, look up. character o f claima nt, and if case is se ri 
ous, get someone to board in o r near the house. Have one of 
your own men represent him se lf as a lawyer or adjuster , and 
cnd ,..avor to get the case. There are other ways which should 
presen t themselves to a fer til e mind. (20) 

' ' Dlind or Unreported Cases" arc pcrhnps the most difficult 
cases th e claim agent h as to deal with. The character and gen
e ral reputation of the daimant should be thoroug hly investi
_qa tcd . a nd the locality where th e a ccident is alleged to have 
happe ned should be thoroughly_ canvasse d in order to loca te any 
persons who may have had any knowledge of the accident, or o f 
any circumstances smrounding the same, or which may lead 
to 1 he conclusion th at an acc idt"nt had actua lly occurred. Tt 
j ..., a good p}an, however. n ot to se ttl e with non-resident cla im
a nts until they have been thoroughly invest igated in the lo
ca lity wh ere they have formerly lived or where their home may 
Le :i t the time the cla im is mad e. (24) 

Q. 11. What is t he best method of settliJt g claims; by cash, check, or 
o rde r on the treasury? 

] n deali ng with the ordinary claimant a ch eck is preferred, as 
this gives you a double s ig nature on the \'OUcher. \.Vhen we 
ha\'e num erous cases to se ttl e in a short ti me, I find it ad vis
ab le to 11 sc th e cash. lt is good policy to exhibit cash to cer
t:i.i n parties. This ca:1 be determined by the claim agent on the 
g round. (2) 

ln se ttling small claims it is best to use cash, but where large 
:imounts are involved use check. (4) 

l haxe sometimes thought that in making a settlement a di s
play. of cash was a little more tempting to the claimant than a 
check or o rder , but I am by no means s ure that it amounts t o 
much in the majority of cases. I th ink a check, which requires 
endorsement, is an additio nal proof of settlctn c nt be ing sat is
factory to the claimant , and par t icula rly if there is a memoran
dum on the fac e of t he check stati ng for what it is given. W e 
had one case in which the personal check of our attorney was 
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given, th e check s tatin g that it was in full set tl ement of claim 
for injmy. An attempt was made to o pen up the case a ft er
ward on the ground that undue influence had b een used to pro
cure the se ttl em ent. Th e check was introduced in evidence, 
and it was shown tha l the clai mant had held it fo r a lon g time 
before cashing it ,. a nd had had ample time to reconsider the set
tlement and return the check if he had been di ssa tisfied. T his 
was th e s trongest point in our case and we won out. (7) 

Always by money, known a s the " lo ng gr een." The sight of 
money has a ma rked eff ec t on human nature, and the s igh t of a 
rol l of small bills has caused many an injured party to weaken 
and sett le, when seen coming their way, and h as kept m any a 
case from litigation. (9) 

The following system is employed by thi s company in the set
tlement of clai ms: The adjuste r is given cash ; we use no 
checks or o rders on the treasurer; each adjuster is under bond 
to the company; the claim agent m akes a check on the tr eas
urer for the amount h e thinks n ecessary for the se ttl e m ent of 
the claim, which amount is then given over to the adjuster. If 
claim is settled , r elease is turned in as cash ; if no t , cash is r e
turned to treasurer. \Ve find t his method works a grea t deal 
better than using checks or o rders, as ma ny of th e ordinary 
people refuse to accept check or order. H owever. where la rge 
settlements are made, checks are often given upon requ est of at
torney or claimant , but for th e current ~vork cash is u sed in
va riably. (26) 

VVe have found it best to use cash in claims u nder one hundred 
dollars ($100), and checks _for cla ims ove r th a t a mou nt . (15) 

Our m ethod of settling claim s is by check drawn to the order 
of the party injured, by the t,reasurcr of the company, and upon 
surrender of the check to have the part y receiv in g sam e r e
ceipt for it upon a voucher, wh ich conta ins in the body a re 
lease from a ll liab ili ty, a nd in addi1ion t o t hi s a separate release 
drafted to co\'er the facts in the c.1 sc is invariably r equ ired. (17) 

Settlements made a t th e bo111es of th e claimants or a t hos
pitals sho uld be paid in cash. Settl em en ts in the office should 
be paid . through the tr easu rer's office. Set tl em ents ma<le by 
a tto rn eys representing claimant s should be paid by check. (24) 

Q. 12. Is it a good plan to discuss case~ with attorneys after case had 
been placed in their hands ? 

Yes; if the occasion arises, di scyss the cases ,vith the claima nt' s 
attorn ey, as thi s often discloses its stren g th or weakness of the 
a dve rse party a nd ena bles you to ascert a in what it would take 
to compromise. 1 hand le a ll compromises b efore and after suit. 
therefore it is necessary fo r m e to d iscuss the matters with all 
concerned. (2) 

I consider it a good plan to d iscuss cases with atto rneys, as it 
affords the claim agent an oppor tuni ty to hea r the other sid e of 
the case, not necessa ril y giv ing up a ny information h imself. 
I have no recollection of any di sastrous result s occurring fro m 
same. Cs) 

It is not a good pla n to show your ha nd to a n attorney, but 
in some cases and with som e attorneys I think it is desi rabl e 
to con vin ce th em, in a genera l way. o f the strength of your 
defe nse, as they are often misl ed regardi ng the facts by pla inti ffs, 
and if you can convince the m that they have been m is led and 
that the plaintiff has a weak case they may drop it. (7) 

Not always. But in som e instances I have seen good com e 
from such cases, fo r if there is a known fact that the plaintiff 
is fak ing, som e lawye rs wi ll drop it en ti re ly, and. if not that , 
make such concessions that are favora ble to th e d efendant. It 
is a good idea to be frie ndly with yo ur enem ies, to wit, the legal 
fraternity. (9) 

That will depend altogether upo11 what is d es ired to b e d e
veloped by the discussion,·and the ab ility of the adjuster to look 
after h is side of the case. If case has been fully investigated 
and fact s a re clear, e ither one way or the other. esp ecially in 
cases where th ere is no liability , a frank stat em ent of the gen
era l facts covering a n acc ident freq uently leads t o a b etter 11 n
derstanding between claim adj uste rs and r eputab le a tto r neys, 
fo r , as a rule, the attorneys are not as well informed r egarding 
the fact s of a n accident as the cla im depart ment sho uld be. In 
cases where known dis repu table attorneys represen t parties, the 
less discu ssion the b etter, except such di scu ssion as will develop 
th e facts pert aining to th e attorn ey's s ide of th e case. In all 
matters of thi s characte,· a splendi d r ule to follow is, secure all 
the information you can , but g ive none in return. Attorneys, 
however, sho uld a lways be treated cour teous ly. (14) 

Q. 13. \Vhat is the best plan to ado pt when promin ent physician~, who 

are inc lined to be friendly, present a bi ll for double the amount c harged in 
ordinary cases? 

If you can u ~c them. pay it . lf yo u do not 11n·d theni in th e 
future, di spute it. (I) 

T ell them you are paying for one case and not two. Start 
ri g ht and yo u wi ll have no trouble. (3) 

I do not believe anythin g is gai ned in t h e lo ng run by sub
mitting to unreasonable ch arges of physicians. even tho ugh they 
may be incl in ed to be fri end ly. A physician who was really 
fr ie ndl y would not make a do uble charge, a nd , if he di<l a nd it 
was p a id without ques t io n , I <lo not think it would increase h is 
fri end~hip, and it certainl y would decrease hi s resp ect. Such a 
phys ician would m ere ly make ·up h is mind that you were an easy 
mark, and th e next time would char ge you four tim es the or
dina ry charge, and then boast to other physicia ns a b out it. Of 
course, you must be very sure that the charge is unreasonable 
before ques tioning it. (7) 

I be lieve they shoul d b e paid, recognizing the fact that a few 
dollars more or less makes littl e difference in th e lon g run , and 
m ay, a t som e remote fu ture, h elp in o ther ca ses to win a ver
dict 1 sho uld never dispute a physician of repute who made a 
charge for his ser vices, u nless I was sur e he was o vercha r g ing 
intentio nally, and then quest ion it in a n ry mild way. (9) 

This company has a n underst a ndin g with physic ian s relat ive 
to exami nation of injured perso us or att endance in collrt, a nd 
their compensation is rated acco r di ngly. In thi s manner the 
company is not overcharged a nd retains the friend ship of the 
physicians. If, however, one of those physicians sho uld be at 
tending the patient as hi s fa mily doctor and the case should be 
adjusted a nd the p hysicia n's bill was exorbi tant , we would cu t 
the bill to ,vh at would be fair a nd ju st to hath parties. Before 
payin g an unreasonable account we would sooner lose the friend 

ship of the phy sician than settle sa m e in orde r to retain his 
rr iendship \ Ve have ha d no t rouble in thi s re spect , a s !h t' 
physician s are as anxiou s to r etain our b usiness as we a re to re
min th ei-r friend shi p. (26) 

Promin ent phys ician s wh o are in cl in ed to be friendly wi ll not 
render a b ill for do uble the amoun t cha rged in ordina ry cases. 
They may app ear to be friend ly, but , in fact, they ai·e no t if they 
render such a bi ll. \Vh en bill s a re rend er ed by phys icians, either 
promin e nt or o therwise, a nd it is des irable for th e company to 
settl e with the physician, and if it is ap parent tha t the charge 
is more I han a reasonable amount fo r se rvice s rende r ed , it i !-1 
well to ask the ch ief surgeou, if one is employed. to take lhc bill 
and make a r easonab le adjus tment of the mat te r with th e 
surgeon presenting th e bill. The company surgeon can meet 
the surgeon renderi ng the bill upon hi s own ground a nd di scuss 
the m att er from a surgeon 's standpoint better than a claim ad
juste r o r a nyone else can do it, except possib ly in a few excep
tional cases where I he re a rc s pecia l reason s for some o ther per
son looking afte r the matter. (14) 

H an prom inent phys icians make wri tt en r e port before paying 
them. If their bill is too hi gh and their fri endliness of too 
much importance to discourage. b ett er say n othing and pay th e 
bill , w ith a smil e. at the s ame time file in m emory's store the 
cor rect opi nio n of such ind ivid ual s fo r future use. ( 18) 

Q. 14. Is it better to inten·iew an injured penon before the investiga
t ion is made in order to ge t hi s or lier s tatement fir st ? 

Yes. (1) 
As a rul e, I see no reason wh y the injured person should he 

inter viewed first, especially if hi s injuri es are serious, as he will 
not be in a posi ti o n to g ive an intellige 11t s ta tement , and you 
cannot affo rd to wa it un ti l h e reconrs. I usually have investiga
gation s made with th e public first. the employees nex t, and then 
th e injured party aft erward. (2) 

T his d epend s en ti re ly u pon the case. \ Vherc the liability is 
clear, such as iu a derailme nt o r co ll ision. of co urse , the in jured 
pe rson should be immedia tely seen and a sett leme nt mad e. Jf 
settlement cannot be made, a careful inves tigation sh ould be 
started to secure the pas t hi sto ry of pl a intiff. etc. In cases of 
do ub tful li ability, se rnre statc111e1i t of injured and add itional 
s tatem en ts as we ll. In cases o f a ppa rent no lia bility, it is gt' n
era ll y advisable to make a quiet i1wes t igat io11 without di sturb
ing the prospective ckl imant. (1 2) 

The best plan is firs t to secure the fact s rega rding an acci
dent fro m the company e mpl oyees so as to ge t their version of 
the matter: then int en-iew (if cond ition s arc fa vo rabl e) the in 
jured party, secur ing hi s statement a s to how the acc iden t oc
curred. T his wi ll deve lop lhe claims of both par ti es a nd wi ll 
show what is neede d to b e cove red by di sinteres ted C'\°i 
cl~ncc. (14) 
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It is always ad\·isab le to get the statement of the claimant as 
q uickly as possible, fo r the r eason that the defense has an op• 
portunity to know what to expect, and if, on the· o ther hand, the 
claimant makes a s tatem ent wh ich might preclude his recovery, 
an opportunity is given to rebut hi s test imony after he has gone 
through the coaching school suppli ed by lawyers who traffic in 
the pla intiff' s side of damage cases. (24) 

Q. 15, Should -surface railway comp::,,nies have a regularly employee. 
physician? 

\Ve have a regular physician, but he is paid o nly for the ser
vices rendered. The s ize of the company s hould govern 
this. (1) 

Not necessarily. It might be economy, but I do not think it 
is the best policy. (4) 

Not in the sense of being a sa lar ied officia l. Th ey sh ould have 
two or three who arc honest, who will g ive an unbiase d opinion, 
stating facts as they arc, and able to go on t he witness stand 
and back ~1p their asse rtions without fear or favor. (9) 

I hclieve it is far better to make arrangements with a number 
of physicians who are situated in different parts of the city, to 
act as company phy sician s, and tha t they be paid specifi ed rates 
for attc:ndance upon the inj ured. A list of these physicians 
should be furnis hed the operating depa rtment, in o rder that the 
conductors may know upon whom to call in cases of emergency. 
Of course, such a system is apt to g ive many of the physicians 
nothing more than an oppor tuni ty fo r first aid treatment , but if 
they arc supplied with free transportation, yo u insure their co
operation, even though the medical work they may receive from 
the company is but little. {12) 

If the amount of business warran ts, _it is well to have several 
physicians who are paid for each exa mination and who d o not 
appear on the payroll as regularly employed men. It is also 
well to thus employ the services of some local physician of long 
practice who can qua lify as an expert and whose good reputa
tion is kn own throughout the town. {20) 

All railway companies should have at leas t o ne regularly em
ployed physician, who should be a thoroughly skilled surgeon, an 
easily acce ssibl e and courteous man, and one in whom the co m
pany can have implicit co11fidc11 ce. He must a t all times be a 
thorough gentleman; otherwise he would never gain the confi
dence of, nor obtain access to, the homes of famili es. (24) 

Q. IG. D oes sending a phy sician in min or cases aggrnvate the case and 
mak<! it more difficult for settlement and more expensive? 

It has a tendency to do so. { 1) 
I do not th ink it advisable to send physician unless it is re

quested. in any case unless he cau get to the scene of accident 
and render fir st ·ai<l. (2) 

It may in a very few case s, but there a re very few persons 
n·ho will not make claims for all they can whether a physician 
is sent or not, and I would not hes itate to send a physician 
and have a thorough examination made in all cases. {7) 

The visi t of the road surgeon in a majority of cases has a ten
dency to reduce the claimant's demands, since it is an assurance 
to the claimant that the ra ilroad company is familiar wi th the ex
act ext ent and nature of h is injuries. (;:1) 

Sending a phys ician in a m ino r case often aggravates the case. 
I t is not always thi s way, however. By showing a n interest in 
the injured party's case, their good-will may be won. (2I) 

lt has not betn found th;1t scnding a physician to minor cases 
aggravates the injury. \Vith honest people, however, it often 
te?ds to create a sentiment in favo r of the company, and ma11y 
m mor cases are dropped by ho nes t people, who are merely satis 
fi ed to know that the company feels an interest in them. (24) 

Q: 17. \Vhich is the better qualified, the operat ing or claim department, 
for mstructin g trainmen in their duty in relation to accidents? 

Claim depa rtrnent. ( 1) 
There may be some things in which the claim department is 

bette r posted to instrnct employees, but instructions from both 
departments are important and necessary. {4) 

The operati ng department on suggestion fro m the claim de
partment . (8) 

The· claim department always. It knows just what must be 
obtained in th e line of witnesses and detail to properly p resent a 
ca_se, and a word now and then to t:ainmen will soon put them 
wise, so as to speak, as to what is desired from them. {9) 

The operating department by all means. It is unwise in our 
opinion to have instruct ions and orders to perform labor emanate 
f ram more than one source. ( 11) 

In my opinion the claim agent is the proper one to instruct the 
trainmen in their duty in relation to accidents, and believe . the 
motormen and conductors, a fte r they have passed the pre liminar.v 
examination of the opera ting department fo r employment, should 
be turned over to the claim agent, who should instruct them 
along the lines to be follmved when accidents occur, and impress 
upon them the vital necess ity of avoiding accidents. The men 
shot1ld then be returned to the operating department fo r final 
examination, and that department should impress upon them the 
fact that a satisfactory examination on the method for avoiding 
and handling accidents was essential to their employment. If 
thi s we re mad e a general rule I believe that the accideni business 
wou ld be ma te rially benefit ed. I also believe that it is advisable 
fo r the claim agent to give short ta lks from time to time to the 
motonncn a nd condnctors and car-house foreman· on the acci
dent business. ( 12) 

\.Ye believe the ope rating department is the better qualified to 
instruct trainmen as to their dnty in relat ion to accidents; if for 
no other r eason, th e trainmen are nnder and are discipl ined by 
the operating department, consequently instructi on by the super
intendent has more effect than by any one else. (15) 

Conductors and motormen should be inst ructed by the operat 
ing department in re lation to accidents, but the claim department 
should heartily co-operate with the operati ng departmen t and 
bring to it s at tent ion anything pertaining to a claim o r decision 
deciding a new point, which would enable the operating depart
ment to keep the men properly instructed. (24) 

Q. 18. What is th e best form of blank release t o be used in settlement 
of c.ises, to safeguard it against future attacks? 

1 attach a copy of th e fo rm marked "Exhibit A," wh ich has 
stood the test of the Snprcme Court in eve ry particttlar. 

EXH!Il!T A. 
IlrnMJ NG H AM RAILWAY, LIGHT & PoWER CoMPANY1 

To. . ........ . Dr. , 
Address ... 

Kn ow all men by these presents, that for, and in consideration 
of the sum of. .. do llars, to ...... paid by the Birmingham 
Rai lway, Light & Power Company, the receipt whereof is hereby 
acknowledged. . . the undersigned ...... do hereby release and 
foreve r di scharge the sa id Binningham Railway, Light & Pow er 
Company from any claim, demand, or liabi lity for payment of 
any further or other sum or sums of money for, and on account 
o r growing out of the following mentioned matter and cla im, 
viz.: For . And in consideration of the payment o f said 
stun of $. . ... to the above-named payee, evi<lenced by. 
s ignature to th e receipt hereto below annexed, I, .. ... . do he reby 
promise and agree that said payment and receipt shall and will 
operate as a foll and complete release, d ischarge, and satisfaction 
of any, e\'ery and a ll canse o r causes of action, claims, and de
mands against the said Birmingham Railway, Light & Power 
Company ari s ing or growing ottt of the cause or matte r above 
set for th , and also as a perpetual bar to any warrant, suit , or 
other process or proceeding for the collection or legal enforce- 
mcnt thereof, o r to any claim or demand for damages unde r and 
by reason of the provisions of any statutory enactment whatso
ever, or at common law, or otherwise, for the resu lts, or in con-
sequence o f the said personal injury to ...... the sa id ...... , wh ich 
may han been or may be asser ted or instituted. A nd this ag ree
ment shall furthe r operate and be in full discharge, satisfact ion, 
compromise, settlement and bar of any claim, demand, warrant, 
remedy, suit or proceeding which may have been instituted by me 
and be pending before any cot1rt or tribunal aga inst said com
pany, or o f any judgment, order, or decree which may heretofore 
have been entered o r obtained in my fa vor against sa id company, 
for any sum ar ising or growing out of t he claim or demand set 
for th ahoYe. It being hereby express ly declared to be the inten
tion of this instrument to forever release said Birmingham Rail
way, Light & Power Company from any and all other claims, 
demands1 or rights of action of every nature, originating pr ior 
to this date, because of any like cause or causes of complaint. 
And it being hereby expressly unde rstood and agreed that the 
above-named company is no t tmder any obligat ions o r require
ment to take or reta in me in its employment or se rvice in any 
position or capacity whatever. Given unde r. ..... hand and seal, 
this ..... day of. ...... 190. Twci (2) witnesses [sealJ. Ap-
prond: •..... Claim Attorney [sealJ. Approved: ...... Gen-
era l Manager. (2) 

The following is our idea of the best release: 
R eceived of the Duluth Str(!et Railway Company the sum of 
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. dollars, in foll payment, release and sati sfaction of all 
claims, demands, damages, actions or causes of action, which 
...... now have or may hereafter have against the said Duluth 
Street Railway Company, on account of all injuries or injurious 
results, direct or indirect, ari sing or to arise from or by reason of 
a certain accident or injury, sustained by ..... . , the said . .. ... , 
on or about the ...... <lay of ...... , 190 .. , at or near ...... , in the 
city of ...... , State of..: ... , in which. In consideration 
of which ...... hereby forever releases the sa id Duluth Street 
Railway Company therefrom. \Vitness ... .. . hand .. and seal.. at 
...... this ...... day of. ..... 190.. . ..... [seal]. Witnesses 

[seal]. State of. ....... County of. ..... ss.: ., being 
known to me as. . .·. the person .. who executed the foregoing 
instrument, being first duly S\varn, says that. ..... has read the 
above and forgoing release; that. .knows the contents there-
of, that. ..... signed the same as ...... free and voluntary act, and 
received the money consideration therein mentioned, knowing it 
to be a full and complete settlement of all the rights, actions or 
causes of action of every kind, class and nature which ...... has 
against the Dt1lnth Street Railway Company as set forth in said 
release. Subscribed and sworn to before me, this. .day of 
. . .. . . 190. . ..... Notary Public, ...... County, . . .... (7) 

The appended form is in use here: 
FITCHBURG • .. , • , 190 .. 

Received from the Fitchburg & L eomins ter Street Railway 
Company, ...... dollars, settlement in full .for all claims on ac -
count of an accident to person or property, on or about. .. 
190. . \Vitness: 

FITCHB URG, 1fASS., ..... , Igo. 

To the Fitchburg & Leominster Street Railw,ay Company. 
Gentlemen: I h ereby exonerate ...... , motorman, and .. . 

conductor, from all blame in connection with an accident occur-
ring ...... , 190 .. , and request that no record be made against 
them ......... (9) 

A release drawn up by an attorney familiar with the statutes 
and court practice. (rr) 

This is a copy of our release. Believe it wise to have person 
executing same write in above th eir s ignature the words: '·I un
derstand this is a release in full of ali claim," or words to that 
effect. 

UncA & MoHAWK VALLEY RAILWAY CoMPANY. 

In consideration of the sum of ...... dollars, to me in hand 
paid by the Utica & Mohawk Valley Railroad Company, I do 
hereby release and forever discharge said company, its successors 
and assigns, from any and all actions, causes of action, claims 
and d Emands which ] now have or may at any time heretofore 
have had; and especially from all suits, claims, demands and 
controversies for, or by reason of any damage, lass or injury, 
either to person or property, which h eretofo re has been or which 
hereafte r may be sustained by m e in consequence of an accident 
\vhich occurred on or about ...... , at or near ...... , wherein. 
And in consideration of the above payment to me, I hereby re
lease the said Utica & Iv[ohawk Valley Railway Company from 
any and all causes of action which I, or my h eirs, executors, 
administrators or personal representatives may now or hereafter 
have against said company on account of said accident. And it 
is further 11nderstood and agreed, that the payment of said sum 
above mentioned is not ta be consider ed or construed as an ad
mission or acknowledgment on the part of the said company of 
any liability whatever in consequence of sa id accident. 

In witness whereof, I have hereunto set my hand and seal this 
...... day of ...... , 190 .. , after same h as been read over to me 
and folly understood by me. 

Signed and sealed in the presence of.. [L. s.] (13) 
Sample of release herewith: 
Know all men by these presents, that ...... , of ...... , State 

of ...... , in consideration of the sum of ..... ,dollars ($ ...... ) 
to ...... paid by the ::icranton Railway Campany, the r eceipt 
whereof is h ereby acknowledged, do h ereby release, acquit and 
discharge the sa id Scranton Railway Company of and from any 
and all claims or liabilities, suits, actions or demands whatever, 
cansed or a ri sing from any acts or negligence an its part or the 
part of its employees or otherwise, prior to the date hereof, and 
particularly from any right of action or demand s, which ... ,. 
now or h ereafter may have, by reason of any acts of its em-
ployees causing injury tn. .or .... .. property, on the .... , .day 
of. ..... , 190 .. , the above payment Leing in full compromise and 
settlement, and being binding upon ..... heirs, executors, admin
istrators and assigns. 

Witness ...... hand .. and seal.. this. . .. day of. ..... 190 .. 
In the presence of. [Seal.] (22) 

The Houghton County Street Railway Company have only one 
kind of r elease form which works sat isfactorily. I herewith 
inclose a copy with thi s report: 

Trrn HOUGHTO N STREET R AILWAY COMPANY. 

Accident No ..... . 
To........ . ...... Dr., 

Address ... 
Received of the Houghton County Stree t Railway Company, 

this ...... day of. .... , 190 .. , the sum of. ..... dollars in full 
compromise, payment, sati sfaction and di scharge of and from and 
all claims and demands which ...... have against said railway 
company, its employees, officers or agents, for or on accc.iunt of 
any and a ll damages, injury, expe nse or loss of whatsoever kind 
which may h ave been sustained by .... .. in person, right, or prop-
erty, by or through said railway company, it s employees or agents, 
by reason of ...... or for any matter or thing growing out of 
same, and said, th e Houghton County Street Railway Company, 
its employees, officers or agents, are h ereby, in consideqtion of 
said sum of money, forever released, acquitted and discharged of 
and from any and all such claims and demands. 

Witness. Audited for payment, . . Correct, . 
Claim Agent. Approved, ...... , General 1fanager. (25) 

Q. 19. \Vhat stati stics relating to accider.ts should a claim department 
have, and of what value are they? 

Accident report Yery complete; surgeon's statement; statements 
o f witnesses and investigator' s statement. ( r) 

They sh ould be in a position to tell on short notice the char
acter of the car producing the greatest number of p ersonal in
juries, and the r espective hot1r said injuries occnrred, and classify 
them so as to enable the management to see their w(!'ak points. 
(2) 

I think a certain amount of statistics, showing the number of 
accidents and the number of personal injuries r esulting from 
them, having them class ified and showing the different lines and 
routes upon which they occurred, so that you may be able to 
determine upon which lin e or route they a re most fr equent. (4) 

The claim agent should have a copy of every accident report, 
and should keep a card ind ex of every case, which should contain 
in a condensed form all facts relating to the accident from the 
time it happens until it is finally settled. This will guide him in 
cases of a similar nature that afterward occur, and be of great 
assistance in settling along similar lines. (9) 

I believe th at the claim department should keep it s records in 
such shape so as to supply th e following information when asked 
for: Number of accidents reported, number claims made, number 
claims disposed of, percentage of claims di sposed of, settlements, 
salaries claim department, sa laries legal, personal expenses, medi 
cal expenses, legal expenses , mi scellaneou s expenses, total ex
penses, total e::-..penditttres. percentage expenditures with grass 
r eceipts, average cost di sposed claims, average cost per accident, 
number car-miles per accident, average cost of accldents per car
mile, nnmber passengers carried per acc ident, cast of accident per 
passenger carried, probable cost of unsettled claims, total personal 
expenditures of investigators, percentage claims made with acci
dents reported, percentage suit s brought ,vith claims made. It 
should also be in a position to know the costs of different types 
of accidents. (12) 

The claim department should have all th e most recent decisions 
under their notice, and shonld be posted on th e difficulties en
countered by other companies with di shonest c1aimants. The 
value of thj s knowledge is considerable in the adjustment of 
claims, and enables the claim agent ta convince the claimant that 
the agent is fully aware of the company's rights. (23) 

Q. 20. Of what va lue are photogrnphs in the disposition of claims? 

Photograph s in connection with certain acc idents are indis
pensable. They should be taken with the view of making them 
self-proving; thi s perpetuates the evidence and enlightens the trial 
attorney more than ,vord pictures could possibly do. (2) 

If admitted as nidence they may be of some val11e in the dis
position of a lawsuit. (4) 

No value. (6) 
Photographs of wrecks taken immediately after the accident 

are often very Yaluable, and it depends upon the character of the 
accident as to whether or nnt it is ,vorth while to have them 
taken. Photograph s and maps of the loca lity arc, as a general 
thing, of more value to the defense in the trial of s11ch cases thau 
they arc to the plaintiff. (7) 

Invaluable. Cases can be quoted where plaintiffs h ave claimed 
to be unaLle to perform certain labor, or be unahle to walk, ride, 
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or even Le out of doors, and in such p hotographs taken when 
they a re in t he exercise o f t hose functions, ·which t hey cla im 
they cannot pe rform, a re worth their we ig ht in g old. A lso photo
graph s of con dit ion~ directl y after an acc ident , befo: e the t races 
o f such are r emov ed, h<J.\·c proved of great ass istance to a 
jm·y. (9) 

W e have f01111<l photographs YL ry valuable in the adjustment of· 
law suits a nd claims. (15) 

Photographs may be of great vah1e in s_o rne instances. In our 
expe rience we have been able to keep smts from being filed or 
claims agai n st the company from Leing pushed by reason of 
photographs, showing conditions that existed at the time of the 
a lleged accident. \ \There possible to ?bt:3-in photogra~hs_. we 3:re 
of the opinion that in the great ma1onty of cases ,t ts adv is
ab le. (17) 

Q. 21. 'What i s the best way to maintain harmonious relations betwee n 
the claim and th e operating d ep.i.rtments? 

By each party looking strictly after it s own affai rs so as not 
to encroach o n each o ther. A claim dql3rtmc-nt should be as 
c\o;;e to the transportation as it is i-,o~sihle, and sh o uld n ever 
lose sight of the fact that th ey arc both working for the same 
end. A claim age nt should so conduct hi m se lf as to m er it the 
r espec t and good.:.will of t"Very man from the president to the 
g rease-wipers, c,. nd sh ould b e ready to lend a helping ha n d to all 
u ther departments. H e should be in close tu u ch with the rail
way departm ent, and b e ready to m ake sugges tions and offer 
critici sms \Vh en neces~ary. (2) 

Our cla im department has a lways m aintai n ed the friendliest 
r elationship with the trans portation 'tlepartment, and a m of th e 
opinion that this course should be follow ed in every instan ce. 
\.Yh l'n an accident of se rious natu re occurs, b etter r esult s can Le 
reach ed h v consultat ion of the heads of cla im and transportation 
depar tme~b to devi se, if po ssible, some method to prevent a r e
currence of tht sam e. r'\ s both departm ents are working for 
the same result (that is , to make a paying in stitution ou t of t he 
properties under th eir contro l), more c:i.n be accomplished in 
harmo ny than in di ssensio n. (2b) 

It is most important that ha rmo nious relatio n s sh ould exist 
between the claim and operating departments, and to this end it 
is essential that t h e claim age nt endeavor to eradicate fr om the 
m inds o f t he car ho u~c fo remen, superintCndents , etc., the gen ~ 
e ra ! impression that the claim dtc"partment is respon s ible for 
many of the penalti es inflicted upon motormen an d conducto r s. 
\Vhile t he claim agent is r esponsible for the proper handling of 
acc idents after their occurrence, h e is also in a position to offer 
from time to time verv pertinent sugges ti on s on the m ethod to 
be employed for avoiding certain types of accidents, and h e 
sh ould make it a point to draw the attent ion of the o perating 
depa r tment to any rem edi es whi ch in hi s o pinion might b enefit 
the service generally, a nd Im-re it t horoug hly unders tood that 
~u ch sugge~tions are not made fr o m a ny des ire to criticise, but 
purely in the be~t interests of the company. H e should keep 
in dose touch with the ge nera l m anager of t he company, a nd 
should from tim e to tim e g in ~h o rt talks at th e different car 
ho uses to the motormen, co~ductors and other employees, on the 
accident business, and e ndeavo r to obtain their co-opera
tion. (12) 

The claim department should not criticise th1: operating de
pa rtment. The h eads of the two departments should meet at 
regular interval s and di scuss the case s with a v iew of finding and 
strengthening th e weak places. (23) 

Q. 22. What has been your experien ce in fo!Jowing up so"eal! ed perma
nently injured persons after their claims have b een disposed of ? \Vouldn' t 
it pay to k eep them under observation? 

The greater number fully recover after the case is se ttled o r 
aft er the trial is over. (1) 

\Vhen it is admitted by all concerned that the se ttle~ent of 
the case h as a marvelous effect in es tabli shing the r eturn to 
health, I fail to sec why tim e sh ould be taken t o fo llow up cases 
disposed of excepting as a matter of curiosity. VVe know tha t 
we are foo led many times. · (3) 

\Ve have nner attempted to foll01v UJJ permanently injured 
pe rsons after se ttling. but think under some circum stances it 
might be well worth while to keep them under observa tion. (ri) 

There cannot, it appears to me, b e any benefits derived from 
the following u p of a perman ently injmed person aft er he has 
been settled with; and it wo uld :;eem like loss of time and money 
spent without any chance of return or result for the exp enditure 
of same. \-Vhat the person .does after being settled with is of 

no account to th e claim department, except, howeycr, at som e 
future time they present an other claim against the company for 
injuries r ece iv ed in af1 accid. ent, if th e injuries last r eceived are 
similar to those fir st su stained , th e case looks su spicious an<l 
will bear investigation. Such incidents happen, but not 
oft en. (26) 

In cases where large se ttlem ents have been made it m ay som e
times be a dvisable to follow t1p so-call ed permanently injured 
claimants . Of course, where there is any evidence of fraud, de
tective work should immediately be commenced. The expense 
o f keeping so-called permanently injured persons under observa
tion after claims h ave been disposed of would not be war
ranted. (12) 

V.le have had little experience in following up so-called per
manently injured people afte r their claims have been disposed of. 
\Ve have n ever thou ght it would pay to keep them under obser
vation , as there i; nu way in thi s Stat e to make such parties re
fn nd. (15) 

Before we settle a claim on the basis of p erman ent injury, we 
try to be as r easonably certain as possible, from the examina
tions of our doctors, that the injury is permanent. Having 
made the se ttl em ent under advice of our doctors, we do not 
particularly concern ourse lves with the future developments of 
the case. In these cases, however, that hav e come unde r our 
observation, th at have been r ep resented to u s by o ur physicians 
as probably p erman ent, \-Ve have fo und th at they were permanent. 
(2.1) 

n. 23. Wh at is the best plan in securing full d eta il s and protecting com
pa-~y's interest;, in acciden ts resulting in death? 

GC't a full report of coroner's inq uest by havi n g your lawyer 
present, and work up your case independC' n t ly. ( 1) 

Get statements from a ll eye-,vitnesses, make m easurements 
of the ground, ph otograph the scene of acc ident, if n ecessary, 
postin g yourself as to the heirs of the deceased, a nd learn, if 
poss iLl e, ,vho the probable admini strator will m e. (2) 

This cannot b e answered specifica lly, s ince the causes of d eath, 
i. e., kinds of acc idents, vary. Some death cases a re simple 
in the matte r of securing ev id ence. A colli s ion of cars leaves 
practically nothing to do but settle it. A n intoxicated man 
asleep on the track in a dark place at ni g h t is the o ther ex
trem e. Each , howev er, need s the necessary inves tigation com
mon to s uch cases. In a car a nd team case, resulting in dea th 
o r serio us injury, I immediately secure a p lan of the location, 
take ph o tos from the exact points where th e engineer p laces his 
in strum ent in securing hi s measurements , trace the course of 
t he veh icle in 1he dirt of the street, if possible, for some dis
tan ce hefore the co lli s ion, swear the motorma n and conductor 
to full stat ements, a nd proceed ther eafter as the case warrants 
in securing furt her ev idence. (.1) 

I s ho uld say that su ch s tatem ents of witnesses, both on and 
off the car or ca r s at the t ime of the acc ident , should be taken 
immediately after injury. A ll fact s, circumstances and an:v 
oth er details leading t o a nd in connection with the accident 
s hould be carefull y observed a nd no ted, photographs of car, 
sce ne o f accident , and, in fact, a fin e-tooth comb search be made 
for every atom of evidence, favo rable or unfavora b le, in connec
tion with the accident. (9) 

T h e course pursu ed by thi s com pany when death occurs is 
to secure all the witnesses that can be found, then look up the 
p revious health a nd h abits of decC'ased. In some cases it is good 
policy (provided it can b e had) to have an autopsy performed. 
Of course, thi s is of no benefit wher e the person is killed and 
the brui ses or cuts show s uffi cient cause for death. But where 
th e party di es sh ortly after the accident from what appears to 
be very s light bruise s o r sh ock, it is important to have an 
autopsy. T o illus trate: This company had , some two years 
ago, a case where a m an riding a bicycle, going in the same 
direct ion as the car, both approaching a cross street at almost 
t he sam e time; when ca r was within a few feet of this man he 
was seen by motorman to lose his balance and fall onto the 
tracks. a nd was struck by fender or life-guard; when picked 
up he was dead. An autopsy was h eld. and it was shown that 
death was occasioned by h eart failure. Doctors performing the 
a utopsy claimed that m an was dead before striking pavement, 
a nd that being struck by life-guard had nothing whatever to do 
with cause of same. (26) 

Company's employees should be required to report at the 
office of claim department immediately after such accidents and 
before any information of any kind is given to any person, where 
full details should be secured by the claim department, after 
which short affidavits covering the main facts of the accident, 
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free from o bjection, should b1..· prqiared so tha t c mployc 1.:s can 
he taken h v tl1 1..• cla im adjustn lidore the coroner, and ::affidavits 
:;worn to i)y the employees. As a rule, coro nt'ts a rc sa ti:. fi ed 
with a gene-m l sta te ment o f fact , a nd they should uot be misled, 
hut coroners ;1 r e usna llJ• doctors, a nd they arc very li kely, if 
left to their own resources , to ask abo ut minor m:HLcrs and sc
Cure s ta temen ts fro m e mployees th at would be emba rrass ing 
in court a nd hard to ex plain away, as such :. ta t cmcnt s a rc re
d uct.·d to writing and sworn to by th e em ployees. It is far 
easier to prevent employees from mak in g embarras::. ing state
ments in thi s way than to h a\'e t o expla in th em away after th ey 
arc ma cl e. Th e claim adjuster can signi fy to th e coronn hi s 
willingn ess to ass ist in the investigation, thus p lacin g h imself 
upo n fri endly relati ons. Investig<1tions sho uld , of co ur s(' , be 
conduct ed independent of the corone r, so as to develop th e 
facB rapidly, and, where desirable, th e names of r eputable wit 
n esses can be placed before the coroner (whose s ig ned state
ments have a lready been procured by th e claim <l cµanm cnt ), 
wh o will corroborate the employee an<l reli eve the company 
from criticis m, while osten sibly , a:. well as in fact , aiding the 
corone r, the investiga tion ca n be retarded s uffi cien t ly to enable 
the cla im depa rtment to first inteniew a ll witn esses, thus de
veloping the names of the proper persons to place iu the 
coroner's hands. A ll employees shouhl u ndersta nd tha t the 
proper com1>any officials, and espec ially claim adjus ter, arc en
titled to full information fi rs t, and that employees mus t not ta lk 
with or give information to any other person, o r pe rsons . with
o ut proper permission. (14) 

A de:i th case sh ould be wo rked up with great care; a ll the 
witn esses seen promptly , the neighborhood thoroughly workl·<l , 
and a sworn stat ement obtained from both the rn oton n an and 
conductor . A call should be made as soon as p oss ibl e upou the 
family of th e deceased. In case wh ere liability is clea r it is 
sometimes well to see the undertaker and enlist hi s kind ly 
o ffic es , and nlso those of some fri end of the <kceascd's fami ly, 
a nd then wh en yo u make your. proposition yon will have the 
benefit of their advice t o the claiin ant, and also be in position 
to obta in inside information. (20) 

Q. 24. \Vhat instructions should be given conductors and motormen re
g arding acci den l s when they first entl!' r se ,vice1 In what mann er should 
instruction be given? 

Large companies should have a man to teach the employees 
how to avoid acidents, by constantly ca lling tl1e ir attentio ns to 
mishaps a nd inattent io n. Instructio ns g iven the men in a body, 
when each one could ask questions. would prove beneficial. A p
plications should be passed upon by the in structo r so as to weed 
o ut ine fficient parties. (2) 

Complete instn~ct ion, as is practical a t first, r egardin g team 
cases, coll ision of cars, pedestrians, etc., to the mot orman; and 
the starting of car s while passengers are boardin g or a li ghting 
to the conductor. Follow up by talks on the subject of acci 
dent at frequent intervals to both mo tormen ,rnd conductors. 
Each shonld b e required to write ans,vcr s to a seri es of question!; 
involving a thorough knowledge of th e rule book. I believe 
that many accidents migh t be avoided w.e r e the men perfec tl y 
familiar ,vith the rules. (3) 

Think they should instruct and keep a record o f how, wh en, 
where, a nd by whom instructed, and full and proper instruc
tion g ive n before t: ntering service oi company by operating d e
partment. In a ll such cases the claim depa rtment requests the 
general superintendent to call on claim department. which rc:
quests are granted in a ll cases, and claim agen t g:i,·es his in
s tructions in addit ion t o those of the gene ral supe rintenden t. (6) 

Their special a tt en tion should be call ed to the rules go,·ern 
ing suc h, and they sho uld be told th ;i t o nly card ul and co n
tinuo us study oi the sam e will qualify them to act. This should 
be fo llowed up by a personai talk with th e men hy th e claim 
agent , and g reat stress la id on care in g iving bell sig nal s, pay
ing attention to running-board p:'.l ssenge r s. and , above al l else. 
in case th er e is an accident, to report the s.-i m C immedia t ely 
.-i fter sc-curing enough witnesses who saw the acc id ent , e11re be
ing tak en to get name and address of such corrt~ctl y. T hey 
should be impressed with the idea that m any reports o f a trivial 
nature will no t be counted agains t them, while if th ey miss o ne 
which after a time shows up with a claim for damages, th nt their 
·services will no lo nger b e required. In other words, they sho uld 
be advised to t reat such happenings as a personal affair, and for 
the best interes ts of their employe rs. (9) 

In case of acc ident th e fi rst rcgan l should be fo r th~ injured 
party. Asce rtain if they art' injurc<l, a nd, if so, notify office 

immcdiah.- ly , so tha l. a11 ;lll1Lu!;tnrt and physic iau can be ~enl. 
] .('.t rn injured pcrson ·s id ent ity a1Hl 11a1rn.:!> of witm·sscs, noti ng 
c:-i refufly t ime ;1 11d lo•:.i1io11 o f :1cc1 <lt· nl. Kl· ep cool abo ut ac 
cidents, a nd nn t 1:i lk a bout <.. il lll t: wit h a nybody but offic.:r of 
l·ompa ny. Belic\'e a Sl" hovl or i11 :. tn11:1io n for moto rmen a nd 
conducto rs best , ., h<' r<' it can he maintaineJ ; whe re W i l possi
ble, crews sho uld be tho ro ug hly m struc Lcil hy th t: proper offi 
cials having chargc o i thal par t of the work. T oo muc h care 
cannot be given t o this b rn nch of the work. ( 13) 

This question presume:-.. th a t the opera tin g depa rtme nt is em 
ploying hig hest cla ss of men for th t' positi ,Jns of conductor and 
motorman th at can be si.:curi:d fo r the wages paid fo r these sn 
\ ices. A set of instruction s should be µ rrpared by the clailll 
department a nd appro v1· d by 1hc np eratin g departme nt a nd 
general manager, coverin g- the ncccsf-ity fur securing full na mes 
a nd addre sses in case oi an accitknt; ho w to ca re fo r injured 
parties, and n ecess ity for call ing the company' ~ :> urgeon, sum
moning of belp, etc .. a 1Hl thilt 1:: n1 ploycc-s mu st not di scuss ac
cidents o r give informatio n to anyone excepting _ the proper 
official s of the compa ny. These instructions to he cla ss ifi ed 
with refe rence to th rc.: di st iuct classes of :i.cc idcnts. F irst , to 

· passengers; sccoml. to employees; third, to third perst ,n s. Also 
with r efen.-nce as to whet hu th e inju ries be sligh t o r ser ious. 
Wi th thes.: points con·red in a clear and concise way. when a 
man makes .1ppl ica tion ior employment , after he has passed the 
physica l and any o th c- r exa minati on tha t may be required of 
him , he should be g iven this set o f instruction!> to re tain fo r not 
less than t wenty-four hours, then he shnulcl repo rt a t tl1e office 
of the perso n t ak in g the app li c;11 ion fo r crn 1)loyme nt , and these 
instructio ns sh ould b C' taken up, the appl icant receiv in g a li st of 
ques tions to h e answ er ed in writ ing from memory, the ques
t ion s being constructed to co,·cr th e 110ints indicated in the in
structions. A ft er the~e qu es tio ns ha,·t: been a n swered by the 
app licant they 5hould he iurncd over by th e party r ece iving the 
a pplication to the claim clcp.irtrnent for t he 0. K . or r ejec tion 
of the claim adjuster. No ma n sho uld be permitted to enter 
the services of th e compa ny wi tho ut fir st li .;:n·ing passed a sati s
fac tory written exami nation upon the poinb nam ed. (14) 

Conduct o rs and motor men wh en they fi r st enter service should 
be instruct..:d rega rd ing acc ident s a s carefully as possible. O ur 
plan , which we hav e fou nd to work wdl. is as follows: \.Ve 
lw ve an officia l styled ·· Chief Conductor. " After th e applicant 
for the posi tio n of mo to rm a n or cond uctor hns been broken in 
on our se,·era l lines and passed by the ins trnctin g motorman 
or conduct or , he is thoroughly examined by the chief conduc to r 
a nd g iven furth er ins truct io ns rela ti ve to accidents. A ft er this 
exam ination has been passed , a hypothetical accidenl is tl1en 
stated to him , a nd he is required to make o ut an accide nt re
port and to make it out co rrec tl y. If 0 11 the fir st effort h e 
does not succeed , h e is th en sh own wher e his fa ult is, and he 
is not passed for serv ices until he can make out th is r epo rt fully. 
He is al so impressed with th e n ccess i1 y o f ge tting as many wit 
n esses as possible, and no excu se is accepted for their failure 
to do this ( r5 ) 

In one or two of o ur !i rn "a ll di strict s the new m en are sent 
to the adjuster for t_hat di stri ct , and be instructs th e m very care
fully and thoro ughly as to ,vhat h e should do in case of a cc i
dents. In our larger di s tricts the operating department at
tends t o the instruct ion. 7 1 wo uld seem adv isable to me to 
nave .1 m.1n whose duly woul tl be to ins1ruct the me n concerni ng 
accident s, .1nd when th ey do have an acc i+.k nt send th t:' m back 
fo r reinstruction and ror any laxi ty in making o ut repo rt . l 
know of one road where th e men are l·xarnined every six months 
a nd g i\.·en a set of ques tio ns to answer, the sa me a s is done on 
steam railroads. (20) 

Conductors should be inst ructed to exerc ise ca re a t a ll t imes 
in starting cars, and p reH:nt people from leav ing ca rs \vh il e in 
motion, if possible. Mot o rme n sh ould be instructed to operate 
ca r s in a proper m a nner ; be wa tchfu l and ready at any mo m ent 
to s top the cars in time to a\'oid acc iden t s. In case of acc i
dent, both conductors ;,. nd moto rm en sh ould be instructed t o 
render ass istance to th e injured; sec ure th eir na m es and ad
dresses, and the names and addresses o[ a ll \Vitnesses po ss ible. 
lnst ructions should b~ both \•crhal all(! printed, covering a ll 
necesa ry detail. (23) 

Th e matter of g iying i 11 :;t rnctiun to em ployees covering the 
p rercntion of , as well as the proper ha ndling of accide nts, is a 
most important o ne, a nd one tha t is receiving loo littl e seri 
ou s a tt ention at th e present time. T l1e ques tion a sks: " \Vhat 
in struction sh ould b e g-ivc n conduc tn rs and motormen rcga rt!
ing accidents when they fir !> t t:Uk r the employ of the com-
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pany?" A lt right as far as it goes, but it doesn' t go far enough. 
The writer has fo und that it requires good, so lid work t o ga in 
g round in th is di rection, and , fu rthermore, that it requires good, 
ha rd work to hold that ground so gained. I n other words, not 
only essentia l is it that the conductor o r motorman should be 
instructed in this hig hly important branch of his work when 
he fi r st ent ers the employ of the company, but of equal impo r
tance is it tha t he should receive regular and frequent instruc
tion along t his line, that he may not become rusty, careless, 
fo rge tful and indi ffere nt to the matter of accid ents, whatever 
h is length of service. T he new employee has so much informa
tion and instruction injected into his system in the week o r 
two requi red to break him in that it is reasonable to believe 
that a goodly port ion of it ge t s no further tha n the surface, 
where it is soon t hrown o ff. Certa inly this is a most inop
portune tim e in which to g ive him his instruction in acc ident 
work, part icularly so if the inst ruct ion is to end her e. So that 
it is o f the utmost importance that the subj ect of accident in
struction should be followed up, for it is often found that the 
o lder and more experienced men will blunder and stumble upon 
points with which they should have been fa miliar. VvTc haYe 
all hea rd the conductor o r motorman blamed fo r having fai led 
to measure up to requireme nts in the handl ing of some acci
dent. H e ·was " thick" and "didn 't know enough to get his 
wit nesses to the accident ," is a frequent complaint. And th e 
company foots the bill. But, all too often , the responsibi lity 
does not rest upon that em ployee. No, not by a good deal. 
The r esponsibili ty rests squarely upon the man higher up who 
had neglected to instruct that employee properly in this very 
feature of his work. H e instructed him rega rding the opera
tiou of his car, but he took it fo r g rant ed that the man would 
know just what to do at the time of a serious accident , without 
any previous inst ructions. 

VV e come to the question of instruction. 
The writer has been intensely interested in th is ve ry subj ect 

for some years past, and has devoted time, energy and thought 
to the subject. That all men cannot be reached to advan tage 
in the same manner; that some men derive no benefit whatever 
fro m instruct ion of any sor t on any subj ect ; that some men 
read without understanding what it is all about , and that many 
for get as fa st as they are instructed, are facts upon whi ch we 
all ag ree. The questions r esolve t hemselves into the greatest 
good for the g reatest number. And the work m ust necessar ily 
be gove rn ed and direc ted largely by local conditi ons. 

For the past three years we have been givin g summ er acc i
dent instruc tion talks to all of the conductors, motor men and 
inspecto rs of the va rious divis ions of our system. T hey were 
taken in classes of from fif ty to a hundred, and for from one 
and a half to two hours we ga\'C them solid instruction in all 
branches of summer accident work. 

The talks were along lines de signed to lay a solid fo undation 
fo r t he prevention of and the proper handling of accidents. No 
attempt was made to make claim agent s out of th e men, nor was 
valuable time devo ted to unusual and improbable accidents. 
We stuck to th e middle of the road, and amply covered th e 
usual run of summer acci dents on our lines. Our in structions 
were hurled at the men in pl ain, strong and convincing lan
guage. In t hei r own language so far a s we were able. 

T he r esul ts of the fir st two years' work were more than grati
fy ing; they were splendid. \ Ve were encouraged, and fo r th
with became enthusiasts in th is branch of accident work. Vile 
discovered tha t when ,ve had reached a point where we were 
preventing serious acidents through instruction and education, 
and ·when we had our men handiing rtcciden ts properly, thrtt it 
was (ar mo re sati sfact ory to us than it could have been in blam
ing th e wretched result s of our own shortcomings on to some 
em ployee. 

The third year, this present spring, found us still pursuing th e 
same course, with the exception that our talk thi s year was in 
prin ted fo rm. As we had progressed in the work, we had 
found that it was no t a question of leading the men in to new 
and unknown fi elds of accident work each year, but rather a 
matte r of covering the same general territo ry and of again 
bombarding them with prac tica lly the same g eneral instruc
tions, disguised under new headings, and consequently st ill in
t eresting to them. 

A nd so we put our talk th is year in to book form, giving the 
men copies of th e book and allowing them to read along as we 
read, and explained each subject, or of listening to us without 
reference t o the book. \Ve found t hat full y 95 per cent of the 
men prefer red to read as we read, laying the book aside while 

we explained and enla r,ged upon the book topic. N umerous 
incidents were brought out in t his way and ser ved to hold their 
inter est. 

Ri gh t here I will say t4at the book was written in the plainest 
and most convincin g language of which we were capable. The 
paragraphs were short, and the print o f good size. The point 
of each subj ect which we we re endeavoring to drive home stood 
by itself, expressed in a few words. VVe struck out straight 
from the shoulder, an d handled each subject without g loves, 
fri lls or apologies. T he men wer e interested; more so than 
t hey ever would have been had the subj ects been handled in 
dry, official ter ms. 

Our experi ence in th is work has satis fied us that of the two, 
the verbal instructions are far preferable to the printed ones. 
Get out and ta lk to your men and impress them with one fact 
above every thing else-that you are in dead earnest and that 
you mean business. You'll find them as hungry to get the in
fo rmation as you a re to impart it. And their success is your 
success. 

Then comes the matter of holding the ground that you have 
already gained. Th ey']] ski p backward s a whole lot fa ster t han 
you can push them fo rward if you let up. It is a di ffi cult matter 
for a busy claim agent to get around t o all of the divisions of 
a big system more than once o r t wice a year. It means from 
two to four weeks each time, talki ng fro m early morning until 
after midnight. F urthermore, it is no t necessary if you can 
devise a scheme fo r holding the ground that yo u have gained. 

T he summer season is, of course, the b ig end of the stick. 
Probably 65 per cent o r m ore of your summer accident in
struction applies equally to your winter accidents. T oo fre
quent talks necessarily cover much of the sa me ground and 
will eventually ac t a s a damper upon the inter est of your hearers. 

To hold our g round we devised this scheme. W ith us it has 
proven to be a splendid success. Regula rly once each week we 
pos t an accident bullet in in every car house, office, a nd lobby 
where it will be brought conspicuously before the eyes of the 
men. Th e bulletin is governed by the season and the class and 
nature of accidents which we anticipate or with which we are 
st rug gling. The b ulletins are printed upon heavy white paper, 
in g ood, readable type, with short paragraphs, plain language, 
and with wid e margins, which set it off to good advantage. 

VVe intend that the bull etin s shall be dignifi ed, though forceful 
and stra ight from the shoulder. \ •Ve poin t out the mistakes 
of the other fellow, and we warn and caution the men to be 
careful to a void certain classes of accidents. Above all else, 
we t ry to make them interesting to the men. W e want them to 
read them because they are interested in them, and not because 
some rule forc es them to do so, in which la tter case they will 
get but litt le good out of them. 

The bulletins are posted upon si mple but a ttractive bulletin 
boa rds, which arc kept fresh and cl ean and in good condition. 
No one stops t o r ead a soiled sign, or anything post ed upon a 
dirty bulletin board. Nothing ·whatever but these bulletins are 
allowed upon these boards. 

Specimen bulletins accompany thi s article, as well as several 
copies of the acc ident instruction book used in this year 's talks, 
and entitled ''The P revention of Accidents." 

T he claim agent who is do ing li ttl e or nothing toward the 
wo rk of educating and instruct ing his conductor s, motormen and 
inspecto rs cover ing the preventi on 'and the proper handling of 
accidents, is neglect ing the most inter esting as welt as the most 
important branch of his portion of ra ilroading. (27) 

LINK TO BE BUILT TO CONNECT PEEKSKILL AND 
NEW YORK BY TROLLEY 

The village authorit ies of Ossining, a ft er 1he question had 
been before them for six months, g ranted a franchise, Oct. 31, 
to the H udson Ri ve r & Eastern T ract ion Company, o f which 
F. A. Stratton is t he president, to ope rate a n electr ic stree t rail
way in the village. The new line will extend up the main st reet, 
and the company will use 1000 ft. of the tracks o f the old railway, 
which is owned by the VVcstchester T ract ion Company. It is 
1Ir. Stratton's intent ion to ex tend the line to P eekskill soon and 
connect both Peekskill and Ossining with 'White P lains by way of 
Sherman Pa rk. The new company has a capital of $2,CXX),000, 
and New York fina nciers a re in it. 
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LONDON LETTER 

The London County Council has added another 7 or 8 miles 
to its ex tensive system by taking over the lines from Vauxhall 
to Norwood and Camber well, previously worked by the London 
Southern Tramways Company, and the Counci l proposes to 
app ly in the for thcoming Parl iamentary session for slatutory 
authori ty to e lectrify this new portion of the system, In con
nection with the Counci l's p1·oposal to construct new elec tric tram
ways 1hrough parts of Holborn borough, namely, in the Ru sse ll 
Square district , it is finding considerable opposition from the 
law and parliamentary committee of the local Co11ncil, which con
s iders it un necessary to run tramways through thi s residential 
district. In a recent conference in Woolwich, a r esolution ,was 
passed urg ing the London County Council to constntct an ex
tension of its system through Woolwich to Eltham and A bbey 
Wood, and assurances have been given that this sen- ice will be 
construc ted just as soon as possible. 

The work on the embankment tramways, pictured elsewhere 
in th is number, is being pushed vigorous ly by Dick. Kerr & Com
pany, and most of the difficu lties in connect ion with this scheme 
have been O\'ercome. The grea test of these, perhaps, was the 
unexpected discovery of the arches of the Underground Railway 
with in 2 ft . or 3 ft. of the surface of the embankment under
neath abou t zoo yds. of the route on the embankment where 
the t ramways had to be put down. I t is cu rious to note that 
no one knew that these: arches were at this exact !:=pot. For
tunately, however, they are not the real arches of th e tunnel, but 
ar c streng th ening or false a rches above the 1·eal tunnel. Pe1·
mission has now been granted to cut away such portions of the 
arches as arc necessary for the insertion of the conduit, and this 
work is now nearly completed. A good deal of correspondence 
has• been going on in the daily press regarding the necessary 
mu ti lation of the trees on the embankment, but Capt. H emphill, 
who is the chairman of the highways committee, has g iven as
surances that this will be done as carefully as poss; iblc and at the 
proper t ime of the year, so that the trees wil l not be permanent ly 
damaged, and that after all such clipping of the trees a.s is neces
sary will be comparatively slight. _:r..fr .. F ell, the chief officer cf 
the London County Council Tramways, has also issued a stat<::
men t regarding the scniice which will be conducted a long the 
embankment and up the subway, some disappointment hay ing 
been manifested by the evident statement tha t a ll t ramway cars 
passing up the embankment could not poss ibly go through the 
Kingswa.y tunnel, as t his tunnel is not large enough for cbuble
deck cars. Mr. F ell has stated that a certain proportion of the 
cars coming from the south over Westminster Bridge and up the 
embankment will continue through the tunnel, but these will 
necessar ily be ·single-deck cars. These particular cars will prob-"' 
ably run from places like the "Plough" at Clapham in a four
minute service, and there will be a one-minute service along the 
emba nkment each way. The whole service has been carefully 
worked out and should prove quite sati sfactory. 

The report of the London County Council on the tramway 
working shows that the total receipts on th e London County 
Council's southern tramway system for the year ('lldccl on :March 
31, were £782,000, £ roo,ooo more than those of lhe previous 
twelve months, the profit on working being £220,454, The 
amount of outstanding debt is £2,777,337. The expenses for 
electri c traction were £407,557, or 8.04d. per car-mile, Horse 
traction cost £ 154, ,98, or 10.83d. per car-mile. When the new 
generating station at G reenwich is used the working expenses for 
elect ric traction will be, it is stated, considerably reduced. Du r
ing the year 183,500,000 passengers were carried, an increase on 
the pr :· vious year o f 18,700,000. In view of the probability of the 
\Vestm in ster Bridge and Victoria Embankment tramways being 
ready for working ea rlier than was anticipated, and before the 
erecti{ n and eqttipment of the Holborn sub-station is completed, 
arra11g-ements hav e been made wi th the Undergronnd Electric 
Railwnys Company to afford a temporary supply of power at the 
rate of 1d. a unit for six months. T he Council is to provide 
the ll l!Cessary connecting cables and bear the expense of fixi ng 
them. 

The University City of O xford has at last come to a decis ion 
regarding its proposed tramway system, h;wing decided to place 
a cont ract with the National Electric Construction Company, of 
Lnndnn, to insta ll the Dolter surface contact sys tem. Two ten~ 
ders had been considered by the Council, the one which has just 
been accepted, and the other by the Oxford T ramways Com
pany, who offered conditionally a choice of three systems. It 
was found, however, that the Oxford Company's tender included 

provision for overhead wires, which the Corporation distinctly 
excluded, that the bond offered for the fulfilment of the 
contract was financially unsatisfactory, and that the system of
fe red by the Nat iona l Company on the Ooltcr sys tem was much 
more sa tisfactory. The offer which has been accepted is based 
upon ll1e running of the present horse tramways until th e elec
trification at £8oo per annum, and after electrifica tion at £1,100 

per annum for the fir st three years, and £ r25, which is a quarter 
of the es timated 1·eceip ts for advertising, this sum to be aug
mented after three years to an inclu sive rate of about £r,425, 
and for the remainder of the period about £1,625, with a further 
rental of £50 per annum for every .ttlditional mile of route laid 
in the city. It will thus be seen that the National Electric Con
strnction Company will become th e lessee of I.he system, and the 
tender which has been accep ted is 1.iased on its operating the road. 

In this connection, it is interesting to not~ the amount of work 
which is at present being done by th e Doltcr Company, the Mex
borough and Swinton tramways haviug been enti rely constructed 
on this sys tem. The service is now complete, and, when put 
into operation, it wi ll actually give a tramway connection from 
Sheffield to a point within 5 miles of Doncaster. Trial runs have 
al ready been made with perfect success op this system, and before 
many weeks are over it will be in actual use. As is we ll known, 
the Oolter sys tem is a lso being applied at Torquay and on the 
Front at H astings. The Torquay sys tem is also very nearly com
pleted. 

The Town Council of Folkestone is .i lso much in tere ,;ted in 
tramway matters a t present, and recently visited Sheffield for tlte 
purpose of going over the i\1exborough and Swinton tramways. 
The deputation consiste<l o f the 1'1,1.yor of Folkestone and a num
ber of Councillors and Aldermen, \vho al l expressed themselves :J.S 

highly pleased and satisfied with the working of the Dolter 
system, cars having been run over almost the entire line for their 
inspection with perfect success. It would appear, therefore, l.11 ;,t 
the Nat ional Elect ric Construction Company has a very good 
pros~ct of also equipping this ente rpri sing to,vn by the sea with 
I.he Dolte r sy~ern, which will place it far in the front of other 
sys tems so far as the amount of work done in tramway · con
strnction is concerned. 

The deadlock between the London United Tramways Company 
and the \Vimbledon Corpora tion h:1.s at last been ended, and the 
company has already com:neneed wor k fo r the completion of the 
route from Wimblc(lon io Toot ing. The company completed its 
route from Kingston to " ' imblcdon some months ago, but was 
prevented from runni ng the c.-i rs o,·er this route by the \Vimble
don Corporation, which maintained that the ag reement prohibi ted 
the running of cars to \Vlmbledon until lhe extension to Too ting 
was comple ted. Thus th e completed lines of this magnificent sys
tem have been idle practically for three months. T he \\ hole 
troub le has arisen out of the act of P arliament obtained in 1902, 
which states that no cars niust be run on any system until the 
whole of the work has been completed, thongh in Sir Clifton 
Robin s0n's experience th e Wimbledon Corporat ion is the first 
,vhich has insisted upon the absolute letter of the law. The in
habitants of that section, therefore, have had to go without the 
benefits which would have accrued some time ago had the \.Virn
bled011 Corporation acted in a more generous fashion. However, 
an agreement has now been reached, and the work will be vigor
ously pushed. 

It would appear from the firs! report of the Dunrlee & Brnughty 
Ferry District Tramways Company that up to the present the 
result has been an unquali fi ed success. There has been a Ja rge 
rlevelopment in the district traversed by the tramways. It is an 
indisputable fact that the people of the distr ict a re la rgely follow
ing the tramway route, and that a la rge a nd well-populated dis
trict is arising all along tl~e whole route. One of the curious 
results of this successful tramway en terprise is tha t the Dundee 
newspaper s are urging the Lord ProYost of Dundee to the pos
s ibility of ;--innexing the town of I3roughty Ferry, so as to make 
rt greater DunQ.ee. There is no better exemplificat ion of the in
calcttlable benefits to any district by the const rnction of a well 
designed and well opcr:'ltcd !-ystem of tramways, and it should <lo 
much to destroy the stupid opposition which still exists in the 
minds of some obstructionists to the line of progress. 

It was recentlv stated in this column that the Hastings Cor
poraticn had deci<led in favor of Sunday trams. The opposite de
cision on the part of the Bournemouth Corporation must now 
he recorded. Bournemouth hac; a l!-o been the center of much 
hea ted disct:ssion as l. o whethC' r th l' tra m~ shoul <l n m on Sunday 
or not, and, fo llowing the e'( ·tmplc o f many other towns, tl;e 
J fayo r decided to haH a poll for the purpose of deciding the 
m;i tte r. The figures as offici:tlly declared by the ~fayer ;ire as 
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fo llows: For electric tramways 2703, aga inst 3oo6, leav ing a 
majority of 903 against the working of Sunday tramways. 

Managers of t ramways, or their committees, appear not yet to 
have decided definitely as to the correct fare to be charged on 
tramways, as is evidenced by the number of corporations con
sidering the question of halfpenny fa res. l11 this connec tion it 
is interesting to note that the Darlington Town Council, hav ing 
found that there is a !0ss on its tramway system , which has been 
operated fo r some time with halfpenny fares, has at last rnmll! 
to the conclusion that it is not a paying proposition, and has 
decided to make the penny fare the minimum. One local paper 
has been enterprising enough to get the opinion of some seventy
seven cities or boroughs operating tramways, a nd, needless to 
say, nearly a ll of them are tota ll y averse to the ha1fpenny fare. 
Even though halfpenny fares are in vogue in Glasgow, J ohn 
Young, the late general manager of that city, by an experiment 
found out that 83 per cent of the halfpenny fare s were rich, well
to-do people, and that only 17 per cent were work ingmen, small 
shop keepers and people of humble means. There would appear 
to be no excuse whateve r for comparatively small towns adoptmg 
ha lfpenny fa res, and this seems to be the general impress ion. The 
Lowestoft Town Council has also been much exercised for some 
time back over the fare·s, there being a varying fare from dif
ferent parts of the city. There was a lso a sho rtage in the re
ceipts, and the Council t ried to improve matters by increasing the 
fares, but found tha t th is did not work, as the cars were boy
cotted. A return was made, therefore, to the original fares of a 
penny for half distance and twopence fo r the whole distance. 
During the last few weeks the fares actua lly were reduced to a 
penny for any distance. T o the Council's great aston ishment it 
now find s ~that this popular movement has resulted in a large 
financial increase, so that it would appear that one can e rr on the 
side of too dear fares in add ition to too cheap fares. For mod
erate size towns, the unive rsal penny fa re seems to be a good 
idea, and it will, at leas t, result in the Lowes to ft trams paying 
their way. The first week o f the new fares resulted in a n in
crease of over 14,000 passengers and about £45. Notwithstanding 
this,. the Leyton Council, aga inst a strong p ro l est from the 
tramways manager, has decided to adopt halfpennv f : irP -; on its 
sys tem. 

The through service of trams between \Volverhampton and 
Dudley is now operative. The \Volverhampton tramways are 
equipped w ith the Lorain sur face contact system, but YVolver
hampton is sur ro unded on a ll sides by tramways opera ting on the 
o rdinary overhead sys tem. The l ines have· been ready for the 
th rough service for some time, but unavoidable delays have pre
ven ted their being pl.aced in service. It is now possible, however, 
to sec Dudley cars, which a rc primar ily operated on the overhead 
system in \Volverhampton, having had ska tes a ttached lo their 
under bodies for tl1e purpose of working on the Lorain sys tem. 
while \.Volvcrhampton cars , primarily equipped wi th the Lorain 
skate, are to be seen on the Dudl ey system with overhead trolleys 
for operating on that system. ' 

It was mentioned last month that the tramways committee o f the 
:rvlanchester Corporation had announced a loss between £ 5,000 
and £6,000 on the past yea r's wo rking on the parcels carrying 
business, and that the subj ect was receiving attention. The com
mittee has now decided not to abandon th is business ent irely, but 
to remodel it , and it will herca ft cr confine the parcel carrying 
operations to the area of the tramways; that is to say, parcels will 
not be accepted for delivery outside of its m,m a rea, leaving that 
business to other carriers. It is quite evident. of cou rse, that the 
corporatio n to undertake to deliver parcels to all parts of the 
country would have "had to build brge depots and involve a la rge 
amount of capital, besides undergoing the severe competition of 
the various general carriers, so that if is a wise decision to with
draw from that portion of the business. 

There is a strong demand for furth er exten sions of tramways in 
I\'lancheste r, and the committee has a t last decided to extend 
the service from \Ves t Point, Upper Cho rl ton Roag, to 0 10rl ton
cum- l lardy. T he line, wh ich will be a single one, will have loops 
a t convenient places, so that when the necessary land is acq uired 
the service can be completed as a double line of tramways. There 
is also an effort being made at present to get through trams from 
:Manchester to Oldham, the Manchester committee being perfectly 
willing as well as the Oldham Town Council , the only difficulty 
being at p resent Failsworth, which is asking for certain extended 
fac ili t ies which are not easy to give. Another probable cause of 
the delay may also be that the 1fanchester cars would have t0 be 
equipped with more powerful brakes, to insure safety on the much 
steeper gradients in Oldham. Needless to say, however, these 

d iffic ulties will soon be overcome, and it is only a question o f t ime 
before the se rvice comes into operat ion. 

Recently the \Nest Bromwich Trades Council made rep resenta
tions to the Board of T rade, after a tramway fata lity, that it 
should be made compul sory for all tramway cars to carry 
lifting jacks. A reply has just been received stating that the 
board, even though it might be able to make a regulation of this 
nature valid, doubts the wisdom of it, as it would be putting 9 

unduly burdensome regulations upon tramw;iy concerns. T he 
board had to cons ide r what additional protection the car rying of 
such jacks would have to li fe and limb, and it appeared that there 
was not suffic ient evidence to show that these would conduce to 
greater sa fety. On the other hand, jacks would tend to the 
greater fac ility of removing obstructions to tra ffic, but th is was 
a matter for local licensing authoriti es rather than for the Board. 

On the invitation of the tramways committee of the Hudde rs
field Corporation, a private conference of representatives of tht> 
Yorkshire Tramway IIang;rs' Association and of the committee 
was held at the Town Hall to di scuss the important question of 
brakes. The J\fayor of Huddersfield , ·who is also the temporary 
chairman of the tramways committee, presided, and in addition 
there were also present var ious town Councillors and managers 
and representatives of the following tramway authorities: Shef
field , Hull , Rotherham, B radford, Keighley, ·wakefield, Doncaster , 
Barnsley, Leeds. Birkenhead, Scarborough and the Yorksh ire 
H eavy \Voollen Dist ri ct. 

\Vith reference to the recent st rike of · the Halifax tram way 
men a notice has been placed in the office window at the H ali fax 
tramway depot that no more men are wanted. T his is due to the 
fact that the staff is now complete. Mr. F. Spencer, tramways 
manager, states that of the tramway men who struck work thirty
one drivers and fifteen conductors have been reinstated, and that 
the applications of seven drivers and eleven conductors were still 
under con siderat ion. He also supplies the information that two
thirds of the men now engaged on the system a re local men. 

I t is now poss ible to trave l from I\'[anchester to L ive rpool by 
tramway cars, although the journey occupies about 5 hours, on 
the comple ted line of the Lancashire U nited Tramways Company. 
With the exception of a break of a few miles it is now poss ible 
also to trave l from Liverpool to Leeds by tramway. T he Lanca
shire United Company, by acquiring a~ut 80 per cent Of the 
shares of the St. Helens Company, now practically controls the 
whole of the tramway systems between Liverpool, Bolton, \Vigan 
and Manchester. Now that the system is complete, the proposal 
as to the carriage of coal between the collieries and mills will 
be proceeded with, and in th is respect the t ramways will largely 
affect industr ial enterprises within the districts concerned. 

T he electrification of the H ammersmith & Aldgate line has 
l ust been completed, and a trial trip was recently made by the 
Great Western Railway Company. The fi rst electric car fo r public 
nse will be run shortly, but probably not un ti l the end of January 
will the complete new service be in operation. Then there will 
be a service of S minutes, instead of one of IO minutes , as at 
present .. The twenty-four steam-propelled carriages will be sub
stituted by twenty electric cars, and the change wi ll be made 
gradually. 

The Lancashire & Yorkshire Railway Company has resolved 
to establish a motor-rail service between Preston and Hesketh 
Bank in November next, fo r the accommodation of the g rowing 
suburban traffic. ft has also been pract ically dec ided to est3:blish 
a similar se rvice between Darwen and Accrington, passing through 
Blackburn ,.in order to compete with the electric tramways, which 
between Darwen and Blackburn alone have, it is stated, robbed the 
railway company of 8ooo passengers per week. T he possibility of 
catering for the great holiday traffic in the R ibble Valley by run
ning motor trains from Blackburn through Langho io \Vhalley is 
under consideration. 

Recently there was a large and pleasant gathering of employees 
at the Chiswick headquarters of the London United E lectric 
Tramways Company, to take part in the forma l opening of a 
rifle range. T he ceremony ·was performed by Sir Clifton Rob
inson, and Lady Robinson fired the fi rst shot, successfu lly scoring 
a bull's eye. 

At a recent meet ing of the Sunderland County Borough Council, 
Mr. A. A. Day w:is forma lly appointed electrical eng ineer for 
the borough in success ion to 1fr. J. F. C. Snell , who has resigned. 
The commencing salary for the position is £8oo a year, rising 
to £ 1.000. Mr. Day has, for the pas t six years, been electrical 
and tramway engineer to the Bolton Corporat ion, and pr ior to 
tha t he was on the l\fanchester Corporation Electrici ty Works 
staff, having been chief assistant ·eng ineer. 
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The city of Birmingham has been during the past month a 
center of interest, as it has just been able to open the new power 
house whlch is to supply the city not only with electric power 
and light, but also the increased d emand for current made neces
sary by the electric tramway scheme being completed by the 
Corporation. The station ultimately will have a capacity of 
26,500 kw, about half being- direct-curr ent plant and half alter
nating-cur rent plant. A t present there are about 7000 kw of 
direct-current machinery and 4500 kw of alternating-current ma
chinery in stalled. A ll of the engines have been supplied by Belliss 
& Morcom. F our of these a re about 3000 hp, cot1pled direct to 
LJick, Kerr generators, two •of the same size are coupled direct 
to alternating-curren t generators by the British \Vestinghause 
Company, and thr~e engines of 1000 hp are coupled direct to 
British \Vestinghouse alternators, while sm aller engines are used 
for exciting and auxiliary work. There are also t\vo Parsons 
direct-current ttirbines of 500 kw each, and the station is lighted 
by forty-two Cooper Hewitt mercury vapor lamps, each developing 
r8oo cp. In the meantime, the work of converting the tramway 
system and the new construction in connection with the whole of 
the electric tramway system is progress ing very ra pidly, and some 
of the routes will be opened immediately, and by J an. I nearly the 
whale system will be operated by the Corporation. Most of the 
new cars are being supplied by Dick, Kerr & Company, mounted 
on Mountain & Gibson's r adial axle four-wheeled trucks, 

The report of the British Thomson-Houston Company, Ltd., 
for the year ended :<larch 31, states that the company has acquired 
from the Allgemeine Elektricitits-Gcsellschaft the British patents 
covering the \Vinte r-Eichbcrg system for single-phase railway 
work, and with the consent of th e company the Allgemeine Elek
tricitats-Gesellschaft has entered into a contract for single-phase 
equipments with the London, Brighton & South Coast Railway 
Company, which will be the first railway in Great Britain equipped 
with a single-phase plant. The company also owns for the United 
Kingdom the Latour patents and the patents covering the single
phase system developed by the General Electric Company, of New 
York. During the period under review the company has ac
quired from the General Electric Company, of I\ ew York, and the 
Compagnie Fram:;aise pour )'Exploitation des Precedes Thomson
Houston all their British patents, and prior to March 3, 19o6, it 
made a similar contract with the A llgemei11e Ekktricitats-Gesell
schaft. The company h:i.s sold ta date Curtis turbines having 
a total capacity of 32,000 kw. It was mentioned in last year's 
report that, after the closing of the books, March 31, 1905, the 
company had disposed of a large amount of securities and reduced 
proportionately its liabilities. The securities sold realized £372,-
631, and the entire proceeds were used to reduce to that extent 
the company's indebtedness. The trading profit for the year, after 
deducting general and technical expenses, di scounts, debenture 
and other interest. amounts to £31,549. The amount brought 
forward from March 31, 1903, is £1,69(5, m aking a total available 
profit of £33,245. The whole of this profit (with the exception 
of £4,124 carried fonvard) has been app lied to various deprei;;ia
tians, which the directors believe to be ample. As shown on the 
balance sheet last ye,1r, the balance of the excess cost of manu
facturing, incident to the establishment of the manufacturing busi
ness of the company, amounted to £39,26r (£28,000 having been 
previously written off). The amoun t added during the year was 
£446, making a total in this account of £39,707. From this there 
is written off the further sum of £8,000, leaving a bal c1 nce of 
£31,707, from which further amounts will be written off from 
time to time until finally disposed of. A. C. S. ---WESTINGHOUSE MANAGERS' MEETING 

The annual convention of the sales managers of the \Vesting
house E lectric & Manufacturing Company was held at the East 
Pittsburg works during the week ending Oct. 27. The meetings 
were conducted by E. 1\:1. Herr, first vice-president, and L. A. 
Osborne, second vice-president, assisted by C. S. Cook, manager 
of the raih'-'ay and lighting department; S. L. Nicholson, managf'.r 
of the industrial and power department; C. E. Humphrey, man
ager of the detail and supply department, and \Valtcr Cary, gen
eral manager of the Sawyer-Man Electric Company. On \Vednes
day evening, Oct. 24, the officials of the company gave a banquet 
to the visiting managers at Hotel Schenley, at which there were 
present, in addition to the officic1.ls a nd managers of the Electric 
Company, prominent officials of a ssociated interests, including 
Col. H. G. Prout, vice-pres ident of the Union Switch & Signal 
Company; John F. Miller, fourth vice-presid ent of the \i\Tcsting
house Air Brake Company, and E. H. Sniffin, third vice-president 

of the Westinghouse Machine Company. These annual meetings 
of the \i\Tcstinghonse Company were inaugurated a number of 
years ago, and give an opportunity for the mingling of ideas of the 
managers from all parts of the country, working under almost 
every known commercial condition. The convention closed on 
Saturday, when the managers returned to their respective ter-
ritori es. ---EARNINGS OF THE OAK PARK COMPANY FOR THE 

YEAR ENDED JUNE 30 

The Chicago & Oak Park E levated Railroad Company, in its 
report for the twelve months ~nded June 30, 1906, submitted to the 
Illinois Railroad and \Varchouse Commission, showed a deficit for 
the yea r of $40,056. This was a decrease of $18,o69 compared 
with the deficit repo rted for the previous year. The total excess 
of outgo over income stood on June 30 at $92,778. The increase 
in genera l expenses shown in the report was due to personal in
juries a nd the increase in taxes due to a shortage of $9,000 in the 
reserve for taxes in the preceding year. 

The gross earnings for the year increased $46,610, and the net 
profits increased $29,933. This latter increa se was abso rbed by 
increased expenditures. The figures follow: 

Earnings
Passenger ... 
Miscellaneous 

FINANCIAL STATEMENT 

19o6 
$863,637 

26,917 

Gross ....... . 
Operating expenses-

Maintenance of way and structure ... 
Maintenance of equipment. ..... . 
Conducting transportation 
General expenses 

Total 
Net earnings 

Charges-
Interest .. . 
Taxes ....... . 
Rental 

Total 
Deficit 
Add for interest on notes given to 

Chicago & Oak Park Elevated 
Railway Company on acco un t of 
reorganization ... 

Total deficit ........................ . 
Per cent operating to gross ... . 

ASSETS 
Cost of road a nd equipment.. 
Stocks and bonds owned ... . 
Cash and accounts receivable ...... . 
Material and supplies on hand .. 
Sundry ..... 
Profit and loss (deficit) 

$8go,554 

19,4g8 
45.657 

391.643 
48.739 

284,740 
53.467 
86.865 

52,722 

$92,778 
56.77 

$17.843.878 
437,753 
127.627 

2.333 
68,r23 

258,343 

Total ............•.................. $18,738,o6o 

LIABILITIES 
Capital stock ............. . 
Funded debt ...... . 
Debenture note ................. . 
Real estate mortgages .......... . 
Accounts payable .................. . 
Interest on funded debt accrued, due 

July r, 19o6 .... 
t N ates payable .. 
Sundry .. 

Total 

$10,000,000 
6,040,000 

350,000 
5.238 

64,II2 

• II4,3I6 
2,04-1-,500 

II9.893 

$18.738.o60 
First mortgage bonds.... 5,000,000 
Income bonds . , . . . . 1,0<XJ,000 
Car trust notes . . 40,000 

Total . . . . . . . . . . . . . . . . . . . . $6,040,000 

1905 
$821,195 

21,748 

24,624 
41,658 

3<,)6.518 
43,128 

$505.929 
337,014 

278,719 
31.767 
84,653 

$395,139 
58,125 

$no,847 
6o.02 

$17,801,221 
438.253 
II9,72I 

6o,697 
165,564 

$18,585,456 

$10,000,000 
6,0-lJ,000 

350,000 
8,363 • 

50,387 

114,329 
1,95-1-,150 

65,227 

$18.585,456 
5,oco,000 
1,000,000 

43,000 

$6.628,ooo 

t Includes notes t o Chicago and Oak Park Elevated Railway Company, 
amounting to $1,040,000. 
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HUDSON VALLEY LITIGATION ENDED 
Litigation agc1inst the Delaware & Hudson Company by Chas. 

W. Morse and E. Clarence J ones, of New York City, as joint 
mvners of about $3,000,000 convertible bonds and stock of the 
H udson Valley Railway Company, which, on the conversion of 
the bonds in 19o8 would give them absolute control of the prop
erty, has been averted by the Delaware & Hudson Company's 
abandonment oi the claim as to the non-conve rtibility of the bonds 
owned by 1foi·se and Jones, and the purchase by Mr. 1forse from 
1vir. Jones of his half interest in the securities. As sole owner of 
the control of the Hudson Valley Raihvay Company, lvir. 11Io rse 
will now be enabled to make such arrangements with the Dela
ware & Hudson Railway Company as wi ll be satisfactory to him, 
and tend to es tablish harmonious relations between his Hudson 
Navigat ion Company and th e Delaware & Hudson Company. 

----+++--
THE ATLANTA-MACON LINE 

The executive officers of the Atlanta, Griffin & I\'Iacon Electric 
Railway Company have been transferred from At lanta to Macon, 
and also for the ],,facon, Americus & Albany E lectric RQilway 
Company, the Macon & Albany Securities Company, the Inter
urban Construction Company, and the Electric Railways Express 
Company. For the Atlanta, Griffin & Macon Electric Railway two 
engineering corps have been in the field since July 15; one snrvey
ing from Macon northward and one from Atlanta southward. 
These two co rps met at Griffin recently, with the result tha t the 
line wil l be by several miles the shortest between 1Iacon and 
Atlanta. Cars will probably leave J\facon for At1anta and Atlanta 
for Macon every honr, ,v ith limited express cars at the more con
venient hours. The running time for the through express cars 
will be 2 hours between 1fa.con and Atlanta, while the time for the 
local service cars will be about 2¼ hours. ,v. J. Kinca:d. the 
well-known capitalist and cotton mill man of Griffin, is the presi
dent of the Atlanta, Griffin & Macon E,lectric R ailway Company; 
W. J . 1-fa.ssee, of Macon, is vice-president; Col. Clifford L. Ander-• 
son, of Atlanta, is secretary; William A. \Vimbish , of Atlanta, is 
treasurer, an<l /\lbert Bolyston, of Atlanta, is assistant secretary 
and treasurer. The offices of the secretary and treasurer are in 
the Prudential Building, Atlanta. Engjneering corps will be 
placed in the field at an early. date to survey the route between 
1viacon and Albany. Joseph S. Davis, capitalist and banker of 
Albany, is president of the Macon, Americus & Albany Electric 
Railway Company. The Macon & Albany Securities Company is 
the company which is financing the prel iminary work on the 
1Iacon & Albany line, and backed by Eastern capital, will com
plete the financing of the actual construction. This company is 
composed of representative business men and capitalis::::; of 
Georgia. Nicholas J. Cruger, of Albany, is president. The Inter
urban Construction Company is a comp;rny formed for the pur
pose of carrying on the work of construction of the electric rail
ways, the building of passenger and express cars, etc. \V. ]. 
Massee, of Macon, is president. 

------+++--
CANADIAN INTERESTS NEGOTIATING FOR LARGE LIGHT 

ING AND STREET RAILWAY CONCERNS 
The deal for the purchase of the extensive holdings of La 

Electra. S. A., and the company Indu strial de Guadalajara, in 
Guadabjara, by the 11exican Light & Power Company, the 
Canadian concern which owns the big electric power transmission 
plant at Necaxa and the street railway sy~tcms of 1vicxico City 
and Puebla, has practically been completed, says the ''Wall Street 
Journal." The consideration is said to be upwards of $5,000,000. 
The property includes the .electric lighting plants and street rail
way systems of the two companies. 

------+++--
ARRANGING FOR THE TRIAL OF SAFETY DEVICES 

IN -MASSACHUSETTS 

The details of arrangements for the numerous tests of street 
car fenders now in progress under the auspices of the Massachu
setts R ailroad Commiss ion, are being handled directly by Com
missioner George W. Bishop, of Newtonville, to whom the pre
limina ries were delegated in his capacity of expert in railroad 
construction and appliances fo r the board, and he has found it a 
somewhat difficult matter to sift out from among a large number 
of inven tions, existing only on paper or as models, those which 
a re actually ava ilable fo r trial. He has been assisted in the 
matter by Inspector Lewellyn H. McLain, of Melrose. 

APPEAL TO U. S. SUPREME COURT IN CLEVELAND 
SITUATION 

A ttorney J. W. Warrington, representing the Cleveland E lec
tric Railway Company, has asked the U nited States S upreme 
Court to grant an order restra in ing the city of Cleveland from 
tearing up the tracks of the company until the appeal now before 
the Supreme Court · can be heard. T he court took the matte r 
under adv isement, Chief J us ti ce Fulle r stating that the court 
would announce its decision as soon as possible. 

FINE ELECTRIC RAILWAY MAP 

The Price Publishing Company, of Lima, Ohio, had on ex
hibition at the Columbus convention an excellent map of Ohio, 
lndiana and J\:Iichigan, showing the electric railways in heavy 
lines, thus giving them prominence over steam roads, which other 
maps do not. T his map is on mus lin-backed paper, 35 ins. x 38 
ins., and is put up in two forms, folder with neat cover for 
pocket use and flat with stick for wall purpose. 

------+++--
STOCKHOLDERS OF WORCESTER RAILWAYS & INVEST

MENT COMPANY GIVEN PRIVILEGE TO EXCHANGE 

Mackay & Company, in a circular to stockholders o f , v orcester 
Railways & Inves tment Company, say : 

" ' Ve have purchased a majority interest in the shares which 
have been exchanged for the 4 per cent preferred sha res of the 
::Je\.v E ngland Investment & Security Company, and we now offer 
sha reholders privilege of exchanging th eir shares on the basis 0£ 
twenty shar es of Worceste r Rai lways & I nves tment for twenty
one 4 per cent preferred shares of the New E ngland Investment 
& Security Company, on and after Nov. 1, 19o6, at Old Colony 
Trust Company, Boston. 

"The New E ngland Investment & S ecur ity Company is de
so·ibed in the accompanying letter fro m its pres ident. Its pre
ferred shares, $10,000,000 in amount, a rc entitled to cumulative 4 
per cent semi-annual dividends, these dividends and $105 per 
share and accrued dividend in event of liqu idation being guaran
teed by endorsement by the Consolidated Railway Company, of 
Connecticut. The preferred shares are non-taxable in Massa
clmsetts. 

"This guarantee is further protected by a th ree-party agreement 
between the New England Investment & Security Company, the 
Consolidated R aihvay Company, of Connecticut, and the New 
York, New Haven & Hartford Rai lroad Company, in e ffect au 
obligat ion of the New York, New Haven & Hartford, and as 
such with priority over any dividends of that rai lroad." 

C. S. Mellen, president of New Haven Ra il road and also presi
dent of N cw England Investment & Security Company, g ives first 
official informat ion as to this company in a letter, saying: 

'·The company is a voluntary association formed June 25, 1900. 
T he trustees a re: Charles S. Mellen, Nathan iel Thayer, C. F. 
Brooker, William Skinner, Robe rt W. Taft, Edwin Milne r and D. 
Newton Barney. 

"It has outstanding $rn,ooo,ooo 4 per cent cumulative p referred 
and $ro,ooo,ooo common shares. 

"It o,vns in trust for the benefit of shareholde rs the following 
stocks and bonds: 

" 'Vorcester & Southbridge Street Railway Company, 7oooshares 
of stock {entire capital), 224,000 first mortgage 4½ per cent 
bonds, $146,369.33 of notes payable. 

"Worcester & Blackstone Valley Street Railway Compa ny, 2000 

shares of stock (entire capital), $257,076.67 of notes payable. 
"Worcester Railways & Investment Company, 36,97r shares of 

stock 
."Springfield Railway Company ro2 shares of stock ; $37;,ooo 

Ol notes payable. 
"Springfield Railway Company, 50,000 sha res of common stock. 
"Berkshire Street Railway Company, 13,7g8 shares of stock; 

$200,000 5 per cent bonds, $366,886.70 of notes payable. 
"'i\/estern Massachusetts Street Rail v,1ay Company, 3000 shares 

of stock, $137,500 of notes payable. 
"Hartford & ,i\/orcester Street Railway Company, stock rights 

in 2,997 shares of stock. 
"New York, New Haven & Hartford Railroad Company, 5000 

shares of stock. 
"Provision is made for acquirement of certain other securities." 
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OPERATING RESULTS IN INDIANA 

During the year ending June 30, 1go6, 14,778,887 more passengers 
were carried on electric roads in Indiana than were carried in the 
preceding year. The statistics in all branches of the traffic show 
a marked increase in prosperity. The total number of passengers 
carried was 127,616,952. The last year also shows a gain in the 
number of miles of track operated by electric roads. In 1905 only 
1,002.19 miles of track were operated, while in 19o6 the number of 
miles operated was 1,286.73, or an increase of 284.54 miles. 

Four thousand and ninety-five men were employed during the 
year 1906, and were paid wages aggregating $2,524,475.oS; 870 
motormen and 830 conductors were employed, the motormen re
ceiving $555,907.68, an average daily ea rning of $1.88, and the 
conductors being paid $523,667.32, an average daily ,vagc of $1.89; 
99 linemen and 291 mechanics were employed during the year, the 
linemen receiving $56,833.II, daily earning of $2.26, and the me
chanics being paid $207,737.21, an average of $2.23 a day; 96 
electricians received $50,01 I.CK), or about $1.59 a day. 

The roads during the year earned $1,955,045.50 more than dur
ing the preceding year, the year's total earnings being $8,712,775.72. 
The expenses were $5.551,456.50. Taxes paid to the State were 
$456,240.70. Maintenance of way and structures amounted to 
$501,854.07, and keeping up the road equipment cost $558,655.37. 
Conduction of transportation cost $2,517,547.28, while the earning:; 
coming from passenger traffic were $7,4II,092.36. The betterment 
of road conditions and the acquirement of new track cost $702,-
886.02. The net income to the electric roads was $3,161,319.22. 

ACCIDENT ON THE NEW ATLANTIC CITY-CAMDEN 
ELECTRIC LINE 

A three-car train of the Pennsylvania Railroad Company's 
newly-equipped electric service from Camden to Atlantic City 
plunged into the water from a drawbridge at Thoroughfare, at 
2 :20 p. m., Sunday, Oct. 28. The train left Camden at I o'clock, 
and carried about roo passengers; of this number fourteen left 
the train at Pleasantville. The motor <;ar left the tracks, dragging 
the other two cars after it, and plunged over the side of the 
bridge into the water. It was quickly followed by the second 
coach. The third car, as it plunged over the side, fe ll pa rt way 
into the water, the rear trucks catching on the bridge. It was 
from the third car that those few who escaped death were saved. 
Those in the first car were drowned in their seats. The work •1f 
rescue was begun at once, and by 1\-Ionday afternoon fifty-three 
bodies had been taken from the water, all but one of which have 
been identified. Nine mo1·e persons are reported missing, how
ever. The real cause of the accident cannot be ascertained until 
the cars and trucks are recovered from the water. The PenTI
sylvania Railroad on Sunday issued the following special state
ment regarding the accident: 

"Electric train No. ro65, consisting of three coaches, which left 
Camden at I :oo p. m., left Pleasantville on time, and running 
at about 20 m. p. h., left the rails at the west end of the draw
bridge over the Thoroughfare, near Atlantic City, about 2 :25 
p. m., and plunged into the water. The first two cars were entirely 
submerged, and the third car partly submerged, with the rear 
end resting on the cribbing under the drawbridge. 

"The drawbridge was found properly closed and locked, the 
signal showing a clear movement. The track was in good con
dition, and until the cars can be raised out of the water it is not 
possible to determine the cause of the accident. It was necessary 
to procure divers before the train could be raised, and these an~ 
now working on the wreck. Divers not being available in Atlantic 
City, they had to be procured from Camden and Philadelphia. 

11 General Manager Atterbury, with a force of assistants is on 
the ground, and every effort poss ible is being made to remove the 
cars from the water and recover the bodies. It is hoped, with the 
removal of the cars, that a critical examination of the equipment 
can be made, so that the cause of the accident may be determined. 
All poss ible effort is being made to lea rn the names of the p:::ts
sengers on the train. The bodies, when recovered, a re being 
placed in charge of undertakers to await identification. 

"The equipment of the train was entirely new, having been in 
se rvice but a few weeks, and is believed to have been perfect in 
every particular. The train had, leaving Pleasantville, seventy
nine passengers, of whom twenty-three have been accounted for 
as being safe. It is believed that several more escaped. 

11The motorman, \Valter C. Scott, was drowned. The conduc-

tor, J. 0. Curtis, and the brakeman, R. B. \Vood, escaped. Eleven 
bodies have been recovered, only one of which, that Of an em
ployee, James Dempsey, foreman of car inspectors at Camden, 
has been identified." 

CHICAGO HOLDERS SEEK TO PREVENT PROPOSED 
SETTLEMENT WITH CITY 

Cyrus H. McCormick and other holders of stock in the North 
Chicago City Railway Company and the Chicago West Division 
Railway Company, have filed motions in the United States Circuit 
Court for permission to intervene in the proposed settlement of 
the traction problems in Chicago. They represent the minority 
holders, the majority of the stock being owned in New York. The 
Chicago holders assert that the New York owners are trying to 
"freeze out'' all of the Chicago interests. The two compan ies 
form the principal basis for the Chicago Union Traction Company. 
Tl,1e agreement made in New York for the organization of a new 
company to negotiate with the city for a renewal of franchises, it 
is asserted, will leave the new concern in the position of being 
the only bidder for control of th e street car companies, and the 
sa le must be made at whatever price the company chooses to bid. 
The petition further states that the lessee and assignee of the 
leat;eS have neglected their duty, and have allowed the lines 
of railway to deteriorate and have g iven the public bad service. 
The petitioners state their belief that there was, and is, a fund 
readily available for the payment of a ll debts of the Chic;igo 
Union Traction Company in the shape of a stockholders' liability 
amounting to $20,000,000. 

PERSONAL MENTION 

MR. FRANK D. NORVEIL, who has been assistant general 
passenger and freight agent of the so-called merger traction 
lines in Indiana, has been aDpointed general passenger and freight 
agent of the lines, succeeding Mr. F. D. \Vheeler, who has re
signed. 

MR. EDWARD S. DOCGLAS, clerk and treasurer of the 
\Vorcester & Holden Street Railway Company since its organiza
tion, has been relieved of the duties of general superintendent and 
made general manager. 1\.fr. Albion B. Clapp is made general 
superintendent. I\fr. \V. E. Fairbanks continues as assistant 
superintendent. 

MR. JOHN H. MERRILL has resigned aS secretary of the 
Central Electric Railway Association to accept the position of 
manager of the Choctaw Electric Railway & Lighting Company, 
of McAlester, Okla. The office of secretary will be filled by Mr. 
\V. F. lvfilholland, who is treasurer of the association, until the 
end of the year, at which time a permanent successor will be 
elected to Mr. Merrill. 

MR. NATHAN S. ELDREDGE, for five years connected with 
the Rutland R aihvay, Light & Power Company, of Rutland, Vt., 
has resigned his position as assistant super intendent, to take effect 
Nov. I. Mr. Eldredge will enter the employ of the S. F. Bowser 
Company, of Fort \-Vayne, Ind. Mr. \V. H. Horton, who has 
been connected with the engineering department of the railway 
company for some time, will succeed Mr. Eldredge. 

11R. DANIEL M. WHEELER, of Worcester, and Mr. Lew
ellyn H. McLain, of Melrose, have been reappointed inspectors for 
another term of three years by the Massachusetts Railroad Com
missioners. Their terms expired Oct. 1. The board has two 
other experts in this class o f service, Mr. John Q. Hennigan, of 
Eas t Milton, whose term expires Oct. 1, 1907, and Mr. Grafton 
Upton, of Everett, whose term expires Oct. I, 1908. 

MR. HENRY E. HUNTINGTON was the guest of honor at a 
banquet given recently at the Hotel I\faryland, in Pasadena, Cal. 
Gl1ests were present from all parts of Southe rn California, chiefly, 
however, from Los Angeles, Pasadena and Long Beach. An 
elaborate menu was provided, the menu cards being hand-painted 
and containing a r ecent photograph of Mr. Huntington, a bio
graphical estimate of his li fe and work, the Drog ram of music 
and toasts, the menu and a colored map of the Huntington sys
tem of electric lines. :\ full sized rail\\'ay spike, heavily nickeled 
and suitab1y imcribed. lay beside each plate, and formed a novel 
souvenir of the occasion. 
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