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By Don Torres
 The Baltimore City Historical Society’s 
premier annual event, the Mayor’s Recep-
tion and History Honors award presenta-
tions, will be held in this 12th year on 
Saturday, October 20, from noon to 2:30PM 
at Mount Calvary Church, Eutaw Street and 
Madison Avenue. The 10 honorees include 
James Bready, John W. McGrain and Charles 
Fecher for having published distinguished 
works of Baltimore history; Tom and Joyce 
Ward and William Watters for contributions 
to civic life and, in memoriam, Martin Dyer, 
James Cooper, Lucretia Fisher and Hubert 
Simmons for contributions to the City’s 
history.
 Mayor Stephanie Rawlings-Blake is 
expected to attend and BCHS President Joe 
Stewart will be master of ceremonies. Tickets 
are $20, available at the door, with the form 
on Page 6, or through the website, www.
historicbaltimore.org. Parking is available 
at the church lot, on the street and at the 
nearby Maryland General Hospital lots. 
 The setting is described in “Monuments 
to Heaven–Baltimore’s Historic Houses of 
Worship,” 2010, by longtime BCHS mem-
ber Lois Zanow and former president Sally 
Johnston: Mount Calvary’s origin stemmed 
from overcrowding at Old St. Paul’s Church, 
Charles and Saratoga Streets, in the 1840s.  
A part of the congregation decided to build 
a new church on a wedge-shaped property 
then on the “outskirts” of town. Designed 
by Robert Cary Long Jr., Mount Calvary was 
consecrated in 1846.   
 Worshipers are in the Anglo-Catholic 
tradition, which continues through recent 
affiliation with Rome. A major renovation 
in 2008 returned the interior to its original 
beauty and exposed artistic treasures: an 
intricate white marble altar designed by 
John LaFarge, the Andover-Flentrop organ 
installed in 1961, rich wooden roof trusses, 
and religious works in marble, mosaic, and 
wood. Zanow and Johnston’s book includes 
photographs by Denny Lynch. It contains 
119 pages, published by Author House, 
Bloomington IN.

Mayor’s Reception, Honors
For 10 in History, on Oct. 20 

City Found Its Path to Growth
By Riding Streetcars --  Part I

When Schaefer Talked Trash,
City Sued Itself Over Pyrolysis

  It was going to be difficult to find an answer 
in one month. From 1960-72, State, County 
and City leaders were trying. They had 
identified four County locations fort in-
cinerators, but all were rejected. Consultants 
looking for City locations identified the 
Curtis Bay and south Baltimore areas. The 
9,000 African-American residents of Cherry 
Hill in south Baltimore were all too familiar 
with incineration. They had lived next to the 
Reed-bird site for 30 years--with noxious 
smoke, odors, and rat-infested (Continued 
on Page 6)

Pratt Library Archives
(Continued on Page 3)Otherworldly experiment fizzled in 1975.

Members attending the June 23 BCHS An-
nual meeting at the Streetcar Museum.
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By Andrew Blumberg
 The growth of U.S. cities was shaped 
by the perambulation of the residents. How 
far one could walk determined boundaries 
of commerce, worship, schooling. Those 
wealthy enough for a horse and buggy had 
it easier, but they, too, were limited by the 
vagaries of beast and coach. Things began 
to change early in the 19th century with the 
omnibus, an urbanized stagecoach. By the 
1830s they operated in New York City and 
Baltimore’s appeared in the 1840s. Some 
were horse-drawn wagons with longitudinal 
wooden benches, while others had plush 
seats--if stained by mud from the unpaved 
streets. All traveled on wooden, spoke 
wheels, ensuring a bone-jarring ride over 
cobblestones or dirt. Usually two horses 
pulled. Think of chase scenes in a western.
 Primitive omnibuses nevertheless 
marked the first application of mass transit, 
and allowed the physical reach of the City 
to expand. Fixed routes, stops, and at least 
a hint of schedules allowed people to travel 
farther, with less exertion. By the 1850s came 
the horsecar, with steel wheels that rode on 
steel rails. Physics was now on the side of 
the passengers, as the cars glided smoothly 
along these iron ribbons soon lacing the 
streets. Carrying capacity increased, at a 
heady clip of five miles per hour. 
 In Baltimore, the first horsecar line de-
buted on Broadway in 1859. The operator 
was Baltimore City 

In September, The Maryland Public Service 
Commission held a public hearing in Curtis 
Bay on whether to extend a previously granted 
permission for New York-based Energy Answers 
to build a $1 billion trash-to-electricity incin-
erator among south Baltimoreans.  Baltimore 
Brew, on the scene, reported the response was 
hostile. Sound familiar? Here is what happened 
40 years ago:
By Kathleen C. Ambrose 
 Mayor-elect William Donald Schaefer was 
furious.  He was on the cusp of making 
Baltimore “The Best Damned City” in 
America and his visions of a new Inner 
Harbor were being obscured by piles of 
trash. Landfills across the country were 
topping out and Baltimore was following 
the trend. He blamed the Department of 
Public Works and announced in November 
1971 that unless they made progress in 
dealing with solid waste problems by his 
December 7 inauguration, “they won’t be 
around here anymore.” Schaefer was 
particularly unhappy with DPW Director F. 
Pierce Linaweaver’s having eliminated some 
possible landfills.    
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 The Historical Societies of Baltimore Coun-
ty and Baltimore City are jointly sponsoring a 
meeting at 2 to 4PM on Sunday, November 18, 
led by BCHS member Matthew Crenson, profes-
sor emeritus of political science at Johns Hop-
kins, and Edward Papenfuse, Maryland State 
Archivist, to explore the entwined histories of 
City and County. The public is invited but seat-
ing is limited at the County’s meeting room, 
9811 Van Buren Lane, Cockeysville, 21030.
 The County dates to 1659, the founding of 
Baltimore to 1729 and the independence of the 
City 1857. The final annexation of territory by 
the City was in 1918. As the program states, “the 
sometimes united entities have a tumultuous 
history.” BCHS member Garrett Power, professor 
emeritus, University of Maryland School of Law, 
will moderate. Registration opens October 2: 
410.666.1878 or info@hsobc.org .

Baltimore County and City--
Separate but . . . : on Nov. 18

Correction, Plus History
 The spring Baltimore Gaslight mis-
spelled the byline of Luke McCusker, author 
of “Block in Jonestown Extends Its Early 
Sense of Dedication,” a major component of 
the issue devoted to City neighborhoods. 
He wrote the article based on his research 
for an honors program in history at the Uni-
versity of Baltimore, from which he gradu-
ated last year. Responding graciously to 
the typographical error (McCuster), he also 
reported his receipt of the school’s Charles 
Fisher and Outstanding Student Awards in 

Chairman emeritus John Byrnes presents 
a first issue of BCHS newsletter to Judith 
Armold, concluding her presidency at the 
June 23 membership meeting in the Streetcar 
Museum. She is about to present a transfer to 
incoming President Joe Stewart.

Photo by Lewis H. Diuguid

From the President:  In Praise of Common Things
By Joe Stewart
 Lizette Wood-
worth Reese spent 
her whole life (1856 
-1935) in or near Wa-
verly, watching her 
rural county village 
change and grow 
into an urban city 
community, walk-
ing twisted lanes, 
riding in a horse-
drawn omnibus and 
getting to and from 
work by streetcar 
during a 48-year 
teaching career.

Her observa-
tions were keen, 
sensitive depictions of everyday life filling 
the pages of her poetry and prose. We are 
fortunate to have social histories like her A 
Victorian Village and The York Road and her 
many volumes of poetry bringing Baltimore 
to life between the Civil War and the Great 
Depression. Unfortunately, her works have 
not been reprinted or bound together in a 
few volumes to make them more assessable 
to a large audience.
 Visiting the Historical Society of Balti-
more County, I spotted an oil painting of her 
on the wall and a case display of her works 
with things like a pair of her old eyeglasses. 
There I picked up In Praise Of Common 
Things: Lizette Woodworth Reese Revisited 
(Edited by Robert J. Jones, Greenwood 
Press, Westport, CT, 1992), with commen-
tary, biographical detail and almost 200 
of her poems. In this book I learned she 
chose a biblical inscription, “I will sing a new 
song unto the Lord,” to be carved on her 
gravestone and that her sisters selected for 
inscription on the back the last lines from 
“A Wayside Lute,” which were, “The day long 

In nook at Johns Hopkins/Eastern, this sculp-
ture by Grace Hill Turnbull depicts Lizette 
Woodworth Reese’s poem, “Come, every 
helplessness...A shepherd is at hand.” 
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sped; A roof; a bed; 
No years; No tears.” 
And in this volume 
I discovered what’s 
become my favorite 
of her poems, “To-
day,” which I recited 
from during the un-
veiling ceremony 
for  the histor ic 
Waverly marker on 
the Olmsted green 
at  G re e n m o u nt 
Avenue and 33rd 
Street.
   From my home 
it’s an easy walk 
to her grave at St 
Johns in the Village 

and to the Good Shepherd statue dedicated 
to her on the hill at Johns Hopkins/Eastern. 
The sculpture by Grace Hill Turnbull depicts 
a shepherd and his flock with the carving of 
the Lizette Woodworth Reese poem, “Come, 
every helplessness...A shepherd is at hand.” 
It is inspiring and reflective for me to spend 
quiet time at these two historic spots.
 Often, though, just moving about my 
neighborhood by foot, the past is brought 
to life for me in fine, rich detail! Glimpsed 
are images from the former village because 
I have read them in books by Lizette Wood-
worth Reese. “Today” ends this way:

History. The other principal neighborhoods 
article, on Waverly, fared better at the hands 
of the editor. However, for space limitations, 
it did not note that neighborhood’s own 
spelling difficulties. According to Waverly’s 
historian, BCHS President Joe Stewart, the 
village began as Huntington in the mid-
1980s and was annexed to the City in 1888. 
But the Post Office would not accept that 
name--too common. So, he explains, it “was 
renamed Waverly, after Sir Walter Scott’s 
‘Waverley’ novels then popular.”

Macht Foundation $500 Gift
 The Morton and Sophia Macht Founda-
tion has contributed $500 to BCHS in support 
of its efforts to preserve Baltimore’s history. 
The gift will be recognized at the October 20 
Mayor’s Reception.

To every age some mystery all its own,
That makes it dullest air,
A something hushed and fair;
Down every age some breath of Beauty  
 blown;
Each day is but a pool within the grass,
A haunted, gusty thing,
Of ancient fashioning,
Where earth and heaven do meet as in a  

glass.
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Streetcars - Continued from page 1
Passenger Railway Co., the first of sev-
eral fierce competitors. Emanating from the 
center of town to points distant, like the 
spokes of a wheel, horsecar lines prolifer-
ated throughout the City after the Civil War. 
Baltimore sported the widest track gauge, 5 
feet, 4½ inches, of any street railway in North 
America--and did so until the end of service 
104 years later. The City Council stipulated 
the width so the wooden wheels of carriages, 
the same distance apart, could “ride the rails” 
as well.  This wide gauge also helped ensure 
that steam railroads, most using a standard 
gauge of 4 feet, 8½ inches, could not access 
urban streets.     
 By the 1880s, San Francisco and Chicago 
began operating complex cable car systems 
that did away with horse power entirely. 
Massive steam turbines at powerhouses 
provided the energy to move cables at a 
continuous speed under city streets, pro-
pelling cars along with splendid frequency 
and consistency--except for the occasional 
snagged cable and slow-speed wreck. By 
1890, however, most cities with cable lines 
were searching for an alternative because of 
operating and upkeep expenses.
 For several decades, scientists and inven-
tors in the U.S. and Europe had been tinkering 
with electricity and its possible applications 
to moving the masses. The field was studded 
with brilliant men who had, in fits and starts, 
contributed pieces of the puzzle—Ernst Wer-
ner Siemens, Charles J. Van Depoele, and Leo 
Daft among them. Daft’s 1885 experimental 
Baltimore line in the then “suburb” of Hamp-
den ran for a year and saw the application 
of a third-rail current conductor. Not an un-
qualified success—horses and people kept 
receiving electric shocks courtesy of the “live” 
third rail—the line ignominiously reverted to 
horsecars for several years.
 It took a Naval Academy graduate and 
gifted engineer, Frank J. Sprague, to as-
semble all of the pieces, while adding his 
own discoveries and refinements, to formally 
usher in the era of the electric streetcar and 
the resultant wholesale expansion of Ameri-
can cities and suburban growth. Sprague’s 
famous demonstration of the feasibility of 
trolley pole operation in Richmond in 1887 
revolutionized public transit. Within just a 
few years, every major city and hundreds of 
smaller communities had an electric streetcar 
system. By 1890, nearly 6,000 miles of track 
had been constructed nationwide; within 
12 years the number almost quadrupled. By 
1907, more than 34,400 track miles had been 
electrified. Horsecar lines almost vanished by 

1900. 
 Reaching 
speeds of 10, 
1 5 ,  e v e n  2 5 
mph, the new 
e lec tr ic  cars 
represented an 
unprecedent-
ed catalyst in 
the growth of 
American cit-
ies. Distances 
t h a t  w o u l d 
take hours to 
traverse on foot 
were now cov-
ered in minutes--effortlessly. Lines were 
extended to formerly rural communities, 
with real estate development, residential 
and commercial, following. It now became 
possible to work in a city center yet live in a 
bucolic neighborhood—if one could afford 
it. Indeed, the vast majority of city dwellers 
did not enjoy this kind of upward mobility, 
and the streetcar began to physically sepa-
rate people along social and economic lines: 
those who had the means often moved out to 
the newly developing suburbs, while the vast 
majority stayed anchored within city limits.
 Nevertheless, land outside of the city 
was relatively cheap and zoning laws lax or 
nonexistent at first. Developments sprang up 
along the lines, which extended to still more 
remote areas, with the incentive often being 
new development at the terminus. Specula-
tors and home builders would often work 
with the private car companies to subsidize 
these extensions. 
 Baltimore’s first conventional electric 
streetcar operation was instituted in 1890, 
by the North Avenue Railway along that main 
east-west corridor. It marked the northern 
boundary of the city, a distinction it was to 
enjoy until 1918. That Baltimore City was 
to double its size in the ensuing decades 
is testimony to the rise of the first streetcar 
suburbs--today well within city limits. Within 
a few years, all of the independent streetcar 
operations in the city had electrified. 
 In Baltimore, that expansion proved 
robust. By 1899, the last of the independent 
street railway companies had merged to form 
the United Railways & Electric Co. Within a 
short period, the “United” was running a 
system with more than 1,000 cars, 30-plus 
routes, and close to 400 miles of track. With 
many radiating from the City’s heart, the 
streetcar lines seemed to reach everywhere, 
and the neighborhoods grew with them, 
along with some communities located just 

Gaslight among streetcars. 

outside the city limits. Urbs or suburbs, they 
included: Morrell Park and Westport to the 
south; Lansdowne, Violetville, Arbutus, and 
Halethorpe to the southwest; Rognel Heights, 
Irvington, and Catonsville to the west; Gw-
ynn Oak, Dickeyville, Walbrook, Forest Park, 
Pimlico, Pikesville, and Woodlawn to the 
northwest; Hampden, Guilford, Homeland, 
Roland Park, Mt. Washington, and Towson 
to the north; Lauraville, Hamilton,  Carney, 
Gardenville, and Overlea to the northwest; 
Orangeville, Canton, and Patterson Park to 
the east.
 The scale of these communities was 
geared to the car lines. Housing was con-
centrated one or two blocks from a car stop. 
Commercial establishments often hugged 
the routes. Houses of worship, movie the-
aters, grocery and 5-and-10 cent stores, 
bowling alleys, restaurants, taverns, offices, 
schools—all were either directly on or an 
easy walk from the line. As a result, many of 
these neighborhoods became self-contained 
urban centers, with compact but robust 
shopping districts and all the services and 
amenities needed to sustain a community. 
Well past World War II, many families living in 
these neighborhoods eschewed automobile 
ownership, as jobs and almost everything of 
importance throughout City was accessible 
via its public transit lines at a nickel a ride.
 Ridership and route expansion peaked, 
though, in Baltimore and nationwide fol-
lowing World War I. Rapidly accelerating 
decline then took hold, chiefly because of 
the mass production and mass affordability, 
of the automobile.  By the mid 1920s, most 
large transit properties needed a renewal of 
physical plant, including rolling stock, but the 
revenues were not available due to dwindling 
patronage. The crowning blow was the onset 
of the Great Depression. To save on installing 
and maintaining new track and overhead 
wire, as well as regular operating expenses, 
numerous smaller operations substituted 
gasoline buses for streetcars throughout the 
1930s, while most large cities switched some 
routes to buses and/or trackless trolleys, and 
cut back others. World War II, with its gas 
rationing and cessation of automobile manu-
facturing, brought a brief, spirited respite as 
line abandonments halted and streetcars 
again were in vogue. Dormant trackage was 
brought back to life and retired cars pulled 
off the scrap heap, restored, and pressed back 
into service. That glory was short-lived.  When 
hostilities ceased, the depressing process of 
rail line abandonment resumed.
Next: Baltimore’s neighborhoods and the street-
car routes that served them.
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2 Books for Bicentennial
Hero At Sea, Fish on Land

 Joshua Barney, a hero of the American 
Revolution and the War of 1812, first put 
to sea from Baltimore at the age of 13, and 
for most of his life found more success 
there than on land. His biography, “Sailor of 
Fortune: The Life and Adventures of Com-
modore Barney, U.S.N.”, by Hulbert Footner, 
1940, presents a man who knew every 
maneuver on the waves, especially when 
outnumbered and outgunned, but who 
trusted too much in business and protected 
himself too little from enemies in landed 
society. 
At Sea, “A Fish on Land”
 The book closely depicts Barney’s tac-
tics in naval warfare and the social fractious-
ness that can beset even a well-connected 
war hero at home, all from a Baltimore 
perspective. BCHS members may be familiar 
with the author’s writer son, Geoffrey M. 
Footner, who is at work on an 1812 Bicen-
tennial book, a glimpse of which appeared 
in his article for the Fall 2008 edition of the 
Gaslight, “Baltimore’s War Turned Adversary 
Into an Ally.” 
 As a storied veteran of the American 
Revolution, Barney was given command of 
a flotilla charged with the defense of the 
Chesapeake Bay. In June of 1814, his ships 
encountered a stronger force that pursued 
him into the Patuxent River, although they 
were unable to reach Barney in the shallows 
of St. Leonard’s Creek. Later, reinforced by 
troops with batteries firing from land, Bar-
ney was able to break out, but not for long. 
Eventually, he had to scuttle his ships and 
go ashore to prepare to defend the nation’s 
capital.  
 In the ensuing Battle of Bladensburg, 
Barney’s flotilla men and some marines held 
off a much larger British force for hours until 
the ammunition ran out. The British entered 
the city that evening. In the rout, Barney was 
badly wounded and captured. His reputa-
tion well preceded him. The British officer 
who took him remarked, “I am very glad 
to see you Commodore.” To which Barney 
replied, “I am sorry I cannot return you the 
compliment, General.”
 Such etiquette among enemy and cap-
tured officers is an intriguing feature of Foot-
ner’s book. On one of the many occasions 
he was taken prisoner during the American 
Revolution, Barney dined with the captain 
of the British ship and even secured permis-
sion to go ashore, on his honor to return, 
for a visit to his friend Patrick Henry, then 

governor of Virginia. Barney returned to his 
captor with a letter from Henry inviting the 
British captain to come ashore for a hunting 
party. Such courtesy did not prevent Barney 
from attempting to escape with his men, 
though once the attempt was foiled, and 
Barney was back at the dinner table, the 
captain wanted to know if Barney would 
have harmed him had the plan succeeded. 
Barney said he would have applied “[o]nly a 
little restraint. Apart from that I should have 
treated you as you have treated me, like a 
gentleman …”
 Eventually released in a prisoner ex-
change, Barney returned to battle, only to 
be captured and taken to prison in England, 
from which he escaped, somehow visited 
friends incognito and traveled through Eu-
rope, making acquaintance with prominent 
people, including the Habsburg emperor.
 The peace was a frustration for Barney, 
rendering him at age 25 “a good deal like a 
fish on land,” Footner recounts. “Joshua could 
never practice the elaborate and false ritual 
that surrounds business and politics, conse-
quently he generally got the worst of it.” His 
merchant business in Baltimore foundered 
as an agent for the company abroad em-
bezzled the profits. Other ventures ended 
similarly. Later, in the brief years after the 
War of 1812, Barney’s attempt to resettle 
his family in Kentucky was confounded by 
disputes as to the borders and title to his 
land’s richest parts. He died on a stopover in 
Pittsburgh, on the way to Kentucky, appar-
ently seized by a coronary. Barney was bur-
ied in Pittsburgh, the bullet from the Battle 
of Bladensburg removed from his thigh 
and eventually sent to the Museum of the 
Daughters of the Revolution in Washington. 
The Baltimore City Council commemorated 
Barney’s death by authorizing Rembrandt 
Peale to paint his portrait, but the author 
laments that “Baltimore has never taken any 
steps to bring home her most heroic son.” 
The book is out of print but available at the 
Pratt Library.

The Dawn’s Early Light, Walter Lord, 
W.W. Norton, 1972.

 Walter Lord, a Baltimore native and Gil-
man graduate, has written numerous well-
researched and readable histories, such as 
“A Night to Remember, Day of Infamy,” and 
“The Good Years.” He seamlessly synthesized 
21 months of research of primary documents, 
personal letters, and secondary sources on 
both sides of the Atlantic to bring forth The 
Dawn’s Early Light. The bulk of Lord’s book 
narrates and analyzes the British campaign in 
the Chesapeake, which lasted from mid-Au-
gust to mid-September 1814. The conclusion 
reveals the twists of the negotiations leading 
to peace in the following December, and also 
Jackson’s one-sided victory at New Orleans, 
two weeks after the peace had been signed. 
Lord gives roughly equal space to how the 
leaders made decisions.
 Supported by solid research, Lord’s nar-
rative reads like a novel and he strives to get 
inside the heads of the men who battled in 
1814. He also establishes the context well, as 
he shows that the British felt they had the up-
per hand after their troops were freed up fol-
lowing Napoleon’s defeat in April 1814, and 
they hoped to punish the upstart Americans, 
who now just hoped to repulse the British. 
A revealing point is that the British had no 
definitive objective in the Chesapeake; they 
advanced where the way was open to them. 
In fact, on August 24, the British commanders 
General Ross and Admiral Cockburn were or-
dered to return their forces to the ships in the 
Patuxent River, but instead decided to march 
on Washington. The American commanders 
were unsure of the British intentions, and 
were unprepared to counter their moves.  
Even though they outnumbered the British at 
Bladensburg, their units were scattered and 
unable to form a coherent line of defense. 
Lord then describes the British in the capital, 
who burned the public buildings but gave 
strict orders to protect private property. 
 After the British pulled back and re-
turned to their ships and sailed back to the 
Chesapeake, they initially contemplated at-
tacking Rhode Island, but on September 7, 
their commanders changed their objective 
to Baltimore. Even before then, the Baltimore 
commanders reckoned that the city of 45,000 
would be the next British target, and they be-
gan to fortify the eastern approaches in what 
is now Patterson Park as early as September 1. 
As we all know, Baltimore’s defenders, some 
16,000, were well prepared to defend the city, 
inspiring Francis Scott Key’s words.
--Nicholas Fessenden, history teacher emeritus, 
Friends School

Footner and illustrious subject.
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to an independent panel of 
three nationally recognized 
architects, who judged the 
submissions strictly on merit, 
and did not know the identi-
ties of the competitors. The 
winning design announced 
in 1924 was submitted by the 
Baltimore architectural firm of 
G. Corner Fenhagen and Rig-
gin Buckler. Fenhagen was a 
City graduate.  The design, of 
collegiate gothic style in gray 
stone, met all of the aesthetic, 

academic, and athletic specifications set for 
the new school. The building of three floors is 
350 feet by 105 feet with two interior court-
yards, a central glass-roofed auditorium, and 
crowned with a 130-foot central tower. Large 
classrooms, science labs, gymnasium, large 
indoor swimming pool, a library for 10,000 
volumes, technical shops, study halls, music 
room, and an array of athletic fields and ten-
nis courts are some additional amenities.  
 All of the pieces finally coming together, 
the cornerstone was laid on November 24, 
1926, and the new City opened in April 1928.  
It has continued to educate young  men--and 
women since 1978--at 33rd Street and the 
Alameda for 84 years. Despite shaky times 
in the 1960s-70s, it has survived as a premier 
high school.  The building joined the National 
Register of Historic Places in 2003 and was 
recognized as a Baltimore City Landmark in 
2007, affording protection by the Commis-
sion for Historical and Architectural Preser-
vation.  Much credit for these achievements 
goes to the Alumni Association, long led by 
Neil Bernstein, Class of 1954.
 And so Baltimore City College remains 
standing strong on a hilltop, a fortress for 
learning as it approaches its 175th anniver-
sary in 2014, a symbol of the best in public 
education. Russell W. Baker, former New York 
Times columnist, author, and Class of 1942, 
wrote in “150 Years of Baltimore City College” 
(edited by David C. Daneker, Class of 1959) of 
his approaching the school on his first day in 
1938: “Here was no dingy brick dilapidation 
. . . but a noble fortress thrown against the 
sky to hold back the armies of ignorance . . .  
the trolley disgorged its ignorant cargo at the 
foot of that hill forcing them to climb upward, 
ever upward, upward out of ignorance and 
into the rarified breezes of learning . . . Here 
and there narrow slits in the stone afforded 
positions apparently designed for bowmen 
to fire their arrows into the armies of stupid-
ity, sloth, and ignorance.” 

On the Crest of a Hill, City Forever, High-Minded Monument to Public Education
By Don Torres
Class of 1957
 “The Castle on the Hill” to its enthusiasts, 
“The Dump on the Hump” to its detractors, 
Baltimore City College is an imposing stone 
structure atop a knoll on 39 acres of land in 
the Waverly neighborhood that commands 
a view in all directions--as if it were a fortress 
whose occupants could protect the sur-
roundings from invaders.
 What do newcomers make of this 
towered edifice above them, an exclusive 
private school for the privileged few?  But 
no, a public high school. How could a mod-
est municipality erect such a monumental 
structure, whose design rivals the best for 
public academic buildings in the country, just 
to educate a bunch of high school boys, and 
lately girls?  Circumstances and people came 
together to create this Castle on the Hill.
 The history of this third-oldest high 
school nationally--after Boston and Phila-
delphia--is well known and documented. 
Begun as the first high school in Baltimore 
in 1839, and popularly known as The High 
School until 1844 when the girls high schools 
of Eastern and Western opened, the Male 
High School grew slowly, changed names 
(Central High School 1850-1866, and finally 
Baltimore City College in 1866 --“forever”, as 
its song says, when there was an experiment 
to create a five-year “college” curriculum for 
the school. That concept, but not the name, 
was abandoned in 1904.
 The school occupied six locations through 
the years. In 1839, in a City of 100,000--26 
states in the Union and Martin VanBuren, pres-
ident--with 46 boys and Dr. Nathan C. Brooks, 
its principal and only instructor, it occupied 
an assembly hall on the second floor above a 
store at the northeast corner of Hanover and 
Lombard Streets. It found a new home in 1843, 
again on the second floor, above the Fireman’s 
Insurance Co. at the northeast corner of South 
and Second (now Water) Streets. A year later, 
it rented a site next to the old Holliday Street 
Theater, in what had been the Old Assembly 
Rooms, at the northeast corner of Holliday and 
Fayette Streets. When fire destroyed this loca-
tion in 1873, the school moved to the Brooks 
Academy on Courtland Street (now St. Paul 
Place) between Saratoga and Pleasant Streets. 
In 1875, a building was finally constructed for 
the school at Howard and Centre Streets, in the 
English gothic revival style. The 120 x 200 foot 
lot cost $60,000 and the building $134,000.  
 Any hopes that the high school had 
found a permanent home were soon dashed. 
In 1892, the building practically collapsed 

due to railroad tunnel construc-
tion under it. Again, the school 
was forced to make do. A deci-
sion was made to build anew on 
the site, but for seven years City 
had no permanent home.  Tem-
porary locations were found at 
Fayette and Greene Streets and 
at Dolphin Street and Pennsyl-
vania Avenue.  In 1899, students 
returned to Howard and Centre 
Streets in a brand new modern 
renaissance building, built to 
hold a student body of 700. But 
in 1898, the school already had 664 students, 
with 12 faculty. Decision makers had not 
planned for the major social, economic, and 
educational changes that would render this 
school overcrowded within 15 years.
 Through all of City’s challenges in the 
mid-1800s, there were strong feelings that 
public schools were not a good use of tax-
payer funds, with education best left to the 
private schools. Yet City   maintained supe-
rior standards and its graduates were highly 
sought by colleges, businesses, and industry. 
The school retained an excellent faculty with 
salaries higher than other public schools and 
also formed strong ties with Johns Hopkins 
University, founded in 1876 nearby.  
 By 1900, the days when grammar school 
sufficed were ending. The country demanded 
a more highly educated work force for ca-
reers and professions, taught not in confined 
but open spaces, with fresh air and athletics. 
All of these circumstances were coming to-
gether to transform Baltimore City College. 
Now the push for a new school was not just 
for the sake of making a better building but 
to also be a shining national example of the 
excellence of public education here. In 1915, 
the Alumni Association began a campaign for 
a much larger City College that would reflect 
the new educational realities. In 1922, the 
association formed an Executive Committee 
under Arthur E. Hungerford, Class of 1903, 
that included top public figures.
 The City Council, Board of Education, 
Public Improvement Commission, and the 
Committee worked to gain passage of a 
school-loan bill through the State Legislature 
of 1921-22 for $15 million for submission 
to City voters, with $3 million for acquiring 
property and building a new school. The vot-
ers approved the loan. The Committee also 
conducted an architectural competition for 
a school for 2,500 students on a site of that 
could be enlarged to accommodate 4,500.

Eighteen firms submitted designs 

1890s City on Howard St.



 Volume 11, Number 2       Baltimore City Historical Society    Fall 2012

The Baltimore City Historical Society Inc.
c/o The Maryland Historical Society
201 West Monument Street
Baltimore, Maryland 21201

PRSRT STD
US POSTAGE

PAID
BALTIMORE MD
PERMIT NO. 353

Mayor’s Reception Tickets

Name

Address

Phone

Total Amount Enclosed $

I would like to purchase ______ tickets 
(@ $20 per ticket) for the: 

Send form with your check payable to Bal-
timore City Historical Society to BCHS, c/o 
Maryland Historical Society, 201 W. Monu-
ment St., Baltimore, MD 21201.

#

Mayor’s Reception and History Honors Program 
Saturday, October 20, 2012

Noon until 2:30PM
Mount Calvary Church 

816 N. Eutaw Street 

Please return by October 15. Tickets will be held at 
the door.

Schaefer - Continued from page 1
trash. If the City wanted a new plant, it 

was not going to be there. Protests ensued.
Over a year before Schaefer became 

mayor-elect, Linaweaver had advertised 
nationally for proposals from private enter-
prises to take Baltimore’s waste and dispose 
of it. The City received about 100 bids and 
narrowed to five. He told Mayor Thomas 
D’Alesandro that none contained innovative 
methods, nor did they conform to City speci-
fications. City officials traveled to facilities 
that other cities were building. They were 
looking particularly at systems with signifi-
cant resource recovery.  
  A large chemical company had pulled out 
of the bidding process for legal and financial 
reasons, but City officials were interested in 
its new method. In 1971, Baltimore received 
Federal and State grants to demonstrate 
the Monsanto Landgard Pyrolysis system, 
with a full-scale plant that used intense heat 
to induce chemical change. The plant was 
supposed to process about half of the City’s 
solid waste. Monsanto Enviro-Chem Systems, 
a branch of the huge Monsanto Chemical 
Corp., had constructed a pilot plant in St. 
Louis that was operating at 35 tons per day 
and Monsanto and Baltimore engineers felt 
it could be adapted for 1,000 tons here.
  Schaefer saw this as the answer and 
wanted construction immediately. Under 
contract with the City, Monsanto stated it 
would build the plant with no air pollution. 
But the performance bond did not cover 
post-construction performance guarantees.

  In December 1972, William A. Hylton 
was a first-year associate at the law firm of 
Semmes, Bowen and Semmes. Norman P. 
Ramsey, Schaefer’s “friend and political help-
er” was a managing partner. Ramsey passed 
by Hylton’s office one morning and asked him 
if he lived within City limits. Hylton, unsure of 
where the conversation was leading, 
assured him that he and he wife were 
residents. Two days later, Ramsey had 
Hylton file suit against the City, alleging the 
contract violated competitive bid rules. 
Ramsey explained that this was a “pre-
emptive” strike and Hylton would not need 
to be involved in the case. The City wanted 
to get a contract signed, did not want any 
future litigation hindering the project, and 
would pay all costs. In effect, the City was 
suing itself.
  A Bill of Complaint was entered in Circuit 
Court. The case was decided on December 
20, Judge David Ross entering judgment in 
favor of the City. The City wanted Monsanto 
appeased as quickly as possible, as a provi-
sion in the contract increased the contracted 
price by $2,180 per day if the contract was 
delayed beyond January 9, 1973. The Circuit 
Court decided that competitive bid require-
ments “do not apply when the City proposes 
to purchase a patented article, because com-
petitive bidding for such an article would be 
an idle and useless form.” 
  Baltimore was ready for its new “thing-
amajig” that would solve waste disposal 
problems for years. If it didn’t work, Monsan-
to would simply take it away and refund the 
City. If it did work, it was expected to recover 

80% of its cost by selling steam, iron-related 
metals and paving material locally. It seemed 
to be win-win--until overruns and additional 
costs appeared. DPW just wanted perfor-
mance, but the setbacks were numerous, 
mostly for lack of back-up capacity-- which 
Linaweaver had requested. 
 The list of failures multiplied until, in 
September 1975, top city officials conceded 
that the now $17 million project did not 
work. The plant closed in 1977 after failing to 
satisfy State pollution laws. Monsanto walked 
away, ears ringing with epithets from the 
Mayor, but the City tried to keep the plant 
in operation by enlisting the aid of builder 
Willard Hackerman. His engineers kept the 
plant running for about a year. By 1979, it 
required another $5 million for modifications 
to comply with the pollution laws, humbling 
Schaefer. Monsanto lost $4 million in perfor-
mance guarantees, but the remaining $17 
million in costs for this “experiment” were 
absorbed by the governments involved. 
  In 1981, resource-recovery engineer 
John Merrill, working under a regional 
wastes authority including City and County, 
proposed a new system, vowing his “would 
work.” Down came the pyrolysis monster, 
which had loomed over Westport like an 
enormous crab steamer for barely five years. 
Up went the current counterpart on the same 
site, on guard over Russell Street. A wholly 
owned subsidiary of Waste Management Inc., 
the leading provider of integrated environ-
mental solutions, now operates the Baltimore 
Refuse Energy Systems Co. plant.
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