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During the past few montas the
question of railroad accidents has been
vigorously discussed by all of our
newspapers and most of our maga-
zines, as well as by congress and many
of our state legislatures. Moreover,
as the apprenension felt by Mr. J. J.
Hill “lest every railway journey might
be his last,” has been shared for some
time by practically the entire traveling
public, the question, “What are we
going to do about it?” has at last
become & subject for debate on every
street corner and a topic of conversa-
tion at every fireside in the land.

While it is perhaps true that so far
this agitation has generated more heat
than lght, yet weé must not fail to
recognize that it has produced at least
one notable result. The problem be-
fore us has finally been reducéd to a
single ultimate issme: Can we, the
American people, afford a reasonable
degree of safety in railroad travel?
From -whatever standpoint we ap-
proach the question of railroad acci-
dents, we are certain in the -eénd ‘to be
brought up sharply face to face with
this decisive question. Safety ¢osts
money; are we able and willing to
pay for it?

Accidents in America and Europe’

Practically every other civilized na-
tion in the world has attained a far
greater degree of safety in railroad
travel than we enjoy. Whether this
is because they value their money less
or their lives more it is hard to say.
In any event it is both interesting and
important to know that countries
vastly poorer than our own can afford
and do afford the luxury of railroad
safety which, so far, we have denied
ourselves.

Owing to differences in the statisti-
cal methods employed by the various
countries, it has been found impossible
to obtain results which, from a theo-
retical standpoint, are entirely accu-
rate and satisactory; but some of the
best statisticlans and ablest  railroad
specialists in the world have been at;
work on the subject and have arrived
at results which are quite accurate
enough for practical purposes. 'The
greatest of these¢ specialists are agreed
that In this country railroad travel is
from three to five times as dangerous,
and that railroad employment is from
three to six times as dangerous, as in
the leading European countries.

Mr. Ackworth, the most conservative
as well as the most prominent rail-
way authority in England, says that
the English companies do their work
“at one-third the risk either for pas-
sengers or employees, which is incur-
red in America, according to American
figures.”

Professor Frank Parsons of Boston,
in his recent monumental treatise on
the railroad question, sums up the sit-
uation by saying that “railway travel
in the United States is about six times
as dangerous as in Germany, 17 times;
as dangerous as in Belgium, three'
times as dangerous as in France and|
four tithes as dangerous' as in Great.
Britain : {

Mr. Caroll W. Doten of the Massa-
chusetts Institute of Technology, in his
careful and detailed study of railroad
accidents in the United States and
Great Britaln made for the American
Statistical association, shows in a se-
ries of 18 statistical tables that in the
United States the danger to passen-
gers is about four times as great, and
the danger to employees about five or

six times as great as in the United
Kingdom.

Messrs. Hoff and Schwaback, in their
remarkable work entitled “Nordamerik-
anishche Risenbahn,” have demon-
strated that while American roads: kill
6.43 and wound 50.01 persons for every
million kilometers traveled by the tra-
veling public, the Prussian roads kill
only 1.07, or one-fourth as many and
wound only 3.38,. or one-fourteenth as
many.

Of all the methods of comparison
which have been employed by writers
on this subject,.that of comparing the
number of killed and wounded per
million miles traveled, is universally!
admitted to be the fairest and the mosc
exact yet discovered. The following
table gives the results of an effort to.
reduce .the railroad accident statistics
of four widely different countries to
this common denominator:

Number of Passenger Miles Travelled
For Each Passenger Killed:

1901, 1902.
United States 61,587,548 57,072,283
Hungary. . 110,505,399 137,010,094
German Empire 144,275,000 172,266,000
Belgium . . 243,226,295 292,074,182

1903. 1904.
United States 58,917,645 49,712,502
Hungary. . 175,198,537 130,366,425
German Empire 189,956,000 261,724,000
Belgium . . 458,641,243 315,044,286

The next table shows that in the
year 1904, every time a passenger tra-
veled a mile in the United States he
ran a risk of being killed that was
over two and a half times: as great
as he would have run in Hungary,
over five times as great as he would
have run in Germany, and over six
times as great as he would have run
in Belgium while traveling the same
distance.

Relative Danger of Travel In 1904:
United States—

1 killed for every 49,000,000 pas-

senger miles traveled.
Hungary—

1 killed

passenger
Germany—

1 Kkllled

passenger
Belgium—

1 killed for every 315,000,000

passenger miles traveled.

In response to such an array of
facts, it is sometimes urged that if
we are to make railway travel as safe
in America us it is in Europe, we must
more than quadruple our railroad capi-
tal and build our roads as solidly as
the English people have done. That it
will” cost a considerable amount of
money to make railroad travel in this
.country as safe as it is in Europe,
cannot be doubted. But the fact that
the German and Belgian railroads af-
ford even greater safety than the Bri-
tish roads at less than half the cost,
indicates clearly that safety in rail-
road travel is as dependent upon an
intelligent expenditure of money as
upon a sufficient expenditure.

It is urged that we cannot expect
our fast trains to be as safe as are the
slower Huropean trains. This sounds
almost axiomatic until we come to

for every 130,000,000
miles traveled.

for every 261,000,000
miles traveled.

realize that Germany, France and Eng-
land all have as many if not more fast
trains” per- thousand miles of track
than we do. Messrs. Hoff and Schwa-
back have shown in somie minutely de-
tailed tables that the single German
State of Prussia has forty-three trains
which maintain an average speed of
thirty-eight miles or more an hour,
whereas our great Iines connecting
New York, Buffalo, Pittsburg, Chicago,
and’ St. Louis have only 26 such
trains, - Moreover, they show that as
to punctuality and attention to ‘local
service the advantage is all with.the
Prussian roads.

Travel In United gtates Increasingly
Dangerous

We might more easily excuse our
unenviable pre-eminence among civ-
ilized nations in the matter of railroad
disasters, were it not for the fact that
our record in this particular is grow-
ing steadily worse. Not only have ouy
railroads killed about 10,000 K people
and mangled' over 80,000 more each
year for the past four years; and not
only is this frightful slaughter in-
creasing in number and length of our
roads, and growing with the ceaseless
growth in density of traffic on exist-
ing lines; but, in spite of all our pre-
sent life-saving appliances, accidents
actually are on the increase per mile
of road and per passenger carried. To
such an extent is this true-that every
time an American takes a rallroad
trip, he runs more 'than twice as great
& risk of being killed and qQver three
times ‘as great a risk of being injured
a8 he did ten years ago. This is dem-
onstrated to a mathematical certainty
by the following table prepared by the
Inter-State Commerce Commission:

1A No. Passen- No. Passen-
gers carried gers carried

for one for omne
Killed. Injured.

2,984,832 213,651
1904 . . . . 1,622,276 78,323
1906 . . . . 1,376,856 70,655

‘Where is this growing horror going
to stop? In another ten years, at the
present rate of increase, our railroads
will .have killed and maimed over a
million and g half of people. The
number of victims for the tenth year
—1915—alone will be more than 215,
000. If this wholesale butchery were
the result of war, of famine, or of
pestilence, those age-long enemies of
our kind, the entire nation would long
ago have risen up to demand that at
any  cosgt, save that of homnor, this
slaughter be made to cease.

If, on the other hand, this contin-
uous and sickening roll-call of death
were a necessary concomitant of our
growing - industrial supremacy, we
might. feel inclined, as an intensely
practical and ecommercial nation, to
make . a virtue of necessity, and point
with. pride to the number of our . in-
dustrial victims as an indication of
bravery, as we are wont to point to
the number of our dollars as an in-
dex of ‘intelligence .and worth. But
even thig: poor” satisfaction is denied
us. At least sixty per cent of our
railroad accidents are unnecessary and
inexcusable.

Vigerous Legislative Action Needed

The first cause of this intolerable
condition of affairs is the strange lack]|
of adequate legislation on the subject
by our States or by our National Gov-
ernment.

Safety appliancés have found their
way into general use everywhere as a
result of governmental compulsion.
The history of the introduction of the
autematic - coupler 4nd the airbrakes
in “America’ is :familiar to us all. A,
majority ‘of ‘the railroads fought the|
law compelling their introduction, and,!
its execution in every possible way.|
A diagram, prepared by the Inter-
State Commerce Commission, shows
how accidents ¢aused by the coupling
and uncoupling of trains have decreas-
ed steadily from the year the law
went into effect.

In England the absence of grade
crossings in cities and towns, and the
careful provision made for the guard-
ing of dangerous ones in the country
districts is due, not to the initiative
of the companies, but to the require-
ments laid down by Parliament from
tHe very start; a’' provision for some!
means of communication, such as our
bell-cord, ‘-between passengers and the
engineer was also introduced only af-
ter a bitter parliamentary struggle, ex-
tending through many years; a little
later; as a number of accidents were
traced to the excessive fatigue and
consequent dulling of the faeulties of
overworked engineers; switchmen and
dispatchers, the government was forc-
ed, finally; to take a hand in the regu-
lation of the hours of labor of “ralil-
way servants”; and still later the
board of trade found it necessary to
make compulsory the general -use of
alr-brakes, the . “block system,” and
other saféty appliances. In addition
to -all - this sort of State ‘regulation,
provision has 4dlso been made for
prompt investigation, by a trained/gov-
ernment expert, of évery railroad ac-
cident, in order to ascertain its cause
and point out how its repetition can
be avoided.

In Belgium, Germany and Switzer-
land, where the railroads are state-
owned, even more careful precautions
against accldents are taken than in
England. A striking illustration of
the superiority, in this particular, of
State over company railroads is to be
found in Japan, where the number of
accidents on company roads' is more
than twice as great as that on State
lines:

Number of Passenger Miles Traveled In
Japan For Each Passenger Killed:

| 1902-3 1903-4 | 1904-5

Year.
1895 o » v o

State ; |

railw’ys|366,368,741(164,110,284|205,561,844
Comp’y
railw'ys|103,714,029

60,800,312| 89,324,349

Grade Crossings

One of the most, frightful causes of
death-dealing railroad accidents, and
one to which surprisingly little atten-
tion has been paid by writers on the
subject, is the fatal ‘grade crossing.”
Every one knows that unprotected or
badly protected level railroad cross-
ings are nothing more nor less than
death_ traps, and yet their name is le-
gion In this country; their  victims
numbered 827 killed and 1,667 injured
during the year 1905, alone. The gen-
eral rule among clvilized peoples is
that in cities or towns a railroad shall
run over or under highways and other
railway tracks, and that in country

districts all dangerous crossings shall

be protected by a gate, a flag-man, or
an electric alarm-bell, If American
railroads inspected their tracks and
guarded their grade crossings as thor-
oughly as the German roads do, they
would have to 'employ over 600,000
switchmen, track inspectors, gatemen,
etc., instead of the paltry 50,000 em-
ployees of this kind which they now
have on their pay-rolls. Owing, how-
ever, to the greater alertness of Amer-
ican working-men and the wider use
of the “automatic block system” and
other automatic appliances in Amer-
ica, together with the fact -that . our
roads sometimes run for thousands of
miles through wparsely inhabited . re-
gions, it seems probable that if an ad-
ditional 200,000 employees were added
to ths branch of the service, practi-
cally the same degree of efficiency
and safety might be obtained.

There has been a great variety of
legislation, but at the same time a
lack of adequate legislation on this
subject in the different States. A
recent publication by thée Inter-State
Commerce Commission ‘says: “Since
1890 there have been thirty-two enact-
ments in thirteen States affecting the
separation of grades at either new or
old crossings; twenty States now have
provisions permitting the separation
of grades at highway crossings; six-
teen ‘States require the separation of
such grades when ordered by the rail-
road commission or court or other
agency; moreover six States have laws
requiring the separation of grades at
railroad crossings when ordered by the
railroad commission or a court.”

According to the Chicago Coroners’
report for 1905 eighty-five people were
killed and a great many more were
wounded at .grade crossings in that
city alone, not counting those killed
in the railroad yards and in the streets
along which railroad tracks are per-
mitted to run. This record is all the
more shocking when we realize that,
as a result of a fatal accident . at
Forty-eighth Street and = Colorada
avenue, in October, 1904, the railroads
have been rejuired ever since to place
a - gate or a flagman at all such cross-
ings. The fact thus becomes only too
apparent, that the combined efforts of
gatemen and policemen do not suffice
to prevent the -constant harvest of
death which is reaped each year by
these traps for the unwary. Grade
crossings in cities. and towns can be

our passanger carrying roads.

made safe in only one way—by being
abolished. This lesson. has been thor-
oughly learned by the Chicago city au-
thorities, and the gradual -abolition of
all rallroad crossings at grade, within
the city limits, is being pushed stead-
ily forward.

It would seem that the - time had
come for every:other municipality in
the land to carry out a similar pro-
gram. The problem of abolishing
grade crossings is not only a simpler
but & very much more vital  question
than that of regulating railroad rates.
No one, I believe, will dispute the fact
that it is more important to ride safely
than to ride “cheap.”

- The "Block System

It i3 ‘mot generally khown that the
“block™ systém, which is used on over
99 per cent of the railroads of Great
Britan; is in usé on gnly. 23 per cent
of the railrbads In this country, while
onour single track lines almost no use,
as yet, has been made of the splendid
“train staff” system which has yielded
such extremely satisfactory results in
England; The, Inter-State Commerce
Commission in 1903, and again' this
year, recommended - to Congress the
passage of a bill requiring the general
extension of the “block” system to all
This is
an excellent idea as far as it goes. But
the introduction of the “block” sys-
tem on every line of American railroad
would do little good if the system were
to be made a mockery of, as it iz to-
day by-many of our roads. The vital
principle of the system, the principle
which is lived up- to religicusly in
European countries, and without which
the system has little value, is that one
‘rain and only oneé train at a time
shall be allowed in a block. This prin-
ciple is habitually disregarded every
day and every hour by a great major-
ity of the American roads pretending
to employ the system.

In an important contribution on this
subject, F. W. Haskell 3ays:

“Many roads, having installed a per-
fect system of block signals, destroy
its entire effectiveness by establishing
the ‘permissive block,’ or ‘going ahead
under the green. By this system a
following train 1a given discretionary
power to run into a block already oc-
cupied. This permission is always
coupled with the injunction that the
engineér must use caution, and ‘at all
times have his train under perfect con-
trol’  But in actual operation ‘cau-

maximum " possible speed of the en-
gine.

“I once stood by the side of a busy
line, with the signal engineer of the
road. This line had a complete in-
stallation of block signals. We watch-
ed a dozen heavy freights rush by at
thirty miles an hour, with not a hun-
dred yards of daylight separating any
two of them. I expressed surprise at
the reckless disregard of signals; and
the officer said, ‘Freights run regard-
less of the blocks. We couldn’ts get
them over the road if we kept them a
block apart.’

I was once riding on the rear car
of a through passenger train. We were
being closely followed by the second
sectlon of our train. Our section was
stopped in a deep rock cut, on a sharp
curve. It was a very dark night, and
raining hard. I went to the rear plat-
form, and for fully three minutes lis-
tened te the* conductor and flagman
swear about the weather. Finally the
conductor said: “Well, I suppose you’ll
have to go back’ The flagman start-
ed back, but had not gone two car
lengths when the conductor yelled to
him that he had gone far enough.
Half an hour later we reached the ter-
minus of the division, and we had not
come to a full stop when the section
rolled in an an adjacent track.

“On the return trip of the same
journey I was again in the rear car.
It was night, but clear. Our train
stopped between stations, and again I
went to the rear platform. In a few
moments I heard the roar of an en-
gine’s exhaust. Then the headlight
showed, the noise of the exhdust ceas-
ed, and I could hear the application
of the brakes. The locomotive of the
following train stopped within twenty
feet of the rear of my car. I said to
the brakeman: “Isn’t this division
equipped with block signals?’ He re-
plied, “Yes, but that is the second di-
vision of this train.’ I said, ‘Oh, I see.
It doesn’t hurt to be hit by another
section of the same train’ The
brakeman said nothing, but looked
weary and left me.”

/Such habitual violation of railroad
rules and regulations by employees,
not only with the connivance of the
highest officials, but with the know-
ledge on the part of the employees
that if these rules are not regularly
and discreetly broken in order to “save

tion’ usually means not exceeding the

time,” and ‘“get the work done” a

The Passing of Mrs. Holmes

Through the- passing away of Mrs.
Mary. Jane Holmes at her home at
Brockport, N. Y., Sunday, another va-
cancy has been made in the famous
galaxy of women authors whose books
for the last half. century have been
the delight of millions of Ameriean
girls, and whose .fame has spread
throughout the English-speaking world
because of the purity and optimistic
spirit of their romances and novels.

Mrs. Holmes has been writing novels
for more than fifty years. Her books
have always been popular, as the well-
thumbed volumes in every public lib-
rary in English-speaking countries
testify. Her pen was never used to
exploit the yearnings of widely sep-
arated twin souls for affinities, and
ber philosophy would not be appreci-
ated by readers who. are thrilled by
the gloomy social problems of Mae-
terlinck, Ibsen-and George Bernard
Skaw. Her books, wholesome and
sweet, and unrelieved by flashes .of
sociological genius, are still read by
thousands of every-day life and in-
variably end with the sunshine ‘break-
irg through the clouds which threat-
ened to overwhelm the heroes and the
heroines.

Mrs. Holmes’ father ‘was Preston
Hawes, and her brother was Kirk
Hawes, formerly a jul@ige in. Chicago.
The two children were born at Brook-
fleld, Mass. Rev. Joel Hawes, the
famous New England divine, was a
brother of Preston Hawes, and much
of the underlying spirit in the novels
written by. Mrs. Holmes is attributed
to the influence of her talented and
earnest uncle. Preston Hawes died
when his’children were very young.

Mrs. Holmes early began writing
novels which appealed to ‘the young
and which were admitted into every
household because of their purity of
sentiment. She blossomed forth as an
authoress at the age of 15, but her first
hook, “Tempest and Sunshine,” was
published in 1854. She was born in
1828 and for more than half a century
enjoyed unparalleled prosperity in the
sucgess of her books.

Mrs. Harriet Beecher Stowe and Mrs.
Holmes were rivals for popularity, and
both belonged to that group of women
writers consisting of Augusta Evans
Wilson, whose “St: Elmo” was the
rage when it appeared; Emma D. E.
N. Southworth, Grace Greenwood,
Julia Ward Howe and Louise Chandler
Moulton. With the exception of Har-
rist Beecher Stowe, it is said that no
woman author ever received so much
for her books as did Mrs. Holmes. Her
stories treat of domestice life and, with-
out having an avowedly moral purpose

are pure in tone and free from sen-

sational incidents. 'While the -heroes
and heroines suffered for a time, the
villain always: was punished. - She did
not -deal in vilaind“with wild passion- |
ate blood always at fever heat. The/
male characters fought against the,
ordinary témptations. of life and were,
never faced withproblems that might |
upset 'the moral'iworld. And because
the novels freated of évery-day life in
A sane way,; morﬁ‘_tha,n“ 3,000,000 copies |
of Mrs. Holmes' romances were sold |
during her life-time. “

Mrs. Holmeés ig s4id to have besn a
precocious ‘child.  She began “to attend |
school at three years of age, and was |
studying grammar at six. Frem her
mother she inherited the love of rom- !
ance, poetry and- the beautiful.’ She |
was a sensitive child, always dreaming
out pictures and.fancies. She began |
to teach at 13 years of age. She had|
'biue eyes--and golden hair, and the
boys under her scorned her attempts
to teach them. ELater they were filled
with admiration of the pretty Ilittle
teacher and were devoted to her.

The germs of fiction which madeé her
so famous were manifested early, and
one of her school. friends tells this
story of her:

“She wias seated under an apple
tree with other little girls who were
telling what they meant to do in the
future, when she-gtartled them by say-
ing that she would write a book. When
they scoffed at her, she persisted. ‘I
shall write it,-and you will read it,
too,” she said.” .

The book, “Tempest and Sunshine,”
was written, and many besides the
little girls under the apple tree Have
read it and attested to its worth.

Daniel Holmes, of Brockport, who
was a prominent lawyer in western
New York, fell in love with the bud-
ding authoress, and they were married
and went to live in Kentucky. She
became acquainted with southern life
and negro character, which she intro-
duced into several of her stories and
into none more effectually than into
“The Comptons,” one of her Ilatest
books.

Her novels are considered natural
and written in clear, concise, English.
Mrs. Holmes had the faculty of hold-
ing the reader’s attention from begin-
ning to end without the use of thrilling
situations and bdblood-curdling clim-
axes. They were so free from soul
analysis and-objectionable matter that
miothers used to say, “I have no fear
in letting my daughters read them,
because I know they are pure.”

The triumph of the sunshine of life
invariably closes even the saddest of

Mrs. Holmes’' novels. ‘The cloud may
= as -black as night, but the reader
nows that the silver lining is bound

to be in evidence in the final chapter.

Here are the closing paragraphs of
“Dora Deane,” published in 1858 and
one of the most popular of Mrs.
Holmes’ novels:

“On the vine-wreathed pillars and
winding' walks of Rose Hill the soft-
ened light of the setting sun is shin-
irg. April showers have wakened to
life the fair spring blossoms, whose
delicate perfume, mingling with the
evening air, steals through the open
casement and kisses the bright face of
Dora, beautiful now as when she first
called him husband, who sits beside
her, and who each day blesses her as
his choicest treasure.

“On the balcony without in a large
armed chair, is seated an old man,
and as the fading sunlight falls around
him a bright-haired little girl, not two
years of age, climbs upon his knee, and
winding her arm around his neck,
lisps the name -of ‘grandpa,” and the
old man folding her to his bosom,
sings to her softly and low of another
Fannie, whose eyes of blue were much
like those which ‘look so lovingly into
his face. Anon darkness steals over
all, but the new moon, changing like a
silver thread in the western sky,
shows us where Howard Hastings is
sitting, still with Dora at his side.

“On the balcony  all 18 silent; the
tremulous voice has ceased; the blue-
eyed child no longer listens; old age
and infancy sleep sweetly now to-
gether; the sang is ended; the story
is done.”

That is all. No expert dissection of
motives and morals. No advertising
in the newspapers of sociological pro-
blems and their impossibility of solu-
tion. No long criticisms from the book
reviewers. But the people bought the
simple romances and encouraged their
children to read them. f

Mrs. Holmes never had any children,
but she was fond of the young and
encouraged them to come to her home
where she lectured on art and on her
travels. She had been several times
round the world, and often hungered
to write a book of travel, but the fic-
tion-loving public kept her busy all her
life. The president of one of the big
universgities in this country was once
asked the name of his favorite novel.
He thought awhile and then said that
if*he answered truthfully he would say,
“Lena Rivers,” by Mrs. Holmes. Mrs.
Holmes published forty novels during
her life, beginning with “Tempest and
Sunshine” in 1854 and ending with
“Connie’s Mistake,” in 1905.—Chica,
Record-Herald. /

Notes Frdm the World of Science

BEyes differ and naturalists have
only a very imperfect understanding
of what the various animals can see,
but from late experiments Leon J. Cole,
a Harvard zoologist, finds that insects
and reptiles may be divided by the
the acuteness of their vision into four
types. The first, of which the earth-
worm is a representative,, is without
eyes, a 3ensitive skin enabling it to
distinguisn between darkness and-
light. A 3econd type has visual or-
gans, but they form no definite images
and are affected only by the intensity
and direction of the light. Creatures
of the third type have eyes that dis-
tinguish between equally lighted ob-
jects of different aize. In the fourth
type, the eyes perceive objects, and
vision is muca like our own. Just what
is the use of the many'amall images
formed by the compound eyes of in-
sects 1s still uncertain.

- *

Tae Vienna Serum Institute is not
only investigating the effect of blood
serum cultures in various diseases,

but last year supplied medical men
with 75,000 bottles -of anti-diphtheric

serum, 7,500 doses of anti-scarlatinal
serum, and 2,000 doses of anti-dysen-
tery serum. In preparing the serum,
the quantity of blood taken from each
animal is eleven pints each time. This
is repeated ten times a year, and each
animal kept for the purpose therefore
contributes 55 quarts of blood an-
nually,
¥ * *

A strange phenomenon in a land of
atrange natural history is the recent
transformation of one of New Zea-
land’s harmless insect-eating birds into
a fierce and cruel bird of prey. Less
than forty years ago a number of
curiously torn sheep were brought to
the notice of some farmers, and about
the carcasses were seen several 'speci-
mens of the Kkea, a mountain parrot
found only in -the Soyth island, whaere
it fed on insects. and berries. Con-
victed on this feeble circumstantial
evidence, the kea has been regarded as
the slaughterer of thousands of sheep
that have been aince destroyed. To
give the accused bird a fair trial and
settle an important scientific ques-
tion, Prof. G. R, Marriner, of Canter-

bury College, has been lately seeking
more conclusive evidence than that
recorded, and has succeeded in finding
over tnirty men who have witnessed
the killing. One or two of the keas
usually attack a selected sheep with
their strong beaks, while others look
on and come in for a share of the
spoil. Dr. A. R. Wallace and others
have asserted that the kidney is
sought as a special delicacy, but. it
appears instead tnat the handiest por-
tion of the flesh is torn out and eaten.
Prof. Marriner favors the theory that
the bird acquired a taste for meat
while hunting rrlaxgots on dead sheep.
* *

Japaneze lacquer, an Oriental pro-
duct thdt remains unrivalled, is made
of the gum of Rhus vernicifera, culti-
vated in both China and Japan, and
grown elsewhere as an ornamental
tree. The lacquer is remarkable for
its brilliance, great endurance and
toughness, and its resistance to acids,
alcohol and boiling water.

—~—0

Hundreds of women are employed in
the secret service of Germany.

man has no chance even of holding his
job, is fundamentally vicious.

The present situation brings up the
Question as“to  the possibility of ren-
dering compulsory the utilization by
the railways of the latest improvement
on the “block system” such,as the
“Kinsman automatic stop,” which au-
tomatically arrests a train at a danger
signal, in case the engineer, from stu-
pidity, fatigue or negligence fails to
stop it himself; or the “Youngblood
automatic switch operating device,”
which would do away entirely with the
ever recurring derailments and colli-
sions due to the fatial “open switch.”
There were nine wrecks due to this
one cause during the month of March
alone, and in one of them, on the
Southern Pacific at Colton, California,
on March 28th, twenty-six persons
were instantly killed.

These and other inventions of vari-
ous sorts, if properly installed, would
be the means of saving hundreds of
lives every year.

Conditions of Labor

Still another constant cause of dis-
aster and death has been the extra-
ordinary long hours of labor of Ameri-
can railroad employees, many of whom
have often been compelled and allow-
ed to work anywhere from fifteen to
fifty-odd hours in a stretch. The Eng-
lish parliament in 1903 gave the board
of trade the power to regulate the
hours of Iabor of railroad servants. In
France the legal maximum for engin-
eers, train dispatchers, ete., is 12 hours
a day, with at least ten consecutive
hours of rest at home or seven hours
elsewhere. In Belgium the legal maxi-
mum for trainmen is thirteen hours,
including time for meals. In Italy the
maximum for engineers is thirteen
hours, and for other trainmen fifteen
hours. In Germany the legal maximum
for trainmen is sixteen hours, with
shorter hours the day preceding and
the day following. It is worthy of
note that although the bill regulating
the hours of labor of railroad em-
ployees, which Senator La Follete
forced through the Senate, was killed
in the house by railroad influence, yet
so strong was the pressure of public
opinion on congress that a measure
reducing the maximum for trainmen
to sixtéen hours ‘and the maximum
for train dispatchers’ and ‘telegraph
operators to thirteen hours, except in
cases of emergency, when seventeen
hours is made the limit, was finally
adopted in conference.

Vitally connected with the question
of the hours of labor is the question
of its quality. Several recent acci-
dents, such as the one at Altavista,
Kansas, January 2, when 39 people
were killed, have been traced to the
inefficiency of mere boys holding posi-
tions of trust, involving every week the
lives of thousands of passengers. In
the recent report on the block system,
the Inter-Ocean state commerce com-
mission says:

The facts of the accident records
Justify a strong ' presumption -that
Ameérican signalmen are not so care-
fully selected nor ''so well traified "as
those of England.! The average sig-
nalman in America is young, and has
had probably from six months' to two
years’ © instruction — not systematic
training—under another signalman
whose superiority to the student is
due entirely to what he has learned
by experience, and not at all to me-
thodical and authoritative instruction.
The average block signalman in Eng-
land, on the contrary, has served as
such from five to twenty-five years,
and has been through a long course in
signal cabin as ‘booking boy,’ or as
assistant, before being trusted with full
charge of the block signals. This dif-
ference in personnel of the signalmen
of the two countries undoubtedly ex-
plains in a large measure the nearer
approach to perfection of the block sig-
nal service in England. The fact that
Yyouth and inexperience are factors in
our ‘fajlures in block working’ has been
repeatedly illustrated in the accident
records,” as given in the quarterly
bulletins.’

The commission has been quietly in-
vestigating this question for some
time, and has brought to light some
astonishing facts. For example last
year the Louisville and Nashville rail-
road was found to be employing as
telegraph operators in the train ser-
vice a boy of fifteen years old at Pink,
Alabama; two boys sixteen years old
at Opp, Alabama; angd a boy fourteen
years old, wearing “knee-pants,” at
Birmingham, Alabama.

“A large percentage of our railroad
accidents,” said a westesn railroad of-
ficial to me recently, “are due to be-
lief on the part of the railroad direc-
tors that it costs less to pay for ac-
cidents than to prevent them.” And
yet to the lay mind in view of the
facts that railroad dividends from 1895
to 1905 have risen from $85,287,000 to!
$237,964,000, or nearly 200 per cent,
whereas the amount of stock outstand-
Ing has increased only thirty per cent,
it does not seem unfair or unreason-
able ‘to insist that all railroad homi-
cide, which is preventable at a moder-
a.te expense, should bé declared unjus-
tifiable homicide or murder and done
away with. -

Réform Measures Demanded

It thus would seem apparent that
drastic legislation is needed to secure,
first, the abolition of all grade cross-
ings in cities and towns and careful
provision for the guarding of all dan-
gerous country grade crossings by
gates, flagmen, or automatic bells;
second; the universal use of the most
effective safety appliances; and third,
the adoption of a series of examina-
tions to test the abillty of railroad
employees t0o meet the requirements
of the service.

This programme by no means ex-
hausts the list of needed reforms.
Among many other less important
ones which have been highly recom-
mended by experts, are, first the em-
ployment of a third man on ,all of
our monster high-speed locomotives;
second, an extension of the practice of
employing two conductors on our long,
high-speed trains—one to look after
the running of the train exclusively,
and the other to collect the tickets;
thirdly, the employment of some new
efficacious system of notifying pas-
sengers at statfons of the arrival and
passage of trains.

The Cost of Safety

It is impossible to state with any
degree of accuracy just what it is g0~
ing to cost to render railroad travel
in this country as free from accidents
as it is in Europe, It will cost the rail-

.
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protect all their grade cros
if the expense is shared by
authorities. ‘

It would ve a comparativ
matter to determine the cost of
tension of the block system t
hundred and sixty odd thous:
of railroad not at present
it, were it not for the fact t
are so many different vari
block systems. But, as the |
Commission says:

“Like many other items i
eration of a railroad, the «
block system is a somewhat
quantity. Few roads have i
the system in such a way a
its cost separate from other
Except on a new line, the -
item is the excess of cost a
was paid for train protec
old system. Usually, the fi
introducing the telegraph 1
is confined to one additior
wire, say thirty dollars pc»

a signal, say seventy-fii«

less, at each station. ©

the train order signal an

for train dispatching has 1

to serve satisfactorily as )

nal. The real financial burg

there be, is in additional
operators required making a ;

ent increase in the pay rolls.

road on which the telegraph
already in service managed 1
signals, the increased exy
wages of operators for 1
operation was less than five per cop:
There are numerous examples simijar
to this. The cost of an additior
telegraph wire is too small to recer
special constderation.

“On the other hand, a road
erects signal cabins specially for
signals, and employs signalme
pendent of its existing. telegra
vice, will expend $500 each
cabins and from $1,200 to $1,500 ye
for' wages, fuel and mainten:
each. With block stations thre
apart, these items would thus s
gate $16,666, and $40,000 to $50,000
pectively, for 100 miles of line. Ty
ther the stations are three miles a
or more or less, depends, of co
on the volume of traffic and t:
quired frequency of trains; so
universal rule can be laid down.

“In considering the installation
automatic block signals, the fi
financial question is the original
of the signals apparatus, fittings
appliances. The cost of mainte
while a considerable item, is dec
smaller than the cost of operating t}
non-automatic systems, in whic
item of wages 1is large. Auto
block signals have involved exp
tures of from $1,600 to $3,000 a n
double track road, the precise fi
varying according to the type of
nal, the number of outlying swit
to be connected, and the frequency
sigmnals or length of the block s
The maintenance of these signa ts
variously from $75 to $125 per signal
per year.”

Cost of Improvements Not All Loss

The real question at issue, hov
is not, how much capital is requir:d
put an end to preventable rai 1
cidents, but rather, how much of t
capital will prove to be a non-re
erative investment? This distine
is of fundamental importance, for
so far as safety appliances prove
ing investments, to that extent e
human lives saved by them are saved
without cost to the roads.

A part of the expense incident to
the carrying out of each and all of
the proposed reforms, and in s
cases a very large proportion of
expense, may be deducted on th
score. Take the block system, for in-
stance—the most expensive of all the
safety appliances demanded. Afte
calculcating the enormous increase in
the traffic capacity of the roads em-
ploying 1it, as well as the huge yearly
savings resulting from the prevention
of costly accidents on those lines, most
of the roads on which it is employed
have found it a paying investment in
dollars, as well as in lives.

While, for all these reasons, it Is
practically impossible to determi
Jjust what it is going to cost to a
tain the degree of safety demanded,
the same time there is no dispu
the fact that an expenditure of man!
millions will be required.

" Where the Money Is to Come From

One feature of the situation helps t0
make the financial problem n
simpler and easier than it appear
first -sight. However much we
wish to hurry matters, the ref
demanded can only be carried t
gradually through a series of yeurs
In the very nature of the case, !
financial burden is bound to be
tributed over a period of a decad
more. And, moreover, at the pre
rate of increase in traffic, it is a
tifying fact that the yearly increz
the net profits of the United S
would more than take care of th
pense to which they would be 1
carrying out the proposed prograr
reform.

The increase In net income of
railroads during the past ten
has been over $270,000,000, or an :
age of over $27,000,000 a year.
increase of 1905 over 1904 was
greater than this, being some
over $48,000,000 while the increa
1906 and 1907 will doubtless h«
still. It therefore becomes str
apparent that, barring pra
economic depressions, the rail
entirely able to afford the exy
volved in putting a stop to al
ventable accidents, without
any deduction whatever in the
dividends. Moreover, even
economic depression should
put a stop to this steady
rallroad profits, dividends co
be paid to stockholders, and the
of safeguarding human life c»
carried out in a most thorou
way, by utilizing for this purn
portion of the yearly surplus
of the roads. Every year
has seen a surplus ave
$76,000000 placed to the «
railroads of the country.
plus is the excess of pro
have been left over after "0
expenses, interest, taxes, d
permanent improvements, dcf
operation of weak lines and
eous deductions” (whatever th
mean) have all been provided!l
what better use could =&
this surplus be put than t
making provision for the proper
guarding of the lives of that 14
ibly patient public from whe

roads very large sums to abolish or

blessings flow?—By Carl S. V
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