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I return, herewith, to that branch of the legislature in which
it originated, a Bill entitled, “An Act in addition to an Act
authorizing a loan of the State Credit, to enable the Troy and
Greenfield Railroad Company to construct the Hoosac Tunnel,”
with my reasons from withholding from it my official sanction.
In the brief time allowed me, and amid the claims of many
other important questions pressing on my consideration at the
close of the session, I am conscious of my inability to give so
thorough a review of this Bill, as under more favorable circum-
stances I should be enabled to do.

Suffice it to say, I have not reached the conclusion that it
becomes my imperative duty to veto the proposed measure,
without careful attention to its details, nor without the most
confident assurance that I am performing an act of plain and
positive duty to the Commonwealth.

In the early efforts of the friends of this project for State

aid, I sympathized to a great degree, and my name appears
among the petitioners therefor. That aid has been granted
upon certain conditions, and the financial interest and security
of the Commonwealth absolutely demand that such aid should
continue to be rendered only as auxiliary and secondary to
wjiat the corporation and its stockholders accomplish, and then

only with special and rigid safeguards to protect the treasury
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from any eventual loss. Our State should not become a co-
partner in any such undertaking, directly or indirectly, under
any circumstances, nor should it grant its indorsement except
under restrictions tantamount to a positive guaranty that it
should not, at some future day, be compelled to lose the sum
already advanced, or to complete, with its own resources, a
gigantic work, the cost of which, is hypothetical, the time
required for the construction of which, is indefinite, the extent
of whose benefit, is a matter of dispute, and the profits to be
derived therefrom, if completed, are entirely problematical.

After unsuccessful efforts for a number of years, the Troy
and Greenfield Railroad Company, in 1854, procured the pas-
sage of an Act granting to it, under certain conditions and at
certain times, the loan of the credit of the Commonwealth to
the amount of $2,000,000. This Act was acceptable to, and
accepted by, the corporation. Although over three years have
elapsed, it is worthy of remark that the company have not been
able yet to avail themselves of the first instalment of the State
scrip.

This agreement between the State and the railroad company,
involving great responsibility and the assumption of very large
obligations on the part of the former, should not be varied so
as to increase the liability of the Commonwealth, or diminish
its security against ultimate loss, without at least great circum-
spection, and for cogent reasons.

This fact has been recognized by your predecessors who have
refused to comply with the solicitations of the corporation. To
the legislature next but one succeeding that which made the
compact, which the railroad company on its part ratified, we
find an application made for such change in the terms of agree-
ment, as that the State should become a copartner with the
stockholders, by subscribing for a portion of the stock, with the
privilege of appointing a part of the board of directors. This
scheme was rejected by your predecessors in the house of rep-
resentatives, only about one-quarter of its members voting in
favor of it, and there being a majority against it from every
county in the State but one.

At the present session, we find the Petition of the corpora-
tion, (House Document, No. 18,) for a farther change in the
mutual compact. This Petition states, “ That a slight change
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in some of the terms contained in said second section, while it
would not lessen but rather increase the security of the Com-
monwealth, would greatly aid the enterprise by allowing a
prudent economy in the expenditure of its means.” And
again, “ Your petitioners * * * ask that they may be released
from the obligation of finishing the eastern division in one con-
tinuous section, and that in lieu thereof they may be required
to expend an amount equal to 35 per cent, on each instalment
of the State loan upon the linebetween the eastern terminus and
Shelburne Falls, and after that part of the road is completed,
then in like manner a like amount shall be expended before the
receipt of each subsequent instalment, upon the balance of the
line, until the whole is completed.”

This is what the company ask in their official Petition. And
yet the committee report, and the Bill proposes, no such change.
On the contrary, the alterations are of a radical and not a
“ slight ” character ; they dispense with the obligation that the
railroad company shall build ready for use three miles of rail-
way prior to the second instalment, and five miles prior to the
payment of each of the third, fourth and fifth instalments, and
they dispense also with the security of eighteen miles of finished
railway which the original Loan Act required should be given
to the State in part security for its advances from time to time.
While this portion of the security is surrendered, a diminution
in the amount to be advanced is made, but in a much less pro-
portion than the cost of the relinquished railroad. The com-
mittee state: “Ifit is asked why not maintain the same relation
between the State advances and the security which pervades the
present Act, and make it real and substantial ? The reply is,
that such a provision would fail to afford the relief and co-op-
eration which the company need; that it would not be acceptable
to, or accepted by them, and we should remain only where we
are, facing the losses of the present Act.”

In short, the existing or original Tunnel Bill provided, that
while the State was liberally granting money from her treasury,
those who sought her aid, who had confidence in the success of
their project, and who were to be benefited by it, should show
their sincerity, and at the same time properly aid in guarding
her from loss, by also paying their share toward the progress of
this work. The Bill now under consideration substantially
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proposes to relieve the corporators from paying their share of
the joint expense, and throws the main cost of the experiment
upon the Commonwealth.

It becomes necessary at this point of the investigation, to
consider the available resources of the Troy and Greenfield
Company, for the purpose of forming an opinion as to their
capability of successfully continuing the enterprise they have
commenced, and now ask the Commonwealth for further aid to
enable them to complete. For I presume few men can be found
in the legislature who would favor any proposition which tends
to throw the responsibility of building this railroad and tunnel
upon the Commonwealth, and probably not many who advocate
entangling the State with a corporation whose resources are in-
adequate to the prodigious task before them. The whole theory
of State aid is based upon assisting healthy and responsible
railroads, who can give absolute and undoubted security for the
assistance they receive.

The Troy and Greenfield Company was chartered in May,
1848, or nine years ago. In Senate Document, No. 2, for the
present year, signed and sworn to by D. N. Carpenter, and
sworn to, though not signed, by James Cheever, it appears that
the whole amount of its capital stock is one and a half millions
of dollars ; the whole amount paid in, is but $143,905.77, and
the total amount of its funded (there being two mortgages on
the road) and floating debt, is $76,148.83.

House Document, No. 201, for the present year, also shows
that the whole number of individual stockholders is 1,085, of
whom 254, or one-quarter part, have never paid an assessment.
A comparison between this Report and the Report of last year
shows, that during the past year there have been eight new
subscribers, who in the aggregate have taken ten shares, and
paid on them, $442. It cannot be denied that these are very
discouraging statistics on which to build a hope that the corpo-
ration is vigorous and healthy, and in a fair way speedily to
drill a tunnel through solid rock, of about four miles and a
half in length, and to construct and equip a railroad forty-two
miles long.

Perhaps the fairest test of the feasibility, importance and
probable pecuniary returns of a railway at the present day, is
the readiness with which the New England mind apprehends
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them, and the quickness with which individual New England
enterprise and capital are stretched forth to its succor and
advancement. It is claimed that two sections of our State are
to be especially benefited by the road under consideration : the
city of Boston and the towns situated in the Hoosac and
Deerfield Valleys. No one will deny but that both these local-
ities contain sufficient intelligence to be awake to their own
interests and wants, and abundant information as to the feasi-
bility and profit of this undertaking. They are far better
judges of its necessity and probable success than interested
contractors or theorizing speculators.

Now what have these two sections done to aid this under-
taking ? What has Boston done,—with her immense wealth,
and her many millions invested and seeking investments in
railroad property throughout our Union,—where a million of
dollars has been more than once subscribed to railway corpo-
rations in a single forenoon, by her shrewd, sagacious and far-
seeing capitalists ? The Report gives the names of the stock-
holders, though not their residences, yet by a careful comparison
of the list with the Boston Directory, it appears that the whole
amount ofBoston subscriptions does not amount to one hundred
shares, and of this a very inconsiderable portion, a few hundred
dollars only, has been paid in.

Nest, turning to the towns in the immediate vicinity of the
tunnel, we find that by chapter 394, Acts of 1855, fifteen
towns, presumed to be most interested, were authorized to sub-
scribe to the stock of this road, in their corporate capacity, to
the extent of three per cent, on their last valuation. In
House Document, No. 125, for 1853, it is stated: “ The popu-
lation [of these two valleys] is keenly alive to the importance
of the subject, and await with intense interest the action of the
State.”

The annexed table shows the names of these towns, the sum
they were authorized to subscribe, the sum they did subscribe,
and the sum paid in on such subscription.
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We here find fifteen towns in the immediate vicinity of the
undertaking, more specially interested thanany others, author-
ized by a special statute to subscribe for over a quarter of a
million of dollars of stock in their corporate capacity, subscrib-
ing for only five hundred and twenty shares, and paying in the
small pittance of fourteen hundred dollars.

Is it not a question worthy of serious doubt, if the people,
and the towns, who are the most interested and best informed
upon the subject, refuse to aid in the completion of this enter-
prise, whether we who are charged for the time being with
authority to act for the whole State, are justified in committing
her further to an undertaking of so perilous, or at least so
questionable a character ?

Nothing.

Nothing.

Amount Sub-
,

Amount Paid,scribed.
Authorized Sub-

f1,400 00$259,283 19

14,129 22

51,734 52

4,351 47

29,199 27

10,839 33

30,279 18

32,186 67

8,196 36

'7,809 20

19,286 89

6,833 10

20,384 76
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It is not necessary to refer to many important collateral and
incidental questions. I will not dwell upon the change in the
contract for the dimensions of the tunnel from that given in
House report for 1853 “ of sufficient width for two tracks, and
twenty feet high,” to the width of a single track only and
eighteen feet in height; nor upon the rejection of the amend-
ment, that the subscription preliminary to the payment of the
first State instalment should be an unconditional cash subscrip-
tion ; nor upon the want of suitable State Commissioners,
charged with seeing that the money of the State is properly
expended.

Neither do I propose to consider the probable length of time
necessary to complete the tunnel,—nor its cost,—further than
to point out bases of calculation furnished by the company’s
own figures. The Majority Report (House Document, No. 142,)
says: “ The expenditures up to this time for preliminary and
incidental expenses, for the graduation and masonry of the
seven miles of the road west of the Hoosac Mountain and for
some six to seven hundred feet of the tunnel, are stated to have
been about $325,000.”

Now we know by the sworn Reports of the company, just
what all this but the “ six to seven hundred feet of tunnel ”

cost, namely, $176,000. It appears then that “six to seven
hundred feet,” say 650 feet of tunnel, cost actually $149,000.
The fact that this was at the entrances, and therefore easiest
to reach and remove, being considered a fair offset to the want
of experience among the laborers, (though House Document,

' No. 218, says, “ the forces now at work is well disciplined,”)
we find the cost of excavation to be $230 per foot, or about
five million five hundred and twenty thousand dollars for the
whole tunnel, or some three million four hundred thousand
dollars more, on the tunnel alone, than the whole of the
proposed loan and all the capital stock which is paid in, to say
nothing of the cost of forty-two miles of railroad and its
equipment. Justice to the committee requires me to add that
they do not vouch for the correctness of these figures, but
declare “ they are stated ” to them, of course by the corpora-
tion, and on them they base their whole estimates.

We have also another basis of cumulation furnished by official
reports to the present legislature. In House Docment, No. 201,
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p. 37, in a foot note, the president of the Troy and Greenfield
Railroad Company states that Haupt & Co., the contractors on
the tunnel, “have probably paid upon their stock at least
$75,000; and they have earned also in cash and bonds, prob-
ably $150,000 in addition.” Assuming these “ probable ”

figures to be correct, it makes $225,000 which they have ex-
pended upon the tunnels, and their profits, if any. In House
Document, No. 218, we find that “ the tunnel is completed 274
feet, and they have penetrated into the heading, so called, 247
feet.” In the “little tunnel ” they have completed 255 feet
and made a heading of 185 feet. Now, let us call the 432 feet
of “ heading ” completed tunnel, as well as the 629 feet really
drilled out large enough for a single track, and we shall have
961 feet of tunnel, costing, as before stated, $225,000, which
gives the cost per foot as $234.12, or nearly the exact result of
the previous calculation. This is exclusive of the approaches
to the tunnel, as well as of 185 feet of “ heading ” at the west-
ern end, which the Report says, “it has been found necessary
to keep it from falling in, to support with heavy timbers.” If
the sum of $30,635, stated in House Document, No. 201, as
having been paid in, is really a cash payment for stock, and
not money spent in tunnelling, it will partially offset the liberal
allowance in calling the 432 feet of heading, which House
Document, No. 218, says, is “ six and one-half feet by ten,” as
completed tunnel, measuring “ eighteen feet by fourteen.”

The time necessary for completing the tunnel is not abso-
lutely material to the present question, yet past estimates and
statements of the corporation and of committees favorable to
it, are of value in the light of later experience. House Docu-
ment, No. 125, for 1853, says: “ Your committee are well
satisfied the work may be commenced at each end of the
Hoosac Tunnel, that three shafts can be sunk, and the work
driven from eight faces. By this'course the tunnel may be
accomplished in four to five years.” Shafts proving impracti-
cable, however, it is now, tacitly at least, conceded that the
tunnel can be advantageously worked only at the two ends. If
“ driving eight faces ” can complete it in “ four to five years,”
two faces would demand sixteen to twenty years. That com-
mittee “ placed great reliance ” on the groat “ boring machine,’’
which proved a failure, and is now at the eastern end of the
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mountain, a crumbling and rusting monument of sanguine,
but wild and delusive expectations.

But we are furnished with later and more reliable data, in
the Report of the Special Committee sent by the House of
Representatives to this locality (House Document, No. 218) to
collect such information as they could respecting the progress
of the work. It appears by this that the eastern heading was
advanced as follows ; In April, 72 feet; in March, 62 feet; in
February, 44 feet; total, 168 feet in three months; and as the
progress on the west side was “ about the same,” this would
give 1,344 feet progress per annum, on the whole tunnel.
The whole 24,100 feet, at that rate, would require eighteen
years for its completion, or precisely the time of the previous
estimate.

It should be borne in mind, as experience proves it to be a
general rule, that in all tunnels, unforeseen, unexpected and
most strangely varied delays, obstructions and difficulties have
arisen, which have increased the cost and prolonged the time
of construction beyond the estimates. These have in some
instances been two, three or four fold more than was antici-
pated. It is improbable the Hoosac Tunnel will be an excep-
tion ; the wisest cannot now foresee what the precise impedi-
ments may be, though every one knows, in all human proba-
bility, more or less will be met with, and experience alone can
prove whether they will increase twofold, or tenfold, the cost
and time necessary for the construction of this work.

Let us now assume that the Troy and Greenfield Railroad,
with its tunnel, is finished, and the road properly equipped ,

and further, that its cost is within the amount of the $2,000,000
State loan, and the $150,000 capital paid in. Then let us

examine the character of the security the State has for its

indorsement, that security being only a first mortgage upon

the road and its equipment.'
We have reliable data for this estimate, as we know the

market value of the first mortgage bonds of other roads, built

as links in various chains connecting the Atlantic with the

western waters, in competition for through freight and trar el

with this very road. They are under somewhat similar cir-

cumstances with the Troy and Greenfield Railroad, in that they

pass mainly through a sparsely settled country, and are chiefly



Ogdensburg, 51,408,738 67 per cent. 51,005,000 17per cent.
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single track roads. In one thing, however, they all have a
great advantage over it, as neither of them have any natural
obstacle, requiring enormous expense to overcome, like the
Hoosac Mountain.

The following table shows the amount of capital stock of the
four railroads specified,—the amount and kind of their mort-
gage bonds, —the market value of the first mortgage bonds of
each,—their aggregate value in dollars,—and their percentage
in value upon the amount of stock and bonds united, which is
assumed as the cost of the work in each case :

Name of Corpora- Capital A™......, Ist mor. bonds, Value in Cer ct. of value
tlon. Stock. Amount of Bonds. Market ralue.' dollar3.

onaggregate of
stock & bonds.

We find the value of the first mortgage bonds of these four
roads to range from five per cent, to twenty per cent, upon the
aggregate of their stock and bonds united, which represent the
cost of the road, exclusive of floating debt. The average
market value of the first mortgage bonds of these four roads is
about eleven per cent, upon the aggregate of their stock and
bonds. If this be taken as the fair value to the first mortgage
bond-holders of the bonds of the Troy and Greenfield Railroad,
we shall reach the following result:—

Value of first mortgage bonds is •eleven per cent, on that
amount, which is $236,500, showing a loss to the State of one
million seven hundred and sixty-three thousand dollars, assuming
the road was finished and equipped to-day for the amount of
the State loan and the stock paid for.

Private subscription, . .
. 150,000 00

State loan, .... $2,000,000 00

Vt. and Mass.,

Vermont Central,

Ist mort., $1,500,000
2d mort., 3,000,000
Istmort., 2,000,000
2d mort., 1,500,000
Ist mort., 1,800,000
2d mort., 1,200,000
3d mort., 1,200,000
Ist mort., 956,900
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If it is said this is an unfair estimate, we can take alone the
Vermont and Massachusetts Railroad, which joins the Troy
and Greenfield on the east, and forms a portion of the same
line with it from the Hudson to the Atlantic. The statistics in
regard to it are taken from the sworn returns to the State, and
by our table we find its bonds are selling at twenty per cent,
of its cost, as shown by the aggregate of its stock and bonds.
At that rate the State would be a loser, were the Troy and
Greenfield Road completed to-day, to the amount of $1,570,000.
In other words, for every dollar she advances, she takes a mort-
gage, worth in State Street to-day, just twenty cents.

It must also be considered as a most pregnant fact that the
local travel, in the outset, was asserted to be sufficient to make
a remunerating business. Now, it is stated in the Majority
Report, that the ability of the seven miles of railroad, west of
the Hoosac, to earn much, if any, above its running expenses,
the tunnel being incomplete, is questionable. “ The thirteen
miles which would be built on the easterly side of the moun-
tain,” the Majority say, “ would be valueless. No one familiar
with the country and its present resources, and also with the
expenses of railroad transportation, would venture an opinion
that it would ever pay its running expenses.” They further
declare :

“ But unfortunately, in the judgment of your com-
mittee, there is no immediate and adequate use for the thirty or
forty miles of railroad, proposed by the Act to be completed
ere as yet one-third of the tunnel is wrought. The tunnel and
the problem of its successful completion is the key of the
whole enterprise. Then, and then only

,
can value be given to

the line: a reliable value, exceeding that of the iron which lies
vpon it.” These statements present a sad contrast to the esti-
mates of its advocates, in its earlier stages, when statistical
tables 'were presented to show the immense local business,
arising from its agricultural productions, manufactories, tan-
neries, grist-mills, saw-mills, marble, serpentine, soapstone,
flagging stones, iron ore, Ac., Ac.

Your committee, however, think that these serious evils will
be obviated by the completion of the tunnel. In their own

words, “ the tunnel, and the problem of its successful comple-
tion, is the key of the whole enterprise.” Its successful
completion is certainly an unsolved problem, but let us assume
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that it is completed. And then will this road he able success-
fully to compete for the traffic with the great West? Along
the chain of waters connecting the Atlantic, at New York, with
the great lakes, we find several competing railways north of it,
reaching to the ocean, and several south of it, and with hardly
an exception, their stock is ruinously depreciated, and, as we
have seen, their bonds are at a very great discount. None of
them can at all compete with the water carriage down the
Hudson or St. Lawrence, and the aggregate of their freight is
but a small per cent, of the quantity water-borne to the ocean.
Is it not, then, futile to hope that this new competitor, with so
meagre a capital, with a single track, and with a natural
obstacle to overcome compared with which every thing in
American engineering sinks into insignificance, will be able
profitably to participate in this enterprise ?

Look at one single competing line, which was not built when
this road was chartered,—the Hudson Eiver Railroad. I con-
trast the facilities of the two in the following table:—

Length from Al- mCapital paid m. Cost. Double Track.bany to N. York.

House Document, No. 125, for 1853, also says: “ The grades
and curves on the Hudson River and Harlem Roads are more
favorable than on the Troy and Greenfield Roads.” Now who
can believe, on reflection, that the tunnel line can compete, for
freight or passengers, with a road forty-two miles shorter—
whose grades and curves are more favorable,—which has two
tracks for more than two-thirds its length,—and which ends at
the great commercial emporium of our country ?

It has been assumed that the road and tunnel can be com-
pleted by the aid of the present proposed loan of $2,000,000,
and such subscriptions as it seems probable from the past action
of the corporation it will be able to collect. But this assump-

Name of Road.

Hudson River Railroad, . 144 miles. $4,000,000 $13,000,000 100 miles.

Troy and Greenfield Rail-
road, ....

Distance from
Troy to Boston.

180 miles. 143,900
Contract.

3,880,000 51 miles.
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tiou, the best information within my reach convinces me, to a
moral certainty, is groundless and erroneous. The present
resources of the railroad corporation, are its capital stock actu-
ally paid in, $143,905, and contingently $2,000,000 State scrip ;

this cash subscription of less than $150,000, being the result of
its nine years efforts since it was chartered. We are told, too,
in House Document, No. 142, that “ the whole work is now
under contract and prosecution for the sum of $8,880,000.”
Whence is the necessary balance, which, according to present
estimates is one million seven hundred and thirty thousand
dollars, to be obtained? With commendable frankness, the
majority of the committee say in the same Report: “ Future
legislatures may see fit to modify those features still further,
and to carry out more fully that change of policy which we now
recommend only to a limited extent.” “ For this purpose we
reserve the'right to the legislature of absolutely repealing this
Act, which power virtually includes that of modifying it.”
In other words, they seem to indicate that having adopted
“ a change of policy ” of throwing greater responsibility with
less security upon the Commonwealth, and less expenditure
upon the railroad corporation, “ future legislatures may see fit
to carry out more fully this change of policy.” I cannot aid
in any change of policy whereby this corporation may receive
the bonds of the State on any more favorable terms for itself,
while it appears that under the present arrangement, supposing
the road is finished for half the price at which it is contracted
for, the security given the State for each dollar she advances
is worth as cash but twenty cents.

Fully satisfied as I am, that if “ this change of policy ” is
initiated by the passage of this Bill, the State of Massachusetts
will, before many years, find herself reduced to the necessity
of adopting the project as a State work, and prosecuting it to
completion at immense expense, or of relinquishing as a total
loss the amount she may have already advanced ; fully satis-
fied, from the best information I can collect, that many mil-
lions of dollars beyond the present estimate will be needed to
finish the work, and thoroughly convinced that no present legal
voter of our Commonwealth will live to see the tunnel com-

pleted, I have no hesitation in placing upon record my best
judgment, to be tested by the unerring criterion of the future,
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and at the same time am glad to be able to free myself from
any responsibility in participating in what I deem this ill-advised
action.

I am simply completing my duty, when I call to your re-
membrance the present financial condition of Massachusetts,
which should, if any thing can, warn us from deliberately
committing its treasury to any such enormous expenditures.
With the increased and increasing annual expenses of the
State, a large and enlarging debt, a burdensome annual tax,
which has increased with alarming rapidity, and which, so far
as we can see, with the strictest frugality, and most resolute
determination not to indulge in new expenditures, cannot for
some time be diminished, and after the pledge you and I have
publicly given to strive to promote retrenchment and reform,
Massachusetts herself has the right to demand from us that we
abstain from this proposed legislation. Whatever the conse-
quences may be, for one, I shall respect that demand. The
people of our State should, and I doubt not will, hold those
responsible who may prejudice her financial credit, destroy her
preeminence in the money marts of the world, diminish the
value of her securities, and plunge her into incalculable ex-
penditures with open eyes and with the voice of warning in
their ears.

Let this corporation cease its constant applications at the
doors of the State treasury till it completes its subscriptions,
procures the payment of its repudiated assessments, shows by
its own acts the necessary confidence in its undertaking, and
comes here not with the small basis of $143,000 only, for so
herculean a task, but with a reasonable and paid up capital.
Let its ardent advocates pay first their own subscriptions as an
earnest of their faith in their assertions, and then, but not till
then, should the corporation demand or receive further facilities
from the State.

In the performance of this official obligation I have the
happy assurance of knowing that I am acting in accordance
with the clearest convictions of my own judgment and con-
science, and, as I fully believe, in consonance with the ulti-
mate sanction and approbation of a large majority of the
people of the Commonwealth.




