A
CONGRESSIONAL

HISTORY
OF

RAILWAYS

. | IN THE UNITED STATES

BY

LEWIS H. HANEY

TWO VOLUMES IN ONE
Vorume [ : TO 7850

[ 1908 & 1910]

REPRINTS OF ECONOMIC CLASSICS

—
— —

Avcustus M. KELLEY - PUBLISHERS
NEW YORK 1968 : S




4
!

' flor hauling heavy, bulky commodities.
ish commission on steam navigation, which was studied and -
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{(b) Locomotion.

asAs 1:0 th:e power-to be used, there was question in Congress
th.we as in the r.mnds of engineers. Earle writes: ‘‘The firat
flng to be dete.rmmed in the formation of a Rail-road is the kind
o ;:.;ower”'i?at is to be employed on it, whether horses or steam-
:il;g:::t? d, land that was the question. The locomotives con
prior to 1830 were weak, erud i >
: _ , e affairs, and far too
{)ao;(;ie:;s r;ndp:'}t:portlon to the power they developed. Striek:
_ orte at where a considerable di \dmi ¢

: . stance ‘‘admits
Een:;g Tad{; s;r nearly horizental as not to deviate more th::

eet six inches a mile, locomoti i
, ive engines may be
Zn;;;lc;f;? to great advantage,”” and he thought inclined plja:nen
ionary engines must be used for a
ny steeper- ascen
;&fter 1825, however, remarkably rapid progress waspmade an;
If:e' ten years later a government engineer reported tha’t the
§1m11181131 g.rade was assumed to be ninety-two feet to the mile'®
. ly 0 it was generally admitted that the steam engine could
o 1:3 a.ldgreate.r load at @ greater speed than the horse, and that
* 0(;1 do it more cheaply. But numerous object,ions were
ged, suc_h as_ meet any innovation, Steam engines were dan-
izrous, gelng liable to explosion and accident; they caused great
ar and tear, and made more ex i i

: pensive construction necessary;
gr;;.t gkill would be necessary for their operation, and so onry’
owever, what caused most question was the utility of steam
The report of the Eng-

:;;;edw a;)yf?l(ingr?ss, assumes that for bulky objects, where
P of little 1mport.ance, horse traction ‘would be cheaper®
t 8 great field for railways was supposed to lie in the trans.
po.rtatmn of passengers. It will be remembered that the first
mllwgys were built at collieries, and that Latrobe thought that
il;;}s .trafﬁc alone warranted railways in this countrya- so by
9 rl;ieas were to some extent revolutionized. For this, change
asons may be given: (1) there had developed a struggle

of the horses’ feet” would thr v FeAR
" hrow . - 1 frict
and lesgrning adl 1 grave, and dust on the track, Ine ng Lric fom

1 Treplige on Roilreads, 1830, n. 5.
* Baee. Doe. 1835-%, 111, No. 230
®» Eroe, Doc., 1831-82, Ko, 101,
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canal, in which it was seenl that the

latter could compete for low grade traffie alone; hence its sup-
porters would profit by such an argument ; (2) the early, imper-
fect application of steam iostead of horse-power gave S0me
ground for the idea. It was thought in 1825 that locomotives
were mot praeticable on any but comparatively level roads™
The steam locomotive, however, was Dot the only means of
traction which came before Congress, for both compressed air
and electricity are found mentioned Congressional proceed-
ings as possibly superseding or supplementing stean. The
South Carolina Railroad Company had to overcome 2 diffienlt
e of & mile or so in length and it seemed that it could not

be successfully done by locomotives. Stationary engines were
oonsidered, but the company inclined toward the use of 8 new
means—the atmospheric railroad-—and at the 1844-45 session
of Congress a bill was introduced authorizing the importation
of machinery and pipes for such a railroad free of duty. In
answering objections, Mr. Evans said that it was a recent Eng-
}ish invention which experiments had shown to answer exceed-
ingly well for ghort distances, that the materials could only be
obtained in England, from the inventor himself, and that the

importation would benefit rather than injure Pennsylvania

jron manufactures by ultimately increasing the home demand.*

But after this discussion the matter Wwas dropped.
A few years later Genator Benton, In advocating a national
railway to the Pacifie, desired room for ‘“‘a track by magnetic
r.”’ss The ides, he believed, had originated with a Prof.
Henry and had been ¢« plausibily pursued’’ by Prof. Page of
the Patent Office. ““Who can undertake,”’ asked Mr. Benton,
«“to gay that any idea will not become practicable in the pres-

ent age?’”’

(e) Speed.
As to speed the estimates and prophecies Were various.

Robert Livingstone in objecting to Stevens’ scheme thought
that the road would hardly bear so heavy & load as & locomo-

between the railway and the

n gtrickland. Report, B al
B Cong. Globe. 1844-45, XLV, 294.
- 9 1bid., 184849, XX, 473,
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climate, moreover, was favorable, materials were abundant, and
the mnative labor force adequate and docile. Hargous merely

_asked that Congress suspend judgment until the relative merits
of the route be fully examined. This memorial no doubt helped
in bringing about the defeat of Aspinwall’s, in so far as a be-
lLief in the superior merits of the Tehuantepec route was ef.
feotive to that end.

Tae RocEwerL REporT: 1849

In 1849 Mr. Rockwell of a select committee on' canals and
railways between the Atlantie and Pacific submitted a volumi-
nous report on the various routes across the isthmian region of
Central America. After discussing the relative merits of canals
and railways, the conclusion reached was that ‘‘hbetween these
iwo modes of communication there cannot be a doubt but that
a railroad is most to be preferred.’’*

Tug AccEssorY Transir COMPANY’S ROUTE

Soon after the treaty of 1846 with New Grande had been
ratified in 1848, efforts were made to procure gimilar transit
rights over the Nicaraguan route. The American charge @'
affairs, BElijah Hise, negotiated a treaty according to which
Nicaragua granted to the United States or a company of her
citizens the exclusive right to construct a canal, railroad, or
turnpike*! in return for aid in defensive wars. This treaty was
pot approved of by the United States and Hise was recalled.
His suceessor, B. G. Squier, made a treaty in behalf of Cornel-
jus Vanderbilt and others, under the title of the American
Atlantic and Pacific Ship Canal Company, for facilitating
transit acrogs the isthmus by means of a canal or railroad. This
treaty, again, was not ratified. This Canal Company, through a
subsidiary organization known as the Accessory Transit Com-
pany, established & communication between Grey Town and

# Rep. of Com., 18}5-49, No. 145, p. B
o Ip 1840 two memorials came before Congress tor ald in constructing turn-
pike or plank roads acrosg the lathmus. See 5. J., IS4, p. 228; and Sew.
Miso., 18§8-§9, No, 56. .
[232]
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San Juan del Sur by steamboat and stage, and this route was
much travelled by emigrants between California and the East,
until in 1856 the Nicaraguan government declared the com-
pany’s concession forfeited for non-compliance with terms.**
The stage route of the Accessory Transit Company appears to
have been the only one feasible for wheeled vehicles at the close
of our period, poling up the rivers and erossing the divide over
mule paths being the nsusl procedure. As stated, it was not
till 1855 that a railway finally spanned the isthmus and joined
the oceans by a modern means of transportation.

In conclugion, two points which are perhaps not sufficiently
emphasized in the preceding should be called attention to. In
the first place, any isthmian railway was generally regarded
even by adherents as a more or less temporary expedient. Tt
was believed that a railway would fill a great and rather sudden
need, and at the same time would stimulate commeree till a
ship canal became a mecessity. A canal was the ultimate goal.

In the second place, the close connection between these isth-
mian projects and the great movement for a railway to the
Pacific which should lie within our own territory is noteworthy.
A glance at the map*® shows that the continent of North America
and the Ceniral American region Wwere fairly barred with a
geries of westward extending railway projects, all having the
same goal—the Pacific. Naturally the earliest developments
came where there was the least resistance, and that was at the
parrow isthmian region. The first Pacifie railway was an isth-
mian railway; but before that particular project was conceived -
greater plans for & trans-continental railway had been evolved,
and in little more than a decade later these plans were carried
out. To trace the growth amd comsummation of this greater,
trans-continental branch of the movement for railways to the
Pacific is the object of the following chapters.

© Heg Kep. of Isth. Con. Com., 1899-1901, pp. 4649,
= fee below, p. 483.
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was supported by eight memorials from citizens of New York®
The memorial was referred to the committee on public lands and
no report made. Wilkes advoeated government enterprise be-
cause he believed that only in this way could adequate funds
be obtained. With the public behind the undertaking and an
official survey of the route, public lands would be so enhanced
in value that capitalists would readily make investment.*

GoLp AND GOVERNMENT RATLWAYS

Wilkes’ scheme for a governmeni road seems to have ante.
dated all others which came before Congress. His proposition
was made before the importance of California was generally
realized,—indeed, before that importanee was great. Gold had
not been discovered and a growing American population on the
coast was unforseen. With the discovery of gold and attend-
ing developments the Pacific railway ides was rendered less
diffieult; the incentive for a government road increased. We see
the direct working of the gold factor im a resolution submitted
by Senator Houston (Tex.) It was proposed that a special com-
mittee report upon the expediency of a railroad constructed by
the government from San Francisco to the Mississippi. The
committee was also to estimate what amount of revenue would
be yielded by & tax of 8 per cent. on all the gold to be mined in
California during ten years, and report upon the expediency of
usirig such revenues in building the road.®

Again, in 1850, Wm. Archer memorialized Congress to the
effect that a public ship be stationed at San Franecisco .'‘to re-
ceive and safely keep all gold, to prevent it being taken out of
the United States in an unecoined state; that the gold be bought
for the United States; and that the portion of its value between
$17 an ounce and the real value be applied to make a railroad’’
from Washington to San Francisco.” The memorial was referred
to the committee on finance. That this plan met with serious
attention seems probable, for it is referred to geveral times and

L8, J., 18§6-47, PP, 5758

« Bancroft, Hist. of Cal., VII, 502, Bancroft dates Wilkes' plan from 1848,
S Sen. Misc., 185849, No. 12

* Cong. Globe, 18p9-50, XXI, Pt i, p. 1097. Also Ibid., pP. 1124, 1889.
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in a respectful way. No report upon the matter has been found
however, and nothing eame of it. ' L .

BeNTON's NaTioNAL CENTERAL HIGHWAY

Most prominent among advocates of a national railway to the
Pacific was Col. Benton of Missouri’ Benton came from a
gection which expected great benefit from such a road; he rep-
resented that queer mixture of individualistic and aceialistie
tendencies which characterized Western nationalism; he was
jealous of Asa Whitney's fame. With these factors at work
he attacked all private schemes and fought for a national under-
taking. Of Whitney he said, ‘I look upon all such applicants
a8 jobbers, and repudiate them. « *+ » T go for a national
highway, no stock-jobbing.’” o

He proposed that a strip of land a mile wide and extending from
the western border of Missouri to the Pacific be reserved for the
immediate comstruction of a single-track railway and a common
road. Later all varieties of roads might be added—plank and
macadamized roads, and even a railway operated by magnetic
power. In the bill introduced at this time® 75 per cent. of the
proceeds of public 1and sales in Oregon and California and 50 per
cent. of the sales of other public lands in the United States
were to be set apart as a fund for constructing “‘a central na-
tional road,’’ ‘which was to extend from St. Louis to San Fran-
ciseo with a branch to the Columbia river. The proposed res-
ervation for the branch was 1,000 feet wide. One hundred
thonsand dollars was to be appropriated for treating with Indian
tribes, and military stations were to be established along the
line. The opening of the route was to be the oecasion for grants
of land to settlers. It is significant that Benton’s nationalism
did not extend to government operation, for the bill provided
that sections of the road when completed were to be let to in.
dividuals or companies under a stipulation for reasonable rates,
In modemn parlance government ownership with private opera-
tion was the program. '

T Hee above, p. 402,
s Cong. Giobe, 184548, XX, £72.
o Iid. :
[261]




