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CHAPTER I.

EVOLUTION OF THE PLAN.

The first railway to the Pacific claimed the attention of the
country on two distinct bases—as an element in our political
history, and as a commercial enterprise. In the early sixties the
leading argument in favor of building it was the necessity of
strengthening in their allegiance to the Union the states on the
Pacific coast. Since the completion of the road in 1869 the
commercial importance has been the obvious one.

It was, moreover, the commercial features of the scheme, and
only in a minor way the political ones, that inspired the early
agitation for a road. In this agitation, which stretches far back
of the Civil War, it is interesting to trace the evolution of the
plan for connecting the two oceans by rail, and to see how the
road was considered at first desirable, then important, and at last
necessary.

The spirit of unrest which led to the discovery of new lands
and new routes to old ones during the fifteenth and sixteenth
centuries was slow to die out. The commercial spirit of Europe
which inspired the quest for a new sea route to India did not
subside with the finding of an intervening continent and the sub-
sequent failure to find a Northwest Passage. If there was no
waterway, a land route was demanded. Explorers had not been
slow to trace the great natural waterway leading into the heart
of the continent furnished by the Great Lakes, but advances
west of Lake Superior were inconsiderable. Thus far the French
had led; here they stopped.

The completion of the task was reserved for Anglo-Saxon
genius. The first attempt to find a way across the continent
westward from the lakes was made in 1763 by Captain Jonathan
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Carver,1 of the British provincial army, but this was prompted
rather by the spirit of the explorer than by the commercial
spirit. During the early years of this century, however, there
was a genuine attempt toward opening a road—the Lewis and
Clarke expedition.9 This was one of President Jefferson's plans,
and he drafted with his own hand the instructions for its leaders.

Roadmaking began a new era when, in 1829, Stephenson
made the locomotive a success. The next year saw the introduc-
tion of the railway into America, and two years later there was
published an article proposing a railway to the Pacific.3 The
idea spread rapidly, and in 1836 there was held the first public
meeting to consider the project.4 From 1842 on, John C. Fre-
mont did much valuable work in preparing the public mind for
the future Pacific railway by the accounts which he published of
his extensive travels in the western country, thus correcting
many popular misconceptions concerning that region.

Asa Whitney was, between 1840 and 1850, the most zealous,
efficient, and important advocate of the Pacific railway project.

1 Probably the first man to make extensive explorations in the Northwest in the
interest of England was Carver. He was a native of Connecticut and an officer in
the French wars until 1763. He spent two years and five months in explorations, but
failed to effect what he had planned — an overland trip to the Pacific. In 1767 he
was at Prairie du Chien, Wisconsin; he spent a winter " among the Naudousee of the
plains, on the river St. Pierre [probably this was in the present state of Minnesota,
on the St. Paul River], 1400 miles west of Michillimackinac;" in October, 1768, he
was back at Boston, after having traveled over 7000 miles, whence he went to England
to publish the results of his investigations. His petition to the king did not result in
even the repayment of his expenses; he was defrauded of the proceeds of the sale of
his book of travels; and, in 1780,he died destitute, at London, aged 48. See Allen's
American Biographical Dictionary,

'Lewis and Clarke, setting out late in 1803 with 28 men, ascended the Missouri;
in 1805 they reached the Columbia and descended to its mouth; and after spending
the winter on the Columbia returned, reaching the Mississippi again in September,
1806. Their route coincided roughly with that of the Northern Pacific Railroad. See
Chapter iii of Smalley's History of the Northern Pacific Railroad, in which there is
reference to a complete account of the journey, prepared from the journals of the
leaders. Paul Allen edited it and Jefferson prefixed a memoir. The last American
edition was published in New York in 1843.

* In The Emigrant, of Ann Arbor, Michigan, for February 6, 1832.
4 This was called by John Plumbe, a civil engineer, at Dubuque, Iowa.
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Mr. Whitney was a New York merchant in the China trade who
had gained a considerable knowledge of the geography of the
West and also of its needs and its possibilities. By incessant
lecturing and writing, and by personal contact with leading men,
he made his influence very widely felt, and impressed upon a
vast number of people his views of the need and the feasibility
of a Pacific railway. He has the honor also of having formu-
lated the first definite plan for a road. Although this never
received the sanction of Congress it is important as indicating
the first stage in the evolution of the Pacific Railway Act.

Whitney's plan, although it varied somewhat in details at
different dates, may be stated as it is found in his third " Memorial
to the Senate and House of Representatives of the United States
in Congress assembled.111 He here proposed to build a line of
railway, beginning at Lake Michigan, westward to the Pacific.
He says:

"Your memorialist would now represent and explain the
plan by which he proposes to carry out this great.work. He
prays that your honorable body will be pleased to set apart, and
sell to him, sixty miles wide of the public lands (and an equiva-
lent for any which may have been taken up) from Lake Michigan
to the Pacific Ocean, for this especial purpose. He has explored
and examined a part of the route; and from the lake onward,
for 800 miles, the land is of the very best quality, but nearly
500 miles of this 800 without timber, and then no timber on to
the Rocky mountains.

11 That, after this 800 miles, onward nearly to the ocean, the
land is represented as very poor—too poor to sustain settle-
ment. Therefore, the whole work is based upon the 800 miles
of the first part, with the belief that the facilities which the
road would create and give to settlement, intercourse, and com-

8 The first was presented in 1845, an<* the result was the introduction, July 31,1846,
by Senator Breeze, of the Committee on Public Lands, of a bill to give effect to
Whitney's ideas. See Congressional Globe, Twenty-ninth Congress, first session, p.
1171. The second was presented in 1846. The third is dated Washington, March
17, 1848. All three are given as appendices to No. 140 of the Reports of Committees
of the House of Representatives^ Thirty-first Congress, first session.
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munication with the markets, would render a part of the poor
land useful and available.

"Your memorialist does not ask your honorable body for the
appropriation of one dollar in money, or even for a survey of
the route. He proposes to make the surveys, commence the
work, with machinery, preparations, and arrangements for its
continuance, and complete* ten miles of road, at his own
expense; and when the ten miles is completed to the satisfac-
tion of a commissioner (appointed as your honorable body shall
direct), and with his satisfaction that the work will be continued,
then your memorialist would receive five miles, or one-half of
the lands on the line of the ten miles of road completed, with
which to reimburse himself; the other five miles, or half of the
lands, to be held by the government; and so on for each and
every ten miles for the 800 miles of good land, or so far as the
one-half of the land set apart will furnish means to complete
ten miles of road. Thus the road would be completed for the
800 or more miles, and in operation, with one-half (the alternate
five miles) settled with towns, villages, and cities, while the
other half (or alternates) held by the government would be
enhanced in value more than fourfold what all is now worth,
and held or sold as the demand for actual settlement may
require, but, when sold, to be sold as Congress shall direct, and
the proceeds held as a fund to continue and complete the road
through the poor lands all to the ocean; and the road and
machinery also held by the government as further security that
the work will be continued and completed. Beyond the 800
miles of good lands, and through the poor lands, when each
and every ten miles of road shall have been completed, and the
entire ten miles by sixty of lands do not furnish means to reim-
burse for the actual outlay, then the fund which may have been
accumulated from the reserved half of good lands, or the lands,
shall be applied to this purpose; but, in all cases, the ten miles
of road must be completed to the satisfaction of the commis-
sioner, before any lands, or money from land sold, can be
touched by your memorialist and associates.
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"When the road is so far advanced that security can be
given to the government that it will be completed, then your
memorialist shall pay to the government 16 cents per acre for
all the lands set apart of this work; but the balance, with the
fund from the half of the good lands, if any, after the road is
completed, shall be held subject to keep the road in repair and
operation while it may be considered as an experiment, and until
by its earnings it can provide for itself; then the surplus lands,
and funds, if any, with the road and machinery, shall belong to
and be the property of your memorialist and his heirs and
assigns; but leaving with Congress, if necessary, the power of
prescribing the mode of sale for any lands at public auction to
the highest bidder, and leaving with Congress the power of fix-
ing and regulating the tolls of said road forever after, sufficient
only for repairs, operation, and necessary expenses; with power
also to fix and regulate the transportation of United States mails,
troops, and munitions of war, etc., belonging to the government
—thus making it a national road, still built and carried on purely
as an individual enterprise, without any government, political, or
party machinery or influence." s

Mr. Whitney went on to estimate the length of the road at
2030 miles, for which the grant of land would be nominally
77,952,000 acres, but practically about two-fifths of that
amount, granting that only the first 800 miles of the road would
run through valuable lands. From the sale of these lands Whit-
ney believed that he would be able to obtain the sum necessary
for the accomplishment of his task, and he estimated the neces-
sary expense at $60,600,000 for the completed road.a

The fanatical nature of the man is evident when Whitney
says: "My desire and object have been to carry out and accom-
plish this great work for the motives, as here and everywhere
else by me declared, to give my country this great thoroughfare
for all nations without the cost of one dollar; to give employment
to and make comfortable and happy millions who are now desti-

1 Third memorial referred to above, pp. 37 and 38.

id.t p. 38.
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tute and starving, and to bring all the world together in free
intercourse as one nation. If it is feared that the remuneration
will be disproportionate to the extent and importance of the
work, then I am ready to relinquish any claim I may have for
compensation, and let the people give me anything or nothing,
as they please. If they will but allow me to be their instrument
to accomplish this great work, it is enough. I ask no more. I
am willing to have my acts scanned; but I feel that I ought not
to be doubted when I say that what I have done, and what I
propose to do, is not for the gain of wealth, or power, or influ-
ence, but for the great good which I am persuaded it must pro-
duce to our whole country. I have undertaken this mighty
work, because I know that someone's whole life must be sacrificed
to it.'"

When Whitney presented to Congress his third memorial, his
plan had been formally approved by public gatherings and
boards of trade in a great number of widely scattered cities, and
also by the legislatures of 16 states. The distribution of the
approving states shows the total lack at this time of sectional
feeling in the treatment of the project. Of the New England
states the list contains five—Maine, New Hampshire, Vermont,
Rhode Island, and Connecticut; of the middle states three—
New York, New Jersey, and Pennsylvania; of the southern states
five—Kentucky, Tennessee, Maryland, Georgia, and Alabama;
and of the central states three—Ohio, Michigan, and Indiana.2

As the Union at this time consisted of but thirty states, a major-
ity of them had sanctioned the plan. These 16 states, moreover,
contained 65 per cent, of the population of the Union.

1 Pamphlet issued in 1849.
•As appendices to Report No. 140, referred to in note p. 3, there are given the

resolutions passed by 14 of these legislatures. Accompanying the list of states pass-
ing such resolutions is this statement: " In most instances, the resolutions of the
above state legislatures passed both houses by an unanimous vote, and in all cases by
large majorities — more than two-thirds" (p. 21). The states specified are as in the
text. In the memorial quoted above Mr. Whitney says that 17 had approved his plan
(p. 43). In a letter written at Washington, February 24, 1849, he says 19 have done so.
The Democratic Review, vol. xxiii, p. 405, gives the list in the exact order of the
Committee's Report, but makes two important insertions — Illinois and Iowa. Includ-
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Thus accredited Whitney brought his scheme before Con-
gress. In the House of Representatives his memorial was referred
to the Committee on Roads and Canals, by whom a report was
submitted March 13, 1850. This highly commended Whitney's
plan and mapped out the arguments in favor of a Pacific railway
as follows: (1) It will cement the commercial, social, and polit-
ical relations of the East and the West. (2) It will be a high-
way over which will pass the commerce of Europe and Asia, to
the great advantage of our country.1 (3) It will tend to secure
the peace of the world. (4) It will transfer to the United States
part of the commercial importance now held by Great Britain.

The committee proceeded to state why they preferred Whit-
ney's plan to any of the others which were being talked of in
an indefinite way. Their reasons were given thus: (1) This is
a private enterprise, in which the government is in no way
entangled. (2) This route has fertile land and timber in greater
quantities than any of the more southerly ones. (3) The rivers
are more easily bridged at the north. (4) Owing to the dry ness
of the atmosphere the snow-fall is less than on the other routes.
(5) The northern passes are at lower altitudes. (6) Animal
and vegetable products which would be ruined by carriage
through a warmer region can here be transported without danger.
(7) The higher the latitude the shorter the distance to be
traversed. (8) This plan creates the means for carrying itself
out. (9) No other plan proposes to lower the price of trans-
portation to its cost.

Accompanying this report the committee presented a bill
putting into proper legal form Whitney's proposal as given above,
except that the price per acre was made 10 cents instead of
16 cents.
ing these in the list Whitney's plan was approved by the legislatures representing 70
per cent, of the people of the United States.

1 There was a great deal of speculation as to the amount of freight passing
between Europe and Asia which would take this route, and the belief seems to have
been very general that it would be considerable. All these calculations were upset by
the opening of the Suez Canal, which occurred about six months after the completion
of the railway.
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In the Senate, Bright, of the Committee on Roads and Canals,
presented on the 12th of September, 1850, an elaborate report
and a bill providing for the grant to Whitney.1 Neither of
these bills ever came to a vote.

Even before this time men prominent in the political world
had begun to lend prestige to the Pacific railway scheme by their
advocacy of it. Calhoun had become interested in it ;a Jefferson
Davis, with an eye to the advantages of the South, had spoken
strongly in its favor;3 Stephen A. Douglas showed a marked
desire that the project succeed.

Salmon P. Chase has claimed to be the author of the first meas-
ure under which the government did any real work toward securing
a road to the Pacific—an appropriation, in 1853, of funds for the
exploration of possible routes for the road.4 During no session

1 Congressional Globe, Thirty-first Congress, first session, p. 1809.
• See his reports while Secretary of War, and a letter reproduced in HunVs Maga-

zine, vol. xviii, p. 593.
3 At the time of the Thirtieth Congress he had "declared himself in favor of build-

ing a railroad 'from the Mississippi to the western limit of the territorial possessions of
the United States, from one sea to another.' * It is not,' added the future leader of
disunion,' that I have any want of confidence in the attachment of any American
citizen to th,e government of the United States; for I have an abiding confidence in
that attachment. I believe it is not to be broken off, however widely they may be
separated from the government.'"—Galaxy, vol. iv. p. 486.

« " It is among my most pleasing recollections of service as a Senator from Ohio,
that the first practical measure looking to the construction of a Pacific railroad, which
received the sanction of Congress, was moved by me. That measure was an amend-
ment to the army appropriation bill, placing at the disposal of the Secretary of War
one hundred and fifty thousand dollars, to be expended in surveys and explorations of
routes for the road. It was adopted in the Senate in February, 1853, and was sub-
sequently concurred in by the House. Its results are embodied in the volumes known
as the Pacific Railroad Reports, printed by order of Congress."

From a letter of Mr. Chase's to General John A. Dix, dated Washington, November
25, 1863, and reprinted on pages 158 and 159 of J. W. Schuckers's Life of Chase. The
Act referred to will be found in 10 Statutes at Large, 219.

The appropriation of 1853 was not, strictly speaking, the first one made. In the
Army Appropriations Act of March 3 1849 (9 Statutes at Large, 372), $50,000 was set
aside " To defray the expenses of Topographical [ ] of surveys of routes from the
valley of the Mississippi to the Pacific Ocean." But I find no record of the funds hav-
ing been used for this purpose.

The reports referred to above by Mr. Chase are entitled " Reports of Explorations
and Surveys to Ascertain the most practicable and economical Route for a Railroad
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of Congress since that time has the Pacific railway failed to
come up for discussion of some sort.

A few of the earliest Pacific railway bills which were consid-
ered by Congress may claim attention because they foreshadowed
future action. On March 31, 1852, the Committee on Post
Offices and Post Roads in the Senate introduced a bill to carry
out Whitney's project.1

Early in 1855 there was under consideration in the Senate a
bill providing for a single road running from the western boundary
of one of the tier of states which have the Mississippi for their
eastern boundary, to the eastern line of California. A grant of
land and a cash mail contract were to be given to the lowest
bidder for the building of such a road, and bids were to be received
from individuals, companies, or corporations.

A substitute for this measure was moved February 15, 1855,
by Senator Gwin, of California. This provided for one road to
begin at the western boundary of Texas, running to the navigable
waters of the Pacific in the state of California, to be called the
Southern Pacific; a second, beginning at the western boundary
of Iowa or Missouri and running to San Francisco, the Central
Pacific; and a third, to run from the western boundary of Wis-
consin to the navigable waters of the Pacific in Washington or
Oregon, the Northern Pacific. Senator Gwin's substitute passed
the Senate February 19, 1855, but went no further.3

The House of Representatives, December 20, i860, passed a
from the Mississippi River to the Pacific Ocean made under the direction of the Secre-
tary of War, in 1853-4, according to Acts of Congress of March 3,1853, May 31, 1854,
and August 5, 1854." The eleven volumes contain a wonderful mass of information
of all sorts concerning the trans-Mississippi country, and if they were read they would
certainly have proved to those who still doubted it the feasibility of the Pacific rail-
way. Possible locations for the road were found at short intervals between the thirty-
second and the forty-ninth parallels of latitude, their terminal points ranging from San
Diego to Puget Sound on the west, and on the east from Fulton, Arkansas, to St. Paul,
Minnesota. The air-line lengths varied from 1360 to 1740 miles, and the ground-line
lengths from 1533 to 2290 miles.

1 Congressional Globe, Thirty-second Congress, first session, p. 941.
• Notice of its passage by the Senate was received by the House, but it does not

subsequently appear on the records.—Congressional Globe, Thirty-third Congress,
second session, p. 814.
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bill providing for a central and a southern road, the expense to
the government being estimated at $96,000,000.* It was not
long after this, however, that Congress ceased to consider propo-
sitions for spending money on internal improvements in the
South, and the southern line dropped out of the plan.

Naturally any project which had so strong a hold on the
people of the country as had the Pacific railway would be made
use of as political capital. The Republicans first9 gave it party
recognition in their platform of 1856.3 In i860 the Democrats
at the Charleston (S. C.) convention pledged "such constitu-
tional government aid as will insure the construction of a rail-
road to the Pacific coast at the earliest practicable period.1'4

The other Democratic convention of that year, held at Baltimore,
framed a similar plank, bounding their willingness to aid the scheme
by constitutional limits only.5 The Republican party at its con-
vention of the same year resolved "That a railroad to the Pacific
Ocean is imperatively demanded by the interests of the whole
country; that the Federal Government ought to render immediate
and efficient aid in its construction; and that, as a preliminary
thereto, a daily overland mail should be promptly established."6

In June, 1864, the Republican party again "Resolved, That we
are in favor of a speedy construction of the railroad to the
Pacific coast."7 Meanwhile the friends of the road in Congress
were far from idle.

It would be impracticable to detail all the propositions which
were presented for the consideration of Congress during the fifties

1 Congressional Globe, Thirty-sixth Congress, second session, p. 171.
9 The Democratic Convention of 1856 was held at Cincinnati June 2 to 6. McKee,

in his Platforms and Parties, p. 55, gives this section:
" Resolved, That the Democratic party recognizes the great importance, in a politi-

cal and commercial point of view, of a safe and speedy communication, by military
and postal roads, through our own territory between the Atlantic and Pacific coasts of
this Union, and that it is the duty of the Federal Government to exercise promptly all
its constitutional power for the attainment of that object."

In several other places where I have found the platform no such plank was given.

3Stanwood, History of Presidential Elections, p. 207.
«/&*</., p. 219. 6fbid.t p. 231.
*Ibid., p. 224. 1 Ibid., p. 241.
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and the early sixties.1 Scores of bills were introduced, and many
ideas which were not thus put into formal shape appeared in the
debates. The Whitney plan called for a grant of all the lands
in a strip 60 miles wide. A similar one narrowed the strip to
40 miles in width, and gave only the alternate sections.8

The 40 was cut to 303 and then the 30 miles was cut to 24
miles.4 Still another proposition gave ten alternate sections
on each side of the track.5 Finally it was cut down to five
alternate sections on each side of the track.6 Some bills
gave arable lands and mineral lands indiscriminately; one
retained all lands containing minerals other than coal or iron,
but replaced them with arable lands lying farther from the road.7

Another retained all mineral lands, replacing them in the same
way. Once it was proposed that the railway might buy mineral
lands at the regular price for arable lands.8 It was proposed
that the government organize the workmen on a military basis;9

again that the railway company be empowered to do so.xo At
one time a bill passed the House of Representatives providing
that the road must be completed within 15 years, and granting
an additional bonus in subsidy bonds of 22,000,000 for each
year's reduction from the allotted time." One committee
reported a measure providing that the bonds of the road be
made salable by paying the first year's interest from the treasury
of the United States, and guaranteeing its payment for the suc-

1 The early congressional history of the Pacific railway has been followed, session
by session, in John P. Davis's The Union Pacific Railway (Chicago, 1894). Those
who wish a minute account will find it there.

2 Congressional Globe, Thirty-sixth Congress, first session, p. 2440.

3 /did., Thirty-third Congress, second session, p. 749.

s 13 Statutes at Large, 356.
612 Statutes at Large, 489.

7 Congressional Globe, Thirty-sixth Congress, first session, p. 2440.
8 Ibid, Thirty-eighth Congress, first session, p. 2328.

• ibid., Thirty-sixth Congress, first session, p. 2451.
to/bid., Thirty-seventh Congress, third session, p. 1180.

"Ibid., Thirty-sixth Congress, second session, p. 381.
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ceeding 19 years.1 Unreasonable plans were discussed and laid
aside. Reasonable ones were talked to death or amended to
death, until it was hard to tell whether the Pacific railway fared
worse at the hands of its enemies or of its friends.

The project had in early years been for one road only, the
northern one. Later the local interests of the various sections
came into the problem, and multiple road schemes were brought
forward. When the outbreak of the war left legislation in the
hands of a northern Congress the scattered energies were again
concentrated on one road, and that the central one. After much
wrangling, a bill was framed which could command enough votes,
and passed the House May 6, 1862, by a vote of 79 to 49.*
The Senate passed it with slight changes June 20, 35 to 5,3 the
House concurred, June 24, in the Senate amendments by a vote
of 104 to 21,4 and July 1, 1862, it became a law5 by the signature
of President Lincoln, who had long warmly favored the project.

1 Congressional Globe, Thirty-eighth Congress, first session, p. 2329.
9/did,, Thirty-seventh Congress, second session, p. 1971.
*Ibid., 2840.
412 Statutes at Large, 489.
s Congressional Globe, Thirty-seventh Congress, second session, p. 2905.



CHAPTER II.

THE CHARTER ACTS.

The Pacific Railway Act of 1862 had for its object the build-
ing of a road which should connect the eastern railway net with
the one which had already begun to come into existence on the
Pacific coast. This road was not, however, to begin where the
roads from the East then ended. Across Iowa private initiative
could be trusted to supply the lack, so the initial point of the
Pacific railway was located on the Missouri River, at Omaha.
This city had no rail communication with the East until Decem-
ber 1867, when the Chicago and Northwestern came through to
that point.

The Pacific Railway Act provided for a road to run from
Omaha to San Francisco. The eastern portion of this trunk line,
from Omaha to the state line of California, was to be built by the
Union Pacific Railroad Company. This company was to be
organized de novo for this purpose, the first corporation since the
Second United States Bank to receive its charter from the
National Government.

The western part of the main trunk, from the eastern line of
California to San Francisco, was to be built by the Central
Pacific Railroad Company, a California corporation.

Besides this main line, the act provided for other branch lines.
Each of the various cities on the Missouri River wanted the
valuable privilege of being the eastern terminus of the system,
and to quiet these demands a system of branches was devised.
Sioux City, on the north, was provided for in this way: When
that point had been reached by a railway running through Iowa
or Minnesota—i. e.t from Chicago or St. Paul—the Union
Pacific Company was required to construct a branch connecting

13
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Sioux City with the main line at a point not west of the one-
hundredth meridian. From Kansas City, the Leavenworth
Pawnee and Western was to build an extension to the north and
west, joining the main line, like the Sioux City branch, at a point
not west of the one hundredth meridian. This company was
also authorized to build a short line from Leavenworth to con-
nect that city with the Kansas City branch. St. Joseph was to
be the initial point of a line by way of Atchison running

PACIFIC R. R. SYSTEM A3 CONTEMPLATED BY THE ACT OF JULY 1ST, 1862.

westward. It was expected that ioo miles of track would
suffice to effect a junction with the Kansas City branch. Thus
there would be a symmetrical system of branches to collect the
traffic of the Missouri River points and concentrate it at the one
hundredth meridian for its trip westward. The Pacific railway
as contemplated in the Act of 1862 is shown in the accompany-
ing map.

To insure the building of these roads a government subsidy
was offered in the shape of a land grant and a loan of the credit
of the United States. This, however, did not apply to the short
line from Leavenworth. On each side of the track the railway
company was to receive five sections of land, the alternate ones
—1. e.9 one-half the land in a strip 20 miles wide. This would
make the total grant of land about 33,000,000 acres.

But this land grant could not be made a source of immediate
income, for sales must wait on settlement, and settlers would
come in but slowly until the railway was built. The credit loan
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was the device for providing ready money. This aid was given
in the following manner: when short sections, of specified
lengths, had been completed, the Secretary of the Treasury was
authorized to turn over to the railway officials bonds of the
United States, which could be sold. For those portions of the
road which ran through level country—i. e.t east of the Rocky
Mountains and west of the Sierra Nevadas—there were to be
given for every mile of road sixteen currency bonds of the United
States of the denomination of $1000, to run thirty years, with
interest at 6 per cent. For the 150 miles where the road, leaving
the plains, climbed across the Rockies to reach the interior
plateau, the bond subsidy was to be trebled — $48,000 per mile.
The provision was the same for the 150 miles eastward from the
western base of the Sierra Nevadas. For the plateau region
between the Rockies and the Sierra Nevadas the subsidy was to
be $32,000 per mile. Thus the total issue of United States bonds
for the purpose of securing the construction of the Pacific rail-
way was, in round numbers, $61,000,000. But these bonds were
not a gift to the railway companies; they were a loan, to be repaid
at maturity, principal and interest, and they were constituted a
first mortgage on the roads which they were issued to aid in
building. Such was the_offer which Congress, in 1862, saw fit to
make for a railway to the Pacific.1

Organization was effected by the Union Pacific Company
under this act and some work upon its road was done, but it
gradually became evident that the Pacific railway would not be
built under the Act of 1862.

Proposals for its amendment were not uncommon, most of
them aiming to secure the advantages of connection with the
Pacific railway system for certain localities, as Lawrence,
Topeka, etc.2

But at last there was enacted an amendatory act which
radically altered the terms of the Act of 1862. This received

1 A discussion of the reasons for this congressional action and some of the views
expressed by individual congressmen will be given after the construction of the road
has been dealt with.

2 Congressional Globe, Thirty-eighth Congress, first session, pp. 523, 982, 1022.
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the President's signature July 2, 1864.1 The most important
provision related to the privilege of issuing bonds and to the
Government's mortgage on the road. The companies received
the new privilege of issuing first mortgage bonds equal in
amount and of tenor similar to the United States bonds provided
for in the Act of 1862. Thus the government gave up its first
lien on the roads and accepted a second one in its stead. The
land grant was doubled, being made ten alternate sections on
each side of the track for every running mile of road. Besides
these more important changes, which doubled the resources of
the companies, several minor ones helped to put them on a more
favorable footing."

113 Statutes at Large; 356.

a A more detailed discussion of the Acts of 1862 and 1864 does not seem neces-
sary at this point. Individual features of them, which have here been omitted, will be
mentioned from time to time as the narrative requires, and the entire acts are reprinted,
in abstract or by citations, in the Appendix, pages 101 to 115, for the benefit of those
who wish to know their terms more minutely.



CHAPTER III.

THE BUILDING AND THE COST OF THE UNION PACIFIC.

It was not long after the passage of the Act of 1862 that
work under it began. The Central Pacific Railroad Company,
to which the building of the western end of the line was assigned,
had been organized, in 1861, under California state law. On
October 7, 1862, it formally accepted the terms offered by Con-
gress, and the work of construction began January 8, 1863.

The Union Pacific Railroad Company, which was to build
the eastern part of the line, effected its temporary organization
according to the terms of the act, and books for stock-subscrip-
tions were opened in the leading cities of the country. Thirty-
one shares1 of $ 1000 each were subscribed for, and $17,300 paid
in. There the matter stopped. Railway men knew that a mile
of road in Illinois cost $33,000; in Iowa, $35,000; in the level
parts of California, $34,000/" A considerable proportion of the
able-bodied men of the country was in the army, and the prices
of both labor and materials were abnormally high. Between the
eastern system of railways and the initial point of the proposed
road was a. gap of hundreds of miles, making it necessary to
carry materials by way of the Missouri River, a hazardous and
costly mode of transportation. Under the circumstances, the
capitalists of the country did not consider the Union Pacific a
promising investment.

Meanwhile, Thomas C. Durant, of New York, a man of wide
experience in railway building and of large resources, became

xForty-second Congress, third session; House Report No. 78, February 20, 1873
(Affairs of the Union Pacific Railroad Company—Mr. J. M. Wilson, Chairman),
Testimony taken by the Committee, p. 604.

* Congressional Globe, Fortieth Congress, second session, p. 2427.
17
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interested in the enterprise and took hold of it with character-
istic vigor. He not only made a stock-subscription of his own,
but also secured subscriptions among his friends. To do this
he advanced for them the 10 per cent, required by law to be paid
in before the permanent organization could be effected, and
agreed to find persons to take it off their hands in case they
wished to withdraw from the venture. On October 29, 1863,
2177 shares of $1000 each had been subscribed for1 and a board
of thirty directors was chosen. In the list we find such names
as August JBelmont, of New York; C. A: Lambard, of Boston;
C. S. Bushnell, of New Haven; Joseph H. Scranton, of Scranton,
Pennsylvania; J. Edgar Thompson, of Philadelphia; S. C. Pom-
eroy, of Atchison, Kansas, besides those who were next day
chosen officers. These were: President, General John A. Dix;
Vice-President, Thomas C. Durant; Secretary, H. V. Poor,
and Treasurer, J. J. Cisco, all of New York. Immediately after
organization was effected men were put to work, ground being
broken at Omaha December 2, 1863.3 The sum of $218,000
which had been paid in on stock-subscriptions was used up, and
debts contracted for from $200,000 to $300,000 more. The com-
pany was so hard pressed on these debts that it finally resorted
to the expedient of selling part of the materials and cars to raise
funds.4

The line as first projected ran west from Omaha, but as heavy
grades would thus be encountered, a somewhat circuitous route
was finally settled upon, starting south from the city.5 Still the
first thirty or forty miles were expensive.

As this section of the road approached completion it was
seen that New York capitalists were not to be induced to put the
enterprise through ;6 work must soon cease for lack of funds. On

1 Affairs of the Union Pacific Railroad Company, p. 599.

*/6id.t p. 579.

3 Report of the Directors of the Union Pacific Railway Company for 1884.

* Affairs of the Union Pacific Railroad Company, p. 63.

situt., p. 39-
6 Ibid., p. 39.
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May 12, 1864, therefore, a committee was appointed to let a con-
tract for building one hundred miles of road.1

The enactment of the Act of 1864 followed soon after this,
doubling, as has been said, the funds from which to build the road.

Even then the friends of Durant were so doubtful of the
success of the enterprise that they availed themselves of the offer
made them when they subscribed, and Durant was made respon-
sible for three-fourths of the sum ($2,000,000) required to be
subscribed before organization was authorized."

As a result of the labors of the committee appointed in the
preceding May, a proposal was received on August 8, 1864, from
H. M. Hoxie, to build one hundred miles of road at $50,000 per
mile. This matter was arranged at New York between Durant
and H. C. Crane, who acted as Hoxie's attorney.3 Crane was
intimately connected with the Union Pacific as stockholder,
director and otherwise; Hoxie was an employee of the road.
Oliver Ames says distinctly that Hoxie was a man of no means,4

of no responsibility.5 Still Durant declares that the Hoxie con-
tract was made in good faith.6 At any rate it was accepted,7and
October 4, 1864, Hoxie proposed its extension to cover the line
from Omaha to the one-hundredth meridian. This proposal was
likewise accepted.8 So H. M. Hoxie, whatever his financial stand-
ing may have been, stood bound to construct for the Union Pacific
Company 247^^ miles of road, for which he was to receive over
$12,000,000.

Aside from the relations existing between Durant, Crane and
Hoxie, the terms of the contract would lead one to suspect that
there was some purpose in mind other than that which appeared

'Forty-second Congress, third session; House Report No. 77, February 18, 1873
(Credit Mobilier Investigation—Mr. Poland, Chairman), Testimony taken by the Com-
mittee, p. 365.

a Credit Mobilier Investigation, p. 388; Affairs of the Union Pacific Railroad Com-
pany, p. 515.

3 Affairs of the Union Pacific Railroad Company, part 2, p. 2.

*Ibid., p. 256. 1 Ibid., part 2, p. 4.

*Ibid., p. 285. 8 Ibid., part 2, p. 4.
6 Ibid., p. 69.
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on the face of the matter. The contractor was specifically
exempted from paying more than} 85,000 for any one bridge; the
excess in price of iron above {130 per ton at Omaha was to be i
borne by the Company; if required to Burnetize1 ties, an additional '
16 cents per tie was to be paid; and, most important, acceptance i
of the contract bound the contractor to subscribe, or cause to be '
subscribed to the capital stock of the Union Pacific, $500,000.*

As early as September 30, 1864, that is, some time before its
extension had been voted, Hoxie had agreed with Durant to
assign his contract to such parties as he (Durant) might desig-
nate. October 7, 1864, an agreement was drawn up binding its
signers to take the contract from Hoxie and to subscribe for
carrying it out the sum of $1,600,000. This liability was divided
as follows: Thomas C. Durant, $600,000; C. S. Bushnell,
$400,000; Charles A. Lambard, $100,000; H. S. McComb,
$100,000; H. W. Gray, $200,000; etc.* According to the terms
of the agreement one-fourth of the sums subscribed was paid in,
$400,000 in all, and this amount was used on the road. The
men who had assumed the Hoxie contract now stood in the rela-
tion of partners, liable not only for the sums subscribed, but to
the extent of their fortunes. Some of them became fearful and
concluded that it would be better to lose the sums already sunk
in the enterprise than to go on and take greater risks.4 They
therefore failed to respond to the call for the second installment
of their subscriptions.5

About this time, August 1865, an important step was taken
in getting the brothers, Oakes and Oliver Ames, to take hold of
the project.6 Oakes Ames had become interested in the Pacific
railway while a member of the Committee on Railroads in the
House of Representatives,7 and his personal influence in Massa-

1A process by which cottonwood ties were made more durable.
* Affairs of the Union Pacific Railroad Company, part 2. p. 2.
3/tut., part 2. p. 5.
*Ibid,j p. 64, and Credit Mobilier Investigation% p. 365. .
s Affairs of the Union Pacific Railroad Company, p. 365.
<foid.tp.A.
' Oakes Ames Memoir, p. 5.




