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Our Convention Issues

In this issue we conclude our account of the Columbus
Convention by printing a report of the Claim Agents’ Con-
vention, a digest of the Question Box discussed by that asso-
ciation, and the papers presented at its Columbus meetings.
The work accomplished in the various associations at Colum-
bus was more extensive than ever before, and the task of
" We do not know whether
our readers realize that during the last five issues of the
STREET RATLWAY JOURNAL, counting this issue, we have sup-
plied them, including the dictionary in our issue of Oct. 13,

reporting them was much larger.

with the equivalent of 510 pages of reading matter and illustra-
tions. These pages represent not historical matter, but are de-
scriptive of the latest and best practice in different branches of
electric railway work. The complaint is sometimes made
that there are very few text books on the subject of electric
railway practice. This is true, but any real ground for com-
plaint disappears when the technical papers are considered.
The reading matter and illustrations in these 510 pages of the
STREET RAiLwAY JourNAL if reckoned in words would ag-
gregate over 1,000,000, and if published in book form would
constitute a volume about two and a half times the size of
Wellington’s “Railway Location”
size of Bell's “Power Transmission.”

or four volumes each the
Our modesty prevents
us from referring often to the service given by this paper to
its subscribers, but we believe that the one mentioned above
constitutes the record in technical journalism.

The Selection and Training of Employees

The only papers before the American Association which
we have not yet discussed were those on Thursday after-
noon devoted to employees,
ing upon the relations between the corporation and the public.

and those of Friday morn-

The former were printed in our issue of Oct. 20, and should
be read in their entirety by every superintendent, motorman,
conductor and inspector. Commencing with Mr. Learned’s
paper and ending with that contributed by Mr. Brooks, they
trace the relations between management and employee from
the time that they become acquainted through their associa-
tion in the service of the company.

Partly because of the demands for higher qualifications
from the employee and partly because of the scarcity of labor,
the problem of the selection and even the retention of the
right kind of men in street railway service 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 assigned for duty and only 6% per cent of the applicants
We believe that the
experience of many other companies will not differ greatly

are in service at the end of a year.
from this. The responsibility carried by the superintendent
of employment is consequently a great one. Mr. Learned
has outlined his chief 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 them to take an interest in it and remain with the
company.

The selection of an employee, however, is only the begin-
ning. The corporation must commence to instill in his mind,
from the very moment that he enters the employment bureau
and files his application, the idea that the company wants
good men, that it is prepared to treat them justly and liber-
ally, that it is just as anxious to secure the service of such
men as they are to receive employment, and that it expects
them to take the same interest in their future work that the
company will take in their welfare. Tn other words, its effort
should be to increase the morale of the service, to incul-
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cate the idea that railroading is a highly specialized business
which affords opportunities at all times for the employment
and advancement of good men, and that it is a line of work
in which they can justly take pride.

Mr. Willis' paper outlined the connection between the
morale and the morals of the employee, and showed how
successful the Y. M. C. A. work had been with the steam
railroads, among whom 8o per cent of the entire mileage of
As yet
little has been done among the electric roads, but with the

the country is now co-operating in this movement.

increasing demand for higher grades of labor on the city and
interurban railways it is inevitable that the men will demand
and 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 also attracts
to its service men of better character than would otherwise
be available, the corporations 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 results
on the electric roads. In fact there are many reasons to
anticipate an even more satisfactory showing.

Mr. McGivney’s paper might be considered as tracing the
connection between morale and outward appearance of the
employee. It is a well-known fact that in any large body of
men working together along the same lines, the adoption of a
uniform increases both the self-respect of the wearer and the
respect which is shown him by others. A small body of uni-
formed police can 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 uniformed. Mr. McGiv-
ney offers some practical suggestions along this line, and
gives the specifications and methods followed by the New
Orleans Railways & Light Company.

Mr. Brooks, assistant general manager of the Detroit
United Railway Company, was an eminently proper selection
for a paper on discipline, as his company was one of the first,
if not the first, to adopt a comprehensive system of merit and
demerit marks for governing the conduct of its crews. This
system has already been described in this paper, so that any
further comments 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
RaLway JournNar. The experience of these last four years
indicates that the principles upon which the system was es-
tablished are fundamentally correct, and it has now been
successfully extended over a property comprising over 600
miles of track.

Getting and Keeping the Nickel

No large business gathers its receipts in such infinitesimal
morsels as street railroading. Hence in spite of large totals
the prosperity of a road depends on close attention to the
task of picking up nickels—all 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
directly with this intimate and petty task. Looked at in the
large, a street railway company may be a huge corporation
with millions of capital and thousands of employees, yet all
its prosperity depends on the trickling stream of tiny coins
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that must be gathered as a miner gathers gold dust, grain by
grain as the stream flows on. In the varied necessities of
travel a large amount of traffic comes naturally and the
resulting coin gets as far as the car quite easily. The report
of the committee on promotion of traffic pointed out ways
in which the stream might be made larger. The paper of
Mr. 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 coffers of the company.

It is the
short-distance traffic which brings the maximum profit, and
unfortunately it is also the short-distance traffic that is most
casily discouraged and repelled. The man who has a couple
of miles between himself and his place of business is not

As regards the first, good service is paramount.

likely to walk even if the service is bad and 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. TIf the car is delayed or is overcrowded the pas-
senger simply walks, and 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 fate had the passenger
ridden. The fundamental principle of successful nickel hunt-
ing as described Mr. Stanley is in eternal vigilance. Every
superintendent means to give good service, but once in a
while 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
nickels begins to flow away. We grant that the job is one
fit to wear down the very patience of Job, but there is no
escaping the necessity for omnipresence and infinite tact and
vigilance on the part of the operating superintendent.

Looking now at the question of the nickels missed, the
most important desiderata are care in the selection of em-
ployees and the adoption of the most practical method of as-
sisting the conductor in his work of collection. Of course
one can hardly expect a compendium of all the talents and
virtues on the back platform any 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
fundamental 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
and 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 assists in this direc-
tion was carefully discussed at the Convention. Tts plan is
so radical that most managers were loath to express a decided
opinion upon it, but it undoubtedly made a very favorable
impression.

Outside of missing fares, direct peculation and the abuse of
transfers are the most troublesome sources of loss of
“Knocking down” fares in its various forms
is undeniably difficult to deal with. The better the per-
sonnel as a whole the less likely it is to be serious,
but some form of inspection is at present an unfortunate
necessity.

revenue.

Inspection should be extremely useful in dealing
as well with irregular transfers. Regular attempts to misuse
transfers on the part of conductors are usually soon detected,
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since, in order to be profitable, they must be on a fairly large
scale and will generally show by an unusual increase of trans-
fers at one or a few points. In this connection there might
be some advantage in using transfer slips stiff enough to
run through a sorting machine, so as quickly to determine
the distribution of transfer tickets at the different points.
Prompt prosecution for misuse of transfers should also have
a very valuable deterrent effect. In stopping leaks of this
kind, however, the broad question of the real good of the
service should not be forgotten. The occasional effort of an
individual to beat the road out of a fare is of small conse-
(uence, exasperating as it may be, compared with the total
receipts, and any plan of stopping leaks that causes incon-
venience to the rank and file of the fare-paying public may
lose a possible fare for every one that it saves. The necessity
of adopting this broad view of the question is emphasized in

both 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 Question
Box of that association, are published in this issue. They
indicate that excellent progress has been made by that body
during the past year under the direction of President
Rhoades.
ensuing discussions were active and to the point.

Altogether four papers were presented, and the
Owing to
the popular prejudice against corporations, their methods and
purposes are frequently misinterpreted, and this is especially
true of the policy of the claim department. This department
of a street railway company is often credited with ignoring
justice and equity and with taking every legal opportunity to
reduce or avoid the payment of proper claims. We believe,
however, that if the proceedings and papers of the Claim
Agents’ Association at the Columbus Convention should
rcceive wide publicity this idea would largely disappear. It
would easily hecome apparent that the fear of a miscarriage
The methods of dealing
with claims against street railway companies, advocated in
the papers and debates at Columbus, were those looking to

of justice is in the other direction.

the prompt payment of just claims and arguments in favor of
reducing litigation were urged as being in the interests of both
We venture to predict that if the
laws against fraudulent claims were more strictly enforced,

company and claimants.

so that the companies would not have this danger always
confronting them, the questioﬁ of the settlement of damages
from accidents would hecome a very simple matter.

Comparatively few managers or presidents in attendance
at Columbus were present at the meetings of the Claim
Agents, but there is no doubt that if these two departments
were in closer touch a material benefit to the service would
result. The statistics presented by Mr. Rhoades at the general
meeting in classifying the expense involved in the settlement
of accident claims are particularly significant as hearing upon
this point. His statement that it costs the street railway 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 which are worthy of the most careful consideration.

Tn the first paper hefore the Claim Agents’ Convention Mr.
Farrell summed up the question of the better policy of settling
claims—quick or delayed—by recommending the former gen-
erally in the case of light injuries and in all cases where a
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reasonable and fair settlement can be made, hut he urged ex-
cellent reasons for not hastening a settlement in the case of
unreasonable 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. Weh’s paper defined the qualifications of a claim
agent and contained a strong argument in favor of keeping
the public better informed both as to the real policies of
the 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
the number of these fraudulent suits, especially those brought
He also was in favor
of publicity and a closer method of working between the

a long time after an alleged accident.
operating and the claim departments. Altogether the meet-
ings and papers were most profitable, and should add to the
growing prestige of this organization.

Train Men for Emergencies

Conditions often arise in electric railway operation where
there is a continuous demand for overtime work on the part
of train men. No amount of foresight in maintaining a
Tt may be that
some festival or convention is taking place, or an unexpected
period of heavy travel may occur at a time when a number
of the men are off duty because of sickness or otherwise.
Of course in cases of this kind the regular men are usually
very glad to put in the extra time, on account of the addi-
tional compensation obtained, 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 there
does not seem to be any great call for a change in methods.

large extra list can prevent this contingency.

We believe, however, that if the extra time necessary is
reduced to a minimum, both the road and the men will be
gainers. The question is how it can best he accomplished.
A large extra list does not seem feasible because the men
on that list would have practically no opportunity of becom-
ing regular employees, and could not be induced to spend
much time in learning the business for the sake of work
during a few days of the year only. The 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, there 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. Tt might even be possi-
ble to utilize the services in some cases of the men in the
clerical force and engineering department. The general
knowledge which all of these men have of the organization
and operating methods would stand them in good stead, and
if their regular work was of such a character that it could
temporarily be laid aside while they were occupying the
front or back platform the road not only would be a gainer
but the men themselves would often welcome the temporary
change in occupation. We do not mean to be understood
as recommending the employment of untrained men, partic-
ularly on the front platform. If, however, the employees
mentioned should be given the requisite instruction, this
knowledge, together with their familiarity with what was
required, would make them much superior to the ordinary
“extra” man. They would constitute 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-
ated with steam locomotives hauling trains up to 130 tons
on a double-track line about 27.8 km (17.2 miles) 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
authorities called for proposals from several electrical
firms for the electrification of the system. Of the
plans submitted that of the Fr. Krizik Works, of Prague,
was considered the best, and the successful bidder was au-
thorized to electrify for experimental purposes the 2-km
(1.24-miles) branch extending from the Custom House to
Praterstern. A preliminary notice of this contract was pub-
lished in the STREET RAILwAY
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As before stated, the motors are disposed two in series on
each side of the circuit. It is clear if the speeds of the
coupled motors began to differ there would be an unequal di-
vision of potential. To prevent this, both motors of each group

‘are connected together mechanically by mounting them on

opposite sides of the same axle, and the pinions of both
motors drive the same 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 I to 6 of Fig.
3. When about one-half the maximum speed has been

JournAL of Nov. 18, 1905, but full
details of the equipment have not
been available until 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 be shortened from 3 minutes to
2.5 minutes during rush hours.
The remarkable feature of this
contract is the provision for a
three-wire direct-current system.
This resembles in its general char-
acteristics the Krizik 1400-volt in-
stallation on the Tabor-Bechyne
(Bohemia) Railway, of which a
description appeared on page 1042
in the issue of the STREET RAIL-
wAY JourNAL for Dec. 1o, 1904
The Tabor line is 16.1 miles long

and the service is of interurban
character. The traffic on the
Vienna Stadtbahn is of course
much heavier, and corresponds to
the elevated railway service given in other cities. While
the Tabor-Bechyne Railway is operated with motor cars
(which also haul trailers), electric locomotives will be em-
ployed in Vienna. This difference in operating methods may
be attributed to the necessity for retaining the present rolling
stock without material changes in construction.

On the Tabor line two 7o0o0-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. In both installations the neutral of the circuit is
formed by the rails. It is estimated that the use of this
potential will 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.

FIG. 1.—SIDE VIEW OF

COMPLETED ELECTRIC LOCOMOTIVE IN EXPERIMENTAL USE

ON THE VIENNA STADTBAHN

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

The 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 weight 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 9so meters (3116 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 (1089 ft.), with an entrance
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curve of 120o-meter (393-ft.) radius, on which 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 115 sq. mm, which is the size con-
templated for the entire system to keep the transmission
losses within 3 per cent when feeding from two points. The
outside wires are placed 1.4 meters (4 ft. 7 ins.) apart and
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FIG. 3.—WIRING TIAGRAMS, SHOWING THE STEPS TAKEN IN
RUNNING ON THE VIENNA THREE-WIRE SYSTEM. THE
LAST TWO ARE FOR OPERATION WITH 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 should be injured at the same
time. The trolley wires are suspended from Ambroin
insulators of the type shown in Fig. 6. They were tested
for 30,000 volts and are flexibly connected to steel span
wires furnished with pull-offs capable of withstanding 15,000
volts. The effectiveness of this insulation is apparent from
the results already achieved on the experimeutal division,
where the steam and corrosive gases from 300 locomotives
passing every day have failed to affect it injuriously.

The line is double track, and the overhead work is so ar-
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ranged that the inside trolley wires are of like polarity. This
simplifies the construction, 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 sufficient at such points. This feature conse-
quently avoids the complication that would otherwise result.
For instance, although the Praterstern station has five over-
head switches, only three insulators are required. A cross-
over between parallel tracks has two such insulators placed in

FIG. 2—DOUBLE MOTOR WITH TWO PINIONS MESHING
WITH ONE GEAR

the wires over the cross-over, as shown in Fig. 7. In gen-
eral, the problems relating to the overhead structure have
been solved for all the conditions possible throughout the
system.
THE LOCOMOTIVE

From the accompanying illustrations, Figs. 1, 9 and 10,
which show the electric locomotive adopted, it will be noted
that the axles, which are 3000 mm (9 ft. 10 ins.) apart, are
placed in a steel side frame above which is built the regular
form of electric locomotive cab. The wheels are of 1200 mm

FIG. 4—RUNNING AXLE CARRYING TWO MOTORS

(47 ins.) diameter. The type of bearings, spring suspension
and other mechanical features harmonize with the steam loco-
motive standards of the Austro-Hungarian steam railroads.
The length of the locomotive between the bumpers is 7850 mm
(25 ft. 9 ins.). Its weight with the electrical equipment is
29,000 kg (63,800 1bs.), and without, 14,500 kg (31,900 Ibs.).
The framework consists of riveted steel plates suitably stiff-
ened by cross-pieces to withstand the strains incident to
operation. The different parts of the locomotive are sym-
metrically disposed except the arrangement of the electrical
apparatus. Both axles carry two motors each, these being
spring-suspended at their centers of gravity so that the axles
are subjected only to torsional strains. The motorman’s
compartment is double with a door on each side.
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The brakes are of the Hardy vacuum type, and a brake
cylinder is provided for each axle. Power is applied to four

brake-shoes, and to equalize the braking effect on both sets
of wheels the brake cylinders are connected by piping to

All Dimensions are in mm

5—~CENTER-POLE CONSTRUCTION AT
THE CUSTOM HOUSE STATION

FIG.

FIG. 5A

FIG. 7—ARRANGEMENT OF OVERHEAD WORK
OVERS

AT CROSS-
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SIDE-POLE CONSTRUCTION ON
THE EXPERIMENTAL DIVISION
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containing also the axle bearings. Ventilation is provided
by holes under the bearings, covered over to prevent the
entrance of water. There is also a ventilator above the com-
mutator. The axles run in oil-lubricated bearings and the
motor shafts are ring-
oiled. The armature coils
are copper ribbon, var-
nished and resting in
pressed mica troughs.
There are four sets of
brushes per motor, and
each brush-holder is con-
nected to a separate in-
. sulating plate.

”  The motors are rated at
130 hp each at 750 volts,
134 amps. and 545 r. p. m.
In the speed curves, Fig.
11, V, is the speed at
350 volts (using but one

FIG. 9.—THE LOCOMOTIVE BUILT FOR THE VIENNA THREE-
WIRE TESTS

1400

1400

FIG. $—DOUBLE TROLLEY SUSPENSION ON THE VIENNA THREE-WIRE SYSTEM. DIMENSIONS GIVEN IN MM

insure the same degree of vacuum. Pneumatic sanders are

used.
THE MOTORS

Reference has already been made to the mounting of the
motors in pairs per axle. The motor casings are in two parts,
the upper half having cast thereon the suspension pieces and

trolley), V, at 750 volts at full field strength (both trolleys
in circuit), V, at 750 volts and 75 per cent of the field
strength, and V, at 65 per cent of the field strength. The
last two curves correspond to diagrams 13 and 14 of Fig. 3.
The dimensions of the principal motor parts are as follows:
Diameter of armature, 61 cm; length of armature, 30 cm;



NOVEMBER 3. 1906.]

length of core without air gaps, 37.2 cm; 46 slots, 1.72 cm
wide and 3.64 cm deep, air gap .5 cm, 550 turns of 13-mm x
I.2-mm cross-section and 12 turns per slot; the diameter of
the commutator is 41 cm, length 18 cm, laminations 2.75

cm. There are 16 carbon brushes in rows of four with a

contact surface per brush equal to 1.1 cm x 4 cm. The four
cm through the core and

poles have a cross-section of 554 sq.
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pumps. Both motors are double, each taking 750 volts, so
that the complete motor uses the 1500 volts received from one
side of the circuit. The total weight of these motors is 850
kg (1870 Ibs.).

CONTROLLER, SWITCHES, TROLLEY BOWS AND CIRCUIT
BREAKER

The controller, which is shown in Figs. 12 and 13, was

FIG. 10.—LONGITUDINAL AND END ELEVATIONS AND PART

APPARATUS ON THE ELECTRIC LOCOMOTIVE USED ON THE VIENNA THREEWIRE SYSTEM

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 (10,846 1bs.). The gear ratio is 18:78.

At the factory test the motors were subjected to a full-load
run without commutator ventilation with the following re-

sults: Armature resistance, .1632 ohms; field resistance, .128
—
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FIG. 11.—PERFORMANCE CURVES

ohms; temperature rise in the armature, from 54 deg. to 61
deg. C.; commutator temperature, 6o deg. C.; field coil tem-
perature, 59 deg. C. During the braking runs and experi-
mental trips the motors are said to have run absolutely spark-
less at all loads and even with weakened fields.,

The auxiliary motors comprise a 2-hp, 9oo r. p. m. machine
for the air compressor and a 5.6-hp motor for the vacuum

.
SECTIONS, ILLUSTRATING THE ARRANGEMENT OF THE

|
]

purposely placed in the center of the locomotive for better
observations during tests. The reverser is placed in the
middle of the controller mechanism and can be operated from

FIG. 12—~CONTROLLER, SEEN FROM THE SWITCH SIDE

cither side by a removable handle. The controller for reg-
ular running is operated with a removable hand wheel which
can be used from either side. This wheel actuates the con-
troller contact through a chain, gear wheels and a shaft in
the lower part of the controller. Every switch is provided
with magnetic blow-outs.

It should be noted that hand 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 14. They consist of carbon contacts carried at the ends of
two arcs which are geared together and are provided with a

FIG. 13.—CONTROLLER VIEWED FROM THE HAND-WHEEL
SIDLE, SHOWING CHAIN AND GEARING

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

The trolley bows, as will be noted from the illustration,
are of the rhomboidal or pantagraph type. The frame
is made of steel tubing and the roller 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

FIG. 4—DETAIL OF MAIN
AND TROLLEY SWITCH

FIG. 15—-AUXILIARY BLOW-
OUT DEVICE

given to the design of the circuit breakers. When there is an
overload, 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
circuit breaker. The arc is always formed in this parallel cir-
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cuit and is immediately carried over to the metal horns where
it is extinguished by the two blow-out coils. The current limit
is fixed by an auxiliary coil in the lower part of the circuit

FIG. 16.—PART OF 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. .

T e

CONCORD-BOSTON ROUTE NEARLY COMPLETED;

By Jan. 1 it is expected that it will be possible to travel
from Concord 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 Manchester and Nashua, however,
remained 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 Manchester, through Goff’s
Falls, Litchfield and Hudson to Nashua. The necessary land
was secured, construction was pushed rapidly, and the new
line 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 planned
to run the cars at a good rate of speed, and it is estimated that
the run from the City Hall in Manchester to the Masoniq
Temple in 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 YOKK CENTRAL & HUDSON RIVER RAILROAD

In the Sept. 29 issue of the STREET RAILWAY JOURNAL an
account was published of the Port Morris power station of
the New York Central & Hudson River Railroad. The cur-
rent generated at this station is transmitted as three-phase,
25-cycle, 11,000-volt altermating current to sub-stations
located as follows: No. 1 at the Grand Central terminal;
No. 2 at Mott Haven junction; No. 3 at Kingsbridge, and No.
7 at Bronx Park. These four sub-stations are in the initial
electric zone to be operated shortly, but there are eight sub-
stations in the entire electric zone. The other sub-stations
are located as follows: No. 4 just north of the power station
at Yonkers; No. 5 at Irvington; No. 6 at Ossining, and No.
8 at Scarsdale. Power is transmitted by overhead cable lines
north of High Bridge on the Hudson division, and north
of Bronx Park on the Harlem division. Conduit lines
run from the Grand Central Station to High Bridge and to
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electrical control of the operator at the board. The risk of
accident to the operator when operating switches is eliminated
and his control over the apparatus very thorough. The ap-
paratus is arranged in the following general order across the
sub-stations: High-tension lines, high-tension switching ap-
paratus, transformers, 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 the use of wall chases for the high-tension
lines and determined the use of transformers having high
and low-tension terminals underneath the floor. The switches
and circuit breakers for both the high-tension alternating and
the low-tension direct current are all electrically operated.

At the sub-stations the high-tension current is transformed
and converted into direct current at 666 volts for delivery to
the railway circuits. The main equipment of each sub-station
consists of three rotaries and their transformers and sub-
sidiary apparatus. The arrangements provide for a future in-
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TWO ELECTRIC LOCOMOTIVES AND TRAILER LEAVING THE KINGSBRIDGE STATION

Bronx Park as well as to the Port Morris power station and
to Kingsbridge from the Harlem division line. From the
Kingsbridge terminus of these conduits an overhead line runs
to the Glenwood power station and sub-station. Cable
towers for the overhead lines are located at High
Bridge, Kingsbridge and Glenwood. In the initial electric
zone, including on the Hudson division the line as far as
Kingsbridge, there are 17 miles of line to be electrified—13
miles from the Grand Central Station to Wakefield on the
Harlem division and 4 miles from Mott Haven to Kings-
bridge on the Hudson division. In this territory there are
73 miles of main and 12 miles of yard tracks, a total of 83
miles of track. In the entire electric zone, which will take
in a total of 52 miles of line, there will be 224 miles 6f main
and 68 miles of yard tracks, or a total track mileage of 292
miles. All tracks within this territory are laid with 100-lb.
rails.

All of the sub-stations are fireproof structures. The wiring
is for the most part enclosed and yet it is all 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 circuit breakers, is under direct

stallation of two additional rotaries. The relative locations
and capacities of the sub-stations are shown in the accom-
panying table:

Sub- Area of Miles from Installation
Station Main Floor, Grand Cen- of Rotary
Number Location Square Feet tral Station Converters

1 Fiftieth St. and Lexington Ave. 4,796.6 .36 3 0f 1,500 kw
2 Mott Haven Junction.......... 3,845.27 : :g:; ]) 3 0f 1,500 kw
6.
3 Kingsbridge . 3,845.27 9.44 ; 30f1,000 kw
4 Yonkers .. 3,639.33 15.6¢ 3 0f 1,000 kw
5 Irvington 3,845.27 21 3 0f 1,000 kw
6 Ossining .. 3,845.26 30.31 3 0f 1,000 kw
7 Bronx Park . 1,845.27 9.30 3 0f1,000 kw
8 Scarsdale 3,845.27 19.02 3 0f 1,000 kw

* Hudson Division. { Harlem Division.

Each sub-station is provided with a battery equipment and
provision is made for any extensions which may be required.

The underground lines enter the basement through ducts
and are terminated at end bells where they divide into three
separate conductors running to three series transformers
which supply current to the measuring instruments. The
scheme adopted for the entrance of the overhead conductors
is believed to afford the best protection against rain and snow,
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not only to the incoming lines, but also to the apparatus in
the 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 used for the high-tension bus-bar compart-
ments, and these are provided with concrete
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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-

barriers to separate the lines connected to
the bus-bars. The series transformers 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 are possible. All openings
in the bus-bar compartments are protected

by fireproof doors.

The oil switches are electrically operated
and are designed to carry considerable over-
load. They are provided with pilot lamps to indicate at the
control board whether they are open or closed, and the lamp
circuits are so arranged that unless the plungers complete
their stroke without rebounding there is no indication. 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 rooo-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

EXTERIOR OF SUB-STATION NO. 3, SHOWING ALSO THE TYPES OF POLE

AND OVERHEAD CONSTRUCTION

_ tions and connect to an ammeter shunt which carries the

entire station output. The negative feeders are bare 2,000,
ooo-~circ.-mil cables, which run out directly to the tracks in
pipes.

There are two controlling boards situated at the center of
each sub-station where 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
apparatus 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-

ANOTHER VIEW OF SUB-STATION NO. 3

to the drop in the transmission lines or according to the dis-
tribution of load among the sub-stations. The transformers
are 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 ordinary three-phase and six-phase type.
The direct-current switches and circuit breakers are motor-
operated. The switches and breakers are positive, rapid and

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 are
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 120-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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The rotaries may be started from either side. When started
from the alternating-current side a gradual application 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. When a speed above syn-

chronism is reached, the direct-current circuits, including the

shunt field, are opened and the machine runs by its mo-
mentum only. The alternating-current circuit is then closed
through 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-station to the third
rail. It is also designed to confine any trouble which may
occur to one track only, thereby making interruptions of
traffic as slight as possible. A train-length section of rail is
separately fed from each 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 and supplement the
conductivity of the third rail. These are in
some localities run overhead on the trans-
mission poles.  The four third rails and
auxiliary feeders are joined together
through circuit breakers situated in small
houses at intervals along the line.

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 48 miles
of cables on poles, 220 splicing chambers,
9 circuit-breaker houses and one cable
tower. The approximate weight of the
copper necessary for the transmission wires
in this territory is 1,500,000 lbs. In the
entire electric zone there will be 16 miles of
conduit, 97 miles of cable in conduits, 46
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 Ibs.

The working conductors in the initial zone include 75 miles
of track equipped with 7o-1b. under-contact third rail and
three miles of overhead construction. There are 285 circuit-
breakers and switches used in connection with the working
conductors, 14,000 linear ft. of jumpers and 43,000 running
track bonds in this zone. The whole zone includes 285 miles
of track equipped with third rail, 5 miles of overhead con-
struction, 450 switches with working conductors, 37,000 ft. of
jumpers and 136,000 running track bonds. The third rail is
of special bullhead section with high electrical conductivity.
It is supported by cast-iron brackets bolted to long ties, spaced
11 ft. centers. Insulators fit loosely over the top and web of
the rail, thus allowing some vertical play. A clamp fits
around the side and top of the insulator and is bolted to the
bracket. The top and sides of the third rail are covered with
Georgia pine to afford a protection against accidental contact.
The protection comes in about 6-ft. lengths.

The rolling stock to be used includes electric locomotives
and electric motor cars. The locomotives are to be used in
hauling the through trains on the Hudson division in and out
of the Grand Central terminal. In the initial electric zone High
Bridge will be the engine terminal for steam locomotives.

STREET RAILWAY JOURNAL.

877

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. The motor cars are to be used for
local trains on both the Harlem and Hudson divisions. Steam
locomotives will pick up these cars for the present north of
Wakefield and High Bridge until the electrification is further
completed. The company now has 221 locomotives and cars
for this service, 35 of which are electric locomotives and 125
are all-steel, multiple-unit motor cars, each with a normal
capacity of 400 hp, weighing 53 tons complete. There are 55
all-steel multiple-unit trailer cars weighing 41 tons complete
and 6 combined baggage and express motor-cars, each of 400
hp. The total normal horse-power of the electric rolling
stock is 129,400, the normal capacity of the locomotives being
2200 hp each. The maximum speed of the locomotives is
from 40 to 8o miles an hour, depending on the weight of the
train, which will range from 250 to 9oo tons. The maximum
speed of the multiple-unit trains is 52 miles per hour.

With the electrification of the road, the existing signals and
interlockings will be almost entirely replaced. All-electric,
automatic signals and interlocking plants involving the use
of alternating-current track circuits in combination with a

INTERIOR OF SUB-STATION NO. 1, NEW YORK CENTRAL ELECTRIFICATION

direct-current propulsion system will take the place of the
manually-controlled and electropneumatic automatic signals
and the low-pressure pneumatic and mechanical interlocking
plants now in use. When the system is complete there will
be 51 interlocking plants with 1705 levers, 564 blocks, 4 miles
of four-way ducts and 702 miles of pole line wires. On the
292 miles of track mileage there are to be 51 signal towers,
41 battery houses, 8 signal stations and 108 signal bridges.
With the electrification of the road a change will be made
from left-handed to right-handed running, which method has
heretofore prevailed south of Spuyten Duyvil and on the
entire Harlem division as far as double-tracked.

The Grand Central Station will be entirely rebuilt with
tracks at two levels below the street, the upper level being for
express trains and the lower level for suburban trains. In-
cluding subways, tracks and streets—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 their passengers into the Grand Central Palace,
which has been converted into a temporary station. The new
terminal will have an area of 22 acres in the suburban station
and 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 (“Wear and Tear, or Diseases of Car
Wheels”) that appeared in the issue of Aug. 25, were dis-
cussed some of the accidental diseases to which car wheels
are liable, that is, diseases which are due to the physical
treatment to which the wheels are subjected and in no way
caused by the weaknesses or defects of the wheel metal. In
addition to these accidental diseases there are 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 result from two causes—the use of improper ma-
terials and carelessness or neglect to use proper methods of
manufacture. Back of these is a single one that might be
called the primal cause: the desire to meet competition by
the production of a wheel cheaper than any other upon the
market, and the wish of the purchasing agent to obtain bar-
gain counter prices. Whether the cast-iron wheel has really
seriously deteriorated as compared with that of “olden times”
is difficult to determine, because of the greater requirements
of the present day; but the fact remains that all makers say
they can produce a better cast-iron wheel if the railroads are
willing to pay for it. However this may be, the cast-iron
wheel is a good article in spite of its discases, which do seem
to be more numerbus and also better understood than those
of its steel rival.

Of those that are due to defective material the two that
stand out most prominently are weakness of the gray iron
and thinness of the chill. No external inspection can detect
or guard against these. A chill that is but 1-16 in. thick will
look as smooth and appear the same as one of 14 in., nor can
weakness of spoke or plate be ascertained by looking at them.
It is to guard against such defects that the simple inspection
tests of the thermal and drop type have been adopted by the
Master Car Builders’ Association. And here a suggestion
can be offered to the committee of standards for the electric
railways, that a similar series of tests be formulated for wheels
intended for electric service.

Poor material in the shape of a low-grade pig or an attempt
to carry too high a percentage of scrap is partly responsible
for these two defects. It is generally conceded that at least
50 per cent of pig iron should be used, though some claim
that it should be as much as 75 per cent. This difference 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 content must be practically the same to secure
a chill. Roughly speaking, this carbon content must be
about 3 per cent. This is so distributed that in the gray
iron there is 1 per cent combined and 2 per cent graphitic
carbon, while in the white or chilled iron these figures are
reversed, there being 1 per cent of graphitic and 2 of com-
bined carbon, so that a chemical analysis is but little guide
as to the real quality of the wheel when regarded from an
operative standpoint.

The local diseases of the cast-iron wheel may be classified
as: Out of round, swollen flange, comby tread, 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 efficiency.

In a general way it may be stated that these diseases are
more apt to develop and manifest 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 climate and comfortable physical conditions, where-
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as it would quickly appear under exposure to the wet and
cold. So, as a simple example, the wheel that is out of round
may never be noticed under a slow service, but quickly shows
itself at high speeds. This may be called a generic disease
of the cast-iron wheel, and is always there, for it is safe
to say that no cast-iron wheel has ever been made that was
perfectly true and round when it came from the annealing
pits. There is always a variation in rotundity. 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 !4 in. in diameter. A variation of 1-16 in.
will be 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 and best wearing portion of
the chill, and of leaving the tread with a slight variation of
hardness along the line of its periphery, thus inducing a
variation in the rate of wear, which will reproduce the very
defect of lack of rotundity that the original grinding was
intended to abolish.

The swollen flange is purely the result of carelessness in
the molding. Unless the sand is properly tempered and
rammed, that is, if it is insufficiently 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
thickness greater than desired. This may or may not be a
serious fault, dependent upon the service. Where the cars
are heavy and the speed high, a swollen flange may be posi-
tively dangerous, in that it will be apt to strike guard rails
or the wing rails of frogs and 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 cars
and slow speeds the swollen flange is not a serious matter. If
it strikes an obstruction, the gray metal at the back is
quickly worn away and no real harm is done.

As in the case of the rim that is never round, so the flange
is never of absolutely uniform thickness throughout its whole
extent. An allowance must therefore be made for the necessary
variation. As to what this allowance shall be will depend
upon the nominal thickness. For a heavy flange of the Mas-
ter Car Builders’ type this is limited to 3§ in. or 1-16 in. on
cach side of the nominal dimension. For the light flanges,
used on city electric railways, this allowance can be easily
cut to one-half this amount.

The coniby tread, or a tread in which fine, irregular cracks
appear, may be due to a variety of causes. First of these is
probably an inherent defect in the metal. A chill that is
excessively hard is said to be more apt to develop comby
spots than one that is softer. This statement must, however,
be taken with allowances, for no data are at hand to show that
any investigation has ever been made on the subject, not only
along 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
first 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 metal in the chill; from the presence
of sand 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 fine
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 added 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 true shelled-out spot was ever caused by sliding,
and a distinction must be drawn between one 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,
and 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 fastest.
That it is due to a defect in the metal is proven by the fact
that if a defect 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 flakes off
and leaves a spot like that shown. This is emphasized by the
frequency with which a number of spots are found on a single
wheel.

Cracked plates or spokes are due to the internal stresses 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 un-
suitable temperature, carelessness in cooling or annealing.
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in such shape that it can yield slightly to the contracting in-
fluences of cooling without inducing stresses that approach
the point of fracture. The influence of the temperature of the
metal at the time it is poured is also of importance 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 instances;

GENERAL APPEARANCE OF COMBY TREADS

but, wherever the case is carefully investigated, it will ordi-
narily be found to be due to a fault of the wheel. This can
usually be traced to the condition of the metal at the junction
of the double plate, where there is frequently found to be
but a small 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 the pour is then still further
cooled by contact with the gate and in filling the hub and
front plate, 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 these impurities are held
and the defects named are produced. Where these conditions
exist the application of the brakes may readily cause a frac-
ture, because it has been found, in experimental work as well
as from observations made immediately after a crack occurs
(which is usually manifested by a loud report), that the tem-

WHEEL WITH BROKEN FLANGE

Cast iron is a metal with a high tensile strength, and its duc-
tility 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 stresses
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 construction of a wheel
pattern that will guide the inexperienced man to success.
The only thing that can be said is that the metal should be

SHELLED OUT AND SEAMY TREAD 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 defective form, by
which they are unduly strained in the cooling of the metal, or
to a difference between their own temperature and that of the
plate against which they lie, when the wheel is subjected to
the action of the brakes. The projection of the brackets
gives them a fan-like action on the air, so that they are in-
variably cooler than either the rim or the plate. The same
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statement holds regarding the spokes of a wheel, and explains
some of the breakages that occur. Still, this is a legitimate
stress which the wheel should be able to withstand and which
it can do if the metal is of proper form and character.

Cracked and broken flanges are defects of an exceedingly
serious character, especially in heavy and high-speed service.
They may be occasioned by undue stresses in the form of a
side thrust on curves or in passing frogs and switches, but
such a stress could hardly produce a crack. The unyiclding
nature of cast iron is such that a blow sufficient to start a

WIEEL WITH SHELLED-OUT SPOT

crack at the root of the flange would undoubtedly be enough
to produce a fracture. This, of course, sometimes occurs,
but an examination of a broken flange will usually show that
it has broken in detail. That is to say, a fine and imper-
ceptible crack was formed at the root of the flange in some
way, and this was gradually extended down into the body
of the metal and along the circumference, until a side blow
was received sufficient to break a piece off. This condition
of a partial fracture or crack extending down into the metal
is shown by the variation in the color of the broken wheel
and flange shown in the reproduction of the photograph.
These incipient cracks may be formed by pouring the metal
at too high a temperature or by the action of the brakes upon
defective material. A broken flange does not necessarily
mean, in that it has broken in detail, that some inspector has
been negligent and should have discovered the crack before
the danger point had been reached, because these cracks are
usually very fine and closed so that they are invisible under
the ordinary conditions of inspection, and also because they
often start in the body of the metal and are buried therein
to such a depth that even a polishing and etching of the
adjacent surfaces would not reveal their presence.

Burst wheels are caused by the use of weak metal or by
putting them on axles at too high a pressure. Of course,
when the latter condition prevails the wheel is not to be held
responsible for the defect, and this should be easily traced
by the records at the wheel press. Weakness in the
metal is due to the use of poor material, improper mixing or
careless melting, as previously indicated.

Seams and wrinkles come under the same category, and
usually appear on the face of the tread. They are due to a
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solidifying or cooling of the metal before the mold has been
filled. The wrinkles appear as folds on the surface and the
seams where two currents have come together and not welded
or united on account of their low temperature. As these de-
fects are usually detected by the surface inspection at the
foundry, the wheels containing them are rejected and so need
not enter into a railroad’s consideration of the matter.

Slag may be a serious matter if it becomes imbedded in the
metal of the wheel. Tt produces a weak spot wherever it
happens to stop, and is responsible for many of the defects
that have been named. Tts presence in the wheel is due to
carelessness in pouring the metal and skimming the ladle.
Fortunately it is lighter than the iron and so has a tendency
to come to the surface, and may 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 current and small particles
are lodged in the rim, where they injure the chill or are the
starting points for shelled-out spots.

Chill cracks are now sufficient reason for the rejection of a
wheel.  In this connection it is interesting to quote from a
discussion on the subject before the Master Car Builders’
Association in 1877.  One manufacturer is reported as saying
that he did not consider a small chill crack any injury to the
wheel across the tread or in the flange, provided the latter did
not run down into the tread. ~ Another, a user, did “not object
to the chill cracks unless they were pretty wide, for instance,
a quarter of an inch across”; while a third, and a very prom-
inent member of the association said: “There is no doubt
in my mind, from the experience I have had with chill-
cracked wheels, that it is the most mistaken idea that railroad
men ever got into their heads, that a chill crack in a wheel
injures it materially. I have always understood, and I think

SECTION OF WHEEL, SHOWING INCIPIENT FRACTURE

it is common sense, that the best iron for wearing is the iron
that chill cracks.” But this was in the days of light cars. At
present chill cracks are not accepted, and wheels are rejected
at the foundry if they are defective in this regard.

Sweat or beads, sometimes also called cold shot, takes the
form of small shot, smooth and round, and is sometimes found
in the chilled portion of a cast wheel, usually on the surface,
and most frequently in the throat of the flange. This, like
the wrinkle, does not necessarily involve the rejection of the
wheel, if it is not “too deep”—a flexible limitation that de-
pends for its application on the personal equation of
the inspector. This shot is supposed to be formed by the
solidification of the metal while it is in a spheroidal condition
—resembling drops of water that have fallen upon a hot stove.

From this resumé of the diseases to which the cast-iron
wheel is heir, it will be seen that the pitfalls in the path of
the manufacturer are many, and when we considér the vast
number of these wheels that are in use, the service that they
are rendering, and what a small percentage of those made
develop any diseases whatever, it must be conceded that the
makers are skilled in their art.

Although the cast-iron wheel has heen forced out 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
freight service, it will be a strong factor in all railroad work
for many years to come. To quote from the introduction to
a report on the testing of this class of wheels in 1898: “The
long continued use of the cast-iron wheel in this country
particularly testifies to its great efficiency and economy, and
to preserve this useful product, as to preserve any product
of industry, requires continual improvement. That the qual-
ity of the cast-iron wheel has been improved materially from
time to time there is no doubt, but that it is in need of still
greater improvement, it is thought, there is also no doubt.”
That the cast-iron wheel, under the spur of rivalry and com-
petition, will be made better as time goes on is evident from
the work now done, and this will be, to a great extent, along
the lines of the elimination of the diseases and their causes
to which it is now subjected.

==

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

Consul F. W. Goding reports concerning the railways and
tramways of New South Wales, quoting some of the more
important details submitted by the government commission-
ers. He writes:

The earnings from the two services (railways and tram-
ways) totaled $24,752,352, and the expenditure $14.470,037,
leaving a balance of $10,281,975. The interest on capital
invested totaled $8,136,140, which, deducted from the net
earnings, leaves a surplus of $2,145,835, to which the railways
contributed $1,873.505 and the tramways $272,330. In
1904-5 there was a total deficiency of $178,590, so the figures
for 1905-6 show an improvement of $2,324,425. The per-
centage of working expenses to revenue was reduced from
59.5 to 34.51, being an improvement of 4.99.

The number of miles of framways open on June 30 was 126,
and the average cost per mile, including workshops and
rolling stock, was $141,576. The percentage of profit to
capital invested was $24.71, as compared with $17.11 in the
previous year and $9.63 in 1888. The percentage of working
expenses to earnings was 78.11, 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 $o.25.
the working expenses $0.19, leaving a return of $0.05. The
number of passengers carried was 145,262,779 and the mileage
run 16,309,907. The staff employed on the railways on June
30 last was 13,478, and on the tramways 4163.

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

C. C. Collins, general freight agent of the Western Ohio
Railway Company, has been moving live stock and other
property to and from county fairs, 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 and 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 stalls by placing scantlings
across the car, and in this way it was possible to handle ten
or eleven running horses or eight trotting horses and their
traps in one car. A rate of about 8o cents a car mile for the
mileage actually made by the car was fixed for this business.
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ELECTRIC TRAMWAYS ON THE THAMES EMBANKMENT,
LONDON

One of the most interesting sections of the London County
Council tramways now under construction is that which is

New Bridge St.
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ROUTE OF THE THAMES EMBANKMENT TRAMWAYS

being carried out by Dick, Kerr & Co., Ltd.,, on the Thames
FEmbankment. The work is being done under somewhat dif-

LOOKING EAST ALONG THE THAMES, NEAR EASTERN TERMI.
NUS AT BLACKFRIAR'S BRIDGE, H. M. TRAINING SHIP
“BUZZARD” ON THE RIGHT

ficult conditions owing to the splendid nature of the roadway,
which below the surface is practically as solid as concrete,
resource having to be made to mechanical appliances for



882

breaking it up. And again, almost immediately below the

level of the roadway is the arch of the underground railway.
Despite these and other difficulties, however, excellent pro-

gress is being made and the contractors expect that the track
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Bridge, the contractors have not been able to proceed with the
special construction required for this part of the line; but it
is possible to show some interesting illustrations of the work
now under construction. Omne cut gives an excellent view of
the cross-overs, of which there are five in all, and three
double junctions; and other illustrations show views of the
work in its various stages toward completion.

VICTORIA EMBANKMENT TRAMWAYS, SHOWING CROSS-TIES
AND YOKE CONSTRUCTION

work will be complete well within the next three weeks; a very
satisfactory rate of progress, indeed, when it is remembered
that the total length of the line is about 34 miles of single
track, and that the work has only been proceeding some five
weeks. R

The contract consists of 1.46 miles of route along the Em-
bankment, and 1.54 miles of route over Westminster Bridge,
which together is equivalent to 3%4 miles of single track, as
stated above. The map gives a very clear idea of the
ramifications of the lines and graphically illustrates the ad-
vantages offered by this extension of the London County

SHOWING THE ARCHES IN ROADBED OF THE METROPOLITAN
DISTRICT (YERKES) UNDERGROUND RAILWAY. IN THE
RIGHT FOREGROUND IS SOMERSET HOUSE, WATERLOO
BRIDGE, AND IN THE BACKGROUND, THE HOTEL CECIL

Council’s tramways in coping with the heavy passenger traffic
from the South Side of London. Owing to the structural
alterations not having been completed on Westminster

VICTORIA EMBANKMENT TRAMWAYS, OPPOSITE TEMPLE
GARDEN, LOOKING EAST

The width of the embankment generally is about 66 ft. from
curb to curb, and the effective widths occupied by the new
lines is about 18 to 19 it., which leaves a width of about 47

ALONG THE THAMES EMBANKMENT, WITH THE HOUSES OF
PARLIAMENT IN THE BACKGROUND (CLOCK IS “BIG BEN"),
AND SCOTLAND YARD IN THE FOREGROUND LOOK-
ING SOUTH

ft. available for ordinary vehicular traffic. This width is 10
ft. more than the width 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, 1906, 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 STREET RAILWAY JoURNAL for May 26,
1906. Mr. McCulloch’s paper appears in the current issue
of the Journal of the Associated Engineering Societies, from
which the accompanying abstract is taken:

The first street railway track laid in the city of St. Louis
was that laid on Olive Street from Fourth Street to Four-
teenth Street. The original rail was a flat strap rail, and
the road was opened for traffic as a horse-car line on July 4,
1859. As the city grew, Olive Street developed into an im-
portant retail business street, and the Olive Street line be-
came the artery uniting the business district with the most
important residence district of the city.

In 1887 the Olive Street line was converted into a cable
line, a double cable track being built from Fourth Street to
Boyle Avenue, a distance of 3.5 miles. In this construction
a girder rail, 414 in. in height, weighing 63 Ibs. per yard, was
laid on cast-iron yokes weighing 300 Ibs. each, set in concrete
4 ft. apart. These yokes were 48 ins. in depth and enclosed
a conduit for the cable 38 ins. in depth. This cable road was
one of the first built east of San Francisco. All of the 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 construction.

The original rail having worn out, in 1898 the rail of the
cable road was renewed. In the original construction the
rail had been bolted directly to the yokes by means of hook
bolts without 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 4%4-in. rail
weighing 67 Ibs. per yard was used. In 1gor the road was
converted into an electric road, electric cars being operated
over the cable roadbed without change. This rail, however,
was entirely too light for service under heavy electric cars.
In 1903, the year before the World's Fair, about one-half of
the track was relaid, the portions selected for relaying being
the downhill parts of the tracks where the speed of the cars
was greater. In the 1903 reconstruction it was not considered
advisable to take the cars off the street during the reconstruc-
tion, and the very novel method of laying the track with a
9-in. rail for the outside rail and a 634-in. rail for the inside
rail wassadopted. The g-in. rail was laid 7 ins. outside of the
gage line of the track on a concrete stringer 18 ins. wide and
6 ins. deep. The 634-in. rail was laid on the old concrete of
the cable road and tamped to surface with a mixture of iron
borings and salt about 174 ins. deep. The concrete under the
9-in. rail was given about five days to set. The bed of iron
borings under the 634-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. apart. Fig. 1 shows this construction. The
reasons for this unusual construction were to enable the
track to be relaid without interfering with car service on the
street, and to avoid the expense of excavating the concrete
roadbed of the cable road. The results obtained, however,
were not at all satisfactory. The shallow concrete stringer
under the g-in. rail broke in a number of places and left this
rail without support. The iron borings under the 634-in.
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rail did not set to form a hard mass, and this rail, being left
loose, deflected up and down as cars went over it, working
the paving loose and emitting a horrible grinding and chat-
tering noise which gave rise to constant complaint. The
two rails were not sufficiently tied 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 1903 was in such bad
condition that it was considered best to relay both of the
tracks and put the street into first-class shape.

In order to understand the need for speed in the construc-
tion, it should be stated that the Olive Street line is the one
having the heaviest traffic in the United Railways system.
During the middle of the day the cars are 1.5 minutes apart,
and night and morning during the hours of heaviest travel,
the headway between cars is reduced to 50 seconds. Olive
Street throughout its entire length is a narrow street, only
36 ft. wide between curbs, and lined with retail stores. As
a concrete construction for the track was decided upon, it
was necessary to remove the cars from each track during
its construction. The street being entirely too narrow for a
third temporary track, it was necessary to route the cars over
another parallel line. Hence, any delay in the progress of
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FIG. 3.~ SECTION OF 1903 CONSTRUCTION
the construction would mean annoyance 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 Fourteenth Street and Boyle Avenue (29,118
ft. of track, equal to 5.51 miles,) early in the spring, and that
portion between Sixth Street and Fourteenth Street (3670 ft.
of track, equal to 0.69 mile,) during the middle of the sum-
mer. The work between Sixth Street and Fourteenth Street
was postponed until 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
Wellston cars down Washington Avenue and 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 Olive
Street. To make these changes in routeing, a temporary
track was laid in Boyle Avenue from Maryland Avenue to
Laclede Avenue, a distance of about-1,500 ft. This tem-
porary track was laid with 75-1b. T-rail spiked to wooden
ties, the ties being placed on top of the brick pavement of the
street. In passing, it is interesting to note that when this
temporary track was removed after cars had been running
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over it for six weeks, absolutely no damage whatever had
been done to the brick pavement.

For the new track there was adopted a girder Trilby rail,
¢ ins. high, laid on cypress ties spaced 2 ft. between centers.
Brace tie plates and Goldie claw tie plates were used on al-
ternate ties. The rods, 2 ins. x 3% ins. in section, were spaced
6 ft. apart. Six inches of Portland cement concrete was
placed beneath the ties, and the concrete was carried up high
enough on the rail 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 entirely embedded in the concrete. This
construction is shown in Fig. 2. For the first portion of
the reconstruction the work was divided into three sections:
Section No. 1, Fourteenth Street to Jefferson Avenue; sec-
tion No. 2, Jefferson Avenue to Grand Avenue; section No.
3, Grand Avenue to Boyle Avenue. Each of these sections
is about a mile of double track. Three separate foremen with
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FIG. 2—SECTION OF 1906 CO RUCTION, SHOWING OLD
CABLE YCKES NOW REMOVED

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

EXCAVATION

In order to build the track, it was necessary to make an
excavation 21 ins. in depth in a concrete which had been
setting for eighteen years, and which experience in whatever
excavations had been made had shown to be extremely hard.
1f it had been necessary to pick out 6 miles of this concrete
by hand the cost would have been excessive, and, disregard-
ing the cost, the time involved aund the number of men re-
quired would have been prohibitory of that method.

DRILLING AND BLASTING

The method adopted for excavating the concrete was by
blasting with small charges of dynamite, the object being to
make these charges strong enough to shatter the concrete so
that it could be taken out in large pieces, but not heavy
enough to do other damage. Holes were drilled 7 ins. to 8
ins. deep in the concrete, four holes between each pair of
yokes. The hole was so located that the bottom of the hole
was 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 go lbs. pressure. This
tool drills at 1.25-in. hole. A dry hole is drilled, the exhaust
air from the hollow drill steel blowing 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 air compressor, water for cool-
ing the compressors being obtained from the fire plugs along
the route. The air compressors were taken temporarily from
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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 was 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:
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Number of holes per hour per drill

Feet of hole drilled per hour per drill..................... 20.3
Labor cost per foot of hole drilled..... $o.027
Labor cost of drilling per cu. yd. blasted. 0.085

Drilling cost per lineal foot of track.
Drilling cost per mile of track

In these figures there is no charge for electric power or for
depreciation of machinery.

For blasting, a 0.1-1b. 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 factory in o0.1-1b. packages, and all the preparation neces-
sary on the work was to insert the fulminating cap in the:
dynamite, tamp the charge into the hole and connect the
wires to the firing machine. In order to prevent any damage
being done by flying rocks at the time of the explosion, each
blasting gang was supplied with a cover car, which was
merely a flat car with a heavy bottom and side boards. When
a charge was to be fired, this car was run over the twelve
holes and the sideboards let down, so that the charge was
entirely covered. This work was remarkably free from acci-
dents. There were no personal accident claims whatever,
and the total amount paid out for property damages for the
whole six miles of construction was $685. Most of this was
for glass broken by the shock of the explosion. There was
no glass broken by flying particles. The men doing this
work, few of whom had ever done blasting before, soon
became very expeditious in handling the dynamite, and 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 streets 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 blasting, this rail was 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 yokes 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.
Where 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 shattered and could be picked out in large pieces.
Where the hole had been located too close to either side of
the concrete block, however, the charge would blow out at
one side”and a large mass of solid concrete would be left
intact on the other side. The total estimated quantity of
concrete blasted was 63558 cubic yards, or 0.2 cubic yard of
concrete per lineal foot of track. The cost of the dynamite
delivered in o.1 lb. packages was 13 cents per pound. The
exploders cost $0.0255 each. !

The following statistics represent the average work of the
three gangs working on the west-bound track between Four-
teenth Street and Boyle Avenue.
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Cost of dynamite charge per hole. . $0.013
Cost of exploder per hole 0.0235

Four holes blasted in each 4 ft. of track:
Lineal feet of track blasted per hour 138
Cubic yards of concrete blasted per hour . 276
Cubic yards of concrete blasted per pound of dynamite. . 2
Labor cost per cubic yard, blasted...................... $0.076
Cost of dynamite and exploders per cubic yard, blasted.. 0.192
Cost of labor and material per cubic yard, blasted..... 0.268
Cost of blasting per lineal foot of track. 0.054
Cost of blasting per mile of track.. . 285.12
Cost of drilling and blasting per cubic yard...... 0.353
Cost of drilling and blasting per lineal foot of track... 0.071
Cost of drilling and blasting per mile of track........... 374.88

When the excavation was completed, the ties were placed
in the trench, the rail spiked down, the tie rods pulled up to
gage and temporary fishplates put on the joints. Work trains
were then run on this track and the excavated material hauled
away. The excavated material in this job amounted to 11,-
410 cubic yards, or 0.348 cubic yards per lineal foot of track.
The United Railways Company purchased a sink hole on
North Grand Avenug and completely filled it with excavated
material from Olive Street. All excavated material and all
new material with the exception of the cement used in this
work was handled on cars, no teams being used at all. It
would have been impossible to do the work in the time occu-
pied had wagons and teams been depended upon.

RAIL

The rail used in this work was Lorain section 333, fur-
nished in lengths of 60 ft. A cross-section is shown in Fig.
3. The standard section has 7-16-in. web, but it was con-
sidered desirable to have it rolled with I4-in. web, and the
rail with this change weighs 112 lbs. per yard. Its height is
9 ins., and the base is 524 ins. The composition of the rail
is as follows: .
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increase in carbon makes the rail much harder, but also much
more likely to break. No trouble has been experienced from
this source, however, only one rail having been broken in
unloading. The head is what is known as the Trilby type,
having a groove for the wheel flange and a turned-over lip
for the street traffic. It is a very desirable rail head for street
traffic, as vehicles can cross it without bumping, but any rail
with a wagon tread has an extremely limited life. The depth
of the groove in the rail is 124 ins. The flange of the car
wheel is 58 in. deep. Therefore,
whenever 5 in. is worn on the
head of the rail, the wheel is run-
ning on its flange and the rail is
worn out for railway purposes, al-
though it may be in perfect con-
dition otherwise. This merely
demonstrates the advantages of the
T-rail, the use of which is unfor-
tunately prohibited by our city or-
dinances.
TIES

The ties were of hewn cypress,
6 ins. x 8 ins. in section and 7 ft.
long. It has Dbeen the usual practice in St. Louis to use
white oak ties, but it was considered that a soft wood tie
entirely embedded in concrete would be just as satisfactory
as a hard wood tie. The ties were spaced 2 ft. between cen-
ters. Tie plates were used under the rail, each alternate tie
plate being a brace plate.

FI1G

. 3—~STANDARD RAIL

CONCRETING
After the excavated material had been hauled away and
the street cleared up, the track was lined and surfaced by
means of wooden blocks and wedges placed

beneath the ties. Concrete was then tamped
beneath and around the ties, the concrete being
deposited in the track from a concrete mixing
machine running on the rails. The concrete
used was composed of a mixture by volume of
one part of Portland cement, 2% parts of
river sand and 614 parts of crushed limestone
rock. The cost (delivered) of the materials,
composing this concrete was as follows:
\ *$o 0285 per cu. ft
0.77 per cu. yd,

0.025 per cu. ft.
= 0.675 per cu. yd.
= 0.425 per sack.

For the track work, 75() cu. ft., or 0.273 cu.
yds., were required per lineal foot of track,
174 sacks of cement per lineal foot of track, or
1650 barrels of cement per mile of track, were
used in this work. The value of the materials
used (cement, rock and sand) was $o.108 per
cu. ft. of concrete, or $2.02 per cu. yd of con-
crete.

The material for the concrete was distributed

Crushed rock.$285 per s¢

250 persq. |

Portl'd cem't.. 1.70 per bbl

COVER CAR USED FOR BLASTING IN OLIVE STREET

Carhon ;oo wieinios Simes e
Silicon, not to exceed. .
Phosphorus, not to exceed
Sulphur, not to exceed..........
Manganese

..0.55 per cent
o ..0.20 per cent
.......... 0.10 per cent
alin 4 e s wOTODET cent
e e 3525 5 € 38 8516 G R B S e 0.80 to 1.20 per cent

This carbon is unusually high, as girder rail of this weight
seldom is rolled with carbon to exceed 0.45 per cent. The

on the street beside the tracks in advance of

the machine, the sand being first deposited,
then the crushed rock piled on that, and finally the
cement sacks emptied on top of this pile. The materials
were shoveled from this pile into the concrete mixing ma-
chine without any attempt at hand mixing on the street.
Great care was taken in the delivery of materials on the street
to have exactly the proper quantity of sand, rock and cement,
so that there would be enough for the hallasting of the track
to the proper height and that none would be left over. Each
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car was marked with its capacity in cubic feet, and each
receiver was furnished with a table by which he could easily
estimate the number of lineal feet of track over which the
load should be distributed.

CONCRETE-MIXING MACHINES

The concrete mixing machines were designed and built in
the shops of the United Railways Company. Three machines
were used in this work, one for each gang. The machine is
composed of a Drake continuous worm mixer, fed by a chain
dragging in a cast-iron trough. The trough is 36 ft. long,
so that there is room for fourteen men to shovel into it.
Water is sprayed into the worm after the materials are mixed
dry. This water was obtained from the fire plugs along the
route. In the first machine built, the Drake mixer was 8 ft.
long. In the two newer machines the mixer was 1o ft. long.
Both the conveyor and the mixer were motor 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 ins. above the rail, and
the other in which the conveyor trough was lowered back of
the mixer, being 25 ins. above the rail. The latter type had
the advantage of not requiring such a lift in shoveling, but
the trough is so low that a motor truck cannot be placed
underneath it. In the high machine the mixer is moved
forward by a standard motor truck under the conveyor. In
the low machine the mixer is moved by a ratchet and gear
on the truck underneath the mixer. A crew of twenty-seven
men is required to work each machine, and under average
conditions concrete for 8o lineal ft. of single track, amounting
to 22 cu. yds., can be discharged per hour. The following
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................. 27
Number of men shoveling into machine. 14
Lineal feet of track concreted per hour. . % 80.95
Cubic feet of concrete discharged per hour............ 595.79
Cubic yards of concrete discharged per hour........... 22.00
Labor cost of concrete per lineal foot of track. : $o.071
Labor cost of concrete per cubic yard................. 0.26
Cost of materials composing concrete per lineal foot of

SPACIE i prvwmm o e i i 0 5 5 BB R B SRR ke 0.791
Cost of materials composing concrete per cubic yard.. 2.9z
Total cost of concrete (labor and material) per lineal

FOGt OF TEACKT 5, viesierim w65 500 w504 i B3804 e o oo 0.862
Total cost of concrete (labor and material) per cu. yd. . 3.18

Total cost of concrete (labor and material) per mile of
single track ....... SR KB W8 54685 B et e s e o e 4.551.36
In these figures there is no charge for electric power or
for depreciation.
JOINTS

The rail joint adopted for this work was the cast-welded

joint. This joint has been in use since 1896, the first use of

it having been in this city. This method of joining rails has
been the occasion of considerable debate among street rail-
way engineers, the process having warm adherents and just
as warm opponents. Without entering into a discussion of
the matter, it will suffice to say that the process, when prop-
erly and carefully carried out, will produce excellent and per-
manent joints, and has the advantage of a reasonable cost
where the work is done by the railway 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. The iron is allowed to harden,
the molds knocked off and the joint is finished.

In performing the work, the fishplates which were tempo-
rarily placed on the joints for the lining and surfacing of the
track are taken off and the rail ends thoroughly cleaned by
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means 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, removing every
particle of oxide, and in having the iron intensely hot when
poured. Where 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
have an electrical conductivity equal to, if not greater than,
the same length of rail.

Objections have been made
to this process on account of
the heating of the head of the
rail, it being stated that this
heating anneals and softens
the rail and causes it to wear
away at this point. To pre-
vent any annealing action,
the molds used by the United
Railways Company are so
shaped that the cast iron is
kept low on the back of
the rail, thus minimizing the
heating of the rail head.
cast-iron joints used
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
strength of the joint is 975,000 lbs., which 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
question 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 surrounded by a poor conductor of heat,
so that the changes in temperature of the rail are not so
violent nor are the extremes so great as those of the atmos-
phere. Nevertheless, there is a strain in the rail due to
changes in temperature, and if there is no longitudinal motion
to the rail, this strain is probably taken 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 that the maximum deviation from the welding temper-
ature is 75 deg. F., which is approximately correct for this
climate. Assuming a coefficient of expansion of 0.0000005
for 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 would correspond
to a strain of 14,625 Ibs. per sq. in., which is well within the
elastic limit of steel, showing that no harm is done by the
alternate strains of tension and 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 11.2 by
14,625, equal to 163,800 Ibs., which is well within the tensile
strength of the rail and the cast-welded joint.
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FIG. 4—SECTION OF CAST-
WELDED JOINT

PAVING
The last process in the track construction was the paving.
Olive Street east of Grand Avenue is a granite street, and the
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track was paved with granite blocks resting on a sand
cushion 1 in. deep. West 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 the 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
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this 5% miles of track was about $170,500. For the entire
work, after making the credits for scrap material from the
old track, the average cost per mile of completed track was
about $27,000.
DURABILITY OF TRACK

In the track consumption adopted by the United Railways
Company only the best materials are used, and by the use of
a concrete foundation it is hoped to obtain the most sub-

prevented from sliding under the head of the rail. A cross- stantial and durable construction possible, and one which will
GaugL""{D" J
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FIG. 5.-

section 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 and
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CROSS-SECTTON OF COMPLETED 1906 CONSTRUCTION

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 when about 34 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 street, it is doubtful if the rail

FIG. 6 —ISOMETRIC VIEW OF COMPLETED 1806 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,
Of 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 (o.20 mile) per day. The cost of

will have a life of more than ten years. The roadbed itself,
however, should outlast several sets of rails. The ties are
entirely embedded in concrete and are 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 inexpensive
process.
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POSTERS IN THE CLEVELAND CAMPAIGN

The Cleveland Electric Railway Company’s publicity de-
partment is doing a great work for the company in the way
of showing the advantages of its proposition in the fight for
franchises in Cleveland. Numerous methods have been
adopted to bring the company’s views before all classes of
people. In the leading daily papers the company has been
using large spaces in its daily “talks” with the people, and in
these it has been setting forth its arguments in a dignified

ONE OF THE CLEVELAND ELECTRIC RATLWAY'S POSTERS IN
TIHIE LOW-FARE CAMPAIGN

and convincing manner. In the street cars the company has
made its appeals by means of cards placed in the forward
end of the car, separate from other advertising. Much good
work has also been done by bill-board advertisements. One
of the latest is an enormous map in black and white, showing
the extent of the old system as compared with that of the so-
called 3-cent fare company. These posters are to be seen all
over the city.
—_—————

TWO NEW RECORDING REGISTERS

John F. Ohmer, president of the Ohmer Fare Register
Company, of Dayton, Ohio, has recently invented two
recording registers, which will be known as Nos. 19 and 20.
Both are especially designed for large city heavy traffic prop-
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L 1] & 1269 a6 4l
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total counting passenger or trip 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 direction printer also reversing at the same time. With
these machines it is necessary to turn the trip wheels to zero
at the end of each trip in order to change the direction indi-
cator, and by so doing the machines are locked until the fares
collected on the previous trip 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 compartments, into each of which is
fed a copy of the record. The latter register will be known
as Ohmer’s duplex recording register. The conductor has
access to one compartment, from which, at the end of his run,
he removes his individual record, which is given to the
cashier with his collections. The other record remains in the
machine and is accessible only to the inspector, or duly au-
thorized agent who is given a key to the private compartment.

Each succeeding conductor removes his own record, and at
the end of the day the auditor’s record is removed. This record
shows a duplicate in detail by the trip for the conductors who
operated the car for the day, and which can be comparecf
with the several individual conductors’ records for auditing
the cashier’s record, to whom returns are made by the con-
ductors.

The following exhibit reproduction record from the “Du-

plex” register shows that Inspector 2 opened the record
| At
% -0 43 4 ANE 7MR
M6 9D 043 4_3 | 50434 M8
AlG 8 U, 0 42 3_8 $-0423 A6 88
AG 70 0409_3||2-04009 46 78
AG 61, 0402_R|[]S5-0402 A6 68
Al 5D 03868_5|5-03828 A6 58
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e 20 034 9.3 $%-0349 AE 26
A6 1 0. 03 38_3 Hh-0338 A6 16
A8 70 0338.5 5 -0338 46 7ms
gyjo. 0338_3

SINGLE RECORD OF THE NO. 19 REGISTER

erties, and are one-fare recording machines. They print a
record of all the fares collected on each trip, and with each
printed record is combined a note of the direction in which
the car moves, the register number, the trip number, the
month and day, the identification of the conductor, and the
denomination of fares which are registered, for instance, §
cents or transfers. The machines comprise, in addition, the

RECORD FROM THE DUPLEX REGISTER

with 338 on Aug. 7; Conductor Smith (identification No. 6)
took the first trip out. He made four half trips. Conductor
Jones succeeded at the beginning of the fifth trip, his opening
record, 388, 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
record, which is removed by him, and the duplicate 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 11 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 are 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.

+0
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 re-
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 illustration 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.
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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.

PORTABLE ELECTRIC HOIST HOOKED IN MOTOR-DRIVEN
TROLLLY 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 ¥-hp motor. The lifting speed with the ordinary load of
2000 Ibs. 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 1o 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 also for service 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
operator’s cage, or by pendant cords from the floor. They
may be installed or operated 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.
These hoists may be further equipped with solenoid attach-
ments for control from a distant point. The trolleys may be
constructed for running on the lower 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 five
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PORTABLE ELECTRIC TOOLS FOR RAIL-BONDING

A new portable electric drill, to operate on street railway
circuits, has just been placed on the market by the Chicago
Pneumatic Tool Company, and is attracting marked attention.
Its 110 and 220-volt drills have been favorably known to the
railway world for the past two years or more, and the me-
chanical features of these drills have been retained in the new
drill.

The accompanying cut shows a 550-volt drill in operation
on rebonding work. It is shown drilling 74-in. holes in hard
steel rails, and a fair idea of its size can be obtained by com-
parison with the man in the picture. This size of drill weighs
35 Ibs., and will drill a %-in. hole through an ordinary rail

in less than two minutes. The electrical

SEMI.CONVERTIBLE CAR FOR THE LAKE SHORE ELECTRIC RAILWAY

Brill grooveless-post semi-convertible cars built by the G. C.
Kuhlman Car Company. Traffic during the past summer
has shown a marked increase, especially to the Lake Erie
resorts, Avon Beach Park, Linwood Park and Shattuck’s
Park, the latter located at Vermillion, on the Vermillion
River, as well as on the shore of [.ake Erie. Further west
is Ruggles Grove, and lastly Sandusky. At Sandusky the
great attraction is Cedar Point, the Atlantic City of the West,
this resort alone during this year handling over one million
people.  Johnson's Island, Kelley’s Island, Put-in-Bay, and
Middle Bass are among the many popular watering places
casily accessible by boat from Sandusky.

The five new cars are of the combination passenger and
smoking type, the latter compartment having longitudinal
seats. The 6-ft platform at the rear end of the car is of the
“Detroit” style, the dividing rail feature greatly facili-
tating the handling of passengers entering and leaving
the car.

Looking at the front end of the car will be seen the inclined
shield over the projection of the angle-iron bumper to prevent
passengers from gaining a foothold thereon. Aside from
the semi-convertible window systemn, which is the distinctive
feature of the car, will be seen the steam-coach roof.
The truck used is the No. 27-F-1 with a wheel base of 4 ft.
6 ins.

The inside finish of the cars is in cherry; ceilings of three-ply
veneer. Following are the chief dimensions: Length over
the end panels, 36 it. 6 ins.; over the vestibules, 47 ft. 6 ins.;
width over the sills including the sheathing, 8 ft. 6 ins.
These latter figures also apply to the width over the posts at
the belt. The distance between the centers of the posts is
2 ft. 8 ins.; height from the floor to the ceiling, 8 ft. 454 ins.;
height from the track to the under side of the sills, 2 ft. 1034
ins.; height from the under side of the sills over the trolley
board, 9 ft. 334 ins.; height from the track to the platform
step, T ft. 434 ins. The framing consists of side sills 4 ins.
x 734 ins.; end sills, 574 ins. x 624 ins., and sill plates, 34 in.
x 15 ins. The corner posts are 394 ins. thick, and the side
posts 3% ins. thick.

parts are built to operate at 500 to 650
volts without external resistance, and a
quick break barrier type switch many
times the normal ampere rating of the drill
is mounted directly on the housing. The
insulation is of the very highest type
throughout, and the drills are built to with-
stand the conditions of severe service in
street railway construction and mainten-
ance. Special precautions have been taken
to prevent any danger of shock to the
operator should any part of the windings
become grounded, and in the hands of
operators of average intelligence this danger has been elim-
inated. The company has also brought out a portable electric
grinder wound for 500 volts to 650 volts, for use on railway

PORTABLE ELECTRIC DRILL IN SERVICE

work. This grinder weighs 20 Ibs. and drives an emery wheel
8 ins in diameter and with a 174-in. face at 2500 r. p. m.
_

The Indiana, Columbus & Eastern Traction Company has
made arrangements for handling passengers and freight with
the Southeastern Ohio Railway, operating from Zanesville to
Crooksville.
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OIL INSULATED TRANSFORMERS

In the accompanying illustrations are shown sections of
two types of transformers built by the Allis-Chalmers Com-
pany, namely, the water-cooled and self-cooled transformers.
Both are oil-filled, but in the latter type the heat is carried
off by radiation from the case, while in the former water cir-
culation is used to insure cool running.

The self-cooled transformers are built in sizes up to 300
kw. Above this size the external surface of the case is not
sufficient to radiate the heat developed in the transformer
core and coils, unless the enclosing tank is made abnormally
large. The water-cooled transformers are made in sizes from
100 kw up. Water is circulated in a coil of seamless copper
or brass tubing immersed in the oil, and the heat is effectively
carried off. Whenever the water is available and not ex-
pensive this method is preferable to air-cooling, even with
comparatively small transformers, as it permits operation at
lower temperatures and allows more margin for overloads.
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air can get at it. Moreover, the oil used in transformers is
not easily ignited; it will not burn in open air unless its
temperature is first raised to about 400 deg. F., and with the
oil at ordinary temperatures a mass of burning material can
be extinguished as readily by immersing it in oil as in water.
In fact, the chief danger of fire is not that the oil may be
ignited by any defect or arc within the transformer, but that
a fire in the building in which the transformers are installed
may so heat the oil as to cause it to take fire.

The oil-filled, water-cooled transformers are placed in
boiler-plate tanks, cylindrical in form and provided with a
substantial cast-iron base and cover. The tanks, which are
riveted and calked, are supplied with eye-bolts extending
from the cover to the base, so that the transformers as a
whole can be lifted without straining the tank. The cooling
coils are made of 174-in. tubing, without joints throughout the
portion immersed in the oil; all coils are tested with a water
pressure of 200 Ibs. per sq. in.

With coils constructed in the usual manner it is very diffi-
cult to drain all the water from them, and trouble has been

caused in some cases by

water freezing and bursting
the pipe. This has usually
occurred either during ship-

ment or some time before the
transformers  have  been
placed in operation. To

avoid this, and also the dan-
ger of condensation on ex-
posed parts not covered by
oil, the ends of the cooling
coils in this transformer are

brought out through stuffing

boxes arranged below the
surface. The lower end is
thus below the level of the
lowest coil so that all water

can be easily drained off.

The coils are perinanently
fastened to the case and are
of such diameter that the
transformer can be lifted out

without disturbing the coils

SECTION OF OIL-FILLED, WATER-COOLED
TRANSFORMER

Where water is not available, there is a choice of two kinds
of air-cooled transformers—the oil-filled, self-cooled type, and
the air-blast type which is cooled by a forced circulation of
air through the core and coils. The air-blast transformers,
however, are unreliable for pressures much above 25,000 volts.

Mich has been written about the relative fire risks of air-
Dlast and oil-filled transformers, but this is a matter that
depends as much on surrounding conditions and the location
of the transformers as on the construction. The air-blast
transformer contains a small amount of inflammable material
as compared with the oil transformer, but advocates of the oil-
cooled type of transformer claim that this material is much
more easily ignited; moreover, that a breakdown is usually
followed by an electric arc that sets fire to the insulating
materials, and the flame is liable to spread under the action of
the forced circulation of air.

The chances of an oil-filled transformer catching fire on
account of any short circuit in the windings are extremely
small, because oil will burn only in the presence of oxygen,
and, as the transformer is completely submerged in oil, no

SECTION OF OIL-FILLED, SELF-COOLING

or water connections.
Water - cooled transformers
are supplied with an oil gage,
drain valve, and thermometer with contacts for an electric
alarm attachment that gives a signal in case the temperature
exceeds the allowable limit.

For self-cooled transformers, the case is made of terne
sheets formed into a cylindrical tank with deep corrugations
that present large radiating and cooling surface. The tank
has a double bottom made of two flanged pieces of sheet iron
riveted together, and the cylindrical corrugated part is sol-
dered into the annular channel-shaped space between the
flanges, thus making a tank that is perfectly oil-tight. The
tank is provided with a substantial cast-iron base and cover,
a lid being placed on the latter to allow inspection and give
access to the terminal board in case it is necessary to make
any changes in the connections.

All transformer coils are wound with double cotton-covered
strip copper, one turn per layer, with fullerboard insulation,
in addition to the cotton covering, between turns. Excep-
tions to the foregoing are made only when the size of the
conductor is so small as to make this connection imprac-
ticable, and in such cases the coils are wound with round

TRANSFORMER
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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 flat coils which present large cooling surface to
the oil. When the coils are assembled the primary and sec-
ondary sections are interleaved to reduce magnetic leakage
and secure good voltage regulation.

When the conductor is large, several strips are used in
parallel and insulated from ome another to prevent eddy
currents. 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-
tinued 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 transformer 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 are thoroughly insulated from one
another by a coating of varnish which reduces the eddy
current losses to a minimum. The steel is of such good qual-
ity that it is practically 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 transformers is guaranteed
not to increase, within one year, to such an extent as to de-
crease the full load efficiency more than one-tenth of 1 per
cent. In larger sizes space blocks are placed every few
inches in the core, thus providing ducts through which the
oil can circulate and carry off the heat.

Tlie oil used in these transformers contains no acid, has
very slight evaporation at 100 deg. C., and its flashing point
is about 190 deg. C. or 375 deg. F. It is thin and therefore
circulates rapidly throughout the transformer, thereby quickly
carrying off the heat.

0 —————

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 given to the subject of braking. Tt is therefore
an appropriate time to present some details of a slipper brake
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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. 1 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 are 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 faces 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. When 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 carriers and their shoes under the action of suitable
springs return to their normal position.

To effect the easy insertion of the shoes, the base of the
carrier is provided with dovetailed ends and on one side of
the base are depending guard plates and on the 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 the 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 guard plate. This brake is now made by Brecknell,
Munroe & Rogers, Ltd., of Bristol, Eng.

— S e

The Lake Shore Electric and the Toledo & Indiana Elec-

tric Railways have arranged to run special excursions to

invented by Thomas B. Holliday, the general manager of the
new tramway 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

A A A

FIGS.1 AND 2—END AND SIDE ELEVATION OF THE BRIGHTON SLIPPER BRAKE

the theaters in Toledo this winter, 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 sold, so the theater managers
will know 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, for 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
railway companies of the Central States, This paper was
particularly valuable for the data quoted on the comparative
economy of treated and untreated ties. The preservatives
mentioned were the zinc-tannin, zinc-chloride and zinc-creo-
sote processes. Through the courtesy of the Carbolineum
Wood Preserving Company, Inc., of 349 Broadway, New
York, it has been possible to supplement this data with some
comparative figures actually quoted to an important New
England street railway for preserving timber with this com-
pany’s Carbolineum Avenarius.

As the object-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-lived but higher-priced
woods, cedar, white oak and chestnut were not taken into
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The object of all preservatives is two-fold: First, to inject
a sufficient quantity of antiseptic material into the wood
structure so as to neutralize the rot-producing elements or
germs 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. 315 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 distillate 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.
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ELEVATION AND PLAN OF TIE AND POLE PRESERVATION PLANT IN PORTLAND, ORE.

account. This resulted in the following classification of life
and results:
Guaranteed Life
Classes of Wood. Natural Life if Treated
Red and black oak. ... ... 4-5years 10 years
Ash, beech, or maple 4 years 8 years
Tamarack ... . 7-8 years 14 years
Hemlock . 4-6 years 10 years
EINHEE qeamans Bonecron RO 5 years 10 years

Untreated Tie,
Cost of Tie and Annual Charge. 5 Years’ Life

Treated Tie,
10 Years’ Life

Cost of et m s s avsany . $0.40 $0.40
Cosifoiitren tmentPoeeenese S S 00 15
Interest charge for seasoning.......... 00 or
Totallcostroithie Tt $o.40 $0.56
Annual charge on basis of 4 per cent
compound! interest T n oo Ui .089 060
Annual charge for renewal.at a cost of
$0.19 for handling and placing....... .035 .016
Total annual charge............. 124 .085
Annual charge for 200,000 ties. .. ... $24,000.00 $17,000.00

In considering fhe Avenarius Carbolineum process for
treatment of any wood, too much attention cannot be paid to
seasoning. This 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 oft-described creosoting and Burnettizing methods.

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

Regarding the treatment of poles to which Mr. Alderman
refers, and the statement as to the lighting company of Mem-
phis, Tenn., not using creosoted poles, owing to current
leakage, S. T. Carnes, president of the Memphis Light &
Power Company, wrote in 1898 that they had been treating
cross-arms and poles with Avenarius Carbolineum for six
years, and “are satisfied that it prolongs the life of the wood
so treated and makes it worth several times its cost.” That
leakages through creosoted lumber affects the operation of
signal systems would appear from studies by B. H. Mann,
now signal engineer of the Missouri Pacific Railway at St.
Louis, Mo., but formerly connected with the Union Signal
Company, who tested the Avenarius Carbolineum as against
creosote for oak tops as well as wooden conduits. Although 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
work, and the results secured by tests made near Madison,
T1l., with the preservative in sandy soil proved highly satis-
factory on white cedar poles.

The estimation in which this material is held in Germany,
where it was invented by Dr. Avenarius, appears from the
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“Telegraphenbauordnung” (Telegraph Building Standards) of
the German Imperial Telegraph & Telephone Service, which
states: “For the prevention of fungus growth on poles,
butts 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 tests begun by the Forest Service,
acting jointly with the Postal Telegraph Cable Company and
the American Telegraph & Telephone Company, on pole
lines will prove of great value 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.

— e
A COMBINATION FENDER AND TRACK SCRAPER

The Kalamazoo Railway Supply Company, of Kalamazoo,
Mich., has brought out another useful adjunct for street rail-
w2y companies in the form of a spring fender, which can be

COMBINATION SPRING FENDER AND TRACK SCRAPER

installed from 2 ins. to 4 ins. above the rail with perfect
safety, as the springs yield when coming in contact with any
rigid object in the roadbed. It will 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
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Once applied it requires little attention from the motorman
or master mechanic. The faces of the wings are made of
spring steel 24 in. x 8 ins., 3 ft. 6 ins. long, backed by oak
boards 1 in. x 8 ins., 3 ft. 5 ins. long, attached to steel springs
V4 in x 4% ins. wide. The springs are attached to a steel
frame, which is connected 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 when desiring to store cars closely in barns.

—_— e ———

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

The York Street Railway Company, of York, Pa., has
recently placed in service a Brill sprinkling car which is note-
worthy for the large tank 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 and labor as
possible by equipping the car with
a tank that does not need frequent
fillings, but a car with a capacity as
large as the one illustrated is often
not feasible where there are heavy
grades. This is one reason why
the majority of sprinkling cars
average a maximum capacity of
2480 gallons. The sprinkler for
the York Street Raiiway Company
is equipped with the Brill centri-
fugal pump. It will be noticed
that there are brakes at each end of
the car; the trucks are of the No.
27-G-2 pattern with a wheel base
of 4 ft. The chief dimensions are:
Length of the car over the sills, 31
ft.; width outside sills, 7 ft. 6 ins.; size of the side sills, 5%
ins. X 113 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

place this contrivance needs no attention
from the motorman, and is always in posi-
tion to do its work.

From the style of construction shown in
the accompanying cut, it is apparent that
this fender will not roll anything along on
the track, because on striking any obstruc-
tion the springs yield and their recoil de-
posits the object of contact clear from the
track. When installed at the extreme front
of the car as a pilot, the braces and frame
form a foundation for a basket which can
be furnished of either wire or rope netting.

In connection with the Root scraper,
placed in the rear of this fender, an excel-
lent snow cleaning device is secured, as the fender keeps the
snow between the rails at a uniform height 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.

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

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 & Silverman, under whose
supervision the entire line was constructed, gives the com-
plete itinerary and constructional features.

The road starts at the Atlantic City boardwalk, at the foot
of Virginia Avenue, opposite the *
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throughout and laid with 85-1b T-rails on oak and chestnut
ties and well ballasted. For the first mile, when operating
through 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
Pleasantville is made by again employing the overhead sys-
tem, with cross suspension catenary construction, poles
spaced 150 ft. apart. One side of the pole line from Pleas-

antville to Somers Point is constructed with poles of extra

steel pier, 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 110 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;
the approaches are composed of having
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 West Jersey & Seashore Railroad with split track
construction, avoiding any adverse movement of trains across
tracks. After forming this junction the cars are operated
for a distance of 4 miles over the double-track line of the
West Jersey & Seashore Railroad as far as Pleasantville; this

trestle-work

APPROACH TO DRAWBRIDGE ON THE ATLANTIC CITY &
SHORE LINE RAILROAD

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

ARR!/ \I\G]‘\IE’\’I OF CROSSING OF THE PHILADELPIITA & READING AND TIIE

PENNSYLVANIA RAILROAD TRACKS

length, carrying at the top a high-tension transmission line of
three No. 4 B. & S. hard-drawn copper wire and a 5-16-in.
galvanized ground cable run on top of the pole.

The current is obtained from the main power station of
the West Jersey & Seashore Railroad located at Westville,
the transmission voltage being 33,000. At Somers Point is

PLEASANTVILLE TOWER ON THE ATLANTIC CITY &
SHORE LINE RAILROAD

located the sub-station, the distance of transmission from the
power house being upward of 6o miles. In the sub-station
are located the necessary 33,000-volt oil-cooled step-down
transformers with lightning arresters; oil switches, panels, etc.,
and two 300-kw rotary transformers. The sub-station building
is of brick and spaced for an additional unit. With the ex-



896

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 between 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 twenty 36-it. double grooveless-
post semi-convertible cars built under Brill patents. Two of

THE NORTHFIELD STATION

the cars contain a compartment for baggage, 10 it. 5% ins.
in length, but otherwise the dimensions of the cars are sim-
ilar, and are as follows: 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
ceiling, 8 ft. 6 ins.; height from the track to the under side
of the sills over the trolley board, 9 ft. 674 ins.; height from
the track to the platform step, 2034 ins.; height of the risers,
16 ins.; size of the side sills, 374 ins. x 834 ins.; size of the
center sills, 334 ins. x 534 ins.; size of the end sills, 514 ins.
X 77 ins.; size of the sill plates, 34 in. x 15 ins.; thickness
of the corner posts, 354 ins.; thickness of the side posts, 374
ins. The semi-convertible feature permits the use of a seat
39 ins. in length and an aisle 23 ins. wide. The car bodies are
mounted on No. 27-E1 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
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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 he said would avoid elec~
trolytic action. He thought that rail bonds in six months be-
came absolutely valueless through oxidization. In good, clean
soil and with no electrical circuits near, a gray cast-iron pipe
ought to last 100 years, but when the single trolley system is
used not only do the water pipes depreciate rapidly but the
steel in neighboring buildings is also being affected. Ac-
cording to the speaker, for a mile on one side of the Brook-
lyn Bridge the people who have shops where 100 or 200 girls
and men are employed on sewing machines go out into the
streets, put in copper plugs and run wires into their
plants, getting sufficient current to run ten or fifteen sewing
machines from one little plug put into the water mains,

Another speaker was George Hornung, formerly superin-
tendent of the Newport, Ky., water-works and now a consult-
ing engineer in Cincinnati. Mr. Hornung said the amount
of electrolysis produced by railway circuits was trifling com-
pared with that caused by stray currents from the leakage of
high-tension lighting and other power 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 start the car, but while it would not move
there was a perceptible torque.

—_— e e————
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-

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 is
also employed.

Four motors of 6o-hp capacity each per
car of the latest type were installed, wound
for 650 volts, which 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
outfit. Two overhead trolleys are used
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 Newtown
& Hatboro Street Railway Company, says the company is
surveying a route between Newtown, Richboro, Hatboro and
Willow Grove, Pa., preparatory to construction work in
April, 1907.

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

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 théir method of operation, that the wages of car oper-
atives be increased, to the end that more competeut men be
generally employed, and that official schools ¢i 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

MONDAY AFTERNOON SESSION

The third annual meeting 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 baxr' Groun{ls,
Columbus, Ohio, with President S. L. Rhoades, of l?hlladelph]a,
Pa., in the chair, and B. B. Davis, of Columbus, Ohio, as secre-
tary.

In calling the association to order Mr. Rhoadcs_presented Mr.
Davis, who welcomed the delegates in the following address:

MR. DAVIS’ ADDRESS

It is up to me, as the 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 respective
homes pleasant thoughts of the city of Columbus, and th‘e treat-
ment you received while in our midst. Personally, I like the
capital city, to which I came here a perfect stranger in 1895 It
was to be for about ten days, and I have been here nearly twelve
years. I have seen the city grow in population and its street
railway system expand from $500,000 gross earnings per year to
over $1,500,000 gross earings per year.

1 trust that your relations with your management and operat-
ing department have been as pleasant as mine with those depart-
ments of this system. In nearly twelve years, not an unkind
word. But it doesn’t take hard work to bring that result. It
can be found in the following rules: Work for your company at
all times; 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 all employees, from the man who works
in the track gang up to the president, and success will crown
your efforts and make your work more pleasant and full of good
results. "

I am transgressing a little from the subject, which is.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 will fecl any regret for having attended
this convention.

President Rhoades said he was very sure the Claim Agents’
Association appreciated the kindness of Mr. Davis and his com-
pany as expressed in his address of welcome. They were to be
favored that afternoon, he added, by the presence of W. Caryl
Ely, but he noticed that the first vice-president of the parent or-
ganization was in the assembly. He was sure that Mr. Beggs
would say something of great interest to them. He knew from
what the claim agents of his various systems had said that he
was much interested in the accident business.

Mr. Beggs, after being introduced, spoke as follows:

I came simply for the purpose of showing my interest in the
association’s work—in this very important part of the operation
and administration of every strect railway. While no doubt most
of you are very agreeable and courteous gentlemen, nevertheless
we do not have you in the organization of a street railway com-
pany from choice, but rather from necessity. (Laughter and ap-
plause.) I am glad to bear my testimony to the fidelity that is
generally shown by those connected with the claim department
of a large street railway system, in a service 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. Therefore the duties
of the investigators in a claim department are very arduous and
exacting, because many times if the evidence cannot be obtained
immediately it is lost to the company, and some ambulance chaser
gets it and puts it in a different coloring entirely. This shows
the great 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 general rule, that
the amount paid out for claims in our several companies go about
hand in hand with the amount of taxes. We hear more about
the taxes than the damages, but nevertheless they are inseparable.
T feel 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 necessary a different policy. The rule 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 ascertain, if we can,
whether or not we are liable. 'We should aim to train every one
connected with a claim department to learn how to analyze care-
fully the common law and the particular statutes of the various
States in which we are operating to ascertain and determine for
ourselves our liability.

My advice to all of those who are associated in the claim de-
partment of the companies I represent 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 will 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
attorney. It makes a better impression throughout the country
and is far-reaching in its 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 operatives or for unavoidable accidents for 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, are naturally inclined to act according to the
first law, self-preservation; to put the best face upon the accident,
and possibly withhold some little cause that could possibly have
produced it. That hidden fact gets into the hands of the coun-
sel for the plaintiff, and the counsel for the company is taken by
surprise through this entirely different condition of affairs. It is
highly important, therefore, to impress upon those sent out to
investigate these accidents and claims, that they get all there is.
We 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
you have less intelligent 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
experience, because the motorman 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
attorney 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 settled 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 of the
conditions under which cars operate.

In case of an accident in our companies—take for instance the
city of Milwaukee, where we have 85 per cent of the 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.
We get three or four men on to an accident just as promptly as
we can that we may see it from three or four different stand-
points. The result of that policy, carefully followed, is that we
have kept the accident fund down to nearly 2 per cent of the
gross receipts; and that, too, carrying a large number of pas-
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sengers for the amount of gross receipts, because we have six
tickets for a quarter and twenty-five for a dollar, having to
handle a great many more people to get the same gross revenue.
We possibly have a record that is not surpassed in this country
and I think is seldom equaled.

In the year 1go4, notwithstanding the prejudice of juries and
the inclination of courts to be swerved to some extent by public
clamor, we did not lose a single case that came before a jury,
nor were any damages allowed; and the year 1905 we lost only
two, both of which have been appealed to the Supreme Court of
Wisconsin with fair chances of winning.

I try to keep our docket clean of cases. The tendency, of
course, of a claim agent is to put a large amount over to next
year; 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 thinks a dollar is as big as a cart 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 possible.

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 for a great many years—
are just beginning to realize through the importance of these
auxiliary associations. It was not possible for the president of
the parent association or for any of the managers of large prop-
erties to talk to the same number of men engaged in this par-
ticular line of business which is just as important as that of the
renewal of wheels. We 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 have not paid very much attention to this
at all. Yet there are broad fundamental principles that may be
advantageously applied 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 companies in other cities that
we have not dreamed ‘of that would be of great benefit to us.
Therefore T will be very glad to have that knowledge.

On the conclusion of Mr. Beggs’ talk, President Rhoades said
he was quite sure that the claim agents appreciated what he had
said. They,should feel more confidence in themselves, for it was
not often that a great railway manager would admit that an acci-
dent man is an absolute 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 of another
executive officer, the president of the American Association, who
had come here at their invitation and who would address them.
He then introduced W. Caryl Ely, who spoke as follows:

MR. ELY'S ADDRESS

Mr. President and Gentlemen: I am very glad to meet you.
I know how young your organization is. I know how difficult
it is to get an organization started; 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 managing officers of your respective companies, or it would
not have been possible for you to have gotten together the or-
ganization you have. I congratulate you all upon it. T listened
with a great deal of interest to the remarks of Mr. Beggs, con-
cerning the mehod of settling claims, the principles affecting the
same, and the splendid results of management of the companics
with which he is identified, which all go to emphasize the benefit
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 you ahout your organization and the
work of the parent organization, the American Association, and
the other affiliated organizations. We 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 this convention
is managed and upon the manner in which it is conducted will
largely depend the earnest co-operation, throughout the country,
of those who have to foot the bills and pay the expense, as to
whether this reform movement, or reorganized sets of associa-
tions are worth what they cost. A big company, one of the
largest companies, has now to pay $600 a year on account of these
organizations in addition to the other expenses that are neces-
sarily attendant, instead of a $25 fee that was paid heretofore.
Tt 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 great
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many in attendance of an annual junket. That criticism has been
made to me by one of the general managers of one of the largest
companies in this country within the last three weeks. Another
criticism made was that it took a great many men away from
their respective companies at the same time—important men—
and that injury was liable to Dbe inflicted upon the respective
companies by so many people being away. The resultant bene-
fits, to his mind, did not outweigh these disadvantages. There
were other disadvantages mentioned which do not so much ap-
peal to you as to some of the other organizations.

The Supply Men’s Association—now called the Manufacturers’
Association—made that criticism. The answer to all criticisms
must be afforded by the results and the work of these several
organizations, I enforce upon you all the desirability, through-
out these entire sessions, of having moderation prevail in all
things. There are many things that tend to make conventions
of this kind rather lively meetings, and to a certain extent that
is all right, but if carried too far, then it provokes criticism and
does injury.

I congratulate you, Mr. President, and your associates, upon
the results which you have achieved in such a very short time.
The contribution that you are about to make to the proceedings
of these conventions is well prepared and is in every way worthy
of you and worthy of a great business and a great organization.
I believe that other affiliated associations will be created, as time
goes 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 results, two or three
years from now, which will be of such tremendous benefit that
all will wonder why your organization was not thought of and
started before.

As Mr. Beggs said, you disburse a lot of money and you are
at the head of a very, very important branch of the business.
The operating department works very hard to take in the nickels
necessary to pay bond interest, dividends and operating ex-
penses, but yours is a department that almost every one looks
upon with aversion. You are the ‘“rat hole” of the business.
The money comes in through the cars, through the receivers, the
officers and the car houses, and finally it comes up into the audi-
tor's department and is husbanded by the treasurer. The man-
ager fingers it, and then you come along, and you pry up first the
tittle 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 your methods
should be right; that you should standardize the business; that
you should formulate a set of principles that would properly
govern you in a business-like way in the transactions of the
business of your department. If you get it well settled and you
finally establish something that impresses itself upon the people,
the people who ride in the cars and from whom are taken the
jurors, and then the judiciary, if yvou can make them realize that
you intend to be just and fair, that meritorious cases are settled
and only non-meritorious cases burden the calendars of the
court, it will save millions of dollars to the street and interurban
railway corporations. It has always seemed simple to me. I
have been on both sides of the question. I used to be out with
an axe myself. I was a practicing lawyer and I needed business.
I know just how the fellow feels, with his shingle out, acting as
his own stenographer and typewriter and trymg to start in the
practice of the law. They did not have typewriters to any ex-
tent when I commenced, but I handled the broom right along
with the pen when I first commenced to practice. I know what
confronts you in every department of your work, how hard it
is to settle a case for a hundred dollars or five hundred 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 community where you are known as the
pay-master of this character of claims, and everybody tries to
“work” you. The doctors, the lawyers, the people themselves.
You are afraid of the jurors and of contested cases, and almost
always when cases go to court against your advice, you see your
corporation stuck to a much larger extent than if you had settled
it in the way you thought it ought to have been in the first in-
stance, notwithstanding 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 corporation, which prevail in
the management of an honest man’s business by an honest man.
T think the great trouble with corporations has been that there
has grown up in the minds of the people throughout the country
the idea that they do not apply to the transaction of corporate



NovEMBER 3, 1906.]

business the same rules that the members of the corporation
apply to the transaction of their private business. I believe that
the people think that in these street railway corporations there
are a great body of men who are actuated by principles different
from the principles that they practice at home, in their family,
in their private business, and the daily walks of life. 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 upon fairness and justice; that you have a way of doing
business that is followed by all honest men, it will win for the
individual members of these corporations the approbation and
approval of all fair-minded people, and your corporations will
be far better off.

There is absolutely nothing inherent in our business to make it
unpopular. Now we all think and we all look at it at first blush in
a different way. We say we are bound to be unpopular. I deny
it. I say we are not bound to be unpopular; that we ought not
to be unpopular, and that we do not deserve to be unpopular.
That sounds rather harsh, but I think the business is more and
more deserving to be popular. If any man, of twenty years’ ex-
perience in the business, will look at the methods that prevail
to-day and contrast them with those of twenty years ago, or even
fifteen or ten years ago, the reason for the unpopularity is per-
fectly plain and obvious.

You are performing a service that deserves the thanks of a
grateful community. As.,that service is better and better per-
formed, and as all branches of the service are better and better
done, this sentiment which prevails against us at the present
time will be diminished and ultimately pass away. There 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 never be a
time, until the millenium arrives, when unjust claims will not
be preferred. But I do believe that, with honest management in
the claim department, with the settlement of meritorious claims
‘and the non-settlement of non-meritorious claims—I do actually
believe that it is necessary for you to establish the principle of
“millions for defense but not one cent for tribute.” That worked
before in a great controversy, and I believe it always will work.

If you have an unjust suit pressed against you as a private in-
dividual, you never settle that suit except for some good reason
of expediency and potency, but there are exceptions, of course, to
all rules. 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 things that his neighbor ought not
to have and ought not to take away from him. I believe that
that rule is right, and I believe that it ought to prevail in our
business. More than that, I believe that we ought to have an
established reputation, so that the people know it and the jurors
know it and the judges know it—an established reputation for
fair dealing.

A Justice of the Supreme Court of the State of New York, an
intimate friend of mine (I had the honor once to be a candi-
date before the people for that high office), said to me “Ely,
why don’t you settle a lot of those suits that are on the calendar ?”
I said, “Judge, after we get through lunch, come down to my
office and I will show you in 20 minutes why you would not settle
one of those cases.” Fe did go with me down to my office and
we looked over the cases. We had a pile of evidence and we
looked it over together. After we got through he said, “Well, it
is certainly extraordinary that such a condition of things should
prevail”  And it is extraordinary. I do not believe it ought to
prevail. I believe that in the main, the American people are fair;
and I believe that the time will come when your conditions will
be happier, and the work of this association ought to hasten and
will help to hasten the arrival of that day.

After this year I am going out of the office which I have oc-
cupied for three years. I have worked hard in that time. I
have assumed a great deal of responsibility. I have done the
best I could. You as an association, you as members of it and
all these other associations have worked together splendidly and
have assisted me wonderfully in the work I had to perform.
When my successor is chosen, T hespeak for him from you and
from your association and all of its officers the same loyal sup-
port and interest that your have evidenced in the short time of
your organization toward me. I wish you one and all well as
an organization and as individuals. (Applause).

President Rhoades said that, judging from what Messrs. Ely
and Beggs had said, the claim agents would begin to think that
they amounted to something.
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It was decided that the registration would answer the purpose
of the roll call, after which President Rhoades delivered the
address which was published on page 736 of the Oct. 20 issue of
the STREET RAILWAY JOURNAL.

At the conclusion of his address, President Rhoades extended
to both Mr. Ely and Mr. Beggs a cordial invitation to be present
at all of their meetings, and hoped that they would participate
in the discussions.

Mr. Ely thanked him, and invited the delegates to attend the
American Association’s meeting on Wednesday morning, which
invitation President Rhoades accepted.

The next order of business was the reading of the minutes of
the last meeting by Secretary B. B. Davis.

The secretary then read the following report of the executive
committee :

Your executive committee begs leave to report that at a meet-
ing held at the Bellevue-Stratford Hotel, Philadelphia, on Sept.
20, 1905, the question of a budget for the Claim Agents’ Associa-
tion was considered and action on same postponed until
the next meeting of the committee. That meeting was held at
the offices of the American Street and Interurban Association,
60 Wall Street, New York City, on Feb. 6, 1906. The committee
estimated that $coo would be a sufficient appropriation for the
Claim Agents’ Association for the first year, and this amount was
promptly allowed.

At this meeting, the new constitution and by-laws were dis-
cussed, and some minor suggestions made. The question of
making these changes was left with the executive cominittee, with
power to act. The changes were inunaterial, and, as far as pos-
sible, made to conform with the constitution of the Accountants
and Engineers’ Association. They were finally approved and
adopted and copies sent to the members of the association. Your
association also requested an appropriation of $900, which was
allowed.

The question of topics and papers was submitted to your ex-
ecutive committee, and Messrs. Bradley of Chicago, Weh of
Cleveland, Hare of Philadelphia and Farrell of Buffalo con-
sented to prepare papers on subjects suggested by the members
of the association. Acting upon the suggestion of Vice-President
O'Connor at the last annual convention of your association, the
executive committee inaugurated a Question Box.

In preparing the program for this convention you committee
thought it proper to allow a specified time to hear from Messrs.
Hoopes and Holmes, of the National Information Bureau, and
from Chauncey S. S. Miller, secretary of the Alliance Against Ac-
cident Frauds. These gentlemen desired to present their plan
for the prevention of the collection of money for fraudulent
claims. Respectfully submitted,

S. L. Ruoapes, Chairman,
H. C. BrapLey, Vice-Pres.,
ANDREW P. FARRELL.

The above report, on motion duly seconded and carried, was
approved and ordered filed.

President Rhoades stated that last year there seemed to be
some doubt in the minds of members of the association as to
whether the parent organization would stint them in any way.
He simply desired to say that he had attended the mecting of
the executive committee of the parent organization in New York,
and it was only necessary to say a dozen words and inform them
how much was wanted, whereupon it was voted immediately.
He felt perfectly safe in saying that nothing asked for within
reason by the Claim Agents’ Association of the parent associa-
tion as at present organized would be refused.

The secretary then read the report stating how much and what
character of correspondence had been handled by him during the
year.

After approving this report, that of Mr. Davis, as treasurer,
was received, showing receipts of $00 for the use of the asso-
ciation, and expenses for the year, $766.76. The association now
has 201 members.

The president said that it had been necessary to change the
program in one particular. Instead of the Question Box being
taken up and disposed of at the session prescribed by the printed
program, it would come up for discussion and disposition the
following morning.

Very many people had responded to the request to send in
blank forms for the inspection and information of the members.
These forms were to be found at the side of the convention hall,
and if any particular form was desired by a member, he need
only write to the particular claim agent furnishing that form,
who would be glad to send a copy of it After the association
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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 5% West
Broad Street. The Engineers Club had a comfortable and com-
modious hall which they had given the association permission
to use, and Mr. Silcox, of Philadelphia, would show slides from
photographs of people taken at work, although in their damage
suits they had claimed under oath to have been entirely in-
capacitated from doing anything. He also would show slides of
thirty or forty crooks who have operated in Philadelphia, 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 possible.

At 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 more readily.

Samuel Dorsey, of Denver, Col., sugggested that the secretary
be instructed to have a photographer take a picture of those
present at the convention. As an instance of mutual benefit
possible, he cited letters from two different claim agents, one
Mr. Pratt of Baltimore, and the other the Chicago City Rail-
way, asking him to transact certain business in Denver for them.
In both cases he was successful in giving them the information
desired.

It was arranged that a group picture of the members of the
Claim Agents’ Association would be taken Tuesday at 12 noon,
immediately upon the adjournment of the morning session. The
association then adjourned until Tuesday, Oct. 16, 1906, at 10
o'clock a. m.

TUESDAY MORNING SESSION

The meeting was called to order by President Rhoades, at 10
o’clock a. m. The president announced that the first order of
business would be the reading of a paper by A. J. Farrell, claim
agent, International Railway Company, Buffalo, N. Y., on the
subject “Which is the Better Policy, Quick or Delayed Settle-
ment?” This paper is published in full on page goz2.

Mr. Moore, of New Jersey, opened the discussion on Mr. Far-
rell's paper, which was quite spirited and somewhat lengthy.
Mr. Moore contended for quick scttlements, and stated that
under the laws of New Jersey a relcase, gotten up in proper
form, was binding and would estop the claimant from a further
claim for damages. He maintained that a delayed settlement
worked oftentimes to the injury of the railway company, because
it would be hard for it to keep its witnesses in the jurisdic-
tion of the court so as to have the true facts with reference to
the accident develop. Many instances were cited by Mr, Moore
and by Mr. Farrell. The result of their discussion of the ques-
tion apparently being that, after all, it depended on the circum-
stances of the particular case as to whether there should be an
carly settlement or a delayed settlement. Mr. Pierce spoke with
reference to the condition of affairs at Galveston, Tex., and
advocated in many cases a quick settlement rather than a delayed
one. Mr. Farrell made the interesting statement that during the
Pan-American Exposition, in the course of four months, he set-
tled two thousand claims.

The discussion then digressed somewhat from the topic treated
of in the paper and related to the form of releases which should
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 that 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 matters, and in this
way one could gain the confidence of the public by a mode of
fair dealing which would inure to the benefit of the company
in many ways. The paper was discussed also by Mr. Bradley,
Mr. Carpenter and other members of the association.

W. F. Weh, 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 discussion was opened by G. Thomas Dunlop, of Washing-
ton, D. C., who commended very highly the sentiment expressed
by Mr. Weh in his paper, and facetiously suggested that, in short,
it pointed the “Way” 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
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and fair basis. He spoke of the inauguration of the claim de-
partment in the street railway system at Washington, D. C., and
how 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 measured 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 there 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. Weh, in concluding the discussion on his paper,
stated that on Jan. 1, 1906, there were pending ninety-six cases
against his company.

A vote of thanks was extended to Mr. Farrell and to Mr. Weh
for the admirable papers prepared and read to the association.

A recess was then taken until 1:45 p. m. of same day.

; TUESDAY AFTERNOON SESSION

At the afternoon session the claim agents took up for consid-
eration and discussion the Question Box, which will be found on
page 9oy.

During the reading of the Question Box, Question No. 1 was
discussed quite fully by Mr. Carpenter, Mr. Hardin, Mr. Forbes,
of Fort Worth, Tex., and Mr. Schoenen, of Allentown, Pa.

Question No. 3 was also discussed fully, President Rhoades
stating that in Philadelphia claimants had been indicted for per-
jury in connection with the pursuit 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 doubt.

A lengthy discussion followed the reading of Question No. 4,
which was “What is the best way to break up ambulance chas-
ing?” The consensus of opinion seemed to be that this was one
of the greatest evils with which the claim agent has to contend.

In the discussion following Question No. 8, it developed that
it was the opinion of all of 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 deceit 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 pursued by the
different companies throughout the country. As, for example,
the question was propounded by one of the delegates as to the
method pursued by the various companies with regard to the
department under which the claim agents’ department was op-
erated ; that is, whether it was under the legal department of
the road or under the operating department or under the personal
supervision 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
attend an executive 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 the Future,” by C. Willis Hare, United Gas Improvement
Company, Philadelphia, Pa. This paper, which appears on page
906, was read by H. R. Goshorn, 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. W. Johnson, of Bridgeport, Conn., was called upon by re-
quest 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.

William 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 inquiries and considerable
discussion.

It was then stated that it was the opinion of the officers of the
association that a session lasting an hour and a half or two hours
would conclude the proceedings of this convention, and, in order
to give the delegates an opportunity to attend the sessions of the
American Association to-morrow morning, an adjournment was
had until 1 o'clock p. m. Wednesday.

WEDNESDAY AFTERNOON SESSION

The Claim Agents’ Association met pursuant to adjournment
at 1 o'clock.

H. C. Bradley, adjuster, Chicago Union Traction Company,
Chicago, IIl., then presented his paper on “Methods of Manage-
ment of Claim Departments,” as printed on pagc 9o3.

Mr. Weh said that the only objection to Mr. Bradley's paper
was that there was not a sentence in it but that the members
would agree to.

It was then moved by Mr. Hardin, duly seconded and unani-
mously adopted, that resolutions of regret at the untimely death
of Mr. Feeney be incorporated into the minutes of the associa-
tion, and that a cordial vote of thanks be extended to all the
writers of papers presented at the various sessions of the asso-
ciation; that a vote of thanks be extended to the Columbus
Railway & Light Company, to the Scioto Valley Traction Com-
pany and to the Columbus, Delaware & Marion Railway Company
for courtesies shown; that a similar vote of thanks be extended
to Mr. Silcox, of Philadelphia, for the sterecopticon exhibition
afforded the members of the association Tuesday evening, and to
President Rhoades, Secretary Davis and the officers of the ex-
ecutive committee of the association for the amount of labor
performed and the excellent services rendered in bringing to a
stccessful termination the most interesting and profitable meet-
ing thus far held by the claim agents’ organization.

In response to the suggestion contained in President Rhoades’
annual address, a committee of five was authorized to be ap-
pointed on ways and means for the purpose of carrying out and
effectuating the purposes and objects stated in his address for
the specific duty of such committee. The president announced
that this committee would be appointed after conference with the
executive committee. It was suggested by Mr. Weh that this
committee work in comjunction and in co-operation with the
Alliance Against Accident and Fraud. The president then ex-
plained that C. S. S. Miller was expected to address the associa-
tion at the afternoon 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 bill which was pre-
sented to the last session of the New York Legislature with
reference to ambulance chasing and bicycle lawyers. The bill
was read and was referred to the ways and means committee.

It was then moved, seconded and carried, that the secretary
furnish to each member of the association a complete list of the
companies, members of the parent organization, and also the
name and address, so far as obtainable, of the claim agents
representing each respective company, and by an asterisk indi
cating the active members present at this convention.

To emphasize the appreciation of the members present of the
services rendered by the president and secretary, an additional
motion was made extending to them a hearty vote of thanks for
the excellent services rendered in connection with this meeting,
which motion was unanimously adopted by a rising vote.

The president then stated that his work had been rendered
less burdensome by the fact that the secretary had assumed a
great deal, and in fact practically all, the detail work, and said
that he did not believe a better official for that office could be
procured 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.

It was then moved by Mr. Davis, and seconded by Mr. Goshorn,
that the president be authorized to appoint an employment com-
mittee consisting of five members, which committee was sug-
gested and recommended in one of the addresses made to the
association. The president announced that this committee would
be appointed after a conference with the executive committee.
A recess of five minutes was then taken in order to permit the
committee on nominations to formulate and present its report.
At the conclusion of the recess the following was submitted :

REPORT OF COMMITTEE ON NOMINATIONS
To the Members of the American Street and Interurban Rail-
way, Claim Agents’ Association.

Your committee appointed to select names of officers of the
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association for the ensuing year, beg to submit the following:
For president, S. L. Rhoades, of the Philadelphia Rapid Transit
Company ; for first vice-president, Henry C. Bradley, of the Chi-
cago Union Traction Company; for second vice-president,
Andrew J. Farrell, International Railway Company, Buffalo,
N. Y.; for third vice-president, W. F. Weh, Cleveland Electric
Company, Cleveland, Ohio; for sccrctary and treasurer, B. B.
Davis, of the Columbus Railway & Light Company, Columbus,
Ohio.

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

President Rhoades then madc a brief and appreciative acknowl-
cdgment of the honor conferred upon him in re-electing him as
president, stating that while he did not believe the administra-
tive office of such an association should remain in the hands of
any one man for a term longer than one year, yet inasmuch as
the association had seen fit to re-elect him, he would do all in his
power to see to it that the association prospered under his guid-
ance, aided by the efficient assistance of the other officers of the
association.

First Vice-President Bradley, Second Vice-President Farrell,
Third Vice-President Weh and Secretary and Treasurer Davis
cach then responded in turn, expressing their appreciation of the
honor conferred and pledging their best efforts for the future.
On motion of Mr. Vories, seconded by numerous delegates
throughout the convention hall and carried amid a burst of ap-
plause, Col. Samuel Dorsey, of Denver, Col.,, was re-elected to
the important and arduous position of sergeant-at-arms. Mr.
Dorsey replicd, saying that he cheerfully accepted the appointment
and that he would try to preside with dignity for the ensuing
year in attempting to-fulfil the duties of the position.

Mr. Johnson, of Bridgeport, Conn., by request, then read some
humorous verses, entitled “Dorsey’s Dream in Colorado.”

The president then appointed for the ensuing year the follow-
ing as members of the executive committee: Charles B. Hardin,
of St. Louis; Peter C. Nickel, of New York City; F. W. John-
son, of Bridgeport, Conn., and E. C. Carpenter, of Anderson,
Ind. It was then moved, seconded and carried, that the president
appoint a committee of five, to be 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 answer com-
munications from presidents or general managers of railway
companies desiring to procure the services of competent adjust-
ers and claim agents.

The various members desiring to avail themselves of the group
photographs taken at the conclusion of Tuesday morning’s ses-
sion were then requested to leave their names with the secretary,
who would take upon himself the duty of seeing that a copy
thereof was forwarded to him. On motion, duly seconded and
carried the association then adjourned sine die.

e e

D. E. Baxter & Company, of New York, have completed specifi-
cations for the power and line equipment for the Charleston &
Summerville Electric Railway, which the Baxter Company will
begin to construct at once. The road will be a single-phase rail-
road, and will run from the Battery, in the city of Charleston, out
of Charleston to Summerville, a distance of 27 miles, and the right
of way passes with easy curves over a practically level country.
the maximum grade being less than 1 per cent. The power house
will be located about 9 miles out of the city of Charleston, where
two steam railroads intersect. Its 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-
former station, which will supply a 550-volt current to the eight
cars intended principally for city use. The specifications include
the following equipment: Two Goo-kw single-phase 25-cycle gen-
erators, two 70-kw motor-driven exciter sets with transformers,
switchboard with bus below at exciter panel, one lamp bracket
and shade, one field motor, two ammeters, two rheostat hand

* wheels, two double-pole single-throw switches, one double-pole

double-throw switch for throwing battery on either exciter, one
single-pole single-throw equalizer switch, two circuit breakers with
reverse current relays for use with field exciter battery. The exciter
field rheostat is to have proper range for use with Tirrill regu-
lator, generator pancls complete, feeder panels complete, motor-
starting panel complete, exciter regulating battery. The builders
will use catenary line construction, with 120-ft. spans; No. ooo
hard-drawn copper trolley wires, corrugated porcelain insulators,
standard stud bracket, stud strain bracket, section break and
strain 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 2

BY A. J. FARRELL,
Claim Agent, International Railway Company, Buffalo, N. Y.

There are several classes of accidents that occur on surface
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-
eral others, but these are the principal ones and generally the
most expensive.

When 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 occurs, is to see these people, or as many
of them whose addresses you have and you can find, and if their
cases can be disposed of for a fair sum this is the policy that
should be pursued. It is much cheaper to settle cases immedi-
ately after the occurring of an accident, where the same can be
done, than to wait or delay such settlement, if the same can be
made. The sooner settled, the cheaper it can be_done. These
quick and fair settlements are almost without exception with
people who have but slight injury or slight shock, and they are
especially advisable because such injuries, in a great muny cases,
are liable to multiply with age or time, especially if you are un-
fortunate enough to have people who are looking to get some-
thing for nothing, and there are a great many of them at the
present time. But, as said before, it is only the slightly injured
or shocked that can be settled with at time of accident or shortly
after. Only a portion of them that can be settled with, and
sometimes a small portion, for people exaggerate their injuries,
and very generally ask more for the settlement of their claims
than is policy for a company to pay.

What is the result? The case is given into the hands of an
attorney. It usually takes from one to three years to bring the
case to trial in New York State for an amount of $500; and this
is a long wait for a slight or an imaginary injury, and it
is hard to work against nature. When a case is tried, if tried,
your claimant is looking better than when the accident happened,
and he has nothing but subjective symptoms to offer, and they
are not often taken serionsly by the court or jury. So your
chances are as good, if not better, than when you started out;
and T would say that, nine times out of ten, you can make a
much better settlement with this kind of a person through the
attorney than you could at first with the claimant.

To illustrate: In the spring of 1003 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 considerable
force. A passenger on the northbound car (a man who held a
prominent position with a steam railway) claimed to have been
seriously injured, and at no time could we talk settlement with
him for any sum that was within the bounds of reason. The
best offer. of settlement we could get from him was $3000. He
brought suit against the company for $25000. The case was
tried; the jury brought in a verdict of “no cause of action.” The
cause of this was that when the case was tried this man was the
picture of health, and all his complaints were subjective symp-
toms and were not taken seriously 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 pernut 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 has a clear case, and
settling, although you know that the person is unreasonable in
his demand, you work by such a settlement an injustice to your
company and to yourself, and create 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 settlement than is justly
due them they are very fond of talking and telling their friends

how they “did up the railway company”; and this often works
against you later on; you are told how much you paid such a
person and how slightly he was hurt.

Is it safe to make quick settlements with seriously 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 serious injuries, and you make the
settlement within a short time after the occurring of the acci-
dent, and the sum paid to this person is a small one, what is
usually the result? The person presents another claim, or you
have got to defend a lawsuit, and, what is your defense? You
put in your release. What does the claimant say about the set-
tlement? That at the time he or she did not know that it was a
settlement, 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 drugs and in no condition to make a settlement. You
may have witnesses to the signing of the release, but usually
they are.friends of the injured person, and what do they say?
Simply that they understood, as the injured person did, that the
settlement was for current expenscs, or that the person was not
in proper condition to make a settlement. Where is your release?

To illustrate: Some eight years ago a driver of a cab came
into collision with a car, and his right leg was caught between the
forward part of the car and the cab, seriously bruising his leg.
He was taken to the hospital. The writer went to the hospital
the next morning ; settled the case for 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. What was the strength of his claim?
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
nurses, thongh friendly with the company, could not conscien-
tiously go on the stand and state that the man was not partly
under the influence of drugs. What was the result? 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 people who are slightly injured are
the ones that can be settled with at time of accident, or a few
days after; the people who are seriously injured can only be
settled with after they find out how seriously they have been in-
jured, or after consulting their physicians and friends. This is
certainly right. No person with ordinary common sense is going
to settle his claim for less than he deserves, knowing that the
same is gilt-edged; and it comes down to this—can the person
get more money than he can call his own, by settling with a com-
pany direct and getting his money quick. If this is for his best
interest, “hen you can settle with him, and not otherwise,

Take it to yourself or one of your family. Suppose they were
injured on some steam or other surface road. Will you settle,
or are you going to let them scttle for a small sum, and before
they know how their injuries are going to affect them in the
future? T don’t think you are, 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 are not such fools, and this empty
talk of claim agents and adjusters, who tell their management
and others in authority, that they have settled with a person 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 leg for $60 or $70. This is all rot, and the claim
agent or adjuster who takes the release is either deceiving him-
self or his employers, or the person they settle with is insane, as
the doctor bill in any of these cases would be as much or exceed
the amount paid. You may, and often do, make a good settle-
ment, but the other side also makes a good scttlement. You
must expect this.

A man insures his house or furniture; he has a fire; what is
the first thing he does? After the fire is out he gets ready for
the adjuster 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 friends will help in making the scttle-
ment, but this is not often. Sometimes the physician advises
settlement, but it is all done for a purpose, the doctor for his
pay and future favors, and his friends for ready cash.

Every case your company wins in court has a check on people
who are anxious for lawsuits; and if they hear of the results of
trials (which they generally do, as cases of this kind are given
a great deal of notoriety through the press and talked of gen-
erally among people) they are not so apt to rush to an attorney
to sue or collect their claim, but will go to the claim department
and try to effect a settlement, which is usually done; and the
same is beneficial to both parties; or, in other words, the claim
department only pays for the settlement of a claim what they
think is fair and just; and the same can be said of the majority
of attorneys who have cases that have been sued, or cases that
have not been sued—they will write to you, asking for a settle-
ment 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 beaten; though it often
happens that we settle cases after all: interested parties are in
court, and often when the jury is drawn and the case partly tried
and at a less, or the same sum that had been offered for settle-
ment of case, and rejected. My experience has been the more
successful your attorneys are in court, the more successful the
claim agent or claim department. The secret of effecting close
settlements and the keeping down of the number of lawsuits is
largely due to the success of your legal department in court.

The different localities and different classes of people make
great 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. They multiply their time and abil-
ity to such an extent that it is seldom without the aid of an
attorney that an adjustment can be made.

‘What I have said, therefore, has had reference mainly to the
average class which patronize the street railway.

You see then, that there is much to be said both for quick and
for delayed settlements, and I have tried to state the reasons for
each and the objections to each. But, in my judgment, the whole
matter comes down to this: Make a quick settlement if it can
be fairly and reasonably made. If the claimant is unreasonable
don’t be afraid of delay, for if the claimant is asking for an
unreasonable amount the lapse of time will prove better than any
medicine to bring him to reason; and the reasonable settlement
is, in my judgment, the best settlement, whether made with a
rush or after a delay.

_—re

THE POLICY OF THE CLAIM DEPARTMENT TOWARD
THE PUBLIC

BY F. W. WEH,
Claim Agent, Cleveland Electric Railway Company, Cleveland, Ohio

The attitude of a street railway claim agent toward the public

is important, not only to his own success in his chosen calling, but |

in its effect upon the earnings of his company. A course may be
adopted whereby he will, in a short time, get the public “by the
ears”; or he may, without losing a particle of his self-respect, so
operate his department as to command the confidence of the peo-
ple. The expense of his department from the true barometer as
to which method of operation has been adopted.

That a strong prejudice exists against corporations, and espe-
cially street railway companies, cannot be questioned. Why is it
that the ordinary jury is predisposed to find undisputed facts,
almost without regard to the evidence, against the railroad com-
panies? They almost entirely disregard any conflict in testi-
mony and limit their deliberations to the assessment of damages;
the duties conferred upon them are most flagrantly abused every-
where. There may be several reasons for this predisposition on
the part of juries. In the first place, they are generally composed
of men who are not wealthy, and they may feel that the cor-
poration has grown wealthy improperly at the expense of the
people. Then, again, the corporations are greatly misrepresented
by persons who seem to think it to their interest to misrepresent
them, and while such persons go through the country misrepre-
senting corporahons, abusing and accusing them of all kinds of
offenses, there is rarely any person ready, or prepared, to refute
the false charges. And further, a great deal of the feeling against
corporations has been created by the treatment of the public by
street railway companies. They have, in too many instances,
stirred up bad feeling and strife, and a desire to kill off, rather
than a friendly feeling to encourage and to keep alive.
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Ilere is the field for the accomplished claim agent. Prompt-
ness and fairness in adjusting the grievances of the public will
command its respect; if not for your company, at least for you
personally, The claim agent cannot turn the tide himself, but
he can do a great deal toward it. He meets the public more
than any other officer; he meets not only the persons having
claims, but their friends, their doctors and their lawyers; he
meets the witnesses to each particular accident, and each acci-
dent widens his acquaintance and influence; he meets all classes
of people, rich and poor, native and foreign born, honest and
dishonest. He must know how and when to reach them all, and

" to accomplish the best results, not only for the time being, but

¥

for the future, and for the benefit of his company. Tell them of
some of the unjust claims and “hold-ups” he has to deal with;
show them that the company contests claims not from a desire
to shirk its just obligations, but because injuries are greatly
magnified and values increased with the hope that the company
will pay rather than submit the matter to a jury; how claims are
built up and manipulated by “shyster” lawyers and “shyster”
doctors as well; and how the lawyer boasts that it is only
necessary for him to ‘“push the button” and the jury “will do
the rest”; recount some of the frauds which are practiced
against the company; and when a meritorious claim is presented
endeavor to make a settlement fairly satisfactory to all parties,
so that the claimant will go away with a friendly feeling toward
the company. e will tell his family and friends of his ex-
perience; they, in turn, will tell others, and soon the company
will get the reputation of being fair and contesting only claims
in which there is no merit, and judges and juries will become
cognizant of this fact. The claim agent must, wherever possi-
ble, engender a good feeling for his company; he must bear in
mind that every friend made on behalf of his company will
redound some time, and to some extent, in its favor. A sharp
trick to-day in making a settlement may cost more some day
later in settlement with some one of whom that practice has
made an encmy.

The claim agent must be shrewd, and an excellent judge of
character, so as to distinguish between fraud and honesty, frank-
ness and cunning; he must always have his ax out for the rogue
and impostor, for the people like fair play, and he can gain their
confidence in no easier way than by exposing trickery and fraud.

One of the best attributes a claim agent can have in dealing
with the public is an even and equable temper; no matter how
angry a claimant may be, no matter how insolent or insulting his
attitude toward the claim agent, if he has a just claim, this fact
should be taken into account and allowances made therefor, and
the fact kept before the claim agent’s mind all the time, that the
interests of his employer demand a settlement of that claim.

By not handling such claim properly he may drive the claim-
ant to the courts, and make him such an inveterate enemy that
no reasonable adjustment can be made of the case thereafter.
The result may be a very large verdict which the company will
have to pay, and that verdict may have a greater influence than
in that particular case. I have frequently seen large verdicts
rendered in damage suits acting for years as precedents for
juries and the public in subsequent cases, to the great injury and
damage of the defendants. I have in mind one particular county
where ccrtain meritorious cases were tried, and large verdicts
recovered. That county, before that time, had no attraction to
claimants of this character, but it has ever since those verdicts
were rendered been the Mecca of persons who have damage
suits against corporations. The mistake in not settling those
cases has had its detrimental influence upon corporations in that
locality ever since. So I say that when there is a meritorious
claim it may, if not properly handled, be driven to the courts
and the result be disastrous, not only in that case, but for many
years to come. This is one of the things that a wise claim agent
keeps in mind, and handles an irascible claimant with gloves,
but with mind always intent upon a proper adjustment.

There is, unfortunately, a prevailing idea that the claim agent
of a strcet railway company is the incarnation of everything
that is dishonest; that he will resort to any trick, adopt any sort
of imposture to take advantage of the unfortunate, and to settle
just claims far below the proper amount that should be paid
therein; that he is, in short, not a man to be trusted, for he
will take advantage of any person who puts his trust in him, a
man who rides rough-shod over the rights of the people, espe-
cially the unfortunate who are injured, or who have a just claim
against the company and justifies all his conduct by his endeavor
to keep down the cxpenses of his department: a man whom
society tolerates rather than takes pleasure in, knowing that he
is a member thereof.
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All this should not be. The claim department of a street rail-
way company can be .operated in such a way as to compel the
respect of the public for the head of the department, and the
claim agent should be able, by adopting a proper course with the
public in the administration of his department, to acquire and
maintain a position in society which is equal to that occupied
by a member of any other calling; but it must be by adopting
a course in which the public are justly and honorably dealt with.
Every person who has a just claim against the company should
Dbe fairly treated; every one made to believe and feel that if they
have an honest claim, they will secure justice at the hands of
the claim agent. The influence which the claim agent exerts
must lead the claimants to come to him, rather than to drive
them to lawyers and to the courts.

It is not always, but it is generally, true that a meritorious
claim can be scttled on more favorable terms directly with the
claimant, and before suit than with a lawyer after suit. The
claim agent’s organization must be perfect; no accidents must
go without immediate investigation by competent, careful, in-
telligent and honorable investigators.

Street railway cases are usually determined upon facts. If a
claim goes into litigation, a careful investigation will either
win the case or tend to reduce the amount of damages. In
negotiations for a settlement a carefully prepared statement of
facts is a strong lever in forcing favorable terms; and not only
this, but the claim agent is thereby enabled to correct some
erroncous impressions of the claimant, and he is made to realize
the fairness of the adjustment, and when the terms are finally
agreed upon, he {eels that he has been properly treated. Al-
ways endeavor to establish the absolute truth by your investi-
gation. It is a false presumption for any claim agent to build
up a fictitious defense for his company upon facts which cannot
be substantiatcd in court. He may think that he is making a
record for himsclf, but he is only building up a disastrous
monument that will fall upon him with such force that it will
redound, not to the benefit, but to the disadvantage of the com-
pany he represents.

A part of the claim agent’s duty towards the public is to
reduce accidents as much as possible. While it is not within
the provinece of the claim agent to formulate rules which he may
think proper for the prevention of accidents, it is due to the
public and the company he represents that he call the attention
of the proper officers to the causes which make considerable
disbursements in the settlement of damage claims necessary.
Nothing brings to the attention of the operating department
more forcibly the result of sonie negligent method in operation
than the law of averages. Careful statistics should be kept of
the number and kind of accidents, and the extent and character
of injuries. I attach to this paper some forms which are used
by the company with which I am connected—the Cleveland
Electric Railway Company—which may interest some of you.
Every negligent method corrected, every accident and injury
avoided, is a benefit to the public as well as to the company.
No greater duty rests upon the claim agent than to keep pound-
ing away in opposition to negligent method of operation, for, in
the correction of any of these methods of operation, he is bestow-
ing not only a benefit upon the public, but upon his employer
as well. It is common to find rivalry existing between officers
of a railway company, and you may be silenced by a sheer force
of influence of the department against you. But the man who is
easily rebuffed, who, when he knows he is in the right, can be
turned aside becausc some superior officer disagrces with him,
has no business to be a claim agent. He should be made of
sterner stuff or he will lose all independent thought and fall
rapidly into the role of a mere automaton. No management
should be so narrow and conceited in its method of operation as
to be unwilling to co-operate with the claim department in cor-
recting faults from which both the public and the company
suffer.

It scems to me that a great many of our companies have
reached a stage of perfection; that is to say, we have about
reached the limit of economy in the way of improvements to
tracks and to rolling stock and the expeditious handling of
passengers, and whatever is done to cheapen the cost of carrying
passengers must be in the way of small economies. It is the
little things in life that count; it is the little things which cause
or prevent accidents. Here, it seems to me, is where the claim
agent may properly step in, and by reason ot the knowledge
he has gained in the investigation of claim; and his familiarity
with decisions of the court in negligence cases, make suggestion
for the. prevention of accidents.

Bear in mind I do not favor an extravagant or reckless ex-
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penditure of money in connection with the claim department;
nor do I favor a stingy or niggardly expenditure therein. I do
not favor the expenditure of a single dollar for the settlement
of any claim unless there is a good reason for the expenditure,
and one which the department can explain and justify to the
directors of the company, or to the public. I particularly en-
join a prompt and careful investigation of all accidents and a
careful selection of witnesses thereto; for I contend that no
department can be operated intelligently and carry out the prin-
ciples herein advanced unless the department is so organized
that the facts in each case can be promptly collected and relied
upon by the claim agent and his attorneys, and no claim agent
can properly know the value of any claim unless it has been
properly investigated and the facts collected. All claims must
be fairly and honestly dealt with, and whenever fraud appears
upon the other side, either by the claimant or by his attorney, it
must be struck down, and struck down so vigorously as to deter
others from attempting a like scheme.

The position which should be taken in reference to claims
which have no merit whatever—claims which are brought solely
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for the purpose of forcing a settlement at a nominal 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 law of averages will
show that by adopting the attitude herein recommended towards
the public, the expense of the operation of the claim department
will be materially reduced. It will also result in getting the
good will of the people, and if your company has the reputation
of being fair, persons who are injured, instead of rushing off to
lawyers, will first see the company and endeavor to make ami-
cable settlements, which are always preferable. And I have
found that in this business it pays to have friends and the con-
fidence of the public, rather than enemies and the public’s
distrust.
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METHODS OF MANAGEMENT OF CLAIM DEPARTMENTS

1Y HENRY C. BRADLEY,
Adjuster Chicago Union Traction Company

The basis or starting point, naturally is, the “accident,”
followed by a report of the train crew, upon the receipt of which
the duty of the claim agent begins.

1. A record is made of said report, a brief account of same
is given to an investigator, who is instructed to call upon the
injured parties; ascertain what their injuries consist of; how
serious ‘they are, and procure an affidavit of claim from all who
will give it to him. If the case is a wreck or of unquestioned
liability he is instructed to settle all cases that is possible up to a
certain figure—say $50 or $100, if, in his judgment, the amounts
are not excessive—otherwise to telephone the department and
confer with the general claim agent for further instructions. In
all cases where the injuries are of a serious nature a medical
examination is requested, and if it is consented to, it is made by
the company’s surgeon after a reasonable time has elapsed for
the injuries to develop into a definite condition. After the re-
port of the surgeon is in the hands of the claim agent he is in
a position to determine what is a proper amount to offer in set-
tlement, and act accordingly.

This method, I find from inquiries, is about the same in all
claim departments; is nothing new, and applies 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 of annoyance
to all claim agents. They are termed by me as “blind or un-
reported claims,” and all are more or less tainted with fraud.
I have found them very difficult to handle. The company is en-
tirely in the dark and must get evidence the best way it can, and
more often than otherwise is unable to obtain any at all. My
general method is to insist on an affidavit setting forth all the
facts complained of by the elaimant, his address and business,
also the names and addresses of all witnesses, if possible, after
which an investigation is made—taking affidavit of all witnesses
and inquiring into the character and standing of both claimant
and witnesses. If they appear to be of reasonably fair standing
and respectability, settlement is made if it can be effected on a
fair and reasonable basis. If the investigation proves unsatis-
factory the case is declined payment—depending on time and
Providence to enable the company to find a defense, which does
not always happen, and the company may be compelled to pay
more than is asked in case of a verdict by a jury.

I never feel satisfied in my own mind, no matter how disposed
of, that it was the best method to follow in dealing with this
class of claims. If they are in the hands of a shrewd and dis-
honest attorney and suit is instituted, there is no way of deter-
mining what they will cost the company; so experience has
taught me that if the demands are not exorbitant a settlement
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 establish the reputation of being an “easy
mark,” and invite other persons to attempt to hold them up,
which keeps the claim agent in an uncertain frame of mind all
the time as to what is the best method to pursue.

WHAT CASES SHOULD BE INVESTIGATED AND WHAT
SHOULD BE LEFT ALONE?

It is my opinion that all accidents should be carefully investi-
gated, and all facts relating thereto obtained as early as possible
when fresh in the minds of witnesses and parties concerned
therein. They should not be put aside, as is done by a great
many claim agents, and after a lapse of time suit is brought and
most of the facts and evidence are lost through inability of wit-
nesses, etc., to recall to mind the facts and circumstances of the
accident, which places the company to a disadvantage to defend
itself through neglect of its claim agent.

Another important factor as an aid to the claim department is
the manner and thoroughness of the train crews in getting the
facts and circumstances of all accidents, in obtaining as many eye-
witnesses as possible to same, and making a full report of all the
details, which in a large percentage of the accidents, is sadly
neglected.

Also if the operatives of the company faithfully performed their
duties, as required by the rules, a very large percentage of the
accidents daily occurring would be avoided. Unfortunately, how-
ever, the innate fallibility of men to become careless, precaution-
less and indifferent to their duties will not permit a railroad to
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attain a degree of perfection in operation, and the accidents will
continue to occur.

HOW SHOULD A CLAIM AGENT TREAT CLAIMANTS?

It is my 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 according claimants, who deal with
them directly, honestly and fairly, the same treatment; try to
obtain their confidence, which, if successful, will make it easy to
effect a settlement. You must remove from their mind the
prejudice existing that all claim agents arc sharks employed to
defraud claimants out of their 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 usmally the general claim attorney.

Others require the claim agent to submit to and confer with
the general manager or gencral claim attorney all claims that
exceed a fixed amount, which amount varies from $50 to $1000.
As to which is the most efficient method to adopt I cannot say;
they all have merit.

1 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-
volving a settlement, especially where the amount to be paid is
large.

I have had experience under both systems, and I have found
them both to work fairly successful. I think, however, where
there is a general attorney, he is, by nature of his legal knowl-
cdge, better qualified to decide what 1s proper to do with a case,
and a decision can be reached much quicker, which is a potent
factor in a majority of cases.

Another important factor is the honesty and ability of the in-
vestigators. Much of the success of a claim agent depends on
his assistants. He should have sufficient power and authority
over them and not be hampered by restrictions in his manage-
ment.

Experience has shown me plainly that diligence and efficiency
can be better obtained through allowing the claim agent full
scope in the management of the department as in his judgment
is best for the best interests of the corporation.

E— 2 22
THE CLAIM AGENT’S WORK OF THE FUTURE

BY C. WILLIS HARE,
General Claim Agent, the 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, unless 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 meet with the success it de-
Serves.

While in certain respects it is astonishing with what rapidity
the claim business of the country has grown within the last few
years, when one considers the forces which have been at work
to this end, it is even more astonishing that the accident busi-
ness has been confined within any reasonable limits in any one
of the larger Eastern cities. There is little question that if a
corporation were enabled to secttle 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; but this is not the case, and the records
of all large traction companies to-day tend to prove that the
heavy *expenditures of the claim department are not made nec-
essary by serious injuries due to the negligence of the company,
nearly as much as they are made necessary by that type of case
which, starting with a minor injury, or no injury at all, is
worked up with extreme cleverness by the unscrupulous claim-
ant, aided by equally unscrupulous physicians and attorneys. It
is this type of case that is the source of constant worry to the
claim agent, and I doubt not will continue to be the source of
worry for many years to come.

While nearly every claim department to-day is fighting this
particular evil through a well-trained corps of adjusters and
detectives, it can only be permanently relieved through the enact-
ment by our Legislature of certain laws tending to make the
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perpetration of a fraud far less easy of accomplightﬁent than the
laws of to-day permit of. Some little work has already been dor{e
in this direction, but in order to secure a successful outcome, it
will be necessary for the various traction companies in every
State in the Union to combine in a united effort in their respec-
tive States to force upon the notice of their State Senators and
Representatives, a general idea of the evils as they exist in this
branch of the claim business to-day, and unless some measures
are taken for relief, one may expect to find a gradual increase
in the cost of the accident business in the Eastern cities, and a
very marked increase in the Western cities, where at the present
time the spirit of graft has not entered to the alarming extent
which it has reached in the East, due largely to two reasons:
First, that the Western public is not fully aware to the advan-
tages to be secured through frandulent litigation, and have not
been sufficiently 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
West, and it is the foreign element in every city which has identi-
fied itself more closely than any other element, with the fraudu-
lent bringing of claims.

The first act to be urged upon the Legislature should be one
making it a criminal offense for an attorney to advance money
for the maintenance of a suit. If this were done, a large number
of cases which are carried to a successful conclusion to-day
would fail, owing to the claimant’s inability to remain away from
work for the period necessary successfully to maintain a fraudu-
lent suit.

A law should also be passed making a claim invalid unless,
written notice be given the corporation 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 should also be passed making it compulsory to try
with the main issuc of a case, all 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 all claim departments,
and no disadvantages to plaintiffs with just causes of action.

To-day, nine men out of ten believe that the accident business
is only one form of corporate activity to secure much for little.
They believe the claim department to be composed of a band of
adjusters endeavoring to dupe the poor and obtain settlements
from them for grossly inadequate amounts, or rather they take
this general view of the situation for granted, without having
given the subject any thought whatsoever. 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 suffering caused by an
an accident, and will not realize that such sums are only paid
because of the knowledge that unless paid, an unjust verdict of an
unfriendly jury for a far greater amount, may be sustained by the
highest court in the State. :

It would therefore seem advisable to draw the attention of the
people of your community to the real nature of the claim work
by publishing from time to time in the ncwspapers stories cov-
ering different sides of the work. If this is done, little by little,
you will find the leaven working in your favor, and it will not be
long before your Legislature will be enacting the statutes men-
tioned. )

I personally know of a town 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
of attorneys, as well as by the better class of business men. In
several instances, men of prominence were brought to tle office
and shown some of the cases, which, starting from practically
nothing, had through the clever manipulation of lawyer, doctor
and claimant, been worked up to a point where the injuries
were apparently of a permanent and most serious nature, and
where thousands of dollars would be required to effect a settle-
ment, where hundreds should have sufficed. They were astound-
ed; they spoke of what they had learned to their friends. Some
of the very attorneys employed to fight the cases had previously
had no experience in accident work, and were equally thunder-
struck by the amazing amount of graft which was constantly
being disclosed to them while preparing their cases for trial.
Little by little, the impression gained ground thatthe corporation
was not so much of a grinder of the poor as had been formerly
believed; the difficulties that beset the claim department were
more thoroughly understood, and the. company is seeing to-day a
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gradual change of opinion which is helping materially in its set-
tlements. This, then, should be one branch of the claim agent’s
work of the future, if he hopes to hold expenditures down to a
reasonable basis.

The claim agent’s position fits him peculiarly to look on both
sides of traction work, the commercial side as well as the operat-
ing side, and his suggestions along lines of operation should be
given a fair hearing, even although they may be against the per-
sonal opinion and wishes of the superintendent. If, for instance,
the operating department increases the speed on a certain divi-
sion, the claim agent finds that due to this increased speed he
is having a larger number of accidents, and that these accidents
are costing the company more money than is being saved the
operating department in its platform expense, then the proper
course would seem to be to return to the slower schedule. 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 distracting his attention, the fact that the
company may be receiving a greater return in money than is
being expended by the claim department on account of accidents
arising from this cause, should not be permitted 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 invasion of passengers. If a motorman is to be held
strictly responsible for the proper running of his car, it is ad-
visable to remove every possibility of having his attention dis-
tracted through the presence in his immediate vicinity of per-
sonal friends or acquaintances.

There are certain changes which I feel must eventually be
made if the cost of the accident business is to be materially de-
creased. The most important change in my opinion, is the
abolishing of the present type of open car, and the substitution
of the type of car with a central 'aisle, and entrances at either
end. I think we all find that running board accidents form a
very large portion of the total number occurring during the
summer season, and while it may be difficult to-day to convince
the management 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 years 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 of the 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 extra list 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 suggestions, 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 for the addi-
tional cost.

Let us hope, therefore, that the claim agent’s work of the future
will result in bringing about these changes; the education of
the public to the true inwardness of the claim business and their
subsequent denunciation of its fraudulent side; the enactment
by our Legislatures of the laws suggested in this paper and the
co-operation of the operating departments in making certain
changes which will be of undoubted benefit to the claim depart-
ment, as well as the company as a whole.

ot

QUESTION_BOX OF THE CLAIM AGENTS" ASSOCIATION*

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

B. Cady, claim agent 1
Birmingham Railway, Light & Power Company; C. A. Avant, claim

SHOTnEY IS T can et s 2
Boston & Northern Street Railway Compan,

CYINE e e s e e R O B P e 3
The Cleveland Electric Railway Company; W. F. Weh, claim agen: 4
Chicago Union Traction Company; Henry C. Bradley, adjuster.. 13
The Denver City Tramway Company; Sam C. Dorsey, claim agen: 6
Duluth Street Railway Company; Herbert Warren, general -manager. 7
Detroit United Railway; F. E. Rankin, general claim agent 8
Fitchburg & Leominster Street Railway Company; H. K. Bennett,

claim agent. . 9

* In publishing this report, no endeavor has been made to give all of the
replies, but rather an assortment varied enough to reveal the different
shades of opinion, without printing many answers of similar tenor.—(Eds,)
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C. A. Jenkins, superintendent......... 10
S. Newton, gen-

Fresno Traction Company, Cal.;
Hartford & Springficld Street Railway Company; H.

eral manager and claim agent ... n
C. W. Hare, claim agent, United Gas Improvement Company,

delphia, Pa. .12
Utica & Mohawk Valley Railway Company, Utica, N. Y . E. Mc-

Dougall, claim agent ........... 13
Indiana Union Traction Company; Ellis C. Carpenter, claim adjuster.. 14

The Mcmphis Street Railway Company; C. B. Porter, claim agent...... 15
New Jersey & Hudson River Railway & Ferry Company, New York
City; W. N. Barrows, third vice-president..
Oklahoma City Railway Company; M. L. Spitler, claim agent. ;
Providence & Danielson Railway Company; D. F. Sherman, president.. 18
Philadelphia Rapid Transit Company; S. L. Rhoades, president C. A. A. 19
Public Service Corporation of Ncw Jersey, Newark, N. J.; A. H. Moore,
claim agent ;
The Paducah Trgction Company; John S. Bleecker, manager.
Scranton Railway Company; Stcphen Dyer, claim agent.. . 2

Schenectady Railway Company; F. A. Brown, claim agen 2
The United Railways & Electric Company, Bzltimoie; James B. Iratt
assistant general manager %
Houghton County Street Railway Company, Hancock, Mich.; F. O.
Mayotte, claim agent ... 25
International Railway Company, Buffalo, N. Y.; Andrew J. l‘arrell
claim agent 26
F. W. Johnson, claim agent, Connecticut Railway & nghhng Com-
pany, Bridgeport, Conn. . . a7

Q. 1. Is it good policy to settle personal injury claims in which there
is, according to the investigation, no liability, when it can be done along
close lines, or shall we stand on these cases and settle only those which are
close or for which we are clearly liable?

I am of the opinion that settlement could only be made in
liability cases, giving the plaintiff the benefit of the doubt. (2)

I believe it good policy to settle serious injuries for the cost
of medical treatment when there is no liability. (3)

In cases where there is apparently no liability it is best to
compromise by paying a small amount to the claimants if they
present their claim 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 few exceptions to this rule where aftorneys do not make a
practice of taking damage cases. (4)

It is my opinion that where a claim can be settled 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 settle. (5)

I do not believe it good policy to settle personal injury claims,
if the investigation shows clearly that there is no liability, pro-
vided evidence is available to make a fight, even if such cases
can be settled for small amounts, as I think settling such cases
only encourages others to bring unmeritorious claims. There
may, however, be cases in which you are satisfied that there is
no liability, but owing to lack of evidence have no means of
proving it. In such cases a settlement might be considcred, 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 bring suits and every case won discourages
them. (7)

It is profitable to settle for small sums claims in which there
appears to be no liability, especially where there is a great vol-
ume of claims, because the settlement of such claims helps in
settlement of other claims in which there is liability or great
doubt as to the successful defense. A good many attorneys, as
well as claimants, do not know a strong case from a weak one.
Another thing to be considered is the 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 often 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 for good, bad and indifferent
cases, if the case can be settled for a small amount, compared to
what it would cost to try it, when it is seen that a lawsuit is
inevitable, it is best to do so. There is but one exception to
this rule, and that is when a person places himself in a position
of voluntary danger, not being a passenger or being one as the
case may be, and there being plenty of reputable witnesses. I
quote the case of Richards. vs. Fitchburg & 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 another track, and was either
brushed off by another car or fell in attempting 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 verdict entered for
the defendant. (9)

On the whole, it is bad policy in the long run to scttle any
claims where there is no liability. Ordinarily, however, the no
liability condition is only apparent and frequently evidence is
brought out on trial which changes the whole appearance of the
case. Therefore, practically, it is usually best to settle where
the amount involved is small. (11)

Tt is not a difficult matter to decide upon given evidence,
whether or not any liability exists upon the part of the company,
but it is quite another question to decide just how much the
cvidence will be altered by the time the case comes to trial, and
what additional evidence will be presented. Therefore, cases,
which on their face would be stamped to-day as of no liability,
might bear a very different aspect six months hence. As a
general rule, however, cases of no hability should not be settled,
but in some instances it is advisable to settle cases where the
evidence shows no liability on 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 question, however,
which every claim agent must decide for himseli, after going
over the individual case. This applies also to the calling upon
injured persons. It is often advisable to call upon a claimant,
even where no liability exists, but where the injury is a severe
one. (12)

Tt is good policy to settle claims where death or serious per-
sonal injury has resulted where there is no liability on the part
of the company, provided same can be done along close lines,
such as the allowance of actual funeral expenses, or surgeon
and hospital expense, but this should only be done where the
settlement of such cases is in a perfectly friendly way and is
appreciated, and it is certain you are making friends by so doing.
The benefit will come indirectly from the parties themselves or
their friends by the good iceling that is brought about by such
<cttlements, and where persons or their friends are called upon
to serve as jurors in future cases, the company is sure to reap its
reward.  (14)

The answer to this depends entirely upon the individual in-
jured in the accident; as a general proposition it has been our
experience that it is not best to settle, and to pay the claims only
where there is a probable or clear liability. (17)

Settle everything if it can be done within reason, whether lia-
ble or not, provided suit will follow if settlement is not made.
It costs money to go into court even to declare “not guilty,”
and a long drawn out annoyance is undcsirable. (18)

Tf case is strong, contest; if only one witness beside crew and
injury is severe, well to settle cheaply as a matter of insurance;
if, however, injury is slight, contest; in case of females, however,
it is oftentimes advisable to settle for a nominal sum cven when
case is fairly strong. In case of aged people or cripples it is
difficult to convince a jury that they attempted to board or leave
a moving car. (20)

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

Much depends upon the kind of jury before which the case
would be tried. If there is sufficient evidence to take the case
to the jury and the injury is serious, I would consider it a case
for a small settlement. A claim agent should not stop or con-
clude his investigation as soon as he has had the defendant’s
witnesses examined, but should by all means endeavor to get
the plaintiff's statement. It is pretty safc to say, however, that
in nine cases out of ten, the plaintiff in the hands of a skilled
plaintiff’s lawyer, who traffics in damages, will say whatever is
necessary to be said in order to take his case to the jury. (24)

Q.2 What steps are taken, and by whom, to collect damages for injury
to cars on the street by vchicles, etc., owing to neglect or recklessness of
drivers, or the breaking of glass by persons outside or inside of cars
through no fault of the company?

Conductors are required to collect from passengers breaking
windows of cars. We have never collected damages from
vehicles that have run into cars, as we are perfectly satisfied if
we do not have to pay damages. (1)

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

A letter sent by the claim agent to the person responsible,
stating cost of repair of such damages and requesting a check.
e have been fairly successful. If a refusal is returned, unless
we have a strong case and the damage is heavy the matter is
dropped. (3)
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This company rarely takes any steps to collect damage for
repairs made on cars. (4)

Our company does not make a practice of claiming damages
for injury to cars caused by collisions with vehicles, or breaking
of glass by persons outside or inside of cars. In a few instances
it has been done, and in such cases entirely by the operating
department. (5)

Our conductor usually tries to collect for broken windows, but
generally fails; and damage for injury to cars, if paid, are usually
collected two for one when claimants have bills against the com-
pany. They do not forget to add interest to the amount they
paid. (6)

We have not done much in the way of attempting to collect
for damage to our property caused by reckless drivers, and have
not felt that it was worth while, as in a majority of cases the
drivers are not responsible. We have, in some cases, where
drivers employed by responsible firms have caused damages
made some attempt to collect from the owners of vehicles, but
have not been very successful and have never carried it to the
point of bringing suit. (7)

The claim agent has, in several instances, collected for glass
broken under circumstances quoted. In cases where damage is
done to both car and vehicle through perhaps questionable
liability, it is better to get a release and say nothing about car
damages. (9)

We take no steps to collect damages for injuries to cars due
to vehicles colliding with same. Where glass is broken by
passengers conductors are instructed to insist on payment and
usually succeed in collecting some compensation. (I1)

When company’s cars or other property are damaged through
carelessness or negligence of other people, a statement showing
the amount expended in repairing same is submitted by the
master mechanic’s department to the superintendent of trans-
portation, who renders an account against guilty party. In case
party refuses to pay, the bill is then turned over to company’s
attorneys for collection. (26)

The necessary expense involved in endeavoring to collect
damages for injury to cars by vehicles, etc.,, would not be war-
ranted by the amounts recovered, as in most instances it would
require a suit to secure any payment. (12)

Damages for the breaking of glass and injury to cars, where
possible, are collected by the conductor; if unable to collect he
secures name of party doing damage and name is sent to the
claim department. Upon ascertaining from the shop the cost of
repair, claim department tries to collect same where negligence
of party is clear. (13)

So far we have never attempted to collect such damages, feel-
ing that it would have a tendency to antagonize the general pub-
lic and cause ill feeling toward the company. (17)

First, bills are rendered by the claim department. If not paid,
one ot two personal visits are made to the owners of the teams
which caused the damage. If the accident is due to what might
be called “‘criminal negligence,” suit is begun and vigorously
pressed. Sometimes this is an unwise course to pursue, partic-
ularly if the defendant employs a large number of persons and is
willing to assist in bringing about amicable scttlcments when his
cmployees are injured. (19)

Our company, as a general rule, overlooks cases where slight
damage is done through the agency of passengers or other par-
ties. (21)

Little or no steps are taken by this 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 collect from the public by
legal procedure for damage done to railway company’s cars,
when the amount of damage is small, for the reason that it cre-
ates a sentiment against the company that pursues this practice
and in the long run will prove detrimental to it. If, however,
the damage to cars is done by vehicles owned by reliable persons
or firms, and it can be so shown, collection can be made by
amicable methods. (24) :

Q.3. ‘What is the law in your particular State in a case where a pedes
trian or teamster is struck by a car while crossing the tracks, who testifies
that he looked and listened and failed to see the car; where the conditions
are such that he could not hclp seeing it if he had looked, and where it
would be seli-evident from thc surrounding circumstances that the man was
committing perjury? Could he be convicted of perjury in your State if the
jury find for the defendant in a damage case?

No. (1)
It wc:uld be a difficult matter to convict a person in Alabama
for perjury growing out of testimony given in a damage suit,
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and in my opinion the case stated, by question would not be
sufficient. (2)

The fact that a jury found for a defendant in such a case would
not be evidence of perjury. The perjury charge would have to
be tried on its merits. I know of no such law in Massachusetts
and T doubt if a person could be convicted of perjury under the
circumstances. (3)

I would say that the rule of law in this State would be that
no recovery could 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 would be negligent to go or drive upon
the track at that time and place, and second, if the motorman on
the car exercised ordinary care in discovering the traveler’s dan-
ger, and in operating the car therecaiter tried to avoid injuring
him. Including this assumption of fact in the query, it would
be a question of law for the court, and the verdict should be
directed for the defendant. The fact that a verdict 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-consciousness of
the truth. He may have looked negligently and scen no car.
In either case the charge of perjury would not be made out as
he has not wilfully and corruptly stated a falschood. It would
be extremely difficult, if not impossible, to convict such a person
of perjury. (4)

The law in the State of Illinois is favorable to conviction, but
it would require overwhelming evidence to make out a case, and
liable in case of non-conviction to result in damages against the
company. (5)

I quote two cases below which will give you an idea of the
law in Minnesota. We operate also in Wisconsin, and I do not
understand that the law is materially different there, but I am
not so familiar with it.

“Tericn vs. St. Paul City Railway, 70 Minnesota, 532.

“It is but little excuse for plaintiff that he looked from the
point at which he stood in front of the saloon. Street was well
lighted with electric lights. 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 started across the street and had
reached the curb, there was nothing whatever to obstruct his
vision unless possibly the farmer’s wagon, if that was then going
off the end of the bridge. He knew that the proper place to
look was not where his vision was obstructed, but where it
was not.”

“Miller vs. Trusdale, receiver of the Minneapolis & St. Louis
Railway, 56 Minnesota, 274.

“The plaintiff testified positively that he stopped twice, and
looked and listened, once when he was 60 ft., and again about 25
or 30 ft.,, from the crossing, and neither saw nor heard the train.
If this testimony is true, it amply justifies the jury in finding
that plaintiff exercised reasonable care; but the contention is that
the uncontradicted evidence conclusively shows that the train
must have been plainly visible from the point or points which
plaintiff occupied when it became his duty to look and listen, and
hence it must be conclusively presumed either that he disregarded
that rule of common prudence, or, if he did look, that he heed-
lessly disregarded the knowledge thus obtained, and negligently
ran into an obvious danger, and the fact that he says he looked,
and saw nothing, when it was clear that if he had looked he
would have seen the train, would not warrant the jury in finding
that it was true.”

“Syllabus. Tt is true as a general proposition, that one who is
struck at a railroad crossing by a moving train, which must have
been plainly visible from the point he occupied when it became his
duty to look and listen, must be conclusively presumed not to
have looked, or, if he did, to have negligently disregarded the
knowledge thus obtained; and the mere fact that he says he
looked and saw nothing, would not, under such circumstances,
justify the jury in finding that it was true.”

1 think it would be very difficult indeed to convict a person for
perjury who said he looked and did not see, even though it was
conclusively shown that his statement was untrue. (7)

Theoretically, yes; practically, no. But prosecution might have
a good moral effect. (10)

Plaintiff who swears that before crossing the track he looked,
listened and did not hear or see a car coming, (view at this point
being unobstructed) and was struck and injured, 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
would have no bearing on the criminal case. If a person is found
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guilty of perjury, he can be sentenced to a term of ten years in
the State prison; this being the maximum penalty for perjury in
the State of New York. Tt is hard, however, to convict a person
for perjury, as you will see by the case cited hereunder:

“About ten years ago this company was involved in a case
where a witness testified falsely. It was shown that this man was
three-quarters of a mile distant from the scene of the accident
when it occurred. Tt required two trials to convict this man.
The first trial rcsulted in a disagreement, jury standing eleven
for conviction and one for acquittal. The second trial was more
successful, as the man was found guilty and sentenced to Auburn
State Prison for six years” (26)

The matter could be presented to the grand jury, and indict-
ment for perjury possibly found. Extremely questionable
whether or not a jury would convict with a railroad company
prosecuting. (13)

We understand the law in Indiana to be that a person ap-
proaching a street car or interurban track, should take the neces-
sary precautions by looking and listening for a car, and if the
conditions are such that he might have seen the car by looking,
the law presumes he must have looked and seen the car and be
governed accordingly. The fact of the finding of a verdict for
defendant in a case of this kind would not be sufficient to con-
vict a man of perjury, although he testified that he did look and
listen and take proper precaution as he approached the railway
track. (14)

In the State of Tennessce the law holds that a man sees when
the conditions are such that he is bound to see if he looks. If
such conditions are proven, then the law would hold that the
man saw, even if he testified that he looked, listened and did not
see. We have never had a conviction of perjury in a damage-
suit case, though we have pending some indictments. (15)

In Pennsylvania the law is: "It is vain to say that you looked
and listened, then went on and wcre struck in spite of what your
eyes and ears must have told you.” In other words, it is con-
tributory negligence to walk across in front of an approaching
car whether it is scen or not. It is doubtful if the plaintiff could
be convicted of perjury. (19)

If injury is serious, get statement of injured parties as soon as
possible; they are usually more truthful imimediately after the
accident. If case seems from rcport that we are not liable, see
one of the witnesses, and, if report is confirmed, file case. This
in case of minor injury; where injury is severe, see all witnesses
immediately and work the neighborhood. (20)

If a pedestrian, teamster, or other person violates the provision
of a danger sign knowingly, he assumes the risk, but this does not
clear the company if reasonable caution on the part of the train-
men could have prevented the accident. We have never heard of
a perjury case being pressed to a successful conclusion by a rail-
road company in Kntucky. (21)

Answering the last clause of No. 3. would say that if he had
testified, we could convict him in Pennsylvania. (22)

Under these facts it was 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 story. I do not believe that the plain-
tiff could be convicted of perjury on a mere failure to re-
cover. (23)

Where a driver or pedestrian testifies that he looked and
listened, and failed to see a car, 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 should not be allowed to go to the jury. In such a case,
while the plaintiff would be guilty of perjury, it is doubtful if the
jury would convict. (24)

He could be prosecuted for perjury, and the penalty is from
three to five years in the penitentiary, and the company could com-
mence proceedings in civil suit if the party was worth it. (25)

Q.4. What is the best way to break up ambulance chasing?

Refuse to settle unless you are liable. Our experience has been
that “ambulance chasers” do not get the cases that have any
merit. (1)

I am unable to give the best way to break up ambulance chas-
ing, as it has not been broken up during my experience. It
seems to flourish, notwithstanding all of our efforts. T have be-
come convinced that it is necessary in some instances to treat
with them before they sell the case to lawyers. Tt enables us to
settle the liability cases falling into their hands, before suit is
filed, at a better figure than had we dealt with an attorney. (2)

Ignore them in any claim they present and settle direct with
the injured persons. (4)
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To have the claim agent the first man on the spot, and with
the proper authorities to settle claim if possible, and if not to
get a full and complete signed statement from injured party of
the accident in detail. We have very little of such to contend
with here, it being recognized among the legal fraternity to a
large extent that we are fair and square in our attempts to
settle, and that they have got to fight hard to win a case where
we have had the first handling of it. (9)

In the State of New York there is no law prohibiting “am-
bulance chasers.” The majority 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.
There is nothing, as I can see, to prevent them looking up cases
against any surface railway or corporation. (26)

The best method for breaking up ambulance chasing is: First,
to see that your adjusters reach the injured before the runners
from the attorney's office; second, where you are able to secure
evidence of conspiracy on the part of the runners to defraud the

company through false claims, prosecute them to the last
ditch. (12)
Fight them on every claim, whether liable or not. (13)

The question as to the best way to break up “ambulance chas-
ing” is indeed hard to answer. We have had, so far, little suc-
cess in that line. The best plan that I know of is to reduce their
revenue by the settlement, as far as possible, of all legitimate
claims before such claims reach their hands and fighting them to
a finish on every claim for which they file a suit. We believe that
this discourages the average “ambulance chaser” more than any-
thing else. (15)

The “ambulance chaser” works on the theory that he has every-
thing to gain and very little to lose, and relies on his ability and
chances in finding a jury that will give credit to some extent to
his exaggerated claims. If he sues for $10,000 and gets $100 he
is ahead, while if he gets nothing he has had his work only for
nothing, which ordinarily is not of great commercial value, so
the loss is little, if anything. The laws of the land should be
such that a lawyer and his client must establish their alleged
claims or have same construed as a frand and an attempt to
procure money under false pretences.  (18)

Settle behind the attorney’s back, or if sufficient proof of con-
spiracy can be obtained, have the attorney employing the “runner”
debarred. (19)

In a case where an “ambulance chaser” is particvlarly aggres-
sive we settle without his knowledge even if we have to pay a
little more in two or three cases. We concentrate our energies
on them one at a time, give them fake cases, let it to to trial
and then non-suit them because of non-appearance of client.
thus taxing them with the costs. We have successfully defeated
all our worst “chasers” and have little difficulty with them now.
Our fight has been particularly aggressive, even to the extent of
hounding them day and night, getting clients and witnesses away
from them, and when they did win a case, making check payable
to the client. (20)

We have not been troubled to any extent with “ambulance
chasers.” Should think a good plan to break this practice up
would be to expose one of the offenders by means of a fake
case. (21)

The best way to break up “ambulance chasing” in the absence
of any statute to that effect, is by publicity and by educating the
public in keeping before it the methods pursued by ambulance
chasers. (24)

Q.5. What is the custom or practice in regard to calling upon injurea
persons, especially when there is no liability?

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

We send our physician to see all injured parties requiring his
attention, but in non-liability cases we let them do the talking,
if they desire to communicate with the claim department. (2)

I make it a practice to call upon all injured people where the
injuries are at all serious, 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 statements, see
their doctor, and get his story of the injury. I embody in an
injured person’s statement where he or she works, amount of
earnings, other accidents or injuries sustained, and in fact every-
thing that may possibly be obtained. This applies to both liability
and no liability cases. (3)

1 think it is best to call upon persons immediately after acci~
dents, and if the injured person is in a condition to make a
rational statement, get it. It may not only aid you in the de-
fense of a lawsuit, but it may aid you in effecting a settlement.
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T have known attorneys to drop cases after they learned of cer-
tain statements having been made and signed. (4)

Where there is no liability do not call. (6)

If injury is serious, the person is called upon. (7)

All injured persons are generally seen, irrespective of liability,
in order to learn if there are intentions to follow up the same
and claim damages. Where the liability is clearly with the in-
jured parties, they are sometimes let alone. This usually results
in nothing coming of the 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 custom to have our road surgeon call on injured parties
where the injury is serious, liability or no liability. Where the
injury is slight and there is no liability, we find it more expedient
not to call. (11)

It is often advisable to call upon a claimant, even where no
liability exists, but where the injury is a severe one. (12)

Believe it wise to call upon persons; most persons like to feel
that you take an interest in the matter, and it creates a better
feeling towards your company. (13)

In case of serious injury, it is always best to cal] and secure
statement of injured persons so as to get their version of how the
accident occurred. It is not always possible to tell whether or not
there is any liability without securing statement from injured
party. Interviews of this character often corroborate state-
ments of train crew and disinterested witnesses, and the in-
vestigator is more likely to get the truth regarding accidents
from injured parties soon after the accident occurs and before
they have time to consult attorneys, friends or neighbors who are
free with advice. Many times injured parties can be committed
to a statement of fact, and a signed statement secured from them
which will relieve the company from liability, and be very useful
in court in case suit should afterward be instituted. (14)

We usually call, in all instances in order to get facts, for al-
though from our standpoint there is no liability, yet the chances
are some one will appear having a different opinion. (18)

When there is clearly no legal liability, and the conductor’s
report indicates a good defense, it seems to be unwise to call
upon the injured party unless the injury be very serious, or a
sympathetic call on the family might be in order. In cases of
death it is policy to call upon the family. (19)

They are likely to believe that there is something coming to
them as soon as they sce the claim agent present; therefore, it is
a bad practice. (22)

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

T always call on them and get their statement in the presence
of a third party, if possible, immediately after the accident, and
reduce same to a form of affidavit and have them sign it before
they get advice. I generally succeed. (25)

Q.6. How can conductors and motormen be made to render reports of
accidents seemingly trivial?

A hard proposition. Keep after them, and discipline them if
vou find that they fail to make reports. (1)

This is a knotty question, and one that we should keep ham-
mering on, not with the view of making perfect, but diminishing
the per cent of failures. Periodically we write the transporta-
tion department, calling their attention to the failure of the crews
to comply with the rules, and this we find assists consnderably
The sim-
plest form that can be had is most productive of results, but
with all of our efforts we fail to get reports in all cases. (2)

Tt seems to me that conductors and motormen make out as
few accident reports as possible, for the reason that they feel
that they are given a certain amount of discredit every time
they turn in an accident report. Explain to them why it is
necessary to have reports of this character, and eradicate the idea
that they will be given a demerit mark. Strict discipline in re-
gard to making eut accident reports might also be bene-
ficial. (4)

By discharging them or severely disciplining them when
they fail to make reports of such cases. (7)

We hold our men strictly responsible for a report of an ac-
cident in connection with or around any car they may be operat-
ing. In case such a report is not made they are suspended, or

where the accident is directly connected with them they are
discharged. (9)

The better results of securing reports from the trainmen of
small and seemingly trifling accidents are derived from the su-
perintendent of transportation and his assistants. The rules of
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this company has been very successful in obtaining reports of
or incidents happening upon or near the car. In this respect
this company has been very successful in obtaining reports of
such accidents. There is no other way I can see where better
results can be obtained than through the operating depart-
ment. (26)

Where claims or complaints have been made by parties re-
garding accidents where no reports have been received by the
claim department from train crew, facts should be gathered as
quickly as possible and train crew committed to written state-
ment of fact, together with reason why they did not make re-
port. After the facts have been ascertained, the matter should
be promptly reported to transportation department, where train
crew should be properly disciplined. (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
report, their time being paid them for the time they are off.
This arrangement works better than any I have ever seen. The
reports are made on practically everything, and made in a much
mote intelligent manner. (15)

By providing severe punishment for conductors and motor-
men who fail to make reports. It has been our experience that
in almost all cases where the conductor and motorman fail or
refuse to make a report, knowledge of the accident is brought
home to the company through some of its officers. (17)

By careful instruction from their direct superior officers.
These instructions should be given in a kindly manner, rather
explanatory than otherwise. (19)

Conductors and motormen can be taught to render reports of
accidents seemingly trivial by continued and constant coaching.
Conductors probably do not at times report seemingly trivial
accidents because they do not appreciate the importance of so
doing. Their answer usually is: “I didn’t think it was neces-
sary.” They must be taught the importance of reporting all
things, and should be coached until it becomes second nature
with them to report everything in sight. (24)

0.7. What qualifications should a claim agent possess to be successful?

This is the shortest question and requires the longest answer
of any T have ever encountered. During my fifteen years’ ex-
perience I have been unable to develop qualifications necessary
to satisfy my own mind as to my efficiency as a claim agent.
The second year of my experience I thought I knew all about
it. Now I am convinced that I have a great deal to learn, as
new questions are presenting themselves every day. As 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 pertaining to human nature, and should be able to make
up his mind as to the character of the claimant and the rea-
sonableness of the claim from the first interview. He should
be fearless and honest, and never surrender until whipped, and
then do it gracefully. He should be able to select the liable
from the non-liable, and capable of conducting negotiations
from the claimants to attorneys, and be familiar with the prac-
tice in the courts, and be on good terms with the judges and
other attaches. He should be so constituted as to sympathize
with the unfortunate, joke with the jovial, laugh with the merry,
and fight with the fussy. He should not hesitate to invite suits,
when in his opinion such action is necessary. In fact, he should
adapt himself to the situation and let each individual case stand
on its own merit. This requires a combination-man, and if any
member of the association thinks he fills the bill, T will thank
him to send me his photograph. We are conironted with condi-
tions which require complete change of front, and a claim agent
should be so constituted as to act at once, not being too sympa-
thetic or aggressive. He should be able to turn away claimants
without aggravating or increasing the breach, if necessary turn
a deaf ear to the widow’s wail and let the crippled depart without
compensation; this requires nerve on the part of a claim
agent. (2)

First and foremost, a reputation of being fair. T do not mean
generous, weak or stubborn; just fair to everybody. Modesty
prevents enumerating other qualifications. (3)

The claim agent’s conduct is gaged largely by the nature of
the claim, the character of the person making the claim, and
the policy of the company, so that he should be a man of vari-
ous qualifications in order to meet these conditions. I should
say some of the most important attributes are as follows: He
must be shrewd; should be possessed of acute discernment and
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good judgment; be able to judge human nature; must be patient;
must have an even and equitable temper, and must be honest, as
no man can succeed in any legitimate business if he is other-
wise. (4)

A claim agent, in order to be successful as such, should pos-
sess the following: Be a good listener; a good judge of human
nature; a man who can look at both sides of the case; whose
word is good in all his dealings; polite at all times; deal with
all classes of people in a straightiorward and business-like man-
ner; be quick to size up his people and the situation; quick to
act for the best interests of his company, and should be familiar
enough with negligence law to be able to determine approxi-
mately the liability of the company in the major portion of
cases. (20)

A claim agent should combine the patience of Job with the
wisdom of Solomon, supplemented with the politeness of a
Chesterfield. He should be a good judge of human nature, and
should be able to glean the truth from the chaff of a man’s
statements, also have a working knowledge of the laws cover-
ing accidents and the operation of cars in his particular local-
ity. (15)

Diplomacy, tact, perseverance, sympathy; should possess a
good control of the English language, have a fair knowledge of
medicine and law, should be a good student of human nature,
should be thoroughly posted on local questions and condi-
tions. (21)

Q.8. Is it advisable to declare your identity to possible claimants in
every accident which occurs, or not? If so, why? If no, why?

I think it advisable to work in the open, and never under or-
dinary circumstances disclaim your identity. Treat the opponent
fairly and insist on the same treatment. Of course, when you
are shadowing would-be claimants different tactics are neces-
sary to obtain the information desired. This class of work
usually devolves upon assistants. (2)

It is not always advisable. The reasons are obvious to any
one who has investigated cases personally. (3)

Yes. For the reason that a claim agent should never act as
a detective. The most essential thing in trying to settle a
claim is to get the good-will and confidence of the injured per-
son, and you cannot do this by trickery or deception. (4)

Not always. Sometimes important information can be gained
by the claim agent remaining incognito, but do not think it ad-
visable to practice deceit in attempting to gain information, as
it is very likely to react. (7)

Always declare your identity when interviewing an injured
party. There is nothing gained by deception, and when you
come right out flat-footed and declare yourself, you are placing
your own mind and the injured party’s at ease, and showing
him that you are trying to be fair and square, and if your efforts
fail and the case results in litigation, and you are placed on the
stand, opposing counsel cannot belittle you before the jury by
asking if you did not conceal your identity and try in a sneak-
ing way to find out something detrimental to the injured party
without first making yourself known. An honest claim agent
is just as essential and important as a bank cashier handling
millions, In ore case it is a battle with wits, and the other with
dollars. (9)

I see no reason why claim agent or his representative in call-
ing upon claimant should not disclose his identity; nor can I
see, without disclosing your identity, how the desired informa-
tion can be obtained. The best results, it appears to me, are
obtained by telling the party what your business is and who you
represent. If you are desirous of a statement, ask for it. In
being open and frank with the party, usually all the facts, or as
much as you would expect from a claimant, can be secured.
In case it is thought advisable to make a settlement, it is best
to be honest and advise party what you are there for. In this
manner you would be more certain to obtain the facts you first
started out for than would be gained by trying to conceal your
identity. (26)

In calling on possible claimants, believe it wise to say that you
are connected with the railroad company; but not your exact
position, unless they specifically ask for that information; if
they do, see no harm in telling them. (13)

This, in our opinion, depends entirely on conditions. In cer-
tain cases it is best to declare your identity and seek settlement
if there is a bona fide injury, and the party injured is honest in
his desire for settlement; on the other hand, if the injured per-
son is inclined to exaggerate the injury or to secek excessive
damages, we belicve it best to either leave him entirely alone,
or, if invited by a member of the claim department, have it
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done in a private capacity, and not as a representative of the
company. (17)

No: for the reason that the claimant will possibly make you
a truthful statement of the accident which occurred to him, and
when he presents it later on to another assistant or the general
claim agent, it will be different. (22)

(.9, 1Is it advisable or good policy to obtain medical examinations in
all cases of injuries, and how soon after the accident?

Yes; as soon as possiblc. (1)

If the party requires the service of a physician, I think it goold
policy to make an examination and do it as promptly as possi-
Dle, treating the patient until recovered, if necessary. (2)

If injuries are of a serious nature, yes; and, if serious, both at
time of accident and after recovery. If slight, no. (6) )

The ideal practice is to have the claim agent sce the injured
person first, and get his statement, if practicable; then to have
a prompt medical examination if it seems necessary. (8) )

When possible, the company should have its own physician
see the case at once, taking charge of same, if possible, making
out a complete report on a form prepared for that use, dated
and signed; and then, in case of litigation and the unexpected
death of the physician, such data as he may have prepared pre-
vious to suit being brought can be entered as evidence, other-
wise in this State it is not admissible. This applies also to
securing signed statements of witnesses on or off the car. (9)

It is not, in my opinion, good policy to ask for medical ex-
amination in all cases. Medical examinations should only be
made in serious cases that are under adjustment, where the
amount asked for by claimant is apparently too large and un-
just, and claim department believes injuries to be cxaggerated.
By having an examination at this time the injuries can be de-
termined to the satisfaction of claim department. In small or
slight cases an examination only increases the cost of settle-
nent, as you not only have physicians’ bills, but also an exag-
gerated idea of claimant. Whereas, if the case is not disposed
of by claim department, and it goes into litigation, the company
is entitled by law to an examination. Under the latter circum-
stances the company receives the best results.  (26)

As a rule, it is good policy to have the company surgeon call
and make examination of mjured parties as soon as possible
after an accident, and, if satisfactory to injured party, to take
charge of case and treat it. The claim department, if in close
touch and sympathy with the surgical department, will be placed
in closer touch with injured parties and receive fuller and more
reliable information regarding injuries than is ordinarily secured
from the family physicians. A much better atmosphere can or-
dinarily be created by the company’s physician than by any
other physician, as outside parties are very apt to take the posi-
tion that they are serving the injured party instead of the com-
pany, even though the company assumes and becomes responsi-
ble for services thus rendered. The fact. however, should be
borne in mind that communications by the patient to the at-
tending physician, be it a representative of the company or not,
are privileged in court (in Indiana), and only communications
made to the attending physician can be used in court where ex-
aminations are made under agreement by the parties. (14)

Except where the case can be settled for the cost of examina-
tion and in cases where claim is not made. Even in a case
where there is no lability and claim has been made, it is well
to have medical examination, as the case might possibly go
against you at the trial and they could put up a strong medical
case which you would not be in a position to refute. It is well
to have one examination made immediately after accident and
one later. if necessary, in accordance with above remarks. (20)

(). 10. What is the best method to adopt in the investigation and disposi-
tion of “blind or unreported cases?”

Investigate the character and reputation of the claimants. In-
terview their witness, if possible, and work your case up from
their side. (1)

First ascertain actual occurrence. In order to do this we file
interrogatories to the plaintiff. If it develops a blind case, fight
it to a finish, giving no quarter. (2)

Get all the information possible from the injured person, get-
ting the names of any witnesses he may have: then investigate
the accident thoroughly, and if you are of the opinion that the
claim is bona fide, and if there is no doubt as to the injury ex-
isting. settle the claim. If the injury is doubtful, as well as the
occurrence of the accident, it would be well to delay settle-
ment. (4) I
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The only sct policy in such cases is to *“dig,” and dig hard to
find some one who saw it; get all events taking place on this
date (given) and then pay particular attention to the plaintiff,
visiting him often to see his condition and what he is doing,
but at all times be open and above board. These are good
cases to settle for a very small amount, and likewise good cases
to go to a jury, for it cannot help seeing that in event of
finding adversely for the defendant, that there was some reason
why the company was not notified in the first place, instead of
a lawyer, and nine times out of ten it will bring in a small ver-
dict, as in the case quoted. Juries will believe a woman and
give her the benefit of every doubt. Case given (a woman).
Lynch vs. Fitchburg & Leominster Street Railway Company;
This case was reported on Dec. 23, 1905, when suit was brought
against the company, claiming injury of severe nature on Sept.
0, 1905, the first intimation that 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 of all employees who were in the
vicinity where accident was claimed to have taken place; papers
were consulted to see what events were going on; if there was
any reason for a large number of people being at that particular
point, etc. It was found impossible to find anyone who saw
the accident, and the case was allowed to go to trial, resulting
in a verdict for the plaintiff in the sum of $215. Suit was for
$5,000, and plaintiff refused to settle before case was tried for
less than $1,500. (9)

The method used by this company when a claim is made with
complaint of unreported case, is to get all the information pos-
sible from the claimant or claimant’s attorney, such as the num-
Ler of car, date, time, place of accident, etc., obtainable from
this source. Then follow investigation along these lines. (26)

‘Where you can learn of the exact hour and location of the
accident, ascertain from the car records the crews running by
the point of the accident about the time claimed; generally, if
any of the crews have had an accident which they have not re-
ported. you can learn of it from them; very often the con-
ductor has made a mental note of some passenger on the car
whose name he can supply as a witness to the accident, and you
can learn the facts. If you cannot learn anything from inter-
viewing the crews and the claimant claims to be corroborated
in his version of the accident, I would insist upon an interview
with his or her witnesses. In most cases, in order to convince
vou that they are correct, injured parties, if they have any wit-
nesses. are willing to permit you to interview them. (13)

Get sworn statement from claimant, endeavor to locate crew,
work neighborhood for witnesses, have an investigator advertise
for witnesses, look up, character of claimant, and if case is seri-
ous, get someone to board in or near the house. Have one of
your own men represent himself as a lawyer or adjuster, and
endeavor to get the case. There are other ways which should
present themselves to a fertile mind. (20)

“Blind or Unreported Cases” are perhaps the most difficult
ses the claim agent has to deal with. The character and gen-
eral reputation of the claimant should be thoroughly investi-
gated, and the locality where the accident is alleged to have
happened should be thoroughly, canvassed in order to locate any
persons who may have had any knowledge of the accident, or of
any circumstances surrounding the same, or which may lead
to the conclusion that an accident had actually occurred. Tt
is a good plan, however, not to settle with non-resident claim-
ants until they have been thoroughly investigated in the lo-
cality where they have formerly lived or where their home may
be at the time the claim is made. (24)

Q.11. What is the best method of settling claims; by cash, check, or
order on the treasury?

¢

In dealing with the ordinary claimant a check is preferred, as
this gives you a double signature on the voucher. When we
have numerous cases to settle in a short time, I find it advis-
able to use the cash. Tt is good policy to exhibit cash to cer-
tain parties. This can be determined by the claim agent on the
ground. (2)

In settling small claims it is best to use cash, but where large
amounts are involved use check. (4)

I have sometimes thought that in making a settlement a dis-
play. of cash was a little more tempting to the claimant than a
check or order, but I am by no means sure that it amounts to
much in the majority of cases. I think a check, which requires
endorsement, is an additional proof of settlement being satis-
factory to the claimant, and particularly if there is a memoran-
dum on the face of the check stating for what it is given. We
had one case in which the personal check of our attorney was
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given, the check stating that it was in full settlement of claim
for injury. An attempt was made to open up the case after-
ward on the ground that undue influence had been used to pro-
cure the scttlement. The check was introduced in evidence,
and it was shown that the claimant had held it for a long time
before cashing it, and had had ample time to reconsider the set-
tlement and return the check if he had been dissatisfied. This
was the strongest point in our case and we won out. (7)

Always by money, known as the “long green.” The sight of
money has a marked effect on human nature, and the sight of a
roll of small bills has caused many an injured party to weaken
and settle, when seen coming their way, and has kept many a
case from litigation. (9)

The following system is employed by this company in the set-
tlement of claims: The adjuster is given cash; we use no
checks or orders on the treasurer; each adjuster is under bond
to the company; the claim agent makes a check on the treas-
urer for the amount he thinks necessary for the settlement of
the claim, which amount is then given over to the adjuster. If
claim is settled, release is turned in as cash; if not, cash is re-
turned to treasurer. We find this method works a great deal
better than using checks or orders, as many of the ordinary
people refuse to accept check or order. However, where large
settlements are made, chccks are often given upon rcquest of at-
torney or claimant, but for the current work cash is used in-
variably. (26)

‘We have found it best to use cash in claims under one hundred
dollars ($100), and checks for claims over that amount. (15)

Our method of settling claims is by check drawn to the order
of the party injured, by the treasurer of the company, and upon
surrender of the check to have the party receiving same re-
ceipt for it upon a voucher, which contains in the body a re-
lease from all liability, and in addition to this a separate release
drafted to cover the facts in the case is invariably required. (17)

Settlements made at the homes of the claimants or at hos-
pitals should be paid in cash. Settlements in the office should
be paid.through the treasurer’s office. Settlements made by
attorneys representing claimants should be paid by check. (24)

Q.12. Is it a good plan to discuss cases with attorneys after case had
been placed in their hands?

Yes; if the occasion arises, discyss the cases with the claimant’s
attorney, as this often discloses its strength or weakness of the
adverse party and enablcs you to ascertain what it would take
to compromise. I handle all compromises before and after suit.
therefore it is necessary for me to discuss the matters with all
concerned. (2)

I consider it a good plan to discuss cases with attorneys, as it
affords the claim agent an opportunity to hear the other side of
the case, not necessarily giving up any information himself.
I have no recollection of any disastrous results occurring from
same. (5)

It is not a good plan to show your hand to an attorney, but
in some cases and with some attorneys I think it is desirable
to convince them, in a general way, of the strength of your
defense, as they are often misled regarding the facts by plaintiffs,
and if you can convince them that they have been misled and
that the plaintiff has a weak case they may drop it. (7)

Not always. But in some instances I have seen good come
from such cases, for if there is a known fact that the plaintift
is faking, some lawyers will drop it entirely, and, if not that,
make such concessions that are favorable to the defendant. It
is a good idea to be friendly with your enemies, to wit, the legal
fraternity. (9)

That will depend altogether upon what is desired to be de-
veloped by the discussion,-and the ability of the adjuster to look
after his side of the case. If case has been fully investigated
and facts are clear, either one way or the other, especially in
cases where there is no liability, a frank statement of the gen-
eral facts covering an accident frequently leads to a better un-
derstanding between claim adjusters and reputable attorneys,
for, as a rule, the attorneys are not as well informed regarding
the facts of an accident as the claim department should be. In
cases where known disreputable attorneys represent parties, the
less discussion the better, except such discussion as will develop
the facts pertaining to the attorney’s side of the case. In all
matters of this character a splendid rule to follow is, secure all
the information you can, but give none in return. Attorneys,
however, should always be treated courteously. (14)

Q.13. What is the best plan to adopt when prominent physicians, who
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are inclined to be friendly, present a bill for double the amount charged in
ordinary cases?

If you can use them, pay it. If you do not nced them in the
future, dispute it. (1)

Tell them you are paying for one case and not two.
right and you will have no trouble. (3)

1 do not believe anything is gained in the long run by sub-
mitting to unreasonable charges of physicians, even though they
may be inclined to be friendly. A physician who was really
friendly would not make a doublc charge, and, if he did and it
was paid without question, I do not think it would increase his
friendship, and it certainly would decreasc his respect. Such a
physician would merely make up his mind that you were an easy
mark, and the next time would charge you four times the or-
dinary charge, and then boast to other physicians about it. Of
course, you must be very surc that the charge is unreasonable
before questioning it. (7)

I believe they should be paid, recognizing the fact that a few
dollars more or less makes little difference in the long run, and
may, at some remote future, hclp in other cases to win a ver-
dict. T should never dispute a physician of repute who made a
charge for his services, unless I was sure he was overcharging
intentionally, and then question it in a very mild way. (9)

This company has an understanding with physicians relative
to examination of injured persons or attendance in court, and
their compensation is ratcd accordingly. In this manner the
company is not overcharged and retains the friendship of the
physicians. If, however, one of those physicians should be at-
tending the patient as his family doctor and the case should be
adjusted and the physician’s bill was exorbitant, we would cut
the bill to what would be fair and just to both parties. Before
paying an unreasonable account we would sooner lose the friend-
ship of the physician than scttle same in order to retain his
friendship We have had no trouble in this respect, as the
physicians are as anxious to retain our business as we are to re-
cain their friendship. (26)

Prominent physicians who are inclined to be friendly will not
render a bill for double the amount charged in ordinary cases.
They may appear to be friendly, but, in fact, they are not if they
render such a bill. 'When bills are rendered by physicians, either
prominent or otherwise, and it is desirable for the company to
settle with the physician, and if it is apparent that the charge
is more than a reasonable amount for services rendered, it is
well to ask the chief surgeon, if one is employed. to take the bill
and make a reasonable adjustment of the matter with the
surgeon presenting thc bill. The company surgeon can meet
the surgeon rendering the bill upon his own ground and discuss
the matter from a surgeon’s standpoint better than a claim ad-
juster or anyone else can do it, except possibly in a few excep-
tional cases where there are special reasons for some other per-
son looking after the matter. (14)

Have prominent physicians make written report before paying
them. If their bill is too high and their friendliness of too
much importance to discourage, better say nothing and pay the
bill, with a smile, at the same time file in memory’s store the
correct opinion of such individuals for future use. (18)

Q.14. Is it better to interview an injured person before the investiga-
tion is made in order to get his or her statement first?

Yes. (1)

As a rule, T see no reason why the injured person should be
interviewed first, especially if his injuries are serious, as he will
not be in a position to give an intelligent statement, and you
cannot afford to wait until he recovers. T usually have investiga-
gations made with the public first, the employees next, and then
the injured party afterward. (2)

This depends entirely upon the case. Wherc the liability is
clear, such as in a derailment or collision, of course, the injured
person should be immediately seen and a settlement made. If
settlement cannot be made, a careful investi
started to secure the past history of plaint In cases of
doubtful liability, secure statement of injured and additional
statements as well. In cases of apparent no liability, it is gen-
erally advisable to make a quiet investigation without disturb-
ing the prospective claimant. (12)

The best plan is first to secure the facts regarding an acci-
dent from the company employees so as to get their version of
the matter; then interview (if conditions are favorable) the in-
jured party, securing his statcment as to how the accident oc
curred. This will develop the claims of both parties and will
show what is needed to be covered by disinterested evi-
dence.  (14)

Start
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It is always advisable to get the statement of the claimant as
quickly as possible, for the reason that the defense has an op-
portunity to know what to expect, and if, on the' other hand, the
claimant makes a statement which might preclude his recovery,
an opportunity is given to rebut his testimony after he has gone
through the coaching school supplied by lawyers who traffic in
the plaintiff's side of damage cases. (24)

Q.15. Should surface railway companies have a regularly employea
physician? .

We have a regular physician, but he is paid only for the ser-
vices rendered. The size of the company should 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 salaried official. They should have
two or three who are honest, who will give an unbiased opinion,
stating facts as they are, and able to go on the witness stand
and back up their assertions without fear or favor. (9)

I believe 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 physicians, and that they be paid specified rates
for attendance upon the injured. A list of these physicians
should be furnished the operating department, in order that the
conductors may know upon whom to call in cases of emergency.
Of course, such a system is apt to give many of the physicians
nothing more than an opportunity for first aid treatment, but if
they are supplied with free transportation, you insure their co-
operation, even though the medical work they may receive from
the company is but little. (12)

If the amount of business warrants, it is well to have several
physicians who are paid for each examination and who do not
appear on the payroll as regularly employed men. It is also
well to thus employ tlhe services of some local physician of long
practice who can qualify as an expert and whose good reputa-
tion is known throughout the town. (20)

All railway companies should have at least one regularly em-
ployed physician, who should be a thoroughly skilled surgeon, an
casily accessible and courteous man, and one in whom the com-
pany can have implicit confidence. He must at all times be a
thorough gentleman; otherwise he would never gain the confi-
dence of, nor obtain access to, the homes of families. (24)

Q.16. Does sending a physician in minor cases aggravate the case and
make it more difficult for settlement and more expensive?

It has a tendency to do so. (1)

1 do not think it advisable to send physician unless it is re-
quested. in any casc unless he can get to the scene of accident
and render first'aid.  (2)

It may in a very few cases, but there are very few persons
who will not make claims for all they can whether a physician
is sent or not, and I would not hesitate to send a physician
and have a thorough examination made in all cases. (7)

The visit 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 railroad company is familiar with the ex-
act extent and nature of his injuries. (i1)

Sending a physician in a minor case often aggravates the case.
It is not always this way, however. By showing an interest in
the injured party’s case, their good-will may be won. (2r)

It has not been found that sending a physician to minor cases
aggravates the injury. With honest people, however, it often
tends to create a sentiment in favor of the company, and many
minor cases are dropped by honest people, who are merely satis
fied to know that the company feels an interest in them. (24)

Q.17. Which is the better qualified, the operating or claim department,
for instructing trainmen in their duty in relation to accidents?

Claim department. (1)

There may be some things in which the claim department is
better posted to instruct employees, but instructions from both
departments are important and necessary. (4)

The operating department on suggestion from the claim de-
partment. (8)

The claim department always. It knows just what must be
obtained in the line of witnesses and detail to properly present a
case, and a word now and then to trainmen will soon put them
wise, so as to speak, as to what is desired from them. (g)

The operating department by all means. It is unwise in our
(_)pinion to have instructions and orders to perform labor emanate
from more than one source. (11)
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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, after they have passed the preliminary
examination of the operating department for employment, should
be turned over to the claim agent, who should instruct them
along the lines to be followed when accidents occur, and impress
upon them the vital necessity of avoiding accidents. The men
should then be returned to the operating department for 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
this were made a general rule I believe that the accident business
would be materially benefited. I also believe that it is advisable
for the claim agent to give short talks from time to time to the
motormen and conductors and car-house foreman on the acci-
dent business. (12)

‘We believe the operating department is the better qualified to
instruct trainmen as to their duty in relation to accidents; if for
no other reason, the trainmen are under and are disciplined by
the operating department, consequently instruction by the super-
intendent has more effect than by any one else. (15)

Conductors and motormen should be instructed by the operat-
ing department in relation to accidents, but the claim department
should heartily co-operate with the operating department and
bring to its attention anything pertaining to a claim or decision
deciding a new point, which would enable the operating depart-
ment to keep the men properly instructed. (24)

0.18. What is the best form of blank release to be used in settlemem
of cases, to safeguard it against future attacks?

I attach a copy of the form marked “Exhibit A,” which has
stood the test of the Supreme Court in every particular.

EXHIBIT A.
BmrmingaaM Rammway, Licat & Power CoMPANY,

Know all men by these presents, that for, and in consideration

of the sum of...... dollars,’ to. .. paid by the Birmingham
Railway, Light & Power Company, the receipt whereof is hereby
acknowledged. .. .. .the undersigned...... do hereby release and

forever discharge the said Birmingham Railway, Light & Power
Company from any claim, demand, or liability for payment of
any further or other sum or sums of money for, and on account
or growing out of the following mentioned matter and claim,
viz.: For...... And in consideration of the payment of said
sum of $......to the above-named payee, evidenced by......
signature to the receipt hereto below annexed, I, ...... do hereby
promise and agree that said payment and receipt shall and will
operate as a full and complete release, discharge, and satisfaction
of any, every and all cause or causes of action, claims, and de-
mands against the said Birmingham Railway, Light & Power
Company arising or growing out of the cause or matter above
set forth, and also as a perpetual bar to any warrant, suit, or

other process or proceeding for the collection or legal enforce--

ment thereof, or to any claim or demand for damages under and
by reason of the provisions of any statutory enactment whatso-
ever, or at common law, or otherwise, for the results, or in con-
sequence of the said personal injury to...... the said...... , which
may have bcen or may be asserted or instituted. And this agree-
ment shall further operate and be in full discharge, satisfaction,
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 court or tribunal against said com-
pany, or of any judgment, order, or decree which may heretofore
have been entered or obtained in my favor against said company,
for any sum arising or growing out of the claim or demand set
forth above. It being hereby expressly 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,
demands, or rights of action of every nature, originating prior
to this date, because of any like cause or causes of complaint.
And it being hereby expressly understood and agreed that the
above-named company is not under any obligations or require-
ment to take or retain me in its employment or service in any
position or capacity whatever. Given under...... hand and seal,
this...... day of........ 190.. Two (2) witnesses [seal]. Ap-
proved Claim Attorney [seal]. Approved: ... en-
eral Manager. (2)

The following is our idea of the best release:

Received of the Duluth Street Railway Company the sum of




NoVEMBER 3, 1906.]

...... dollars, in full payment, release and satisfaction of all
claims, demands, damages, actions or causes of action, which
.now have or may hereafter have agamst the said Duluth
Street Railway Company, on account of all injuries or injurious
results, direct or indirect, arising or to arise from or by reason of
a certain accident or injury, sustained by...... the said..
on or about the...... day of...... , 190. ., at or near. ... ,in the
city of.. State of......, in which....... In consideration
of which......hereby forever releases the said Duluth Street
Railway Company therefrom. Witness...... hand.. and seal.. a
[seal]. Witnesses
...... [seal]. ..County of......ss.: ......, being
known to me as......the person .. who executed the foreoomo
instrument, being ﬁrst duly sworn, says that...... has read the
above and forgoing release; that. .knows the contents there-
of Sthatareess signed the same as. free and voluntary act, and
received the money consnderatmn therem 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 Duluth 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:
B UTCHBURG & £y 50« 25 s5w5 = aim o 190. .
Received from the Fitchburg & Leominster Street Railway
Company, ...... dollars, settlement in full for all claims on ac-
count of an accident to person or property, on or about......,
16o.. Witness: ...... ......
FrrcupurG, Mass,, .c.o..ontn , 190..
To the Fitchburg & Leominster Street Railway Company.
Gentlemen: I hereby exomerate...... , motorman, and.. o
conductor, from all blame in connection with an accident occur-
ring. ..... , 100.., and request that no record be made against

A release drawn up by an attorney familiar with the statutes
and court practice. (11)

This is a copy of our release. Believe it wise to have person
executing same write in above their signature the words: “I un-
derstand this is a release in full of all claim,” or words to that
effect. .
Urica & Mouawk VALLEy Ramwway 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 demands which I 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, loss or injury,
either to person or property, which heretofore has been or which
hereafter may be sustained by me in consequence of an accident
which occurred on or about...... ,atornear...... , wherein. ....
And in consideration of the above payment to me, I hereby re-
lease the said Utica & Mohawk Valley Railway Company from
any and all causes of action which I, or my heirs, executors,
administrators or personal representatives may now or hereafter
have against said company on account of said accident. And it
is further understood and agreed, that the payment of said sum
above mentioned is not to be considered or construed as an ad-
mission or acknowledgment on the part of the said company of
any liability whatever in consequence of said accident.

In witness whereof, I have hereunto set my hand and seal this
.., Igo.., after same has been read over to me
and fully underﬁood by me.

Signed and sealed in the presence of...... [L. s.] (13)

Sample of relcase herewith:

Know all men by these presents, that. o Ofe , State
of. , in consideration of the sum of.. dOl]ﬂ\‘S ($ )

to. pald by the Scranton Railway Company, the receipt
whereof is hereby acknowledged, do hereby release, acquit and
discharge the said Scranton Railway Company of and from any
and all claims or liabilities, suits, actions or demands whatever,
caused or arising from any acts or negligence on its part or the
part of its employees or otherwise, prior to the date hereof, and
particularly from any right of action or demands, which......
now or hereafter may have, by reason of any acts of its em-
ployees causing injury to...... or......property, on the...... day
of...... , 1go. ., the above payment being in full compromise aud
settlement, and being binding upon..... .heirs, executors, admin-
istrators and assigns.
Witness. .. ... hand. .
In the presence of......

TSR

(22)

and seal..
[Seal.}

.day of......Igo..
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The Houghton County Street Railway Company have only one
kind of release form which works satisfactorily. I herewith
inclose a copy with this report:

Tue HoucHToN STREET RAILWAY COoMPANY.
Accident No......
il pg oo BRE TR SR GHAD S 08 D s Dr.,,
Address. s e s 1o aas e «

Received of the Houghton County Street Railway Company,
this...... day of...... , 1g0.., the sum of...... dollars in full
compromise, payment, satisfaction and discharge of and from and
all claims and demands which...... have against said railway
company, its employees officers or agents, for or on acceunt of
any and all damages, injury, expense or loss of whatsoever kind
which may have been sustained by. .....in person, right, or prop-
erty, by or through said railway company, its employees or agents,
by reason of...... or for any matter or thing growing out of
same, and said, the Houghton County Street Railway Company,
its employees, officers or agents, are hereby, in consideration of
said sum of money, forever released, acquitted and discharged of
and from any and all such claims and demands.

Witness. .. ... Audited for payment,
Claim Agent. Approved,

Correct,......
General Manager. (25)

Q.19. What statistics relating to accidents should a claim department
have, and of what value are they?

......

Accident report very complete ; surgeon’s statement ; statements
of witnesses and investigator’s statement. (1)

They should be in a position to tell on short notice the char-
acter of the car producing the greatest number of personal in-
juries, and the respective hour said injuries occurred, and classify
them so as to enable the management to see their weak points.
(2)

I think a certain amount of statistics, showing the number of
accidents and the number of personal injuries resulting from
them, having them classified and showing the different lines and
routes upon which they occurred, so that you may be able to
determine upon which line or route they are most frequent. (4)

The claim agent should have a copy of every accident report,
and should keep a card index 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. (g)

I believe that the claim department should keep its records in
such shape so as to supply the following information when asked
for: Number of accidents reported, number claims made, number
claims disposed of, percentage of claims disposed of, settlements,
salaries claim department, salaries legal, personal expenses, medi-
cal expenses, legal expenses, miscellaneous expenses, total ex-
penses, total expenditures, percentage expenditures with gross
receipts, average cost disposed claims, average cost per accident,
number car-miles per accident, average cost of accidents per car-
mile, number passengers carried per accident, cost of accident per
passenger carried, probable cost of unsettled claims, total personal
expenditures of investigators, percentage claims made with acci-
dents reported, percentage suits brought with 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 the most recent decisions
under their notice, and should be posted on the difficulties en-
countered by other companies with dishonest claimants. The
value of this knowledge is considerable in the adjustment of
claims, and enables the claim agent to convince the claimant that
the agent is fully aware of the company’s rights. (23)

Q. 20. Of what value are photographs in the disposition of claims?

Photographs in connection with certain accidents are indis-
pensable. They should be taken with the view of making them
self-proving ; this perpetuates the evidence and enlightens the trial
attorney more than word pictures could possibly do. (2)

If admitted as evidence they may be of some value in the dis-
position of a lawsuit. (4)

No value. (6)

Photographs of wrecks taken immediately after the accident
are often very valuable, and it depends upon the character of the
accident as to whether or not it is worth while to have them
taken. Photographs and maps of the locality are, as a general
thing, of more value to the defense in the trial of such cases than
they are to the plaintiff. (7)

Invaluable. Cases can be quoted where plaintiffs have claimed
to be unable to perform certain labor, or be unable to walk, ride,
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or even be out of doors, and in such photographs taken when
they are in the exercise of those functions, which they claim
they cannot perform, are worth their weight in gold. Also photo-
graphs of conditions directly after an accident, before the traces
of such are removed, have proved of great assistance to a
jury. (0)

We have found photographs very valuable in the adjustment of
lawsuits and claims.  (15)

Photographs may be of great value in some instances. In our
experience we have been able to keep suits from being filed or
claims against the company from being pushed by reason of
photographs, showing conditions that existed at the time of the
alleged accident. Where possible to obtain photographs, we are
of the opinion that in the great majority of cases it is advis-
able. (17)

Q.21. What is the best way to maintain harmenious relations between
the claim and the operating departments?

By each party looking strictly aiter its own affairs so as not
to encroach on each other. A claim department should be as
close to the transportation as it is possible, and should never
lose sight of the fact that they are both working for the same
end. A claim agent should so conduct himself as to merit the
respect and good-will of every man from the president to the
grease-wipers, and should be ready to lend a helping hand to all
other departments. Ile should be in close touch with the rail-
way department, and be ready to make suggestions and offer
criticisms when necessary. (2)

Qur claim department has always maintained the friendliest
relationship with the transportation "department, and am of the
opinion that this course should be followed in every instance.
When an accident of serious nature occurs, better results can be
reached by consultation of the heads of claim and transportation
departments to devise, il possible, some method to prevent a re-
currence of the same. As both departments are working for
the same result (that is, to make a paying institution out of the
properties under their control), more can be accomplished in
harmony than in dissension. (26)

It is most important that harmonious relations should exist
between the claim and operating departments, and to this end it
is essential that the claim agent endeavor to eradicate from the
minds of the car house foremen, superintendents, etc., the gen-
eral impression that the claim department is responsible for
many of the penalties inflicted upon motormen and conductors.
While the claim agent is responsible for the proper handling of
accidents after their occurrence, he is also in a position to offer
from time to time very pertinent suggestions on the method to
be employed for avoiding certain types of accidents, and he
should make it a point to draw the attention of the operating
department to any remedies which in his opinion might benefit
the service generally, and have it thoroughly understood that
such suggestions are not made from any desire to criticise, but
purely in the best interests of the company. He should keep
i close touch with the general manager of the company, and
should from time to time give short talks at the different car
houses to the motormen, conductors and other employees, on the
accident business, and endeavor to obtain their
tion. (12)

The claim depaftment should not criticise the operating de-
partment. The heads of the two departments should meet at
regular intervals and discuss the cases with a view of finding and
strengthening the weak places. (23)

co-opera-

Q.22 What has been your experieuce in following up so-called perma-
nently injured persons after their claims have been disposed of? Wouldn't
it pay to keep them under observation?

The greater number fully recover after the case is settled or
after the trial is over. (1)

When it is admitted by all concerned that the settlement of
the case has a marvelous effect in establishing the return to
health, I fail to see why time should be taken to follow up cases
disposed of excepting as a matter of curiosity. We know that
we are fooled many times. * (3)

We have never attempted to follow up permanently injured
persons after settling, but think under some circumstances it
might be well worth while to keep them under observation. (r1)

There cannot, it appears to me, be any benefits derived from
the following up of a permanently injured person after he has
been settled with; and it would seem like loss of time and money
spent without any chance of return or result for the expenditure
of same. What the person does after being settled with is of
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no account to the claim department, except, however, at some
future time they present another claim against the company for
injuries received in an accident, if the injuries last received are
similar to those first sustained, the case looks suspicious and
will bear investigation. Such incidents happen, but not
often. (26)

In cases where large settlements have been made it may some-
times be advisable to follow up so-called permanently injured
claimants. Of course, where there is any evidence of fraud, de-
tective work should immediately be commenced. The expense
of keeping so-called permanently injured persons under observa-
tion after claims have been disposed of would not be war-
ranted. (12)

We have had little experience in following up so-called per-
manently injured people after their claims have been disposed of.
We have never thought it would pay to keep them under obser-
vation, as there is no way in this State to make such parties re-
fund. (15)

Before we settle a claim on the basis of permanent injury, we
try to be as reasonably certain as possible, from the examina-
tions of our doctors, that the injury is permanent. Having
made the settlement under advice of our doctors, we do not
particularly concern ourselves with the future developments of
the case. In these cases, however, that have come under our
observation, that have been represented to us by our physicians
as probably permanent, we have found that they were permanent.
(23)

(). 23, What is the best plan in securing full details and protecting com-
pany’s interests in accidents resulting in death?

Get a full report of coroner's inquest by having your lawyer
present, and work up your case independently. (1)

Get statements from all eye-witnesses, make measurements
of the ground, photograph the scene of accident, if necessary,
posting yourself as to the heirs of the deceased, and learn, if
possible, who the probable administrator will me. (2)

This cannot be answered specifically, since the causes of death,
i. e, kinds of accidents, vary. Somec death cases are simple
in the matter of securing evidence. A collision of cars leaves
practically nothing to do but settle it. An intoxicated man
asleep on the track in a dark place at night is the other ex-
treme. Each, however, needs the necessary investigation com-
mon to such cases. In a car and team case, resulting in death
or serious injury, I immediately secure a plan of the location,
take photos from the exact points where the engineer places his
instrument in securing his measurements, trace the course of
the vehicle in the dirt of the street, if possible, for some dis-
tance before the collision, swear the motorman and conductor
to full statements, and proceed thereafter as the case warrants
in securing further evidence. (3)

I should say that such statcments of witnesses, both on and
off the car or cars at the time of the accident, should be taken
immediately after injury. All facts, circumstances and any
other details leading to and in connection with the accident
should be carefully observed and noted, photographs of car,
scene of accident, and, in fact, a fine-tooth comb search be made
for every atom of evidence, favorable or unfavorable, in connec-
tion with the accident. (9)

The course pursued by this company when death occurs is
to secure all the witnesses that can be found, then look up the
previous health and habits of deceased. In some cases it is good
policy (provided it can be had) to have an autopsy performed.
Of course, this is of no benefit where the person is killed and
the bruises or cuts show sufficient cause for death. But where
the party dies shortly after the accident from what appears to
be very slight bruises or shock, it is important to have an
autopsy. To illustrate: This company had, some two years
ago, a case where a man riding a bicycle, going in the same
direction as the car, both approaching a cross street at almost
the same time; when car was within a few feet of this man he
was seen by motorman to lose his balance and fall onto the
tracks, and was struck by fender or life-guard; when picked
up he was dead. An autopsy was held, and it was shown that
death was occasioned by heart failure. Doctors performing the
autopsy claimed that man was dead before striking pavement,
and 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 objection, should be prepared so that employees can
e taken by the claim adjuster before the coroner, and affidavits
sworn to by the employees. As a rule, coroners are satisfied
with a general statement of fact, and they should not be misled,
but coroners are usually doctors, and they are very likely, if
left to their own resources, to ask about minor matters and se-
cure statements from employees that would be embarrassing
in court and hard to explain away, as such statements are re-
duced to writing and sworn to by the employees. It is far
easier to prevent employees irom making embarrassing state-
ments in this way than to have to explain them away after they
are made. The claim adjuster can signify to the coroner his
willingness to assist in the investigation, thus placing himself
upon firiendly relations. Investigations should, of course, be
conducted independent of the coromer, so as to develop the
facts rapidly, and, where desirable, the names of reputable wit-
nesses can be placed before the coroner (whose signed state-
ments have already been procured by the claim department),
who will corroborate the employee and relieve the company
from criticism, while ostensibly, as well as in fact, aiding the
coroner, the investigation can be retarded sufficiently to enable
the claim department to first interview all witnesses, thus de-
veloping the names of the proper persons to place in the
coroner’s hands. All employees should understand that the
proper company officials, and especially claim adjuster, are en-
titled to full information first, and that employees must not talk
with or give information to any other person, or persons, with-
out proper permission. (14)

A death case should be worked up with great care; all the
witnesses seen promptly, the neighborhood thoroughly worked,
and a sworn statement obtained from both the motorman and
conductor. A call should be made as soon as possible upon the
family of the deceased. In case where liability is clear it is
sometimes well to see the undertaker and enlist his kindly
offices, and also those of some friend of the deceased's family,
and then when you make your proposition you will have the
benefit of their advice to the claimant, and also be in position
to obtain inside information. (20)

Q.24 What instructions should be given conductors and motormen re-
garding accidents when they first enter service? 1n what manner should
instruction be given?

Large companies should have a man to teach the employees
how to avoid acidents, by constantly calling their attentions to
mishaps and inattention. Instructions given the men in a body,
when each one could ask questions, would prove beneficial. Ap-
plications should be passed upon by the instructor so as to weed
out inefficient parties. (2)

Complete instruction, as is practical at first, regarding team
cases, collision of cars, pedestrians, etc., to the motorman; and
the starting of cars while passengers are boarding or alighting
to the conductor. Follow up by talks on the subject of acci-
dent at frequent intervals to both motormen and conductors.
Each should be required to write answers to a series of questions
involving a thorough knowledge oi the rule book. I believe
that many accidents might be avoided were the men perfectly
familiar with the rules. (3)

Think they should instruct and keep a record of how, when,
where, and by whom instructed, and full and proper instruc-
tion given before entering service of company by operating de-
partment. In all such cases the claim department requests the
general superintendent to call on claim department, which re-
quests are granted in all cases, and claim agent gives his in-
structions in addition to those of the general superintendent. (6)

Their special attention should be called to the rules govern-
ing such, and they should be told that only carcful and con-
tinuous study of the same will qualify them to act. This should
be followed up by a personal talk with the men by the claim
agent, and great stress laid on care in giving bell signals, pay-
ing attention to running-board passengers, and, above all else.
in case there is an accident, to report the same immediately
after securing enough witnesses who saw the accident, care be-
ing taken to get mame and address of such correctly. They
should be impressed with the idea that many reports of a trivial
nature will not be counted against them, while if they miss one
‘which after a time shows up with a claim for damages, that their
services will no longer be required. In other words, they should
be advised to treat such happenings as a personal affair, and for
the best interests of their employers. (9)

In case of accident the first regard should be for the injured
party. Ascertain if they are injured, and, if so, notify office
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immediately, so that an ambulanee and physician can be sent
Learn injured person’s identity and names ol witnesses, noting
carefully time and location of accident. Keep cool about ac-
cidents, and not talk about same with anybody but officer of
company. Believe a school of instruction for motormen and
conductors best where it can be maintained; where not possi-
ble, crews should be thoroughly instructed by the proper offi-
cials having charge oi that part of the work. Too much care
cannot be given to this branch of the work. (13)

This question presumes that the operating department is em-
ploying highest class of men for the positions of conductor and
motorman that can be secured for the wages paid for these ser-
vices. A set of instructions should be prepared by the claim
department and approved by the operating department and
general manager, covering the necessity for securing full names
and addresses in case of an accident; how to care for injured
parties, and necessity for calling the company's surgeon, sum
moning of help, etc., and that employees must not discuss ac
cidents or give information to anyone excepting the proper
officials of the company. These instructions to be classified
with reference to three distinct classes of accidents. First, to
Also
with reference as to whether the injuries be slight or serious.
With these points covered in a clear and concise way, when a
man makes application for employment, after he has passed the
physical and any other examination that may be required of
him, he should be given this set of instructions to retain for not
less than twenty-four hours, then he should report at the office
of the person taking the application for employment, and these
instructions should be taken up, the applicant receiving a list of
questions to be answered 1 writing from memory, the ques-
tions being constructed to cover the points indicated in the in-
structions. After these questions have been answered by the
applicant they should be turned over by the party receiving the
application to the claim department for the O. K. or rejection
of the claim adjuster. No man should be permitted to enter
the services of the company without first having passed a satis-
factory written examination upon the points named. (14)

Conductors and motormen when they first enter service should
be instructed regarding accidents as carefully as possible. Our
plan, which we have found to work well, is as follows: We
have an official styled “Chief Conductor.”” After the applicant
for the position of motorman or conductor has been broken in
on our several lines and passed by the instructing motorman
or conductor, he is thoroughly examined by the chief conductor
and given further instructions relative to accidents. After this
examination has been passed, a hypothetical accident is then
stated to him, and he is required to make out an accident re-
port and to make it out correctly. If on the first effort he
does not succeed, he is then shown where his fault is, and he
is not passed for services until he can make out this report fully.
He is also impressed with the necessity of getting as many wit-
nesses as possible, and no excuse is accepted for their failure
to do this. (15)

In one or two of our small districts the new men are sent
to the adjuster for that district, and he instructs them very care-
fully and thoroughly as to what he should do in case of acci-
dents. In our larger districts the operating department at-
tends to the instruction. Tt would seem advisable to me to
nave a man whose duty would be to instruct the men concerning
accidents, and when they do have an accident send them back
for reinstruction and for any laxity in making out report. I
know of one road where the men are examined every six months
and given a set of questions to answer, the same as is done on
steam railroads. (20)

Conductors should be instructed to exercise care at all times
in starting cars, and prevent people from leaving cars while in
motion, if possible. Motormen should be instructed to operate
cars in a proper manner; be watchful and ready at any moment
to stop the cars in time to avoid accidents. In case of acci-
dent, both conductors and motormen should be instructed to
render assistance to the injured; secure their names and ad-
dresses, and the names and addresses ol all witnesses possible.
Instructions should be Dboth verbal and printed, covering all
necesary detail. (23)

The matter of giving instruction to employees covering the
prevention of, as well as the proper handling of accidents, is a
most important one, and one that is receiving too little seri
ous attention at the present time. The question asks: “What
instruction should be given conductors and motormen regard-
ing accidents when they first enter the employ of the com-
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pany?’ All right as far as it goes, but it doesn’t go far enough.
The writer has found that it requires good, solid work to gain
ground in this direction, and, furthermore, that it requires good,
hard work to hold that ground so gained. In other words, not
only essential is it that the conductor or motorman should be
instructed in this highly important branch of his work when
he first enters the employ of the company, but of equal impor-
tance is it that he should receive regular and frequent instruc-
tion along this line, that he may not become rusty, careless,
forgetful and indifferent to the matter of accidents, whatever
his length of service. The new employee has so much informa-
tion and instruction injected into his system in the week or
two required to break him in that it is reasonable to believe
that a goodly portion of it gets no further than the surface,
where it is soon thrown off. Certainly this is a most inop-
portune time in which to give him his instruction in accident
work, particularly so if the instruction is to end here. So that
it is of the utmost importance that the subject of accident in-
struction should be followed up, for it is often found that the
older and more experienced men will blunder and stumble upon
points with which they should have been familiar. We have
all heard the conductor or motorman blamed for having failed
to measure up to requirements in the handling of some acci-
dent. He was “thick” and “didn’t know enough to get his
witnesses to the accident,” is a frequent complaint. And the
company foots the bill. But, all too often, the responsibility
does not rest upon that employee. No, not by a good deal.
The responsibility rests squarely upon the man higher up who
had neglected to instruct that employee properly in this very
feature of his work. He instructed him regarding the opera-
tion of his car, but he took it for granted that the man would
know just what to do at the time of a serious accident, without
any previous instructions.

We come to the question of instruction.

The writer has been intensely interested in this very subject
for some years past, and has devoted time, energy and thought
to the subject. That all men cannot be reached to advantage
in the same manner; that some men derive no benefit whatever
from instruction of any sort on any subject; that some men
read without understanding what it is all about, and that many
forget as fast as they are instructed, are facts upon which we
all agree. The questions resolve themselves into the greatest
good for the greatest number. And the work must necessarily
be governed and directed largely by local conditions.

For the past three ycars we have been giving summer acci-
dent instruction talks to all of the conductors, motormen and
inspectors of the various divisions of our system. They were
taken in classes of from fifty to a hundred, and for irom one
and a half to two hours we gave them solid instruction in all
branches of summer accident work.

The talks were along lines designed to lay a solid foundation
for the prevention of and the proper handling of accidents. No
attempt was made to make claim agents out of the men, nor was
valuable time devoted to unusual and improbable accidents.
We stuck to the middle of the road, and amply covered the
usual run of summer accidents on our lines. Our instructions
were hurled at the men in plain, strong and convincing lan-
guage. In their own language so far as we were able.

The results of the first two years’ work were more than grati-
fying; they were splendid. We were encouraged, and forth-
with became enthusiasts in this branch of accident work. We
discovered that when we had reached a point where we were
preventing serious acidents through instruction and education,
and when we had our men handiing accidents properly, that it
was far more satisfactory to us than it could have been in blam-
ing the wretched results of our own shortcomings on to some
employee.

The third year, this present spring, found us still pursuing the
same course, with the exception that our talk this year was in
printed form. As we had progressed in the work, we had
found that it was not a question of leading the men into new
and unknown fields of accident work each year, but rather a
matter of covering the same general territory and of again
bombarding them with practically the same general instruc-
tions, disguised under new headings, and consequently still in-
teresting to them.

And so we put our talk this year into book form, giving the
men copies of the book and allowing them to read along as we
read, and explained each subject, or of listening to us without
reference to the book. We found that fully 95 per cent of the
men preferred to read as we read, laying the book aside while
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we explained and enlarged upon the book topic. Numerous
incidents were brought out in this way and served to hold their
interest.

Right here I will say that the book was written in the plainest
and most convincing language of which we were capable. The
paragraphs were short, and the print of good size. The point
of each subject which we were endeavoring to drive home stood
by itself, expressed in a few words. We struck out straight
irom the shoulder, and handled each subject without gloves,
frills or apologies. The men were interested; more so than
they ever would have been had the subjects been handled in
dry, official terms,

Our experience in this work has satisfied us that of the two,
the verbal instructions are far preferable to the printed ones.
Get out and talk to your men and impress them with one fact
above everything else—that you are in dead earnest and that
you mean business. You'll find them as hungry to get the in-
formation as you are to impart it. And their success is your
success,

Then comes the matter of holding the ground that you have
already gained. They’ll skip backwards a whole lot faster than
you can push them forward if you let up. It is a difficult matter
for a busy claim agent to get around to all of the divisions of
a big system more than once or twice a year. It means from
two to four weeks each time, talking from early morning until
after midnight. Furthermore, it is not necessary if you can
devise a scheme for holding the ground that you have gained.

The summer season is, of course, the big end of the stick.
Probably 65 per cent or more of your summer accident in-
struction applies equally to your winter accidents. Too fre-
quent talks necessarily cover much of the same ground and
will eventually act as a damper upon the interest of your hearers.

To hold our ground we devised this scheme. With us it has
proven to be a splendid success. Regularly once each week we
post an accident bulletin in every car house, office, and lobby
where it will be brought conspicuously before the eyes of the
men. The bulletin is governed by the season and the class and
nature of accidents which we anticipate or with which we are
struggling. The bulletins are printed upon heavy white paper,
in good, readable type, with short paragraphs, plain language,
and with wide margins, which sct it off to good advantage.

We intend that the bulletins shall be dignified, though forceful
and straight from the shoulder. We point out the mistakes
of the other fellow, and we warn and caution the men to be
careful to avoid certain classes of accidents. Above all else,
we try to make them interesting to the men. We want them to
read them because they are interested in them, and not because
some rule forces them to do so, in which latter case they will
get but little good out of them.

The bulletins are posted upon simple but attractive bulletin
boards, which are kept fresh and clean and in good condition.
No one stops to read a soiled sign, or anything posted upon a
dirty bulletin board. Nothing whatever but these bulletins are
allowed upon these boards.

Specimen bulletins accompany this article, as well as several
copies of the accident instruction book used in this year’s talks,
and entitled “The Prevention of Accidents.”

The claim agent who is doing little or nothing toward the
work of educating and 1nstructing his conductors, motormen and
inspectors covering the prevention and the proper handling of
accidents, is neglecting the most interesting as well as the most
important branch of his portion of railroading. (27)

— e ————

LINK TO BE BUILT TO CONNECT PEEKSKILL AND
NEW YORK BY TROLLEY

The village authorities of Ossining, after the question had
been before them for six months, granted a franchise, Oct. 31,
to the Hudson River & Eastern Traction Company, of which
F. A. Stratton is the president, to operate an electric street rail-
way in the village. The new line will extend up the main street,
and the company will use 1000 ft. of the tracks of the old railway,
which is owned by the Westchester Traction Company. It is
Mr. Stratton’s intention to extend the line to Peekskill soon and
connect both Peekskill and Ossining with White Plains by way of
Sherman Park. The new company has a capital of $2,000,000,
and New York financiers are in it.
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The London County Council has added another 7 or 8 miles
to its extensive system by taking over the lines from Vauxhall
to Norwood and Camberwell, previously worked by the London
Southern Tramways Company, and the Council proposes to
apply in the forthcoming Parliamentary session for statutory
authority to electrify this new portion of the system. In con-
nection with the Council’s proposal to construct new electric tram-
ways through parts of Holborn borough, namely, in the Russell
Square district, it is finding considerable opposition from the
law and parliamentary committee of the local Council, which con-
siders it unnecessary to run tramways through this residential
district. In a recent conference in Woolwich, a resolution was
passed urging the London County Council to construct an ex-
tension of its system through Woolwich to Eltham and Abbey
Wood, and assurances have been given that this service will be
constructed just as soon as possible.

The work on the embankment tramways, pictured elsewhere
in this number, is being pushed vigorously by Dick, Kerr & Com-
pany, and most of the difficulties in connection with this scheme
have been overcome. The greatest of these, perhaps, was the
unexpected discovery of the arches of the Underground Railway
within 2 ft. or 3 ft. of the surface of the embankment under-
neath about 200 yds. of the route on the embankment where
the tramways had to be put down. It is curious to note that
no one knew that these arches were at this exact spot. For-
tunately, however, they are not the real arches of the tunnel, but
arc strengthening or false arches above the real tunnel. Per-
mission has now been granted to cut away such portions of the
arches as are necessary for the insertion of the conduit, and this
work is now nearly completed. A good decal of correspondence
has- been going on in the daily press regarding the necessary
mutilation of the trees on the embankment, but Capt. Hemphill,
who is the chairman of the highways committce, has given as-
surances that this will be done as carefully as possible and at the
proper time of the year, so that the trees will not be permanently
damaged, and that after all such clipping of the trees as is neces-
sary will be comparatively slight. Mr. Fell, the chief officer of
the London County Council Tramways, has also issued a state-
ment regarding the service which will be conducted along the
embankment and up the subway, some disappointment having
been manifested by the evident statement that all tramway cars
passing up the embankment could not possibly go through the
Kingsway tunnel, as this tunnel is not large enough for double-
deck cars. Mr. Fell 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
necessarily 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
embankment each way. The whole service has been carefully
worked out and should prove quite satisfactory.

The report of the London County Council on the tramway
working shows that the total receipts on the London County
Ceuncil’s southern tramway system for the year ended on March
31, were £782,000, £100,000 more than those of the previous
twelve months, the profit on working being £220454. The
amount of outstanding debt is £2,777,337. The expenses for
electric traction were £407,557, or 8.04d. per car-mile. Horse
traction cost £154,198, or 10.83d. per car-mile. When the new
generating station at Greenwich is used the working expenses for
clectric traction will be, it is stated, considerably reduced. Dur-
ing the year 183,500,000 passengers were carried, an increase on
the previous year of 18,700,000. In view of the probability of the
Westminster Bridge and Victoria Embankment tramways being
ready for working earlier than was anticipated, and before the
erecticn and equipment of the Holborn sub-station is completed,
arrangements have been made with the Underground Electric
Railways Company to afford a temporary supply of power at the
rate of 1d. a unit for six months. The Council is to provide
the necessary connecting cables and bear the expense of fixing
them.

The University City of Oxford has at last come to a decision
regarding its proposed tramway system, having decided to place
a contract with the National Electric Construction Company, of
London, to install the Dolter surface contact system. Two ten-
ders had been considered by the Council, the one which has just
been accepted, and the other by the Oxford Tramways Com-
pany, who offered conditionally a choice of three systems. It
was found, however, that the Oxford Company’s tender included
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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-
fered by the National Company on the Dolter system was much
more satisfactory. The offer which has been accepted is based
upon the running of the present horse tramways until the elec-
trification at £8o0 per annum, and after electrification at £1,100
per annum for the first three years, and £ 125, which is a quarter
of the estimated reccipts for advertising, this sum to be aug-
mented after three years to an inclusive rate of about £1,425,
and for the remainder of the period about £1,625, with a further
rental of £50 per annum for every additional mile of route laid
in the city. It will thus be seen that the National Electric Con-
struction Company will become the lessee of the system, and the
tender which has been accepted is based on its operating the road.

In this connection, it is interesting to note the amount of work
which is at present being done by the Dolter Company, the Mex-
borough and Swinton tramways having been entirely constructed
on this system. The service is now complete, and, when put
into operation, it will actually give a tramway connection from
Shefficld to a point within 5 miles of Doncaster. Trial runs have
already been made with perfect success on this system, and before
many weeks are over it will be in actual use. As is well known,
the Dolter system is also being applied at Torquay and on the
Front at Hastings. The Torquay system is also very nearly com-
pleted.

The Town Council of Folkestone is also much interested in
tramway matters at present, and recently visited Sheffield for the
purpose of going over the Mexborough and Swinton tramways.
‘The deputation consisted of the Mayor of Folkestone and a num-
ber of Councillors and Aldermen, who all expresscd thémselves as
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, that
the National Electric Construction Company has a very good
prospect of also equipping this enterprising town by the sca with
the Dolter system, which will place it far in the front of other
systems so far as the amount of work done in tramway con-
struction is concerned.

The deadlock between the London United Tramways Company
and the Wimbledon Corporation has at last been ended, and the
company has already commenced work for the completion of the
route from Wimbledon to Tooting. The company completed its
route from Kingston to Wimbledon some months ago, but was
prevented from running the cars over this route by the Wimble-
don Corporation, which maintained that the agreement prohibited
the running of cars to Wimbledon until the extension to Tooting
was completed. Thus the completed lines of this magnificent sys-
tem have been idle practically for three months. The whole
trouble has arisen out of the act of Parliament obtained in 1902,
which states that no cars niust be run on any system until the
whole of the work has been completed, though in Sir Clifton
Robinson’s experience the Wimbledon Corporation is the first
which has insisted upon the absolute letter of the law. The in-
habitants of that section, therefore, have had to go without the
bencfits which would have accrued some time ago had the Wim-
bledon 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 first report of the Dundee & Broughty
Ferry District Tramways Company that up to the present the
result has been an unqualified success. There has been a large
development in the district traversed by the tramways. It is an
indisputable fact that the people of the district are largely follow-
ing the tramway route. and, that a large and well-populated dis-
trict is arising all along the whole route. Ome of the curious
results of this successful tramway enterprise is that the Dundee
newspapers are urging the Lord Provost of Dundee to the pos-
sibility of annexing the town of Broughty Ferry, so as to make
a greater Dundee. There is no better exemplification of the in-
calculable benefits to any district by the construction of a well
designed and well operated system of tramways, and it should do
much to destroy the stupid opposition which still exists in the
minds of some obstructionists to the line of progress.

Tt was recently stated in this column that the Hastings Cor-
poraticn had decided in favor of Sunday trams. The opposite de-
cision on the part of the Bournemouth Corporation must now
be recorded. Bournemouth has also been the center of much
Lieated discussion as to whether the trams should run on Sunday
or not, and, following the example of many other towns, the
Mayor decided to have a poll for the purpose of deciding the
matter. The figures as officially declared by the Mayor are as
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follows: For electric tramways 2703, against 3606, leaving a
majority of 9o3 against the working of Sunday tramways.

Managers of tramways, 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 fares. In this connection it
is interesting to note that the Darlington Town Council, having
found that there is a loss on its tramway system, which has been
operated for some time with halfpenny fares, has at last come
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, and, needless to
say, nearly all of them are totally averse to the halfpenny fare.
Even though halfpenny fares are in vogue in Glasgow, John
Young, the late general manager of that city, by an experiment
found out that 83 per cent of the halfpenny fares were rich, well-
to-do people, and that only 17 per cent were workingmen, small
shop keepers and people of humble means. There would appear
to be no excuse whatever for comparatively small towns adopting
halfpenny fares, and this seems to be the general impression. The
Lowestoft Town Council has also been much exercised for some
time back over the fares, there being a varying fare from dif-
ferent parts of the city. There was also a shortage in the re-
ceipts, and the Council tried to improve matters by increasing the
fares, but found that this 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 for the whole distance.
During the last few weeks the fares actually were reduced to a
penny for any distance. To the Council’s great astonishment it
now finds.that this popular movement has resulted in a large
financial increase, so that it would appear that one can err on the
side of too dear fares in addition to too cheap fares. For mod-
erate size towns, the universal penny fare seems to be a good
idea, and it will, at least, result in the Lowestoft trams paying
their way. The first week of the new fares resulted in an in-
crease of over 14,000 passengers and about £45. Notwithstanding
this, .the Leyton Council, against a strong protest from the
tramways manager, has decided to adopt halfpennv fares on its
system.

The through service of trams between Wolverhampton and
Dudley is now operative. The Wolverhampton tramways are
equipped with the Lorain surface contact system, but Wolver-
hampton is surrounded on all sides by tramways operating on the
ordinary overhead system. The lines have been ready for the
through service for some time, but unavoidable delays have pre-
vented their being placed in service. It is now possible, however,
to see Dudley cars, which are primarily operated on the overhead
system in Wolverhampton, having had skates attached to their
under bodies for the purpose of working on the Lorain system.
while Wolverhampton cars, primarily equipped with the Lorain
skate, are to be seen on the Dudley system with overhead trolleys
for operating on that system. '

It was mentioned last month that the tramways committee of the
Manchester Corporation had announced a loss between &£5,000
and £6,000 on the past year’s working on the parcels carrying
business, and that the subjcct was receiving attention. The com-
mittee has now decided not to abandon this business entirely, but
to remodel it, and it will hereafter 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 own area, leaving that
business to other carriers. It is quite evident, of course, that the
corporation to undertake to deliver parcels to all parts of the
country would have had to build large depots and involve a large
amount of capital, besides undergoing the severe competition of
the various general carriers, so that it is a wise decision to with-
draw from that portion of the business.

There is a strong demand for further extensions of tramways in
Manchester, and the committee has at last decided to extend
the service from West Point, Upper Chorlton Road, to Chorlton-
cum-Hardy. The line, which will be a single one, will have loops
at convenient places, so that when the necessary land is acquired
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 present Failsworth, which is asking for certain extended
facilities which are not easy to give. Another probable cause of
the delay may also be that the Manchester cars would have to be
equipped with more powerful brakes, to insure safety on the much
steeper gradients in Oldham. Needless to say, however, these
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difficulties will soon be overcome, and it is only a question of time
before the service comes into operation.

Recently the West Bromwich Trades Council made representa-
tions to the Board of Trade, after a tramway fatality, that it
should be made compulsory 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
unduly burdensome regulations upon tramway concerns. The
board had to consider what additional protection the carrying of
such jacks would have to life and limb, and it appeared that there
was not sufficient evidence to show that these would conduce to
greater safety. On the other hand, jacks would tend to the
greater facility of removing obstructions to traffic, but this was
a matter for local licensing authorities rather than for the Board.

On the invitation of the tramways committee of the Hudders-
field Corporation, a private conference of representatives of the
Yorkshire Tramway Hangers’ Association and of the committee
was held at the Town Hall to discuss the important question of
brakes. The Mayor of Huddersfield, who is also the temporary
chairman of the tramways committee, presided, and in addition
there were also present various town Councillors and managers
and representatives of the following tramway authorities: Shef-
field, Hull, Rotherham, Bradford, Keighley, Wakefield, Doncaster,
Barnsley, Leeds, Birkenhead, Scarborough and the Yorkshire
Heavy Woollen District.

With reference to the recent strike of the Halifax tramway
men a notice has been placed in the office window at the Halifax
tramway depot that no more men are wanted. This 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 consideration. He also supplies the information that two-
thirds of the men now engaged on the system are local men.

It is now possible to travel from Manchester to Liverpool by
tramway cars, although the journey occupies about 5 hours, on
the completed line of the Lancashire United Tramways Company.
With the exception of a break of a few miles it is now possible
also to travel from Liverpool to Leeds by tramway. The Lanca-
shire United Company, by acquiring about 8o per cent Sf the
shares of the St. Helens Company, now practically controls the
whole of the tramway systems between Liverpool, Bolton, Wigan
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 this respect the tramways will largely
affect industrial enterprises within the districts concerned.

The electrification of the Hammersmith & Aldgate line has
just been completed, and a trial trip was recently made by the
Great Western Railway Company. The first electric car for public
use will be run shortly, but probably not until the end of January
will the complete new service be in operation. Then there will
be a service of 5 minutes, instead of one of 10 minutes, as at
present.. The twenty-four steam-propelled carriages will be sub-
stituted by twenty electric cars, and the change will be made
gradually.

The Lancashire & Yorkshire Railway Company has resolved
to establish a motor-rail service between Preston and Hesketh
Bank in November next, for the accommodation of the growing
suburban traffic. It has also been practically decided to establish
a similar service 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 8000 passengers per week. The possibility of
catering for the great holiday traffic in the Ribble Valley by run-
ning motor trains from Blackburn through Langho to Whalley is
under consideration.

Recently there was a large and pleasant gathering of employees
at the Chiswick headquarters of the London United Electric
Tramways Company, to take part in the formal opening of a
rifle range. The ceremony was performed by Sir Clifton Rob-
inson, and Lady Robinson fired the first shot, successfully scoring
a bull’s eye.

At a recent meeting of the Sunderland County Borough Council,
Mr. A. A. Day was formally appointed electrical engineer for
the borough in succession to Mr. J. F. C. Snell, who has resigned.
The commencing salary for the position is £800 a year, rising
to £1,000. Mr. Day has, for the past six years, been electrical
and tramway engineer to the Bolton Corporation, and prior to
that he was on the Manchester Corporation Electricity Works
staff, having been chief assistant engineer.
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The city of Birmingham has been during the past month a
center of intcrest, as it has just been able to open the new power
house which is to supply the city not only with electric power
and liglht, but also the incrcased demand for current made neces-
sary by the electric tramway scheme becing completed by the
Corporation. The station ultimately will have a capacity of
26,500 kw, about half being direct-current plant and half alter-
nating-current plant. At present therc are about 7000 kw of
direct-current machinery and 4500 kw of altcrnating-current ma-
chincry installed. All of the engines have been supplicd by Belliss
& Morcom. Four of these are about 3000 hp, coupled direct to
Dick, Kerr generators, tworof the same size are coupled direct
to alternating-current gencrators by the British Westinghouse
Company, and three engines of 1ooo hp are coupled direct to
British Westinghouse alternators, while smaller engines are used
for exciting and auxiliary work. There are also two Parsons
direct-current turbines of 500 kw each, and the station is lighted
by forty-two Cooper Hewitt mercury vapor lamps, each developing
1800 cp. In the meantime, the work of converting the tramway
system and the new construction in connection with the whole of
the clectric tramway system is progressing very rapidly, and some
of the routes will be opened immediately, and by Jan. 1 nearly the
whole system will be operated by the Corporation. Most of the
new cars are being supplied by Dick, Kerr & Company, mounted
on Mountain & Gibson's radial axle four-wheeled trucks.

The report of the British Thomson-Houston Company, Ltd.,
for the year ended March 31, states that the company has acquired
from the Allgemeine Elektricitits-Gesellschaft the British patents
covering the Winter-Eichberg system for single-phase railway
work, and with the consent of the company the Allgemeine Elek-
tricitdts-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 Gencral Electric Company, of New
York. During the period under review the company has ac-
quired from the General Electric Company, of New York, and the
Compagnie Frangaise pour I'Exploitation decs Procédés Thomson-
Houston all their British patents, and prior to March 3, 1906, it
made a similar contract with the Allgemeine Elektricitits-Gesell-
schaft. The company has sold to 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, 1903, 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, discounts, debenture
and other interest, amounts to £31,540. The amount brought
forward from March 31, 1903, is £1,696, making a total available
profit of £33,245. The whole of this profit (with the exception
of £4,124 carried forward) has becn applied to various depregia-
tions, which the direciors believe to be ample. As shown on the
balance sheet last year, the balance of the excess cost of manu-
facturing, incident to the establishment of the manufacturing busi-
ness of the company, amounted to £39,261 (£28,000 having been
previously written off). The amount 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 £8000, leaving a balance of
£31,707, from which further amounts will be written off from
time to time until finally disposed of. A.C.S.

G —

WESTINGHOUSE MANAGERS” MEETING

The annual convention of the sales managers of thc Westing-
house Electric & Manufacturing Company was held at the East
Pittsburg works during the weck ending Oct. 27. The meetings
were conducted by E. M. Herr, first vice-president, and L. A.
Osborne, second vice-president, assisted by C. S. Cook, manager
of the railway and lighting department; S. L. Nicholson, manager
of the industrial and power dcpartment; C. B. Humphrcy, man-
ager of the dctail and supply department, and Walter Cary, gen-
eral manager of the Sawyer-Man Elcctric Company. On Wednes-
day evening, Oct. 24, the officials of the company gavc a banquet
to the visiting managers at Hotel Schenley, at which there were
present, in addition to the officials and managers of the Electric
Compnny, prominent officials of associated intcrests, including
Col. H. G. Prout, vice-president of the Union Switch & Signal
Company; John F. Miller, fourth vice-president of the Westing-
house Air Brake Company, and E. H. Sniffin, third vice-president
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of the Westinghouse Machine Company. These annual meetings
of the Westinghouse 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 undcr almost
every known commercial condition. The convention closed on
Saturday, when the managers returned to their respective ter-
ritories.
_..._‘"_—

EARNINGS OF THE OAK PARK COMPANY FOR THE
YEAR ENDED JUNE 30

The Chicago & Oak Park Elevated Railroad Company, in its
report for the twelve months ended June 30, 1906, submitted to the
Tllinois Railroad and Warchouse Commission, showed a deficit for
the year of $40,056. This was a decrease of $18,06g compared
with the deficit reported for the previous year. The total excess
of outgo over income stood on June 30 at $93,778. The increase
in general expenses shown in the report was due to personal in-
juries and the increase in taxes due to a shortage of $9,000 in the
reserve for taxes in thc preceding year.

The gross earnings for the year increased $46,610, and the net
profits increased $29,933. This latter increase was absorbed by
increased expenditures. The figures follow:

FINANCIAL STATEMENT

Earnings— 1906 1905
Passenger g $863.637 $821,105
Miscellaneous ... 20,917 21,748
(ETIS S 5 3 e 37 (5 0 e § G S S v S e e o $890,554 $842,044

Operating expenses— -

Maintenance of way and structure.... 19,498 24,624
Maintenance of equipment. . 45,657 41,658
Conducting transportation . 391,643 300,518
General exXpenses ........oovvveenianns 48,730 43,128
Total $505,538 $505,929
Net earnings ... 385,016 337,014

Charges—

Tnterest voveeeienioninieerionianenss 284.740 278719
Taxes 53,467 31,767
Rental ..... 86,805 84,653
Total $425,072 $395,130
Deficit ... 40,056 58,125
Add for interest on notes given to

Chicago & Oak Park Elevated

Railway Company on account of

TEOTRAMIZALION isxa s asn o umi ciais 2,722 52,722
o)1 G (5 (| O S R S STIEL $92,778 $110,847
Per cent operating to gross o 56.77 60.02

ASSETS
Cost of road and equipment.......... $17,843,878 $17,801,221
Stocks and bonds owned 437.753 438253
Cash and accounts receivable. .. 127,627 119,721
Material and supplies on hand.. 2,333 5 .
Sundry 68,123 60,697
Profit and loss (deficit) .. 258,343 165,564
TOtal soseminsmmmenenmonsmes . ... $18,738,060 $18,585,456
LIABILITIES .

Capifal STOCK. iz mimvmemen . $10,000,000 $10,000,000
Funded dcbt .. 6,040,000 6,043,000
Debenture note .. 350,000 350,000
Recal estate mortgagces ... 5,23 8,363
Accounts payable 64,112 50,387
Interest on funded debt accrued, due

July 1, 1906.. 114,316 114,329
tNotes payable .. 2,044,500 1,054,150
SUNALY 55 mimesasssmsmesmsmswss e m:x 119,893 65.227
Total .. ... $18.738,060 $18,585,456
First mortgage bonds 5,000,000 5,000,000
Income bonds . 1,000,000 1,000,000
Gar trUStNOLES v s pmin s smamemuss 40,000 43,000
Total .. $6,040,000 $6,628,000

t Includes notes tc Chicago and Oak Park Elevated Railway Company,
amounting to $1,040,000.
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HUDSON VALLEY LITIGATION ENDED

Litigation against the Delaware & Hudson Company by Chas.
W. Morse and E. Clarence Jones, of New York City, as joint
owners of about $3,000,000 convertible bonds and stock of the
Hudson Valley Railway Company, which, on the conversion of
the bonds in 1908 would give them absolute control of the prop-
erty, has been averted by the Delaware & Hudson Company’s
abandonment of the claim as to the non-convertibility of the bonds
owned by Morse and Jones, and the purchase by Mr. Morse from
Mr. Jones of his half interest in the securities. As sole owner of
the control of the Hudson Valley Railway Company, Mr. Morse
will now be enabled to make such arrangements with the Dela-
ware & Hudson Railway Company as will be satisfactory to him,
and tend to establish harmonious relations between his Hudson
Navigation Company and the Delaware & Hudson Company.

e e

THE ATLANTA-MACON LINE

The executive officers of the Atlanta, Griffin & Macon Electric
Railway Company have been transferred from Atlanta to Macon,
and also for the Macon, Americus & Albany Electric Railway
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 survey-
ing from Macon northward and one from Atlanta southward.
These two corps met at Griffin recently, with the result that the
line will be by several miles the shortest between Macon and
Atlanta. Cars will probably leave Macon for Atlanta and Atlanta
for Macon every hour, with limited express cars at the more con-
venient hours. The running time for the through express cars
will be 2 hours between Macon and Atlanta, while the time for the
local service cars will be about 234 hours. W. J. Kinca:d, the
well-known capitalist and cotton mill man of Griffin, is the presi-
dent of the Atlanta, Griffin & Macon Electric Railway Company ;
W. J. Massee, of Macon, is vice-president; Col. Clifford L. Ander-
son, of Atlanta, is secretary; Willilam A. Wimbish, of Atlanta, is
treasurer, and Albert Bolyston, of Atlanta, is assistant secretary
and treasurer. The offices of the secretary and treasurer are in
the Prudential Building, Atlanta. Engineering corps will be
placed in the field at an early date to survey the route between
Macon and Albany. Joseph S. Davis, capitalist and banker of
Albany, is president of the Macon, Americus & Albany Electric
Railway Company. The Macon & Albany Sccurities Company is
the company which is financing the preliminary work on the
Macon & 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 capitalists of
Georgia. Nicholas J. Cruger, of Albany, is president. The Inter-
urban Construction Company is a company 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. W. J.
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 oi La
Electra, S. A., and the company Industrial de Guadalajara, in
Guadalajara, by the Mexican Light & Power Company, the
Canadian concern which owns the big electric power transmission
plant at Necaxa and the street railway systems of Mexico 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.

e
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 Railroad Commission, are being handled directly by Com-
missioner George W. Bishop, of Newtonville, to whom the pre-
liminaries were delegated in his capacity of expert in railroad
construction and appliances for the board, and he has found it a
somewhat difficult matter to sift out from among a large number
of inventions, existing only on paper or as models, those which
are actually available for trial. He has been assisted in the
matter by Inspector Lewellyn H. McLain, of Melrose.
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APPEAL TO U. S. SUPREME COURT IN CLEVELAND
SITUATION

Attorney J. W. Warrington, representing the Cleveland Elec-
tric Railway Company, has asked the United States Supreme
Court to grant an order restraining the city of Cleveland from
tearing up the tracks of the company until the appeal now before
the Supreme Court can be heard. The court took the matter
under advisement, Chief Justice Fuller stating that the court
would announce its decision as soon as possible.

T e
FINE ELECTRIC RAILWAY MAP

The Price Publishing Company, of Lima, Ohio, had on ex-
hibition at the Columbus convention -an excellent map of Ohio,
Indiana and Michigan, showing the electric railways in heavy
lines, thus giving them prominence over steam roads, which other
maps do not. This map is on muslin-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.

— o ——

STOCKHOLDERS OF WORCESTER RAILWAYS & INVEST-
MENT COMPANY GIVEN PRIVILEGE TO EXCHANGE

Mackay & Company, in a circular to stockholders of Worcester
Railways & Investment Company, say:

“We have purchased a majority interest in the shares which
have been exchanged for the 4 per cent preferred shares of the
New England Investment & Security Company, and we now offer
shareholders privilege of exchanging their shares on the basis of
twenty shares of Worcester Railways & Investment for twenty-
omne 4 per cent preferred shares of the New England Investment
& Security Company, on and after Nov. 1, 1906, at Old Colony
Trust Company, Boston.

“The New England Investment & Security Company is de-
scribed in the accompanying letter from its president. Its pre-
ferred shares, $10,000,000 in amount, are entitled to cumulative 4
per cent semi-annual dividends, these dividends and $105 per
share and accrued dividend in event of liquidation being guaran-
teed by endorsement by the Consolidated Railway Company, of
Connecticut. The preferred shares are non-taxable in Massa-
chusetts.

“This guarantee is further protected by a three-party agreement
between the New England Investment & Security Company, the
Consolidated Railway Company, of Connecticut, and the New
York, New Haven & Hartford Railroad Company, in effect an
obligation of the New York, New Haven & Hartford, and as
such with priority over any dividends of that railroad.”

C. S. Mellen, president of New Haven Railroad and also presi-
dent of New England Investment & Security Company, gives first
official information as to this company in a letter, saying:

“The company is a voluntary association formed June 25, 1906.
The trustees are: Charles S. Mellen, Nathaniel Thayer, C. F.
Brooker, William Skinner, Robert W. Taft, Edwin Milner and D.
Newton Barney,

“It has outstanding $10,000,000 4 per cent cumulative preferred
and $10,000,000 common shares.

“It owns in trust for the benefit of shareholders the following
stocks and bonds:

“Worcester & Southbridge Street Railway Company, 7000 shares
of stock (entire capital), 224,000 first mortgage 4% per cent
bonds, $146,360.33 of notes payable.

“Worcester & Blackstone Valley Street Railway Company, 2000
shares of stock (entire capital), $257,076.67 of notes payable.

“Worcester Railways & Investment Company, 36,071 shares of
stock.

“Sprmgﬁeld Railway Company 102 shares of stock; $372000
of notes payable.

“Springfield Railway Company, 50,000 shares of common stock.

“Berkshire Street Railway Company, 13,708 shares of stock;
$200,000 3 per cent bonds, $366,886.70 of notes payable.

“Western Massachusetts Street Railway Company, 3000 shares
of stock, $137,500 of notes payable.

“Hartford & Worcester Street Railway Company, stock rights
in 2,007 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, 1900, 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
1,002.10 miles of track were operated, while in 1906 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 19006, and were paid wages aggregating $2,524,475.08; 870
motormen and 830 conductors were employed, the motormen re-
ceiving $555,007.68, an average daily earning of $1.88, and the
conductors being paid $523,667.32, an average daily wage of $1.80;
09 linemen and 291 mechanics were employed during the year, the
linemen receiving $56,833.11, daily earning of $2.26, and the me-
chanics being paid $207,737.21, an average of $2.23 a day; 96
electricians received $50,011.00, or about $1.50 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 earnings
coming from passenger traffic were $7,411,002.36. 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.

e e

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 1 o’clock,
and carried about 100 passengers; of this number fourteen left
the train at Pleasantville. The motor car 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, fell part 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 of
rescue was begun at once, and by Monday afternoon fifty-three
bodies had been taken from the water, all but one of which have
been identified. Nine more 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 Penn-
sylvania Railroad on Sunday issued the following special state-
ment regarding the accident:

“Llectric train No. 1005, consisting of three coaches, which left
Camden at 1:00 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 are
now working on the wreck. Divers not being available in Atlantic
City, they had to be procured from Camden and Philadelphia.

“General Manager Atterbury, with a force of assistants is on
the ground, and every effort possible 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 possible effort is being made to learn the names of the pas-
sengers on the train. The bodies, when rccovered, are being
placed in charge of undertakers to await identification.

“The equipment of the train was entirely new, having been in
service 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.

“The motorman, Walter C. Scott, was drowned. The conduc-
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tor, J. O. Curtis, and the brakeman, R. B. Wood, 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
“frecze out” all of the Chicago interests. The two companies
form the principal basis for the Chicago Union Traction Company.
The 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 the street car companies, and the
sale must be made at whatever price the company chooses to bid.
The petition further states that the lessee and assignee of the
leases have neglected their duty, and have allowed the lines
of railway to deteriorate and have given the public bad service.
The petitioners state their belief that there was, and is, a fund
readily available for the payment of all debts of the Chicago
Union Traction Company in the shape of a stockholders’ liability
amounting to $20,000,000.

g =

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 appointed general passenger and freight
agent of the lines, succeeding Mr. F. D. Wheeler, who has re-
signed.

MR. EDWARD S. DOUGLAS, clerk and treasurer of the
Worcester & Holden Street Railway Company since its organiza-
tion, has been relieved of the duties of general supermtendent and
made general manager. Mr. Albion B. Clapp is made general
superintendent. Mr. W. 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.
W. F. Milholland, 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 Railway, Light & Power Company, of Rutland, Vt,
has resigned his position as assistant superintendent, to take effect
Nov. 1. Mr. Eldredge will enter the employ of the S. F. Bowser
Company, of Fort Wayne, Ind. Mr. W. H. Horton, who has
been connected with the engineering department of the railway
company for some time, will succeed Mr. Eldredge.

MR. 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 of service, Mr. John Q. Hennigan, of
East Milton, whose term expires Oct. 1, 1907, and Mr. Grafton
Upton, of Everett, whose term expires Oct. 1, 1008

MR. HENRY E. HUNTINGTON was the guest of honor at a
banquet given recently at the Hotel Maryland, in Pasadena, Cal.
Guests were present from all parts of Southern California, chiefly,
however, from Los Angeles, Pasadena and Long Beach. An
elaborate menu was provided, the menu cards being hand-painted
and containing a recent photograph of Mr. Huntington, a bio-
graphical estimate of his life and work, the program of music
and toasts, the menu and a colored map of the Huntington sys-
tem of electric lines. A full sized railway spike, heavily nickeled
and suitably inscribed, lay beside each plate, and formed a novel
souvenir of the occasion.
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reports to the ends of the various financial years. Similar statistics in regard to roads not reporting are solicited by the editors.
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in connection with our Financial Supplement ‘* American Street Railway Investments,” which contains the annual operating
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