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may cause the valve-lesion. The evident chronicity of the cardiac
condition, even assuming that it was not congenital, would seem to
point to the renal disease being secondary in this case; but,_when
established, it would react on the heart, causing hypertrophy of its left
ventricle.

W. P.’s history favours congenital malformation of the heart, He
had always had cardiac symptoms. IIe had never had any sudden
onset of severe symptoms, such as mark communications between the
two sides of the heart from ulcerative perforation or the giving way of
a segment of the aortic valve, The renal disease doubtless increased
the cardiac embarrassment, and probably was the penultimate causc of
death. The murmurs, which were very loud, and. the purring tremor,
which was intense, werc characteristic of a communication betwcen the
aorta and pulmonary artery; they were probably due in this casc,
in chief part, to the to-and-fro current of blood through the aperture of
communication between the aorta and pulmonary artery; the systolic
murmur being heightened by the flow of blood through the septal apcr-
ture; the diastolic by regurgitation from the aorta into the left ventricle.

I have to thank Mr. Harvey Smith for assisting me in taking notes
of this case.

CasE 11, Communication between the Two Ventricles of the Hearl:
Two Aortic Segments.—W. 8., aged 8, was brought to the hospital May
27th, 1880, in a moribund condition with enteric fever, of which he
died shortly after admission. His mother said that, up to the time of
the fever, he had been a strong boy, and had had no illness except an
attack of bronchitis the previous winter. e had always complained
of coldness of the hands and feet.

Post mortem, the heart weighed seven ounces. On laying open its
left side, the ventricle was seen to be dilated and hypertrophied; the
mitral valve was sound; the aorta free from disease. The aortic valve
had but two segments; these were greatly dilated and one was a third
larger than the other. The larger one showed no signs of subdivision.
A small portion of both segments was thickened; the thickened portion
was at their attached margin, where they formed part of the boundary
of an aperture in the septum ventriculorum, The rest of the segment
was sound. In the aortic sinus corresponding to the larger segment
was the origin of the two coronaryarteries. In the septumventriculorum,
between and below these two segments, was a smooth, round, mem-
branous aperture, around which were some small vegetations; one,
resembling a polypus, arose on the rim of the aperture, and permitted
of being pushed to and fro from one ventricle to the other. On laying
open the right side of the heart, the ventricle was seen to be slightly
dilated and hypertrophied. The tricuspid and pulmonary valves were
sound. The aperture in the septum was half an inch below the pul-
monary valve. On the inner surface of the wall of the ventricle, over
an area the size of a sixpenny-piece, was a cluster of vegetations they
were situated exactly opposite to the septal aperture. The ventricle
elsewhere was free from vegetations. The spleen was enlarged and
soft; the intestines ulcerated; the other viscera normal.

The explanation I would offer of this case is, that one aortic segment
was congenitally absent; that, during fcetal and infantile life, the two
segments by dilatation were competent, or nearly so; but that, as the
heart and large vessels increased in size, regurgitation took place,
causing hypertrophy and dilatation of the left ventricle, The aperture
in the septum I regard as a flaw in development, looking upon the
septum as an ‘‘imperfect septum”, The vegetations around the septal
aperture, and the thickening of that part of the two segments which
helped to form it, were, I venture to think, the result of extraordinary
strain on that part, and the loitering of blood about it conseqaent on
the lateral current through the abnormal aperture. Increased tension
of the two aortic segments from the absence of one segment would
explain the dilatation of these segments. The vegetations in the right
ventricle being confined to a limited area, and being situated exactly
opposite to the septal aperture, would make it appear that they had
been caused by blood driven through that aperture, and impinging on
the wall of the ventricle. This case seems to come into the category
of those cases where congenital malformations of the heart are followed
by morbid changes in that organ. The abnormality of the circulation
probably leading to the disease, the morbid changes may take the form
of dilatation, or thickening of valves, or vegetations, or aneurysmal
dilatation of congenital apertures, or alterations in the walls, or capacity
of the chambers of the heart—a class of cases exemplified also by
Cases 1 and 11. I would point to certain features common to this case
and Case 11: 1. The existence of but two segments of the aortic valve;
probably the result of defective development. 2. One of the existing
segments is larger than the other, and is subjacent to the sinus of the
aorta giving off the two coronary arteries. = 3. The existence of an
aperture in the septum ventriculorum; probably congenital. 4. The

t

presence of morbid changes in the acrtic segments and in the heart;

probably secondary. .
I have to thank Dr. Barling, the pathologist, for an account of the

post mortene of this case.

THE NEW YORK AMBULANCE SYSTEM.
By BENJAMIN IIOWARD, A.M.,, M.D.,, F.R.C.S.E.

IN the system for the care of emergency cases within the Metropolitan
district of New York, there are observable « promptness, ease, and
thoroughness not only interesting, but suggestive. This system unites
municipal authority with voluntary effort, and affords an exceptional
illustration of the efficiency and harmony possible to such combination.

Although not so designated, practically the Chief of the Ambulance
Systemis the Chief of Police. The principal general hospitalswhich have
been placed at his service, accept the regulations imposed, and thus the
hospitals in question supplement the single government ** House of
Relief,” and these together form a circle of hospitals at the centre
of which is the office of the Chief ¢f Police in telephonic communica-
tion with them all. The Chief of Police at any moment, day or night,
can have an ambulance from any or every one of these hospitals, at
any given spot, as certainly and as quickly as the Chief of the Fire
Department can have a fire-engine from any Fire Brigade station at a
designated point in a corresponding emergency. For the sake of con-
formity in this plan, the hospital-buildings erected since the organisation
of this system, have included the most careful adaptation toit ; while the
older hospitals have received corresponding alterations.

On the occurrence of a surgical or medical emergency, information,
whether Ly a policeman or a civilian, is at once given at the nearest
police-station ; this is telegraphed to the central head-quarter police-
office. The officer receiving the telegram can see a chart before him,
in which hospital district the emergency in question has occurred, and
telephones the call and address to the hospital to which that district
belongs.

While I was talking upon this subject in the office of the superin-
tendent of the recently built New York Ilospital, the conversation was
stopped by a shrill whistle. A telephonic message having been received,
and as quickly answered, the superintendent remarked that the message
was an emergency call. Following him on a run down a flight of s:airs,
and under a covered way across an inner courtyard, a surgeon was seen
to step into an ambulance, which passed almost noiselessly along the
concrete way under the arch and into the street. As the superintendent
had telephoned both driver and doctor, before he had explained to me
the nature of the interruption in our conversation, while we were simply
putting on our hats, the ready harnessed horses had been put in, the
doctor had got the start of us, and I had nearly missed the perform-
ance the superintendent had asked me to witness.

The ambulance, on returning, comes in from an opposite direc-
tion, and stovs under the large poste cockére on the opposite side of
the court, at the door of the reception or accident ward.” This room,
is supplied with every surgical convenience : operating table, instru-
ments, dressings, hot and cold water, and beds, while opening into it
are bathrooms and small bedr.oms, all at a constantly agreeable tempe-
rature.  According to expediency, the patient may remain a longer or
shorter time comfortably where he is, be put into a private room adjoin-
ing, or Le transferred on the lift direct from the table to an ordinary
ward above. If, on the uther hand, the case bea trivial one, the ambu-
lance takes him at once, or as soon as he may wish, to his own home.

The ambulance-surgeon, immediately on returning to the hospital,
according as the case may be surgical or medical, notifies the house-
surgeon or house-physician, who then takes entire charge of the case.
Before attending to any other duty, however, the ambulance-
urgeon enters in a book, kept for that purpose, time of call, start,
srrival, departure, return, and such details of history and diagnosis as
a coroner’s jury might possibly require.

The ambulance-wagons are drawn by two good horses, with light
harness; and on the street the driver, by common consent, has the right
of way. The vehicle pretty uniformly adopted is in every particular as
light as is consistent with 1is use. Its floor is very low, and the bed,
which is on rollers, is by means of sliding handles used as a stretcher alsa.
The roof and curtains are of white duck, which is so extended as to
afford good shelter to the driver. Within is a comfortable seat for the
doctor, where, if he wish, he can watch the patient ez route. In the
Lox of the ambulance are all such stores and appliances as are deemed
expedient for possible use,

This system seems to have the merit of great equality of advantage,
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1. To the municipality, it offers relief from all care of the cases in
question, and without cost for horses, ambulance, or treatment, .

2. To the hospital surgeons, it supplies the kind of cases especially
desired by those who are teachers. .

3. To the patients, it secures prompt help, and the mcst skilful
attendance,

The municipal element in the system maintains in all concerned the
consciousness of accountability, while the voluntary element in the
system quickens between the several hospitals a lively emulation.
Take it all in all, the ambulance system of New York is creditable,
both to the medical and to the municipal authorities of the city, pre-
senting an unique example of an efficient and harmonious combina-
tion of municipal and voluntary effort, which seems to yield satisfac-
tion to all concerned.

As the city which, for the protection of property, boasts the best fire
department in the world, must sooner or later follow its higher instincts
and traditions in having a system correspondingly complete for the
protection and care of human life also, it is possible that some of the
above facts will afford memoranda which may be of service in the
organisation of the future Ambulance Department of London.

THE USE OF FLECTRICITY IN EAR-DISEASE.*
By E. WOAKES, M.D.

IN discussing the subject of the use of electricity in diseases of the ear,
I shall refer to it—first, as a means of diagnosis; and secondly, as a
remedial agent,

As regards the value of electricity for the purposes of diagnosis in
ear-disease, you will at once recall the experiments of Dr. Brenner
at St. Petersburg, first made known about twelve years ago by the
publication of his work on Electro-Otiatrics, a very fair résumé of which
is given in Dr, Burnett’s treatise on the Zar, and also in Dr. Roosa’s
last edition. You will remember that this work was the result of
ten years of careful study, and therefore the conclusions arrived at
are entitled to the weight which such exhaustive examination by a com-
petent observer must always demand. The outcome of this study was,
that the auditory nerve could be excited by the electric current, which
in the normal state responded to it by certain constant phenomena;
and that these phenomena were reduced to exact formule for the
guidance of others, who would ascertain by means of electricity the
state of the nerve of audition.

That Brenner’s conclusions should meet with opposition, is only what
may have been expected. Without desiring to prejudice the discus-
sion, I shall state very briefly two points which seem to my mind fatal
to the sufficiency of the experiments, and therefore to the conclusions
deduced from them.

The conditions of the experiment make it probable that the auditory
nerve is not reached by the current at all. The reasons for this con-
clusion are, that, when a nerve is superficially placed, covered only by
integument—/.¢., when the electrode is applied to it—a very consider-
able portion of the current is diffused in the surrounding tissues. Bone
being a bad conductor, this loss of electricity, de Watteville and Hitzig
argue, not taking place, increases the probability of the current reach-
ing the auditory nerve. (The electrode is placed in the external canal,
previously filled with water.) But the current must previously affect
other nerves within reach—the branches of the fifth-~and reflexly
excite spasm of the tensor tympani, before it reaches the auditory
nerve. Now, the effect of exciting a powerful contraction of the tensor
tympani is to make pressure through the stapes on the intralabyrinthine
fluid. Dr. Weber-Liel of Berlin has pointed out to me that direct
pressurc over the stapes, when this bone is exposed by means of a
probe, is accompanied by a sound which the patient experiences, resem-
bling ““ting-g-g”. The correspondence between this sound and that pro-
duced by Brenner, and understood by him to imply a normal 1eaction
to galvanism of the auditory nerve, is very significant. At any rate, it
leaves one’s mind in a state of doubt as to whether Brenner’s normal
reaction was not the result of inducing contraction of the tensor tym-
pani in a healthy ear, secing that such contraction, when in excess
of what occurs in response to ordinary stimuli, is undoubtedly asso-
ciated with a sound; that is to say, the sound is due in both cases to
mechanical pressure, and not to electric excitation of the auditory
nerve,

Another point, which stands somewhat in the light of a corollary to
the preceding, is this: the supporters of Brenner’s hypothesis atfach
great importance to the fact that, when the test is applied to a badly

* Read at Cambridge to introduce the discussion on this subject at the Otological
Section, August 1€€o.

diseased ear of long standing, the phenomena do not occur in that ear,
but in the opposite one, to which no electricity is applied; or they
oceur in both ears in a reverse order. The current is here supposed to
pass along the partially paralysed auditory nerve of the diseased side,
and to be transferred to the other and unaffected nerve by communica-
tions at their origin, Now I think there is another explanation, and a
more reasonablc one. It is very rare for an old-standing case of ear-
disease to be free from paresis of the tube-muscles on the affected side.
Now, if the conclusion at which I have already arrived hold good—
viz., that the sound in question is the result of contraction of the tensor
tympani—it is very obvious that, if this muscle be paralysed, or only
partially paralysed, on the side to which the galvanism is applied, it
will fail to react to the stimulus, or will react partially, or differently
from what it would do otherwise. It is not improbable, under these
circumstances, that the current would travel to the opposite branches
of the fifth nerve; and that contraction of the tensor tympani of
the opposite ear would ensue, and give the ordinary result in this, the
unaffected side. That such cross action of a stimulus in the case of the
fifth nerve does occur, is borne out by the following suggestive fact. A
lady about fifty years of age, suffering with deafness and paresis of
the tubal muscles of the right ear, not of an extreme type, states that,
when she bites a crust or hard substance on her %/ upper second
bicuspid tooth, she gets 2 distinct momentary ringing sound in her
right ear. She is an intelligent common-sense person, not at all
likely to imagine the symptom; and the statement I have repeated was
volunteered to me. I need not stay to point out that the connection
here can only be through the fifth nerve, and that it was transferred to
the opposite side; thus establishing, as far as it goes, the possibility of
a sound being excited through this nerve in the opposite ear.

‘¢ Professor Hughes’s audiomecter is an instrument for exactly mea-
suring the power of hearing, and chronicling the progress of recovery
from deafness.” 1In the Practitioncr for May 1880, Dr, Richardson is
reported to affirm that it ** may be used to differentiate between deaf-
ness through the external ear and deafness from closure of the Fusta-
chian tube—throat-deafness; or to determine the value of artificial tym-
panums in instances of deafness due to imperfection or destruction of
the natural tympanum.” Others speak of it as an cxpensive and im-
posing toy. I cannot say that I am in a position to throw any light
upon these extreme views, though I trust the discussion may do so.

I now have to consider the value of electricity in car-disease, consi-
dered as a curative agent simply. I do not know how far the experi-
ence of other otologists corresponds in this respect with my own, but I
am quite free to confess to a growing recognition of the paramount im-
port of muscle-paresis as a chief factor in the cansation of deafness and
its concomitant symptoms in a very large proportion of those cases of
the disease which occur in adult life. To Dr. Weber-Liel of Berlin is
undoubtedly due the credit of having first pointed out this important
fact in his work entitled Progressive Schuerhorizkeir, published in
1873. Three years ago, before I became acquainted with this work, I
had quite independently arrived at the conclusion that paresis of
muscle was in some way concerned in the production of the symptoms
referred to, because I met with quite a number of cases in which these
symptoms were associated with marked paralysis of the palato-tubal
muscles. It is true that most of my cases presentcd some marked
divergencies, as regards simply aural conditions, to those described by
Weber-Liel; and I presented the first #Jsumé of them to this Section
in a paper which I had the honour of submitting to it last year at
Cork. It would be beside my duty on this occasion to occupy your
time with further details on this subject; suffice it to say that there
appear to me two distinct phases of paralytic aflections of the auditory
apparatus—viz., that described as *“progressive” deafness by Weber-Licl,
and that which I have elsewhere described as “*paretic”’ déafness. Now
the importance to our present purpose of these observations, resides in
the fact that it is in these paretic aural affections that galvanism will
be found of essential service. That is to say, it is in the treatment of
deafness in adult life, when this acknowledges a more deeply scated
constitutional lesion of the nervous system, that the true province of
electro-therapeutics, as it relates to otology, will be found to lie. Speak-
ing strictly within the limits of my own experience, I have to regre:
that, even in this large class of cases, the use of electricity is essenti-
ally a limited one. The reason of this resides in the fict that we
seldom meet with uncomplicated cascs; for it i inherent in the nature
of any affection which interferes with the function of the Lustackian
tube—as paralysis of its muscles does—to induce a greater or less de-
gree of passive congestion of the middle ear, Now it has been conclu-
sively shown by the experiments of Morant and Destre, a detailed
account of which will be found in the Comples Rendus, 1873, that,
after galvanising motor nerves, there follows considerable hyperemia
in the tissues to which the branches are distributed, which condition






THE NEW YORK AMBULANCE SYSTEM.— The New York am-
bulance system is undoubtedly the most perfect in the world.



It originated about ten years ago, the first one being used at
Bellevue Hospital.  Previous to that time what were known
as “ sick-wagons ” were used, which were slow, lumbering affairs, not
unlike an ordinary grocery wagon, and in marked contrast to the
present brightly varnished, gilt-lettered ambulances which may be
seen at almost any hour of the day dashing through the streets at
what sometimes seems to be a perilous speed. The calls were also
much longer in reaching the hospitals then than now, as the present
perfect telegraph system, by which a call can be instantly sent from
any police station to any of the larger hospitals, was not in use. Ifthe
case be an urgent one the call can be sent from the nearest fire alarm
box, by which means valuable time is frequently saved. Under such
circumstances it is called a “ fire-call,” and is transmitted to all of the
hospitals, and the ambulance which first arrives claims the case. The
ambulance surgeons and drivers are on duty both night and day,
and seldom require more than two minutes to get in readiness for the
start. A tourniquet, bandages, carron oil and medicines useful in
emergencies are always carried, and important services are frequently
rendered before the hospital is reached. About two years ago an
ordinance was passed, giving ambulances the right of way “against
all persons, vehicles or animals,” and since then but little obstruction
has been met with, and the efficiency of the service consequently
much increased. The introduction of ambulances was an important
step in hospital management, and they certainly could not now be
dispensed with.
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THE FIRST AUTOMOBILE PATROL WAGON,

The town of Akron, Ohio, lays claim to the distine-
tion of having constructed the first automobile patrol
wagon ever used. The wagon in question was not
made by a horseless carriage manufacturer, but was
designed and built by a local mechanical engineer, Mr.
Frank P. Loomis.

The vehicle is driven by two four-horse power elec-
tric mnotors, geared in the usual wanner with the rear
wheels. Current is supplied by an accumulator of 40
cells, stowed beneath the seats of the vehicle in four
sets of ten cells each, and grouped as the driver may
desire by means of a controller within reaeh of his left
hand. A meter at his right hand indi-
cates the amount of current at his dis-
posal.

The steering mechanism consists of a
hand-wheel, the vertical shaft of which is
connected by a segmental gear with a
fifth-wheel provided with roller bearings.

'The braking devices comprise two sets
of friction rollers forced into engagement
with the tires of therear wheels by means
of a foot-lever, and a band-brake con-
nected with the gearing of the rear
wheels and controlled by a hand-lever
beneath the steering wheel in front of the
driver.

The wagon body is 10 feet long, 4 feet
4 inches wide, and is supported on rubber-
tired wooden wheels carried by roller-
bearing axles. The vehicle has a maxi-
mum speed of twenty miles an hour,
weighs 5,500 pounds, and cost the city of
Akron about $3,000. For our descriptive
matter and illustration we are indebted
to Mr. E. J. Hoskin, of Akron, Ohio.

A New Variable Star in Algol.

Another remarkable variable star of the
Algol class has been discovered by Mme.
Ceraski. From an examination of the
Draper Memorial photographs of this
star, it appears that while the star has its full bright-
ness on 45 of them, on several of the early photographs
it is so faint that they mmust have been taken when the
star was near minimum. The Moscow photographs
furnish the means of determining the periods from an
interval of four years, the Harvard photographs in-
crease this interval to nine years. Five stars of the
Algol class, S Caneri, U Cephei, W Delphini, +45°3062,
and the star referred to are specially interesting, says
Prof. Edward C. Pickering, owing to the large vari-
ation in their light, which amounts to abouat two magni-
tudes in each case. 1t is remarkable that two of these
were found by Mme. Ceraski, and one by her distin-
guished husband.

AN ELECTRIC AUTOMOBILE AMBULANCE.,

The ambulance service in our American cities is the
model one of the world, so that it is little wonder that
we are to have what is probably the first electric am-
bulance, certainly the one we illustrate is the first ever
built in the United States. There are many reasons
why an automobile ambulance has marked advantages
over the horse vehicles. It is capable of greater sus-
tained speed, and when the destination is reached no
care has to be paid to the steaming horse, and both
surgeon and driver can devote their at-
tention to the injured person. Accidents
to ambulancesare of frequent occurrence,
owing to their speed and their right of
way, but electric vehicles can be stopped
in their length, Every second is of im-
portance to an injured person, and speed
and ease of riding will undoubtedly soon
make themm a great favorite among hos-
pital authorities. Another feature of in-
terest is the lower cost of inaintenance.
An ambulance 18 msually idle twenty or
more hours out of the twenty-four, and
this gives ample time for charging the
batteries. There is no time lost in hitch-
ing up, and the stable may be in the
hospital proper, without the dangers of
stable odors. :

The electric ambulance shown in our
engraving was built by F. R. Wood &
Son, of New York city, for St. Vincent’s
Hospital. It is handsowe in appearance,
being well finished. The openings are
all inclosed with beveled plate glass
windows which open or close with ease.
The vehicle is steered from the front
wheels and is propelled by two 2-horse
power motors, which are suspended on
the rearaxle. The current for the motors
is supplied by 44 cells of storage batteries
and it is managed by a controller placed
under the seat entirely out of view.
This controller permits of three speeds
ahead, 6,9 and 13 miles per hour, and
two speeds to the rear, 3 and 6 miles

per hour. The radius of action of the ambulance is
25 to 30 miles.

'The Wood pedestal gear is used, making it possible
to have the body low, which is essential in an ambu-
lance, and adds to its appearance. All the fore and
aft bending strain on the springs is relieved by the
pedestals sliding vertically up and down on the pedes-
tal box. The driver is in immediate communication
with the surgeon by the aid of a speaking-tube. The
inside trimming is of leather, and the bed slides out,
and being caught by irons, stands out parallel with
the sidewalk, thus enabling a patient to be placed
upon ‘the bed without the necessity of being jolted,

THE FIRST AUTOMOBILE PATROL WAGON.

which is inseparable to the use of stationary beds.
The inside and outside electric lights are of ten-candle
power each. The mountings are all of brass.

Experiments With Decimal

French

Instruments in the
Marine.

The experiments which were commenced last June
on several vessels of the French navy at the Naval
School at Brest, and in several hydrographic schools,
for the purpose of studying the advantages of the em-
ployment in navigation of the decimal measures of
angles, will, according to the original programie,
close at the termination of February, 1900.

The correspondent of The Moniteur de la Bijouterie
et de 'Horlogerie says :

‘We are happy to recall the fact that the instruments,
maps, sextants, compass roses, decimal chronometers,
ete., which are employed, appeared at the exposition
of the apparatus for the measure of timme and angles,
graduated according to the decimal systemn.

This exposition was organized on the occasion of the
congress of the scientific societies at Toulouse by the
Geographical Society of this city, at the instance of
M. De Rey-Pailhade, ex-president, and the promoter
of this important reform, of which the success is now

NEW ELECTRIC AMBULANCE FOR ST. VINCENT’S HOSPITAL, N. Y, CITY.
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certain. The numwerous instruments exhibited forecibly
drew the attention of all interested, and particularly
of General Sesmaisons, commander of the 17th Army
Corps. The experiments are under the direction of
Captain Guyon, a prominent member of the Bareau of
Longitudes, who was appointed by the Ministerial
Commission on Decimalization.

Each experimenter will present a detailed report to
the Bureau of Longitudes on the employment of the
new deciwmal units of angles. That learned body will
publish a resumé of the experiments for submission to
the decision of the International Congress, specially
charged with the consideration of this subject.

The scientific societies of our city which,
during the revolution, was one of the
first to adopt the decimmal division of
time, will follow with interest the results
of this truly scientific event, this effort
for the extension of the work of the im-
mortal creators of the decimal metric
system.

The following incident shows the value
that was attached to the decimal time:

Antoine Alric, a watchmaker of Tou-
louse, was arrested and imprisoned on
December 7, 1793, for having ‘‘uttered
his aristocratic opinions on all oceasions.”
Alric had devoted time to the decimal
hour, which had been encouraged by a
decree of the National Convention on
the 21st Pluviose of the year 2, establish-
ing a public competition of decimal
watches. The Toulouse Committee of
Safety, of whom the watchmaker had
demanded his liberty, reported to the
national agent : ‘** We do not think that
Alrie, watchmaker, deserves to be set
free; but we will engage him to execute
his plan as to the decimal watches.”
Alric was discharged on the 10th Frueti-
dor, year 2, as more talkative than danger-
ous.

At the congress of the societies there
was a beautiful clock, which, through the ingenuity of
M. Raffy, presented simultaneously the ordinary hours
and the decimal timme by means of divisions and hands
in two colors ; every body understood the decimal time
at the first view. This remarkable timmepiece realized
the wish expressed by the municipal authorities of Tou-
louse, at the sitting of the 15th Fructidor of the year6,
that, ‘* The clock of the capitol should indicate both
the decimmal and the duodecimal hours, in order that
the public should understand their relations to each
other.”

It is interesting to remember that the new experi-
ments take place at exactly a century after the estab-
lishiment of the metrie system. It was on April 23, 1799,
that the comimission of the national convention,
charged with the preparation of the meter, completed
its work. On June 22, 1799, the meter and the Kkilo-
gramme in platina were presented to the united legis-
lative body. On December 10, 1799, the second law
constituting the decimal metrical system was enacted,
fixing definitely the values of the meter and the kilo-
granine.

, Our Coal Production.

The fact that the United States has become the
world’s greatest producer of coal, and at
a cost for production far below that of
any other part of the world, is attracting
great attention, especially from British
producers and consumers of coal. The
present output of the United States is
larger than that of the United Kingdom,
and coal ecan be bought in America at
the pit mouth at $1.18 a ton as against
$1.36 paid in Great Britain. The result
is that people in Lancashire are talking
about bringing coal from America to
Lancashire. In 1870, the United States
produced short-tons, and in the
same year the Kingdom produced
123,682,935 short-tons. In 1880, our pro-
duction of coal had risen to 71,481,569
short-tons, while that of the United
Kingdom was 164,605,738 short-tons, and
in 1899 the total amount of coal produced
in the United States was 244,000,000 short-
tons against 234,000,000 short-tons of the
United Kingddin.

THE last remaining relic of the first
railway in London has just disappeared.
In 1801, an aet was passed authorizing
the construction of a rail way from Wands-
worth. to Croydon, the sleepers being of
stone and motor power was provided
by horses. The scheme included a dock
at Wandsworth and it is the ancient
wooden crane connected therewith which
has just fallen into the waters of the
Wandle,
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ORIGINAL ARTICLE.

HISTORY OF THE AMBULANCE SYSTEM IN
BROOKLYN, NEW YORK.

BY WILLIAM SCHROEDER, M.D.

In some form or other for years past persons
found upon the public streets, in a state of sick-
ness, or those who met with an injury by accident
or otherwise, were conveyed to their homes or to
a place of shelter. In later years this place of
shelter was called a hospital. The method by
which this was accomplished varied according to
circumstances. If a stretcher could be secured
" that was considered the best; if not, any wagon
was put into service without regard to the injury
received or the comfort of the patient. This con-
dition of things prevailed in the city of Brooklyn
until August, 1873. We desire at this time to
present a review of the proceedings of the Com-
mon Council, and several papers published in the
local press relating to the introduction and estab-
lishment of the Ambulance System in the City of
Brooklyn; they will tell the story much better
than any words of mine.

The first communication on this subject ap-
peared in the Brooklyn Union on July 31, 1871,
and was dated July 28, 1871, and signed “M.D.”
The author of this is our associate, Joseph I.
Raymond, M.D., who at the time referred
to was an interne in the City Hospital, now
the Brooklyn Hospital, and to him the people
of Brooklyn are indebted for first calling attention
to the necessity of an ambulance system in this
city.

The sccond contribution, which appeared as an
editorial in the Brooklyn Daily Eagle, is dated
November 18, 1871. Its language in many places
is so much like that of the letter published in
the Brooklyn Union of July 31, 1871, that we
must necessarily conclude that the author is the
same.

We are also pleased to record the interest man~
ifested by the members of the Medical Society
of the County of Kings, under the direction of
Joseph C. Hutchison, M.D.,LL.D., and John T.
Conkling, M.D., both ex-presidents of the So-
ciety. )

The letters and reports herewith submitted are
copied from the original as they appear in the

public press, and the proceedings of the Common
Council of the city of Brooklyn.

HOW PATIENTS ARE TREATED IN THE HOSPITAL.

BrookrLyn, July 28th, 1871.
To the Editor of the Union: .

Sir:—1I desire to bring to the attention of the
public a subject which has for some time occu-
pied my thoughts. No one but an eye witness
can begin to comprehend the suffering to which
men, women and children are subjected when,
after the receipt of an injury, they are carried to
the hospital; and to fully appreciate the pain and
anguish of these unfortunates as they are hur-
ried over rough streets or handled by unskilled
hands, is beyond the power of the most sympa-
thizing and tender hearted.

In a city whose boast it is to be the City of
Churches, and, therefore, the City of Charities,
where kindness for the brute creation has in-
duced human beings to devote' both time and
money to the alleviation of their misfortunes,
men are left to suffer indescribable tortures be-
fore they can be conveyed to a hospital.

That I may not be accused of exaggeration, or
misrepresentation, let me narrate an incident
which occurred no langer ago than June.

Peter Sherry, a printer by trade, was run over
by a horse car in Williamsburg at eleven o’clock
in the evening. The wheel passed over his right
leg, breaking both bones and mangling the soft
parts, so that the connection of the leg to the
thigh was little more than skin; the blood ves-
sels were, of course, cut across and their open
mouths left unclosed. He was taken to a house
to wait until a wagon could be found to take him
to the hospital ; one man to whom application was
made could not lend his horse, as the animal had
been at work all day; a second one gave some
other reason; and a third was finally found who
took the man to the City Hospital, but not until
four o’clock the following morning, five hours
after the accident. It is unnecessary to add that
he died the same day.

Had he been sent to the hospital immediately,
the bleeding vessels tied, and his strength sus-
tained by stimulants, who shall say that his life
might not have been saved?

J. D. Hunt was run over in Williamsburg on
the goth of April, his thigh bone being broken
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and the muscles, blood vessels and all, torn across
by the wheel of the horse car; he died the follow-
ing day,

Studley Stafford was run over by a hand car on
May 1st, and died the same day.

These cases are selected because they are re-
cent and- because they were severe injuriés and
because they required careful transportation and
the immediate attention of a surgeon. Some of
them were carried from Williamsburg to the hos-
pital infurniture or baker wagons, their broken
and bleeding limbs lying on a rough board, jolted
over cobblestones and handled by men, kind-
hearted doubtless, but who could not stop bleeding
vessels, and who did not appreciate the necessity
of keeping the limbs in a state of perfect quiet.

During the year 1870, there were received in
the Brooklyn City Hospital 308 accidents, many
of them proving fatal in a few hours, others lin-
gering for days and then dying, while the major-
ity recovered and were discharged.

The variety of conveyances used to transport’

these patients to the hospital was as great as the
variety of injuries received: carriages, boards,

stretchers and wagons of all descriptions, none

but the stretchers being in any way fitted for the
purpose, and besides the suffering occasioned by
their use a simple fracture of the bones which
would be well in a few weeks was often changed
into a compound fracture, the bone breaking
through the skin, an injury which requires
months to heal, and which sometimes necessi-
tates amputation. .

Now, for the remedy for all this evil and suf-
fering. Let Brooklyn adopt the Ambulance
System, which in New York has worked so well,
and which has saved so many lives. )

I would suggest that there be two ambulances,
one stationed at the Long Island College Hos-
pital, Henry, corner of Pacific street, and the
other at the Brooklyn City Hospital, on Raymond

- street. These ambulances should each be in charge
of an ambulance surgeon, and furnished with a
tourniquet and other things necessary for imme-
diate use; a telegraph line should connect police
headquarters with the. hospitals; the city should
be divided so that accidents occurring in the east-
ern part of the city could be sent to the City
Hospital and those in the western to the Long
Island College Hospital, - '

A man run over by a car in Williamsburg, for
instance, would be conveyed to the nearest sta-
tion house, or if badly injured, left where he is;
a telegram. would then be sent to headquarters,
and from there to the hospital ; the ambulance al-

ways kept in readiness, would convey the sur-
geon at once to the suffering man, and his-wound
be dressed so that he could be safely taken to the
hospital, and all this done with comparative com-
fort to the patient and in the shortest time possi-
ble. .

Hoping that these suggestions will meet with
your support and approval, I subscribe myself,

M.D.
The Brooklyn Union, July 31, 1871.

LET US NO LONGER ADD MURDER TO MAIMING.
Wanted, Ambulances for the Injured.

No one but an eye witness can begin to compre-
hend the suffering to which men, women and
children are subjected, when, after the receipt of
an injury, they are carried to their own houses
or to a hospital, and fully to appreciate the pain
and anguish of these unfortunate ones, as they
are hurried over rough streets or handled by un-

* skilled hands, is beyond the power of the most

sympathizing and tender-hearted.

In a city whose pride it is to be the City of
Churches, and which should, ‘therefore, be the
City of Charities, kindness for the brute has in-
duced philanthropists to devote both time and
money to alleviate their misfortunes though hu-
man beings suffer indescribable torture while they
are being conveyed to places where their wounds
can be properly dressed and cared for.

That there are every day in our very midst
human beings whose sufferings are as intense as
were those of the victims of the Inquisition, will
not be a difficult task to show. The instances
we are about to give are selected because they
are recent and because the injuries are such as
any one of us may receive in our every day life.

In June last a printer was run over by a horse
car in Williamsburg at eleven o’clock in the eve-
ning ; the wheels passed over his right leg, break-
ing both bones and mangling the soft parts to
such an extent that the connection between the
leg and the thigh was little more than skin. The
blood vessels were cut across and their open
mouths were left unclosed. He was taken to a
house, here to wait until a wagon could be pro-
cured to convey him to the hospital. One man to
whom application was made would not lend his
horse, giving as a reason that the animal was at
work all day; after some trouble a vehicle was
found, but it was not until four o’clock the fol-
lowing morning that he reached the hospital, five
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hours after the accident occurred. It is super-
fluous to add that he died the following day.
Had he been sent to the hospital immediately

the bleeding vessels tied and his strength sus-’

tained by stimulants, who shall say that his life
might not have been saved? - )

In April and May two other accidents occurred
in which the patients were run over by horse cars,

breaking legs and tearing muscles and blood.

vessels, demanding the immediate attention of a
surgeon, and yet hours elapsed before they
reached the hospital. Their broken and bleeding

limbs lying on the rough bottom of a baker’s or-

furniture wagon, jolted over cobblestones and
handled by men, kind-hearted doubtless, but. who
could not stop bleeding vessels and who did not
appreciate the necessity of keeping the injured
limb in a state of perfect rest.

Similar cases have occurred and are constantly
occurring in the experience of surgeons of all our
hospitals, and many a physician in private prac-
tice could tell us of lives sacrificed in this in-
human treatment.

The recent case of medical malpractice which
was tried in our courts and which resulted in the
incarceration of the murderer, Benjamin Perry,
brought out very clearly the sentiment of the pro-
fession of Brooklyn on this very point. Drs.
Hutchison, Crane, Chapman and others gave it
as their unqualified opinion that the ride over
rough pavements in vehicles not adapted to the
purpose is very injurious to sick persons, and un-
doubtedly brought about great exhaustion and
contributed in no slight degree to the death of
Emily A. Post. .

Every year there are in Brooklyn alone a thou-
sand accidents treated in the hospitals, and many
in private practice, of which no. record is kept.

The variety of conveyances used in the trans-
portation of these patients to the hospital is as
great as the variety of injured received, car-
riages, boards, wagons of all descriptions, none
fitted for the purpose; often a simple fracture of
the bone which would be well in a few weeks, is
in this transportation converted into a compound
fracture, the end of the bone tearing through the
skin producing an injury which requires months
to heal, and which often necessitates amputation,
or is even the occasion of death.

Now, for the remedy for all this evil and suf-
fering: .

Let Brooklyn adopt the Ambulance System,
which has in New York worked so well and saved
so many lives. One ambulance stationed at
police headquarters and in charge of a surgeon

must always be in readiness, provided with a
tourniquet and everything necessary for imme-
diate use. :

An accident occurring in any part of the city
is reported at once to police headquarters by tele-
graph, and in less time almost than it takes to tell
the patient is seen by the surgeon, his wounds
properly attended to, and being placed in the am-
bulance is under the supervision of the surgeon,
conveyed to the hospital or to his house as he
desires.

There are some who would desire to count the
cost of such a system. To such we say that the
expense to the city would be but a trifle more
than it now pays for the same service, as follows:
Ambulance, tourniquet, etc. .......... $300.00

Horse and harness ...........ooe «+. . 200.00
Total outfit ....ovvvennnnn . $500.00
TWO SUFZEONS .vvvevnonrnnrnnns ....$1,000.00
Driver «.oovvver vivineneaens e 700.00
Feed for horse and repair............ 300.00
Total amount of expenses.......... $2,000.00

The city now pays about $1,000 for its acci-
dénts. The Ambulance System would thus add
$1,000 to the city’s annual expenses. Now it
takes from duty two to four and sometimes six
police officers for hours together. Under the
proposed arrangement the officer is off his beat
only long enough to report the accident to the
nearest station house, and can then return .to
duty.

If, however, we consider the subject from a
humanitarian standpoint, and we might add from
a selfish one, for we ourselves may be the first to .
need its aid, there is nothing which is so mich
needed as this reform, and as the severe weather
of our northern climate is rapidly approaching
when every minute of exposure to the cold and
rain endangers life, we cannot too soon prepare
for the comfort and safety of our fellow sufferers.
" Liditorial, Brooklyn Daily Eagle, Nov. 18, 1871.

AMBULANCES FOR BROOKLYN.

A perfect Ambulance System, such as in vogue °
in other well-governed cities of great size and'
importance, is needed in Brooklyn, and the offer
made by the Long Island College Hospital to the
Police Board, instead of being accepted as a
loan, should be received as a reminder that it is
lacking in this essential, and the good suggestion
should be immediately acted upon. Conveyances
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for the sick, the disabled, or the dead, should not
be confined to the City Hospital, or to any other
locality, but should be kept at all the station
houses, from which in time of need they can
be called into service.

In emergencies police officers cannot wait until
assistance of this kind is brought from a distance;
they must be in convenient proximity to it
Properly authorized persons such as would have
necessarily to go to the hospital for a hand ambu-
lance are not always to be found at a moment’s
warning, and perhaps when there is most neces-
sity there would be least possibility of getting
the desired article. Therefore, while the Board
of Police officers rightly appreciate the consider-
ate offer of the Hospital Regents, they should
only avail themselves of the suggested idea and
set to work to supply their force with these in-
dispensable adjuncts of every well-regulated sta-
tion house.

It is only the departments nearest the hospital
that could under any circumstances avail them-
selves of this kindness, while every precinct
should be amply provided.

Horse ambulances are the necessities of the
most remote precincts, and the requisition is to
be made for them at an early date, and when the
Mayor calls the attention of the Common Coun-
cil to this matter, let him by all means mention
the equally important subject of hand ambu-
lances, and in securing the one, let him receive
the desired permission for the other, so that in
all respects our police system shall be as efficient
and desirable as any in the world,

Editorial, the Brooklyn Union, January 4th,
1872,

TO RELIEVE THE WOUNDED AND SICK.

A communication from Coroner Whitehill in
relation to ambulances and other essentials for the
prompt and efficient relief of wounded or sick
persons was received by the Common Council. It
reads as follows:

FROM THE CORONER.

Coroner’s Office, Kings County Court House,
Brooklyn, January 8th, 1872. -

To the Honorable the Common Council of the

City of Brooklyn:

Gentlemen :—At an inquest, held in December
last, the following verdict was rendered, and
recommendations made, viz: That Adam Had-
den came to his death from excessive loss of

blood consequent upon injuries received on the
7th instant, by being run over on the South Side
Railroad, and we believe that had he received
immediate surgical attention his life might have
been saved, and we would call the attention of
the Common Council to thé urgent necessity of
some method of caring for the injured, and
earnestly recommend that ambulances be pro-
vided, properly furnished and superintended by
competent surgeons.
All of which is most respectfully submitted,
L. A. WHITEHILL, Coroner.

This patient died at the City Hospital, and
Dr. Raymond was on the Coroner’s jury and
wrote the verdict.

About this time Alderman William Richard-
son was witness to. an unsuccessful attempt to
resuscitate a man who was drowned in Gowanus
Canal at the Hamilton avenue bridge, and became
much interested in the ambulance question. He
offered the following resolutions in the Board
of Aldermen: -

Resolved, That the Commissioners of Police
be and they are hereby requested to report to the
Board, at its next meeting, whether any of the
following instruments, articles and appliances are
kept on hand, in condition for use, at either of
the police stations in the city, and in case any of
them are so kept, to state specifically what in-
struments, articles and appliances, and at which
of the stations:

Trirst, ambulances or vehicles of any kind suit-
able for the transportation of sick or wounded
persons. ’

Second, stretchers or any substitute therefor
for the conveyance of sick, wounded or diseased
persons by bearers. .

Third—Implements or articles for the speedy
rescue or assistance of persons who may be in
danger of drowning; for the recovery of the
bodies of drowned persons.

Fourth—Appliances for the care, resuscitation
and restoration of such persons as may be rescued
from the water.

Fifth—Instruments and appliances for prompt
prevention and staunching the flow of blood from
wounded persons until surgical assistance is pro-
cured for them, or during transportation.

Resolved, That said Commission be also re-
quested to report what instruments, articles, vehi-
cles and appliances are, in their opinion, necessary
or desirable to be furnished for use at the police
stations under their charge, for the purpose of
aiding in the saving of human life, or the relief
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or mitigation of the sufferings of sick or wounded

persons while necessarily in charge of the police. -

The resolutions were adopted. Unanimous
consent was granted.

Minutes of the Brooklyn Common Council,
January 8th, 1872.

THE AMBULANCE QUESTION AGAIN.
" The ambulance question, which has received
the attention of the authorities of late, and which
has beei noticed by the Union more than once, is
just now assuming a shape that will likely pro-
duce good results in the future.

To Coroner Whitehill is due the suggestion
which awakened the Common Council to this
glaring defect in the police system of Brooklyn,
and to his letter is credited the subsequent reso-
lution of Alderman Richardson, which is pub-
lished in another column. His assurance that
Adam Hadden, who was run over on the South
Side Railroad on the 7th of December, died from
lack of immediate attention which could have
been furnished had there been any means of con-
veyance at hand, and his urgent request for
prompt action have been the means of properly
introducing this subject at this time.

But the need has long been felt here; the ab-
sence of all such accessories at the station houses
is greatly deplored; and -more than once have we
called attention to the various modes adopted in
other large cities for the accommodation of the
injured, the sick, or the dead.

Ambulances properly furnished, and under the
superintendence of competent surgeons are great-
ly required, so greatly indeed that the Regents of
the Long Island College Hospital, out of pure
compassion, tendered the use of their vehicles to
the use of the police force; as a kindly one and
one worthy of all praise, we noticed this offer, but
pointed out at the time the impossibility of mak-
ing it beneficial or practically useful. Only the
precincts nearest the hospital building could be
assisted in this way, while the necessity for them
is widespread and felt perhaps more keenly in
localities remote from this place.

Police station houses should be as liberally
supplied with ambulances for the quick trans-
portation of the sick or wounded as they are with
the implements or articles for the speedy rescue
and restoration of persons drowning or bleeding
to death. Stretchers though serviceable are not
always available, and by reason of their service
render more noticeable the absence of ambu-
lances.

The Common Council should, therefore, repair
this radical defect in our police system, which in
many other respects is so admirable, and at once
respond to the demand of the press and the peo-
ple, and more than all the expressed require-
ments of the force, and at once give them the
supply of ambulances now called for and so
greatly needed.

Editorial, the Brooklyn Datly Union, Tuesday,
January oth, 1872.

Long Island College Hospital, Henry and Pa-
cific Streets, Brooklyn, N. Y.
Hon. Daniel Briggs, President of the Board of
Police for Brooklyn:
Dear Sir—I am instructed by the Board of

Regents of the Long Island College Hospital to
mform vou that hand ambulances can be at all
times obtained at this institution by properly

authorized parties, for the purpose of conveying '

the victims of casualties to the hospital.

Believing that much suffering may be saved to
the unfortunate by this mode of transporting
them the Board entertains the hope that you will
cause such notice to be given to the captains of
the proper precincts as will obtain the object
sought for.

Very respectfully your obedient servant,
W. J. OsBORNE.

Secretary of the Board of Regents, Long Island

College ITospital.

All the other hospitals, it is understood, are
and long have been similarly willing and similarly
equipped. Let the public make note of it.

We refer to the subject in its entire aspect else-
where.

Brooklyn Daily Eagle, January 1oth, 1872.

Editorial in paper of the same date on the sub-
ject of ambulances.

Extracts from the Minutes of the Brooklyn Com-
mon Council.

Monday, January 29, 1872.
(Page 188)

By Alderman Richardson :

Petition of George C. Hall and 3,000 other citi-
zens for the establishment of an ambulance sys-
tem for the speedy conveyance of injured persons
to a hospital of the city. In conncction therewith
Alderman Richardson offered the following: Re-

solved, The Common Council does hereby ap-
prove of the insertion of the sum of five thousand
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dollars in the deficiency bill now before the Leg-
islature for the purchase and equipment of at
least five ambulances for the conveyance of
wounded and injured persons, and other neces-
sary implements and appliances for the rescue of
persons . from water, their resuscitation, where
possible, and for the prompt relief of wounded
persons while in charge of the police.

Alderman Clancy moved that the resolution lie
on the table for one week.

Agreed to.

j o Monday, February s, 1872.
i (Page 236)

By Alderman Richardson:

Petition of John (Joseph) C. Hutchison,
M.D., and 115 other members of the Kings
County Medical Society, for the establishment of
an ambulance system for the speedy conveyance
of injured persons to the hospitals of the city.

In connection therewith Alderman Richardson
moved to take from the table a resolution of
January 29, 1872, as follows:

Resolved, That the Common Council does
hereby approve of the insertion of the sum of
five thousand dollars in the deficiency bill now
before the Legislature for the purchase and
equipment of at least five ambulances for the
conveyance of wounded and injured persons and
other necessary implements and appliances for
the rescue of persons from water, their resuscita-
tion, whef possible, and for the prompt relief of
wounded persons while in charge of the police.

The resolution was adopted by the following
vote.

Affirmative: Aldermen Miller, Dwyer, Ropes,
Stryker, Clancy, Dunne, Wylie, Boland, Mc-
Groarty, Bergen, Foster, Coffey, Nolan, Mac-
Pherson, Rober, Connally, Dawson, Walter,
Boggs, Brown, Richardson. Total, 21.

Unanimous consent was granted.

AMBULANCE FOR THE INJURED—A MATTER OF
INTEREST TO BROOKLYNITES.

WHAT BECAME OF $5,000 RAISED?

A prominent physician talking to an Eagle re-
porter a few days ago inquired as to the dis-
position of the ambulance question which was
agitated about one year ago by the Eagle and
which agitation resulted in the Common Council
consi(.le.ring the subject and passing resolutions

thereon. Ile said that he believed they (meaning
the Common Council) had gone so far toward
the establishment of such needed ambulance sys-
tem as to raise $5,000 in the Deficiency bill, but
since then there had not been a word on the sub-
ject, and he continued “I would like to know very
much how the matter stands for I am deeply in-
terested in the project, as in fact every physician
in the city is.”

The reporter could not say at first how the
matter did stand but promised to inquire into the
question, which he did yesterday morning by call-
ing upon the Deputy Collector and interrogating
him on the subject. Tlie Deputy said that with
the raising of the above sum in the Deficiency
bill, the entire subject was dropped, and nothing
could come of the matter unless the Common
Council officially appropriated the money raised.
The reporter visited the Comptroller’s office for
the above information at the suggestion of Al-
derman Richardson, who, strange to say, could
not tell the reporter anything about the ambu-
lance question; strange, because he was the au-
thor of the resolution referred to.

The feeling of the physicians throughout the
city on the subject of ambulances is very strong.
They think there should be established a better
management for the maimed than at present, and
it should be done at once. It is absolutely neces-
sary that such a large city as Brooklyn should
have a set of first-class ambulances connected
with the police stations and hospitals, especially

the latter. Dy-and-by the warm weather will be

here prostrating many persons as it did last sum-
mer, and there were nearly two hundred persons
carried away, and if there was a good ambulance
system, so that the persons prostrated by sun-
stroke could be taken quietly and rapidly where
they could get instant relief many lives might be
saved. These physicians do not understand why
the Common Council does not move in the mat-
ter, and they consider it a deep shame that Brook-
lyn should be so far behind the age in not having
a decent way of taking care of the casualty cases
that are happening day after day. One of the
many physicians interviewed by the reporter tells
plainly the whole story of the ambulance question
as it was agitated by the Eagle a year ago, and
in doing so expressed the sentiment of the entire
body of physicians.

He says a year or more ago the Eagle, ever
ready in the cause of humanity, brought the at-
tention of the community to the very great need
of an ambulance system, which has worked so
well in New York and other cities. .
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The necessity for ambulances in Brooklyn was
urged with forcible logic, that has ever character-
ized the Eagle on all subjects, it went into the
work with a whole heart, appealing to the com-
mon sense of the community, and the common
sense of the community responded back in time,
quoting the argument of the Eagle, and saying,
we want an ambulance system in Brooklyn.

In addressing itself to the subject, the Eagle
began by revealing the then late casualities which
showed the strongest necessity for a better man-
agement for the maimed. It cited instances show-
ing the suffering caused by lack of ambulances,
and pointed to several cases that resulted in death
simply by being jolted over the rough streets in
improper conveyances.

The attention given the subject by the Eagle,
the stress laid upon all points had its effect, and
soon there appeared letters from correspondents,
heart to heart in the movement with the paper,
until at last the question-seemed to take root in
_the feelings and good judgment of the people,
and there appeared bright promises of a speedy
accomplishment of the object; among those first
awakened to the necessity for the establishment
and maintenance of ambulances in the city were
the physicians, and in the interviews held by the
Eagle representative at that time with many of
them they in a body expressed themselves as glad
of an opportunity to contribute toward the awak-
ening of public interest to the importance of the
subject, and some of them in their zeal went so
far as to promise that if the authorities did not
take hold of the question, and bring about the
much needed ambulances, they would themselves
establish a system of ambulances at their own
expense. The board of Fire Commissioners and

the Police Commissioners looked with much’

favor on the subject. .

The Health Department believed in and ap-
proved the project, and Coroner Jones indorsed
the enterprise in the most emphatic manner. At
an inquest held at the Brooklyn City Hospital
and conducted by Coroner Whitehill in the case
of Adam Hadden, an employee on the South Side
Railroad, who fell from one of the cars and was
run over by four of the wheels, frightfully mang-
ling him, the jury showed by their verdict what
were their feelings respecting ambulances.

" The verdict was as follows:

“In our opinion Adam Hadden, the deceased,
came to his death from excessive loss of blood,
after he had been run over, etc., and we believe
that had he received immediate surgical attention
, his life might have been spared, and would most

earnestly call the attention of the Common Coun-
cil to the urgent necessity of better means of
transporting the injured, and recommend that
there be immediately established ambulances,
adapted to the purpose and furnished with tour-
niquets and all necessary appliances.”

In accordance with the verdict, Coroner White-
hill, or Coroner Jones, soon after wrote a letter
to the Common Council recommending that that
body accept the sensible suggestion of the jury.

The feeling for the need of ambulances had
now grown quite strong among the people of all
classes, and shortly after the communication to
the Common Council above referred to, at one
of the meetings of the Board, Alderman Richard-
son offered the following resolutions, which were
approved and passed by the Board:

Resolved, That the Commissioners of Police
be and they are hereby requested to report to the
board at its next meeting, whether any of the
following instruments, articles and appliances are
kept-on hand, in condition for use, at either of the
police stations in the city, and in case any of
them are so kept to state specifically what instru-
ments, articles and appliances, and at which of
the stations. S

First—Ambulances or vehicles of any kind
suitable for the transportation of sick or wounded
persons. .

Second.—Stretchers or any substitute therefor

for the conveyance of sick, wounded, or diseased

persons by bearers.

Third.—TImplements or articles for the speedy
rescuie or assistance of persons who may be in
danger of drowing; or for the recovery of bodies
of drowned persons. .

Fourth.—Appliances for the care, resuscita-
tion, or restoration of such persons as may be
rescued from the water. :

Fifth—Instruments and appliances for
promptly preventing and stanching the flow of
blood from wounded persons until surgical as-
sistance is procured for them, or during trans-
portation.

Resolved, That said Commission be also re-
quested to report what instruments, articles,

. vehicles, and appliances are in their opinion neces-

sary or desirable to be furnished for use at the
police stations under their charge, for the pur-
pose of aiding in the saving of human life, or the
relief or mitigation of the sufferings of sick or
wounded persons while necessarily in charge of
the police.

Mt N4 RImIAsin
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The resolutions received the unanimous assent
of the Board. ’

At this step of the Common Council which
seemed to promise good results for the ambu-
lance system high hopes were entertained by the
community that their prayer for the better man-
agement for the maimed were about to be an-
swered, and their hopes were further strength-
ened when soon after the passage of the above
resolutions, $5,000 were raised in the Deficiency
bill for that purpose.

The question of an ambulance system has now
assumed a practical shape, said thousands of our
citizens, and both the rich and the poor alike
thanked the Common Council for their good
work; as is usually the case when the public
think that they have gained their object, all fur-
ther action on their part in reference to the mat-
ter ceased, and as is usually the case with the
authorities when they sce that the public have
ceased to agitate a subject, they suddenly quieted
down, and since the raising of the $5,000 in the
Deficiency bill nothing further has been said on
the subject of ambulances in our city. A year
has passed since the subject dropped, and still
the Common Council are dumb.

Why have the Common Council not taken any
further steps in the matter, said a prominent phy-
sician the other day? All it needs on their part
now to end the matter is to officially appropriate
the amount raised in the Deficiency bill, and or-
der the construction of the ambulances, he added.
Will the Common Council answer for them-
selves?

During the past year revelations of casualities
have gone on unheeded and the mortality list has
been swelled by the injured persons who have
died from rough handling by unskilled hands in
the attempt to remove them to the hospital.

Who shall say that many lives might not have
been saved, if there had been a proper ambulance
system? Case after case might be cited as ex-
pressing the nced of ambulances; but it will suf-
fice to narrate only a few .of the many incidents.

A Swedish woman, aged thirty-one years, was
received into the City Hospital on the 3oth of
last month, she had become pregnant, and for
this reason was turned out of her place. She
wandered into a store kept by a Swede, who took
her to the hospital in a buggy; labor had already
commeinced, and a child was born soon after her
admission to the institution.

Some time ago a young man was run over in

Williamsburg by the cars. Ilis left leg, irom the
ankle to the middle of the thigh, was horribly
crushed ; it was three hours before he reached
the hospital, where he soon died.

Last August 2 man was sunstruck at the Ful-
ton Ferry; he was carried to the hospital in an
open wagon, with the sun’s rays pouring directly
upon him; he died soon after his admission.

On the 21st of March, just passed, a longshore-
man while working at Red Hook, had his leg
badly broken by a barrel of lead falling on it;
he suffered great agony and was obliged to wait
nearly two hours before reaching the hospital.

Last January, a man working on a lighter had
his leg jammed between his boat and a ferryboat,
the bones were broken in several places, causing
great suffering, and he was obliged to wait over
an hour hefore he could get to a hospital.

“It scemed to me an age,” said he. In conclu-
sion, this gentleman hoped that so powerful a
friend as the Lagle would again take up the
cause of humanity by insisting upon the estab-
lishment of an ambulance system in Brooklyn,
and he felt that every physician in Brooklyn
would lend his aid.

Dr. John T. Conkling, No. 143 Remsen St.,
said that the whole system of removing casualty
cases as we do was outrageous for a city like
Brooklyn, or any otlier city, they were carted off
without any attention paid to comfort or safety.
Let a sick or maimed horse be found on the
street and Bergl’s inen would be on hand imme-
diately with an expressly built apparatus upon
which the horse would be placed with gentleness
and care, and carried to the stables in Williams-
burg, with such ease that it would be a perfect
comfort to the poor human creatures that are
sent jolting over the hard streets. The great
need of the ambulance system was simply a plain
fact apparent to all, as two and two make four.

Brooklyn Daily Eagle.
April 5, 1873.

May 12, 1873.
By Alderman Rodman:

Resolved, That the Board of Health be and
they are hereby requested to report to the Board
the most useful appropriations of the moneys ap-
plicable to supply ambulances and appliances for
the more prompt relief of wounded per'sons.

The resolution was adopted.

Minutes of the Common Council, May, 12,
1873.
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Brooklyn, E. D., May 12, 1873.

By Alderman Clancy:
Petition of the Eastern District Hospital and
Dlspensarv

To the Honorable Common Council.

‘Gentlemen:—The undersigned having noticed
in the Brooklyn Eagle an article relating to am-
bulances for injured caused the same to be read
before the Eastern District Hospital and Dis-
pensary at a regular meeting of the trustees, and
was thereupon requested to communicate with
your honorable body upon the subject and to
urge the procurement of such ambulances as may
be necessary and proper for the removal of sick
-or injured persons, and to cause one or more of
them to be located in the vicinity of this hospital.
The necessity for an ambulance corps in this
city is admitted on all sides, and the absence of
it has been the cause of more than one death of
persons injured in the Eastern District.

The large number of manufactories, sugar-
houses, machine and boiler shops, stone and
brick yards, stcam and horse railroads, ferries,
coal yards and other establishments in the dis-
trict, giving employment to thousands of people,
afford abundant opportunity for accidents of a
serious nature, and requiring careful handling
and transportation, and skilful surgical and med-
ical treatment for the individual. '

The Eastern District Hospital and Dispensary
is now being renovated and fitted up anew, and
in a few days will be in readiness to furnish
accommodations for all who may unfortunately
need the same, and with a corps of skilful sur-
geons and physicians and nurses expect to take
rank equal with any like institution of the same
capacity.

The opinion as expressed by the Eagle in the
article already referred to that the ambulance
corps should be connected with the hospitals,
meets with our concurrence.

The immediate object of this communication
is principally for the purpose of bringing the mat-
ter to your attention, and to assure you of the
cordial co-operation of this institution in any ef-
fort that may be made in this direction.

Respectfully yours,
DEMAS STRONG,
Committee, etc.

Alderman Rodman moved that thc matter be
referred to the Board of Health, and printed in
the minutes.

Agreed to.

Minutes of the Brooklyn Common Council,
May 19, 1873.

At a meeting of the Board of Health held May
20, 1873, “On motion, Sanitary Inspector J. H.
Raymond, M.D., was instructed to procure (if
possible) two ambulances from the Board of
Health of the City of New York for the tem-
porary use of this Board, and to ascertain how
soon, and for what price two ambulances can be
built and report the result of his investigations
to the Board or to the Sanitary Commissioners.”

On May 21, a “Communication of Sanitary
Inspector in reference to ambulances was re-
ceived and plated on file.”

Inspector Raymond reported that ambulances
could not be borrowed from New York. He
subscquently presented a plan for the organiza-
tion of the ambulance service which is formulated
in the following communication from the Board
of Health to the Common Council.

Office of the Board of Health,
Brooklyn, July 12, 1873.
To the Honorable Contmon Council.

Gentlemen:—At a meeting of the Board of
Health, held at its office July 11, 1873, it was de-
cided in accordance with resolution of the Com-
mon Council passed May 12, 1873, to recommend
the following plan as the most useful appropria-
tion of the moneys applicable to the supply of
ambulances and appliances for the more prompt
relief of wounded persons.

The purchase of two ambulances, one to be lo-
cated at a livery stable near the Long Island Col-
lege Hospital, and the other at a livery stable
near the hospital in the Eastern District, the
owners of the stables to furnish for each am-
bulance a horse, harness, and driver, to be at all
hours ready for service.

A surgeon at each of the hospitals namied above
to be ready to accompany ambulance at any
time.

This will involve an expenditure for the year.
as follows:

Two ambulances at $600 each.......... $1,200
The use of horses, harnesses, and drivers

for 12 months, at $180 per month..... 2,160
Board for the surgeons at the hospital,
each $35 per month. ................ 840
Expense for connecting hospitals and
stables by telegraph................. 300
Outfit, including medicines, stretchers,
pocket-cases, fracture-boxes, etc..... . 100
Total.................'. ...... . $4,600
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This, it will be seen, leaves $400 for all inci-
dental expenses for the year.
I am yours very respectfully,
Henry M. ConNNELLY,
Secretary of the Board.

In connection therewith, Alderman Ropes of-
fered the following:

Resolved, That the Board of City Works in
conjunction with the Board of Health be and they
are hereby directed to cause to be organized an
ambulance service in such form as need may sug-
gest, and the fund for that purpose admit. The
expenses for such service to be made in con-
formity to the laws and ordinances of the city,
and payable from the fund now in the city
treasury for that object.

The resolution was adopted by the following
vote.

Affirmative: Aldermen Dwyer, Ropes, Daelon,
Clancy, Rodman, Wylie, McIntyre, Trawbridge,
Douglass, O'Reilly, Nolan, MacPherson, Kiefer,
Connolly, Eckert, Zindel, Whitney, Richardson.
Total, 18.

Negative: None.

Unanimous consent was granted.

Minutes of the Brooklyn Common Council,

July 14, 1873.

Communications from officers. TFrom Mayor

and Comptroller. )
Brooklyn, July 21, 1873.

To the Honorable Common Council.

Gentlemen:—The Common Council of the
City of Brooklyn having by a resolution adopted
on the 14th day of July, 1873, directed the
Board of City Works in conjunction with the
Board of Health to organize an ambulance sys-
tem in such form as they might deem necessary,
and the said Board having decided to procure
an ambulance to be located in the Western Dis-
trict of said city, and it appearing that the cost of
said ambulance will not exceed $600.

We, Samuel S. Powell, Mayor, and T. A.
Schroeder, Comptroller of said city, do hereby
certify, pursuant to Section 6 of Title 17 of
Chapter 863 of the Laws of 1873, that the interest
of the city requires that said ambulance be pro-
cured without calling for proposals for furnish-
ing the same. '

SamurL S. PoweLL,
Mayor
F. A. SCIIROEDER,
' " Comptroller.

In connection therewith, Alderman Ropes of-
fered the following :

Resolved, That the Board of City Works in
conjunction with the Board of Health be and
they are hereby authorized without advertising
for proposals therefor, to purchase an ambu-
lance for the Western District at an expense not
to exceed $600, which amount is hereby appropri-
ated for that purpose from the fund provided for
by the Deficiency bill of 1871,

The resolution was adopted by the following

vote. .
_ Affirmative: Aldermen Dwyer, Ropes, Dor-
lon, Clancy, Mclntyre, McGroarty, Trowbridge,
Douglass, O’Reilly, Taylor, Nolan, MacPherson,
Kiefer, Connolly, Eckert, Zindel, Whitney, Rich-
ardson. Total, 18.

Negative: None.

Unanimous consent was granted.

Minutes of the Brooklyn Common Council,
October 6, 1873.

On the same date the above was adopted in-
serting the words Eastern District in place of
Western District. i

The following are extracts from the annual
reports of the Brooklyn Board of Health:

AMBULANCE SERVICE.

The Common Council having been petitioned
by numerous citizens to cause the establishment
of an ambulance system, obtained from the Leg-
islature, May 24, 1872, a fund of $5,000 for that
purpose, and on May 12, 1873, they requested
the Board of Iealth to report “the most useful
appropriations of the moneys applicable for the
supply of ambulances and appliances for the
more prompt relief of wounded persons.” This

"‘Board thereupon reported in favor of the pur-

chase of two ambulances, one to be located near
the Long [sland College Hospital for the West-
ern District of the city, and another near the
Lastern District Hospital. The Common Council
then, July 14, 1873, authorized this Board in con-
junction with the Board of City Works, to or-
ganize an ambulance service from the fund set
gpart for that purpose. The necessary atrange-
ments were then made to procure and equip two
ambulances; to connect the two stations, located
as above recommended, by telegraph, with the
central office of the police department, and to
appoint surgeons to be ready at all hours to re-
spond to calls for the relief of wounded and per-
sons taken suddenly sick in our streets and pub-
lic places.
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TF'rom August 20, 1873, when the first ambu-
lance reported ready for service to January I,
1875, the number of calls answered has amounted
to 770, of which 551 were made by Ambulance
No. 1, in the Western District, and 219 by No. 2,
in the Eastern District; the total number of cases
removed to hospitals or to their homes was 637.
As a rule the calls have been attended to with
the utmost promptness and celerity. The de-
mands of the service are so constant and grow-
ing that a third ambulance should very soon be
provided to replace the others when they require
to he repaired and to meet emergencies. The ac-
companying summary is not complete for the
earlier months. The following surgeons have
served in the order in which they are named:
to Ambulance No. 1, Surgeons G. W. Cushing
and E. B. Jones; to No. 2, Surgeons H. C. Mc-
Lean, T. W. Nadal, F. C. Talcott, and O. J. D.
Hughes.

Summary of the ambulance service from the
date of organization to Jaruary 1, 1875.

1873.
Ambulance No. 1.
' No. of  No. of
calls.  removals,
August 20th to October 1st... 40 40
Qctober. ... ... ceeereeiaaaas 35 34
November .....oveeveencnn.. 41 41
December ......ovuiineaenn. 17 17
Ambulance No. 2. _
No. of No. of
calls. removals.
October .....ocvvereinnnnnns 7 7
November ......ovvvevevenns 8 4
. December ... ieiiiiaiieanns It 4
"1874.
Ambulance No. 1.
No. of  No. of
calls. removals.
January ...l 24 24
February ............ P ‘24 22
March ..oovvieiniiiineenns 28 27
April v 18 18
May oo 53 51
June «..oovviiiiiiiiainn 50 50
July «ooooiiiat. 60 56
August .......... 39 32
September 31 ‘24
October .......... e .. 33 26
November ......ceeeiouunsn 3t 25
December ...... e 27 18
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Ambulance No. 2.
No. of  No. of
. calls. removals.
January ..:......e eeeeeee 7 7
February .....cocoevee veees 10 10
March ...ovvvvscnnnnnnnns . I3 13
‘April ... e 5 7
May «oovvvvnnnennenns teees I3 4 ¢
June ...iiiiiiiinnn e . 18 17
July v . 28 - 19
August ....iieiiieiniienes . II 11
September ....... vieiiees.. 20 - 16
October ©........ RN 21 18
November ..oveeeeeeens oo, 26 20
December ....ovveveeeeenens 19 18
Total number of calls for Ambulances Nos. I
and 2, 770.

Total number of removals for Ambulances
Nos. 1.and 2, 687.
Respectfully submitted,
Jo. C. Hurcaison, M.D,,

Commissioner of Health and- Chairman of Com-
mittee on Report of the Board of Health.

The foregoing report, prepared by the com-
mittee, and adopted by. the Board of Health, is
respectfully submitted. -

J. T. Conkring, M.D,,
. . President.
E. L. LANGFORD,
Secretary.

AMBULANCE SERVICE.

Department of Health, 66 Court St.,
Brooklyn, January 18, 1877.

To the Secretary of the Board of Health.

Sir:—I have the honor to report concerning
the ambulance service connected with this depart-
ment, that there are three ambulances, two of
which are in continuous use, one being held as
a reserve.

One is stationed at the Eastern District Hos-
pital, the other at the Long Island College Hos-.
pital in the Western District. To every ambu-
lance is assigned a competent surgeon and sup-
plied all those medical remedies and surgical ap-
pliances requisite for the emergencies of the
service.

The invaluable work rendered by the ambu-
lance surgeons connected with this Board, their
prompt and intelligent action in the direction of
the ambulances under their charge, and their
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humane acts while in contact with the injured and
afflicted, deserve the highest commendation.

The appointments of surgeons for this service
are made only after a careful examination of the
candidates and on the recommendation of the
Hospital Board.

The rules and instructions governing the ser-
vice are:

First.—The ambulance, while on duty, is un-
der the enlire control of the surgeon.

Second.—Cases that are able to walk are not
proper subjects to be carried by the ambulance.

Third.—Before removal, if anesthetics be
necessary, great caution is required in their ad-
ministration. )

In order to facjlitate the working of this de-
partment it is respectfully recommended that
parties furnishing horses may be instructed to
attach two horses to each ambulance when the
traveling may require such addition, and that or-
ders be issued for providing the necessary appli-
ances to this end. ’ :

The following table indicates the ambulance
calls and the destination of the patients during
the years 1875 and 1876:

1875.
Total number of calls...........oovievees 821
Patients removed to?
astern District Hospital........ 75
City Hospital.......ocoovvneinns 168
Long Island College Hospital. ... 167
Homeopathic Hospital .......... 2
St. Catherine’s Hospital.......... 2
St. Peter’'s Hospital............. 5
Bellevue Hospital ...........v.- 1
Kings County Hospital.......... 1
Commissioner of Charities........ I
Fifth Precinct Station House.... I
Home ....covvvunnn ceereiannnes 333
Total ..... eeemereertsenane 756
1876.
Total number of calls.........ooeeveennn 911
Patients removed to:
Eastern District Flospital........ 67
City Hospital ............0uvne . 193

Long Island College Hospital.... 197
Homeopathic Hospital .......... I
St. Peter’s Hospital........... ... 33
St. Catherine’s Hospital.......... 2
Kings County Hospital..... P

Jail ...... eeeereeeia i, I
MOFGUE «vvrvevennnnnnn nanens 1
Home ..oovvennnenns covnnnnnnn 366

Total voverrvrerenanneonenns 862

Respectfully submitted,
Ww. C. Orrerson, M.D,,
Sanitary Inspector and Chief of Ambulance
Service.
]

Attention is directed to the report of the Chief

of the Ambulance Service, Doctor William C.
Otlerson. During 1875, the ambulances made
821 calls; in 1876, 911. In the two years 1,618
patients were properly cared for by the surgeons
while in the ambulances and’ removed to their
homes or to the various city hospitals for treat-
ment, at an expense of $6,544.83. The Western
District ambulance is under the charge ot Doctor
Willard C. Otterson, and that of the Eastern Dis-
trict of Doctor L. E. Preble. .A new ambulance
was added to the service in October, 1875. This
is kept as a reserve for use when the others are
disabled, two being found sufficient, except un-
der extraordinary occasions, to perform all the
work of the.depaftment. During the season of
extreme heat in the summer of 1876, the reserve
ambulance was called into regular service, owing
to the number of cases of sunstroke which it was
necessary to have promptly removed to the hos-
pital. .
There is no public service performed in the
city at so small an outlay of money more worthy
of popular favor than this. By rendering prompt
assistance in the case of accidents and furnishing
injured persons a speedy and quiet conveyance to
the hospital, it prevents hours of pain and suffer-
ing, besides being the means of saving many
valuable lives.

The city is divided into three districts for the
purpose of this service—Eastern, Western and
Central; and the cases found in these are con-
veyed, as far as practicable, respectively to the
Eastern District Iospital, the Long Island Col-
lege Hospital, and the City Hospital.

The ambulance surgeons are appointed upon
successful examination as to their fitness for their
duties, and are stationed respectively at the East-
ern District, and Long Island College Hospitals.
They are always on duty, and receive no com-
pensation for their services, except the pay-
ment of their board from the Department.
They have telegraphic communication with
this Department, with police and fire head-

_quarters, with all fire and police stations, and

Lan tad e ven i mems
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with the keepers of their ambulances, so that
a call can he promptly transmitted to them from
any part of the city, and their ambulances as
speedily summoned. With such celerity do the
officers of this service perform their duties, that
after being called seldom does more than one or
two minutes elapse before the surgeon is on his
way with his ambulance, his medicines and his
instruments, to succor and remove the patient.

The following ambulance surgeons have served
during the years 1875 and 1876.

Upon Ambulance No. 1, in the Western Dis-
trict: .

. O. J. D. Hughes, until March 1, 1875; E: B.
Jones, from March 1st to July 8th; J. C. Fisher,
from July 8th to June 13, 1876: Willard C. Ot-
terson, from June 13th, until the present date.

Upon Ambulance No. 2 in the Eastern District :
 Walter Lindley, until August 20, 1875; Henry
Hesse, from August 2oth to March 1, 1876;
Charles H. Wilson, from March 1st to July sth;
L. . Preble, from July sth until the present time.
The Board desires to acknowledge its appre-
ciation of the very faithful, skilful and humane

manner in which these gentlemen have discharged |

their arduous and important duties.

The following tables prepared under the direc-
tion of Assistant Sanitary Superintendent Joseph
H. Raymond, M.D., show the work done by the
various ambulances from their establishment in
1873 to June 30, 1902. .

LLONG ISLAND COLLEGE HOSPITAL.
Ambulance service established in 1873.
Number of calls by years.

1873 ; 133 1888

1127 1901 1957

Total.cvuiuiiviiiinnninnnnnns
*814 months’ service.

The Board of Estimate of the former City of
Brooklyn neglected to provide money for the main-
taining and operating of ambulance service for the
. year 1898, so that the ambulance attached to the Long
Island College Hospital did not perform any serv-
ice until after money had been appropriated in
April 15th, 1898, by the Board of Estimate under the
City of Greater New York.

EASTERN DISTRICT HOSPITAL.
Ambulance service established in 1873.
Number of calls by years. .

........... 26 1888......No record
........... 103 1889......No record
........... 254 1890......No record
........... 249 1891
record 1892
record 1893
record 1804
record 1895
........... 1289 1896. .
.......... 1420 1897..
.......... 1683 1808
...... 1701 1899
........... 2448 1900

record 1901
record 1902 to June 30. 502
O 221
For the ycars 1877, 1878, 1879, 1880, and for the
years 1886, 1887, 1888, 1889 and 1890 a careful search
has been made to obtain the reports of the ambu-
lance surgcons who were in attendance at this hos-
pital during this period, with the result of not hav-
ing found same, therefore the statistics covering this
period are incomplete.
ST. MARY'’S HOSPITAL.
Ambulance scrvice established Nov. 3o, 1883.
Number of calls by years.

1883........tn. 24 1803.0ccvvenenn 1124
1884.....uunnns 401 1804 cveeuennn. 917
1885...000nntn. 469 1805. ciiuniinns 1200
1886. . .ciuunnn. 466 1896....00iunnn. 1281
1887..0vvvinnnn 687 1897. . ciniiinnn 1205
1888........... 713 1808......00enn 1331
1880...00vuunnn 775 1890, ccvininnn 1214
1800...0uuunnns 889 {7074 TR 1558
$£:7) SRR, 971 | 1070] SRR 1516
N~ 1802, 1120 & 1902 to June 30. 698
Tolal,oiiiiiiiiiinsiinnnnns 18,577

ST. CATHERINE’S HOSPITAL.
Ambulance service established Aug. 1, 1887,
Number of calls by years.

387 1895
.. 504 1896. ..
.. 850 1897...
1053 1808
..1265 1899

.. 1184 1900. ..
L1110 . 1901 ..1608
1160 1002 to June 30. 667

HOMEOPATHIC HOSPITAL.
Ambulance service established Jan. 1, 1888,

Reopened July 1, 1902, under direction of the Commis-
. sioner of Charitics,
Discontinued service April 1, 1900.

Number of calls by years.

1888, ... it 376 1805....vinnn 1123
1880, . 0uunn. 1414 1806...... L....1240
| 2:7¢70 JAP 1301 1897 viiniinn 1128
| £:1¢7 S 1013 1808......utt 1145
1892...00iunnnn 1152 C 1899, ..iiaininn 1218
1803. .0t vnuunnn 1092 1000. . ¢ veusnss 248
1804, 00iiennnn 1156
Total............oovuiaee. 13,606

.,
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METHODIST EPISCOPAL ILOSPITAL.
Ambulance service established Dec. 30, 1888.
Number of calls by years,

1888 ' 1895...........1178

. 1280

1418
1002 to June 30. 717
Total....oovvvvviveneinnnn.., 15,530
BROOKLYN HHOSPITAL.
Ambulance service established May 20, 1890.
Number of calls by years.

1890........... 0971 1777
| £:1¢) SR 1465 1559
1802....000.us 1560 1516
1803...00uunnnn 1503 ..1601
1804, c0ianunn.. 1649 ..1980
1895, . 0iuinn., 1603 1048

1902 to June 30.1067

Total.vviiiereiiennnnnnnnnn.

NORWEGIAN HOSPITAL.
Ambulance service established Jan. 1, 1893.
Number of calls by years.

ST. JOHN’S HOSPITAL.
Ambulance service established Sept. 27, 1803.
Discontinued service on June 1, 1900.
Number of calls by years.

KINGS COUNTY HOSPITAL.
Ambulance service established July 1, 1808,
Number of calls by years.

1808, ..0inunnnn 150 1000. . vvuvenns 352

1800...000vnnnn 340 | {71} SO, 421

1902 to June 30. 189
Totaleiiiiniiiiiieeieannnenons 1461

GERMAN HOSPITAL.
- Ambulance. service established July 1, 1901.
Number of calls by years.
177} PO 179 1902 to June 30. 266

WILLIAMSBURG HOSPITAL.
Ambulance service established December, 1900.
Number of calls by years.

1900. .. uuve... 38 JT07) SRR " 987
1902 to June 30. 437

CONEY ISLAND RECEPTION HOSPITAL.
Ambulance service established June, 1894.
Number of calls by years.

1800 tivvernreteiiiiniieinnianannns 2006
1897 vierenrieneanaanns 280
1808 1ottt 307
87 T 302
TO0O «vvrvnnenensnencneiennnenanes 255
Y 305
1002 to June 30.......iiiiiiiinann 8s
Total v.vvvriviiinriiiiiiiiiieiina 2,097
Grand total for all ambulances..... 164,829

I1f to this grand total were added the calls of
the Eastern District Hospital of which no record
has been kept, the number of persons relieved by
the ambulances in the twenty-nine years which
have elapsed since the system was inaugurated
would exceed 170,000.

. Of the above thirteen ambulances, all save that
connected with St. John’s Hospital are now in
active service.

The ownership and maintenance of the follow-
ing ambulances are in the hospital authorities and
for the service which they render the city in re-
moving the sick and injured they receive respec-
tively $100-a month:

- Eastern District, St. Mary’s, St. Catharine’s,
Methodist Episcopal, Norwegian, German, and
Williamsburgh.

The above statement is true also for the Brook-
lyn, except that this hospital maintains two ambu-
lances, for which it receives a monthly compensa-
tion of $200. :

The ambulances at the Kings County, Homco-
pathic and Coney Island Hospitals are the proper-
ty of the city and are maintained and operated
by the Commissioner of Charities.

The so-called “Long Island College Hospital”
ambulance is located at a livery stable near that
institution, and its maintenance is paid for by the
Board of- Health, the livery stable keeper re-
ceiving $83 per month for which he furnishes
horse and driver, and the other expenses are also
paid by the Board of Health. The ambulance
surgeon on duty with this ambulance resides at
the hospital.

RULES AND REGULATIONS GOVERNING THE AMBU-
LANCE SERVICE IN THE BOROUGH OF
BROOKLYN, IN FORCE JULY, 1Q02.

All districts have been abolished, and the police
have been directed to notify the ambulance sur-
geon nearest to the case demanding the services
of a surgeon.

In order to avoid unnecessary strain upon the
horses of the service, the police will notify the
surgeon whenever the ambulance is needed for
the transportation of the patient. If the services

R S 1 T NN R S i
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of the surgeon only are required he may attend
the call in a light wagon. .

No ambulance is to be sent in response to a
call unless it is in charge of a surgeon possessing
the qualifications prescribed by law for hospital
internes. Ambulance surgeons must be appointed
by the Board of Health and must be always on
duty unless relieved by properly qualified sub-
stitutes.

Although unnecessary delay is to be avoided,
ambulances must not be driven through the
streets at such a speed as to endanger the lives
or limbs of the public. The bell is to be rung
only in crowded thoroughfares and as a means
of clearing the way, the city ordinances giving an
ambulance the right of way as against any per-
son, carriage or incumbrance. It is the duty of
the police to enforce this ordinance.

When called to a case, the ambulance surgeon
should not attempt to do more than relieve urgent
symptoms, after which he must exercise his dis-
cretion as to removal, remembering always in case
of doubt, that it is better to remove a case that
should be left than to leave a case that should
be removed. In all cases of apparent alcoholism
the possibility of the existence of other abnormal
conditions should not be forgotten, and the pa-
tient should be given the benefit of every doubt
and be removed. If removal is deemed advis-
able, the patient must be taken to his home, or to
the hospital preferred by him if he expresses any
choice as to destination, without interchanging;
otherwise the patient must be taken to the nearest
hospital.

When death occurs in transit the body should
be taken home if the residence of the deceased
is known; otherwise, to the morgue. When
death occurs before the arrival of the ambulance,
the body should not ordinarily be removed; but
this rule may be violated whenever, in the opinion
of the ambulance surgeon, he can serve any good
purpose by the removal of the dead body. °

In a case of removal to the Borough of Man-
hattan, the surgeon must arrange by telephone
to have an ambulance meet him at the farther end
of the bridge, so that the transfer of the patient
may be accomplished with the lcast possible delay.
If the appropriate hospital should refuse to re-
ceive, or should delay unnecessarily the reception
of, a case requiring prompt attention, the ambu-
lance surgeon will telephone to the Department
for instructions, or if that office is closed to the
residence of the Assistant Sanitary Superinten-
dent. All orders to remove patients from one
point to another, other than emergency cases,

must emanate from the Department of Health.
Such calls must be responded to .as promptly as
though emergency work. For their services
ambulance surgeons are forbidden to ask or ac-
cept any fee whatsoever.

Before returning from a call, the ambuiance
surgeon will write down in duplicate on slips pro-
vided for that purpose, the date, time, origin, and
location of the call, the name, residence, age, na-
tivity and occupation of the patient, and the diag-
nosis and disposition of the case. One of the
slips is to be signed and given ta the police officer
in attendance on the case; the other is to be re-
tained by the surgeon, who will add to it later the
time of return. As soon as possible after the first
of each month, ambulance surgeons will send to
the Department of Health, in the Borough of
Brooklyn, on official forms, a report of the previ-
ous month’s calls.

Immediately before leaving in response to a
transfer call and immediately after returning
from all calls, ambulance surgeons will notify
Police ITeadquarters.

iz wse -



New York's Fire College

Author(s): Herbert T. Wade

Source: Scientific American, Vol. 105, No. 17 (OCTOBER 21, 1911), pp. 364-365
Published by: Scientific American, a division of Nature America, Inc.

Stable URL: https://www.jstor.org/stable/10.2307/26009573

JSTOR is a not-for-profit service that helps scholars, researchers, and students discover, use, and build upon a wide
range of content in a trusted digital archive. We use information technology and tools to increase productivity and
facilitate new forms of scholarship. For more information about JSTOR, please contact support@jstor.org.

Your use of the JSTOR archive indicates your acceptance of the Terms & Conditions of Use, available at
https://about.jstor.org/terms

Scientific American, a division of Nature America, Inc. is collaborating with JSTOR to digitize,
preserve and extend access to Scientific American

This content downloaded from
216.185.228.121 on Sat, 16 Nov 2024 02:39:57 UTC
All use subject to https://about.jstor.org/terms



364

OR many years the New York Fire Department
has maintained a training school for firemen where
was given to those who had
passed the civil service tests and had been appointed
for a probationary period of one month. This train-

practical instruction

ing school not only was indispensable
York Fire Department, but served as
a model for those of many other cities.
To-day the need of thoroughly trained
firemen is greater than ever, and their
education can not be confined to such
rudiments and essentials as may be
taught to the probationer, but in addi-
tion must involve systematic instruc-
tion all along the line up to and includ-
ing the officers in command of com-
panies and battalions.

In efforts made recently to raise even
higher the standards of the New York
Fire Department there has been estab-
lished a Fire College which includes not
only the various schools previously
maintained by the department, but aims
to extend and systematize the instruc-
tion in practical fire-fighting, especially
in the use of motor apparatus and other
modern appliances now so extensively
employed. This instruction is given by
the best qualified men in the depart-
ment and promotions to higher grades
so far as is practicable are made only
from those who have satisfactorily
completed the appointed courses.

The chief of the department is the
head of the Fire College Board, and the
college itself is composed of a proba-
tionary firemen’s school, engineers’
school, officers’ school, company school,
and a special class in automobile opera-
tion. The first of these to be organized
was the Probationary Firemen’s School,
at which all the probationary firemen
are required to attend for at least thirty
days after their appointment and before
they are regularly’ accepted and per-
manently detailed to companies. The
instruction here as the illustrations
show is exclusively practical, being
based upon that formerly in vogue in
the training school, but amplified as
regards its amount and in the apparatus
used.
in the rear of Fire Headquarters, where
the probationers are marshaled with
their scaling ladders of hardwood sur-
mounted by a toothed hook and contain-
ing cross pieces up which a fireman
may climb after the hook driven
through a pane of glass perhaps is
firmly placed on a window sill above.
A number of scaling ladders in the
hands of the firemen trained to their
use affords a ready’ means of climbing
up the side of a building and of pass-
ing from window to window. The pro-
bationers are taught not only the use
of the scaling ladder, but to climb lad-
ders of all forms used in fire fighting,
to raise and lower them, to straddle and
stand on window sills, holding perhaps
a companion inf search of a point of van-
tage, or passing along some inmate of
the house who has been overcome by
smoke.

The large ladders, some of them 50
feet in length and carried on the hook
and ladder trucks, also are used in the
school, and the life saving rope which
is shot up to the roof by means of a
gun and shot line. The firemen are
taught to haul up hose and ladders by
a rope and to lower persons to points
of safety when stairways and fire
escapes are cut off by the flames or
smoke.- This means that the firemen
must know the various knots employed
and the method of using the gun. Then
there is the use of the life net, for
perbaps no oge is left on the roof to
lower the fireman and he must learn
to jump properly into the net held by

The practical work takes place .
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New York’s Fire College

Fire-fighting and Rescue Work Reduced teo a Science
By Herbert T. Wade

his comrades. They, too, must know how to hold the
net properly. All of this involves careful training
for the muscular men who already have passed a
severe physical test, and day after day they raise
ladders, climb up and down them to the top of the
six stories of Fire Headquarters until they become

expert.

for the New

Teaching the firemen how to stretch and connect hose and the use of nozzle-
holders with high-pressure streams. A three-way connection with cut-off
valves is shown in the foreground.

Using the cellar pipe. The platform represents a ground floor through which
a hole has been chopped in order to get at a cellar fire with a hose stream.

The play-pipe or deluge set. Used for a powerful stream when vast quantities
of water must be poured into a burning building.

NEW YORK’S FIRE COLLEGE
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Then also they must learn the use of the
hooks and axes for getting directly at the seat of a
fire and removing smoldering wood, the use of picks,
battering rams, crowbars, mauls, door openers,
openers, tin roof cutters, wire cutters, and pinch cut-
ters, all to get into a building or directly at the flames,

lock

for a fire may occur at night when a
building is tightly locked. Further-
more there are the ordinary connections
of hose; to make them speedily is one
of the first duties of the fireman, and he
must understand the making of siamese
connections, taking a line from engine
or high pressure hydrant to a stand-
pipe, carrying hose into buildings, and
up ladders, connecting with a cellar
pipe, and finally the use of hose within
tall buildings where the building pumps
or the city high pressure may torce
water far above the limits of the fire-
engine in the street below. The high
pressure now used in the lower parts
of New York city presents many prob-
lems and dangers for the hosemen, and
this is a modern feature which the new
system of instruction aims to make
clear. The construction and use of the
large special hydrants and reducing
valves is demonstrated and the method
of connecting hose thereto and the use
of the nozzle holder are explained.
There is also instruction in the use of
the fire alarm telegraph system so that
various alarms, ambulance calls, and
other signals can be sent, and finally
the Fire Department surgeons give an
elemental but praetical course in first
aid to the injured.

Interesting and important as this
work is, it is perhaps exceeded in actual
usefulness so far as the New York De-
partment is concerned by other schools
for the engineers and higher officers.
Thus in the past there has been criti-
cism of the engineers of the fire depart-
ment that in some cases they did not
keep their engines at a high degree of
efficiency, and in actual operation they
did not get the results that a more .inti-
mate and intelligent knowledge of the
machinery would have secured. Ac-
cordingly a few years ago an Engineers’
School was started with beneficial re-
sults, and this was made a part of the
Fire College with a more extended
course and competent instructors. In
the high pressure districts the engineer
of a company is stationed at the hy-
drant watching the control and reduc-
ing valves, while with the extensive in-
troduction of motor apparatus now in
progress he will be concerned with the
care and operation of the gasoline en-
gines. In the first place all engineers
are required to attend this school,
which is open also to first and second
grade firemen upon approved applica-
tion.

Hereafter -only graduates of the
school will be appointed as engineers.
The practical work is being done in one
of the machine shops of the department
and consists of an extended course in
engines and boilers and gasoline motor
engineering. Here the engineers and
firemen desirous of promotion study the
actual machines and their construction
and operation.

For many of the engineers, not to
mention the firemen, gasoline motors
have been a sealed book, but under the
administration of Commissioner John-
son much moter apparatus is being
added to the New York Fire Depart-
ment and eventually the entire depart-
ment will be on a motor basis, so the
importance of the work is evident. In
fact so immediate is the demand for
properly qualified chauffeurs belonging
to the uniformed force and men com-
petent to operate and repair gasoline
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engines, that there has been established a special class
at the repair shops of the department for the training
of such firemen. Here the men are taught the prac-
tical operation of motor apparatus so that competent
chauffeurs will be forthcoming as the horse-drawn
apparatus is displaced. This is taking place as rapidly
as possible, and by the end of the year the New York
Fire Department will have a number of distinct and
separate types of motor-drawn machines in use.

The Officers’ School affords a means of raising the
general technical standard by having those who have
evolved certain practical methods teach them to others,
and give general information as to conditions and
methods in different parts of the city. Thus chiefs
and company commanders in the high pressure dis-
tricts have learned to use this new weapon most effect-
ively and gradually are standardizing the different
practices. These must be taught not
only' to those serving in the protected
territory but to others who may be
called there either individually or with
their companies in the event of a large
fire. In other words, certain chiefs and
firemen have acquired special skill in
dealing with certain conditions, and it
is the intention that such methods
should be taught to every officer.

For the company school entire com-
panies are ordered to Fire Headquar-
ters and are instructed and drilled in
the effective use of the apparatus.

The entire Fire College is intensely
practical in its spirit, and its object of
raising the general standard of fire
work in New York city doubtless will
be attained. With the practical work
thus brought up to an even higher de-
gree of excellence, it is likely that prob-
lems of construction and engineering
eventually will be undertaken and the
technical and professional knowledge
of the firemen be correspondingly
broadened, but to-day it is realized that
efficiency alone is the keynote and this
can be realized only through training
and discipline.

Wireless Detectors

By Adelbert J. Gogel
ELECTRIC wave detectors, the most
delicate part of the wireless receiving
set, are the subject of much argument
as to their relative sensitiveness and
relative merits. There are a number of
different types known, which may be
arranged as follows in order of merit,

according to most authorities:

(1) RElectrolytic; (2) Peroxide of
Lead; (3) Perikon (Chalco-pyrites and
zincite); (4) Ferron (Iron pyrites);
(5) Silicon; (6) Molybdenite (Molyb-
denum Disulphide); (7) Galena (Lead
Sulphide); (8) Carborundum (Artifi-
cial Silicon Carbide).

The Electrolytic Detector, perhaps
the most widely known type, appears
in many forms, the most frequently
used of which is that in which the
po'int of a very fine stlver plated plati-
num wire, about 0.001 millimeter in
diameter, called a Wollaston wire, is
immersed in a nitric acid solution con-
tained in a small graphite-carbon cup.
It is necessary to use a battery and a
non-inductive rheostat capable of very
fine adjustment, called a potentiometer,
in connection with this detector. The
battery polarizes the electrolytic cell,
that is, the fine platinum wire is cov-
ered with tiny bubbles of oxygen and
then the resistance rises so high that
the current is nearly reduced to zero.
If then an electric wave fall on the
aerial connected to the electrolytic de-
tector, it suddenly reduces the resist-
ance of the cell. A telephone receiver
of great sensitiveness being connected
in series with the cell and potentio-
meter, sound signals can be heard in the
telephone. For general and long dis-
tance work, this detector cannot be ex-
celled except in localities where high
powered interference is very frequent,
which causes the platinum wire to be
dissolved very rapidly and a detector
working on different principles must
be substituted. Substitutes will be
mentioned later. The Lead Peroxide

The life net.

and ropes for life-saving.

SCIENTIFIC AMERICAN

Detector consists essentially of a pellet of lead perox-
ide clamped between two surfaces, one of lead and one
of platinum. A battery, potentiometer and telephone
receiver are connected with the detector in the same
manner as with the electrolytic detector. The lead
peroxide detector works on a new principle; although
no acids or liquids of any kind are employed, its action
is electrolytic. When lead peroxide, lead and platinum
are brought in contact as described, it has long been
known that lead will be deposited on the platinum
surface. When a battery is connected up properly
with the detector, it opposes this action and causes
the lead to be deposited upon the lead surface. When
an electric wave falls upon the wires connected with
the detector, a sound in the telephone is heard because
of the change of resistance brought about by the pass-
ing of a wave. The Perikon Detector contact is be-

Firemen being trained to jump into a net held by their comrades.

Drilling the probationers. The firemen are taught the use of scaling ladders
The life gun and shot line to haul up a rope
is the last chance for a fireman cut off by flames or smoke.

NEW YORK’S FIRE COLLEGE
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tween crystals of chalco-pyrites and zincite; in the
Ferron Detector between a crystal of iron pyrites and
a metal point; in the Silicon Detector between the
element silicon and a wire; in the Molybdenite Detector
between a crystal of molybdenum disulphide and a
metallic surface; in the Galena detector between a-
crystal of lead sulphide and a very fine wire; in the
Carborundum Detector between a crystal of carborun-
dum or silicon carbide and a metallic surface.

The Silicon Detector retains its adjustment even
when very’near to a very high powered sending appa-
ratus, and is therefore to be recommended where inter-
ference is very severe. If a piece of 99/100 per cent
pure silicon can be procured, nothing better can be
desired.

The Carborundum Detector, even though subjected
to somewhat severe blows, often retains its adjust-
ment for’ months at a time, which
causes it to be the favorite detector
with the amateur. However, it requires
the use of a battery and potentiometer
for its efficient use in long distance
work. The green crystals are more sen-
sitive than the blue or purple ones. The
side of the crystal connected to the
ground should be covered with tin foil
or soldered in a cup.

A New York firm has put on the mar-
ket a promising new detector for which
broad claims are made. This de-
tector is of the vacuum bulb type
and very similar to the “Audion” of Dr.
Lee De Forest, which is not within the
reach of the average experimentalist
owing to its high cost. This detector
consists of an electric light filament, a
grid and a plate sealed in a highly ex-
hausted bulb. A battery to light the fila-
ment and another battery and a rheo-
stat capable of very fine adjustment are
necessary for the operation of this de-
tector. When the current to light the
filament is turned on, the detector is
ready for business, requiring no adjust-
ments of crystals and points or Wollas-
ton wire ‘and acid. This detector can
be used to receive from all systems of
transmission; singing spark, quenched
spark, arc sets, telephone sets, in fact
it will detect any wireless wave from
whatever source it is produced. The
makers of this detector claim it to be
more sensitive than the electrolytic,
which will be a decided advance in
wireless receiving apparatus.

The wireless operator should not con-
tent himself with one detector, but
should have several ready for use and a
switch with which to connect up the
desired one.

A device of some kind should be used
to ascertain whether or not the detec-
tor of a wireless set is in a receptive
condition. Several devices of this class
are quite well known, but a short de-
sceription will not be amiss. If a key
sounder and battery are connected up
near the detector, a sound is heard in
the detector when the key is raised, if
the detector is in working order. This
method requires the constant operation
of the key during the test or search for
a sensitive area. But the author has
found that if an ordinary electric bell
with the gong removed, or a buzzer, is
connected with a switch and battery,
and two or three feet of copper wire be
connected to the interpreter, the ar-
rangement is .much more convenient
and efficient. The short length of wire
acts as an antenna, and owing to the
speed of the vibrator, a continuous musi-
cal note is heard in the receiver when
the detector is working properly.

A variable condenser of good capacity
should be shunted around the detector,
enabling weak signals to be strength-
ened or cut out as desired. While trans-
mitting, the detector should be short
circuited by a switch to prevent its be-
ing burned out, or the wire in the tele-
phone fused.

‘When not in use, the detector should
be protected from dust and moisture.
The crystals of the thermo-electric type
of detector should be touched with the
hands as little as possible, for the oil
secreted from the skin causes a marked
decrease in the sensitiveness.
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STREET ACCIDENTS—NEW YORK CITY.*

By E. 8. Crowes, Statistician for the National Highways Protective Society.

This paper deals with Street Accidents in New York. Last
fall T took charge of the statistical work of the National High-
ways Protective Society and 1 have, in the interval, learned
enough about street accidents to realize that the problem of
their control is a very complicated one—not to be solved in
any quack fashion, but only by the force of an aroused and
intelligent publie sentiment, expressing itself in definite and
comprehensive regulations and laws, administered with com-
mon sense and impartially enforced.

The dangers of the streets of New York are becoming a
national tradition. Clippings come to the society from nearly
all over the country stating the numbers of killed and wounded
here and expressing editorially more or less humorous com-
ment regarding the agility of New Yorkers and the perils of
life in the metropolis. Captain Bob Evans, “Fighting Bob”’
of Santiago fame, onee is alleged to have said that he felt safer
on the bridge of a battleship in action than he did when trying
to cross Broadway or Fifth Avenue,.

For three years past the National Highways Protective
Society has been keeping a record of traffie accidents in New
York. These have been clagsified with respeet to the vehicle
that inflicted them, whether the victim was less than seventeen
years old, and whether or not the injury was fatal. The num-
ber of fatal accidents has been derived from the coroners’
offices of the respective boroughs and are collected each month.
I believe this to be more satisfactory than the Board of Health
figures, as the Board of Health gets its figures of violent deaths
from the coroners’ offices, and while accurate with respect to
the nature of the injury the Board of Health is not always
particular as to the cause of if. How a variation in the figures
.occurs is easily seen by a little study of the way the coroners’

* Paper prepared for the Quarterly Mesting of the Amerioan Statistical Association, New York,
April 17, 1013.

This content downloaded from 216.185.228.121 on Sat, 16 Nov 2024 12:16:35 UTC
All use subject to https://about.jstor.org/terms



450 American Statistical Association. [40r

records are kept. When the office is first notified of a death
all that is entered is the victim’s name, the place where the
body was found, the coroner assigned to the case, and the proxi-
mate cause of the injury, with almost invariably, if it is a traf-
fic case the nature of the vehicle inflicting it. These cases are-
all entered a second time in a journal where such details as.
age, occupation, ete., are noted with a more complete descrip-
tion of the injury and occasionally the detailed findings of the
coroner’s jury. Quite frequently, however, in this journal the
cause of the injury is not stated, the record merely reading
“Fractured skull,” “Crushed pelvis” “Rupture of the vis-
cera,” ete., without stating that the injury was due to having
been run over. The Board of Health records I think have
been largely taken from this journal rather than from the day
book because the journal gives the victim’s age, eivil condi-
tion, and a more nearly complete account of the anatomical
injury, but for the reasons above stated it is necessary in order
to get an accurate list to go over both volumes of records.
This the National Highways Protective Society has always:
done, and its figures at the close of the year agree closely with
the coroners’ reports.

We classify accidents under Automobiles, which includes
all power propelled vehicles not running upon rails; Trolleys,
which include all surface electric railways, running upon the
highways or streets, and Wagons, which include all animal
drawn vehicles. The following classes of accidents are ex-
cluded from our record: automobile or motorcycle accidents.
in which the victim was the driver of the vehicle and where
the accident was due solely to his own recklessness, trolley
accidents other than collisions in which the vietim was an
employee in the discharge of his duty, and wagon accidents
when the victim was the driver and no one else was apparently
to blame. Runaway accidents are counted. Collisions be-
tween vehicles are noted and classified by the two vehicles
engaged, such as trolley and wagon, automobile and trolley,
etec., and the death or injury is blamed upon the stronger class
of vehicle in the encounter. In automobile and trolley colli-
sions the blame is put upon the automobiles as it is the more
easily controlled and has greater freedom of action. Colli-
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sions, however, are responsible for very few deaths, for in-
stance in the years 1910-11-12 out of 473 automobile fatalities,
only thirteen were due to collisions. The remainder repre-
sented pedestrians run down.

Our figures for injury are derived from newspaper clippings
and are undoubtedly much below the mark, although we get
clippings from pretty nearly every newspaper printed in Eng-
lish in Greater New York, some of which, such as the Home
News and the Greater New York Star are probably unfamiliar
to most of the city’s residents. I think we get 90 per cent. of
the serious aecidents, but many minor ones go unreported,
and at times when the papers are full of important news,
as they were after the loss of the “Titanie” or during the
recent floods in the West, many accidents are unrecorded.

Since the first of December last, I have kept a name record
of every accident, either reported in the papers or from the
coroners’ offices to which, in addition to the usual details, I
have added such information as, driver drunk, victim deaf,
mute, driver ran away, taxicab, ambulanee, doctor’s car, owner
driving, driver exonerated, or whatever I thought might be of
possible interest. Some of these in time will present features
of interest.

So much for the way in which the records are kept. I think
that for purposes of comparison and study it will best suit our
purpose to consider only the fatal accidents. Even they could
provide material for a longer article than I feel that I have at
present time to prepare, but a briefer study will not be entirely
sterile if not of conclusions, at least of interesting leads for
further study.

The first thing to notice is that automobile fatalities are
progressively increasing, while those due to trolleys and wagons
are nearly stationary from year to year. Automobile deaths
in 1910 were 112, in 1911, 142, and in 1912, 221; for the first
three months of 1913, there were 51 against 39 last year.
Trolley deaths in 1910 were 148, in 1911, 109, and in 1912, 135.
Wagons showed 201, 172, and 176, respectively, for the three
years. This shows the way automobile fatalities are increas-
ing and is interesting also in that last year automobiles, for
the first time, caused more deaths than any other class of
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vehicles. The increase has been largest in the Borough of
Manhattan, the most congested borough, least in Richmond,
the least congested, the increase over the year 1911 being zero
in the latter against about 62 per cent. in the former, and
56 per cent. for the whole city. Brooklyn shows about
the average increase, but Queens shows 100 per cent. increase
due probably to the fact that several of the speedways to Long
Island lie through this borough.

In all classes of street accidents, children furnish much
more than their share of numbers. According to the United
States Census of 1910, 28.7 per cent. of the inhabitants of this
city were under fifteen years of age. It would be a safe guess
that the figure for those sixteen or less, which is the National
Highways Protective Society’s classification of children, would
be close to 30 per cent. Proportionately to the population,
then, children should furnish 30 per cent. of the traffic fatali-
ties. On the contrary they have furnished during the last
three years 42 per cent. of such fatalities. The vehicle
that has been relatively most fatal to children is the wagon,
as children were the victims in 49 per cent. of the fatal
wagon accidents. Automobiles are just at the average, trol-
leys are relatively safest with 33 per cent. or little above the
normal proportior. Perhaps these figures might be explained
in the theory that in the tenement district where most of the
children live, and where they spend nearly all day on the
streets, wagons furnish the principal part of the traffic. Trol-
leys are relatively safer for children because even the child
soon knows he is safe if he will only keep off the tracks, and
the motorman is particularly careful if he sees a child running
into danger, whereas he thinks the adult is able to look after
himself.

We have seen, then, that the killings from automobiles now
exceed those from either trolleys or wagons, and that they are
rapidly increasing, while those due to the last two causes re-
mainnearly stationary. We have also seen thatchildren furnish
an undue proportion to these fatal accidents, and that wagons
are relatively the most fatal vehicle for them. With these and
subsequent data let us see if we can get any clue toward a
reasonable method for preventing these fatalities.
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Along any street or highway the four factors that enter into
accidents are: congestion of the highway, the speed of the
vehicle, the carelessness of the driver, and the negligence of
the victim. The latter is what one might call a ‘““human con-
stant’”’ which for purposes of comparison can be disregarded.
The carelessness of the driver is in part proportionate upon
his fear of punishment, and there remains the other variables
of congestion of the street and normal speed of the vehicle.
The congestion of the street is due to two factors, the density
of the population and the mileage of the streets per unit area.
It might be reduced to one factor, the density per street mile,
but that would overlook the diminishing effect upon traffic
accidents of vacant spaces not traversed by streets where chil-
dren may play in safety. The five boroughs of this city offer
excellent grounds for comparison: Manhattan is densely popu-
lated, Brooklyn and Bronx are of the density of the average
city, and Richmond entirely and Queens outside of Long Is-
land City are suburban or even rural in their character.

I have, therefore, worked out a comparison for these five
boroughs. I have taken for purposes of comparison the auto-
mobile figures for the last year as the rate of increase has been
so great that the figures of two years ago would have little
present application. Because of improvements in the trolley
system of Brooklyn about two years ago, which caused that
year a marked drop in the death rate, I have taken the trolley
figures for 1911-12. For wagons I have taken all three years.
Figuring on this basis the fatal accident rate per million per
year shows that Manhattan has the highest rate for wagons
and Queens the highest for both automobiles and trolley,
although the rate for trolleys for Queéens, Bronx and Manhat-
tan are close together, being 3¢, 29, and 27 respectively. Man-
hattan stands second on the automobile list, the Brooklyn
last and next to last in trolley accidents. In other words, the
fatal wagon accident rate per million is highest in the most
congested borough while for automobile and trolleys it, al-
though high there, is exceeded by the next to the least con~
gested borough, which happens to be one which in proportion
to its population endures a very large automobile traffic, and
this auto traffic as well as the trolley traffic, is largely along
highways where high speed can be maintained.
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There is another interesting basis of comparison. If we
divide the street mileage in any borough by the number of
fatal accidents, we get a figure representing the number of
miles of road for every such accident. Reduced to a per an-
num basis, these show that for any given stretch of road Man-
hattan excells in all classes of aceidents, followed by the other
boroughs in proportion to the density of their population.
In order to see how closely this proportion held I multiplied
the figure representing the miles of street per accident by the
population per acre for each borough, and although the latter
varies a8 much as 200 and 38 for Manhattan and Brooklyn,
and the accident rate varied from 3.6 to 20 I found that the
six products derived by multiplying these two factors for
these two boroughs for each class of traffic, only varied from
608 to 880 showing a pretty well defined relation between acci-
dents and population density mileage of streets. In making
these comparisons of course the trolley mileage was used for
the trolley figures, not the general street mileage. For the
other boroughs the relation did not hold so well owing to the
fact that the street mileage there is small with relation to the
area.

Summed up, all these figures seem to show in general that
wagon accidents are a function of population density and that
automobile accidents are a funetion of population density and
the speed at which the vehicle is likely to be run. The pro-
tective effect of a low density of population is seen to be over-
come by the presence of sketches of road over which many
automobiles pass at very high speed. Two remedies are
needed. First relieve congestion. We have already seen that
nearly half the victims are children, particularly those killed
by slow moving wagons. If sufficient playgrounds could be
established to take the children off the streets it would save
more than half of them, as fully that many are killed while at
play. All trolley cars should be equipped with a powerful
air or power brake. Nearly all are in Manhattan and Brook-
lyn, where notwithstanding congestion the rates are lower than
in some of the outlying boroughs. Efficient fenders should be
provided.

With respect to automobile fatalities which now exceed
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those due to any other class of vehicles, the taking of children
off the streets would help some, and speed regulations more,
but there would be little need of the latter, if every driver
realized that a fatal or serious accident would mean for him
either the loss of his means of livlihood or the deprivation of
the use of his property.

Finally, the figures for a few other large cities as compared
with New York might be of interest.

In 1912 there were 532 fatal traffic accidents in New York.

In 1911 there were 410 fatal traffic accidents in London.

In 1911 there were 236 fatal traffic accidents in Paris.

In 1911 there were 129 fatal traffic accidents in Berlin.

This gives a fatality rate per million for these cities for these
vears ag follows:

New York......... 106 Paris......... e 81
London........... 56 Berlin............ 64

This confirms the general impression that Paris is the most
dangerous and London the safest of the European cities, but
New York exceeds even Paris and has very nearly double the
rate of London where traffic regulations are strictly enforced.

MiLEs or STREET PER ACCIDENT.

Autos.  Trolley. Wagon.

Manhattan. . .............. 3.6 4.2 4.4
Brooklyn.................. 20. 16. 18.
Bronx..................... 25 . 13. 33.
Queens. ................. .. 46, 20. 224,
Richmond. ................ 105. 62. 100.

PorULATION PER ACRE.

Manhattan. .. ... ... 200.

Brooklyn. . ... .. .. 38

BromX. ..o e e e 20 .

QUEBTIS . . ottt e e 4.8

Richmond. . ... . . e 2.5
3
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PoruLaTiON PER AcRE TimMEs MILES OF STREET PER
ACCIDENT.

Autos. Trolley. Wagon.

Manhattan. .. ............. 720 840 880
Brooklyn.................. 760 608 634
Bronx. ................... 500 360 660
Queens. .. ............u... 221 96 1075
Richmond. . ............... 262 155 250

Farar AccipENT RaTE PpER MIiLnioNn PER YEAR.

Autos. Trolley. Wagon.

Manhattan. ....... ........ 52.5 27 43
Brooklyn.................. 30. 19 33
Bronx..................... 36 . 29 27
Queens.................... 65. 30 14
Richmond................. 33. 11 33
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AMERICAN
STATISTICAL ASSOCIATION.

NEW SERIES, No. 103, SEPTEMBER, 1913.

STREET TRAFFIC ACCIDENTS.*

By FrEpeErRICKE 5. CRUM.

The street accident problem as it is presented in various
forms in our American cities looms so big that I ean hope to
touch upon only a few phases of it in the short time at my
disposal. My remarks will be limited to that group of acci-
dents which may perhaps be best described as traffic or ve-
hicular accidents. Probably the majority of this class of
accidents in cities occur in the streets. DMany of the traffic
accidents, however, particularly those classed as steam railway
accidents, occur in railroad yards and on railway tracks
within city limits. Some of the street ear accidents, in cities
like Boston, New York, Philadelphia, and Chicago occur in
subways and some on elevated tracks. Vehieles for my pur-
pose include everything on wheels or runners used to transport
persons or goods on railway tracks within city limits or in city
streets, excepting invalid chairs, baby carriages, and wheel-
barrows. Usually .also horses or other draft animals are con-
sidered a part of the vehicle to which they are attached, in
discussions of vehicular accidents.tf Kicks by horses and
runaway accidents are generally included with street and
traffic accidents. Obviously, however, some of the accidents
by horse kicks occur in stables or elsewhere than on the
streets.

What the actual conditions are in American cities as regards
vehicular hazards it is difficult to determine from the informa-
tion at present available. A fairly adequate notion, however,
can be obtained from a careful study and analysis of the
fragmentary data which may be derived from various sources.
To add to the difficulty, there seems to be a lack of uniformity

* Read at the quarterly meeting of the American Statistical Association, Yale Club, New York City,
April 17, 1913.

t See Appendix K.

$See Appendices A, B, D, H, I, and J.
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in reporting traffic accidents where they are reported at all by
local or state authorities, and this must be expected so long
as we almost everywhere find a division of responsibility and
in many cases a duplication of reports through two or more
separate offices. Here in New York City, for illustration, the
coroners make certain returns, the Department of Health
publishes other and different returns, the Public Service Com-
mission compiles and publishes still different figures, and,
finally, the National Highways Protective Society compiles
statistics different from those found in any of the other three
official tabulations.* Similar confusion exists in other cities
and states and to such an extent that it is often quite difficult
to reconcile one set of figures with another.

The Bureau of the Census in recent years has published some
very interesting fatal traffic-accident statistics for the regis-
tration area, and although we know that these are not com-
plete returns they are nevertheless useful as indicating the
general trend of such accidents in an area which now embraces
over 63 per cent. of the total population of the United States.
According to the census reports there has been a slight decrease
in fatal traffic accidents in the whole registration area during
1911 as compared with 1907, when measured against popula-
tion. The rate was 271 per million of population in 1907 and
243 in 1911. The rates for steam railway accidents were 178
in 1907 and 143 in 1911; for street railway accidents the rates
were 44 in 1907 and 35 in 1911. Automobile fatalities num-
bered 1,291 in the registration area in 1911 against only 294
in 1907, and the rates per million of population were 7 in 1907
and 24 in 1911. Fatal accidents due to wagons and horses
and miscellaneous vehicles remained practically stationary
during the five-year period, the rate being 42 in 1907 and 41 in
1911. In the registration cities there were 7,606 fatal traffic
accidents, so classified, in 1911 as against 7,435 such accidents
in 1907. Automobile accidents were the only class of fatal
traffic accidents in the urban area which showed an increase
during the five years, 1907-1912. The city fatality rate from
automobiles was 9 per million of population in 1907 and 31 in
1911. The increase in the reported actual numbers was from

*3ss Appendix A, Tables I and V.
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240 in 1907 to 9851in 1911.* Assuming that the same rapid
increase in automobile fatalities has continued during 1912
and will continue during the present year, and assuming
further that the automobile fatality rate returned by the
Bureau of the Census for registration cities is practically the
same as for all the urban area, I estimate that during 1913
there will be fully 2,000 automobile fatalities within the
urban area of the United States. Many automobile fatali-
ties, however, escape being reported as such in the census re-
turns, and are reported under such ill-defined headings as
fractures, traumatism, etc., so that it is very probable that the
true number of automobile fatalities within the urban area of
the United States during 1913 will exceed this estimate of
2,000. A similar estimate for the whole United States, based
upon the rate for the whole registration area (1911) yields ap-
proximately 3,500 as the expected number of automobile
fatalities during 1913.

Official reports for the whole United Kingdom showed 950
fatalities from motor car, motor omnibus, and motoreycle
accidents during 1912.f The similar accurate official figure
for the German Empire during 1912 was only 442.1

To further illustrate the menace of the automobile in this
country the following eomparison for a few of the principal
cities will be of interest:

FATALITIES FROM AUTOMOBILE ACCIDENTS.

During Increase
City. :
boo1g07. 1912, Actual. Per Cent.

. i —
Baltimore, .......ccooviiiiniie s i 3 8 5 167
Buffalo.. ... ... ...l 7 21 14 200
Chuaﬁo....:,.‘ ............................ 27 1 285
New York City (Health Department Record) . . 42 188 146 348
T | 7(908) 28 1 21 300
ovidenee. . ...l 2 11 9 450
Bt.Louis, ..., .ot iie i irnnrrnnes 4 21 17 425
San Franciseo. . ...ovveienvnninriinnennnnns 13 22 9 70
Washington, D.C...........oitiiinninn 2 24 22 1100
Totalfor Qeities. ........coovvvivnnnnnns i 107 | 427 % 320 299

* See Appendix B for detail statistics of the registration area,
f See p. 12,
1 See Appendix C, Table IV,
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In these nine American cities there were only 15 fewer
automobile fatalities recorded in 1912 than were returned for
all Germany in the year ended September 30, 1912. The
increase in this class of fatalities during an interval of five
years was in actual numbers 320, or 299 per cent. The aver-
age increase in the automobile fatal accident rate in these nine
cities on the basis of population was from a rate of 11.2 in
1907 to a rate of 40.3 per million population in 1912, or an
actual rate increase of 29.1 per million of population. The
rate in 1912 was 3.6 times that in 1907.*

From the census returns for 1909 for the registration cities
it appears that about 30 per cent. of all the deaths from acci-
dents, excluding injuries at birth, were traffic accidents. The
aggregate number of reported traffic fatalities during 1909
in the registration cities was 6,605 and this number had
increased to 7,606 by 1911. Of this total of traffic fatalities
reported’ during 1911, 3,808, or 50.1 per cent. were steam
railway accidents; 1,528, or 20.1 per cent. were street railway
accidents 1,285, or 16.8 per cent. were accidents caused by
wagons, horses and miscellaneous vehicles; and 985, or 13.0
per cent. were deaths caused by automobiles.f

Although during 1911 in our American urban area only 1
ir every 8 of the traffic fatalities was caused by the automobile
the ratio is increasing very rapidly. The motor car is fast
replacing horse-drawn vehicles and as the relative numbers of
the two classes of vehicles change we may expect a still larger
increase in the automobile fatalities, and a further reduction
in the fatalities from wagon accidents.

To still further emphasize the rapid increase in automobile
fatalities in this country I may quote the following death loss
statistics compiled from the mortality experience of 116 life
insurance companies during the three years, 1910, 1911, and
1912:

* Sep Appendix D, Table 1.
T See Appendix B, Table II.
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MORTALITY FROM AUTOMOBILE ACCIDENTS, LIFE INSURANCE COMPANIES

EXPERIENCE.*

Year. Deaths. Amount of Claims.
3 ] 137 $449,638
B D | 186 604,814
1912..... e et e | 232 1,041,819

Totals. . oottt e s 555 $2,096,271

According to these statistics the deaths on account of auto-
mobile accidents in American life insurance companies’
experience have nearly doubled in number in the last three
years and the amount of claim losses has more than doubled.

Some idea of the inereasing use of automobiles can be
obtained from the following figures which are quoted from an
address made in 1912 by Mr. Bertrand A. Page, vice-president
of the Travelers Insurance Company: “ Ten years ago, roughly
estimated, there were less than 100,000 pleasure automobiles
in the United States and Canada. To-day (1912) there are
at least 900,000 in use. There were 180,000 automobiles sold
in the United States in 1910, 190,000 in 1911 and it is esti-
mated that approximately 210,000 new cars will be sold this
year (1912).” Mr. Page also states that prior to 1907 the effect
of automobile losses on the accident claim ratios of the Travel-
ers Insurance Company was negligible, the losses paid for the
five years, 1902 to 1906, inclusive, comprising only 2.9 per
cent. of the total. Commencing with 1907, the ratio has
steadily increased from 5.3 per cent. for that year to 21.8 per
cent. in the year 1911, or in detail as follows:

CLAIM LO358 ON ACCOUNT OF AUTOMOBILE ACCIDENTS.
TRAVELERS INSURANCE COMPANY.

{ Per Cent. of Total Claim
Yeate. | Loss, All Causes,
T4 1 2.9
1007 e e | 5.3
1008 . et e e 6.5
00, e i 11.4
1L D | 14.1
LTS T 21.8

* Compiled by the Southern States Life Insurance Company, Atlanta, Ga,, in 1913,
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The automobile is so easily eontrolled that drivers are con-
tinually tempted to become careless and are apt to forget that
their machines have weight as well as power and therefore
develop great momentum even when going at a moderate
rate of speed. +The average-size automobile of to-day is
heavier than were the cars on passenger trains in the early
days of railroading, and the engines of modern high-power
machines are more powerful than the first locomotives.
Saturday last (April 12), Jules Goux, on an English track,
drove a racing auto 106 miles and 387 yards in one hour,
breaking all previous records. Only about two months ago
an English driver established the first over-100-miles in an
hour record, a feat which had been attempted for years with-
out success, and yet last Saturday that first record of 103
miles in an hour was beaten by more than three miles. We
are now speed mad and are getting more and more crazy.
Think of driving machines as large, heavy and powerful as the
up-to-date automobile over country roads at railway speed of
60, 70, 80 and more miles an hour, and yet that very thing is
being done every day!

In 1830, when the Liverpool and Manchester railway was
opened, eight trains of carriages with as many locomotives
were sent over the road at a speed of fifteen miles an hour.
A member of the House of Commons, Mr. Wm. Huskisson, one
of the excursionists, was killed, and another prominent member
of the party wrote to the editor of the Edinburgh Review
saying among other things: “the folly of seven hundred people
going fifteen miles an hour, in six carriages, exceeds belief.” *

In 1854, in New Jersey, a work train, carrying a number of
laborers, was backing down to a station when a cow suddenly
jumped up from a hollow in which she was concealed, ran
under the forward end of the first car, threw it off the track
and down an embankment, six or eight feet high. Three
other cars were dragged down the bank. The aggregate
result was 12 persons killed, 10 seriously injured, and 12
slightly injured. {

These two illustrations will help us to appreciate the vast

# Bee “ Notes on Railroad Accidents,” by Charles Francis Adams, Jr., N. Y., 1878, p. 7.
i * Annual Reports of Railroad and Canal Companies of the State of New Jersey, 1854," p. 28,
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progress that has been made in less than a hundred years in
the speed and size of railway engines and trains, and they also
emphasize the relative power, weight, and speed of the modern,
trackless automobile as compared with the locomotives and
railway cars in the early history of railroading.

The most accurate and complete statistics of automobile
accidents are those for the German Empire. A census of
automobiles was first taken in Germany on January 1, 1907,
and a similar eensus has been taken annually as of January 1,
from that date.

Detail statisties of automobile accidents have been compiled
for Germany beginning with April 1, 1906. These returns
are published in the quarterly reports of the Imperial Statisti-
cal Office and the year, for this statistical purpose, ends
September 30. The statistics for six complete years are now
available, or for the period 1907-1912, inclusive. The Ger-
man census returns show an increase in the total number of
automobiles and motorcycles from 41,727 on January 1, 1909
to 77,789, five years later, or on January 1, 1913. There has
been an actual decrease in the motoreyeles, or from 21,176 on
January 1, 1909 to 20,448 on January 1, 1913, while the auto-
mobiles proper have increased in Germany from 20,551 in
1549 to 57,341 in 1913.*# The census returns give many
details, such as the horse-power of the automobile, the general
purposes for which they are used, whether they are owned
by German citizens, or by residents of other countries, whether
they are freight or passenger machines, etc., and all these
statistics are separately reported for the various larger political
divisions of the Empire.

Nearly all of the accident statistics are also separately
returned for the principal political divisions of the Empire.
Among other facts disclosed in the aecident returns are the
number of persons injured, fatally and non-fatally; the amount
of damage to other vehicles or goods, and to the machine
causing the accident; the nature of the penalty, if any, imposed
upon the person or persons to blame for the accident; and
whether the blame attached to the driver, to a passenger in it,
or to a person or persons outside it. The sex, age, and occupa-

* Bee Appendix C, Table 1.
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tion of the injured and killed are given in detail, also the place
where the aceident oceurred—iwhether in cities of over 100,000
population (there being 38 such in Germany), in smaller cities,
in villages, or on country roads. All of these classifications
by age, sex, occupation, and place of accident are subdivided
so as to indicate whether the injured or killed persons were
drivers, other persons inside, or persons outside the automo-
biles. The non-fatal injuries are divided according to their
nature and extent into 18 classes so that the number and
character of the serious and slight non-fatal injuries can
readily be determined. The day of the week and time of day
of the accidents are reported and tabulated, also the horse-
power of the machines involved. The general character of
the accident is noted,—whether it was caused by conllision
with a street car, with another automobile, with a wagon or
other vehicle, whether it was a case of hifting a pedestrian,
ete. Also the cause of the aceident so far as it can be deter-
mined is carefully noted and tabulated—whether it was due
to excessive speed, to failure to sound a warning, to other
inattention or carelessness of the chauffeur or driver, or the
pedestrian; whether traceable to some defect in the street, to
some defect in the machine, to explosion, to burning of the
machine, ete. These and many other details are faithfully
presented in these really wonderful German statistics.*
Many very interesting and important facts are disclosed in
these accident figures for Germany, a few of which I may here
cite to illustrate the utility of such accurate and comprehensive
returns. The number of persons non-fatally injured in auto-
mobile and motorcycle accidents in Germany has increased
from 2,419 in 1907 to 5,542 in 1912, or 129.1 per cent. The
number killed—and all those dying within a month subsequent
to the accident are counted among the fatally injured—has
increased from 145 in 1907 to 442 in 1912, or 204.8 per cent.
During the five years 1907-1911, 1,101 persons were killed
in Germany, 802, or 73 per cent. being males, and 297, or
27 per cent. being females. The sex was reported of all but
two of the 1,101 persons killed.f During the same five years
15,907 persons were non-fatally injured in motorcycle and

# See Appendix C.
t Ibid, Table 1X.
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automobile accidents in Germany and the sex was reported in
all but 54 cases. Of the non-fatally injured, 72 per cent. were
males and 28 per cent. females. Of the 1,101 persons killed
in Germany during 1907-1911, the ages were reported in all but
3 cases, and 316 were under 16 and 163 were 61 years of age
or over.* Of the total, therefore, 479, or 43.5 per cent. were
either young or old persons.T Of the 15,907 persons non-
fatally injured 3,001 were under 16 years of age, and 1,020
were 61 years of age or over, or about 26 per cent. of the total
were young or old persons. Similar sex and age statistics are
not available in the German returns for 1912,

Of the 1,101 persons killed during 1907 to 1911, 438 were
killed in the large cities, 104 in the smaller cities, 161 in village
streets and 389 on country roads.i In cities and villages
together 703 persons, or 63.9 per cent. of the total, were killed
as against the 398, or 36.1 per cent., on the country roads.

During the five years, 1907-1911, there were 85 drivers
killed and 151 other persons in automobiles, while 865 of the
1,101 victims were outside the automrobiles. These fatali-
ties and non-fatal injuries were classified according to place
of accident during 1907 to 1911 and although nearly 64 per
cent. of all the fatal accidents during this period occurred in
the cities and villages of Germany the percentages were en-
tirely different for the drivers. Of that group only 15 of the
total of 85 were killed in the cities and villages as against 70 on
the country roads. Similar differences are to be noted for oc-
cupants of automobiles other than drivers, only 40 of whom
were killed in cities and villages as against 111 killed on the
country roads. These figures bring out clearly the fact that
the automobile accident problem is very different in places
where population is congested, as in cities, from that presented
in places where the population is scattered, as in the country.
In the first case the danger is principally to persons outside the
automobiles, while on the country roads the hazard is about
equally divided, according to the German experience—or 181
occupants were killed on the country roads as against 217

* Bee Appendix C., Table VIII,
 For similar data for New York City. See Appendix L.
1 Ibid, Table XIV.
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482 American Statistical Association. [10

persons outside the machines.* This particular experience
was not extended through 1912, or at least the corresponding
statistics were not published in the last report.t

The German experience shows that about 17 per cent. of the
freight-carrying automobiles meet with accidents, as against
about 21 per cent. of the passenger type.f Over 27 per cent.
of the passenger automobiles of from 16 to 40 horse-power
meet with accidents in Germany every year. With freight-
carrying machines of the same horse-power the percentage
meeting with accidents has averaged over 17 during the six
years, 1907 to 1912.

Enough has been said to indicate something of the detail
of the German figures, the like of which is hardly imaginable
for any state or city in this country. An automobile law
comprehensive in character went into effect in Germany in
1910, and it was based upon full information of a statistical
character that had then been accumulated for something over
three years. Imagine, if you can, a state law in this country,
or a city traffic ordinance based upon such full and illuminating
statistics.§

The certainty of accountability, and the knowledge that
punishment will be swift and sure for disregard of the law
must act as a powerful deterrent and for the good of every user
of the streets and roads of Germany. Otherwise, it would be
difficult to explain why in all Germany during the six-year
period, 1907-1912, there were only 1,543 persons killed by
automobiles and motorcycles, while in the United States
probably fully twice that number were killed in 1912, and in
the Registration Area alone in 1911, 1,291 were killed by
automobile accidents, according to the reports of the Census
Office, which are admittedly incomplete in this particular.

Some excellent statistics of street railway accidents are
available in the report presented by the German electric street
railway companies to the International Hygiene Exhibit at
Dresden in 1911. The acecident problem had become so acute

* Appendix C, Table XTIV,

1 Vierteljahrshefte gur Statistik des Deufschen Reichs, Hersusgegeben vom Kaiserlichen Statistischen
Amte. Erstes Heft, 1913.

% Appendix C, Tables IT and IIL.

§ The recently enacted Ordinance for New York City was based upon as good local information as was
available, See Appendix H.
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in Germany by 1909 that the street railway companies decided
to codperate in an extensive and thorough inquiry into the
subject. As a result detail returns of accidents were secured
from 158 companies, which together represented about 95
per cent. of the total mileage. The report as a whole is very
interesting, but I can only mention a few of the more important
facts which it disclosed.*

1. Statistics for the five yvears, 1905-1909, showed that 136
passengers had been killed on the electric railways making
returns, only 7 of whom were under 13 years of age. The
fatality rates based upon the number of passengers carried
were fairly constant, fluctuating from 1.2 per 100,000,000 in
1909 to 2.1 in 1908.

2. The statistics of fatal injuries to persons other than
passengers showed that children under 13 years of age formed
the majority of the victims in every one of the five years for
which the facts were collected. In the aggregate 732 persons
other than passengers were killed, 409 of whom were persons
under 13 years of age.f The report comments at some length
upon the fact that parents are blameworthy for their negligence
in permitting their young children to play in the streets.
On the basis of car mileage the fatal accident rates of persons
other than passengers remained fairly constant during the
five years, and the same was true also of the severe and slight
injury rates. According to the German figures, in about 95
per cent. of all the fatalities the fault lay with the vietims, only
about 5 per cent. being the result of carelessness on the part
of the street railway employees.]

The conclusions deduced from these German statistics may
be briefly stated as follows:

First. The most potent and immediate remedy for present
conditions will be found in the education of children and the
public generally to exercise greater care when walking across
streets, driving in other vehicles, or while boarding and
alighting from cars.

* For gome of the statisties compiled and re-arranged from this report see Appendix E, For a more
full discussion of the report see & paper by the present writer published in The Spectator, New York,
September 10 and Oectober 31, 1812,

1 See Appendix I, for statement of fatalities by age in New York City.

$ See Appendix E, Table IV; also Appendix C, Table XIT where it is shown that in automobile
sccidents & mueh larger proportion are due to oauses beyond the eontrol of the injured.
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Second. The desirability of keeping children off streets
used for electric street car traffic was particularly emphasized.

For the United Kingdom a sfatistical return is made to the
House of Commons every year of all street accidents caused
by vehicles and which were known to the police as having
resulted in death or personal injury. This requirement was
one of the good results of the investigation made by the Royal
Commission on London Traffic, the work of which was con-
cluded in 1905. These street accident returns for the United
Kingdom date from May 1, 1908, and the first report was,
therefore, for a period of only eight months. The statistics
are classified as fatal and non-fatal and are further grouped
according to the kind of vehicle, vehicles for this purpose being
divided into six classes—horse-drawn omnibuses, other horse-
drawn vehicles (excluding tramcars), horse-drawn tramecars,
mechanically propelled tramears, motor ears (including motor-
cycles) and motor omnibuses. The tabulations are made in
this detail by counties and by police districts.

A summary of these English statistics is presented in the
following table for convenient reference:

STREET ACCIDENTS CAUSED BY YEHICLES IN THE UNITED KINGDOM, 1808-1912.

‘ Fatal Accidents,
Kind of Vehiela.

1908.# 1909, | 1919, 1911. 1912,

Horse-drawn omnibuses n 11 | L 15 10 7
Other horse-drawn vehicles {emladmg tramcars) 418 | 822 639 670 672
Horge-drawn tramears. ... ... ....covvieennnn. . 5 ! 1 4 ...
Mechanically propelled tramears. . ol e 122 | 112 123 135
Motorcarsandeyeles. .................... ..., i 198 ) D 478 633 751
Motor Omnibuses. . .. ... ... oo ‘ 50 7% 1 82 117 199
Total. . . oeeeeee et e e e 746 | 1,150 | 1327 | 1,557 | 1,764

STREET ACCIDENTS CAUSED BY VEHICLES IN THE UNITED KINGDOM, 1908-1912.

I
' Non-Fatal Aceidents.

Kind of Vehicle, e
1808*, 1809, 1910. 1911. 1912,
Horse-drawn ommnibuses. ... ... ................ 283 383 262 208 145
Other horse-drawn vehicles I{exclm:llng tra.mcara} 8,827 13,241 13,289 13,165 13,130
Horse-drawn tramears. . . 101 111 71 54 19
Mechanically propelled tramears. .. ... ....... .. 2,809 4,842 4,661 5,523 5,331
Motorcarsand evelsa. . ....................... 4,301 7,149 9,909 12,676 15,287
Motor omnibuses. .. ... ... ... i l.lﬂﬂ| 1,346 1,258 2,027 2,021
Total. ... ee i iiiiraanaainesienaines 17,227 E 26,872 20,750 33,653 36,833

* Eight months only, and only for England and Wales,
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13] Street Traffic Aceidents. 485

These statistics are of interest as they indicate that what-
ever of increase there has been in fatal street-traffic accidents
in the United Kingdom during the four years 1909-1912 has
been due principally to motor cars and motor omnibuses, the
fatalities from horse-drawn vehicles and from mechanically
propelled tramcars having been practically the same for the
three years. Combining the fatalities from motor ecars,
motoreyeles, and motor omnibuses, we find that the numbers
have increased in the United Kingdom from 386 in 1909 to
560 in 1910, to 750 in 1911, and to 950 in 1912. The actual
increase in the fatalities resulting from motor cars and omni-
buses in 1912 over the fatalities in 1909 was, therefore, 564,
or 146.1 per cent.

The statistics of street traffic accidents in London* indicate
that the conditions in that city have long been bad in this
respect and vigorous efforts are being made to find some at
least partial solution of the problem. Several traffic censuses
have been taken to ascertain where congestion is greatest and
the problem has now been studied by many experts and from
various angles.f The conelusion thus far is that the remedies
for present conditions must consist in the widening of streets
so far as possible, in diverting traffic from congested to other
ess used streets, and in additional regulations governing the
movement of traffic. It has also been suggested that at cer-
tain large open spaces where several converging lines of
traffic meet, there should be underground subways for pedes-
trians to enable them to cross with safety. Two such subways
already exist in London, but little use is made of them as the
approaches and exits are by flights of stairs. It is suggested
that in the new ones, when possible, the approaches and exits
be made wider and on gentle declines and inclines. Still
another suggestion has been made, namely, that in certain
streets all the traffic be compelled fo move in one direction.
This has been criticized as bound to lead to greater speed of
the vehicles, with correspondingly greater hazard to pedestrians
who may be obliged to cross such thoroughfares.

During 1912 there were 353 motor car, motor omnibus and
motoreyele fatalities in Greater London. All the other street

* See Appendix G for recent English statement of London eonditiona.
1 S8ee Report of the London Traffic Branch of the Board of Trade, 1912. London, 1913.

2
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vehicles together killed 185 persons. The total number of
persons killed by vehicles in London streets in 1912 was 538
as against 303 in 1909, an increase of 77.6 per cent. The
motor vehicle fatalities increased from 145 in 1909 to 353 in
1912, or 143.4 per cent.*

Reference has already been made to the fatalities in the
registration area of the United States from street railway
accidents. In nine representative large cities of the United
States the average fatality rate from street railway accidents
has decreased from 73.5 per million population in 1907 to 44.5
in 1912. The statisties in detail for these cities are presented
in Appendix D, Table 11.

The fatalities from subway and elevated railway accidents
in New York City, according to the Health Department record,
have fluctuated somewhat from year to year during the period
1907-1912, but it can not be said that there has been any
increase or decrease during that period. The average fatality
rate from subway accidents per million population for the six-
year period was 3.3, and the similar average fatality rate from
elevated railroad accidents was 2.8. The details are presented
in Appendix D, Table III.

The fatalities from steam railroad acecidents in nine large
representative cities of the United States have fluctuated con-
siderably during the six-year period 1907-1912, or from 768
in 1907 to 543 in 1908. The average fatality rate for the nine
cities combined was 86.1 in 1907, and 56.1 in 1912. There
seems, therefore, to have been a diminution in this class of
accidents in the larger urban centers during recent years.
This can readily be accounted for by the gradual abolition
of grade crossings and the more careful guarding of railroad
properties in other respects. The details of the steam railroad
fatalities in the nine representative cities are presented in
Appendix D, Table 1IV.

Fatalities from wagons, bicycles, and other animal-propelled
vehicles seem, on the whole, to have decreased somewhat in
recent years in the larger urban centers of the United States.
In the nine cities for which returns have been compiled the

8ee Appendix F for London statistics and Appendix G for traffic conditions; see Appendix C, Table
VI, for Berlin statistics of personal injuries, Iatal and non-fatal, caused by auiomobiles and motorcycles,
1908-1912.
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15] Street Traffic Accidents. 487

average fatality rate from this class of accidents was 59 per
million population in 1907 and 37.9 in 1912. The rates have
fluctuated and there is some reason to believe that the
variations are of an accidental character rather than indie-
ative of any considerable improvement in traffic hazards
from this class of vehicles. In 1909, for illustration, the aver-
age fatality rate for the nine cities was only 36.6 per million
population, while in 1911 the rate was 48.5, and in 1912 it had
again declined to 37.9. The details of these statistics are
presented in Appendix D, Table V.

Practically the only effective method thus far extensively
adopted in this counfry to prevent traffic accidents in our
city streets is through traffic regulation by municipal ordi-
nance. Such ordinanees are revised, amended, and extended
from time to time, as new local conditions arise which seem to
require correction. These rules and regulations governing
street traffic are usually framed by the aldermanic or other
similar local governing bodies and their enforcement is placed
in the hands of the police.

I have recently read the traffic regulations in forece in
various of our larger ecities, about forty in number, and while
in many matters of detail they are all quite similar, there are
some admirable ideas incorporated in a few of them that have
not yet been generally adopted.*

When a street car is taking on or discharging passengers, a
frequent cause of injury is another vehicle going in the same
direction as the car and overtaking it while its passengers are
alighting or getting on. To obviate or lessen this danger a very
few cities require that the other vehicles come to a stop, other
cities require that they keep to the right of such street cars,
distances varying from four to twenty feet.

Another frequent cause of injury is found in the almost
universal habit of boys and girls to hitch on to wagons, auto-
mobiles, and other vehicles. This is prohibited in some cities,
also jumping upon or riding on the rear of such vehicles, with-
out the driver’s consent.

Roller-skating in streets has been absolutely prohibited in
Washington, D. C., and all drivers will declare that such play

*Bee Appendix K, for excerpts from street traffic ordinances of geveral large American cities.
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488 American Statistical Association. [16

in the streets is one of the greatest nuisances with which they
have to contend. Coasting in the public streets is usually
prohibited, except by special permission and in designated
localities, at specified times. Many of the worst of our street
accidents have been caused by sledding in improperly protected
streets.

A few of our cities have advanced far enough to prohibit
bicyelists from carrying children on handle bars. Other rules
of importance from the viewpoint of accident prevention relate
to the distance which must intervene between vehicles follow-
ing each other, the manner in which turns at corners must be
made, etc. Of course nearly all traffic ordinances contain
speed regulations, but of all the regulations these most impor-
tant ones are most continually and consistently violated, and
will continue to be until the violators are visited with penalties
more in keeping with this particular offense.

The available statisties of street accidents furnish positive
proof that traffic ordinances as at present enforced are not a
complete solution of the street accident problem in this
country.* All the cities for which we have even fragmentary
street accident statistics show fatal accident rates much
higher than those of London, Berlin,} or Paris. Perhaps one
of the principal causes for this situation may be found in the
fact that sufficient publicity is not given to street accident
statistics in this country, and such accident statisties are not
recorded and compiled in so complete and accurate a manner
as is highly desirable in order that the conditions may be known
in a more exact and convincing way than through the numer-
ous, but non-cumulative, reports of accidents made in the
columns of the daily press, or through the often conflicting
reports of State, County, and Municipal authorities.

#* * A lack of regard for traffic rules and regulations and ignorance of the Grant ordinance (1908), which
clearly and succinetly outlines them, under five short, brief heads, is given as the cause of so many auto-
mobile aceidents in Atlanta of late, which have caused the losa of life, injury to person and damage ta
property. According to police reports on them, in very nearly every instance the traffic ordinance has
been violated, and the rights of the road not respected.”

(From pamphlet issued by the City of Atlanta, Ga., in 1913, to emphasize the need of following traffie

rules.)
{ For Berlin Statistics, see Appendizx C, Table VIL
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CoONCLUSIONS.

1. First of all we require more complete, accurate, and
specific information relative to street traffic accidents. The
recent German and English inquiries furnish clues as to what
kind of data can be secured. At present the statistics avail-
able in official sources in this country are incomplete and inad-
equate for any purpose other than to indicate that street
traffic accidents are unnecessarily numerous, both actually
and in proportion to population.

The statistics of steam railway and street railway accidents
compiled by the Publie Service Comimission of the First Dis-
triet here in New York State give some interesting details.*
Distinction is made of injuries to employees, injuries to passen-
gers, and injuries to persons other than employees and passen-
gers. These statistics, too, for street railways are reported
separately for the various surface street car lines or systems,
elevated roads, and subway lines. It is interesting to note
that in 1910 on the two subway lines then in operation 27
passengers were killed, 30 employees and no others. These
facts illustrate the great advantage to the public of rapid
transit facilities in that they tend greatly to reduce the acci-
dent liability of pedestrians and other users of the city streets.

The accident statisties compiled by the Public Service
Commission are given in some detail as they relate to employ-
ees, but in my opinion they would be much more valuable if
the accidents were reported separately for additional specific
employments, or in the same manner and in the same detail
that the employees are reported. It is of practical utility to
know that the fatal accident liability of subway trackmen
was 9.14 per 1,000 employed during 1909 and 1910 as against
a rate of 1.79 for surface street railway trackmen. Similar
facts if available in detail for all the important specific employ-
ments would be of exceptional value as indicating precisely
where the danger points are in the transportation industry.

2. Traffic ordinances require in many ecases to be more

# The statistics of fatal and non-fatal injuries fo employees are apparently not complete, For il-
lustration, the reported injuries to employees in the Hudson tubes include only injuries to employees

on the New York side, although the reported number of persons employed include all the employees of
the operating company.
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490 American Statistical Association. 18

specific, to cover more contingencies than at present, and to
be more strictly enforced.

3. Relief of congested streets should be carried out as com-
pletely and expeditiously as is practicable. City planning com-
missions and traffic experts are working along these lines in
various cities. As a part of this program every effort possible
should be made to provide recreation centers and playgrounds
for the children, so as to keep them off the streets as much as
practicable during their play periods.

The growth of street car traffic during the last twenty years
is a fair indication of the increasing use made of city streets
for traffic pruposes. Unfortunately, our older cities were laid
out when it was impossible to forecast their future development
and the result is narrow streets, offen in the very sections of
the cities where traffie is heaviest. Four principal faetors
enter into street congestion—bulk of traffie, size of vehicle
units, speed of vehicle units, and width of streets. Surface
street cars run faster to-day than twenty years ago, also they
are larger, but in almost any given city there are many more
cars in use per mile of track to-day than formerly. And so as
we analyze street car conditions we find that in most of the
older cities the street car lines are overburdened with traffie—
they are congested, and the congestion is largely due to
narrow streets, too few street car lines, and faulty methods of
line connection. In Newark, New Jersey, for illustration, in
1912 there were 78,000,000 rides taken on street cars as against
18,000,000 in 1893 and 45,000,000 in 1903. In 1893 the aver-
age number of rides per person was 90 as against 210 in 1912,
In Newark there is the great advantage of one wide main
thoroughfare, but aside from thaf, Newark is a typical, older
city which long ago outgrew the street traffic facilities and
practically nothing has yet been done materially to reduce
the congestion of traffic—aside from improved police regula-
tions and traffic ordinances. In twenty years the population
of Newark has increased 85 per ecent., the street car habit has
increased 233 per cent., and the street areas have increased
practically not at all.*

4. Edueation of parents, children, drivers, and the publie

* These statistics for Newark are from "The Newarker,” February, 1913. This particular number
contained an excellent summary of traffic conditions in Newstk, " The Newarker" is published monthly
by the Free Public Library, Newark, N. J.
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generally in the dangers incident to street travel and in the
simple precautions which should be taken to avoid them so far
as that is humanly possible.

In this connection it is interesting to note that the State of
New Jersey has recently enacted a law which provides for the
introduction into all the sechools of the State of a system of
instruction in the rudimentary prineiples of self-protection,
which will familiarize the pupils with the causes that lead not
only to accidental injury but also to the impairment of health,
and of the best means by which these can be avoided. Thirty
minutes every two weeks is the time allotted to this new and
highly important line of constructive education, and at least
once during each school term a lecture on the principles of
accident prevention will be delivered by an accredited expert
from the American Museum of Safety.

In adopting this plan of teaching children how accidents
may be avoided, the State of New Jersey is simply following
the example of Germany, where, to quote from an exhaustive
report on the subject issued by the Bureau of Statistics a year
ago, ‘‘this educational propaganda starts in the readers placed
in the hands of school children, thus inoculating ideas of cau-
tion and safety at the very foundation of the child’s life.”
An interesting article on the need of an educational cam-
paign for the education of school children appeared in the
Supplement to the Secientific American of April 12, 1913.*

Many of the more progressive public service corporations
are making determined efforts to instruct their employees in
the best known methods of accident prevention. In some
cases the safety experts of these corporations not only instruct
the employees of the corporations, but they also visit schools
at stated intervals, or other public assemblies, and give illustra-
tive talks on the dangers of street traffic and how best to avoid
them. Here, as in so many other phases of the larger problem
of conservation, education will probably be found to be the
most potent influence for the removal of the ignorance, care-
lessness, and recklessness which at present are responsible for
such a large percentage of the fatal and non-fatal injuries
resulting from street traflic.

* The Dangers of Street Traffic and Danger 3ignals. An BEducational Campaign. By Frederick Hut-
ton, M. E,, 8e. D.
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APPENDIX A.

STREET TrRAFFIiC ACCIDENTS iIN NEW York CITy.
TABLE I,

A COMPARISON OF STATISTICS OF AUTOMOBILE AND ELECTRIC STREET CAR FATAL-
ITIES IN GREATER NEW YORK. RETURNS OF HEALTH DEFPARTMENT COMPARED
WITH COMFPILATIONS MADE BY THE NATIONAL HIGHWAYS FROTECTIVE SOCI-
ETY, 1910-1912.

_ | National Highways Protective
! Henlsh Department. ] Society ¥
1
Year. | i . | .
i Avtomobiles, fEhﬁ%lgms_tMt Automobiles. ! Elm%ﬁm“
i i | |
| Il
1910 oo | m 156 | nz | 148
1911, 128 ! 122 , 142 { 109
1912............ e I 188 111 | 221 | 134
i 391

Total. . ... ... .. ..., i 437 ! 389 ! 475

* As a partial explanation of these discrepancies, the atatlstman of the National Highways Protective
Society states that in the fatalitics due to trollevs, compiled by the Soclety, trespassers or others killed
because of gross negligenee, are not included, He further states that garage accidents and fatalities due
to gross carelessness, in which the victim was in the car, are not included as automobile accidents. Just
why persons killed under these cireumstances should not 'be elassified as deaths due to trolley accidents, or
automobile accidents, as the case may be, it is difficult to understand.  While these deaths might prefer-
ably be reported separately, they certainly ought to be ineluded in the general totals.,

TABLE II.

FATALITIES IN GREATER NEW YORK CAUSED BY AUTOMOBILES, STREET CARS, AND
HORSE-DRAWN VEHICLES, 1010-1912% (RATES PER 1,000,000 POPULATION.)

_ |
Automobiles | m"“"@g’rﬁm | Horedrawn Total.

Years End- i
ID%EDM l Population, —————|——-=—
vl } Number !

I\umberl Number | Number
| Killed. | Rate. | 'Killed. | B#% Killed. Rate. |'gifleq, | Rate.

—_—

148 200 | 211 | 430 471 | 08.8

1810.. . ... i 4,766,883 112 23.5 | .
1011......| ., 4,899,851 142 3i.1 09 1 223 | 172 26.6 423 86.3
35.2 532 | 105.7

|
| i

1012...... 5032819 | 221 | 443 | 134 . 351 177 |

1910-1912 . 14.399,553' a5 | 32.3 | B9 26.6 | 560 | 381 | 142 | 97.0

# Compiled by the National Highways Protective Society, see New York Times of February 2, 1913,
t Includes motmcycle fatalities.
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TABLE III.
FATALITIES FROM RAILWAY ACCIDENTS, NEW YORK CITY, 1908-1912.%

I
Kind of Traffic. © 1908, ‘ 1908, | 1910. | 1911. | 1912. | Total.
| r 1
Surface Street CAFS. . . . ... ov\oveieenns, | 248 ’ 181 174 | 143 140 | 875
Subway and Elevated Cars. . ..............1 80 61 80 70 59 359
Steam RailWaYS. . . .. ...vovenronineinons o107 | 107 | 123 101 78 | 516
Total. . ..o oo ‘ 144 . 320 371 | ant | 28 | 1,750

* Statistics wmglhd by tha Public S8ervice Commmisaion, First District.

To illustrate the apparent lack of knowledge of the ultimate utility of accident statistics, it requires
to be stated that this total of 314 ineludes 13 deaths from natural causes and 16 suicides. Why these deaths
should have been included is ‘]J:)mbab]y known only to the compiler. How far the other statistics are
similarly vitiated, it is imposeible for me to state,

TABLE IV.
FATALITIES IN SUBWAY AND TUBES, NEW YORK CITY, 1007-1912.*

Year. . Employees. ’ Passengers. | {Other Persons, Total,

1007, : 23 13 3 39
1908, ........ e e ! 24 24 ] 1 a3
1909, e 16 22 2 . 40
1900, e e e 30 : 27 .. a7
) i 17 25 . 42
B L 3 1 | 10 12 4 33
Total. . o ovr e | 12 130 14 264

* Statistics compiled by the Public Serviee Commission, First Diatrict.
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TAELE Y.
CORONER'S RETURNS OF [FATALITIES CAUSED BY VEHICLES IN NEW YORK CITY.
19071912
Borough of Manhattan.

[ | | | , Total
Kind of Traffic. 1907, | 1008, | 1909, 1910, 1911, 1912, 5 113927-
| | |
Automobiles, .............. ...... a7 36 ’ 6% 63+ I 924 146 420
Burface, . | 137 131 fi8 62 | 78 72 558
5t. R.R. 1 Dlevated. . . 1 11 8 | 17 ] 10 6 71
Subway,............. 14 17 13 | 24 I 19 14 101
Railway. ...........ooocvvnennn. 21 22 20 | 14 | 15 9 | 101
Wa.gbns and Others . .......... 124 . 91 85 | 102 | 144 111 660
Total. . ..... e eE e areaa 362 _ 311 240 ' 282 | 358 358 1911

# Three fatalities cansed by motoreyeles; 1 fatality caunsed by motoreyele; § 2 fatalities caused by
maotoreyele,

Borough of the Bronsx.

Automobiles. .................... G 7 | 6 14 12 19 64
Surface. . ... ......... 22 9 | ] 14 18 18 85
St.R R. { Elevated. ............ ] ! 1 4 6 2 23
Subway. .. ... b 3 | 5 2 2 2 16
........................ 80 bl S B 1 24 25 26 207
“‘agons and Others, . i1 5 1 14 10 17 12 72
Total......... AT 125 st (6l 68 78 79 467
Baorough of Richmond
J i
Automobile . ... ....... ... ... - — 3 | 3 3* 10
St.R.R.... ... e 11 2 2 4 | 1 3 23
Railway. . .....cocoeviee oo 13 11 6 9 3 8 49
Wagons and Others, ., .. ......... 4 3 i 5 ! 2 2 20
Total. .o 28 ! 13 13 21 | 8 16 102
] ] |
* One fatality was cansed by motorevele.
Borough of Queens®
lQM—*
1912,
7 | 138 31
8 | il a7
48 25 113
5 ‘ 8 16
63 ‘ 62 187

# Compiled returns for Queens borough are not available fur 1907-1801% nor are such returns available
for Brooklyn borough for 1907-1912.
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ArpENDIX B.

TABLE L

FATALITIES FROM TRAFFIC ACCIDENTR, REGISTRATION AREA, U. 8.,1907-1911. (RATES
FER 1,000,000 POPULATION,)

‘ Wagons, |
Automobiles. | Street Cars. | Steam R. R. | Horses, and | Total.
Year Others.
ggc‘i'r‘:f Population, |~ |
ber 31. Num- Num- Num- | Num- Num-
ber |Raf:e.' ber | Rate,: ber |Rate.| ber | Rate.| ber | Rate.
Killed4| Killed. Killed. | Killed. Killed.
. e
1907...| 45,500,625 204 | 1,880 413 7,676 168.7 1,810/ 39.8) 11,660| 256.3
1908, . . 7,605,626  393: o L6898 35,6 6,080, 127.7; 1,924 40.4| 10,093| 212.0
1909, .. 49,710,627 632 1,723, 3.7 6,658 134.0 2,152 43.3| 11,160] 224.6

1011...| 53.920,631| 1,261 3.9, 7606 142.7 2237 41.5| 13107 243.1
Total | 248,553,130 3,500 6,131} 36.?i 35,088 144 8| 10,083| 40.5| 58,772 236.5

6.5
8.3
12.7
1910, .. 51,815,630 080 %gg 1,949i 37.6 7877 132.0 1,040] 37.4| 12,746| 246.0
14.4

TABLE II.

FATALITIES FROM TRAFFIC ACCIDENTS IN REGISTRATION CITIES, U. 8., 1007-1911.
(RATLS PER 1,000,000 POPULATION.)

. Wagons, |
Automobiles. | Street Cars, | Steam R. R. Horses, and Total.
Year ! Other. ‘
g? d! :!“‘E]_ Population, — | _—
ber 31. Num- Num- | Num- Num- Num-
| her ~ Rate.| ber | Rate,© ber : Rate. ber Rate. ber Rate.
Killed. Killed, | Killed. [ Killed. | Killed.
1907. .. 27,771,540 240 S.E! 1,547I 59.3 4404: 158 6 fl.l‘i-‘il ‘!1.2I 7.435| 287.7
1908, .. 28,670,744 322 11.2' 1425] 40.7 3.269] 114.0 1,079, 37.6 6,005 212.6
1909, . . 20,569,948 5000 16.9) 1401° 474 3489 118.0 1,215 41.1 6,605 223.4
19010...| 30,469,152 721 23.7| 1,662; 51.3 4,173 137.0 1,1221 36.8 7,578 248.7
1011... 31,368,356/ 085 31.4| 1,528 48.7 3.808. 121.4 1‘235; 41.0 T.ﬁﬂﬁr 2425
Total | 147,849,740| 2,768 18.7| 7,583 51.2 19,143 128.5 5,845? 39.5) 35,319 238.9
| H

|
]
|
|
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AprrEnDIX C.

(24

AUTOMOBILE AND AUTOMOBILE ACCIDENT STATISTICS OF

(GERMANY.
TABLE 1.

CENSUS RETURNS OF AUTOMOBILES AND MOTORCYCLES IN GERMANY.

1907 to 1913.

Yeur Deginaing Antomobiles. Motoreyeles.

Passenger. Freight. Total. Passenger. Freight. Total.
1907, ......ceues 10,115 57 11,072 | 15,700 i 254 15,954
1908, .......... 14,671 1,543 16,214 19,573 | 235 19,808
1909, ... ..., 18,547 2,004 20,551 20,028 | 248 21,176
1010, . .......... 24,639 2,823 27,4602 22,283 | 196 22,479
1911............ 21,606 4,082 35,778 20,535 121 20,656
1912, 0. el 39,043 5,392 45,335 19,958 157 20,115
103............ 49,760 7,581 57,341 20,325 123 20,448

—— — — - ! — S — —
TABLE Ii.

PERCENTAGE OF PASSENGER AUTOMOBILES AND MOTORCYCLES MEETING WITH

ACCIDENTS IN GERMANY, CLASSIFIED BY HORSE-POWER. 1907-1912.

. All Automo-

Year Ending biles and

&Ept@m.mr 30. Gyﬂleﬁ.
1907. . . 13.8
1908............ 12.4
1909, . ... ....... 12,6
1910, , 12.4
1911, .. craes 13.2
1912, ........... 13.5

Automobiles of
Motor- o |
cycle | Over § and . Over 16 and
| Upto8H.P.| uptolé up to 40 |Over 40 H, P,
‘ H.P. ?‘I
I T — I
1.5 12.9 42.9 46.9 70.8
1.2 12.2 36.9 34.7 40.4
1.1 10.7 3.1 33.9 42 .9
1.0 10.2 27.6 24.2 13.5
1.1 8.9 21.5 25.3 16.2
1.0 .45 16.5 26.2 158.0

PERCENTAGE OF FREIGHT-CARRYING AUTOMOBILES AND MOTORCYCLES MEETING

WITH ACCIDENTS IN GEEMANY, CLASSIFIED BY HORBE-POWER. 1907-1012.

Automobilea of

. All Automo- i . .
Year Ending .+ Motor- | ! !
September 30. bél’af!f:;d cyeles. | Over 8 and | Over 16 and
yolea. Upto3 H.P. u%m 16 u%to 40 |Over 40 H.P,
/ ] H.P. P
| ' i
[ FEs s s imaannn .0 . a . . ]
1907 17.5 31.1 t 12.1 20.3 18.0 12.5
1908............ 16.3 25.0 12.8 25.0 10.0 Caan
1809, . .......... 14.7 35.2 9.5 20.8 | 14.4 6.9
1910, ... ........ 15.0 18.2 11.2 18.7 16.4 16.3
1011, ... 17.% 2.5 14.6 ] 18.7 20.8 15.8
M2, ..., 17.7 3.3 13.8 17.1 19.4 25.4
|

i
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TABLE III.

PERCENTAGE OF ALL AUTOMOBILES AND MOTCRCYCLES IN USE IN GERMANY WHICH
WERE INVOLVED IN ACCIDENTS, 1807-1812, WITH DISTINCTION OF PASSENGER AND
FREIGHT-CARRYING MACHINES AND HORSE-POWER. SIX YEAR SUMMARY.

Passenger Machines, Freight-carrying Machines.
Kind lgnd Horse- I Numbe I Numbe i
Ower. Number : I Number |
Total Num- | Per Cent. | Total Num- | Per Cent.
s orrx | Lovelved . - - Tr4 ! Involved |. :
ber in Use.* 1 in Accidents. | 1® Accidents, | ber in Use* |in Actidents. | in Accidents.
| | |
Motoreycles. . .. .. 123,693 1,443 1.2 1,080 | 234 21.6
All automobiles. .. 183,673 37,807 20.6 24,844 3,872 15.6
Automobiles with: {
Lesa than 8H. P. 72053 7,632 10.6 5,481 | 1,044 12.3
16 H.P...... 56,130 14,095 25.1 6,779 | 1,118 16.5
1640 H.P .. . 52,137 14,221 27.3 8,456 | 1.475 17.4
40 and over H. P, 3,053 B06 18.1 1,128 | 209 18.5
H.P.oot known| ...... 1,343 e E eeaees j 26 cias
I |

* According to annual census returns. The aggregate number here represents the number of machines
exposed to the risk of aceident approximately one year,

TABLE IV,

NUMBER OF PERSONS EKILLED BY AUTOMOBILES AND MOTORCYCLES IN GERMANY,
1907-1912. CLASSIFIED 48 DRIVERE, OTHER OCCUPANTS OF THE MACHINES, AND
THIRD PERBONS.

l . : Other Qecupants of | Persons Qutside the
. f Total Drivers of Machines. Machines, Machines,
Year Ending Sep- ¢ Number
tember 30 | "Killed ! Per Cent Per Cent Per Cent
S ) i Per Cent. | , er Uent. er Cent.
: Number. ' " pmopqy” | Number. | ofpope)” | Number. | o fndel
S N — :
1007, 0 eeivniannnns 145 13 ¢ 00 | 17 11.7 115 79.3
1008, ............. 141 12 8.5 23 15.6 107 75.0
1009........ e 194 13 6.7 31 6.0 | 130 77.3
1910, ............. 278 | 23 8.3 32 1.5 | 223 80.2
1011, ... ceness 343 l 2 7.0 49 14,3 ! 270 8.7
1912, ....... e 442 34 7.7 fil 13.8 | 347 78.5
Total........... 1,543 ‘ 119 17| o 13.7 | 1,212 78.6

|
]
|
1
|
|
i
|
|
|
|
|
|
|
|
|
|
I
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TABLE V,

NUMBER OF PERSONS NON-FATALLY INJURED BY AUTOMOBILES AND MOTORCYCLES-
IN GERMANY, 1907-1912. CLASSIFIED AS DRIVERS, OTHER OCCUPANTS OF THE
MACHINES, AND THIRD PERSONS.

Total Drivers of Machines, | Other Dcmg;nta of Pamoﬁagﬁlﬂe the
Year Ending Sep- NET?,? or ' S
tember 30. | qu} i Per € Per O Per C
: | Per Cent. | 4 er Clent. Per Cent,
Injured | Number. I of Total, | Number. | ¢ poeg) | Number. | e ta),
— i i T
1907 ... e 2,419 199 8.2 367 | 15.2 1,853 76.6
1008, ..........L 2,630 145 7.1 431 16.4 2,011 76.5
1909, ............. 2,045 225 7.7 447 16.5 2,233 75.8
1910, . ... ... ... 3,651 245 6.y 641 | 17.6 2,765 | 75.7
1911 ..ooieee e 4.2'62 311 7.3 2 I 16.5 3,249 76.2
2. ..., 5,542 407 7.3 1,045 | 18.9 4,000 73.8
Total......... - 21449 1,575 7.3 3.873 17.1 {l 16,201 5.5
SSR U FR D :
TABLE VI.

NUMBER OF PERSONS FATALLY AND NON-FATALLY INJURED BY AUTOMOBILES AND-
MOTORCYCLES IN GERMANY, 1900-1012. CLABSIFIED BY KIND OF MACHINE.

: !
Fatalities Caused by [ Non-Fatal Injuries Caused by
el Kind of r I Kind of
T r 30, ind o Loy ind o
m‘;'n‘fga fy‘;‘g‘ Machine | Total. ﬁiﬂ%ﬁé |1 :‘gf*g Machine | Total,

- |Not Stated. | ¥ Not Stated.
1009, oo 183 10 1 194 | 2671 | 235 | 39 2,945
1910, . .uovnnennnn. 268 8 2 278 | 3437 | 185 | 290 3,651
1910, ... .. 331 10 2 343 | 4058 | 171 | 33 4,262
1992, 425 13 4 442 | 535 | 161 | 27 5,542
Total .. ........s. 1,207 41 | 0 1257 15520 | 752 | 128 16,400
Per cent. distribution| 96.0 3.3 6.7 |1000 | M6 | 46 | 0.8 100.0

! |
TABLE VII

NUMBER OF PERSONS KILLED AND NON-FATALLY INJURED IN BERLIN, GERMANY,
1508-1912, (RATES PER 1,000,000 POPULATION,

i

Killed. | Non-Fatally Injured.

Year Ending September 30, | Population. | ,
-’ Number, Rate. ‘ Number. Rate.
1908, . ooverireiniarinnss | 2058813 20 | 141 \ 839 4075
1009, L 2,065,035 36 17.4 843 408.2
10, L 9.071.257 70 338 | 1257 6069
1011, 2077470 87 393 1,090 524.7
w12 R 2.083,701 B 360 1,343 6445
T IR [ 10,356,285 a7 ’ 8.7 | 5312 | 518.7
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TABLE VIII

AGE OF PERSONS KILLED AND INJURED BY AUTOMOBILES AND MOTORCYCLES IN
GERMANY, 1007-1911.%

499

Number Killed, Number Injured.
| Age, I Age.
Year I [
Ending ' |
September | b ool
30. | § § 5
5 iz 2 5 |2
5|9 & S|Ei%g 2 8 81 g : | B |8 l =
23 IIlzsf 2 2 3|1|%|%g8¢
== & == = = I| = — A o = |= | &
1807 . toas 25 38 31| 16 2 T46 0 422 462 it 407 161 107! 2419
1908 ....... 34| 150 37 30| 24 1 141. 463 4860 794 620f 203] 64| 2,630
1009 ....... 60| 22 3¢ 51| 22'....| 104, b570] 595 603 628 103| 56| 2,945
1910 ....... B8 26 6% 51| 44 . 278 604 747! 1,103 824| 216| 67| 3,651
1911 ....... 09 25 T2 E!J a7 . 343 B59| 804| 1,262 936 247! 64| 4,262
Total....... 316| 113 253 253 163i 3 1,101|| 3,008 3,184 4,532i 3,505| 1,020| 358| 15,907
Percentage ] i {
distribution. |28, 7'10 3|23 0 23 O|14.8[ 0.2 1000 ° 189 20.0] 30.4| 220 6.4 2.3] 1000
® Su:mlar returns by age not a\ml.able for 1912,
TABLE IX,

SEX OF PERSONS KILLED AND INJURED BY AUTOMOBILES AND MOTORCYCLES IN
GERMANY, 1907-1911.

Number Killed. ; Number Injured.
Year Ending ! .

September 30 'S-ex Nut Sex Not

Males. | Females. | Total. | Males. |Females, Emt— Total,
i
108 35 |2 145 | 1804 | 408 | 27 | 2419
110 31 .. 141 2. 055 570 5 2.&3@
138 i) .- 194 2,270 667 8 2,945
200 il o 278 2, 835 809 7 3,651
246 97 .. 343 3,357 598 7 4,262
Total...........c... 802 207 2 1.1 | 12,411 3442 | 54 15,907
I I

Percentage distribution ‘ T2.8 i 27.0 | 0.2 100.0 (- 78.0 | 21.6 0.3 100.0

* Similar returns by sex not available for 1012,
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TABLE X.

AGE AND S8EX OF PERSONS KILLED BY AUTOMOBILES AND MOTORCYCLESIN GERMANY,
1907-1911.

[28

H
Under 16. 16-25. I 26-40.
Year Ending — — —
September 30 ‘ ! i ] . l
Males. | Females. Tofal. .| Malea. | Females. Total. || Males. | Females.| Total.
| {
1907, . ....... 20 13 35% 24 1 25 32 4 a8
1908......... 23 11 Kt 14 1 15 35 2 a7
1909, ........ 45 15 80 11 11 22 | 37 2 39
1910, .. ..... a0 25 gg ' 21 5 26 54 15 69
1911...... e 5 43 | g 20 5 25 || 65 7 72
Total. .. ... 204 | 110 816 | %0 23 3 | 2 | 30 253
! : ‘ .
Per cent. of : i 1,
each sex at ; i ?
specified ages| 64.6 .8 100.0% 796 20.4 ¢+ 100.0 i BS.1 11.9 100.0
Per cent. of to- :
tal at specified| 25.5 37.2 28.8 11.2 7.8 10,3 |} 27.9 10.1 23.0
_oeges . _ S _
Year End- 41-60, 61 and over. Summary—All Ages.
ingbes:p- I — T
tember30-1| Mates,| P& | Total|l Males. | Females. Total. | Males. | Females | | U2 | Total.
B S | B S —
1907...... 18 13 + 31 13 3 6 |1 108t 35 2 145t
1908, ..... 24! 6 | 30 13 11 24 110 31 . 141%
1909...... 37 14 | Al 8 14 22 138. 56 194
1910...... 41 10 51 24 20 44 200 78 278
1911...... 64 26 90 41 16 57 246 a7 343
Total .. oF 184 60 253 99 64 163 802 2073 2 1,101
] [ I
Per cent. of l
each sex i
at speci- §
fiedages .|| 72.7 | 27.3 | 100.0|| 60.7 39.3 100.0 72.8 27.0 0.2 100.0
. | .
Per cent. of ! | i
total at | i | i
gpecified || 23.0 [ 23.3 ' 23.0 || 124 | 218 14.8 100.0 | 100.0 ] 100.0
# In two cases sex not stated,
t In two cases age not stated.
1 In one case age unknown.
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TABLE XI.

NATURE AND EXTENT OF THE NON-FATAL PERSONAL INJURIES BY AUTOMOBILE AND
MOTORCYCLE ACCIDENTS IN GERMANY, 1907-1912.

501

I Year Ending September 30. Total.
Injury. l | o Num- Per cent,
| 1807, 1608, 18009, 1910, 1911, | 1912, ber Distri-
\ | . bution
Skull fracture. . ......... 32 ; 27 45 | 40 B0 | 94 298 1.4
Brain concussion., ,...... 83 . 93 113 147 1582 230 853 | 4.0
Other head and face. . ... 61 | 56 98 94 67 73 449 2.1
Loss of eye. ... ..... 1 1 1 2 50 0.0
Sight impairment. . o 1 | 4 5 0.0
Loss of ear, cheek 3 1 i 1 4 14 0.1
Loss of hearing. . ........ T 2 5 1 8 0.0
Loss of teeth, cut lip, ete. 402 I 435 441 661 758 1,166 3,863 18.0
Fracture of ribs, back, eol- .
lar bone, shoulder, hip. . 76 ! 100 108 132 | 169 | 186 T30 3.6
Fracture of arm, or leg. . . 166 - 162 171 235 263 | 399 1,396 8.5
Lom Ur crushing of legs or | |
j arm hands, fingers, 1 |
feet et ...l - 2 3 4 16 | 17 42 0.2
Fracture of hands, fingers, | - i
feet, toes. . ........... 44 51 45 52 | 61 B84 340 1.6
Sprains, . .............. P14 1,534 1,756 1,000 © 2,396 2,920 | 12,0290 56.1
UPDS. . oeeseenenonns i 1 7 2! 1 11 28 0.1
Serious internal. . . ... ... 36 58 39 101 | 101 124 459 2.1
Sllght internal.......... 70 T o7 145 | 120 104 624 2.9
Bhoek. ......... e ' 16 15 17 44 49 114 255 1.2
Poisoning. .. ...........] 1 - 1 0.0
Total................ ’ 2,419 2,630 | 2,045 . 3,651 4| 4,262 5,542 | 21,449 | 100.0
I
TABLE XII.

CLASSIFICATION OF CAUSES OF AUTOMOBILE AND MOTORCYCLE ACCIDENTS IN
GERMANY, 1507-1912.

§
Aceidents sitributed to Number, | Percent.

Speeding, failure toslgnal . . . ... . i it 4,183 10.13
Careless driving. .o v vv e e ie i it 8,680 21.01
Not stopping to head warnings. ... .. .cv e ceiinrerie s cnerenanssnrnren 212 0.51
Failure of brakes or steering gear. ... . T 555 1.34
Breakdown, puncture of tire, failure of ignition. .. ...l 363 0.58
Explosions, short circuits, BOE BIES. . v 2 vevensie o 242 0.59
Wet, slippery, oricy pavementa. . . ... .ooivee et oarmnsineronbennnnes I 2,011 4 87
Fault or carelessness of injured or third persnn .......................... | 3,692 8.94
Fault of chauffeur and thu'd perﬂun tugethﬂr .. vered 162 0.39
Cause unknown, . ., ..... . L 21,208 51.34

Total. . L. e e e ;41,308 100.00
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TABLE XIII.

(30

OF AUTOMOBILE AND MOTORCYCLE ACCIDENTS IN GERMANY

1907-1412, ACCORDING TO MANNER OF OCCURRENCE.

: . Per cent.
Accidents attributed to Number, of Tota']
Collisions of automobiles with:
Pedestrians, playing ehildren, ete.. ... ... . i i i e e 9,681 23.44
Wheel riders. . 5,624 13.61
Trolleycaml 5,042 14.38
Otherautomobiles. . .......c.. oo iiii i e 2,230 5.40
Rallroad trains. .. .. o0 o i i e i e i | 87 0.21
Equestrians, vehicles, ete.. ... .. ... i e 9,007 21.581
Free-running animals, . .. ... ooe it e e I 1,142 2.76
Other obstructions. .. ....oovtiin e i e 1,632 3.05
Closed railroad gates. ... .. ... ... .. . e 87 0.21
Lamp-poats and t08e8. . ... ... i i e i e et 1,520 3.68
Other forms of accidents:

Plunging, upsetting, ete., of automebile, , ... ... s e e 713 1.73
Falls out of automobile. . ....... et ees et ree e e e 131 0.32
Burning of automobile. ... ... i e e i e ‘ 248 0.60
Runaway of horses eaused by automobﬂes ............................... | 2,444 5.02
LT T [ 818 1.98

L P R | 41,306 10000

TABLE XIV.

LOCATION OF STREETS OR ROADS WHERE FATAL PERSONAL INJURIES FROM AUTO.
MORILE AND MOTORCYCLE ACCIDEKRTS OCCURRED IN GERMARY, 1007-1811%*

Peraons Killed on
T ' | £ Sl I
Cﬁﬁ&:u Nzﬂ%]er Blrméah?;ﬂ?a.rge btreegltz fima | Village Streets. + Country Roads.
Killed. Killed. '
| Num- |Per eeut.’ Num- |Per cent, Num- |Per eent.‘! Num- |Per cent.
i ber. ! Total, | ber. | Total. | ber. Total. l ber, Tatal
1 : 1
Drivera,..._...“ 85 3 0.7 1, 3 2.9 9 5.8 70 17.6
Other occupants| 151 15 3.4 ] 5.8 19 11.8 111 27.9
Third persons . 865 420 95.9 ; 95 ¢ 91.3 133 B2.6 217 5.5
Total. ... ... } 1,001 | 438 | 100! 104 | 1000 181 | 100.0| 398 | 100.0
Percentage d’l&-| !
tribution by :
locality. ... .. 100.0 388 [ 9.5 14.6 | 36.1

# Similar data for non-fatal injuriea are available in the German reporta.

not include these data.

The statistics for 1912 do
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ArpeENDIX D,

Trarric FaTauiTies IN NINE AMERICAN Crrties, 1907-1912.
TABLE I.

AUTOMORBILE FATALITIES IN KINE AMERICAN CITIES.
NUMBER KILLED.

City. 1807, I 1908, 13049, 1910, 1911, 1912, Total.
Baltimore. .. ...... 3 ! 3 8 6 6 8 3
Buﬂ'alo ........... 7 5 3 20 14 21 72
Chicago........... 27 23 23 a2 62 104 201
New ‘mrk City. . 42 B4 g0 111 128 188 643
Pittsburg. ........ * 7 7 12 15 28 69
Providence. .. ..... 2 i ! b o 13 11 47
St. Louis. ,........ 4 3 ] ] 13 21 50
San Franeisco. . . .. 13 15 g 9 17 22 84
Washington, ... ... 2 | e a 8 10 24 49

Total........... 100 | 147 167 230 a8 427 1,339

FATALITY RATES PER 1,000,000 POPULATION.

Baltimore. . _...... i 5.5 5.5 14.5 10.7 10.7 14.1 10.2
Buffalo........... 17.7 12.4 12.1 47.2 32.3 47.5 28.6
Chicago 13.2 11.0 10.8 23.8 27.8 45.6 22.4
New York Clty . 9.6 18,7 19.4 28.3 26.1 37.4 22.8
Pittsburg. ........ [ * 13.5 12.3 22 5 27.7 50.9 26.0
Providence. .. ..... 9.6 32.7 22.8 40.1 56.7 46.9 35.3
St. Louis. ......... 6.1 4.5 8.9 4.4 18,8 29,6 12.2
San Franeiseo. .. .. 32.9 37.3 149.5 21.6 40.1 51.0 33.9
Washington .......| 6.3 15.4 249 29.7 T0.3 24.9
Average........ 11.2 15,2 15.9 2.7 26.8 40.3 22.5
¥ Statistics not available,
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TABLE II.

STREET RAILWAY FATALITIES IN NINE AMERICAN CITIES.
NUMBER KILLED.

i |
City 1907, . 1908 | 1904, 1910, 1911, 1912, Total.
'_ — . —_— -]
; .
Baltimore. .. ...... 18 16 17| 26 18 19 114
Buffalo........... 16 13 13 a0 20 22 113
Chicago. . ......... 197 125 131 11 | 95 195 862
ew York City*...! 280 248 182 156 122 111 1,000%
Pittsburg. .......: T 37 32 35| 34 26 164
Providence. ....... 18 | 13 16 8 12 8 75
8t, Louis. ......... 54 | 43 30 53 57 45 296
San Franciseo .. ... 57 | 89 | 50 70 36 26 337
Washington. . ..... i 16 20 16 15 17 19 103
Total.......... { 636 : 609 i 504 512 411 4 3,163

FATALITY RATES FER 1,000,000 POPULATION.

Baltimore. ,....... 33.1 | 29.2 30.7 46.5 31.9 33.4 34.2
Buffalo. . ....... T T 25,0 70.8 46.2 49.7 44.0
Chicago. .......... 95.6 | 59.9 | 61.3 4.5 42.5 85.4 66.5
New York City* ... 64.1 a5.1 39.3 32.7 249 22.1 39.0%
Pittsburg. . ....... t 0 T Y 800 65,5 62.7 47.2 1.4
Providence........ 86.2 ; 607 j T30 33.7 52.3 34.1 56.4
8t. Louis. . . . .. 82.6 72.2 a7.7 P | a1.6 63.4 72.4
San Francisco ..... 144 4 221.3 144 .1 167.9 84.8 60.2 135.9
Washington. ...... 50.7 62.4 49.1 | 453 50.5 55.6 52.3
Average........ 73.5 | 63.0 50.9 | 505 39.7 445 53.1

* Exclusive of Elevated Railroad and Subway [atalities.
t Statistics not available.

TABLE 1IL.

SUBWAY AND ELEVATED RAILWAY FATALITIES IN NEW YORK, 1807-1912. (HEALTH
DEPARTMENT RECCORD.)

|

} Subway. Elevated Railroad.

& _ S R

Year. i Population,
3 Rate per Rate per
Number | Milon | NEmPer | ilfion
' Population, nled. Population.
1007 . i i 4,367,978 10 2.3 15 3.4
S 4,501,946 1 3.3 19 4.2
1909, . miieeaaiaaeans 4633014 | 17 3.7 4 0.1
1010, ., i e 4,766,883 1 21 4.4 12 2.5
1910 .. e 4,509,851 15 31 16 3.3
1912, . et 5,082,819 16 3.2 12 2.4
Total. .. ovvvvienrinnrnnns 28,202,391 . 94 3.3 78 2.8
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TABLE IV.
STEAM RAILROAD FATALITIES, NUMBER KILLED.

City. | 1907. | 1008, | 1009,

| 1910. 1911, 1912, Total.
| |
i
Baltimore. ........ 44 31 33 ! 44 29 26 207
Buffalo........... 93 69 57 63 67 72 423
Chicago........... 316 192 219 | 247 198 231 1,403
New York City. ... 178 102 82 106 78 56 602
Piltsburg. ........ * 96 4 128 a1 100 489
Providence........ 12 10 15 12 11 20 80
8t. Louis. ......... &0 7 5 55 7 59 399
San Franeisco. ... .. 24 26 T 11 16 15 | o]
Washington. ... ... 19 17 11 ! 10 5 15 7
Total, .......... 768 617 352 | 676 572 594 3,770

FATALITY RATES PER 1,000,000 POPULATION.

| |
Baltimore. . .......] E0.D 36,5

: 5.6 | 788 . 515 45.7 62.1
Buffalo. .......... {2402 170.4 187.6 0 1487 1 154.7 162.7 168.3
Chicago. .......... | 135.0 92 0 102.5 1130 | 886 101.2 108.2
New York City.....  40.8 9.7 | 77 22 1 159 11.1 21.4
Pittshurg. .. ... ... ! * 183.5 140.8 | 239.7 | 187.9 181.7 183.2
Providence. . ...... 57.4 46,7 ¢ 68.4 | B35 , 47.0 85.3 60.1
St. Louis. . ........ 122 4 113.3 | 799 801 | 110.3 83.2 97.6
San Franeisco . . ... 60.8 4.7 ' 17.1 2.4 | 87.7 34.7 39.9
Whashington. ... ... G0.3 33.0 33.8 ‘ 0.2 14.9 43.9 39.1
Average........ 86,1 63.9 | 55.8 i 66.7 i 55.2 56.1 63.5
* Statistics nnt.x;\;:ail‘é.i;]e. o

TABLE V.

FATALITIES FROM WAGONS AND OTHER VEHICLES.
NUMBER KILLED.

i

City. 1907. ’ 1908, 1909. 1910, | 1e11. | 1912, | Total.
| | |

| | !
Baltimore. .. ...... | 6 10 8 13| 8 7 52
Buffalo........... [ & 1 1 1 7 et 4 11
Chicago. .......... 02 | 49 65 0 73 113 462
New York City. ... 371 206 213 266 |, 362 210 1,627
Pittsburg. ... . ... * | s 16 9 1 10 23 7
Providence. . ...... 9 B 13 B 7 10 53
St. Louis......... 13 32 13 15 | 13 8 04
San Franeisco. . ... 25 al 19 20 17 19 131
Washington....... | i3 17 14 9 12 7 65
Total. .......... L 526 | 367 262 408 502 401 2,566

FATALITY RATES PER 1,000,000 POPULATION.

- i ;
Baltimore. ........ 11.0 18.2 14.5 23.3 14.2 12.3 15.6
Buffalo........... 10.1 2.5 2.4 2.4 9.0 4.4
Chicago........... ! 45.1 23.5 30.4 32.0 32.7 49.5 35.6
New York City,..,] 84.9 45,8 46.0 53.6 73.9 41.7 57.7
Pittsburg. ........] * 25.1 30.4 16.9 18.5 41.8 26.8
Providence. .. ..... 43.1 av.d 53.3 26.8 30.5 42.6 39.8
St. Louis. ......... | 19.9 48.1 15.2 21.8 18.6 11.3 22.9
San Francisco ..... C 63.3 7.1 46,4 :  48.0 40.1 44 .0 52.9
Washington. ... ... 1.0 ! 530 43.0 | 27.2 35.7 20.5 33.0
Average........ 1 59.0 | 38.0 36.6 40.3 48.5 37.9 43.1
* Statistics not available.
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TABLE VI
SUMMARY OF THE STREET TRAFFIC FATALITIES IN NINE AMERICAN CITIES, 1907-1912.*
NUMEBER KILLED.
| = 'z :
Year. | Automobile. | Sireet Car. ] Steam R. R. Wag::gtw;nd ‘ Total.
100 (a6 768 a26 2,050
147 GO 617 367 1,740
157 504 552 362 1,575
230 512 B76 408 1,526
278 111 a72 a0z 1,763
427 471 ’ 394 401 ]L.B%:
1907-12.. . ......... 1,330 3,163 3,774 2,566 10,847

FATALITY RATES PER 1,000,000 POPULATION.

i a
Year, Automobile. | Street Car, | SieamR.R. | V' ponand Total.
| |
| | ! -
1907, . ovevennnnn 11.2 e | 80l 59.0 229.9
1908, .. ..oovene. 15.2 63.0 f3.9 35.0 180.0
1900, ... RO 158 | sg | 558 36,6 159.2
100, .o eeiiiness 227 0.5 " 68.7 40.3 | 180.3
w1 2.8 7 b a5 48.5 170.2
M2, ... 40.3 413 | a6.1 37.9 178.7
1907-12.. ... .... . 22 5 53.1 | 63.5 43.1 | 182.1
i

T“;}lecll},lsive of fatalities in subways and on elevated rallroads in New York, For these see Appendix D,
able -

TABLE VIL
POPULATIONS ON WHICH RATES ARE BASED.

i
Year, ] Baltimore, ‘ Buffalo, Chicago. | New York. | Pittsburg.
'I ! |
L - E r
543,626 395,437 2,039,270 | 4367978 ...,
548,679 404 863 2,087,941 4,500,946 517,425
553,532 414,280 2,136,612 4,633,014 525,665
608485 423715 2,185,283 4,766,883 533.905
563.437 | 433,140 2,233,953 4,809,851 542,145
568,380 | 442,565 2282628 | 5,032,819 550,385
Total. ........... 3,336,045 [ 2,514,009 ; 12,965,682 28,202,391 2,669,525
Year Providenee | 8%, Louia t San Francisco. | Washington Total for
: o A . |' : . EYOD. | Wine Cities.
1907, . iivnnnn... 208,911 l 653,481 394,673 315363 | 9,661,157
1908, . ....cnennnn. 214,049 664,670 402,086 320,598 8,996,487
1909, . ....oieeaaan, 219,187 | 675,549 409,499 325,833 9,504,380
1910, . covvninnnnn. 224326 ! 687,020 |' 416,912 331,069 10,127,807
1911...... eaeaaans 220464 698,208 424,326 336,304 10,380,827
1912, .. ............ 234,602 | 709,387 431,738 341,539 10,594,047
Total............ | 1,330,539 L 4,088,534 2,470,233 1,970,706 50,556,767
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ArpEnDIX E.
STATISTICS OF ELECTRIC STREET RAILWAY ACCIDENTS IN GERMANY.

TABLE 1.
PASSENGERS (FAHRGAESTEp INJURED ON GERMAN ELECTRIC STREET RAILWAYS,
1905-1909,
Number of Passengers Injured.
Nfugbcr Namber of e
Vears, | ponies | Pewengers Slightly. ’ Severely. | Fatally.t l Total.
. @portn! Carried. | : ‘ : :
e D Ol | Chil- | Chil- | Chil
| - - | - 'hil-
; dren.t Adﬂt&;; dren. i Adubts. | grop. i Adults. | Groy | Adults.
! ! h
1905....| 123 | 1430208503 | 82| 2480 | 10 266 | 2 16 | o4 2732
1006 ... 130 | 1580733246 | 77| 2631 | 7 335 | 2 24 | 86| 2990
1907....| 140 | 1750266590 | 61| 2861 ; 2 a4 |1 29 64 | 3,044
1008....| 150 | 1846750324 | 72! 2615, 8 371 | 2 3% | s2| 3
1900....| 15 | 1040621260 | 76! 2513 | 11 372 24 | 87| 2900
1005-09.| ... | 8,557,670,022 , 368 | 12870 | 38 | 1608 | 7 120 | 413 | 14,697

INJURY RATES OF PASSENGERS PER 100,000,000 CARRIED—CHILDREN AND ADULTS.

Total Injured
Slightly Injured, SBeverely Injured. Fatally Injured. Non-Fatally and
v Fatally.
ears,
Number, | Rate. | Number. | Rate. | Number. i Rate. | Number. | Rate.
1005........... 2,532 | 177.0 278 | 03 | 18 13 | 282 | 197.8
1906, .. ... e 2,708 | 171.3 42, 218 | 26 1.6 3,076 194.5
1907, ....0uens 2,722 155.5 356 20,3 30 1.7 3,108 | 177.5
1808, ......... 2,687 | 145.5 a7 20.5 | as 2.1 3,104 168.1
1009, . ... e 2,580 | 132,83 383 19.86 | 24 1.2 2,996 153.6
i

190509, ....... 13,238 | 154.7 1,736 20.3 ‘ 136 1.6 15,110 | 176.6

| i

* By Fabrgaeste is meant all persons on ears, and persons about to board or actually boarding cars, also
all persons alighting from cars.

1 By fatal injuries are meant injuries which resulf in death within 24 hours after the aceident. By severe
ol serious injuries are meant fractures, internal injuries, ete., which require that the vietim be confined te
his bed three weeks or longer.

1 Children include peraona under 13 yeara of age: adults inelude all persona 13 years of age or over.
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TABLE IL

(36

PERSONE (“PASSANTEN") OTHER THAN PASSENGERS INJURED ON GERMAN ELECTRIC
STREET RAILWAYS, 1905-1909.

S
' Number of Persons Injured—Not Passengers.
v N}lmber ‘———-—————- —_— e
ears. ciﬂiﬁ?r Blizhtly. ’ Severely. i Fatally, Total.
| ' T -
:Children.. Adulés. Chi]dren.ll Adults, Children.% Adults, |Children.| Adults,
i i
1805 .... 255,001,065 466 1,231 a5 241 50 51 610 1,523
1906 .... 275,403,562 izl 1,421 i7 271 76 58 899 1,750
1007 ... 304,816,441 48 1,608 99 301 01 | 59 748 1,966
1008 ....] 324,380,706 g22 | 1,438 118 | 337 g9 | 82 820 | 1,857
1909 ... 338,654,953 658 | 1.55“5 81 329 B4 | 73 823 1,958
1905-09 .| 1,498,265,817 2,840 @ 7,252 460 ‘ 1479 409 323 3,700 9,054
; LI N L
INJURY RATES ON THE BASIS OF EVERY 10,000,000 CAR MILES.
. Total Injured
Blightly Injured. | Severely Injured. | Fatally Injured. | Non-Fatally and
Y, Fatally.
ears,
Children.| Adults. IChildmn. Adults, 'Children.| Adults, {Children.| Adults.
o - L
T 18.3 48.3 3.3 9.5 2.3 2.0 23.9 59.8
1904. . vesrsans 19,8 al. 6 2.8 9.8 2.8 2.1 25.4 63.5
1907 . 18.0 a2.7 3.2 9.9 3.3 1.9 24.5 fi4.5
1908, . .o i 19.2 44 .3 3.6 10.4 2.7 2.5 25.5 57.2
1909, . Cer e 19.4 45.9 ; 2.4 9.7 2.5 2.2 24.3 57.8
1905-09. . .ooonen.n .. 19.0 | 48.4 J 3.1 | 9.9 5 2.7 { 2.2 | 248 | 60.4
i |

[
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TABLE III.

AGES OF PERBONS INJURED IN ELECTRIC 8TREET CAR ACCIDENTS, GERMANY, 1905-
1909,

AcTuaL NUMBRRSE,

PASSENGERS INJURED WHILE BOARDING OR PERSONS OTHER THAN PASSENGERS INJURED
ALIGHTING FROM ELECTRIC STREET CARS. EY ELECTRIC STREET CARS.
Males. ! Children.
Injured | Injured | Injured Injured | Injured | Injured | o
Ages. | glightly.| Severely| Fatally. ’ Total. || Ages. Slightl. Severely. | Ftally. Total.
!
183 50 }gg | ;@ 1232 Unders...| 62| 18 | 108 | 063
...... 235 5 ; i
41-60. ... 53 | 114 | 15 702 ol 98z 12 86 730
61 and over, 03 5 0 .. 108 [8-12....... w7 79 37 523
| |
Total....| 2447 | 418 | 54 ’ 2910 | Total...| 1671 324 | 321 | 2216
|
Females. i Adulfs—Males and Females.
—— —_ - : I -
13-25...... 427 58 | 7 492 |13-25...... i 4686 99 1 28 503
26-40...... 599 09 11 708 |26-40...... | Be4 175 40 879
41-60. ... .. 297 70 12 379 |41-80...... | 474 145 59 678
61 and over | 60 31 | 8 | 168 'i61 and over | 167 71 45 283
Total....| 1392 28 | 38 | 1,688 | Total....| 1771 \ 490 \ 172 | 2,433
| i
PerosnTacs DistTRIBUTION,
PASSENGERS TNJURED WHILE BOARDING OR | PERSONS OTHER THAN PABSENGERS INJURED BT
ALIGHTING PROM ELECTEIC CARS, ELECTRIC STREET CARS,
Males. i Children.
Injured ‘ Injured Injur\ed ‘ . Injured | Injured | Injured ‘
Ages. Shghtly. 'nmcrely Fatally. ! | Total. Ages | Slightly.|Severely.| Fatally. Total.
éﬁg ...... gﬁ.s ‘ ﬂ‘ﬁ i 2.9 25.7 Under5...| 40.2 | 41.0 ] 61.7 | 43.5
40...... - 5! . 49.56 | 5 i
1160 | 2374 273 | 278 2470 5=7........1 33.9 34.6 26.8 3?.9
1 and over 38 38 I o 38 [|8-12....... | 25.9 24 4 11.5 23.6
Total....| 100.0 | 100.0  100.0 | 100.0 !| Total....] 100.0 |100.0 | 100.0 |100.0
| i
Females. ‘ Adults—Males and Females.
— e ] Y B e
13-25...... 30.7 22.5 18 .4 291 113-25...... | 26.3 20.2 16.3 24 4
26-40...... 43.0 38.4 25.0 42,0 |26-40...... i37.8 35.7 23.3 6.1
41-60..,... 21.3 27.1 216 | 22.5 41-60...... to25.8 20.6 34.3 27.9
61 and over 5.0 2.0 21.1 ' 6.4 (61 and over 9.4 4.5 26.1 11.6
Total....| 100.0 100.0 1006.0 10,0 |} Total.... 100.0 100.0 100.0 100.0
i .
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TABLE IV.

CAUSES OF INJURIES TO PASBENGERS IN ELECTRIC STREET-CAR ACCIDENTS,
GERMANY, 1905-1909.

Number of Passengers Injured.

Causes. Children. Male Adults. Female Adulta.

Slightly.| Severely. Fatally.  Blightly. Severely.| Fatally. | Slightly.|Severely.| Fatally.

|
Carelessly board-
ing or alight-
ing from cars
in moticn. ... 194 33 i 5,838 874 72 3,172 467 50
Carelessly lean-
ing out of car
windows. . ... 20 1 az 7 26 2

Children. All Adults.

Blightly. Severely.!Fata]Iy. Blightly. [Severely.| Fatally.

5

Causes beyond control of injured passengers:
A—Street CATS, .. ... ... 102

1 3,312 301
b—Causes external to street cars. ... ..... 52 .

430 47

(=
-

OTHER PEERSONS, NOT PASSENGEHRS, INJURED BY ’
ELECTRIC STREET CARS [N GERMaxy, 1906~
1909, oN ACCOUNT OF THEIR CARELESSLY |
GETTING ON TRACKS OE RUNNING OR DRIVING ’;

CAUSES INDEFENDENT OF THE CONTROL OF
THE [NJURED=-0OTHEE PERS0ONS.

AGAINST STREET CARS,

| - ‘
Slightly | Severely, Fatally . | Slightly iBeverely | Fatally
Injured. Injured.‘!lnjurad.”_ Injured, | Injured. | Injured.
| i ——— e
gg&dmﬁ_ s | 2,736 452 | 406 i Etrcu]cj:}] car causes: | 6 . )
Sober adults: | TN, .. ..... ;
Males. ........... 3800 | so1| 202! Kduls.... 1800 | 310 31
Females.......... . 1,080 250 51 |
| | Total......... 1,873 | 314 32
Total.......... 4020 | L0 253 |
Intoxicated adul ‘ ! Causes ﬂ?t-fiributab[c;
to: ts: ! t: i
NS, e { 40¢ 87 32 ' Children, rovryl 40 4 1
Females. ......... 1 13 2 3 i Adults. ......... 102 29 4
Total.......... | 4220 89 35+ Total......... | 142 33 5
Total adults. ... . ... 5351 1,140 | 288 | Grand total....... | 2015 | 347 37
Grand total, children ; : |
and adults. ....... | 8,087 ' 1,502 694 i
N
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TABLE V.

SEASONAL OCCURRENCE OF PERSONAL INJURIES BY ELECTRIC STREET CARS,
GERMANY, 1905-1908.

Prssexeons.
Sight. | Severe. | Fatal ’ Total.
Months. T T
- Num- Per Num-  Per Num- Per Num- Per
ber. | Cent. | ber, . Cent. | ber | Cent. | ber. Cent.
March-May............ 3,348 25.8 I 446 27.0 32 25.4 | 3,837 35.8
June-August............ 3,404 26,70 438 26.5 31 24.6 | 3,073 26.7
September-November. .. .| 3,548 27.1 45 ; 26.9 41 32.5 4,034 27.1
December-February. ... . 2,607 206 325 19.5 22 17.5 | 3,044 20.4
Total......ovvnninnn 13,108 | 100.0 ’ 1654 | 100.0 126 100.0 | 14,8838 | 100.0
Persows Oreer THAN PAsspNGERS.

March-May ........... 2,620 25.8 443 23,00 174 4.0 3137 25.3
June-August. ........... 2,903 29.7 501 . 306 231 31.8 | 3,725 30.0
September-November. .. .| 2,445 26.1 | 321 27.0 197 27.2 3,163 25.5
December-February. . . .. 1,893 19.4 ¢ 37 10.4 123 17.0 7 2,301 19.2
Total......ccooeen... | o761 ‘ 100.0 ¢ 1,930 | 100.0 | 725 | 100.0 ’ 12,416 ‘ 100.0
I— - l_ L S S S S—

TABLE VI

TIME OF DAY AT WHICH PERS0OKNE WERE INJURED ON GERMAN ELECTRIC STREET
RATLWAYS, 1905-1909.

PABSENGRER,
Slight, ’ Bevere, ‘ Fatal. ' Total,
Time of Day. - : '
Num- Per | Num- | Per Num- ! Per Num- Per
ber. Cent, i ber. |I Cent ber. t Cent. ber. Cent.
Before 9 A M........... 1,135 1.2 136 0.7 | 15 15.6 1,280 10,2
9t0nOON. ... ..., 1723 | 15.a 153 | 10.9 | 17 14.8| 1,803 | 14.9
Noonto 6P, M..... . ... 3.939 | 35.3 506 | 26.0 34 206 | 4,470 | 35.4
6 P. M.and after. ...... 4,351 39.0 611 43 .4 ! 46 40.0 5,008 30.5
Total............... 11,148 100.o| 1.405\ 100.0 115 | 100.0 | 12,669 | 100.0
Pergons OTHER THAN PASSENGERS,
_ _ B e
Before 9 A. M........... 865 I 10.5 184 | 9.5 32 4.9 | 1,081 | 10.0
9tonoon............... 1,558 f 19,0 308  17.7, 105 16.0 | 1,071 18.6
Noon to 6P, M., ... .. 3407 | 415 700 . 403 | 309 471 | 4416 | 41.7
6 P. M, and after....... 2,380 20.0 664 ¢ 32.5 210 ! 32.0 3,154 20.6
0| 656 i 100.0, 10,&02} 100.0

Total ................ szm‘ 1000 | 1,736 100,
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TABLE VII.
NATURE AND EXTENT OI' INJURIES BY ELECTRIC STREET CARS, GERMANY, 1905-1909.

Stight. | Severe. Fatal. ‘ Total.
Nature and : 1
Extent of Injuries,

Num-  Per Num- Fer Num-} Per Num= Per
her.  Cent. ber. Cent. ber. Cent. ber. Cent.

Fracture of skull. .......[ .. ... . 272 7.9 303 36.2 575 2.2

Concussion of brain.. . ... 304 1.4 407 14.3 05 11.3 806 3.4
Dther injuries to head and| !
................. 1,430 6.6 274 7.9 29 3.5 | 1,742 6.6
Brukeu ribs, collar bone,| |
shoulder blade, back...1 ..... 1 veens 209 11,5 418 5.7 447 1.7
Broken arm, leg, thigh,
ghim. . ..ol ol e 997 28.7 37 4.4 1,034 3.9
Loss of one or both arms
orlege. . ........... .. .. ... | veaea 165 48! 05 1.5 261 1.0
Bmken hand, fingers, toes; ..... | ..... i 226 6.0 ... ..... ‘ 226 0.9
Bruises, sprains, musele ]
lacerations. .. ......... 7,924 36.1 426 12.3 34 .4 8,404 32.0
Skin  abrasions, cuts,
broken teeth. . ..... ... 11,224 BLIf oo | e | e | Lal 11,224 42 .8
Internal injuries. ...... 189 0.9 113 3.3 176 21.0 478 1.8
Nerve affections, cﬂ]]apse :
B i B - 3.0 08 | 28 ... 058 3.7
Total. ....... cee.eo| 21,940 | 100.0 3,467 | 100.0 8538 * 100.0 | 26,245 100.0

ArpenpIix F.

STATISTICS OF TRAFFIC ACCIDENTR IN GREATER LONDON* 1909-1912. (COMPILED
FROM ANNUAL RETURNS OF DEATHS AND PERSONAL INJURIES KNOWN BY THE PO-
LICE TO HAVE BEEN CAUSED BY VEE]CLES IN STREETS, RD—'&DS‘ 011 PUBL[C PLACES. )

Persons Fatally Injured.

Kind of Vehiele.

1900. | 1910, | 1011 1912.

Horse-drawn omnibuses. ...........0coveiivnninen.. | 9 8 1 3
Other horse-drawn vehicles {exclusive of tra.mcm) ..... 120 139 120 143
Horse-drawn tramears. .. ... coventvnnninnnrinaneneans 3 1 1] ......
Mechanically propelled tramears. ., . ... R e, 26 24 26 a7
Motorcarsand eveles. . ... v i iii i e e 86 129 153 171
Motor omnibuses. .. ...vee i ii i . 59 66 107 182

Total. . .... et eabaes i mae e e 303 367 410 538

Persnns Non-fat-ally Im urad.

Eind of Vehicle.

1909, 1910. 1911. 1912,

Horse-drawn omnibuses. ... ... coviviirinniennnn. 205 201 136 90
Other horse-drawn vehicles (exclusive of tramears). .. .. 5,913 5,676 5,296 5,170
Horse-drawn tramear, . ... .o venrererinrernnieson, i 94 2 44 16
Mechanieally propelled tramears. .................... 2,002 2,231 2,330 2.231
Motorcarsand eyeles. .. ........ ... ... ... . ... ... 3402 4 489 5,601 8,316
Moturumnibims.......‘.,.......,...,....,..,....,: 1284 119' 1,947 2328
B 13,085 13,856 15,254 16,651

# Metropolitan Pnhce Distriet and City of Lundnu
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ArrENDIX G.

DiscussioNn oF STrReET MorTaLiTY IN Lonpon. THE
SPECTATOR, LONDON, ENG., 1913.

“The select Committee of the House of Commons, under the
presidency of Sir George Toulman, has been investigating
the street accidents of the Metropolis, especially in connection
with motors. It appears that the Chief Commissioner of
Police has prepared a most elaborate analysis of actual returns
of accidents for the period 1910-12. We gather thence that
during that period the number of children killed was 136 per
million of the population, as against 122 adults. That is a
very striking fact. There was a higher rate of fatalities
amongst persons between 15 and over 60 years of age, which
might arise from the fact that they took more journeys into
the busier danger zone than young children and old people,
who were more or less confined to their own locality. It
appears that a comparative return of street fatalities else-
where than London showed that in relation to area there
were fewer fatalities in the Metropolitan Police Distriet than
in Glasgow, Liverpool, Manchester, Berlin, Birmingham,
I linburgh, City of London, Brussels; and in relation to
population fewer than in the City of London, Paris, New
York, Chicago, the proportion in Chicago being nearly double.
It further appears, as might be expected, that accidents were
most numerous in areas of congested traffic. It is shown
too that the total number of persons injured in 1901 was
9,197, and in 1911, 18,749. The difference of these totals is
highly suggestive. Allowing for increased population and
the increased number of journeys taken by everyone the
accident rate of 9,197 in 1901 was equivalent to at least
17,410 in 1912. Cycle fatalities showed, as might be antici-
pated, a remarkable increase. During last year no less than
65 cyclists were actually killed. Unquestionably the ordi-
nary cycle is not a safe vehicle for streets where motors run,
as well as many other forms of mechanically propelled traffic.
What is to be done it is very difficult to say. The facts and
figures are here, and the commission has already told us
very much that we knew before and of which not a little has

This content downloaded from 216.185.228.121 on Sat, 16 Nov 2024 12:20:44 UTC
All use subject to https://about.jstor.org/terms



514 American Siatistical Association. [42

from time to time been already expressed in these columns.
Of course, the main cause of the increasing risks of the streets
to pedestrians as well as cyclists, arises from the variety of
the traffic and the mixture of wvehicles of so many kinds.
Formerly we had virtually only fast and slow locomotion in
the road, but now there are more than half a dozen descrip-
tions of vehicles to eonsider, and then in streets and roads
where trams run, the risk is enormously increased. The
bare idea of taking up and setting down passengers in the
middle of the road a generation ago would have been scouted
as impossible. The railway train proper has a platform
for alighting from and entering trains, but our light street
railways have none of the safeguards so earefully thought out
for the safety of railway passengers. Is it not strange that
with so much public hygiene, so much vexatious sanitary
legislation, and the like, that the safety of the tram passenger
is practically left to the individual, and so, naturally, we
have a heavy mortality thence, while the big trams blocking
the perspective view of the road and street, considerably
increase the risk for those who are not riding by tram.”

AprrPENDIX H.

RerorT OoF SpPEciAL COMMITTEE ON SPEED REGULATIONS
or NEw York City. TwreE Ciry REcorp, ArriL 17, 1913.

The present city ordinance is antiquated, ineffective,
inadequate, and unsatisfactory to the public in general and
to those who have to do with the enforcement of the law.
Some slight amendments have been made to the proposed
ordinance heretofore reported, which in the main will make
the proposed ordinance more acceptable to all concerned.
The changes may be briefly summarized as follows:

The first proposed ordinance provided a strict 15 mile
per hour limitation in the built-up portions of the city. This
feature has been changed in accordance with the practice
obtaining in practically all of the cities of the United States,
making any speed in excess of 15 miles per hour prima facie
evidence of reckless driving. The committee has seen fit,
however, to add a strict limitation of 20 miles. The prima
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facie rule makes possible an arrest at any time for exceeding
15 miles per hour, and there is a legal presumption of guilt
on the part of defendant unless he can demonstrate to
the satisfaction of the Court that there was no recklessness.
The speed permitted on country roads and outlying sections
of the ecity remains 25 miles per hour, the same as previously
reported.

The committee has made no change in the severe penalties
for reckless driving, which apply under all circumstances and
conditions, regardless of the rate of speed whether it be 4
or 15 miles per hour. These penalties alone should discourage
speeding, and taken together with the prima facie rule and
the limitations prescribed should prove effective for all pur-
poses.

COoMPARATIVE DANGERS OF VEHICULAR TRAFFIC.

Owing to the fact that there is now no accurate record of the
number of automobiles and other classes of vehicular traffic
it 1s impossible to make an accurate comparison. It was
urged at the outset by the automobilists that the danger
incidental to motor trafic was muech less than that of other
street traffic. The hospital records and the coroners’ records
submitted herewith for this year would seem to indicate
that such is not the case. It is now claimed that the total
mileage of the motor cars exceeds that of other wvehicles
and that this accounts for the heavy death toll and many
injuries. It is to be noted, however, that much of the mileage
is on country roads; that motor cars are used but little during
the winter months and more particularly on Saturday after-
noons, Sundays and holidays during the remainder of the
year, while other vehicular traffic is nearly constant through-
out the year. It is estimated that there are five times as
many horse-drawn vehicles as automobiles. All things
considered the committee is of the opinion that the automobile
leads in accidents and fatalities.
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StaTisTics oF AccmExTs, INJURIES, DrATH AND OTHER

MATTERS PERTAINING TO VEHICULAR TRAFFIC IN NEW
York CrIty.

HosritaL RECORDS.

Fourteen hospitals having ambulance service have sub-
mitted records for the months of March and April, 1912, The
totals have been compiled and are given herewith.

Cases Cared for Resulting From—

(a) Automobileaccidents. ................... 163
(b) Street-caraccidents..................... 129
(e) Horse-drawn vehicles.................... 126
NATURE OF INJURIES.
] T P R — = |
| ' C ]
Bs |E5g0 £ |Ea, ‘ 2|2
_ Ba | SE 2| 2 |5Egl8Eg| 2 | B2
Vehicle. - |=BE = 2| % w2 3 22
2 —g.. 252 | = |pESiEEE| 2 | EF
CA°  BEEC | & 22 88 &
| | 2 g |78 |
Automobiles. .......... | 1 ‘ 32 21 91 .} 72 l o1 | 10 4
Btreet cars............ P8 34 7 80 49 80 8 2
Horse-drawn vehicles. . . | 4+ | 41 I 7 74 52 ‘ T4 ' 3 2

CoroNERS’ RECORDS.

Deaths caused by automobiles for the months of January,
February, March and April, 1912.

Manhattan. . .. ........ ... .. ... ... ... ...... 39
TheBronx. ....... ... . 7
Brooklyn. .. ... ... .. .. .. . . ... 5
Richmond............ ... ... . ... .. . ... ..... 1
Queens. . ... 2

Total . .. ... .. . . 54

Statistics of the National Highways Protective Society of
accidents due to vehicular traffic in the City of New York
for the first four months of 1912.

PEDESTRIANS, A8 NEAR AS POSSIBLE TO ASCERTAIN.

| Killed, : Injured.
Automobiles. . .. ovvrii i e e e e 58 344
B85 41 111
Wagons. ............... e, e e 34 49

This content downloaded from 216.185.228.121 on Sat, 16 Nov 2024 12:20:44 UTC
All use subject to https://about.jstor.org/terms



45] Street Traffic Accidents. 517

COLLISIONS IN THE CITY OF NEW YORK I'OR THE FIRST FOUR MONTHS IN THE YEAR

1912,
Killed. ’ Injured,
Automobiles with automobiles. . ... ... .. oo e 27
Automobiles with trolleys. . ... ... oo e ! 47

CoroneERs’ RECORDS.

Comparison of the number of deaths caused by auto-
mobiles, street cars and horse-drawn vehicles for the year 1911
in various boroughs:

‘ Hom:z-
Auto- Street
Borough mobiles, Cars. 1%{3;25_
Manhattan. ... ... i e e e 90 72 139
Brooklym. ... e e 48 25 37
B BIOm . . . e 12 16 17
Richmond...........0oiiiiiii i ieinnes 3 1 2
L= 1 ] 8 3
Total. .. o e e e 159 122 198

Statistics of the National Highways Protective Society
of accidents due to vehicular traffic in the City of New York
for the year 1911,

PEDESTRIANS, 43 NEAR AR POSSIBLE TO ASCERTAIN,

Automobiles. ... e i et e rar e, 125 617
L T 106 204
1o dreananeaann 161 102

COLLISIONS IN THE CITY OF NEW YORK FOR THE YEAR 1911.

‘ Killed., ‘ Injured.
Automobiles with automobiles. .. ... e e } 1 82
Automobiles with trollews, . . ... oo e i e i niaaa. i 123

{
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RerorT oF PorLicE DEPARTMENT, NEW YoORK, ON AUuTOMO-
BILE AccipENT CasEs For 1911.

There were 2,469 cases reported, in which 2,431 persons
were injured, 40 killed, and 29 died later as result of injuries.

Atornearcorner................. e 1,609
Weather conditions:
Wet. .. 133
Dry. . 667
Unknown...... ... .. ... .. . . ... 1,669
Chauffeurs licensed :
Yes. 2,033
NoO. 55
Unknown. . .. , 381
Arrests. ... 166
Dispositions of arrests:
Imprisonment. .. ....... ... ... .. ... ... . ..... 1
Fines. . ... . . e 36
Sentencesuspended. . ........... e 9
Discharged. . .. ... ... ... . . ... . ... .. . ..., .. 106
Pending.......................... e 14
Chauffeurs arrested before:
XS, 12
NO. 196
Unknown . ... ... . ... . 2,261
Persons injured under 16 yearsofage. . .............. 851

Remarks—One killed, no arrest made, by order of Magis-
trate. (This case happened in the 147th Precinct.)

Report of Police Department, showing summary of deaths,
injuries and arrests in connection with street traffic during
1911.

Total deaths from automobile aceidents. . ... ......... 69
Total deaths from street-car aceidents. . .. ... .. e 63
Total deaths from other traffic aceidents. .. .......... 138
270

Total injured by automobile acecidents. . . ... ......... 2,431
Totalinjured by street-car accidents. . .............. 3,614
Total injured by other trafficaccidents. . .. ...... ... .. 4,532
10,577
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Number of arrests for speeding and reckless driving..... 3,171
Convicetlons. . ... ... 2,999
Discharged and acquitted. . ........................ 167
Pending. ... ... ... ... 5

3,171

See Report of Special Committee on Speed Regulations of New York
City. The City Record, April 17, 1913.

Arrexpix 1.

CHiLDREN KiLLED IN STREET AccipENTS, NEW York CIty.
(The New York Times, Sunday, February 2, 1913.)

“Of the 1,426 people killed on the streets in the past three
years, 592 were children 16 years of age or under, or 41 per
cent. of the entire number. According to the United States
Census of 1910, the proportion of children 14 years old or less
in New York City was 28.7 per cent. On that basis the pro-
portion of children 16 years old or less would be about 30 per
cent. This means that street traffic in this city is 30 per cent.
more dangerous to children than to other members of the com-
m#=nity—or, in other words, that the chance of an adult being
killed by vehicular traffie is only about three fourths that of
a child.

““At the other end of thescaleof life the danger also increases.
During the month of December, out of 46 fatalities in the en-
tire city, 7, or about 16 per cent., of the victims were people 60
years old or over. By the same census report the proportion of
such people to the entire population is about 4.86 per cent.,
showing that old people furnished nearly four times their
ratio of vietims. Tabulated these figures are:

Children. Old People.
Per cent. of population .. ............. 30.0 4 .86
Per cent. of fatalities.................. 41.0 16.0

“This means that over half the victims of traffic in this city
are drawn from the immature, the unproteeted, the weak, and
the ailing—in short, from just those classes of society which
civilization boasts that it most protects.”
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ArprENnDIX J.
TRAFFIC ACCIDENTS IN MASSACHUSETTS.

In only a few of the state and city reports on vital statis-
tics in this country are there any classified data relating to
traffic or vehicular fatalities. The Massachusetts Registra-
tion Reports give some details, with distinetion of sex.

DEATHS FROM TRAFFIC ACCIDENTS IN MASSACHUSETTS, BY KIND OF VEHICLE, AND
BY BEX AND AGE OF PERSONS KILLED, 1900-1811,

BY AUTOMOBILES.

Malea. i Females, | Total.
Ages. , .
Number, ‘- Per Cent. | Number, Per Cent. | Number. | Per Cent.

| ' "
Under5.....cviivievvninnann 5 3.2 2 4.3 7 3.5
B0, e 21 13.6 12 25.5 33 16.3
1014, ... e e e 20 12.9 .. ca 20 9.9
15-10. i ieiiniiiiannins 2.8 1 2.1 10 5.0
20-29,....... errmranrannnenn] 21 13.6 11 23 .4 32 15.8
B0-39. .. e 29 15.7 5 10.6 34 16.8
4049, e 23 14 .8 3 6.4 26 12.9
50-59..... o raremarerareaes 7 4.5 ] 12.7 13 6.4
BO-69. .. ... it 12 7.7 2 4.3 14 6.9
T0-79...... e iameaaeeas ) 3.2 4 8.5 9 | 4.5
S0andover. ............ 2 1.3 1 2.1 3 1.5
Age N.S.... o vieei, 1 0.7 . 1 0.5
Total. .. ... veriaeinnns 155 ' 1000 47 100.0 202 100.0

Bex_ Distribution of Persons
..... eresreianeanes TB8.7 23.3 100.0
BY ELECTRIC BAILWAYS,
Males, Females, Total,
AE&- ' T | |
Number. | Per Cent. | Number. | Per Cent. | Number. | Per Cent.
I |
1 [
Under5......... faeeeieans 10 5.8 7 19 .4 17 8.1
=, i 11 f.3 5 22.2 19 9.0
10-14, .. ... i ineaeans 11 8.3 2 5.3 13 6.2
15-19. . . 7 4.0 . 7 3.3
I0-20, . ... 27 15.5 3 13.9 32 15.2
1 32 18.4 G 16.7 38 18.1
40448, ..... e iiraaeaiaae 30 17.2 2 5.5 32 15.2
S0-59.........0ass R 18 8.2 3 5.3 16 9.0
60-69. . 20 11.3 1 2.8 21 10.0
{0 i T 4 2.3 1 28 5 2.4
80 and over, ... e 5 2.9 . 5 2.4
N.8 a 1 0.6 1 2.8 2 1.0
Y 7t 100.0 36 1000 210 100.0
Sex Distribution of Persons

Killed, .. .ooovieiininn.n, 52.9 17.1 100.0
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BY 3TEAM RAILROADS.

Males. , Females, Total,
Agea, | ] T e
| Number, ; Per Cent. | Number. | Per Cent. | Number, i Per Cent.
| | i §
N S A T \
B 0.7 | 5 12.9 14 ' 1.4
28 3.0 ¢ 7 11.3 35 3.6
31 3.4 | 4 6.5 35 3.6
an 5.4 2 3.2 52 5.3
216 23.4 ! i} i 9.7 222 | 22.6
218 236 | 5 | 81 223 | 227
167 18,1 i 10 16.1 177 18.0
1 10.4 | 8 i 12.9 108 | 11.0
54 5.9 8 | 129 62 8.3
23 2.5 2 3.2 25 2.5
B | 0. 2 ’ 3.2 10 1.0
I R T . 2°0
Total.......oovveenonnn.s 921 . wo.e | 62 100.0 983 100.0
Sex Distribution of Persons
Killed, ....ovvvveevnneinnns 03.7 ’ ! 6.3 100.0
i i
BY HORSES.
e —= - — e
i Males. | Females. Total.
Ages. t . - | - ]
] Number, | Per Cent. | Number. : Per Cent. | Number. | Per Cent.
1 4.3 2 66.7 :[ 3 11.5
2 &.7 . cone | 2 7.6
PR ORI T ¥
4 17.4 eves 4 15.4
1 17.4 4 154
4 17.4 I 1 33.3 | H] 19.2
3 21.7 A 51 19.2
1 4.3 . [ 1 3.9
1 4.3 1 3.9
, ! , .
Total .o ovvmenneneen S 100.0 3 1 1000 | 26 100.0
Sex Distribution of Persons| !
Killed. .......... e ; 8.5 11.5 | 100.0
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BY OTHER VEHICLES.
Males. Females Total.
Ages, .

Number. | Per Cent, | Number. ! Per Cent. | Number, | Per Cent.
Under5.....coovvviininnnnnn | 22 11.6 10 33.3 32 14.5
T 3l 16.3 4 13.3 35 15.9
10-14. . ... e T 3.7 2 6.7 9 4.1
15-19. .. e 6 3.2 1 3.3 7 3.2
20=29. ... 22 11.6 1 3.3 23 1.5
30-39. ... ol s 200 2 6.7 40 182
40449, e 23 13.1 .. 25 11.4
B0=09. ..t 15 7.9 3 10.0 18 8.2
i T 7.9 2 6.7 17 7.7
TO-79. . e T 3.7 3 10.0 10 4.5
B0andover.................. i .. 2 6.7 2 0.9
Age N 3. .. ... L. 2 1.0 . 2 0.9
Total, ... oooiiieincnins 190 100.0 30 100.0 220 100.0

Sex Distribution of Persons

lled, .. ............. P ll 86.4 13.6 100.0

STREET RAILWAY FATALITIES, MASSACHUSETTS, 1908-1912%*

! ]
Year Ending June 30, Pagsengers. Employees. | Other Persons. | Total.
1
T 28 13 a0 121
R i 17 21 a8l 89
1910, . ... .. 9 12 a9 a0
) 15 24 67 106
1912, e 27 21 T4 122
Total, . . ... i e 95 91 331 518
#(ompiled from the annual reporte of the Board of Railroad Commissioners.
STEAM RAILWAY FATALITIES, MASSACHURETTS, 1908-1912*
NUMBER KILLED.
. j i Travelers
Year Ending ¢ Passen s ‘ Other Per- ‘
. gers. | Employees, | atGrade | Trespassers, Total.
June 30. ! ! Crossings, sona.
|
1908, ,.......... 11 ’ g2 27 146 15 291
1809, , . ........ 11 74 22 131 12 250
1910, ........... ce.. B 89 29 164 12 303
1911, .. ... ...... 11 87 25 162 18 303
1912, . .......... 15 91 24 | 132 17 279
Total......... 57 I 433 ‘ 127 | 735 7 1426

* Compiled from the annual reports of the Board of Railroad Commissioners,
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ArrEnDIX K.
RULES AND REGULATIONS GOVERNING STREET TRAFFIC.

Nearly all of the larger cities of the United States have rules and regu-
lations of one kind or another for the control of street traffic. A large
proportion of these regulations have directly to do with the prevention
of accidents, either to the vehicles, to the drivers or occupants of the same,
or to the pedestrians on the streets and sidewalks. Certain of these rules
are almost universal in application and among such may be mentioned
the following. A vehicle meeting another shall pass to the right; a vehicle
overtaking another shall pass to the left; a vehiele turning a corner is re-
quired to turn it in a particular way and so as not to interfere with traffic
moving in an opposite direction; slow-moving vehicles are required to
keep close to the right-hand side of the street, and fast-moving vehicles
have the privilege of the more central portion of the street.

A “wehicle” is usually defined and the following extracts are typical:

CHicaGgo. 1910,

The word ““wvehicle’’ includes equestrians, led horses and everything on
wheels or runners, except street cars and baby carriages.
The word “horse™ includes all domestic animals.

St. Pavyn., 19810.

That the term ‘“wvehicle,” as used in this ordinance, shall include all
vehicles propelled by human, animal or mechanical power, except fire
apparatus, police patrols, hospital ambulances, United States mail wagons
and vehicles which are run only upen rails or tracks,

These ordinances frequently make provision for a minimum age of
drivers and this age in most cities is sixteen. 1In Syracuse, N. Y., however,
no person is permitted to operate or drive a motor vehicle or other vehicle
who is under eighteen years of age unless accompanied by a duly licensed
chauffeur or the owner of the vehicle which is being operated. Some
ordinances make it unlawful for any person to operate an automobile or
motoreyele while in an intoxicated condition. In some ordinances, also, pro-
vision is made that the driver of any vehiele must have a sufficient view
of the traffic following and at the sides of his vehicle, which must therefore
be not so covered or constructed as to prevent such an outlook.

Most of the ordinances require that horses or other draft animals be
securely fastened if left unattended in any street. Curiously enough,
however, some cities make an exception to this rule. In Providence, R. 1.
for example, the ordinance reads, “No horse shall be left unattended for a
longer period than ten minutes in any street unless he is securely fastened,”
ete. And in Boston, Mass., this provision reads, ““No horse shall be left
unattended for a longer period than five minutes,”” etc.

Several of the cities have found it necessary to make rules for the safety
of drivers, passengers, and pedestrians, which on their face seem to infringe
upon personal liberty. Experience, however, has taught these cities
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that such rules have become absolutely neeessary. To illustrate, the fol-
lowing rules are incorporated in the ordinances of several cities to
prevent the carrying of passengers on the handle-bars of bicycles, a habit
which has become quite common and which is exceptionally dangerous,
not only to the riders but to pedestrians as well.

Bavrmvore. 1908.

Carrying children on Bieycles.—No bicyelist shall earry upon his bicy-
cle any child under the age of 5 years.

Another practice which is common and yet exceedingly hazardous is
that of stealing rides, hitching onto the rear of vehicles, ete. Many fatal
accidents and a large number of very serious non-fatal injuries have resulted
to children from this practice. Many of the cities now have quite stringent
provisions prohibiting this and similar practices. Some typical instances
are presented in the following excerpts from the ordinances of representative
American cities:

BosTon. 1908,

No one shall steal a ride upon any vehicle or street car, and no one shall
ride upon the rear of any vehicle without the consent of the person in charge
thereof.

CHrcaco. 1910,

No one shall ride upon the rear end of any vehicle without the consent
of the driver, and when riding no part of his body shall protrude beyond
the limits of the vehicle.

Another very dangerous practice in American cities is for children and
adults to indulge in what is commenly called “coasting.” This is a danger-
ous practice, particularly in congested sections of cities, and so many
accidents have oceurred that several of the cities now prohibit the practice.
The following is a typieal rule of ihis kind:

Bavrmiore., 1908,

Coasting Forbidden to Bicyclists—No bicycle shall be allowed to pro-
ceed in any street of the city by inertia or momentum with the feet of the
rider removed from the pedals.

Roller skating on streets is prohibited in a few cities of which the fol-
lowing is an example:

MEevpHIz, 1912

No child or other person shall be allowed or permitted to use the streets
of the city for the purpose of rolling thereon on roller skates; nor shall any
child or other person be permitted or allowed to catch, hold on or attach
himself or herself to any street car, automobile or other vehicle, whether
such person is using roller skates or riding on a bicyele, with a view of being
pulled along the streets.

It is a common practice also in American cities, and probably elsewhere
also, for riders of bicyeles to attempt trick riding in the city streets. This
is specifically forbidden in Baltimore, the rule being as follows:
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Barrivore.  1908.

Trick Riding Forbidden.—No rider of a bicycle shall remove both hands
from the handle-bars, or practice any trick or fancy riding in any street.

Several of the cities incorporate in their street traffic ordinances, rules
and regulations governing pedestrians as well as drivers. Some times these
are in the form of warnings, and in other cases they are positive prohibitions.
Typical instances of such regulations are the fellowing:

CrEvELAND, 1912,

Pedestrians should never step from the sidewalk in crossing a street
without looking in both directions to see what is approaching and shall
cross at right angles with the street; and at street intersections they shall
not eross diagonally, but shall go around the center of the line of traffie
and cross only one street at a time.

Districr or CoLumBia. 1912,

Pedestrians shall have the right of way over drivers of vehicles at street
crossings only.

A pedestrian shall not walk in the roadway of a street except to cross at a
street crossing, shall not stand in such roadway, and shall not cross the
roadway diagonally.

A frequent source of serious personal injury is found in the interference
of other vehicles with street cars while the latter are stopping to take on or
discharge passengers. Several of the municipal ordinances, and particu-
larly those adopted in recent years, make provision for the regulation of
other vehicles in their relation to the street cars under the circumstances
stated.

CHicaco., 1910,

The driver of a vehicle overtaking a street car shall exercise the greatest
care In passing not to interfere with or injure passengers who may board or
alight from said cars.

New York Ciry.

Report of Special Committee on Speed Regulations of New York City
The City Record, April 17, 1913.

In overtaking or meeting a street passenger car which has been stopped
for the purpose of receiving or discharging a passenger or passengers,
no such vehicle aforesaid shall pass or approach within eight (8) feet of said
street car so long as the same is so stopped and remains standing for the
purpose aforesaid.

The committee has also slightly changed the provision as to protection
of passengers who are getting on and off street cars. For the past few
months the City of Chicago has conducted experiments along these lines
and has finally secured a provision which the Mayor of that city believes
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to have been material in the preventing of accidents and the saving of life.
The provision reported by the committee requires that a space of at least
eight feet shall be preserved at all times between a street passenger car,
which has been stopped to receive or discharge passengers, and any vehicle.
If the space of eight feet cannot be preserved the vehicle must be brought
to a full stop.

St. Patn. 1910,

That when any street railway car stops at any street crossing or regular
stopping place in the City of St. Paul to receive or discharge passengers
it shall be unlawful for the driver or person in control of any vehicle as
herein defined, traveling along the same street as said street railway car,
to pass such car without bringing said vehicle to a stop at least ten feet
distant from the rear of said railway car.

ScraNTON. 1912,

“No vehicle shall pass a railway car that is taking on or discharging
passengers at any crossing.”’

In some cities vehicles are required to stop in such a manner as not to
interfere with the passage of pedestrians at the crossings. In other words,
they are required to stop so that no part of the horse or vehicle projects over
the crossing, and some times the rule reads that no part of the horse or
vehicle shall project within a certain number of feet of the crossing. An
instance of such a regulation is presented herewith:

PaicapeLraIA., 1913,

Vehicles must stop in such a way as not to interfere with the passage
of pedestrians at the crossings, always stopping so as that no part of the
horse or vehicle projects within five feet of the crossing.

Another frequent source of street traffic accident has been the running
down of the pedestrian, or collision with ancther vehicle due to one vehicle
following close after another. Some cities have found it necessary to regu-
late this practice and an instance is presented herewith:

ProvioEnce. 1910,

“No person having charge of a vehiele shall allow the same to come within
ten feet of any wvehicle in front of him when approaching and passing over
a crossing where a pedestrian is about to pass.”

A few of the cities, in recent years, have adopted the practice of requiring
street cars to stop on the near side of streets rather than on the far side.
The theory, so far as it concerns accidents, is that when street cars stop
on the near side of the street to take on or discharge passengers the momen-
tum of the cars when crossing the street will be less and the danger of acei-
dent at the most dangerous points will thus be reduced. This method of
handling street cars is at present in foree in Cincinnati, according to the
following regulation:
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CmvoinyaT. 1912,

Street cars and interurban cars shall stop on the near side of intersecting
streets, and not at the far side, for the purpose of taking on or discharging
passengers, and shall not obstruct any interesecting streets, or the path
to be used by pedestrians in crossing streets.

I may add that this method was attempted in Newark, New Jersey, in
1913, but so many objections were raised that the practice was discontinued
after a few months’ trial, not because of accidents but because the pas-
sengers objected to bearding and alighting from cars at such distances from
the cross side-walks. The pay-as-vou-enter cars made it necessary for
passengers to enter such cars at least a car length from the eross walk.

Some cities regulate the kind of warning signal to be used by vehicles;
an instance of such regulations is as follows:

MeMrHIS, 1912,

In the operation of automobiles, motorcycles and other self-propelled
vehicles upon the streets of the city of Memphis, the only kind of warning
signal that will be permitted to be used shall be a reed horn, hand operated,
with a rubber bulb, such as will emit a single note, in low tone, except in
cases of electric vehicles, in which a bell not larger than five inches in
diameter may be used.

Speed regulations are, of course, among the most important and most
numerous, but a few typical instances of such regulations are presented
herewith:

Newarg. 1912,

No person or persons shall drive or ride any vehicle upen or along any
street at a greater speed than at the rate of twelve miles an hour excepting,
however, when turning a corner of any street the rate of speed shall not be
greater than six miles an hour.

Los AngeLes. 1912,

It shall be unlawful for any person to ride or drive, or to cause or permit
to be ridden or driven, any animal cr vehicle at a rate of speed greater than
gix miles per hour over or past or across any street intersection within the
business district.

Passing Pusnic ScHOOLS.

Report of Special Committee on Speed Regulations of New York City.
The City Record, April 17, 1913.

Upon approaching a bridge, or in passing a publie school on school days
between the hours of eight (8) o’clock antemeridian and four (4) o’clock
post-meridian, the person operating, driving or propelling any vehicle
subject to the provisions of section one (1) of this article, shall not proceed,
nor shall the owner of any such vehicle riding thereon or therein cause or
permit the same to proceed at a rate of speed greater than ten (10) miles
per hour.

In this connection it is interesting to note that the state law sometimes
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overrules local regulations, and an illustration of such an instance is the
following:
MiNNESOTA STATE AUvToMmoBILE Law., 1012,

Local regulations prehibited; no city, town, village or other municipality
shall make or pass any ordinance, rule or regulation limiting or restricting
the speed of motor-vehicles, and no ordinance, rule or regulation heretofore
or hereafter made by any city, town, village or other muniecipality in respect
to or limiting the use or speed of motor-vehicles shall have any force, effect
or validity.

PENALTIES.

The main trouble in this country seems to be the failure properly to en-
force the ordinances and to impoese sufficiently severe penalties for the vio-
lation of the street traffic rules and regulations. There is considerable
variety in the penalties imposed, and in many instances the traffic regu-
lations, particularly as regards speed, are almost a dead letter. A few illus-
trative instances of penalty provisions are presented in the following excerpts
from city ordinances:

Kaxsas Crry, Mo. 1911.

Any person who shall violate any provision of this ordinance shall, upon
a first conviction thereof, be punished by a fine of not less than one nor more
than two hundred dollars; upon a second conviction, shall be fined not less
than ten dollars nor more than two hundred dollars; and upon a third
conviction thereof shall be fined not less than twenty-five nor more than
two hundred dollars.
Mimwwavkee. 19011,

“ Any person viclating any of the provisions of this ordinance shall, upon
convietion thereof, be punished as follows: For the first offense, by a fine
of not less than ten nor more than fifty dollars; for a second offense, by
imprisonment in the house of correction of Milwaukee county for not less
than ten nor more than thirty days; for any subsequent offense by im-
prisonment in the house of correction of Milwaukee county for not less
than three nor more than six months.”

New Yorxk.

Report of Special Committee on Speed Regulations of New York City
The City Record, April 17, 1913,

The penalties provided apply to any violation of the provisions of the
ordinance and are:

For the first offense not less than $25 nor more than $100, or by imprison-
ment not to exceed 15 days or by both.

The penalty for the second offense within one year is doubled and the
penalty for the third offense within one year is a fine of $100, or imprison-
ment for a term not to exceed 60 days, or both.
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