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PREFACE

I Am interpreting the title of this volume broadly, to
cover the executive work involved in building and operating
railroads. The problems are largely those of organization,
The Union and Southern Pacific railroad systems, for ex-
ample, employ some eighty thousand men, directed by a
single headquarters management. The means by which
these eighty regiments are made to work efficiently and
harmoniously, and the methods, equally arduous, of organ-
izing the company’s eredit so that great expenditures can
be financed at a minimum interest cost, have been made the
subject of relatively little discussion outside of the technical
press.

No attempt has been made to set forth, in detail, the
routine part of railroad work. A complete description of
the auditor’s duties would become a treatise on applied
accounting; an exhaustive study of the profession of the
chief engineer, or of the superintendent of motive power,
would involve the equivalent of a three-years’ course in
higher mathematies, supplemented by field work. But it is
distinetly possible, within the limits of a single volume, to

show how the railroad executive so organizes his forces as
v



vi PREFACE

to apply to the best advantage the knowledge which a dozen
kinds of specialists possess. In other words, I have tried
to give the non-technical reader the manager’s viewpoint
toward the problems of actual railroad administration in
this country, with a glance at certain comparative condi-
tions in other countries.

For constructive criticism I am specially indebted to
Professor Emory R. Johnson, of the University of Penn-
sylvania, at whose suggestion this book was written; to
William J. Harahan, assistant to the president of the Erie
Railroad ; to William H. Boardman, editor of the Railway
Age Gazette; and to Neville Priestley, general ﬁnanager of
the South Indian Railway. Sir Charles J. Owens, general
manager of the London & South Western; Fairfax Har-
rison, vice president of the Southern Railway; J. A. Kay,
managing editor of the Railway Gazette (London), and
many others have aided me by furnishing organization
diagrams and by answering questions that have arisen in

the progress of the work.

R. M.
March 31, 1910.
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RAILROAD ADMINISTRATION

CHAPTER 1
THE BEGINNINGS OF A RAILROAD

Types of railroads: military, political, and commercial—The
inception of a commercial railroad—Incorporation; early
financing ; estimated costs and traffic prospects—What the
bankers want to know—Methods of estimating traffic—The
maximum-and-minimum form of analogy—Differences in
the outlook of a new local line and a branch of an existing
railroad with established credit and through traffic connec-
tions — Construction organization; the commissary; the
headquarters staff and the field staff; diplomacy versus the
right of eminent domain — Various types of obstruction
likely to be encountered—The new line finished and turned
over to the operating organization.

RAILROADS are built for reasons which may be military,
political, or commerecial. The political and military reasons
are often found in combination; so are the political and
commercial ones, and it sometimes happens that all three
operate together as moving causes. The Baltimore &
Ohio Railroad was built for a political reason—to further
the interests of the City of Baltimore—and the Cineinnati
Southern Railway is still owned by the City of Cincinnati,
which built the road in the '70s for commereial protection
against Louisville. The Trans-Siberian Railway is an ex-

cellent example of a military road, built primarily to en-
1



2 RAILROAD ADMINISTRATION

able Russia to mobilize troops throughout the Siberian
provinees, many of which were scarcely defensible against
invasion until this vital line of communication was estab-
lished. The Union Pacific Railroad, built to bind Califor-
nia to the Union, had its origin in a mixture of political
and military purpose.! Many competent observers believed
there would be two republies in this country, one east of
the Roecky Mountains and one west. The construction of
the railroad prevented this.

In discussing the preliminaries of railroad organization,
we are concerned in the present chapter only with com-
merecial projects, which we can define for present purposes
as projects which are built for direct or indirect commer-

1 The organization for the construction of the Union Pacific Rail-
way was purely upon a military basis. Nearly every man working
upon it had been in the Civil War; the heads of most of the engineer-
ing parties and all of the construction forces were officers in the
Civil War; the chief of the track-laying foree, General Casement,
had been a division commander in the Civil War; and at any
moment I could call into the field a thousand men, well officered,
ready to meet any crisis or any emergency. There was no law in
the country, and no court. We laid out the towns, officered them,
kept peace, and everything went on smoothly and in harmony. Two
or three times at the end of our tracks a rough crowd would gather
and dispute our authority, but they were soon disposed of.

I remember one incident when I was West, near Salt Lake, of
receiving a dispatch that a crowd of gamblers had taken our ter-
minal point at Julesburg and refused to obey the local officers we
had appointed over it. I wired General Casement to take back his
track force, clean the place up, and sustain the officers. When I
returned to Julesburg I asked Casement what he had done. He
replied: “I will show you.” He took me up to a little rise just
beyond Julesburg and showed me a small graveyard, saying: “ Gen-
eral, they all died in their boots, but brought peace.”

—Memoirs of Gen. Grenville M. Dodge.
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cial profit, without dependence on any external source of
income. The ordinary investor, who builds and operates
commercial railroads, can be induced to interest himself in
a project only from hopes of prospective profit; he may
be presumed to have but a moderate interest in political or
in military considerations. Yet there are two broad divi-
sions of commercial railroads: those built by people who
are interested primarily in coal lands, or timber lands, or
mineral lands, which seek transportation facilities, and
those built for the calculated profit likely to acerue to them
as common carriers, without reference to the development
of any commodity. In the first instance, the question
whether the railroad will be profitable or not is largely an
academic one; the proprietors are making their money by
the sale of the commodities which the railroad hauls to
market, and they ean pay out of one pocket and into the
other just as much or just as little as they choose.

For the purposes of the present study, therefore, no
reference is made to projeets which have anything but
plain, commereial railroading to depend on. The pre-
liminary arrangements and financing of a road built solely
to develop a specific tract of lumber or of eoal lands per-
tain rather to the lumber and coal industries than to the
railroad business.

Let us assume that a group of men have satisfied them-
selves that a railroad sixty miles long can be operated at a
profit in a certain part of the state of Georgia. Their first
step is likely to be that of incorporating the eompany and
securing a charter from the state legislature. This pro-
ceeding is ordinarily simple and inexpensive. Evidences



