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D. C. & Wm. B. JACKSON
84 state street

Boston, - Mass.

dl!0mm0ntxrealtl^ ai '^u^mt^imdtB.

The Railroad Commissioners respectfully submit their Ninth

Annual Report.

Railroad Construction.

In the last (eighth) report of this Board attention was called

to the fact, that for the first time since the work of building

railroads in Massachusetts began, in 1835, it had during the

year for which that report was made (1875-6) practically

ceased. No new enterprise had been completed during the

year, and the average annual construction of 50 miles during

the forty previous years had fallen during that year to only 20

miles. The same condition of affairs as respects new construc-

tion which prevailed in 1875-6 continued in an even more

marked degree throughout 1876-7. But 17.250 miles of new
road in all were built, of which only 6.620 miles were of the

standard (4 feet 8i inches) gauge, while 10.630 miles were of

the narrow gauges.^

The Mileage of Railroads.

The total length of the railroads belonging to corporations

which make reports to this Board was at the close of the year,

(September 30, 1877), 2,496.082 miles of main line and

branches, 627.514 of which was double track, with 763.858

miles of sidings, the equivalent in all of 3,887.454 miles of

1 Billerica & Bedford— North Billerica to Bedford, (gauge, 2 feet), . 8.630 miles.

Boston, "Winthrop & Point Shirley— Winthrop Juuction & "Win-

throp, (gauge, 3 feet), 2.000 "

Rhode Island & Massachusetts— Franklin to Attleborough, . . 6.620 "

17.250 "
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single track. Of these totals, there are within the limits of Mas-

sachusetts 1,854.628 miles of main track and branches, 440.594

miles of which are double track, and 575.416 miles of siding,

— the equivalent of 2,870.638 miles of single track.

Number of Corpoeations.

Returns have been received from 63 corporations. As com-

pared with last year the names of three corporations have dis-

appeared from the list ;
^ those of three ^ more have been added

to it, and the name of one,* omitted from the returns of last

year, has been restored.

Cost of Roads.

The average cost of the roads of the standard gauge is returned

at $57,964.70 per mile, exclusive of equipment, which has

amounted to an additional sum per mile of $6,361.63. The
narrow-gauge roads are returned at $18,563.20 per mile, and

$4,042.33 additional for equipment. The average cost of an

equipped road, irrespective of gauge, is returned at $63,488.20

per mile, but varies from $110,219.50 for the Boston & Albany

to $4,595.96 for the Billerica & Bedford.

Stock and Debt.

The 63 corporations included in the returns are represented

by $171,085,026.18 of securities, of which $118,170,201.03 are

in the shape of stock, and $52,914,825.15 in various descriptions

of debt. The amount of capital stock has been decreased

$9,414 during the year, and that of the several forms of debt

increased $1,294,450.88. Of the latter amount, $521,000 was

incurred by the Fitchburg road, $400,000 by the Old Colony,

$145,000 by the Boston, Clinton, Fitchburg & New Bedford,

and $182,000 by the Boston, Barre & Gardner.

Earnings.

The total gross income for the past year amounts to $30,008,-

513.74, a falling off of $998,934.58, or 3.22 per cent from that of

1 The Boston, Clinton & Fitchburg, and the New Bedford, consolidated into

the Boston, Clinton, Fitchburg & New Bedford; and the South Shore consoli-

dated into the Old Colony.
2 The Billerica & Bedford, the Boston, "Winthrop & Point Shirley, and the

Bhode Island & Massachusetts.
8 The Dorchester & Milton branch of the Old Colony.
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tlie year preceding. The gross income is, however, derived from

a number of sources outside of the legitimate railroad business of

the companies. Its volume, therefore, does not necessarily repre-

sent the results of that business. As, however, under ordinary

circumstances, the annual volume of the earnings of the railroad

companies, derived from their legitimate business furnishes

probably as reliable a measure as can be devised of the pros-

perity or otherwise of the community, it is extremely interest-

ing to know what that volume is. During the railroad year,

1872-3, the transportation earnings of the Massachusetts com-

panies were the largest ever reported by them. Since that

time the returns for each year have indicated a regular falling

off from the year previous. The gross amount and percentage

of this annual decrease is shown in the following table :
—
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such a considerable item in the summer of 1876. The falling

off in the local receipts is, however, unquestionably due to the

general business depression, and affords a very striking indica-

tion of it. The local passenger traffic has generally been con-

sidered the most reliable which a. railroad can enjoy, and it is

certainly the last to feel the effects of any business depression.

During the last year, however, it will be noticed that the receipts

from this source suffered, both relatively and positively, a

heavier falling-off than those from any other.

During the year just closed the receipts from freights in-

creased $163,800.57 over those of the year preceding, or 1.2 per

cent, in place of the heavy decrease which had been reported

during each of the two preceding years. This increase was

due to larger volume of the through tonnage, it having increased

12 per cent during the year. The increase of earnings from

this source during the year amounted to $246,453.44, while the

decrease from the local freight earnings was $82,652.87. Into

the total decrease reported, ($923,812.77,) there also entered

the further item of $39,668.07 decrease in receipts from mails,

express, and extra baggage, not included under the heads of

either freight or passengers.

Of the total transportation earnings of the year, 49 per cent

was received in the shape of freight, and 46 per cent in that of

fares. This indicates a somewhat noticeable change from

previous years, as will be seen from the following table :
—
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In conclusion, it would appear, therefore, that as compared

with the two previous years, there was, during the last year, a

continued shrinkage in the receipts from the local freights, and

from both local and through passengers. From through freights

only was there an increase, and this was probably due to the

firmer rates charged on shipments of breadstuffs and provisions

for exportation under the stimulus of war prices. Meanwhile,

it is also apparent that the falling-off in each of the depart-

ments, in which a falling-off took place, except that of local

passenger business, was less than it had been in any year since

1874-5.

Earnings per Mile of Road.

The average sum earned on each mile of main track and

branch road operated was 111,735.22; if, however, the double

track is computed as additional single track, the average amount

earned per mile was $9,314.52. The amount varied from $25,-

859.52 per mile on the New York, New Haven & Hartford road

to $1,228.70 per mile on the Grafton Centre. Upon the eight

roads running out^from Boston, the average amount earned per

mile was $11,899.33.

Cost of Operation.

The cost of operation throughout the State has been $8,494.-

18 on each mile of road in use, or 68 per cent of the gross

earnings as compared with 69 per cent for the preceding

year. On the eight Boston roads it has been $8,421.87 per mile

of road operated, or 70 per cent of the gross earnings as com-

pared with 70 per cent for the preceding year. The increased

efforts at economy during the past year resulted in an average

reduction of $342.22 per mile in the cost of operating through-

out the State as compared with the preceding year, and $703.93

per mile average reduction on the eight Boston roads. The
heaviest reduction effected was on the New York, New Haven
& Hartford, where the cost of operation was reduced during the

year, $2,309.15 per mile, or 13.6 per cent from the preceding

year.

Net Income.

The total net income reported is $9,344,088.38, or 5.5 per

cent on the permanent investment,— that is, on the value of the
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properties as they stand on tlie books of the corporations. This

sum was divided among the several corporations as follows :
—

12 Go's with $6,504,808 00 permanent invest't, had no net Income.

17

14

11

6

2

62

38,129,312 00

13,431,205 00

51,008,211 00

40,172,677 00

19,328,870 00

$168,575,083 00

had 3^ per ct. or less.

from 3^ to 6^ per ct.

from 5J to 7|- per ct.

from 7| to 9^ per ct.

from 9J-toll|perct.

Volume of Business.

The total number of passengers carried was 38,450,823, a

decrease of 2,682,406 from the preceding year. It will be ob-

served that the aggregate falling oif in the total number of pas-

sengers carried during the last year as -compared with 1872-3,

amounts to no less than 9.3 per cent, while that of season-ticket

passengers has been 12.6 per cent. Meanwhile the decrease of

freight tonnage since 1872-3 has been only 4.2 per cent.

There were 11,910,663 tons of freight moved, an increase of

583,161 over the movement of the preceding year. The fluc-

tuations during the last five years in the volumes of the freight,

passenger, and season-ticket passenger movement have been as

follows :
—
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(15,429,183.31) amounted to 4.6_ per cent on the entire stock

capital of all the corporations, dividend paying and non-divi-

dend paying. The sum paid in dividends in 1872-3 (|7,230,-

456.02) amounted to 6.34 per cent on the entire stock capital

of the railroads of the State, at that time. It would hence

appear that since 1872-3, the average rate of dividend on the

stock of the Ma;ssachusetts railroads has been reduced 29 per

cent.
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Eastern,^ for instance, professing to move its passenger trains

at $0,484 per mile, while the Boston & Providence ^ claims that

the cost to it of a similar service is $1,140, or nearly two and

one-half times as much.
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per cent in excess of what was necessary to make good tlie

falling off in the earnings.

The average cost of train service per mile, as deduced from

the returns of the last five years, is susceptible of division, as

follows :
—
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Train Mileage.

The total mileage of passenger trains run during the year was

10,479,546, or an increase of 39,690 over the previous year. As
regards freight, 9,967,200 train miles were run, an increase of

502,729 over the year previous.

Fahes and Freights.

The average fare charged, per mile on all the roads was 2.10

cents per mile, ranging from 8 mills per mile for season-ticket

passengers for long distances to 10 cents per mile for single-ticket

passengers for fractional parts of a mile. Any attempt to arrive

at an average rate per mile of freight, excluding as it must all

questions of distance carried, cost of terminal handling and

classification, is simply deceptive. Taking each road by itself,

the average rates of fare and freight charged upon it during

each of the four last years is shown in the following table :
—
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following table, which shows the average rate per ton per mile

charged in the years specified on merchandise received from or

delivered to other roads :
—
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Steel Rails.

During the year 200 additional miles of road have been laid

in steel, making a total of 1,344 miles, or 43 per cent of the

whole mileage.

Tblegeaph Stations.

During the year there has been a decrease in the number of

telegraph stations connected with the operation of the railroad

lines. Of these, 506 were returned for the last year in place of

531 for the previous year.

Rolling Stock.

The amount of rolling stock owned by the several corpora-

tions, returned for the last year, is materially larger as respects

locomotives and freight cars than for the year previous ; the

number of locomotives increasing from 994 to 1,031, and that

of freight cars from 16,836 to 17,292.

Stations.

The number of stations has heretofore been inaccurately

returned. The figures on this point call for revision.

Grade Crossings.

The same remark must be made as to the crossings of rail-

roads by highways at grade. If the returns are to be accepted

as accurate, the number of these during the last year decreased

from 2,776 to 2,245. No such decrease took place ; the number,

on the contrary, increased. The cause of this inaccuracy will

be hereafter investigated.

Summary.

In conclusion, it may be briefly stated that the average mile

of single-track road (the mile of double track being estimated

at two miles of single track) of which returns are made to this

Board, has cost $45,000, and that its equipment has cost an

additional sum of $5,500, making a total of $50,500 for the

mile of single-track equipped road, which is represented by

$38,000 of capital stock and $17,000 of debt. The gross yearly

revenue from it is $9,700, of which $6,700, or 69 per cent, is

consumed in the cost of operation, and $3,000, or 31 per cent,

remaiais as profit. Forty-nine per cent of the revenue is derived
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from the freight business, and 46 per cent from passenger, and

the bahxnce from miscellaneous sources.

StEEET E,ArLWi\YS.

Returns were received from 31 (the Haverhill & Groveland

being added to the list) street railway corporations. The ag-

gregate capital stock of the street railway corporations was

increased during the year $118,600, amounting on September 30

to $5,782,950, and their total indebtedness at the same time was

$3,109,882.63 (an increase of $277,806.49 over the previous

year), representing altogether an aggregate of $8,892,832.63

in stock and debt. One corporation made dividends of 10 per

cent, 1 of 9 per cent, 2 of 8 per cent, 2 of 7 per cent, 4 of 6

per cent, 2 of 4 per cent, 1 of 1|- per cent, and 18 made no divi-

dends.

The average rate of dividend on the whole capital stock of

the corporations was 5.75 per cent, while their net earnings

represented a return of 6.96 per cent on their entire stock and

indebtedness. The aggregate length of track returned, inclu-

sive of branches and sidings, was 217.614 miles, or an average

of 7.02 miles to each corporation. The average cost per mile

was $23,067.60 on account of permanent way, and $16,794.29

on account of land and equipment, representing a total cost of

$39,861.89 per mile of road operated. During the year, an aggre-

gate of 1,418,425 round trips were made, amounting to a total

mileage of 9,268,565 miles, and 52,203,472 persons were carried,

being 13,752,649 more than were carried by the steam roads dur-

ing the same time, and an increase of 841,500 over the number
carried during the previous year. The average amount received

for the carriage of each person was 5.72 cents, and the average

cost for the carriage of each person was 4.53 cents, leaving an

average profit to the company of 1.19 cents on each passenger.

The cost of a round trip was $1.66, and the profit upon it was

45 cents. Of the entire cost of repairs, 22 per cent was in-

curred on account of the wear and tear of road-bed and track,

60 per cent for depreciation of cars, harnesses, and cost of

horseshoeing, &c., and the remaining 18 per cent was expended

in keeping good the stock of horses. The whole number of

horses owned by the companies was 4,580, an increase of 432

over the number reported the previous year ; the whole number
of cars 888, an increase of 94.
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Employes.

There were 19,063 persons employed by the railroad corpora-

tions of the State during the last year, or 209 more than were

employed in the year previous, and 1,119 less than were em-

ployed in 1872-3. The street railway companies employed

2,190 persons, being 136 more than were emploj^ed by them the

year previous. There are, therefore, in all, 21,256 persons in

the employ of all the corporations making returns to this

Board.

Rettjeks.

The great and increasing bulk of the volume containing the

report of this Board and the returns of the corporations, has

long been a source of mortification to the Commissioners.

There seemed to be no reason in such a ponderous accumula-

tion of printed matter. Massachusetts is but a small State, and

its railroad system constitutes but one twenty-fourth part of

that of the United States. Under these circumstances, a

volume of 700 octavo pages, annually, is far too much space for

it to occupy. The fact that it has hitherto occupied so much

must, it is greatly to be feared, be numbered among the numer-

ous abuses for which the existence of public printers must be

held responsible. Where the printing additional matter costs

nothing to the party furnishing it, the average public Board is

apt to regard the presentation of at least one bulky volume a

year as necessary evidence of its industry. Unnecessary and

superfluous matter is, under these circumstances, rarely omitted.

In these respects, this Board has not heretofore shown itself

an exception to the general rule.

In the case of the returns of the railroad corporations, no

good reason whatever can be given for publishing them in the

manner now prescribed by law. They are merely so much raw

material. They are made up of three classes of facts,— all of

interest, but by no means all of public interest. These are

(1) facts of general importance connected with the railroads of

the State, as a system ; (2) facts of importance to the individ-

ual owners of the securities of the corporations ; and (3) facts

of importance to those engaged in the practical operation of

the roads. That these may be generally available, it is of

courae necessary that they should be elicited through answers

to the questions contained in the form of returns issued by this
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Board. In order to insure getting this information, these

returns have to be very elaborate, and call for answers to a

multiplicitj of questions. It is very well to have the informa-

tion thus obtained on file in a public office, open at all times for

examination as original records, but there is no reason whatever

why it should all be annually printed in full. For years the

material facts and information relating to the individual roads

have been presented in a tabulated form in the Commissioners'

report. They there occupy a little more than one- ninth part of

the space required to print them in full. That, however, is the

only form in which the English, French and German govern-

ments present the doings of their railroads, and it is the form

which will, almost without doubt, ultimately grow into use in

this country. The railroad returns of the single State of Mas-

sachusetts now Occupy nearly twice as much printed space as

those of the whole kingdom of Great Britain and Ireland.

Under these circumstances, an understanding was arrived at

between the members of this Board and the legislative cemmit-

tee which reported the Act of 17th May, 1877 (chap. 218) in

relation to the printing of certain public documents. As the

returns of the railroads always had been printed in full, it was
not thought advisable to discontinue them absolutely, especially

as the cost of printing was, under section 172 of the General

Railroad Act, in a great degree met through a special tax of

$20 a year paid by corporations. It was, however, left for this

Board to attempt, for the present year, so thorough a tabulation

of the returns that it would clearly appear that no necessity

exists for printing them in full hereafter. Meanwhile, nothing

was to be done towards printing those which, by law, should

accompany this Report until the present Legislature should have

met. In fulfilment of this understanding, the returns for

1876-7 are herewith submitted in a tabulated form. It is

believed that no item of general interest contained in them is

omitted 'from the tables, and these certainly give far more de-

tailed information as respects the railroads to which they relate

than is afforded in the similar public documents of any Euro-

pean nation, or in the returns of any State of this country. Thus
presented they fill less than 200 printed pages, in place of 580 a

year ago.

The Commissioners would, therefore, recommend that so

much of chapter 178 of the Acts of the last Legislature as
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provides for the printing of 3,000 copies of the returns of the

railroad corporations, be repealed, such repeal to take effect at

once and apply to the returns for the last railroad year. Sec-

tion 172 of the General Railroad Act should also be repealed.

The original returns will then be preserved in this office, and be

open for j^ublie examination. If the railroad corporations see

fit, the}^ can publish them, as many of them have at times done,

as a part of the annual report made to their stockholders. If

they do not see fit to do so, any stockholder can consult the

original at this office, or, if desired, have a copy of it sent to

him. It certainly, however, seems wholly unnecessary to swell

the public documents of the State by an annual volume of 500

printed pages in order to get to a few individuals, who can

have them for the asking, certain items of not generally desired

information.

Books and Accounts.

Since the first of October, 1876, the accounts of all the rail-

road corporations of the State have been kept under the con-

stant supervision of this Board, and should have been kept

in the manner prescribed by it under the law of April 26th,

1876, (Acts 1876, chap. 185). The returns of the year's

business, herewith submitted, have been made up from the

accounts thus kept, and are believed to be by far the most

reliable and uniform that have ever been published in rela-

tion to the railroads of Massachusetts. The change of sys-

tem has not, of course, gone into operation without objection

and remonstrance from many quarters. Railroad accountants,

who have for years been accustomed to a certain method

of keeping their books, accept any innovations suggested to

them with, probably, as little readiness or good grace as any

class in the community. They do not see the necessity of

change, and are always morally certain that, if made, it will

entail the expense of an army of clerks. This sort of resistance

in the way of the work they had in hand was fully expected by

the Commissioners, and they have been somewhat surprised at

the comparatively small amount of it which they have had to

overcome. In overcoming it, the Board has not deemed it

advisable to be in a hurry, or to adopt any arbitrary tone. The

work in hand was a large one, and there was an abundance of

time. Accordingly, in several instances, unnecessary to par-

ticularize, where strenuous objection Avas made to some feature
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of the new system on the ground of the labor and expense it

involved, the Board has not insisted upon its adoption, being

perfectly willing to wait until the experience of other corpora-

tions should demonstrate the real truth in the case. In one case,

the chief accountant of a corporation insisted that a certain

method of appraisal called for could not be carried out at a cost

to his company of less than |6,000 a year. At that very time

two other corporations, having offices in the same street, were

•keeping their books on the prescribed method very much to

their own satisfaction and at no additional expense. In yet

another case, strong objection was made to certain features in

the new system ; but the president of the corporation promised,

nevertheless, that it should have a fair trial. A few months

later he took occasion to express to the examiner of this Board

his sense of the great improvement he found the new system over

.the old one. Meanwhile that system has now been in use with

at least five of the leading railroad corporations of the State

during an entire year. Its merits have been fully tested, and if

it had been open to any valid objections the time has been

ample for their development. They have not developed them-

selves, and the inference is reasonable that they do not exist.

Under these circumstances, the Commissioners propose in future

to insist that the accounts of all the corporations shall be kept

in exact compliance with the published rules. To secure this

result, they are also prepared, if necessary, to enforce the penal-

ties provided in section 6 of the Act of April, 1876.

It now remains to specify in detail the corporations, the books

and accounts of which are kept strictly in the method prescribed

under the Act of 1876, and also the corporations which have

failed to so keep them. The points in which the latter have

failed to comply will also be stated.

Under the instructions issued by this Board, in compliance

with the provisions of section 1 of the Act of 1876, to secure

greater publicity and uniformity in the accounts of railroad cor-

porations, it was intended that earnings and expenses should be

made up monthly from reports, and not from the account of

cash received and paid out,— that all liabilities incurred

during the month should be entered upon the books, whether-

finally settled by payment or not,— that operating expenses,

should be charged, not with all the fuel, material, &c., purchased

or paid for within the month, but only with that which was
3
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actually used, — and, finally, that interest, as accrued, and divi-

dends, as declared, should be charged to profit and loss, and

credited to their respective accounts. It may in general be

said that the object in view throughout the instructions was to

have the books of all the corporations so kept that a balance

sheet, drawn from them on the closing of accounts the last day

of each month, would show the true condition of each and all

of them at that time. The Eastern, the Providence & Worces-

ter, the Connecticut River, the Boston, Revere Beach & Lynn,

and the Boston, Clinton, Fitchburg & New Bedford, are the

only corporations which, in all respects, have complied fully

with the instructions. The treasurers and accountants of all

these roads express themselves as entirely satisfied with the

system, and do not find that it occasions them either additional

labor or additional expense. Meanwhile, it does enable the

directors and other officials of these corporations, themselves to

know, and to inform their stockholders if they see fit, exactly

where they stood on the last day of each month.

The following are the principal points of difference in the

way in which the accounts of the other corporations are

kept:—
(1.) Only such bills as have been actually paid during that

month are entered on the books for the month.

(2.) All purchases made during any given month are

charged to the expenses of that month at their full amount,

whether the materials purchased were actually used or not.

(3.) The transactions of each month are not entered on the

general books of the companies, during the month, in such a

way that a monthly balance sheet will show the real standing

of the company at the time it is drawn off.

The first of these deviations from the prescribed system is

common to all the corporations of the State, with the exception

of the five which have been named. In extenuation, it is usually

claimed, that as it is their custom to pay all bills monthly, the

entering upon their books only the bills actually paid amounts

to practically the same thing as if their rule was to enter up all

liabilities incurred, whether paid or not. This is true, if all the

Vjills are actually paid monthly. There have, however, and

that recently, been cases in this State where corporations nomi-

nally pursuing this course, have carried liabilities along, which

nowhere appeared on their accounts, from month to month and
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from year to year, until the fraud in their returns was brought

to light by bankruptcy. Indeed, an instance of this has oc-

curred even during the last railroad year. It would seem,

therefore, to be a sufficient objection to the first variation, that,

when the temptation arises to conceal the real facts in regard to

the amount of a railroad's liabilities, it opens a wide and con-

venient door for doing it.

In regard to the second form of variation, it is obvious that

the monthly statements of what a road is doing can convey

at best but a very general and often deceptive idea of the

true state of the facts, unless the fuel, materials, &c., on hand

are charged to operating expenses as they are used. On any

other system a company beginning the year with a large amount
of material might well appear from its monthly statements to

be making satisfactory net earnings, when in fact it was simply

using up supplies on hand, and was actually running into

arrears. Yet this fact would not appear until a new inventory

was taken at the close of the year. The system of immediate

entries is that now in use in all the improved systems of rail-

road accounts. Where such large amounts of material have to

be always carried along, it is surprising that the managers of

the corporations themselves, for their own satisfaction, should

not insist on constant and rigid accounting. That there are

still some who do not, must be taken as another evidence of the

strong force of habit among men accustomed to simple and

ancient ways.

Of the corporations reporting to this Board, the Boston &
Albany, the Fitchburg, the New York, New Haven & Hartford,

the New Haven & Northampton and the Cheshire, still adhere

to the old practice. During the present year, the essentially

Massachusetts corporations will be required, in this respect, to

conform to the instructions.

It is the custom with the Fitchburg and the Boston & Albany

roads to enter up their operating accounts in their general books

but once in six months,— the third point of divergence speci-

fied. The monthly balance sheets of these corporations convey,

therefore, no information of any practical value as to what the

roads are doing. Until the usual time for declaring a dividend

comes, it would consequently appear that the managers them-

selves can only have a vague, general idea of how the business

of the six months is going to turn out. In view of the con-
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stant knowledge on this subject furnished through another and
improved system now in general use, it seems well calculated to

excite surprise that these two large companies should adhere to

what may, in this respect, not inaptly be described as the old

railroad rule of thumb. As other companies enter up monthly

in their general books every thing pertaining to that month,

there seems to be no good reason why the Fitchburg and

Boston & Albany should not do the same.

The accounts of the Boston & Lowell, and those of the

Nashua & Lowell companies are kept in a way peculiar to

themselves. The two have, as it were, entered into a partner-

ship. A set of partnership books of the operating accounts are

consequently kept, separate from the general books of either

company. Each six months the partnership books are closed,

and each account is then divided in the ratio of 69 per cent and

31 per cent ; and these amounts are transferred to the general

books of the two separate companies, the larger amount to those

of the Boston & Lowell, and the smaller amount to those of

the Nashua & Lowell.

The partnership books are kept in strict conformity with the

instructions. In order, however, to obtain a correct monthly

statement of the affairs of each company, the accounts of every

month, instead of those of every six months, need to be closed

and transferred to the general books of both companies. It

would, however, apparently simplify matters, if, so far as ac-

counts are concerned, the Boston & Lowell would treat the

Nashua & Lowell as a leased road. The accounts would then

be kept on the books of the former company, which would

each month credit the latter company with 31 per cent of the

net earnings, at the same time charging the amount against

expenses as rent.

Among the lesser corporations operating railroads, quite a

number have no competent person at all in charge of their

books. In most of these cases the accountant nominally em-

ployed is mainly absorbed in his private business affairs, and

instead of writing up the books of the corporation daily, gives

to them the least possible amount of attention. In the case of

one company, the Ashburnham, with the exception of a few

notes in a memorandum cash-book, no entries were made during

a whole year.

There are certain features in the returns of the Boston,
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Revere Beach & Lynn railroad, herewith submitted, as com-

pared with those published a year ago, which call for par-

ticular notice. Repeatedly in its annual reports this Board

has called attention to the frequently deceptive char-

acter of the returns made to it. The evil was then beyond

its power to remedy, but it very plainly warned " those inter-

ested in railroad investments in Massachusetts that the books

of the corporations were in many cases far from properly kept."

In consequence of these representations the Act of April, 1876

(chap. 185), was passed, by which this Board was clothed with

sufficient authority to make the necessary reforms. The Act
did not apply to the returns for the year 1875-6. In their last

annual report, however, the Commissioners ventured to express

a belief that the returns for that year would be found to " truly

present the doings and existing condition of the several cor-

porations." As respects the Boston, Revere Beach & Lynn
Railroad Company, it now appears that this statement was not

warranted by the facts. The Commissioners do not know of

any way of preventing such occurrences, except by calling espe-

cial public attention to them when they do occur. The fact

that their so doing may be unpleasant to the parties most in-

volved seems no good reason for avoiding the performance of a

duty.

The Boston, Revere Beach & Lynn railroad was built in

1875, is nine miles in length, and runs from a wharf in East

Boston to the city of L3ain, by way of Revere beach. It is a

narrow-gauge road, and its capital stock, the amount of which

has never been increased, is $350,000. The report filed by its

directors for the year closing Sept. 30, 1876, covered its first

full year of operations, and was thought to show very favorable

results. The total gross debt liabilities of the corporation, of

every description, were stated to be less than $95,000, while its

surplus earnings in the hands of the treasurer exceeded $24,000.

During the year three quarterly dividends of two per cent each

were paid, and it was claimed, and appeared from the returns,

that on its first year's operations the company had earned 12 per

cent on its capital stock. Under these circumstances the price

of the stock rose to as high as 14 per cent above par, and freely

changed hands.

During the past summer rumors began to circulate in

regard to the financial condition of the company, and led to
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an investigation by this Board. In the course of this it ap-

peared that the gross debt, instead of being less than -195,000,

was over $230,000, while the cash assets had fallen from $24,000

to $18,000. A net increase of debt of over $141,000, in a single

year, on an entire capital of but $350,000, called for explanation.

The only explanation attempted was to the effect that the re-

turns of 1876 were drawn from the books of the company, and

professed simply to show the condition of its affairs as they

appeared on the books. This they did correctly. Meanwhile,

those returns did not show that in addition to the $95,000 of

ascertained liabilities which did appear on the books, the corpora-

tion was responsible in nearly twice that sum for unascertained

liabilities which did not appear there. These liabilities consisted

of awards of land damages, claims the amount of which were

still in dispute, and the numerous other unliquidated accounts

which are apt to follow the completion of a new railroad. All

such debts the members of this Board and the public supposed

were included in the $95,000 returned in 1876. Certainly this

was fairly to be inferred, not only from the returns themselves,

but yet more from the statements of members of the Boston,

Revere Beach & Lynn board of direction made to the stock-

holders of the company at a meeting held on the 19th October,

1876, less than three weeks after the date to which the re-

turns were made up, and several weeks before they were

sworn to and filed. In view of the facts since brought to

light, the statements there made are inexplicable.^ That

those maldng them were wholly ignorant of the true condition

1 To justify the Commissioners for the confidence placed by them in the

returns referred to, the following extracts from these statements are submitted.

The question before the meeting was wliether the capital stock of the corpora-

tion to the additional amount of ."^ISOjOOO should be issued, or whether that

amount should be borrowed on mortgage:—
Mr. Blake, President "Now I pass to a brief explanation in

re;;ard to the financial standing of the company. We fixed upon $350,000 as the

amount of capital stock for the purpose of barely opening this line, and a year

ago we announced the result. We opened tlie line with our bills all paid or

funded for We have done just the things which everybody connected

with the road, and familiar with its operations, believed should be done, and we
find ourselves to-day with a floating debt of about .11!70,000. My own idea is, that

we should adhere to the plan upon which we started, and simply increase our

cajntal stock in order to pay this floating debt, pay for the two pieces of real

estate, and liave our property free from debt, with nothing but capital stock
;

and doing that upon the basis that I have suggested liere, this company would be

possessed of this entire property without contingency, free from debt, with a

simple capital of $500,000, and, as I say, with the items to show for twice the
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of affairs seems hardly credible. Indeed, during the exami-

nation by this Board it was stated that the treasurer of the

company, Mr. J. G. Webster, was at the time aware of the facts

referred to, and wished a reference made to them in the returns

;

but he was then too ill to attend to business himself, and in his

absence his desires were disregarded. Meanwhile the fact

remains that the wholly deceptive return^ published from this

office went out to the public indorsed by the extraordinary

statements of the directors made at the stockholders' meeting

of Oct. 19. A few weeks before this meeting was held, the stock

of the company was quoted at 112. Another dividend of two

per cent was paid in December, 1876. The price of the stock

amount of railroad property which can be found in this country at double the

cost of this.

. . . . "We have a million dollars worth of property, with half a million

of capital, when we have increased it up to that point, and we show net earnings

amountino- to nearly eighteen per cent, charging off every possible amount that

could come into running expenses.

"Now, gentlemen, I have only one thing to urge, and that is this, that you
will co-operate in increasing the capital stock up to the amount necessary to pay
every dollar this company owes, and anticipate all we expect to have to pay, —
doing just what we expected to do when the time came, instead of continuing to

float the debt, or in any way bonding the road. Let us have one railroad prop-

erty in New England that is OAvned entirely clear by the stockholders, without a

contingency in any way or shape, so that every stockholder, when he looks at his

certificate, may feel that there is no liability in any manner, that the railroad is

free from debt, and with a sinking fund established which will enable us to meet
all contingencies in the future. On this basis of $150,000 additional capital we
can devote nearly all of our surplus net earnings to a sinking fund, pay every

bill, and go on hereafter as we have the past year, earning not only our dividends,

but increasing that sinking fund in a few years to almost any extent

Let the directors present these facts before the public, and dispose of the addi-

tional stock as the statutes require, so that in sixty days from now this railroad

will stand without a dollar of liability, and have a siirplus in the treasury which
will be a fact, I believe, that cannot be stated of any other road in New Eng-
land."

Hon. John B. Alley, a Director. " I have been a director from the organiza-

tion of this road. I have given it a great deal of thought and attention, and
I have never received a dollar, directly or indirectly, for any of my services. I

have never charged a cent, and never propose to ; but I want gentlemen to under-

stand just how this thing is. I am not here to depreciate the property of this

corporation, and I hope no one is here for any such purpose, that they may buy
the stock cheap. I believe it is a very valuable property, and I believe it has

been as well managed as any corporation that I have ever been acquainted with,

and I have been a director in a great many corporations, and I am to-day a direct-

or in half a dozen large railroads. I have been president of two railroads, and I

think I understand about railroading. I know about this railroad ; I have had
a great interest in it

" Now, what have we done ? I have been over all the figures, gentlemen, and
I say to you that I am responsible for what I assert ; I tell you not only what I

believe, but what I know ; and I say it as a man who has had a large experience
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had, however, already, before this, begun to fall heavily. The
entries in the transfer book of the corporation leave no doubt

that a large number of shares changed hands at the high prices

which prevailed during the summer of 1876. Meanwhile, the

Commissioners are also satisfied that, with a single exception,

no director of the corporation then closed out his" interest in it.

Several of them were, indeed, buyers. Within the year a new
president has been elected, and the active management of the

company has entirely changed hands. The Commissioners have

no reason to question in any way the accuracy of the figures

relating to this company herewith submitted.

Accidents.

The usual tabulated statement of all the reported accidents

resulting in death or personal injury which occurred during

in railroads, and I tliink I may say that I l?:now as well as any other live man
what the expense of running a road is, what should be properly charged off to

construction, and what should be charged off to the running expenses. Now,
what are the facts ? The facts are, that we have earned 17i per cent this last

year, over and above all the legitimate cost of running the road, and we have

also earned, in addition to that, a sufficient amount of money to pay all the de-

preciation, the wear and tear, and every thing of the kind

"Now, I undertake to say that there is not a railroad in this country that has

such a showing as that. Then, is there another i-ailroad in this country that was
built with clean money, without getting into debt a single dollar ? If any gentle-

man here knows of one, I wish he would tell me of it. I know a great deal about

railroads, and I do not know one. Four or five months ago we were entirely out

of debt. How is it that we owe to-day $70,000?— a mere bagatelle for such a

property as we have got

"Now, by the fierce competition which we have had with the Eastern Rail-

road, by the fears of people, by the lies and misrepresentations that have been

made by interested parties, some for one reason and some for another ; . . . .

all these things have been brought to bear, and have occasioned a depression in

the stock, until it lias got down to-day to 95. I tried to buy it at 95 within a few
days, but I could not find any ; I do not know but there are lots of it floating

about ; but, I say, here and now, that if anybody has any of this stock that he

wants to sell at 95, if he will send it round to my counting-room, I will give him
a check for it, and be very much.obliged to him for doing it.

""We, who are administering this trust in the interest and for the benefit of

stockholders, would be recreant to our duty if we did not tell you exactly how
this thing statids, and wliat your {property is worth. Perhaps it is not for my
interest, but at tlie same time I know that it is for your interest to know exactly,

and I am determined you sliall know, the real value of your property and of this

stock. When your road has earned 17i per cent clear of every tiling ; when you
are but a trifle in debt, and when you can liire all the money you need at five per

cent interest, why should you issue stock at par, or a little above par, and i>ay ten

per cent dividends on it, or twelve per cent dividends on it '?

" Now, I have made a great many jiredictions about this road from its incep-

tion up to the present time. I have been ridiculed, I suppose, more for my pre-
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the year on the railroads of the State, and within its limits, is

herewith submitted.^ It will be seen that no passenger was

killed, and but nine injured, and those very slightly, from

causes beyond a passenger's control, or to which the passenger

in no way contributed through his or her own carelessness.

For the first time, also, since this Board was organized, there

was no train accident during the year (1877) which presented

any features calling for a special report.

There were 274 casualties of all descriptions reported, in-

cident to the operations of the railroads of the State, an increase

dictions in relation to this road than for any other predictions that'I ever made
about any thing ; and now I will venture a prediction, that if nothing happens to

this road before midsummer, the stock will be worth 130 in the market ; and 150

would be a very small price for it, in my judgment, so far as its intrinsic value is

'

concerned, looking at its jprospects in the future."

Mr. Blake " Then, with regard to our plan of finance, I have
nothing to insist upon ; my position with regard to the financiering of railroads

is a matter of record, and has been for four years ; I have adhered to it officially

and in every other way up to this time. My desire has been to have a simple,

clean system of finance, by which one set of stockholders, possessing one set of

evidences of value, should own a railroad paid for, 100 cents on the dollar, free

from liability, bonds, floating debt, and every thing else. We have almost
reached that condition. We have, so far, with great success, illustrated the

value of building a road upon that plan
" We do know the value of our position ; we do know what is wanted, and

we can see what the future will be likely to give us ; and we know the exact

measure of the financial necessities of tliis corporation, because we have our
liabilities, we have contingent things to pay for ; and I want to see, on the first

day of January, if possible, every pending claim against this corporation satis-

fied, with regard to the property which we have taken, and every liability of this

corporation paid, and a sinking fund in the treasury, without one single dollar of

liability that is not provided for, so that when a stockholder shall look at its cer-

tificate, or when it is offered at the board or anywhere else, it will be known as

stock with regard to which there is not a dollar's liability in any form or shape."

Mr. Da^t:d L. Webster, a Director " Who does not know that

$150,000 represents actual property ? It is not a bogus affair. You have the prop-
erty on hand to represent every single dollar of it, and you will have the property
paid for, and you will pay only seven per cent, whereas you expect to earn at

least eight or ten per cent, to be divided among the stockholders, and an addi-

tional sum for a sinking fund for contingencies

"Of coiirse you want men who have financial ability, as far as money is con-
cerned, but you want men who will look carefully after the interests of the road,

as I have reason to believe has hitherto been done. I am satisfied (for I have
kept a little run of the thing) that you have a system of accounts as perfect, cer-

tainly, as. any railroad in this country can show. You have all your accounts
divided

;
you have an expense account for each different item

;
you have a repair

account for each different item ; and every thing is divided in such a way that
any person who is conversant with accounts can. look over the items and estimate
the value of your property in detail, from one year to the other, without anydiflS-

culty whatever. It is a remarkable system of accounts."

1 See Appendix A. »

4



26 RAILROAD COMMISSIONERS' REPORT. [Jan.

of 43 over the number reported for the year 1875-6. Of these

33 were to passengers and 95 to employes. The remaining 146

were to trespassers on tracks or cars, to persons at highway

crossings, &c., &;c. Of the 274 casualties, 133 resulted in

death, and 140 in cases of personal injury. The very unduly

large proportion of cases resulting in death, as compared with

those resulting in injury, shows very clearly, that, in spite of

the efforts of this Board, only a small proportion of the cases

of slighter injury which occur are reported. More than 28 per

cent of the casualties reported happened to persons unlawfully

walking on the railroad tracks. Thirty-three cases of injury,

of which 21 resulted in death, occurred at the crossing of rail-

roads by highways at the same level. Five persons were killed

in a single accident of this description, which occurred at

Wendell, on the Vermont & Massachusetts division of the

Fitchburg railroad, upon July 11. Twelve accidents of this

description took place at crossings protected by gates or flag-

men, and 21 at crossings which were unprotected by either

gates or flagmen. The sudden increase of the number of

suicides among the fatal casualties reported is, perhaps, one

result of the severe business depression of the times. Of these

there were no less than 8 reported during the year, whereas

there were none during the year 1875-6, and 6 only during the

seven years 1870-6. If the same rule of proportion had held

good in Great Britain, the returns of that countrj'' would have

shown 160 deaths from this cause; they, in fact, showed 48.

The Commissioners last year recommended a change in the

statute regulating signs or warning-boards at the crossing of

railroads by highways at grade. Up to the year 1872 (Acts

1872, chap. 191) the law compelled the erection, at all these

crossings, of heavy signs stretching completely across the high-

way, warning travellers of the grade-crossing. That year the

law was changed in so far as to authorize at those crossings,

and those only, at which gates or flagmen are maintained, the

substitution of warning-boards on each side of the crossing, in

place of the heavy sign stretching completely across the high-

way. In all other cases the old sign-board still has to be main-

tained as formerly. The practical experience of the last five

years has, however, conclusively shown that the warning-boards

at the sides of the highway and on each side of the crossing,

are not only much more convenient than the old overhead
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signs, but mucli better safeguards against accidents. The
sign-boards not only obstruct the highway in case of the

removal of buildings, &c., but they are liable to be blown

down, and are very difficult to keep in repair. The warning-

boards, on the contrary, do not obstruct the highways, are

easily kept in repair, and can always be placed each side of the

railroad just where they can most surely be seen. For these

reasons, it was proposed by the bill last year submitted to

authorize the substitution of the warning-boards for the over-

head signs at all highway grade crossings, whether protected

by gates and flagmen or not. No action was taken by the last

Legislature on this recommendation ; but as the experience of

another year has only still further satisfied the Commissioners

of its soundness, they now again renew it.

The average of accidents to passengers in this State from

causes beyond their own control, and to which they in no way
contributed through their own carelessness, during the year

ending with September 30, was about one to 3,700,000 ; but no

passenger was seriously injured.

On the railroads of Great Britain, under the same conditions,

the average during the last seven years has been about one passen-

ger killed to every 10,500,000 carried, and one injured to every

300,000 carried, exclusive of season-ticket passengers. If these

were computed on the same basis used in Massachusetts and

included in the totals, it would seem that the average for Great

Britain has been one case of injury to every 524,000 passengers

carried, as compared with one to every 1,400,000 during seven

years in Massachusetts.^ The immunity from danger to passen-

gers exercising due care is undoubtedly much greater on the

railroads of Massachusetts than on those of Great Britain, but

not in the proportion "which would naturally be inferred from

this statement. The Massachusetts returns are at least as accu-

rate as the English; but the number of miles operated and pas-

sengers carried included in them, is by comparison so small that

it would require the results of a great number of years to arrive

at a correct comparative result. The accidents causing injuries

to large numbers of persons which are spread out over twenty
years in the one case, are included in a single year in the other.

The absolutely greater immunity from danger in Massachusetts

is not, as well as can be ascertained, at all shared by the United

1 See Third Annual Report [1871-2], p. 114.
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States as a whole, and is largely due to the lighter traffic of thfe

Massachusetts lines, as compared with those of Great Britain,

and the heavier rolling-stock in use on them.

The following statement shows the number of persons carried

in Great Britain, and the proportion of passengers returned as

killed, from causes to which they -in no degree contributed

through their own carelessness, to passenger journeys for the

three years ending 1849, the four years ending 1859, the four

years ending 1869, the four years ending 1873, and the years

1874, 1875, and 1876, respectively ; and also the number of

passengers injured from 1870 to 1876 inclusive :
—

PERIOD FROM.
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was moving away, just outside of the Union passenger

station ; lie fell, and the rear car passed over one leg,

from the effects of which he died.

1877.

—

May 5. Benj. Johnson (69 years old) attempted to get

upon a train of the Eastern railroad, at Lynn, after it

had started, but was thrown down under the wheels, and

injured so that he died.

June 13. On the Old Colony railroad F. J. McCarty fell

from the steps of a car of an excursion train, and was

instantly killed. The coroner's jury found it was the re-

sult of his own carelessness.

July 9. On the Fitchburg railroad Samuel Sanderson

(75 years old) got upon a wrong train, and after it had

started he stepped off backwards, and received injuries

from which he died.

August 11. On the Providence & Worcester railroad Frank

McEvoy jumped from a train at Millbur}^, which did not

stop there. He was told by conductor that the train did

not stop there, and that he must go to Whitin's. He was

afterwards missed, and found by an up-train on the track,

fatally injured.

August 20. On the Boston & Maine railroad Timothy

Loney attempted to jump upon a train as it was leaving

Lawrence, but fell upon the track, and the wheels passed

over him, cutting off both legs and causing death.

August 25. On the Boston & Providence railroad, Mrs.

Johnson got off from a train in the Boston station on

the wrong side, and was run over by the locomotive,

which was backing out of the station on another track,

and was instantly killed.

Of the 95 accidents to employes reported during the year, as

against 62 for the previous year, 35 were fatal, and 60 resulted

in injuries which were not fatal. Of these, 26 were upon the

Boston & Albany railroad and branches ; 10 upon the Boston

& Lowell and branches ; 9 upon the Boston & Maine and

branches ; 11 upon the Eastern and branches; 13 upon the Old

Colony and branches ; 8 upon the Fitchburg and branches

;

3 upon the Boston & Providence and branches; 3 upon the

Boston, Barre & Gardner ; 2 upon the New York & New Eng-

land, the Providence & Worcester, and the Springfield, Athol

& North-Eastern respectively. No other road reported more

than one for the year.
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The accidents to employes are classified as follows :
—

By coupling or uncoupling cars . . . . . .25
By overhead bridges . . . . . . . .5
By derailment of train . . . . . . . .21
By falling from cars in motion ...... 18

By various other causes . . . . . . . .26

Of these 95 accidents, 65 were to train-men, and 30 to vari-

ous other classes of employes. There have been fourteen cases

of collision reported, resulting in the death of 9 persons, and

injury to 13 otliers. Four cases of " derailment" of trains, other

than by collisions, none of which, however, resulted fatally to

any one, though 9 persons were more or less injured. The

total number of " train accidents " reported for the year was,

consequently, 18, by which 9 persons were killed and 24 were

injured.^

In the United States at large, the record kept by the Rail-

road Gazette, an annual resumS of which has been included in

each of the last four reports of this Board, shows, for the year

ending Sept. 30, 1877, a slight falling off in the number of

train accidents from the previous year, but the number of

persons killed and injured was much greater than for any year

since 1873.

This great fatality was caused, in part, by the failure of a

bridge on the Lake Shore & Michigan Southern railroad, at

Ashtabula, O., on the 29th day of December, 1876, by which

80 persons lost their lives, and 62 more were injured; by

neglect to fasten a drawbridge on the Long Branch line of the

New Jersey Central railroad, at Ocean Port, N.J., on the 9th

day of August, 1877, by which 5 persons were killed and 65

were injured ; and by the washing out, by a sudden freshet, of

a stone arch culvert on the Chicago, Rock Island, & Pacific

railroad, at Four-Mile Creek, near Des Moines, la., on the 29th

day of same month, by which 17 persons were killed and 36

were injured.

The accident at Ashtabula was attended with more serious

results, in loss of life and injury to persons, than any in the

1 See Appendix A for tabular statement. A tabular statement is given in

this appendix of all the accidents in this State reported to the Board in the

eight years from 1870 to 1877 inclusive.
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history of railroads ; and it is a singular coincidence that the

next most fatal accident in railroad history — that of Decem-
ber 18, 1867, known in the accident records as the "Angola
Horror," by which 70 persons lost their lives, and 40 were

injured— should have occurred upon the same line of railroad,

and at a distance of only 108 miles from Ashtabula.

The whole number of " train accidents" reported in the year

endmg Sept. 30, 1877, was 947

"Whole number of persons killed by such accidents . . 313

Whole number of persons injured by^such accidents . . 1,230

"Whole number of accidents causing derailment of trains . 897

Of the above accidents, 297 were due to collisions, classified

as follows :
—

Rear OoUision.— One hundred and seventy-seven, equal to 19.8

per cent of the whole number of derailments.

, Head Collision. — Ninety-eight, equal to 11 per cent of derail-

ments.

Grade Grossing Collision.— Eighteen, equal to 2 per cent of de-

railments.

Unexplained. — Four, equal to .45 per cent of derailments.

Besides the above list of " collisions," 600 accidents were
due to derailments of trains, &c., from various causes, classified

as follows :
—

Defective Way. — Such as broken switches, broken bridges, spread-

ing of rails, snow and ice on track, washing out of track, &c., 113

accidents, equal to 19 per cent of whole number.

Defective Moiling Stock— Engines and Cars. — Such as broken

wheels, broken axles, trucks, driving-wheels, tires, &c., 76 accidents,

equal to 13 per cent of whole number.

Carelessness. — Such as misplaced switches, drawbridges left open

or unsecured, rails removed for repairs, mistaking signals, and vari-

ous accidental obstructions, 107 accidents, equal to 18 per cent of

whole number.

Broken Bails. — Fifty-five accidents, equal to 9 per cent of whole

number.

Cattle on Track. — Forty-two accidents, equal to 7 per cent of

whole number.
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Malicious Obstruction.— Fourteen accidents, equal to 2 per cent

of whole number.

Land Slide.— Eleven accidents, equal to 2 per cent of whole

number.

Unexplained.— One hundred and eighty-one accidents, equal to

30 per cent of whole number.

Train Blown from Track.— One accident.

In addition to the above, there were reported 50 accidents to

trains, from various causes, which were not followed by the de-

railment of the trains. Of the 181 accidents from " unexplained

causes," the great part were probably caused by " defective

way," or " defective rolling stock," &c. In Appendix A may be

found a table of all these reported train accidents, with their

causes, so far as known, in detail.

The total number of accidents, the number of persons killed

and of those injured only, and the number of accidents causing

death or injury to persons as reported for 1873, 1874, 1875,

1876 and 1877, is given in the following table :
—

FoK THE Year ending Septembbk 30.

a i

rt ft

s §> a

1873,

1874,

1875,

1876,

1877,

1,3M

987

1,179

954

947

346

201

227

219

313

1,381

740

1,052

939

1,230

131

138

154

132

179

225

221

226

In the classification of collisions, the term " Head Collisions
"

includes all cases where trains were moving towards each other,

whichever end of the train might be foremost ; and the term

" Rear Collisions " covers all cases of trains running into either

end of a standing train, as well as into the rear of trains in

motion. The table also embraces accidents to construction

trains, and, generally, it may be said that a large disproportion

of the fatal accidents are due to such trains. It is not supposed
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that the list covers all of the minor accidents which have

occurred ; nor does it include the numerous accidents to persons

at grade crossings of highways, while walking upon tracks,

falling from trains, etc., etc., unless such casualty was caused

by or was the cause of a " train accident." Of all which were

of sufficient importance to be reported in any of the newspapers

of the country, the record is believed to be full and reliable.

W0E,KINGMB2?r's TRAINS.

The fifth year of the experiment in running the so-called

workingmen's trains was completed on the 1st of December.

Of the three trains of this description referred to in the last

report of tliis Board, that on the Old Colony road was discon-

tinued on the 15th of June last, after two full years of trial.

The following are the statistics in relation to it :
—
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continue it, and the number showed no signs of increase. It

was larger in the third month of the experiment than in any

other before it was brought to a close. The average number
of passengers to a trip was but 40, or less than enough to fill

one car. Under these circumstances it was apparent that the

conditions as respects population and employment in the dis-

trict served by this train were not such as required the peculiar

accommodations afforded by it.

Of the two other workingmen's trains, that on the Eastern

railroad between Boston and Lynn is the longest established,

and has been the most successful. During the last year the

rates of fare charged upon it were again raised, and they now
amount to 6 cents, instead of the original 5 cents, for a trip

between Boston and all points south of Linden (6 miles)

;

while between Boston and all points north of Linden, to Lynn,

the fare, which last year was fixed at 8 cents instead of 5, was

this year raised to 10 cents. As owing to the sharp' competi-

tion between the Eastern and the Boston, Revei;e Beach &
Lynn roads, the regular fare by all trains between Boston and

Lynn was, during a portion of the year at least, 10 cents, there

was no longer an inducement for any one to use, to or from that

point, the workingmen's in preference to the regular trains.

So far, therefore, as travel between Lynn and Boston was con-

cerned, the distinctive features of the train ceased to exist.

The use made of it during the last year was, however, still

very considerable, and much larger than during the year pre-

ceding ; while the receipts from it have increased very con-

siderably. The total number of passengers carried was 255,760,

of whom no less than 215,550 were to and from points between

Boston and Linden, a distance of six miles or less, at a fare of

6 cents a trip. The average receipts were $1.89 per mile run,

as compared with $L37 for the preceding year. The average

receipts per mile on all the passenger trains run on the

Eastern railroad was, during the year, $1.36 ; from which it

would appear that the workingmen's train earned 51 cents per

mile run more than the average. There were 407 passengers

carried to each trip, being more than enough to fill six cars.

Under these circumstances, as the result of five years' trial, the

Commissioners think it but reasonable .to say that the condi-

tions making it advisable to supply a workingmen's train in the

immediate vicinity of Boston do exist in a permanent form on
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the Eastern railroad. A population which the train accommo-

dates is already there ; and the fact that such a train is run, and

will continue to be run, undoubtedly is a great inducement

to the increase of that population.

The workingmen's train on the Boston & Maine road had

been running two full years on the 30th September last. The

results during that time are shown in the following table :
—

Number of Passengers for each Month of Operation.

MONTHS.
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who formerly purchased season-tickets at the regular rates. It

is claimed that during the last year the receipts from the sale

of regular season-tickets to and from these stations fell off

$4,863.81, while the receipts from the sale of tickets for the

workingmen's train increased $2,791. It is very possible that

there may be a connection between these two facts, though it

would be premature to conclude that such is the case without

first analyzing the receipts from all the points referred to, and

comparing them with the receipts from other points. During

the last year there seems to have been a general decrease in local

passenger earnings on all the Boston roads. The net decrease

from the towns referred to in the case of the Boston & Maine

road amounted to about 3 per cent. It may well be questioned

whether this is more than the average decrease which the

Boston & Maine suffered during the year in all branches of

its business. Indeed, the returns of that company indicate the

exact opposite to this. In place of the 3 per cent decrease,

which is here attributed to the presence of a particular train,

the aggregate falling off for the year in the total gross trans-

portation earnings of the Boston & Maine road from those of

the year previous, were 4.6 per cent; while as respects the earn-

ings from its general passenger business the case was still

worse. Those from the local passenger traffic fell off 6.1 per

cent, and those from the through passenger traffic 10.7 per cent.

So far, therefore, as the figures now in possession of this Board

would justify an inference, it would seem to be that the pas-

senger earnings from the points served by the Boston & Maine

workingmen's train had, instead of falling off unduly, sustained

themselves, for some reason, during the last year exceptionally

well.

There have been few matters connected with railroad experi-

ence in Massachusetts , during the last six years which have

excited so wide-spread an interest, or in regard to which the

members of this Board have received so many requests for

information, as these workingmen's trains. As, in view of the

length of time the experiments have now been on trial, it is

improbable that much space will be hereafter devoted to them

in the reports of this Board, the Commissioners take this occa-

sion to say something of their origin, and of their own connec-

tion with them. The idea of these trains, did not originate

with the Railroad Commissioners. It was borrowed from the
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Acts of Parliament and the experience of English railroads

having termini in London. The first measure looking to

their compulsory introduction on the Massachusetts roads was

brought forward by the Hon. Josiah Quincy, in 1871 ; but

no legislative action was taken upon it. The next year, how-

ever, a bill (Acts 1872, chap. 348) was passed, providing that

the railroads should run them in certain contingencies. At that

time this Board felt, and took occasion to express, grave doubts

whether there was any necessity for this legislation.^ The
conditions, both as respects population and social habits, which

had led to the establishment of these trains in England did

not, it was believed, exist here. Nevertheless, the law was

passed, and it only remained to do what could be done to give

the experiment contemplated in it a fair trial. As passed, the

law could not be made operative. No train ever has been, nor,

it is believed, ever would have been run under its provisions.

Taking advantage, however, of circumstances, this Board

induced the managers of the Eastern railroad to try the experi-

ment in the form in which it was tried upon that road. The
result was a surprise to every one. Subsequently, still through

the active intercession of the Railroad Commissioners, similar

experiments were tried on the Boston & Maine and the Old

Colony roads, with results which have, year by year, been

reported in detail.^

These trains have never been looked upon with favor by the

railroad corporations. By certain of them, also, the position

of members of this Board in relation to the matter has always

been misunderstood. A final attempt to make that position

clear may not, therefore, now be out of place. With the law

making the running of these trains obligatory, under certain

conditions, upon railroad corporations, the Commissioners had

nothing whatever to do. It was, however, a law,— a law passed

in opposition to their best judgment,— and it was merely

incumbent on them to secure for it a full and fair trial.

Thanks to the reasonable spirit shown by certain gentlemen

connected with the railroad corporations, it has had one. By
the results of that trial it can now be judged. Of the three

1 Fourth Annual Report (1873), p. 38.

2 Fourth Annual Report (1873), pp. 37-49
; Fifth Annual Report (1874), pp. 22-

27 ; Sixth Annual Report (1875), pp. 25-30 ; Seventh Annual Report (1876), pp. 52-

60 ; Eighth Annual Report (1877), pp. 37^:2.
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experiments tried, that on the Eastern Railroad resulted in a

surprising success ; that on the Boston & Maine in a reasonable .

success; while that on the Old Colony was a failure. The
legitimate conclusion, therefore, is that the conditions neces-

sary to the success of such trains exist on some of the Massa-

chusetts roads and do not exist on others. No demand for

them now exists, except in localities where there is a dense

population of laboring people. This is found on the Saugus

branch of the Eastern road, and, in a less degree, on the line

of the Boston & Maine road. The members of this Board

have, however, never looked upon these trains as a charitable

institution. They have seen no good reason why railroad cor-

porations, under our laws and system of government, should be

made to supply special accommodations, to their own detriment,

for any class of citizens, whether rich or poor. The grounds

upon which they have urged the establishment of these trains

have been of a wholl}^ different character. They have urged

them more especially on the ground of the pecuniary interest

the corporations had in furnishing them. They now believe

that the results of the experiments which have been 'made

afford satisfactory evidence that the view thus taken was sound.

No one, least of all those long concerned in the management of

suburban railroads, will dispute the proposition that a line run-

ning out of a great city, through a continuous village, is very

advantageously placed. It has a local business on which it can

depend. To build up these continuous villages along their

lines has for years been a great object among railroad managers.

In order to do this, they are glad to make favorable arrange-

ments with land companies and to grant permanent low rates

of fares. A service of cheap workingmen's trains is but an ex-

tension of this principle. A very striking illustration of how

far it can be extended, with results most beneficial to the rail-

roads, has recently been furnished in the immediate neighbor-

hood of Boston. It is an illustration of which this Board has

already made use in another connection.^ In 1869 a land

company was organized at Wollaston, a station about six miles

from Boston on the Old Colony railroad. In order to promote

building at this place, and to increase their receipts at the

station, which then amounted in all to but $2,100 a year, the

railroad company offered, not a cheajD train to it, but a free

1 Third Annual Report [1872] pp. 99, 100.
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pass during three years for one person dwelling in every house

which might be erected there. Within two years, though one

person from each house travelled free, the* receipts at the station

had risen threefold, from |2,100 to $6,300. That was in 1871.

Since then they have again more*than doubled, and during the

last year they amounted to $13,600. This is the principle,

carried one step further, upon which the Commissioners have

urged the running of workingmen's trains. It is useless to

begin to run them as a weak experiment, to be soon abandoned.

To induce settlement, they must be an assured permanence.

They should also, to insure success, be connected with cheap

land companies. In view of the results already arrived at, the

members of this Board can entertain no doubt that any corpo-

ration operating a railroad leading out of Boston, which estab-

lishes a workingmen's settlement on its line, on the cheap-train

principle, would secure for itself, and that not remotely, a

great financial success. As an inducement to people to make
their homes there, the assurance would have to be given that a

workingmen's train, at the lowest possible rate of fare, should

always run from and to the place. From that train itself the

corporation would neither expect nor seek to realize any profit.

So much of carriage would be given at cost. Then, however,

comes the other side of the question. Every village on the

line of a railroad makes traffic for it in innumerable ways.

Those who travel to and from their work at cost would have

families. These families have to use the railroad for every

purpose of life. In the case of the WoUaston settlement in

1871, when one person from every house travelled free, rep-

resenting no less than $4,700 a year at season-ticket rates

which the corporation gave way,— at that very time the other

travel, which those holders of free passes brought with them,

increased the money receipts at the station by $4,200,— just

doubled them. The statistics of our railroads show that every

human being, man, woman, or child, living along their lines,

pays to them in some form an annual average of $17.60. A
suburban settlement, therefore, built up by the assurance of a

permanent workingmen's train, represents a great deal of busi-

ness to the railroad besides that which is done at cost on that

train. Indeed, the last is a very small item of the whole. It

represents to a railroad corporation far less than the amount
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which every enterprising shopkeeper expends, as a matter of

course, in advertising his goods.

These are the grounds upon which the Commissioners have

always urged the running pf these trains. That the conditions

for making them immediately successful exist everywhere, no

one for a moment supposes. They must, of course, be estab-

lished with judgment, and run permanently. Even upon the

Mattapan branch of the Old Colony, however, unsuccessful as

the experiment there tried has proved, the Commissioners are

confident that, under slightly different circumstances, a wholly

different result would in a reasonable time have been arrived

at. As at WoUaston, the train should have been the adjunct of

a settlement. One or several large tracts of land should have

been brought into the market as sites for cheap homes for

laboring people. Assured of permanent carriage at fixed hours

from and to these homes at the lowest possible rates of fare,

people would gradually have gone there to live. Continuous

villages would have sprung up. It is, of course, no part of the

bu'siness of railroad compani-es to lay out villages on specula-

tion. This, however, the Old Colony did not do in the case of

Wollaston. It merely put the additional inclucement in the

hands of the land company to advertise with. It made, also, a

great deal by the operation. It is very difficult to see why a

somewhat similar inducement put in the hands of a somewhat

similar company at another point should not in time result

equally well. In view of the experience of the Eastern and

Boston & Maine roads, the members of this Board do not see

how any one can doubt that in the vicinity of Boston there is,

especially at the present time, a great need of just this sort of

accommodation. There is a large and growing class which will

seek to establish itself on that road which promises to supply it.

Under these circumstances, and feeling, as they do, that in this

matter the interests of the community and the corporations are

identical, the Commissioners would very much regret being

obliged to report the discontinuance of these trains on either of

the lines upon which they are now running.

The 1876-7 Raileoad Strikes.

A special report in relation to the strike of locomotive engin-

eers and firemen in the employ of the Boston & Maine Railroad
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Company was submitted to the Legislature by this Board on the

21st of February last, and referred by it to the Joint Committee

on Railways.^ Subsequently, on the 20th of March, the com-

mittee reported, a bill in general confprmity with the recom-

mendations of the Board, while a minority report and bill,

based upon different principles, were at the same time presented.

Both bills were rejected, after some discussion, on the assump-

tion that the Boston & Maine strike was a wholly abnormal

affair ; that another occurrence of the same sort was extremely

improbable ; and that, consequently, no additional legislation on

the subject was called for. This view of the matter was not

taken in several other States ; and in Connecticut, particularly,

the bill rejected here was passed exactly as it ^came from the

committee, and is there now a law.

Great, however, as was the interest excited by the Boston &
Maine strike at the time it occurred, its full significance and,

important bearing on subsequent events, not only in Massachu-

setts but throughout the country, became apparent only at a

later period. It was, in fact, one in a closely-connected series

of movements which culminated in the memorable labor dis-

turbances of last July. Not that this series of movements took

place in fulfilment of any preconceived plan, or was at any

time ordered or directed by a real or nominal leader. Of this

there is no evidence whatever. But the fact that, at the close,

these movements were not, in attempt at least, so directed, was-

probably largely due to the disastrous failure of the strikers

in their struggle with the Boston & Maine. That strike was, as

is now known, one of seven which preceded the final outbreak

of July, six of which originated in the same trades-union, and

all of which took place within the brief period of seven months

and five days, between August 9, 1876, and March 14, 1877.

The following is the order of their occurrence :
—

(1.) On the 9th of August, 1876, a strike broke out among
the freight brakemen on the Ohio & Mississippi railroad, at

Seymour, Ind., and rapidly extended over the entire line. The

whole movement of freight was stopped, and a vast amount of

damage ensued to live stock and merchandise of a perishable

nature then in course of transit. Passenger trains were allowed

to proceed. In Illinois, the assistance necessary to preserve the

peace was furnished to the local authorities by the governor of

1 Legislative Documents, 1877. House, No. 102.

6
•
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the State ; but in Indiana no attempt seems to have been made

to check the disposition to riot. The strike was caused by an

attempted reduction of wages, and was aggravated by the fact

thai, owing to the financial embarrassments of the company,

the pay of its hands was akeady in arrears. It lasted one

week, being brought to a close through concessions made by

the company on August 16. This strike did not originate

among the engineers of the road, nor did the Brotherhood of

Locomotive Engineers take any part in it.

(2.) The strike of October 23-4 on the Central Railroad of

New Jersey was the first of that remarkable series, seven in

number in less than five months, which originated Avith the

Brotherhood of Locomotive Engineers. All of these, except

the last, broke out in the same way, were conducted in the

same way, and bore strong evidence of being parts of a con-

certed plan working to one given result. The characteristics of

these strikes were unmistakable. There was a perfect organ-

ization ; and once they were decided upon they were carried

out with promptness and decision, regardless of public incon-

venience or private loss. That on the Central of New Jersey

was occasioned by a reduction of pay," the wages of the hands

being already largely in arrears and the company in serious

financial difficulty. The employees also complained that they

could obtain no redress of their grievances, nor even a hearing

by the officials. The services of Mr, P. M. Arthur, Grand Chief

Engineer of the Brotherhood, were called for, and a note,

exactly identical with that subsequently addressed by him to

the president of the Boston & Maine, and which was printed

in the special report of this Board, was sent to the president of

the Central. As this did not lead to the desired result a strike

was authorized at once, and the corporation was notified that,

unless the concessions asked for were made, the men would

leave their engines at 12 o'clock that very night. A request

for further time was rejected, and at midnight of October 23-4

every train on the road was hauled to the nearest siding and

the locomotives abandoned, their fires being first drawn. On
the morning of the 24th, not a wheel was in motion on the

entire road. As the Central of New Jersey, in addition to

being a heavy carrier of coal, is one of the great suburban lines

running out from New-York city, the immense public and

private inconvenience occasioned by this sudden stoppage of



18T8.] PUBLIC DOCU;^IENT— No. 29. 43

all movement over it can be imagined. In addition to this,

however, the strike took place in the midst of the heavy Cen-

tennial Exposition travel of that season, and great hardship was

suffered by those who chanced to be in the abandoned trains.

The strikers succeeded in baffling all attempts on the part of

the corporation to supply their places ; and it was not until the

afternoon of the 24th that a few passenger trains could be got

in motion, the locomotives of which were run by the master

mechanics and foremen. Under these circumstances the offi-

cials deemed it inexpedient to attempt any further resistance,

and accordingly all the demands of the engineers were acceded

to. The men then returned to work, and, after a suspension of

twenty-four hours, traffic was resumed on the morning of the

25th.

(3,) The next strike in order of time— that on the Cairo &
St. Louis road— took place at 6 o'clock on the evening of

November 16. The company was in great financial difficulty,

and the pay of the men, though already in arrears, had been

reduced. One of the engineers declined to serve on the

reduced pay, and another man was employed in his stead

who was obliged to run his train under the protection of the

police. Grand Chief Engineer Arthur was then sent for by

the Brotherhood men, and an interview took place between him

and the General Manager of the road, with no definite result

;

except that assurances seem to have been given that no strike

would take place without a sufficient notice. Mr. Arthur then

apparently left St. Louis, to attend to other matters arising

out of a similar complication in Georgia. After his departure,

the ill-feeling continued to increase and the engineers were

consequently discharged, their places being filled by others,

until but three of the original men remained. One of these,

on the afternoon- of the 16th, in company with a discharged

engineer, went to see the General Manager and notified him

that, unless all those who had been discharged were restored

to their former positions and rates of pay before the reduction,

all movement on the road would be stopped at the expiration

of two hours. These demands were at once rejected, and at

the time named the disturbances began. The proceedings of

the strikers were riotous and lawless in the extreme. Trains

were stopped and engines disabled, while the engineers were

driven off and beaten. Forcible possession was taken of the



44 RAILROAD COMMISSIONERS' REPORT. [Jan.

depot, yards and machine-shop at East St. Louis ; the tele-

graph wires were cut, and the property was injured where it

could not be destroyed. The rioters then crossed over into

Missouri, where, however, a number of them were arrested and

subsequently tried, under indictment, and convicted.

The company had, in this case, no difficulty in supplying the

places of the strikers, though, owing to the damage done to

depots, yards and rolling stock, traffic was not fully resumed

for several days. Except in so far as loss of business and

injury to property were concerned, ' the strikers wholly failed

to accomplish their object, as they were neither reinstated

themselves nor were the original rates of pay restored.

(4.) While one Brotherhood strike was culminating on the

Cairo & St. Louis road, another Brotherhood strike broke

out on the Georgia road. The difficulty here originated in a

reduction of the pay of the lower grades of engineers, and in

the dismissal, for the purpose, as it was claimed, of creating

vacancies, of older engineers of the higher grades. Notice

of an intention to strike was served on the company at half-

past 10 o'clock P.M. of November 14th, and at 1 o'clock A.M.

of the 15th the engines were abandoned exactly where they

then stood, and all movement on the line ceased. The places

of the strikers were at once supplied by the company, and,

after a delay of eighteen hours, passenger trains were brought

in. Negotiations were opened, and the men returned to work

at 7 o'clock on the morning of the 18th, none of iheir demands

having been complied with. This strike was an almost exact

repetition of that on the Central of New Jersey, though it

failed in its object so far as any restoration of wages was

concerned. Inasmuch, however, as the men were permitted to

return to the service of the company, it might, perhaps, be

considered, on the whole, as an indecisive trial of strength.

(5.) The Grand Trunk strike took place on December 29,

1876, and was brought to a completely successful close on the

succeeding 3d of January. It was purely an engineers' strike, and

was conducted under the personal supervision of Grand Chief

Engineer Arthur. The difficulty originated in the discharge by

the company of certain of its engineers, members of the Brother-

hood. Notice of an intention to strike at 9 p.m. of that day,

unless the required concessions were previously made, was

given to the officials at 7 p.m. of December 29, and at the hour
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named every train in motion on that portion of the line west

of Montreal was stopped, and the locomotive fires drawn.

This made a complete block, as the road had but a single

track ; and the difficulty of the situation, so far as the company

was concerned, was further aggravated by a heavy snowstorm.

The next day an attempt was made to get the trains in motion

in charge of new men, but these were assaulted and driven

away, while the engines were run off the track and snow-'

ploughs put across it. The round-houses, also, were in the

hands of the mob. This condition of affairs lasted until the

8d of January, when the company gave way, yielding all

the points at issue. The success of the strike was complete,

the company even repaying to Grand Chief Engineer Arthur

the expenses he had incurred in coming to Montreal to direct

operations against it.

(6.) Next in order of time was the Boston & Maine strike

of February. This originated with the Brotherhood of Loco-

motive Engineers, and no other employes of the company,

except the firemen, were implicated in it. The facts connected

with it were set forth in the special report of this Board, already

referred to. It differed in no essential respect, except its results,

from the numerous preceding strikes which have been described.

(7.) The strike upon the Philadelphia & Reading road of

April 14, though a Brotherhood strike, was peculiar in sev-

eral important respects. It was to a degree forced upon those

who took part in it. This company, like the Grrand Trunk
and Central of New Jersey, was in an embarrassed condition

financially. Under these circumstances, on March 15, a de- .

mand was made, through a committee of the engineers, for a

20 per cent increase of pay. It is not probable that those

making this demand ever supposed that it would be complied

with, but it was intended rather as a foil against a further re-

duction, of some other hostile action which it was supposed the

management had in view. In any event the offer was rejected,

and on March 27 a notice was served upon every locomotive

engineer in the company's service, calling upon them to decide

at an early day whether they desired to remain in the employ

of the Reading railroad or in their Brotherhood. They were

not to be permitted to do both. This vigorous action on the-

part of the company forced an issue upon its engineers which

they seemed ve^y reluctant to accept. Their signal failure in
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Boston had not been without its influence on the leaders in the

Brotherhood, and they no longer acted with decision. It was

not, therefore, until April 14 that any thing further was done,

when, finding the officials of the company fixed in their deter-

mination to compel a choice between its service and the Brother-

hood, a committee requested an interview. This was granted,

and took place on the evening of the 14th. A revocation of

the order in regard to leaving the Brotherhood, together with

the immediate reinstatement of all the men who had been dis-

charged, was then demanded and at once refused. The strike

was thereupon ordered and took place at 12 o'clock the same

night. In the circular of the committee to the engineers,

however, it was especially stated that " all trains on line of road

at that time must be taken to destination." For the first time

the moral obligation of an engineer not to desert his train at

any point and under any circumstances was recognized. This

strike, like that on the Boston & Maine, was a complete failure.

The company during a few days suffered great annoyance and

delay in the operation of its road, but the vacancies were rapidly

filled and the train movement soon went on as usual.

(8.) No other strike took place until that which began on

the evening of July 16 upon the Baltimore & Ohio road. This

broke out among the freight brakemen. On the 19th it ex-

tended to the Pennsylvania road, and the next day culminated

in the riots at Pittsburgh. From the Pennsylvania road the

disturbances spread rapidly over an entire belt of countr}^ from

New York to Texas, but without affecting New England or the

States of the South and South-East. They lasted through

twelve days, and came to a close on July 27.

As the railroads of Massachusetts, in common with those of

all the New England states, fortunately escaped any participa-

tion in this great disaster, it is not necessary to here enter into

details respecting it. One fact, however, is especially notice-

able. While the strikes which immediately preceded that of

July were almost uniformly the work of a Brotherhood or

Trades-Union, and were conducted on a system which clearly

indicated their common origin, the July disturbances them-

selves seemed to originate without any plan and were certainly

developed subject to no direction. They were a sudden and

unregulated outburst of rioting. The Brotherhood of Loco-

motive Engineers in particular, as an organization, took no part



1878.] PUBLIC DOCUMENT— No. 29. 4T

in them. The important fact that it did not, and that the

disturbances failed to extend into New England, was unques-

tionably due to the result on the 'Boston & Maine. There

can be no doubt that the spirit which led to the July troubles

was in February quite as fully developed in Massachusetts as it

was anywhere else, except in Pennsylvania. Certainly the

suffering was as great, and the number of those seeking em-

ployment was not less. There can aiso hardly be any question

that if the Boston & Maine strike had been delayed until July,

instead of occurring in February, it would rapidly have ex-

tended over all the neighboring lines, the engineers of which

at the time it did occur, as was then well known, actively

sympathized with it and freely discussed the propriety of

striking, not on account of any grievances of their own, but

simply in aid of it. It was most fortunate, therefore, that the

Boston & Maine affair took place when it did and terminated as

it did ; for it not only checked the disposition to unquietness in

New England, but it destroyed the prestige and so broke the

power of the Brotherhood, which, but for it, would probably

have proved the most dangerous element in the subsequent

and far more serious July disturbances. Cri]3pled by the dis-

astrous results of its action in the case of the Boston & Maine,

the power of the Brotherhood of Locomotive Engineers, as an

organizer of strikes, was utterly destroyed in its conflict with

the management of the Reading road. In both cases those

controlling the association had pledged it to support its mem-
bers until they could secure other employment, in case the

strike they had undertaken should fail. It was loudly asserted

and generally believed that its resources were ample for that

purpose. The result, however, revealed the fact that in this

respect it was a thorough imposition. It had no such resources

at its command, and was utterly unable to make good its prom-

ises. Even before the Reading strike took place the unfortu-

nate men who had, in reliance upon it, participated in that

on the Boston & Maine, found themselves almost at once left

to provide for themselves. The Reading strikers then shared

the same fate. After this, of course, it would have been use-

less for the Brotherhood of Locomotive Engineers to pretend

to ask any one to place reliance upon it. Had, however, the

disturbances of July found this association flushed with the

success of its victories over the Central of New Jersey "and
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the Grand Trunk, full of confidence in itself and faith in its

leaders, both its capacity and its readiness for mischief could

not, judging by its proceedings during the four months prior to

February last, easily be overestimated. Fortunately that was

not the case, and it now only remains to be seen whether in its

original and better capacity of a benevolent and provident asso-

ciation it will prove more reliable than it has in its character

of a disorganizer of labor*

Meanwhile the Massachusetts statute relating to the obstruc-

tion of railroads as the result of labor combinations, remains

exactly as it was prior to February last. It was then found

to be wholly ineffective. There is now, undoubtedly, little

disposition to revise it. The disturbances of Jul}^, as well as

the rapid series of strikes which preceded them, are all over,

and the subject is one which nobody greatly cares to dwell

upon. It is, therefore, asserted that those troubles grew out of

an exceptional state of affairs, which is unlikely to exist again,

and that it is not necessary to provide in any way against a

recurrence of them. This view of the matter, unfortunately,

is not confined to legislators : the corporations themselves also

seem disposed to settle comfortably down into it. During the

strikes, and for a short time after them, they took a different

view of the subject, and evinced an earnest desire to at least

supply that need of provision against sickness, accident and

death, to which the very nature of their occupation renders all

railroad employes peculiarly liable, through some other medium

than trades-unions and brotherhoods. One or two corporations,

indeed, took some steps m that direction ; but as the sense of

immediate danger has passed away, the desire of doing any-

thing more to avert it in future has become perceptibly weaker.

From both points of view, therefore,— that of the legislator

and that of the railroad 'official,— it is a question of some

interest whether strikes among railroad employes and the con-

sequent desire in aid of the strike to paralyze for the time

being all railroad movement, did, after the July disturbances

died out, become a danger wholly of the past. The members

of this Board cannot see any grounds for arriving at this con-

clusion. There was, undoubtedly, at the time and just after

those troubles, as there always is in connection with such star-

tling events, a very great amount of crude thought and general

fooUshness given utterance to through the press, from the pul-
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pit, and at political conventions. Many people thought they

saw in that movement a social and financial significance which

it possessed only in their own imaginings. Their excesses of

thought and speech are now consequently leading to the nat-

ural reaction in the public mind. People no longer give to

those events even that amount of thoughtful consideration

which they do undoubtedly deserve. From being looked upon

four months ago as an incipient revolution, they are now
ignored as if they had scarcely reached the dignity of a local

street- riot.

The cause of the July riots does not need to be sought far.

They were the sudden, violent protest of men who felt the

hardships and privations incident to four years of continually

increasing business depression, but who did not reason over

them. They had suffered and were suffering, and that cruelly

;

and they rebelled against it, without asking themselves whether

their rebellion was in any way going to help matters. In this

respect those disturbances differed radically from the previous

strikes, which partook. far more of the character of pure trade-

unionism. They all, however, inflicted great loss and incon-

venience on the public at large, through injury and obstruction

to its railroad system ; and it is very difficult to see why a

recurrence of that injury and loss should not be regarded

among the probabilities of the future. Certainly the under-

lying causes, whether traceable to the privations incident to

hard times or to the spirit of trades-unionism, are not likely t©

disappear. Strikes concerted to secure a rise in wages Osre

hardly less common than those designed to prevent their reduc-

tion; and once the trades-union spirit takes possession of any

class of employes, the experience of other countries tends to

show that occasions favorable for its manifestation are never

wanting.

Under these circumstances, the position taken by this Board

in consequence of the Boston & Maine strike was simply this,

and upon it they based their recommendation that the existing

laws in relation to obstructing railroads should be revised and

made much more effective. They did not look at the question

of employer and employ^— labor and capital— at all. From
their point of view the railroad corporations were certainly

entitled to no particular sympathy, as it was clearly through

their own short-sighted and often selfish policy that any cause

7
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for apprehension existed. They had the power to identify •

th^ir armies of employes more closely with themselves, and

they have it now. If they do not care to exercise that power,

so far as the consequent injury falls on them they ought to be

made to bear it. From every point of view they are amply

able to take care of themselves, and there is no particular cause

for apprehension on their account. Their failures have not

generally been found to lie in that direction. Unfortunately,

however, the disastrous consequences inseparable from any

obstruction of their business do not fall wholly, or even in

the greatest degree, on them. It is a contingency in which the

rights of the public are deeply involved, and these, at least,

ought to be considered and protected if possible. To a modern

community the unrestricted and reliable movement of trains

upon its railroads is as essential as the even flow of blood

through his arteries and veins is to an individual. Massachu-

setts, and especially eastern Massachusetts, has during the last

forty years been built up in absolute reliance on that unres-

tricted movement. A very well-developed earthquake not of

the first class would hardly occasion more alarm, and would

certainly occasion far less inconvenience within a radius of

twenty miles of Boston than the general stopping, even for one

day, of the train-movement on the railroads. The people

depend upon that daily movement just as much as they do

upon their daily bread ; and, indeed, to be deprived of the for-

mer may well occasion the loss of the latter. Railroad employes

had and have a right to leave the service of the railroad cor-

porations. They could and can leave it alone or in a body, at

one time or at different times. They did not, however, in

February, nor do they now, have any moral right to abandon

trains in mid-journey, or to in any way molest others or con-

spire to prevent their doing the work which they themselves

refuse to do. This surely ought to be law, though in Massa-

chusetts it is not.

On the other hand, in the opinion of the members of this

Board railroad corporations were and are under an equally

strong obligation to operate their roads and to keep their trains

in motion. They had no right in February, nor have they any

now, to even threaten that in certain contingencies they

would cease to do so. If they should cease to do so, then, as.

had been done in other States, the roads must, in the interest of
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the public, be operated by the executive or by the courts.

Operated by some one, however, they must and should be.

These views would probably still be regarded as sound ^by

most people. It is certainly, however, worthy of notice, that

the recent strikes and railroad disturbances have conclusively

shown that under the law, as it now exists, they are not practi-

cal.- Through those strikes and those disturbances two points

were brought into distinct prominence, and may even be said

to have met with popular acceptance. In the first place, as

respects the arresting the movement of a railroad in conse-

quence of a strike and the holding it at a stand-still through

bribery and intimidation, or the refusal of an adjoining road to

permit an exchange of traffic,— of all this state 'laws take no

cognizance. Except in the contingency of direct rioting or

obstructing the carriage of United States mails, the Commis-
sioners are not aware that any of the numerous strikes which
took place within the last two years have led to prosecutions.

In several cases, indeed, it was especially agreed, before the

strikes terminated and as one of the conditions of terminating

them, that all prosecutions should be discontinued. The rights

of the public were ignored, and the injuries inflicted upon in-

nocent third parties were disregarded ; the prosecuting officers

acquiescing when what should be a felony was thus compound-
ed. During the July riots, as is matter of common knowledge,

,
the State law and authorities were treated with contempt ; nor

do they yet seem to have furnished any evidence that this con-

tempt could not be indulged in with impunity. In several

instances trains furnished and manned by strikers to carry

United States mails were searched before starting to see that no
passengers by any chance had concealed themselves in them.

Passengers travel under the supposed protection of State laws.

So, on the other hand, as respects the obligations of the

railroad companies to keep their trains in motion under all

circumstances. During the Boston & Maine strike great

indignation was excited by a mere rumor that a director of the

corporation had declated that sooner than submit they would
house their locomotives. At the subsequent committee hearing

members of this Board referred to this threat as one placing the

corporation in a wholly untenable position. Yet this is exactly

the position to which all the railroad corporations either had
recourse, or stood ready to have recourse, in July ; and which
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the public found itself compelled to accept. In view of the

events of the last year, it is perhaps well for community and

legislature to have a clear understanding on this point. Had
the strike in July broken out in Massachusetts, the corporations

upon whose lines trouble occurred would undoubtedly have

fallen back upon the fact that the existing law was inadequate

to protect them in the conduct of their legitimate business as

common carriers, and they would accordingly have housed their

locomotives and stopped operating their roads until they felt

assured that they would be protected. They would have felt

no such responsibility and made no such effort as the Boston &
Maine company felt, and consequently made, so recently as the

previous February. This also will be the course adopted by

railroad corporations in the case of any future strikes, if the

law in regard to the obstruction of railroads remains as it now
is. The corporations will act precisely as if they were manu-

facturing companies. They will keep their wheels in motion in

so far as they can command the necessary force, and are secured

from molestation. They will not consider themselves bound to

keep them in motion in any event, and to submit, as the Central

of New Jersey and the Grand Trunk did, if they cannot at

once show themselves masters of the situation. In this respect,

therefore, the events of last July practically tended towards

strengthening immensely the position of the railroads in case of

future difficulties. At the same time the position of the public

was correspondingly weakened. The corporations no longer

regard themselves, and, indeed, are no longer regarded as quasi

public agents. In case of strikes they are subjected to the same

dangers as merely private companies, and are consequently

entitled to protect themselves in the same way in which private

companies do, regardless of the necessities of the community.

As the last, under such circumstances, quietly close their doors

and wait, the first will quietly house their locomotives and

wait'. This, however, is the exact position which the members

of this Board were and are unwilling to allow the corporations

to occupy ; and that they might have no excuse for occupying it,

it was proposed to revise the law which guaranteed them a

special protection as public agencies. Then, every reasonable

safeguard being supplied, they might justly and properly be

called upon to keep their roads in regular operation under any

and all circumstances.
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The events which have taken place since February last have

only served to confirm these views, and consequently the Com-

missioners cannot but think, as they then did, that the statute

provisions in relation to the obstruction of railroads and the

molesting of corporations while engaged in the peaceful opera-

tion of their roads stands in urgent need of careful revision.^

In consequence of the events which have just been referred

to, the existing relations of the railroad companies and their

employes have of late been the subject of much earnest discus-

sion. A great deal of sharp and, in most cases, very ill-con-

sidered criticism has been given utterance to as regards them.

Judging from the comments of one class of authorities, it would

be inferred that the labor outbreak of July was the wanton and

unprovoked display of a deep-rooted agrarian and communistic

spirit. In it the influence of the International was easily to be

traced. It was not the railroads : it was law, order, and prop-

erty which were assailed. Meanwhile, on the other hand, an-

other class have seemed disposed to maintain that railroad

corporations existed and that railroads were operated, not to

transport for hire persons and property, but to furnish occupa-

tion at comfortable wages to a large and estimable class of the

community who officiate in various capacities as their employes.

From the utterances of these persons it would naturally be in-

ferred, also, that those employes were a peculiarly down-trodden

race, subject to every outrage within the perverse ingenuity of

" soulless " corporations to devise. The disturbances of July

were, accordingly, solely due to the fact that the oppression to

which the members of this class was subjected became at last

unendurable.

The Commissioners have necessarily given some attention to

this subject. They have arrived at certain conclusions in

respect to it ; and in view of what has already happened and

of what may hereafter happen, the}^ take this occasion to state

what some of those conclusions are. In the first place, there

seems to be no ground whatever for the impression which so

generally prevailed during a portion, at least, of the last sum-

mer, that the employes of the railroad corporations were espe-

cially underpaid, or felt the pressure of the times more than

1 The draught of the bill revising the law referred to, which was prepared by
this Board and reported by the majority of the Joint Committee on Railways,

will be found in Appendix B of this Report.
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others of what is called the wage-earning class. On the con-

trary, it is apparent that their situation, though by no means

free of hardship, had been exceptionally favorable. Their

wages had, indeed, been reduced, in many cases more than

once ; but their employment was permanent. Wages of some

kind they did earn. Unlike mills, factories, mines and fur-

naces, the railroads did not and could not stop. The hands

engaged in operating them were not dismissed or thrown

wholly on their own resources. Nor this only. In many cases

where demands were made for higher wages, and strikes

actually took place, the wages of those making the demand or

engaged in the strikes had been reduced far less than the profits

of their employers. In the case of the Boston & Maine road,

for instance, dividends had been reduced 40 per cent, when
wages had been reduced only 10 per cent. A careful examina-

tion makes it evident that this was true generally. Taking

the roads of Massachusetts as a whole, it appears that, since

1873, the amount annually paid out as dividends on stock has

decreased 25 per cent, and the average rate of annual dividend

has decreased 29 per cent. During the same time the number
of persons in the employ of the corporations has hardly been

decreased at all,— but 1,119 out of 20,182 ; while, so far as can

be ascertained, wages have in no case been decreased more than

18 per cent, and, upon an average, not more than 15 per cent.

This, probably, cannot be said of any other equally large class

of wage-earners in the State. Of the country at large and the

railroad system as a whole we are without any reliable basis of

computation ; but, taking the best approximate results which

can be deduced from such figures and returns as are accessible,

it would seem that since 1873 the wages of skilled workmen—
where they could procure work at all— have fallen off from 30

to 50 per cent, or, upon an average, about 37 per cent. As
respects common laborers, the falling-off has been about the

same. The wages of those temporarily hired by railroad cor-

porations are, of course, fixed by the open market rates. They

are the wages of common laborers. Those in the permanent

and regular employ of the companies, such as conductors, en-

gineers, firemen, brakemen, etc., occupy a different position

;

and during the last four years the average of their wages seems

to have been reduced about 20 per cent. Meanwhile such por-

tion of the profits of operating the railroad system as accrue to
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stockholders has undergone a much greater reduction in the

country, as a whole, than in Massachusetts. In Massachusetts

the amount of this reduction, it has already been stated, was 25

per cent. In the country at large, it is safe to say the average

has been not less than 50 per cent. The conclusion would,

therefore, seem to be, that since 1873 the reductions made in

the wages of those in the permanent employ of the railroad

corporations, and which led to the strikes of July, have under-

gone a little more than half of the average reduction to which

skilled and ordinary laborers have been forced to submit in

open market, and considerable less than half (two-fifths) of the

average shrinkage in dividends sustained by stockholders.

While, therefore, it is wholly undeniable that the severe

business depression under which the country has been laboring

throughout the last four years has pressed heavily on those in

the employ of the railroad corporations, and that their wages

have been reduced to a point which has deprived them of many
of those desirable comforts to which, during better times, they

had grown accustomed, there is no evidence whatever that

their share of the common burden had been peculiarly unbear-

able. They suffered ; and, during the last four years, there are

few who have not. But the charge which was so commonly

and so loosely made,— that the railroad corporations had, in

their dealings with their employes, evinced a peculiarly soul-

less, or grasping disposition,— is wholly unsustained. This

was conclusively shown by the eagerness with which situations

under them, even on the reduced scale of wages, were and are

sought. Indeed, in spite of class obloquy, the places made
vacant in the course of the several strikes were uniformly and

instantly filled.

On the other hand, the Commissioners, in the course of their

investigations, have been equally impressed with a conviction

that, in dealing with their employes, the larger corporations

have been far from availing themselves of all the means easily

at their disposal to establish and cultivate that sense of a com-

munity of interest which is, after all, the best safeguard

against conflicts between labor and capital. This is a matter

beyond the reach of law, but one, nevertheless, in which the

community has a deep interest. Great corporations, which keep

thousands of men in their permanent employ, should surely

long before this have realized that their service was something
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more than a mere engagement from day to day, liable at any

time to be broken at the will of either party. Under such

circumstances, employer and employed should feel that each

has a hold on the other. The payment of the daily wages, or

the performance of the daily labor, ought not to constitute an

equivalent in full for all claims. In the case of the larger

corporations, at least, their service should partake more of

the character of permanence, guaranteeing to them, from the

strongest motives of self-interest, the fidelity of their employes.

The means through which this could be brought about, but of

which the corporations have hitherto conspicuously failed to

avail themselves, are sufficiently obvious.

What all men most desire, especially where they are engaged

in an occupation involving danger of injury or death from acci-

dent, is a sense of permanence of employment, hope and expec-

tation of preferment, with a certain provision against sickness,

disability, or death. None of these does the service of the

railroad corporations, as at present organized, undertake sys-

tematically to furnish. This is especially manifest in the case

of provision against sickness or death. It is the absence of

any provision of this sort also which has led to the organization

of these brotherhood and other associations for mutual protec-

tion, which, perverted from their original object, have proved,

and always will prove, the hot-beds of strikes. When the em-

ploy^ cannot get that assurance which it is the essence of

human nature to covet inside of the corporation, he will

assuredly, if he can, get it elsewhere. This the railroad officials

do not deny ; but, pressed by other claims on their attention,

they are slow to devise or adopt any remedy for the evil.

It would appear, therefore, that there does exist great need

of a comprehensive reorganization of the railroad service, in so

far as the relations of the corporations with their employes are

concerned. That re-organization should apparently be based

on four simple principles :
—

(1.) The establishment of a service having, in case of good

behavior, all the elements of permanence, and in which an

esprit de corps should be sedulously cultivated.

(2.) A gradual and reasonable increase of wages during

active employment, based upon good behavior and the length

of continuous service in any one grade.
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(3.) A provision directly or indirectly assured against death

or disability, whether from sickness, accident or old age ; but

in any event within the corporation.

(4.) The right to a hearing before a committee of the direc-

tion in case of those once enrolled on the permanent staff,

before being liable to arbitrary dismissal from the corporation's

empfloy at the will of any subordinate official.

Great progress in the direction of all these reforms has

alread}^ been made. It can, however, scarcely be hoped that

they will be fully brought about except through a slow process

of growth. There is, in the first place, a strong opposition

which has to be overcome, which takes form in the cant phrase

that each attempt to organize labor has something of a mon-

archical tendency about it,— that it is opposed to the spirit of

American individuality and independence. The simple fact is,

however, that the right to do as one pleases and to change

occupation weekly or yearly, though unquestioned in theory,

is in practice not consistent with a highly-organized indus-

trial system. It may have been very well once, but it is

so no longer, and bids fair to become less so year by year as

the country grows older and the order of things more firmly

established. This is yearly becoming more apparent as re-

spects the first of the four principles above referred to as

those upon which any reorganization should be based. The

service of many of the corporations is already permanent in

fact, though very rarely is that permanence established on any

recognized system. That is, the engagement is simply one of

salary or wages in the position occupied. The idea of a service,

with all its connections and possibilities, is rarely developed

;

while even less is done to foster that spirit of pride, interest

and even affection in the service, which is so peculiarly char-

acteristic of soldiers as respects their regiments and batteries,

or even of firemen as respects their machines. Take, for

instance, the simple matter of uniform. As every one who has

ever had any experience with organized bodies of men must fully

realize, a uniform when once made distinctive rapidly becomes

a most powerful incentive, not only to neatness but to dis-

cipline and esprit de corps. This is true of all organizations,

from the national army down to the village engine company.

That he has disgraced his uniform is the greatest reproach

which can be flung at the average man who wears a uniform.



58 RAILROAD COMMISSIONERS' REPORT. [Jan.

Yet this simple and familiar fact has been taken advantage of

by only one corporation in Massachusetts, and by it but in part.

Yet, so far as the public is concerned, there are at least as good

reasons to urge why railroad officials should be uniformed and

designated as have proved conclusive in the case of the police,

the fire departments, and the agents of the post-office in our

great cities.j Promotion, also, is with most large corporations

a custom, but rarely is it regulated by rule. It depends upon

the arbitrary favor of subordinates. Yet the confident expecta-

tion of preferment is in all services recognized as the strongest

inducement to fidelity and exertion.

As respects the grading of employes and the regular increase

of wages, hardly any two corporations follow the same rule.

Some have but one grade in each class ; others have several.

In the service of but one Massachusetts corporation is the vital

principle that continuous and faithful performance of duty con-

stitutes in itself an estate of ever increasing value even recog-

nized. The employ^, as a rule, begins on ^the pay upon which,

unless promoted, he is to end. He does not live and work in

the assurance of a continually bettered condition, no matter how
slowly the improvement comes. Yet the man who feels that

his continuous service is in itself an estate, is not. likely to

jeopardize that estate by reckless participation in strikes. And
where the older employes discountenance strikes, the younger

ones are rarely able to bring them about.

The establishment of some provision within or by means of

the corporation against death or disability, whether from ac-

cident or old age, is, however, the most immediate and pressing

need developed in the course of the recent strikes. It hardly

requires to be pointed out that employment in connection with

the train movement of a railroad is peculiarly hazardous. It is

equally apparent that the provision against this danger, which

the corporations have hitherto failed to afford, is sought for by

the employes in outside benevolent associations of their own.

That these associations, soon or late, become a machinery for

the instigation of strikes is not only matter of common experi-

1 The hardship of compelling employes to provide tliemselves with their uni-

forms has sometimes been effectively lu-f^ed against this regulation. As, how-
ever, the employment would be permanent and the employe must be clothed,

the argument would seem to be tlie other way. A body of employe's could un-

doubtedly be clad inore cheaply, and in better material, under a corporation

contra<jt than when each individual makes his own purchases and consults his

own taste.
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ence, but lias in this country received peculiar recent illustra-

fcon. By very many corporations some steps have
'
already

been taken, in a small and unsatisfactory way, towards supply-

ing this want. So far, however, as the members of this Board

are informed, the measures hitherto adopted have not been

either very comprehensive or strikingly successful. Accord-

ingly, in this most important particular the relations of the

railroad companies with their employes are exceptionally un-

defined, and, it would seem, unsatisfactory. A moral obligation

to do something for employes who have been injured or grown

old in the ser^dce, seems to be generally recognized. Accord-

ingly, as individual cases arise assistance is doled out in the

name of charity, the amount of which generally depends on

the degree of sympathy of which superintendents are suscept-

ible, and the condition of the company's finances. As respects

disability from age after a lifetime spent in the employ of a

corporation, it is worthy of notice that the time is only now

approaching when the men who began the work of operating

our railroads are passing away, at the end of forty years' service.

Those who went into the employ of the Worcester, or Lowell,

or Providence roads, at the age of twenty years, in 1835, are

in some cases in their employ now. These men cannot well be

turned off without provision, and, consequently, almost all of

the older and richer corporations now have cases of old em-

ployes retained on the pay-rolls in some nominal occupation

which amounts to little more than a pretext for the payment bf

a retiring pension. The number of these cases, too, will here-

after rapidly increase. .

Various plans for dealing with this question of railroad in-

surance have been suggested and put in practice, both in this

country and in Europe. In France, especially, the great cor-

porations have set aside large sums of money annually, as

provident funds, and have elaborated a most careful system

to regulate their distribution. There, in fact, the connection

between the corporation and the employe is looked upon as

permanent, and no inconsiderable part of the wages paid are

in the indirect form of a guaranty against disability or death.

Some attempts, especially of late, have been made to introduce

a similar system in this country. Whether the attempts will

prove successful or not, remains to be seen. Although it is

human nature for men engaged in any occupation involving
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unusual risk to desire protection, it is American nature to insist

on judging for one's self in these matters, and getting the desirea

protection in one's own way. Unquestionably, American rail-

road employes prefer to be paid for their services in full, in

money, rather than partly in money and partly in protection

against the contingencies of life. On the other hand, the cor-

porations no less naturally object to going into the accident and

life-insurance business, as an adjunct to railroading. Neither

do they wish to encumber themselves with the investment and

ultimate distribution of large provident funds. Nevertheless,

when accidents occur and disability comes, in spite of all

theories and without any provision having been made, the em-

ploy^ not only asks for, but expects to receive that protection

which in health he affects to despise, and he feels very ill used

if he does not get it. Then, too, the corporation finds itself,

to its cost, practically engaged in the insurance business.

The solution of this difficulty most in accordance with

American customs and modes of thought will not improbably

be found in the more complete development of a practice

greatly in vogue among the railroad corporations of the West.

In these, the employes are notified that the corporation will not

hold itself in any degree responsible in cases of death or dis-

ability of the employes, arising from those accidents which are

inseparable from the nature of their employment. The wages

paid must be received in full of all liability, moral or legal.

Attention is, however, at the same time called to the various

outside companies which make it their business to insure, and

the employes are strongly recommended to take out policies in

them. If they neglect to do so, they must be prepared to

accept the full consequences of their improvidence. The rail-

road will not undertake both to pay them in full and to protect

them also. It is for them to decide what disposition they

choose to make of their money, but they cannot both spend it

and have it. Brought face to face with this alternative they do

decide, but they are verj^ apt to decide in the way least of all

desired by the corporations. They join the brotherhoods. This

very direct and business-like method of dealing with the ques-

tion does not, therefore, result quite as it should. It gets rid

of an indirect liability at the cost of a great danger. It would

seem, therefore, unless the companies are prepared to go a step

further than this, that they would do better to leave the matter

wholly alQne.
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Crude as the practice which has been referred to is, and un-

satisfactory as are the practical results to which it leads, it is not

difficult to see how, through an easy and natural process of devel-

opment, it might be made to cover all the necessities of the case.

The corporations could naturally make much more advantageous

terms for the insurance of their employes, either as a whole or

in great part, than they individually would be able to make for

themselves. No commissions, at least, would have to be paid,

and in cases of life insurance these alone constitute, it is said,

no less than 25 per cent of the entire amount paid in premiums.

Instead, therefore, of notifying employes that they must, in

case of failure to insure themselves, under no circumstances

look to the corporation for assistance, the corporation might,

in view of the character of its service at once permanent and
dangerous, make it part of the original contract with its em-
ployes, that while in its service they should be kept insured at

not less than a fixed schedule rate, the corporation paying the

premium. This would then necessarily constitute an element

in the scale of wages.

The subject has not yet been investigated, and it is not

commonly known how comparatively small an element insur-

ance thus managed would be 'found to be in the total amount
paid as wages. As nearly as can be ascertained it would not

exceed 5 per cent. In other words a 5 per cent increase of

wages paid by the corporations to their employes, if applied to

that purpose, would suffice to insure them all, and consequently

deprive the brotherhoods of all reason for a continued existence.^

1 The following table will show the amount of the insurance in case of death,

or weekly indemnity in case of disability which a 5 per cent increase in the rates

of wages specified for the several grades would secure. The figures in the table

represent the usiial rates, without any allowances being made on account of the
saving as respects commissions which a corporation could secure :

—
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The objection would, o£ course, be urged against any innova-

tion of the character of that suggested, that it is an unwarrant-

able interference on the part of the corporation with the private

concerns of its employes,— that it has no more right to dictate

where or how they shall effect a life or accident insurance,

than it has to say where they shall live or what they shall

eat. This would be true if the corporation could practically

escape all liability in case of death or injury. That it cannot,

however, is tolerably well settled, and the plan suggested would

be merely one way of regulating that liability. The practice of

involuntary insurance could easily and naturally be introduced

in either one of two ways. The corporation seeking to intro-

duce it would, in the first place, have to make its own arrange-

ment in behalf of its employes with some responsible accidents

insurance company. Having done this, it could call their

attention to it by a notice that if they declined to avail

themselves of the opportunity for insurance thus afforded,

they must do so wholly at their own risk. Thereafter, how-

ever, any future increase of wages, as business improved, might

be made to take the form of insurance. Instead, for instance,

of a 5 or 10 per cent increase in the usual way, the corporation

might assume the whole burden of premiums, which would be

its full equivalent. Or the same result could be reached by

degrees, and in another way. The corporation could simply

regrade its service, without affecting those already holding posi-

tions. These could be left exactly where thej^ now are, and

free to insure themselves or not as they might see fit ; but, in

the case of every new appointment or promotion, it should be

part of the original contract that the corporation should keep

the employs insured for a fixed amount at schedule rates. In

this way the desired system could gradually be introduced in the

course of a few years, through a process of working from the

bottom up. This would seem to be not only right and equit-

able in itself, but perfectly simple and effective. By means of

it the rights and obligations of parties would be settled, and

the constant recurrence of hard cases put a stop to. The cor-

porations would deal with the insurance companies on the most

economical terms, and, while the employes would be secured

at home that protection which they now seek elsewhere, the

necessity of a cumbersome apparatus of funds, which is such an



18T8.] PUBLIC DOCUMENT— No. 29. 63

objectionable feature in the French sj^stem, would be avoided.

The great obstacle in the wa}^ of practically introducing any

such system as that now suggested, is to be found, probably,

with the corporations and not with the employes. Those repre-

senting the former are apt to confound whatever is paid out to

employes in any form, except that of direct wages, with the

idea of an extra gratuity. They would rather, therefore, as a

rule, pay more and be subject to all sorts of charitable calls from

men belonging to brotherhoods and trades-unions, than keep

what they would consider a blanket insurance policy outstand-

ing on their force of employes, as well as their buildings, even

though by so doing they could supplant the trades-unions. Yet

of one thing they can apparently rest assured. The root of the

whole brotherhood and trades-union system is found in its

mutual insurance and benevolent functions. Nothing will break

it up which does not supply a substitute for those functions.

In this respect the great railroad corporations are very pecu-

liarly and favorably situated. For their employes they can, if

they see fit, offer such a substitute. If they do not choose to

do so, they of course elect to take the consequences. What
these are they now perfectly well know. Unfortunately the

public knows them also.

The right to a hearing and trial, under certain circum-

stances, by a committee of the direction before being liable

to arbitrary dismissal is an essential feature in any well organ-

ized permanent service. Indeed, it is this which would, in

a very great degree, fix upon a reformed service the character

of permanence. When once enrolled as a member of the

fixed staff of a corporation,— raised out of the probationary

stage,— the employe should feel that, while doing his duty

faithfully, he does not hold his position as a matter of favor

of any one ; that he is not liable to be turned out simply to

make a vacancy for somebody else. This, again, is a usage

already in practice adopted by many corporations. It exists as

a sort of unwritten law. It would seem that it might, with

most beneficial results, be formulated as a recognized feature

in an organized service.

Finally, during the recent strikes and disturbances and in

the discussion which followed them much was said as to the

expediency of having some machinery provided, through which,
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in cases of general difference between employers and whole

classes of their employes, a recourse coujd be had to arbitration.

Many references were made to the experience and legislation of

other countries on this point, especially Great Britain. The
statements which went the rounds of the press, however, as to

what had there been done, in consequence of strikes, towards

securing a recourse to arbitration in future were, upon investiga-

tion, found to be absolute fiction. If parties choose to settle

matters in dispute by means of a reference, it does not need to

be said that in so doing they evince a great deal of good sense
;

but it is not easy to see through what statute process they can

be compelled to do so whether they choose or no. In this re-

spect, the law now in force in Massachusetts, so far as the rail-

roads and those employed upon them are concerned, seems to

secure every attainable result. This Board acted upon it in the

case of the Boston & Maine strike. The law referred to (Acts

1874, chap. 372, § 9) makes the Railroad Commission a species

of general inquest in all matters connected with the practical

operation of the railroads in the State which affect the security,

convenience and accommodation of the public. Should any

corporation, or any class of its employes, feeling that a cause

of grievance or general dissatisfaction had arisen, call upon

this Board to investigate and report upon it, it would be its

duty at once to do so. It would do so, as in the case of the

Boston & Maine strike, if the fact that a difficulty existed

came to its knowledge, even though it was not called upon to

intervene. It would then act under the law and of its own
motion, in the interest of the public. It is difficult to see

what any system of arbitration in the power of the law to

create could do more than this. If the findings of this Board

fail to command the respect of either party, it would simply

indicate that the Commissioners had been badly selected and

needed to be replaced by others who coukl command a greater

degree of the public confidence. The sj^stem would, neverthe-

less, be good. As respects any general recourse to arbitration,

therefore, the members of this Board are not able to see what

practical results could be attained through any law in the

power of a legislature to enact, which cannot readily be secured

under the law as it now is.

The truth, however, would seem to be that, while it is highly
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desirable to discuss the measures of reform best calculated to

avert all danger of future railroad strikes similar to those which

so rapidly succeeded one another a year ago, and while the

adoption of those measures when once well considered should

be pressingly urged on the corporations, it is within the power

of legislation to contribute very little towards the attain-

ment of the result desired. That a better order of things is

coming, and will come, is apparent enough to every one who
has observed the rapid though quiet progress of the railroad

system in this direction during the last ten years. Neither

good nature nor good sense can, however, be suddenly legis-

lated into any class of men, and time in which to let things

work is the first requisite to all healthy progress. This is

especially true in cases like that now under discussion. For

the remedy which such a condition of affairs as that which

manifested itself through the disturbances of 1876 demands,

can be incorporated in no statute, but will be found in a better,

a more rational, and a more charitable organization of the rail-

road service.

The " Pooling " Combinations of 1877.

In each of the more recent reports of this Board, the Com-
missioners have endeavored to review the course of railroad

discussion during the year then just closed, and to indicate as

clearly as they could the apparent direction in which the de-

velopment of the system was tending. In 1874 there was an

alarming decrease in railroad receipts, and a consequent shrink-

age in the value of railroad securities, following the financial

collapse of the year previous. As the volume of business de-

creased, the competition for what remained grew constantly

sharper, until through rates fell to a point then considered unre-

munerative. This resulted in what was known as the "Sara-

toga Combination " of 1874, through which the managers of the

railroad lines attempted not only to establish common rates,

but to make those rates binding upon each party to the com-

bination through a central executive organization. The Sara-

toga Combination was briefly referred to in the report of this

Board for 1875 (Sixth Annual Report [1875] pp. 39-41).

Before the close of the year 1874, however, it had practically
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broken down, and a war of competition of unprecedented se-

verity followed, which lasted almost without any cessation

throughout the years 1875 and 1876. It came to a close in

December, 1876, at the time the last report of this Board was

passing through the press. In that report (Eighth Annual

Report [1877] pp. 46-60), and in the report for the previous

year (Seventh Annual Report [1876] pp. 60-72), the causes of

this struggle and the consequences involved in it were discussed

at considerable length, so that any further allusion to them now
is unnecessary.

Proceeding at once to the striking events in the gradual

development of what is usually spoken of as " the railroad

problem," which have marked the year 1877, it is safe to say

that no year since the discussion of that problem began to

occupy any considerable share of the public attention has been

more noticeable. This, too, wholly apart from the July labor

disturbances. An episode which excited great attention at the

moment, these will probably in the long run be found to have

exercised not the slightest influence on those final results

which evidently are working their way out by a process of

their own, and, as the Commissioners remarked a year ago,

" probably with little regard to the. theories now advanced in

respect to them."

Another and earlier episode in the process of development,

though a far longer and more important one, was the Granger

movement of 1872-4, with its thorough discussion of the legal

status, including the duties, rights and obligations of the rail-

road corporations. This, as is becoming more and more appar-

ent, was a phase which had to be gone through with as a pre-

liminary to a better and more healthy condition of affairs, and

it is already apparent that, like most thorough and prolonged

discussions, it resulted in very little that was not good.

Other phases in the process of development have since fol-

lowed in rapid succession. As the three years, 1874-6, were a

period of fierce competition, so 1877 has been the year of com-

bination,— the "Pooling" Year. Never, at any time, has the

spirit of yielding and harmony among themselves been so mani-

fest in railroad men as during this year; and for the first time

the combinations agreed on by them have been based on prin-

ciples which rendered it possible to make them effective. That

this should have been so, was no more than natural. The vio-
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lent action of the three previous years was sure to result in

a reaction, the extent of which even might with tolerable cer-

tainty have been predicted.

Besides the numerous smaller combinations, intended to cover

only a limited territory and to control comparatively insignifi-

cant amounts of business, there are eight larger ones which

now present features of especial interest. These are what are

generally known as—
(1.) The Omaha Pool.

(2.) The Southern Railway and Steamship Association.

(3.) The South-western Rate Association.

(4.) The Colorado Pool.

(5.) The Cattle Pools.

(6.) The Oil Pool.

(7.) The West-bound Freight Pool.

(8.) The East-bound Freight Compact.

(1.) The Omaha Pool.

This is a combination of three lines, the Chicago, Burlington*

-& Quincy, the Chicago & Rock Island, and the Chicago & North-

western, which run nearly parallel with each other between;

Chicago and Council Bluffs. It went into effect in the yeai

1870, and was based upon the principle of a division so as tO'

secure to each road an equal share of the profits on the traffic,

both freight and passenger, between the two points named. The
business was left to seek its own channels, or, in other words,

shippers consigned their goods and travellers purchased their

tickets over whichever one of the lines they saw fit; from the

gross amounts received, the railroads deducted a fixed percent-

age, which was retained as representing the expense of doing

the business, while the remainder was credited to the " pool-

ing account," which account was at regular periods adjusted

by equal division among the three lines. It was at first assumed

that the cost of doing the business was 45 per cent for passen-

gers and 50 per cent for freight. Deducting this from the gross,

earnings, the remainder, that is, 55 per cent of the passenger-

earnings and one-half of the freight earnings, was dividedi

equally. Subsequently this arrangement has been modifiedi

from time to time, and in 1874 it was agreed that the gross

earnings, instead of the arbitrary net of 50 per cent, from all
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passenger traffic eastward, and from so much of that westward

as originated in Chicago, should be divided yearly. On pas-

senger business originating east of Chicago each company
reserved to itself 45 per cent, as before, and the balance was
divided. The latter business was excepted from division in

gross because two of the companies were compelled to keep up
eastern agencies, and the 55 per cent allowance furnished an

inducement to these agencies to solicit traffic. At Omaha, San

Francisco and other points, bat one agency for all the three

companies was necessary, as the principle of division in gross

left no temptation to any of the companies to solicit passenger

traffic on their individual accounts. Each received its equal

share irrespective of the amount of business done by it.

This combination, therefore, is of the simplest and most fa-

miliar description. Depending as it does, exclusively on the

good faith of those who are parties to it, it can be maintained

only so long as those concerned have confidence in each other,

and do not attempt to obtain for themselves any undue advan-

tage. It is one of a class of combinations hardly practicable,

except among a very limited number of lines which have at

least one terminus in common. It therefore admits of a very

inconsiderable degree of development, and presents few fea-

tures of interest.

(2.) The Southern Railway and Steamship Association.

This is the most thoroughly considered railroad combination

which has been as yet attempted in America. The plan of it ori-

ginated with Col. Albert Fink, formerly vice-president and super-

intendent of the Louisville & Nashville railroad and at present

the chief commissioner of the west-bound New York freight com-

bination, which will presently be referred to. Organized in the

year 1875, the association, in principle, somewhat resembled that

formed at Saratoga in 1874. It was, however, far more care-

fully perfected in detail, and is worthy of special notice as

presenting to the public, for the first time in this country, the

idea of a responsible railroad confederation desiring to conduct

its operations openly and under the sanction of law. It pro-

fessed to offer a complete possible solution of the railroad

problem, and that, too, in a manner which accorded with

those usages and modes of thought and action which are



1878.] PUBLIC DOCUMENT— No. 29. 69

more peculiar to America. It included, originally, some

twenty-five different railroad and steamboat companies. By
these a formal constitution of some thirty articles, setting forth

both the objects the association was designed to secure and the

means through which it was proposed to secure them, was

adopted. Under this constitution, those signing it agreed upon

a certain specific mode in which they proposed to transact that

portion, and that portion only, of their business in which they

might be jointly concerned, and to the proper conduct of which

constant negotiations and even co-operation were necessary. A
central bureau was provided for, which was, in fact, a species

of clearing-house, through the agency of which all the joint

business of the associated corporations was to be transacted,

whether among themselves or with foreign corporations. A
single official, with the style of general commissioner, was to

preside over this bureau. The necessity of transacting business

through the clumsy agency of conventions was thus obviated

;

and, as all matters in dispute had to pass through the hands of

an experienced and impartial officer, that personal contact

between incompetent and irritated subordinates which is the

cause of at least one-half of the railroad wars became wholly

unnecessary. The general commissioner was intended to be

the common executive officer of the association. As all

negotiations were to be carried on through him, every difficulty,

as it arose, necessarily came under his eye, enabling him to

prevent many complications by judiciously acting as adviser

and mediator. If, however, harmonious co-operation could not

be preserved in this way, it then became the duty of the

general commissioner, as umpire, to judicially decide questions

at issue between the members of the association, though his

decisions were at all times subject to appeal to a board of

mutually appointed arbitrators. The next duty of the general

commissioner was to see that all agreements entered into, and

all his own decisions or those of the boards of arbitration,

were fully and honestly carried out. In this respect, of

course, he could bring no legal power to bear on a recusant.

Yet, though the force he could exercise was, in the main, a

moral one only, he was not confined to that. He could, in

case of need, declare a partial or even a general war of rates,

and the combined force of the association being thus wielded

by one hand, it was in a position to practically enforce a policy

;
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and, what was more, in doing so, to expend only that amount

of strength necessary to accomplish the end in view. Neither

could the withdrawal from it of any one member, nor, indeed,

of a number of them, dissolve the association. For, in spite

of such withdrawal, the clearing-house and the agency for the

transaction of joint business still remained in the service of those

which were left. As other companies could also, at any time,

join the association, the system admitted of indefinite expan-

sion, and, indeed, could, with mere changes in detail, be made

to include the entire railroad system of the continent.

In 1876, the combination seemed in imminent danger of fall-

ing to pieces from the same inherent elements of weakness

which had led to the early collapse of the Saratoga experiment.

It lacked cohesiveness. The chief commissioner could reach

conclusions and make orders, but no one was compelled to

obey them. No one or two individual parties to the association

were powerful enough to assume a sort of protectorate over it.

Consequently, there was no executive force competent to exact

obedience. Under these circumstances, the association was in

great danger of falling into contempt. This would certainly

have proved to be the case had not the parties to it, in August

last, supplied the defect.by a supplementary agreement, under

which the several members of the association, as a pledge of

good faith, deposited with the commissioner twenty per cent

of the amount received on all joint business done. The exist-

ence of this penalty-fund gave the general commissioner such a

command over the situation that several of the steamship lines

which had previously refused to abide by the association rates

were compelled to accept them.

(3.) The South-western Rate Association.

This association has its headquarters at Chicago; and was

organized to regulate the rates on all business originating at or

passing through points on the Missouri River between and

including St. Joseph and Kansas City. This practically covered

the whole of Kansas, Colorado and New Mexico, as. the rail-

roads accommodating that region all make their Eastern con-

nections at or between the points named. The competition

among the railroads for this South-western business had for

yqars been extremely sharp, until in 1875-6 it became evident
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that, unless some agreement could be reached, the roads run-

ning west from Chicago and St. Louis would speedily be en-

gaged in a conflict as ruinous as that which was then going on

between the great eastern trunk lines. These roads were six

in number,— the Chicago & Alton, the Chicago, Burlington &
Quincy, the Chicago, Rock Island & Pacific, the Hannibal &
St. Joseph, the Kansas City, St. Joseph & Council Bluffs, the

Missouri-Pacific, and the St. Louis, Kansas City & Northern.

The first meeting of the representatives of these roads was

held in May, 1876, but the association as it now exists dates

only from September, 1877. The original combination seems

to have been a very unstable affair, the. several parties simply

agreeing to do the competitive business in a certain way, and

to maintain rates. This was found to amount to absolutely

nothing. While the Omaha Pool was limited to three roads,

running between two points, the officers of which were always

in close relations with each other, the South-western Rate

Association necessarily included six companies operating roads

running from points distant from each other to other points still

more distant. The managers of these roads had little acquaint-

ance, as a rule, one Avith another, nor does that little, judging

by the results, seem to have inspired them with any great

degree of mutual confidence. Accordingly it was found that

agreements were broken as rapidly as they were made, and

competition went on as briskly as ever. Under these circum-

stances another meeting of those representing the several lines

took place in September, 1876, and a new and closer combina-

tion was effected. The name of South-western Rate Association

was assumed, and a plan of organization was adopted. Provis-

ion was made for an executive committee and secretary for the

association, whose duty it should be to see that the agreements

made were carried out. Rates were to be fixed, a monthly

division of tonnage was to be effected, and the secretary was to

divide the receipts among the several roads, after deducting 50

per cent for operating expenses, in such proportions as from

time to time might be agreed upon.

This arrangement lasted one year, but did not prove satisfac-

tory. Accordingly, in September last, a practical reorganization

was effected, the methods of procedure were simplified, and a

clearing-house, under control of the secretary, was created. To
this all accounts relating to competitive business are forwarded,
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and by it a division of the gross earnings from that business

is made, a fixed percentage of which is paid to each road in

the combination. Nothing is deducted on account of operating

expenses. The proportion paid to each is based on the amount

of business done by the several roads during the year previous

to September last, but no attempt is made to divide the tonnage.

So long as this pool is in operation, therefore, it makes no differ-

ence whatever to any given road whether it does much business

or little, as its proportion of the whole amount received from

the entire business does not vary.

Naturally, this species of pool is apt to be effective. So long

as the parties retain a fixed proportion of not less than 40 or 50

per cent of their receipts on account of operating expenses,

it is found by experience that the percentage thus retained

constitutes a sufficient inducement to cause an active competi-

tion. When, however, the entire gross receipts are paid into

the common purse, all this inducement is taken away. Unless

some member of the combination is not only dissatisfied with

his ultimate proportion, but so dissatisfied as to disrupt the

pool, he has no inducement to cut rates. All that he receives

he pays over, and the less he does the more proportionately he

receives for doing it. The breaking of the pool implies conse-

quences of which railroad officials at present entertain a very

realizing sense. Whoever comes out of the conflict nominally

victorious, every one must lose. A new basis of division may

be established, upon which the percentage of the victor will be

perhaps slightly increased, but that increase will have been won

at a cost, as a rule, out of all measure with its value.

It is upon this basis of a division of gross earnings that the

South-western Rate Association is now working with more

harmony than ever before, and with results, so far as the public

is concerned, yet to be developed. It by no means, however,

works without internal friction, or without inflicting hardships

on localities which lead to loud complaint. There are also

some facts connected with its operations calculated to excite

suspicion as to the perfect good faith with which its rules are

even now being observed among those nominally subject to

them. The Wabash road, though running east from both

Hannibal and St. Louis, is not a member of the combination,

and what arrangements it may have effected for securing what

is called " its share " of the south-western business, are not
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known. That it has allowed itself to be deprived of its share

of that business is not probable. That it may have found

an entrance into the closed region by means of the Missouri,

Kansas & Texas is very possible.

(4.) The OUeago Cattle Pool.

This combination dates from the year 1875. It is intended

to regulate the carriage of live-stock from Chicago to New
York, and its working has recently been extended so as to

include New England. It is based on a different principle from

that just described in the case of the South-western Rate Asso-

ciation, in that the latter seeks to put a stop to competition by

establishing a division of gross receipts, while the former brings

about the same result by securing a division of business. The
method of procedure is very simple. The trunk lines leading

east from Chicago are the Michigan Central, the Lake Shore &
Michigan Southern, the Fort Wayne, and the Chicago extension

of the Baltimore & Ohio. The representatives of these lines

agree upon a rate, and ascertain, arbitrarily but as nearly as

they can, what is the proportion of business which naturally

seeks each of their several lines. Througfh an arrangement with

certain prominent dealers in cattle the shipments are then

equalized among the several roads on this basis. These dealers,

called in the language of the pool " eveners," receive a draw-

back on all shipments made by them, and in consideration of

this drawback they agree to ship cattle by any route and in such

numbers as may be requisite to effect an equalization. Under

this arrangement no division of earnings is made at all. Each
company carries on its own account every thing that is offered to

it, but if the returns for any month show that a company has

received more than its proportion of the whole shipments

during that month, the shippers for the combination are called

upon to forward, during the coming month and by a designated

route, enough cattle to effect an equalization. The practical

result of this arrangement, of course, is to give the "eveners"

a control of the business. They alone can command the capital,

appliances and information necessary for conducting it in this

way. So far as shippers generally are concerned, they can

neither afford to ship in competition with the pool without the

rebate, nor can they afford to accept the rebate accompanied

10
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with the condition that they are to ship when and how they

may be called upon. The carriage of live-stock from St. Louis

to the East is now regulated in a similar way.

(5.) The Oil Pool.

This is an arrangement for the distribution of the petroleum

oil product, and, though somewhat more complicated, it is es-

sentially like the Cattle Pools which have just been described.

It was formed during the early part of the year 1875. The
division, in this case, is effected through the agency of the

Standard Oil Co., which acts as " evener." It guarantees two

distributions,— one from the wells to the western refineries,

chiefly at Cleveland and Pittsburgh, and the other to the sea-

board cities. It further guarantees to the several roads running

to the seaboard cities, as well as to those cities themselves, given

percentages of the business. In order to be able to make these

guarantees effective, this company must, of course, have such a

control over the entire product as will enable it to balance the

combined action of all other shippers. In consideration of this

service it receives on all shipments made by it a rebate from

the railroad companies, the amount of which is not publicly

known, but which must be sufficient to practically give it con-

trol of the situation.

(6.) The Colorado Pool.

This combination was formed in 1876, and is intended to

control rates on all business between points in Colorado, south

of Denver, and the East. It includes only the Atchison,

Topeka & Santa Fd, and the Kansas Pacific railroads. In

principle it is exactly the same as the Omaha Pool, already

described. Fifty per cent of all earnings on the through busi-

ness to and from points on the Denver & Rio Grande railroad

is retained by the company doing the business, and the other

50 per cent is accounted for and divided equally between the

pooling lines. In this case, as in the case of the Chicago Pool,

the 50 per cent thus retained is, in practice, found to be an

Inducement for the companies to eagerly compete for the busi-

ness. As there are but two lines, however, it has been found

possible, up to this time, to continue the pool, although the

competing lines, unlike those which constitute the Omaha Pool,

do not run entirely to or from the same Points.
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(7.) The New York West-hound Freight Pool.

This combination has been effected only during the past few

months, but it is by far the most important and significant in

the country. It is intended to regulate rates on all shipments

by rail from the city of New York and its suburbs to the

West. It includes all the East and West through lines ter-

minating in New York, among which are the Pennsylvania and

Baltimore & Ohio, as well as the Erie and New York Central.

Its 'system, which has been most elaborately perfected in

detail, is very simple and the same in principle as that already

described in the case of the Chicago Live-Stock Pool. In

other words, it is based on a division of tonnage, and not on

a division of earnings. Beyond this, however, there is an

elaborate machinery for effecting the division, which includes

the principle of a clearing-house and a chief commissioner,

whose duty it is to dispose of all questions in dispute as they

arise. To this central office returns are made of all shipments

from New York to points West. Under the pool agreement,

33 per cent of this business was allotted each to the New York

Central and the Erie, 25 per cent to the Pennsylvania, and

9 per pent to the Baltimore & Ohio, and any road doing more

than its allotted share of business has under clearing-house

instructions, to turn the excess over to the road doing less,

and pay full rates for it.

This organization admits of an indefinite extension, so as to

include, indeed, if need be, all the railroads in the country.

Its operations are unnecessarily complex and cumbersome,

owing to the fact that the roads concerned in it are unwilling

to surrender their identity so far as to issue only common bills

of lading from common offices. They insist on issuing their

own bills, specifying the line by which shipment is made and

thereby incurring legal obligations. If, then, any company is

found to have received and receipted for shipments in excess of

its proportion, that excess has to be carted off to some other

line, and reaches its destination in some way other than that

designated in the bill of lading. This method of dividing the

business is, therefore, not only cumbersome, but involves very

serious legal questions which at once suggest themselves.

Hitherto the operations of this combination have been limited

to the city and immediate vicinity of New York. At other
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points, sucli as Boston, Philadelphia and Baltimore, the local

business has been left to take whatever course it chooses, the

several lines merely agreeing to sustain rates. Should, how-

ever, the rates not be sustained at these local points, this fact

would not necessarily involve the disruption of the New York
Pool. The west-bound business would still be distributed

among the lines in the method already described, though the

rates charged would, in certain events, have to be reduced to

prevent a diversion of business from New York to the point of

local competition, wherever that might be.

(8.) The East-bound Freight Compact.

An arrangement for controlling rates on business originating

at the seaboard and seeking an outlet to the West is, as ex-

perience has shown, sufficiently difficult to perfect, and hitherto

impossible to make permanent. The problem in this case, how-
ever, is simple compared with that which presents itself in

connection with east-bound shipments. These, in the first

place, as is well known, constitute the vast bulk of the move-

ment. Consisting chiefly of agricultural products, they require

the use of an immense mass of rolling stock at certain seasons

of the year, and of comparatively little at other seasons. The
movement then goes on through a great number of channels,

some natural and others artificial but all competing, and from

an immense number of points. The consequence is that every

conceivable agent of competition is brought into play. The
utmost latitude for the uncontrolled action of these competing

forces is further secured through the fundamental principle of

the whole pro-rating railroad system, that the agent of the

connecting line at the shipping terminus makes the rate, which

the intermediate lines and the line at the point of delivery

accept. In other words, the rates on east-bound freight at the

western points of shipment were made by the well-nigh in-

numerable agents of multifarious and often irresponsible lines;

and all the intermediate and eastern lines had to do with the

matter was to haul and deliver the goods, receiving their pro-

portion of the freight-money according to distance for so

doing. Under these conditions, if any, an uncontrollable

competition was naturally to be expected. No combination

to control the rates at which the business should be done
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seemed practicable, except as the result of a long process of

consolidation, the course of which it is now very difficult to

divine. At present, neither form of pooling will work. The

tonnage cannot be divided, as is done in New York ; nor can

the earnings be divided, as is done through the South-western

Rate Association.

Under these circumstances it remained only for the eastern

trunk lines to restrain within such limits as they could a com-

petition which defied any absolute control. Their position

enabled them, if they were agreed among themselves, to do

this, insomuch as they were the stems to which the numerous

western connections were branches, and every thing which the

latter collected had to be delivered over to some one of the four

trunk lines to reach a seaboard destination. While the trunk

lines could not, therefore, dictate upon what terms their west-

ern connections should accept shipments, it was perfectly com-

petent for them to insist on receiving not less than the full

rate on such part of the joint work as devolved upon them.

This they did. Accordingly, the whole burden of any competi-

tion or cutting of rates which the western connections indulged

in, fell upon themselves. The regular rates were established

from time to time in conventions of freight agents, and pub-

lished for the guidance of all concerned. If the western

connections violated this agreement and made lower special

rates to get business, their bills of lading were respected and

the merchandise was forwarded to its destination over the trunk

lines ; but when it came to dividing the freight-money the trunk

lines refused to accept any thing less than the proportional

amount they would have been entitled to had the full rates been

charged. In this way the whole loss incurred through compe-

tition was thrown at once on those who entered into it. Where
rates are as low as they have been during the last summer, this

could not but operate as a strong check on the western con-

nections. Doubtless within certain narrow limits competition

still goes on ; but where the whole reduction comes out of the

share of the party who makes it, that party naturally takes a

much more conservative view of the situation than he is apt to

where the burden of his reduction falls on some one else.

The effect of these combinations and their evident tendency

to development remain to be considered. They are being
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perfected with great rapidity, and tlieir avowed ultimate object

is the control of competition among railroads. From that point

of view which looks solely to the interests of the public, how
should they be regarded?

It is, of course, unnecessary to say that all combinations of

the character which have been described are looked upon-with

much popular distrust, and are held to be against well estab-

lished considerations of public policy. In the minds of the

great majority, and not without reason, the idea of any indus-

trial combination is closely connected with that of monopoly,

and monopoly with extortion. In view of this fact, well estab-

lished in common experience, the question is very pertinently

asked, why should a railroad combination, avowedly intended

to hold competition in check, if not to put an end to it, produce

any result other than the natural and obvious one of raising

prices?— Who or what is to protect the community against the

extortions of these great corporations, should they cease to quar-

rel and compete among themselves ?— This subject has been

so repeatedly debated during the last few years in the reports

of this and many other public boards, and in the columns of

the daily and periodical press, that it certainly ought not to be

necessary to enter again upon it here. No one who has taken a

sufficient degree of interest in the long railroad discussion to

read even a small portion of what has been written in the

course of it can any longer doubt that competition, on the one

side, has furnished the great stimulus through which a succes-

sion of what would otherwise have been looked upon as impos-

sibilities has been accomplished in railroad development, nor,

on the other hand, can he doubt that this competition has been

a most costly process of harsh and unjust discrimination. It

was, indeed,, this discrimination, necessarily inherent in, and

wholly inseparable from uncontrolled railroad combination,

—

the flagrant and notorious differences between through and local

rates, and between points which were controlled and points of

competition,— it was this which led to the indignant, though

unintelligent, Granger agitation. The people of the West in-

stinctively rebelled against the practice of a gross and sys-

tematic inequality, and refused to see that the hardships of

discrimination were inseparable from the benefit of an uncon-

trolled competition. They tried to equalize competition by law,

or rather to supplement natural laws and heal the defects in
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their practical working by means of statutes. The attempt was

one which it was natural enough to make, and it has certainly

not been barren of results. Whatever may be said of the

Granger legislation, there can be no manner of doubt that the

popular manifestation which accompanied it exercised a great

influence on the railroad corporations of the country. The

abuses which had crept into the system underwent most grati-

fying reforms, and many positions as respects discrimination

which in 1870 were stoutly denied, are now generally accepted.

The Granger agitation was the farthest possible from being an

example of force wasted. Meanwhile it wholly failed to touch

the fundamental point at issue. The question still remains an

open one, whether, with all its evils, competition, as it has

hitherto existed, is not the best and final solution of the rail-

road' problem, so called ?— or whether some other solution will

yet be evolved by a gradual process, of which the pooling com-

binations of the present time are a part, with the final result

that the benefits incident to competition will be secured, while

its hardships and abuses will be greatly modified, if not by

degrees wholly gotten rid of?

The discussion has now almost wholly lost its hold on the

public attention and is confined to a few persons. But by

them it has been carried far beyond the elementary principles

of a few years ago, and, while the cant phrases, popular appeals

and violent denunciations which made up so large and neces-

sary a part of its earher stages are no longer heard, the condi-

tions which underlie it begin to be appreciated. It has become

a simple discussion of facts and principles directed to a definite

result, which can be brought about, if at all, only very gradu-

ally, and at a time and through processes which cannot now be

foreseen. Yet, if any such solution as that which has just been

suggested is within the range of probabilities, it would not be

easy to overestimate its importance. The argument, for and

against, can be stated in few words.

On the one side are the considerations which lead to a belief

that competition among railroads, as it has hitherto existed, is

destined to continue permanently, and, taken all in all, affords

in spite of its recognized abuses the best practical guaranty of

the public interests ; and, on the other side, the considerations

which lead to the opposite belief, that uncontrolled competition

is but one phase in railroad development and must result in
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some form of regulated combination. Tlie first of tliese views

has, during the past season, been very clearly stated in tlie first

Report on the Internal Commerce of the United States :
—

" The evils incident to competition are sharply defined and incisive,

but the benefits it affords are substantial and pervading. The benefi-

cent law of supply and demand where it operates most freely may

not secure sj'Stematic justice, and yet the whole world concedes that,

so far as it is operative, it secures substantial justice. This is all

that can be expected in the present condition of human affairs.

Competition may not make all things even, but it afibrds a nearer

approach to equitable dealing among men than any substitute which

has yet been proposed for the natural laws of trade. The very

instability of competition is the surest safeguard of the public

interests. When competition ceases to be irresponsible, monopoly

will step in, unless it be substituted by the autocratic rule of a com-

bination sufficiently powerful to control all the transportation lines

of the country. Any arbitrary rule in whatever manner formulated,

or by whatever agency exercised, would prove to be an impotent

substitute for the great beneficent law of competition in the irrespon-

sibility and instability of which is embraced that conservatism which

inheres in the untramiuelled operations of natural forces.

" So intimately are the interests of transportation and of trade

connected, that it is impossible to eliminate competition between the

railroads without doing violence to commercial interests, and thereby

working greater evils than those sought to be removed. . . .

" It has been supposed that in the contests between the trunk lines

the strongest company or combination of companies invariably remains

master of the field. It has, however, come to be almost an aphorism

among railroad managers that the weakest line determines the rates.

... It has also been supposed that the combination between the

railroads of the country is yearly becoming closer and more powerful.

The facts which have been hereinbefore adduced seem to indicate,

however, that the extension of the railway system has tended to

create new elements of competition, and to render the adjustment of

through routes more difficult. Every trunk line has many interests

outside of, aud which cannot possibly be embraced within the terms

of any combination with other trunk lines ; and it has been found

that sooner or later these collateral interests lead to the infraction

of any conditions which the ingenuity of railroad managers has yet

been able to devise. The difficulty appears to be that, heretofore,

competing companies in attempting to protect themselves, have failed

to arrive at a clear understanding of the nature and limits of their

mutual interests.
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"As the promoters of the great railroad organizations connecting

the West with the seaboard have pushed their lines westward, they

have seen their control over ' through rates ' gradually becoming

weaker and weaker, and the idea has been suggested in the interests

of the railroad companies, by able men, that the roads ought to

invoke some external aid in order to maintain remunerative rates,

or at least to avoid the necessity' of at times carrying through freight

at an absolute loss. Evidentl}^, it would be detrimental to the public

interests if the railroads of the country were to become crippled by

their own excesses, but, in view of the beneficial results which have

been realized from the regulating influence which competition has

exerted over rates, in the great commerce between the West and the

East, and between all important centres of trade which enjoy the

advantages of two or more rival lines, the people will watch with

favor the gradual extension of the railway sj'stem by which means

the limits of the local or non-competitive traffic are being contracted,

and the limits of competitive traffic enlai-ged.

"It appears probable as the facilities of transportation are more

widely extended many injurious discriminations will disappear, and

that the legitimate limits of the traffic of rival companies will become

more clearly defined. It is also to be hoped that the various com-

panies will, upon enlightened views of self-interest, formulate and

acquiesce in such regulations with respect to their common interests

as to prevent the occurrence of those sudden changes of rates which

cause erratic diversions of traffic from one line to another ; results

which tend to destroy confidence not only in railroad securities, but

in the value of the entire property of commercial cities. Such changes

of rates tend to depress and not to advance commerce." ^

On the other hand, the argument in favor of a regulated

combination is thus stated in the same volume by Col. Albert

Fink, who has already been referred to as having originated the

Southern Railroad and Steamship Association :
—

" A proper distinction should be drawn between healthy competi-

tion, regulated b}- natural laws upon correct principles, and competi-

tion which is merel}' the result of mismanagement.
" Healthy competition is continuous in its operation. The effect

of railroad wars, or railroad mismanagement, in reducing rates is

spasmodic. The natural laws of competition do not regulate changes

in the tariffs. Thej' depend often upon the mere will of a single

1 First Annual Eeport on the Internal Commerce of the United States, bj
Joseph Nimmo, Jr., pp. 88-91.
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railroad manager or raay result from an obstinate and unreasonable

quarrel between a number of them. Personal pride and prejudices

not unfrequently have something to do with it. The people cannot,

therefore, foresee and provide against changes which affect so seri-

ously their commercial relations and interests. The market value of

articles of commerce becomes unsettled, the risks of all commercial

transactions (depending upon transportation charges) are greatly

increased, the proper adjustment of tariffs between commercial com-

munities is disturbed, and trade diverted from its accustomed channels.

The transportation taxes are borne unequally hy different localities,

giving undue advantages to some, and unjustly discriminating against

others."

"It is this excessive competition and the ruino,usly low rates of

transportation caused thereby which reverse the natural order of

things. And as this competition is spasmodic, often depending upon

the will of a single individual, the fortunes of people of great sections

of the country, the success of their manufacturing enterprises, their

prosperity, &c., are made dependent upon their slight threats.

" No wonder, therefore, that great complaints about railroad dis-

crimination have come from the people who suffer under it, and that

attempts were made to prevent the same in so many of the States.

Unfortunately, the people do not understand the causes and nature of

the difficulties, and could, therefore, not apply the proper remedy.

" It is the excessive competition, the unreasonably low rates of trans-

portation on the competitive business, which is the cause of the diffi-

culty, and the only remedy lies in distributing the transportation-tax

more equally between all classes of shippers. The principle of pro-

portioning this tax according to distance, to establish rates based

upon mileage, has been embodied in all the railroad laws that have

been passed, and this principle, with proper modifications, is no doubt

correct ; but instead of trying to enforce it upon the railroads in a

single State, it should be enforced at the same time all over the coun-

try, not applying to way business alone, but, which is much more

important, to the competitive or through business everywhere."

" Take, for example, the effects of the present railroad war of the

trunk lines upon interior cities. Manufactured articles are brought

from New York to Louisville for 21 cents per 100. The same articles

manufactured in Syracuse, and which were formerly used in this mar-

ket, cost now 40 cents per 100 for transportation to Louisville. Of
course the people of Syracuse lose the business. The investments in

manufactures at Syracuse become valueless ; before the railroad war
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is at an end they may be ruined. And all this is the work of per-

haps one railroad company or one railroad manager, or a number of

them,— it makes no difference.

" Has a railroad company the right to use its property for the pur-

pose of destroying the property of other people ? Is there no remedy

for such evils ?

"I think there is,— a very simple one. If transportation lines

between New York and Louisville can carry freight for 20 cents per

100, let them do it ; don't prevent them, but let them carry freight

rom Syracuse to Louisville for a sum not exceeding 20 cents. En-

force this law regulating common carriers ; not to make unjust

discrimination against the transportation lines of the whole country,'

not only against the roads in one or more States, and these ruinously

low competitive rates will, as a natural consequence, be abandoned,

or, if thejr can be maintained, if they be reasonable in themselves,

let the local rates be graded down accordingly."

"The people have either to be satisfied with all the evils of the

transportation business, of which they have made such bitter com-

plaints, and which thej^ have so unsuccessfully attempted to remedy by
state legislation, or they have to establish a judicious government over

the railroads, compelling their proper management in the interest of

the public without interfering with the legal property-rights of the

owners of the road.

'
' Rates of transportation should be reasonable ; they should be

uniform and permanent, as nearl}^ as the conditions of cost and the

natural laws of competition permit ; they should be alike to all parties

situated alike, and should be properly adjusted, so as not to discrim-

inate unjustly between different individuals or communities. To at-

tain these objects under the present management of the competitive

transportation business, is simply impossible. Intelligent co-opera-

tion between all the transportation lines which can influence the tariff,

under a proper organization and regulations, becomes absolutely

necessary. Whether this co-operation can be secured by the volun-

tary action of the transportation companies is doubtful."

"To establish, regulate and maintain with some degree of per-

manency the transportation tariff of this country, with its 70,000

miles of railroads and its many navigable rivers, is not a problem

that can be solved satisfactorily in the interests of the people, and in

the interests of the proprietors of the roads, by the disjointed and

separate action of the individual carriers, and by strife and warfare
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with each other. Combination and organization are absolutely

necessavj."

"This object can only be attained by the co-operation of the rail-

road companies under some sort of government, with sufficient power

to regulate and restrain the action of individual companies so far as

necessary for the welfare of the whole, and the attainment of the final

object.

" As an important step toward the establishment of such a govern-

ment, I propose that the Federal Government legalize (incorporate)

organizations formed by the railroad companies upon the plan which

I have described and for the purpose mentioned (of course under

proper restrictions), and to make the action of the judicial and

executive officers of the organization legally binding upon its mem-

bers. Railroad companies would soon find it to their interest to form

themselves into such associations, and transact their business with

each other upon more correct principles than is now the case. When
a number of such associations are formed they could be united again

under a central organization, and thus a complete representative

government of the whole railroad system of the country could be

established, b}^ which the intelligent management of this great prop-

erty in the interest of the people as well as the interest of its pro-

prietors, may final!}' be secured.

" A representative government, or self-government, established

under the authority of the United States, over the railroad system,

upon the theory and general plan here proposed, seems to me the

proper solution of the railroad problem in this country."

"Objections have been made to the sj'stem of operations here

recommended. It is said that the co-operation of competing trans-

portation lines and consolidation of their interests is against public

policy. Whether this be so or not, depends altogether upon the

object and result of such co-operation. If it resulted in unreason-

able transportation charges and extortion, such combinations should,

indeed, not be tolerated ; but if their object be to secure to the rail-

road companies reasonable compensation for their services, and to

the public reasonable and permanent rates of transportation, then

such combinations cannot be considered against public interest.

" It can be readil}^ shown that the great evils of the transportation

business arise chiefly from the strife and warfare between tlie trans-

portation companies. This strife and warfare— generally called

competition— possesses none of the legitimate elements of com-

petition, but simply results from the want of proper management of
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an extremelj' intricate and complicated business, or from direct and

gross mismanagement."

" There is nothing impracticable in the Southern Eailway and

Steamship Association, except that it is a voluntary association.

Make its operations legally binding upon all parties bj^ proper legis-

lative action, and the success of the association is secured. But, of

course, the impracticable part is, that the government, or the people,

cannot be made to see the necessity of the organization for a proper

government of the railroads in the interest of the people ; they fear

that such association will lead to abandonment of competition and

to extortionate rates. The catchword ' combination ' will be used

against them.
'

' This is the mistake under which most people labor, and that

erroneous view has first to be removed until government will sanction

their associations; not only sanction them, but compel railroads to

transact their business with each other upon the plan proposed.

Legitimate competition will enforce its laws under the association as

well as without it ; it is the senseless, useless war of rates that is to

be prevented. In the free intercourse of all interested railroad com-

panies, each guarding its own interests and the interests of the com-

munities it serves, the principle of competition is necessarily kept

alive. Railroad combinations or associations take eflfect under gov-

ernmental sanction. As I have proposed, the government reserves

sufficient control to check and prevent every tendency toward mon-
opoly or extortion and unreasonable rates of transportation."

" A clearing-house railroad association, on the plan of the Southern

Railway and Steamship Association, under governmental sanction,

should include all roads ; but if it does not, then there is no other

remedy than the one you propose. In case of any one road making

war, all the othei's have to follow. It is to avoid this that the inter-

vention of government is wanted. But this interference is not to be

direct, compelling the new road to make higher rates than it wishes

to (in the case you suppose) , but it is merely to force the new road

to submit to the decision of an arbitration, or a court of appeals,

any questions of difference it may have with the old roads.

"The interests of that new road are to be respected and guarded

as well as those of the old. If that new road can afford to work for

half the rates charged by the old ones, it ought not to be forced to

make higher rates. The others will have to conform to such rates.

But if the management of that road should make, temporarily, very

low rates, — war rates— in order to gain a certain object, or to injure
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other roads as well as itself, and thereby unsettle commercial business

all over the country, with a view of afterward forming again com-

binations, and charging unreasonabty high rates, then the arbitrators,

or court of appeals would decide against such a course, and remedy

the cause for which the war is to be undertaken, by securing full

justice to the new road. The government is not to interfere directly

in this matter, except to give legal force to the decision of the arbi-

trators." ^

Without undertaking to definitely pass upon the degree of

weight which should be given to these statements of the two

sides of an important question, it is very apparent that the

condition of affairs which Mr. Nimmo regards as permanent

and upon the whole satisfactory, Mr. Fink looks upon as a pass-

ing phase of development, and an unsatisfactory phase at that.

That " the weakest line determines the rates," is true ; but it

would also seem, from the experience of the past, that it will

continue to determine them only so long as the stronger line does

not see its advantage in absorbing it through lease, consolidation,

or purchase, A railroad war which does not end in a consolida-

tion of lines or in the absorption, through some process, of one

line by another, is an indecisive war, and, judging by all recent

experience, will almost inevitably be renewed, soon or late.

That the absorption does not all take place at once, and that the

combining process is not yet over, merely proves that all railroad,

like other wars, are not decisive, and that great processes take

time for their completion. So also it is true that the limits of

local or non-competitive traffic are undergoing a steady con-

traction ; but it is this very fact which has precipitated the

recent destructive railroad wars. These, in their turn, have

then rapidly led to schemes of combination between the trunk

lines, while the smaller independent lines have been forced to

lose their identity in one or another of the contending systems.

The consolidating and combining influences of the last ten

years have, indeed, produced results not to be mistaken. There

is certainly no reason to suppose that those influences will make

1 Answers to Inquiries in relation to the Commercial Movement between the

"Western and South Atlantic and Gulf States, the Economy of Transport on Kail

and Water Lines, and the Competition between Markets and between Transpor-

tation Lines, by Mr. Albert Fink of Louisville, Ky., 1876. First Annual Report

of the Internal Commerce of the United States, by Joseph Nimmo, Jr. Ap-
pendix No. 1, pp. 12-47.
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themselves less felt in the next ten years than they have in the

past ten, or that their tendencies will work in a different direc-

tion. If they do work in the same direction, it is difficult to

see how they can result in any thing except the survival of the

fittest, until the number of those surviving is so small that a

permanent confederation among them becomes practicable.

This is clearly the condition of affairs to which Mr. Fink looks

forward.

Nevertheless, the history of railroad development from the

beginning has been little else than a constant succession of

surprises. That which was most confidently predicted has

rarely come to pass. It may well be, therefore, that in the

present case those conditions which one class of observers

regard as wholly transitional may by degrees be found to con-

tain in them the elements of permanence ; while, on the other

hand, those indications which have led another class of observ-

ers to refer to events now taking place as " incidents in a phase

of the process of development," may prove to have been mere

surface movements, significant of nothing.

Meanwhile, the pooling combinations of railroads, whether

they are going to result in any thing more than they now are or

not, do exist and do challenge the public consideration. That

they have rapidly developed of late, is apparent. That they

may develop yet more in the immediate future, is very prob-

able. They involve in their continued existence the whole

question of competition between railroads ; and, whether they

are to grow into a system or not, the results, so far as the

pablic are concerned, which may naturally be expected to flow

from them, either in their present or their possible form, are

well worthy of discussion.

Contrary to the general and popular conviction, this Board

has always maintained that, so far from being necessarily

against public policy, a properly regulated combination of rail-

road companies, for the avowed purpose of controlling compe-

tition, might prove a most useful public agency. The end in

view has already been referred to, but will bear restatement.

It is nothing less than to reach a system in which the advan-

tages of railroad competition, which all admit, may be secured;.

and its abuses, such as waste, discrimination, instability, and

bankruptcy, be greatly modified if not wholly gotten rid of.
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In conducting its traffic, each combination of roads is now
a law unto itself. It may work in concert with other com-

binations, or it may refuse to do so. It may make rates to

one place, where it may think it for its interest for business

to go, and may refuse to make them to another place where

it is for its interest that business should not go. All this

is essentially wrong. The business community of America,

from one end of the country to the other, has been from the

beginning so thoroughly accustomed to the extreme instabilities

of railroad competition, that it has wholly lost sight of what its

own interest requires. What it needs is certainty,— a stable

economy in transportation,— something that can be reckoned

on in all business calculations, — a fixed quantity in the prob-

lem. This, of all results the most desirable, is now even

looked upon with apprehension. There is an idea, the result

of long habit, in the public mind, that so far as transportation

is concerned prosperity is to be secured through a succession

of temporary local advantages, — an unending cutting of rates.

The idea of a great system of internal transportation at once

reasonable, equitable, and certain, — permitting traffic to flow

and interchanges to be made just how and where the interests

of buyer and seller dictate,— never discriminating,— rarely,

and then only slowly, fluctuating,— this is a conception very far

removed from the reality, and it may well be doubted whether it

even commends itself when stated to the average man of busi-

ness. He clings, on the contrary, to the burden of inequalities

to which he is accustomed, and is inclined to doubt whether

he could live without them. It has, however, already been

pointed out that it was this result which the Granger movement

sought to reach, and failed.

Undoubtedly the first step towards getting rid of the abuses

of unhealthy competition, is to render the railroad system,

throughout all its parts, amenable to some healthy control.

The present competitive chaos must be reduced into some-

thing like obedience to law. Yet this can only be done,

apparently, when the system is changed into one orderly,

confederated whole. To attempt to bring it about during

an epoch of wars, and local pools, and conflicts for traffic,

would be as futile as it would have been to enact a code of

laws, unsupported by force, for the government of the Scotch
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Highland clans in the sixteenth centnr}^, or a parcel of native

Africans now. A combination or general confederation having

some degree of binding force among all the railroad corpo-

rations might, therefore, not improbably prove the first step

in the direction of a better and more stable order of things.

But to lead to any results at once permanent and good this

confederation or combination must, in three respects, differ

radically from every thing of the same sort which has hitherto

preceded it: it must be legal, it must be public, it must be

responsible.

Tried by this standard, it is safe to say that none of the pools

or compacts now existing are consistent either with sound

views of public policy, or have in them the elements of per-

manence. They are, in the first place, secret combinations of

quasi public agencies ; in the next place, they are in their ob-

jects and methods amenable to no law; and, finally, they are all

in greater or less degree irresponsible even to public opinion. In

addition to this, they fail even to accomplish the one result which,

if practically brought about, might justify their existence,—
they do not afford to the community a reasonable and equitable

system of charges for carriage, permitting an unchecked flow of

travel and commerce, the continuation of which may with safety

be calculated upon. A local and makeshift character is appar-

ent in them all, and is not ignored even by those who are parties

to them. Indeed, every disturbing element which has hereto-

fore broken up other combinations is latent in those which

have been described in this Report ; the individuality of organi-

zation, the distinct separation of traffic, the armies of local

freight agents, the extending of connections. While the pro-

cesses of pooling are going on and during the very periods of

truce, there is not a single considerable line in any one of the

combinations which is not always anxiously looking about to

strengthen itself in case of an ever-expected renewal of war.

Under these circumstances,— with no central organization or

cohesive force,— it is barely possible that all of the combina-

tions which have been described should not fall to pieces at an

early day. They will probably last only so long as the recol-

lection of recent losses and the costly pressure of the last rail-

road war is fresh in the minds of stockholders and officials.

Not improbably, also, their most valuable ultimate result will

12
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be found in the conception of something better and more per-

manent, implanted in the minds of those who own the railroad

properties and those who operate them.

For the reasons which have been given, the plan of railroad

confederation brought forward by Mr. Fink in the extracts

which have been quoted, though doubtless susceptible of many
improvements, is certainly a great advance on any solution of

the railroad problem which has yet been suggested. It is at

once far more philosophical, more practical, and more in con-

sonance with American political usages and modes of thought.

Indeed, it is not easy to point out any respect in which it might

not fairly be accepted as the natural and logical outgrowth of

American railroad development, as it has gone on up to this

time. This is far more than can be said of any other solution

of the problem which has yet been suggested. The difficulty,

indeed, with all of these has been that they disregarded what

had gone before ; they were none of them in the nature of a

logical sequence or natural outgrowth. Those who originated

them sought to deal with a vast and complicated system as if it

were so much plastic material, to be handled and shaped at will.

Both the scheme for the state ownership of railroads, and the

measures of Granger legislation failed and were abandoned, for

this reason,— they were not sequences ; and while the first could

not stand the test of discussion, the last broke down in practice.

The idea of regulating all railroads through the State owner-

ship of one,— the Belgian system,— was some years ago

brought forward, and urged on legislative attention by this

Board, as at least worthy of careful inquiry. Subsequently it

was examined into by the corporators of the Boston, Hoosac

Tunnel & Western Railroad Company, one of whom was also

a member of this Board, and the practical difficulties and objec-

tions, both political and financial, which presented themselves

were of such a nature that the corporators unanimously found

themselves. compelled " by the logic of their investigations, re-

gardless of preconceived theories," to another result.

Irresponsible and secret combinations among railroads always

have existed, and so long as the railroad system continues as it

now is, they unquestionably always will exist. No law can make

two corporations, any more than two individuals, actively under-

sell each other in any market if they do not wish to do so. But
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they can only cease doing so by agreeing in public or in private

on a price, below which neither will sell. If they cannot do

this publicly, they will assuredly do it secretly. This is what,

with alternations of conflict, the railroad companies always have

done, in one way or another ; and this is what they are now
doing and must always continue to do, until a complete change

of conditions is brought about. Against this practice, the

moment it begins to assume any character of responsibility

or permanence, statutes innumerable have been aimed, and

clauses strictly interdicting it have of late been incorporated

into several State constitutions. The experience of the last

year, if it has proved nothing else, has conclusively demon-

strated how utterly impotent and futile such enactments and

provisions necessarily are. Starting, then, from this point ; ac-

cepting what is, and what must continue to be, Mr. Fink simply

proposes to legalize a practice which the law cannot prevent,

and, by so doing, to enable the railroads to confederate them-

selves in a manner which shall be at once both public and re-

sponsible. He represents more especially, in the discussion, the

railroad side of the question. The other side of the question—
that of the public— admits of a .statement equally clear. Its

essential point, however, is that, through this process and this

process only, can the railroad system as an organized whole be

brought face to face with any public and controlling force,

whether of law or public opinion. Once let the railroad com-

panies confederate in accordance with law, and the process

through which this all-important confronting result would be

brought about is apparent. The confederation would be a

responsible one, with power to enforce its own decisions upon

its own members. The principles upon which it could act, as a

creature of the law, would be formulated in the law. It could

compel obedience, but obedience only to legal decrees, and the

question in each case would be whether the decree was legal.

Then, at last, the correct principles governing railroad traffic

would be in course of rapid development. The essential fea-

tures of what constitutes discrimination and extortion would

gradually be formulated into rules, and the moment that is

accomplished competition will work equitably. This result

must follow. It must follow, from the fact that competition is

now almost entirely local, and hence discrimination necessarily
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results from it. That is, a rate to or from one point, in no

way necessarily affects rates to or from other points,— a local

variation does not cause the whole schedule to move up or

down. This is what makes discrimination. Could the system

be confederated and equalized, however, such would not be the

case. An established tariff, intended to be public and per-

manent, would then have to be fixed upon, just as it is

to-day fixed upon in each of the local pools which have been

described. This tariff, however, would, of necessity, fluctuate

throughout under the pressure of competition at au}^ one point.

For instance, a lake rate to be met at Chicago would affect the

land rate from Louisville ; if it did not, one point would be dis-

criminated against, as it now perpetually is, in favor of the

other. Thus the principle of the all-pervading action of com-

petition would be established throughout a confederation, as it

is locally established through combinations to-day. In this

way, full effect would be given to that natural and healthy

competition which is now so successfully localized, while rail-

road discrimination would be effectually repressed. Discrimina-

tion being thus disposed of, it would then only remain to guard

against extortion. That would not, apparently, be difficult.

In the first place, it would probably be found that the effect

of natural competition would, once the play of its forces was

made all-pervacling, afford the necessary protection. If it did

not, the extortion would have to be practised in a public man-

ner, and by a responsible agent, upon whom the whole force of

public opinion might and would be directed. Should this fail,

the central agency being responsible to the law as well as

to public opinion, recourse could finally be had to legisla-

tion. Beyond this, it does not seem worth while to carry

the discussion. Points of detail must be settled as they arise,

if they ever do arise. At present the question is not ripe

for solution, and no immediate practical measure is proposed.

The first step is, necessarily, to accustom the public mind to

the, idea that railroad combinations possibly maybe an evil

only because they are unrecognized, and that the proper way

to deal with them may, perhaps, be through regulation and not

through prohibition.

Meanwhile, so far as the local interests of Massachusetts are

concerned in these general questions, the members of this
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Board have nothing to add to the view expressed in their

last Annual Report [Eighth Report, pages 57-60]. The great

struggle between lines representing different seaboard cities

for a control of the foreign business was then just drawing to

a close. The basis of adjustment finally arrived at seems to

have worked satisfactorily, and will not probably be disturbed.

It was, as usual, a compromise. On the one hand were the

lines running between the West and New York, which de-

manded that an absolute equality should be recognized in

rates between central interior points and the great seaboard

termini ; while, on the other hand, the lines to Phihidelphia

and Baltimore claimed that an allowance should be made to

those points, because of their shorter distance from the West

;

and the line to Montreal insisted that a similar allowance

should be made on shipments through Montreal, on account

of its longer distance. The result of the struggle was that

a slight differential rate was allowed to Baltimore and Phila-

delphia, amounting, in the case of shipments from Chicago,

to one and two cents a bushel, respectively. The difference

against Boston was five cents, subject to a drawback of the

entire amount on all foreign shipments. As respects the West
and the through railroad system of the country, the condition

of affairs, so far as Massachusetts is concerned, does not, there-

fore, seem to be in any respect essentially different from what

it has been during the last five years. The opening of the

Tunnel line has, as yet, been productive of no perceptible

results. Indeed, it is not easy to see what results it could

produce, so long as it is limited at its western terminus to a

connection with the same line with which the Boston & Albany

road already connected before the Tunnel was opened. Not
until the last-named line effects a connection with lake naviga-

tion at some point on Lake Ontario, on the one side, and with

the Erie road, at Schenectady, on the other, can any consider-

able results inure from its completion. This subject, however,

has already been elaborately discussed in ol^cial reports by this

Board and by others, and during the past year certainly

nothing has occurred to cause any doubt of the correctness

of the views heretofore expressed. As full information in

regard to the steps now being taken to complete the Tunnel

line and make it an effective agency in the through railroad
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connection of Massachusetts will, doubtless, be submitted by

those upon whom the care of the Commonwealth's interest in

that line has been more directly imposed, it is unnecessary, in

the present Report, to enter upon the subject.

CHAS. F. ADAMS, Je.

FRANCIS M. JOHNSON.
ALBERT D. BRIGGS.

Boston, Dec. 14, 1877.
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CYPRESS STREET STATION IN BROOKLINE.

[Acts 1877, Chap. 197.]

An Act in relation to the BrooMine Station of the New York and New
England Railroad Company.

Be it enacted, t&c, as follows:

Sect. 1. The hoard of railroad commissioners is hereby authorized.,

upon the petition of tioenty legal voters of the town of BrooMine., after

due notice to the New YorJc and New England Railroad Company.,

and such hearing as said board shall deem, expedient^ if in the judg-

ment of said commissioners the duties and obligations of said company

or the public exigency require it., to order said company to construct.,

within three months from the date of said order., and' thereafter to

maintain upon its railroad at or near Cypress Street in said Brook-

line, a station-house reasonably commodious for the use of passengers,

together with sufficient platforms, and containing a ticket office and

separate apartments for men aiid women; and also to stop at such

station after said three months, all or a specified portion of its passen-

ger trains crossing said Cypress Street.

Under the provisions of the above Act a petition was received

from a large number of legal voters of the town of Brookline,

praying the Board to order the construction of a passenger sta-

tion at the point in Brookline where Cypress Street is crossed

by the tracks of the New York & New England railroad, Woon-
socket Division. The corporation appeared in opposition to the

granting of the petition. Mr. Johnson, being a resident of New-

ton, took no part in the hearing or decision in this case, as the

inhabitants of that town were understood to be strongly opposed

to the location of the depot petitioned for. The premises were

viewed by Messrs. Briggs and Adams, in company with the par-

ties, on May 22, and the evidence and arguments in the case

were heard at the office of the Board, in Boston, on June 6.

The petitioners rested their demands on three principal con-

ditions,— (1) an agreement or understanding, (2) public safety,

and (3) a general demand for reasonable accommodations.

They were opposed by the corporation on the ground that the

\ 13
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Cypress street crossing was on a grade, rising west, of 50 feet to

a mile, and only 2,165 feet from the central Brookline station;

that under such circumstances it was against well understood

principles of public policy to locate a station at that point;

and, in view of the financial condition of the corporation, the

construction and maintenance of such a station would be an

unreasonable burden to impose upon it. The last argument is

entitled to no weight. Where a corporation is not actually

bankrupt, so*that its assets are not its own property but that of

its creditors, it is bound to afford reasonable public accommo-

dations, whether they are directly remunerative or not. It

takes its franchise as a whole, and it cannot accept its benefits

and decline its burdens. The only question, therefore, relates

to the public convenience and the obligations which have been

assumed, wholly irrespective of the poverty or desires of the

railroad company.

As respects the argument drawn from the nearness of the

proposed station to the central Brookline station and the grade

on which, it must be located, it is necessary to turn to the other

railroads leading out of Boston to ascertain what is usual or

reasonable under similar circumstances. It would seem that

the average distance between stopping places within the limits

of metropolitan travel is about three-quarters of a mile, or 4,100

feet ; intervals of less than 2,000 feet are not unknown,

though very unusual. The only exceptional feature in the

case before the Board is due to the grade at the point where

the proposed station is asked for. A stopping place on a grade

of 50 feet to the mile, with an interval of only 2,200 feet

between it and the next stopping place, is most objectionable.

Neither, taking the circumstances of the entire road into

consideration, are the Commissioners at all satisfied that the

location of the proposed station will subserve the public con-

venience. The train service of the Woonsocket Division is

smaller than that on any other road leading out of Boston.

But one-third of the average number of trains usual at points

equally distant from Boston pass through Brookline. If the

station petitioned for is located it will make a fourth stopping

place for all trains within a distance of two miles, and so far

as the general public is concerned tlie Commissioners cannot'

but think that it would occasion less inconvenience to the

inhabitants of Brookline to go 2,105 feet further to their central
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station than it will occasion to the whole travel of the Woon-
socket Divison to have every train upon it stopped four times

instead of three on the first two miles of the road.

Did the case, therefore, turn on general principles only, the

petition would have to be dismissed. It is claimed, however,

that there was an agreement or understanding when the road

was constructed that there should be a station at Cypress

Street, and the petitioners asked that this understanding be

now carried out. As respects agreements or understandings to

locate stations, alleged to have been made when railroads were

built, this Board has always taken the ground that they are

entitled to no consideration unless they partake of the nature

of a contract into which some binding consideration enters,

either in land, money or damages. This was the ground taken

in refusing the petition of H. W. Poole and others, against the

Old Colony R. R. Co. in 1870 (First Annual Report, page 112),

and the Board has never paid any attention to the loose talk

and vague understandings which always take place when those

engaged in laying out a railroad line are anxious to conciliate

opponents or to reduce damages.

The only question is whether there was any thing more than

this in the case now before the Board. As respects those own-

ing land in the vicinity of the Cypress-street crossing, the Com-

missioners are very clear there was not. Their land was taken

for depot purposes, and they wanted a depot ; but they were

paid its value for the land and have no further claim. It ap-

pears, however, that when the road was located, the Charles

River Railroad Company, to all of whose duties and obligations

in this respect the New York & New England Railroad Com-
pany has succeeded, petitioned for leave to cross both Washington

and Cypress streets, in Brookline, at grade. The matter came

before the county commissioners, and, as respected Washing-

ton Street, the petition was refused and an overhead bridge

ordered. In the case of Cypress Street, however, the petition

was granted, and the railroad company was relieved of the ex-

pense of an overhead bridge, on the express ground, as appears

by the record, that it was "the purpose of the said railroad

company to locate a station on said street." It therefore ap-

pears that the railroad company not onl}^ proposed to locd.te a

station at Cypress Street, but, in consideration of that fact, were

relieved of an expense which they desired to avoid and which
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otherwise they would have had to incur. This is something

more than loose talk and vague understandings. It does not lie

with the present corporation to say that the agreement was one

of many made by a predecessor, very few of which have been

kept, and that it was entered into twenty-five years ago. There

is no statute of limitations against the public, and that a great

many obligations have been broken is an insufficient reason for

disregarding all.

The Commissioners have stated at length the grounds of the

conclusion at which they have arrived, in order that the

general principles involved may not be misunderstood, or this

case become a precedent. In view of the obligation to that

effect assumed by the Charles River Railroad Company, as ap-

pears by the accompanying extract from the return of the

county commissioners of August 4, 1851, they feel compelled

to order the location of a station by the New York & New Eng-

land Railroad Company as petitioned for.

Extract from the order of the county commissioners of Nor-

folk Count}'-, authorizing a grade-crossing at Cypress Street,

dated August 4, 1851 :
—

'
' And now after mature consideration the Commissioners do ad-

judge that a crossing of said Cj^press Street by said raih'oad on a

level therewith, as prayed for, will not, under existing circumstances,

endanger or greatly incommode the public travel on said street, pro-

vided suitable gates be erected on both sides of the railroad at said

crossing, and a faitliful agent be emploj'ed to close and open the

same at the passage of the trains. The present circumstances being

that no buildings are now standing on said Cypress Street to obstruct

the view of the railroad above or below the same, and the purpose of

said railroad company being to locate a station on said street, and

to run no express trains which will not stop at that station. The

Commissioners therefore do authorize said petitioners to construct

their railroad across said Cypress Street on a level therewith."

In accordance with the foregoing Report, an order was issued

as follows :
—

In Board of Railroad Commissioners,
\

July 2, 1877. )

Pursuant to the provisions of chapter one hundred and ninetj'-seven

of the Acts of the year 1877, the New York & New England Rail-

road Company is hereby ordered to construct within three months
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from the date hereof, at or near Cypress Street in Brookline, a

station-house, reasonably commodious for the use of passengers,

containing a ticket-office and separate apartments for men and

women, and with sufficient platforms by the side of the track, and

to maintain said station and stop thereat not less than five trains

running in each direction daily, including among such trains those

reaching Boston at or about 8.50 and 10.30 A. M., and those leaving

Boston at or about 2,30 and 5.30 P. M.

WM. A. CRAFTS, Cleric.

That part of the above order vrhich relates to the stopping

of trains was subsequently modified, so that all way-trains on

the time-table will stop at Cypress Street, and all through-

trains will be relieved from stopping there.



TRANSPORTATION OF HIGH EXPLOSIVES.
[Acts 1877, Chapter 216, Section 4.]

It shall he the dxity of the hoard of railroad commissioners^ from
time to time, to make rules fixing the maximum amounts of various

exjylosive compounds zuhich may he so carried in any puhlic vehicle, or

in a railroad train containing passengers, or in a vehicle attached to

such train; and until such rules are made by said board, no explosive

compound shall be so carried. The said rules shqll also define the

method of packing such compounds to insure the greatest safety, and

shall prescribe how the same shall he carried as freight on railroads,

steamboats, and by common carriers. Such rides, subscribed by said

railroad commissioners, shall be published for the period of four weeks

in daily newspapers published in the cities of Boston, Worcester, and

Springfield ; and a copy of said rules, certified by either of said hoard,

and a like certificate of the fact of their due publication shall, in all

cases, he legal and conclusive proof of said rules, and of the proper

publication thereof.

Rules Regulating the Transportation of High Explosives.

1. Liquid nitro-gl3^cerine, or leaky dynamite powders, or gun-cot-

ton other than pulverized and compressed gun-cotton, shall in no form

and under no circumstances be transported in any public convej'ance,

or by any common carrier.

2. Nitro-glycerine in any of its forms may be transported by rail-
,

road companies in a congealed state, and in cars speciall}^ provided

for the exclusive carriage thereof: provided, that the packages in which

such nitro-glycerine is contained are during transportation kept con-

stantly packed in ice under the direction of the railroad corporation

transporting the same, and are in charge of a competent agent, fur-

nished by the forwarder, who shall during the time such nitro-glj'cerine

is in the custody of the transporting company be under its control,

and shall at all times travel in the car in which the explosive is car-

ried.

3. Nitro-glj'cerine in an}' of its forms may be transported by com-

mon carriers other than railroads in a congealed state : provided, that

the packages in which said nitro-glycerine is contained are placed in

boxes or refrigerators which shall be constantly packed with ice under
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the direction of the common carrier undertaking to transport the

same, and shall be in charge of a competent person furnished by the

forwarder, who shall during the time such nitro-glycerine is in the cus-

tody of the common carrier be under his control.

4. Nitro-glycerine shall not in any form, or under any circum-

stances, be transported bj^ any common carrier in any public convey-

ance or train used in whole or in part for the carriage of passengers.

5. Pulverized gun-cotton in a compressed form and in a moist state,

and all dry explosive powders Commonly known as high explosives,

as dualin, giant-powder, rend-rock, d3'namite, etc., made in part of

nitro-glj^cerine, may be transported by railroad companies upon

freight trains, and by all other common carriers in public convej'-

ances,' in wooden cases holding not exceeding one hundred (100)

pounds, nor less than five (5) pounds of explosives : provided^ that

such explosives are packed in dry sawdust, as follows : When in bulk

such explosives shall be surrounded on all sides with at least three

(3) inches of dr}^ sawdust between the powder and the inside surface

of the case. When in cartridges, each cartridge shall be surrounded

on all sides with dry sawdust, and all interstices between such cart-

ridges and a space of at least one inch between the outer side of such

cartridges and the inside surface of the case shall be filled with dry

sawdust. Each of such cases shall be plainly marked, on at least

three (3) of its sides, with the name of its contents, and " Explosive

— Dangerous," so as to be readily seen hj those who are to handle it.

6. All explosives of the fulminate class may be transported . in

vehicles, or on trains not used for the carriage of passengers, in

wooden, water-tight kegs, in a wet state : provided, that such water-

tight kegs are placed in wooden packages filled in w'ith sawdust,

which shall be marked in the method prescribed in the case of dry

explosives in the. foregoing rule, number 5.

7. Lai'ge percussion caps or exploders, or other substances, the

explosion of which by fire will explode the powders referred to in the

foregoing rules, shall in no case be transported in the same railroad

car with such powders, or within the distancce of Mty feet of the

same in any public conveyance.

Kailkoad Commissioners' Office, December, 1877.

Note.— As the matter of properly regulating the carriage of the so-

called '
' high-explosives '

' is now engaging to a considerable degree the

public attention, and is little understood, a few words in explanation of the

foregoing rules seem desirable.

They are prepared on the principle that the secret conveyance of these

explosives now is, and certainly will be resorted to, if their public convey-

ance is either prohibited or so hampered by regulations as to becoine unduly
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annoying or costly. The secret and illicit conveyance of nitro-glycerine and

its compounds is inexpressibly dangerous. This was demonstrated in the

Worcester explosion of July 23, 1870. (Second Annual Report [1871], pp.

27-28.) While the carriage of these explosives cannot be divested of all

danger, it can, under proper regulations, be made reasonably safe ;
safer, for

instance, than that of gunpowder, which now excites no alarm.

Fire does not by itseH explode either nitro-glycerine or its compounds.

Concussion is necessary. The laws regulating the explosion of nitro-

glycerine in its liquid state are not thoroughly understood. It can be

handled only by experts, and then with the exercise of the most extreme

care. In a thoroughly congealed state, the evidence seems conclusive that

it cannot be exploded. It must first be at least partially thawed. Should

it explode, however, its force is such that the quantity in which it may be

carried above a certain point becomes a question of secondary importance.

The " high explosives," except gun-cotton, are merely compounds of nitro-

glycerine. That is, they consist of absorbents of various descriptions, over

which nitro-glycerine has been poured, and by whi-ch it is held diffused. In

this state, and while held perfectly diffused, it can be exploded only by con-

cussion of a certain defined character. The powder becomes dangerous only

in case the absorbent has been overcharged and leaks. The leakage then

becomes pure liquid nitro-glycerine, and accordingly dangerous. This

leakage is, therefore, the thing to be guarded against. It is necessarily

very slight. The proper remedy is to surround the original and loaded

absorbent with a second and dry absorbent, so that if the first is overcharged

and leaks the latter will at once receive and absorb the leakage. The leaky

powder is thus rendered even in process of carriage a dry powder.

The exploders, or caps used for exploding nitro-glycerine and its com-

pounds, are subject to chemical laws and atmospheric influences of their

own. They cannot explode congealed nitro-glycerine ; they will always, if

in contact with it, upon going off, explode liquid nitro-glycerine or its com-

pounds. They seem peculiarly sensitive to electric conditions. Their trans-

portation is regulated accordingly.

The foregoing rules have been drawn up with a careful view to the prin-

ciples which have been stated, and with the object of rendering the carriage

of these explosives reasonably safe and the smuggling them unnecessary.



DUXBURY & COHASSET EAILROAD COMPANY.

[Resolves 1877, Chap. 32.]

Resolved^ That the petition of Henry W. Nelson, representing the rail-

road committee of the town of Marshfield, for an investigation and relief

under the present management of the Duxbury & Cohasset Railroad, be

referred to the board of railroad commissioners, with the instruction to

investigate the case and report the result to the parties interested ; and also

to report to the next general court, stating what farther legislative action, if

any, may in their judgment be necessary in the premises."

Under the foregoing Resolve an investigation into t'he affairs

of the Duxbury & Cohasset Railroad Company was begun on

May lOtli. It included a comprehensive examination of all the

books, records and accounts of the company ; many witnesses

were called, and the facts elicited were fully discussed by coun-

sel on behalf of the present management of the road and the

railroad committees of the two towns of Marshfield and Dux-

bury. The public hearing occupied ten days.

The Duxbury & Cohasset Railroad Company was organized,

and its road constructed and operated, in a manner wholly

peculiar to itself, owing to the fact that its stock was origin-

ally subscribed for, and the whole of it, until a very recent

period, was held by the towns through which the road was

located and the Old Colony Railroad Company, with whose

road it connected. In relation to certain facts in its history

there is no dispute. It was designed to accommodate the

three towns of Scituate, Marshfield and Duxbury ; which,

lying as they do along the sea-shore, were wholly outside of

the Old Colony railroad system. Its construction was attended

with very great difficulty, not on account of saij excessive cost

involved in it, but through the unpromising character of the

line as a business enterprise. The scheme of a railroad along

the shore of Massachusetts Bay, south of Boston, was not new.

It had been agitated ever since 1847, when two charters had

been obtained ; the one for a railroad from Cohasset to Scituate,

and the other for a branch from the Old Colony line at Kingston

to Duxbury. Again, in 1861, a charter for a street railway

from Kingston to Duxbury was granted, and in 1866 a similar
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charter from Cohasset to Scituate. Nothing was practically

done, however, until 1867, when the charter of the present

Duxburj & Cohasset Railroad Company -was obtained, under

which the three towns of Duxbury, Marshfield and Scituate

were authorized, by a two-thirds vote in favor of so doing, to

subscribe for $75,000 each in the stock of the proposed road.

Having secured the charter, the friends of the enterprise caused

a preliminary survey and estimates to be made by Mr. H. G.

Reed, a civil engineer resident in Scituate, which showed the

length of the line to be 15.83 miles, and its probable cost

$304,093. The authorized capital was $350,000 ; but the town

subscriptions, if voted, would aggregate' only $225,000, and the

deficiency between that amount and the total estimated cost of

the road had to be made up from other sources. Private indi-

viduals could not be induced to subscribe, and those having the

matter in charge appealed to the Old Colony Railroad Company
to aid in the construction of what promised to be a valuable

feeder of that company's line. The Old Colony officials did not,

however, care to take hold of the enterprise at this time, and

the negotiations resulted in nothing. Meanwhile a considerable

opposition existed in the three towns to the large subscriptions

proposed, and the necessary two-thirds vote in their favor was

not obtained. The next year, however, the charter was amend-

ed so that only a majority, instead of a two-thirds vote, was

required, and the several town subscriptions were then carried.

Having secured this basis for the enterprise ($225,000), its friends

resumed negotiations with the Old Colony Railroad Company,

and finally a preliminarj'^ agreement of a most comprehensive

character for the construction, management and operation of

the projected road was entered into. It is a fact having a most

important bearing on the subsequent history of the road and

the relations to each other of those owning it, that this prelim-

inary negotiation was carried on between parties wholly distinct

and independent of each other, and no person engaged in it held

any conflicting fiduciary relations. At a later period, by virtue

of the original agreement at this time made. President Stearns

and two other directors of the Old Colony road became also

directors of the Duxbury & Cohasset road, and Mr. Stearns

was president of both corporations; but when the original

agreement was made, representatives of the two corporations

met as distinct contracting parties, each making the best terms
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it could for itself. By this preliminary agreement it was pro-

vided that the Old Colony or South Shore road, they being

practically one, should subscribe for $125,000 of the stock of

the new company, and when an organization was effected, each

of the towns holding stock should have one director and the Old

Colony and South Shore corporations should have two each.

The Old Colony was to enter into contracts for the construction

of the road, subject to the approval of a majority of the town

directors. If the cost exceeded $350,000, the excess was to be

met by the issue of mortgage bonds. The Duxbury & Cohasset

company was to furnish its own equipment, or the Old Colony

would furnish it at a rate per mile run equal to the average cost

per mile run of engines and cars (including interest) on its own
road. Finally, the Old Colony was to do the business of the

Duxbury & Cohasset, upon the terms fixed by the referees for

it to do similar business with the Hanover Branch Railroad

Company. This preliminary agreement expressed in fact the

terms of the bargain upon which the Old Colony agreed to fur-

nish the funds, without which the projected road could not be

built.

Meanwhile additional legfislation of a most liberal and even

unusual character had been obtained, authorizing the Old

Colony not only to subscribe for Duxbury & Cohasset stock,

but also to operate and even to construct that road, while the

Duxbury & Cohasset Railroad Company received permission

to issue, if necessary, bonds to the amount of $100,000 secured

by mortgage. Every difficulty being thus disposed of, a final

survey and estimate were made by Mr. Reed, and . during this

work Mr. Charles O. Stearns, son of Onslow Stearns, President

of the Old Colony Railroad Company, was employed by Mr.

Reed as a " transit-man." The line as finally decided upon was

17i miles in length, and the estimate of its cost was $403,900.

Upon this survey, and the accompanying specifications, propos-

als for constructing the road were advertised for. A number
were put in by various parties, none of which, however, cov-

ered the whole or even the same parts of the work. The con-

tract was finally awarded to Mr. Reed, the surveyor of the line,

for a gross sum on account of the work specified of $168,000,

and it was signed on December 7, 1870. Work was begun at

once, and the road was opened to South Scituate on June 19,

to Marshfield on July 31, and to South Duxbury August 21

;
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the whole 17J miles having been constructed sufficiently to

admit of its being operated in less than eight months from the

execution of the contract. The work had been estimated to

cost $403,000, and it had been proposed to raise |350,000 of

this amount by stock subscriptions, and the balance by the sale

of bonds secured by mortgage. The actual cost, however, was

but $384,519.06, so that when the road was completed and

accepted, the corporation was in debt to the amount of $34,000,

which sum was advanced to it by the Old Colony Railroad

Company on current account, and no mortgage was made or

bonds issued.

As respects the subsequent operation and management of

the road the original agreement was carried out, except that

instead of four directors on the board the Old Colony road had

but three, the same number as the towns, while the additional

director was agreed upon by the. parties, the understanding

being that in case of controversy he was to act as umpire.

During the first full year of its operation the road netted the

sum of $1,433.98. During the next year the net loss was

$2,000, and in 1874 the gain was $2,500. During none of

these years, however, was the interest on the amount of debt

due the Old Colony either earned or paid, but it was allowed

to accumulate on account current ; so that as the net result of

the first three years of operating its road the corporation had

earned a little less than $3,000, and was behindhand on ac-

count of unpaid interest about $7,000. The extension of the

the road to a connection with the Old Colony road in Kingston

was now determined on, and three and one-half additional miles

were built in the spring of 1874, at a cost of $70,000, of which

$40,000 was raised by stock subscription on the part of the town

of Plymouth, and $30,000 was loaned by the Old Colony. This

extension did not improve the financial prospects of the com-

pan}^, for in 1875 the net loss on the year's operations was $3,-

700 in addition to $4,685 unpaid interest, which loss increased

in 1876 to $7,456, besides $4,685 unpaid interest. During the

first seven months of the current year the loss has been $4,075,

besides interest; so that, as nearly ah can be ascertained,

allowing the loss on operations during the present railroad

year to be the same as during the last, and computing inter-

est, the total liabilities of the Duxbury & Cohasset Railroad

Company to the Old Colony on the 30th of September next,
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the close of the present railroad year, will be $102,400, besides

land claims, judgments and certain unliquidated debts due to

other parties, amounting, approximately to $10,000 more.

In September, 1876, the town of Scituate sold the 750 shares

of stock held by it to President Stearns, who bought them on

his own account, but practically in the interest of the Old Col-

ony R. R. Co., which thus obtained the control of a majority

of all the Duxbury & Cohasset stock. No change, however,

resulted in the direction or management, as the relations of all

the town directors with the directors representing the Old Col-

ony and the umpire continued to be and still are of the most
friendly and harmonious description. In the towns of Marsh-

field and Duxbury, however, the disappointment over the un-

satisfactory financial results of the enterprise has led to a ver}?-

general feeling of hostility and dissatisfaction with the present

board of direction as a whole, which resulted in the appoint-

ment of town railroad committees and in the present investiga-

tion. On the part of these committees the following allegations

were made, which can best be considered seriatim :
—

(1.) That the contract for the construction of the original road

was not awarded to the lowest bidder.

(2.) That as a matter of fact the engineer of record of the cor-

poration, Charles O. Stearns, was interested in the contract for its

construction.

(3.) That the contract was on its face unusual and unfair, in that

the rights of the contractors were undulj' protected to the detriment

of those of the companj^

(4.) That the road was originally loosely, wastefnlly and extrav-

agantly constructed, at a cost largely in excess of what it should

have been ; that it was accepted from the contractor without any

verification or examination, and consequently has since been need-

lessly expensive to operate and keep in repair.

(5.) That the road has been wastefully and extravagantly operat-

ed, an unnecessary amount of rolling stock having been run habitu-

ally upon it to accumulate debt against it in the interest of the Old

Colony.

(6.) That an insufficient train service has been supplied at incon-

venient hours.

(7.) That the contract under which the road has been operated

by the Old Colony is harsh and oppressive, and called for revision in

the interest of the Duxbury & Cohasset road.
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(8.) That no proper books and accounts of the Duxbury &
Cohasset R. R. Co., independent of the Old Colony R. R. Co., had

been kept ; and that access to such as had been kept had been unrea-

sonabl}' refused.

(9.) That the representation of the towns in the management of

the road was nominal merel}', the town directors being in reality

wholly under the influence of the president of the Old Colony R. R. Co.

(10.) That the Old Colony R. R. Co. had discouraged and

defeated various efforts to negotiate loans upon favorable terms on

behalf of the Duxburj^ & Cohasset R. R. Co., and in that way fund

the floating debt of that company ; and had also failed to aid in vari-

ous schemes for its further and profitable development as a railroad

enterprise.

(11.) That, finally, the road had S3'stematically been operated

with a view to running it in debt, in order that it might be made

ultimately to fall exclusivel}' into the hands of the Old Colonj^, at a

nominal cost only.

Each of these allegations vs^as made and dwelt upon with

mnch distinctness and at great length in the course of the

hearings ; and, although several of them can have no bearing

on any practical result of the investigation, the Commissioners

feel bound to report in full all the conclusions they have

arrived at.

The first four allegations relate to the original construction

of the road, and to events which took place, or accounts which

were adjusted, seven years ago. Under these circumstances, it

is of course very difficult to arrive at exact conclusions respect-

ing them. • In considering them, hpwever, it is necessary to

begin with that in which it is charged that Mr. Charles O.

Stearns, the engineer of the line, was interested in the contract

for its construction. If that charge is substantiated, it directly

affects inferences and conclusions to be drawn from the investi-

gation had under each of the other three-allegations referred to.

. During the preliminary survey of the line, Mr. Charles O.

Stearns, the son of President Stearns of the Old Colony, had

been employed by Mr. Reed as transit-man, and as such had

received for his services four dollars per day. Though subse-

quently chosen engineer of the Duxbury & Cohasset Railroad

Company, and though the certificates of work done by the con-

tractor during the construction of the road of that company

upon which payments were made bore his approval, neither he



1878.] PUBLIC DOCUMENT— No. 29. Ill

nor President Stearns, when giving evidence in the present in-

vestigation, remembered the fact of his appointment. Under
the contract Mr. Reed was to pay for all engineering, and Mr.

Stearns claims to have considered himself throughout in the con-

tractor's employ. He made no pretence, however, in his evi-

dence that there was any agreement as to the compensation

Mr. Reed was to pay him ; and when the work was completed

it seems that he and Mr. Reed sat down to discuss this matter.

His own statement is, that he then demanded for his services

and expenses in employing assistants during the eight months

of construction the entire amount, $10,000, estimated for engin-

^ eering. This, Mr. Reed said, was more than he could afford to

pay ; and finally, both Mr. Stearns and Mr. Reed agree, he was

allowed and paid |7,500, being one-half the net profits on the

contract as computed by them. Both positively deny that he

was a partner or interested in the contract.

The Commissioners are unable to accept as satisfactory this

explanation of the settlement, or of Mr. Charles O. Stearns's

connection with Mr. Reed in his contract. It seems highly im-

probable that a young and inexperienced engineer, who had

shortly before been employed as a subordinate on the prelimi-

nary survey of a proposed line at $4.00 per day, should,- when
the engineer who made that preliminary survey a few months

later became the contractor for the construction of the line, re-

appear in his employ, but without any arrangement as to com-

pensation, and finally, when the work was completed, claim

$10,000 to cover his expenses as engineer, which were not

heavy, and less than a year's services, and should actually

receive over $7,000. The explanation seems the more improba-

ble, also, as the $10,000 which Mr. Stearns says he claimed

exclusively for himself as the allowance set aside for engineer-

ing, specifically included, in Mr. Reed's original estimates, as

Mr. Stearns must well have known, besides engineering the

large item of general incidental expenses. It further appeared

in evidence that during the progress of the work payments on

account of it were frequently made to Charles O. Stearns, and

that the sums thus received were often directly paid out by

him to sub-contractors and others, or were retained for him-

self, being only accounted for by him to the contractor.

The contractor's books, also, were, it seems, in his posses-

sion for a time at least, and while in his possession were
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lost trace of. Under these circumstan(5es, for the purposes of

this mvestigation, Mr. Charles O. Stearns must be held to have

been interested throughout with Mr. Reed in his contract as an

equal partner. It would then appear that the engineer of the

Duxbur}^ & Cohasset Railroad Company, who was the son of the

building agent of that company, as will hereinafter be seen, and

the official upon whose approval the payments for the work as

it progressed were made, was also practically a partner in the

contract to build its road, and consequently was directly inter-

ested to have the largest possible amounts paid for the least

work done. It is needless to comment on a proceeding of this

character. It is wholly subversive of fiduciary relations, and

opens a wide door to every species of fraud. So far as this

investigation is concerned, not only does it make necessary a

most hostile scrutiny of every step taken under the contract,

but where points remain in doubt and judgment would other-

wise be suspended, the most unfavorable conclusions must uni-

formly be drawn.

Assuming, therefore, that Mr. Charles O. Stearns was directly

from the commencement interested in the contract, it is neces-

sary to consider the first of the charges specified, that the origi-

nal contract for the construction of the road was not awarded to

the lowest bidder, but was by connivance given to H. G. Reed.

It would seem, from the evidence now accessible, that Mr. Reed

was not a regular railroad contractor, though he was more

familiar with the line of the proposed road and the character of

the work to be done than any other person. Great doubts were

felt whether the road could be built for the amount he had esti-

mated, or which the company could command, and he was in-

duced to put in his own estimates as a bid, and was recommend-

ed as a reliable bidder by the local directors. On the face of

the bids, as carried out, it would seem that there were in all

eleven of them, but that they did not all cover the same work.

The bid of Dacey & Co. for the work specified in it was, on its

face, the lowest, being for |134,500 ; while that of Reed for the

same work was next to it, being for $136,200, or f1,700 more.

These parties, however, did not bid in exactly the same wa,j,

and as is usual in such cases, various allowances and computa-

tions had to be gone through with. As the result of these it

was decided to accept none of the bids ; all but that of Dacey

& Co. being too high, and Dacey &> Co.'s requiring more time for
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construction than could be allowed. A conference of the di-

rectors with Mr. Reed was then had, as the result of which he

offered to do certain specified work for a round sum of $168,000.

This proposal was, upon consideration, decided to be the most

advantageous to the company, and accordingly it was accepted.

Whether it was in fact the most advantageous is a point which,

at this distance of time, cannot be absolutely settled ; though,

taking the element of time as well as cost into full consideration,

the Commissioners entertain very little doubt that it was. In

any event, however, the Reed bid and the Dacey bid were so

close together that the choice between them, under ordinary

circumstances, would have fairly rested within the reasonable

discretion of a board of directors. In the present case, all the

evidence elicited at the hearing tended to show that the de-

cision as to who should have the contract rested with President

Onslow Stearns ; but, while he claims that he felt considerable

hesitation in allowing it to be given to Mr. Reed, owing to

doubts as to his responsibility, the local directors agree that they

strongly favored Mr. Reed, induced him to bid for the contract,

and used their influence tO get it for him. There was not the

slightest evidence that these directors were at any time aware

of Charles O. Stearns's connection with the contract, nor does

it appear that President Stearns favored Mr. Reed. Under
these circumstances, the inference that the contract was not

awarded to the lowest bidder, or in any event, to the bidder

who was, all things considered, fairly thought to be the most

advantageous to the company would be a forced one, and one

which the Commissioners would not, even under the rule which

has just been stated, feel justified in drawing.

The contract, as finally executed, however, was for the sum
of $168,000, while the work which had been included in the

Dacey and Reed bids amounted to only about $136,000. The
difference between the two amounts, or the sum of 132,000,

covered certain items which had been included by Mr. Reed

in his estimates, but which had not been specified in the pro-

posals. Chief among these were 116,000 for fencing, $10,000

for engineering and incidentals, and $2,000 for crossings and

signs. In making a final bargain with Mr. Reed for the con-

struction of the road, the amounts fixed by him in his estimates

under these several heads were allowed, so that, finally, his con-

tract was simply to do so much work in the aggregate for a

16
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specified sura of money. If tlie work to be done should actu-

ally, in process of construction, fall short of the estimates, Mr.

Reed was still to receive the full sum named in his contract

;

if, however, additional work was ordered on account of change

of line, he was to be paid for it at the rates upon which his esti-

mates were based. In view of Charles O. Stearns's connection

with both the building agent of the company and its contractor,

these additions and final allowances cannot but give rise to the

gravest suspicions. Even if the contract was properly awarded,

the door to what is known as a " job " in railroad construction

was thrown wide open, and the inevitable inference could be

dispelled only by clear proof that there was no job in the case.

It had to be made apparent that full value was rendered for all

the money paid under the contract. The allegation, therefore,

that the road was loosely, wastefuUy and extravagantly built,

and at a cost largely in excess of what was reasonable, is next

to be considered.

As a matter of fact, the road was built, not under the control

of its engineer of record, but under the supervision of Presi-

dent Stearns. He was building agent under the contract, and

to him all points in dispute had to be referred for final decision.

Having a not unwarranted confidence in himself. President

Stearns apparently relied very little on the judgment of others.

He was obviously the controlling mind in the matter, and appa-

rently accepted the work, when done to his satisfaction, without

having recourse to surveys or certificates. Under the circum-

stances this was certainly a very loose method of proceeding,

and one which involved great risks both to himself and to the

corporations he represented. President Stearns pointedly de-

nied any knowledge or belief, on his part, that his son had any

interest in the conti;act. The fact, however, that the son did

actually divide with the contractor his profits, and that the

father was the building agent, must, if the work was extrava-

gant or bad, or materially fell short of the contract, create sus-

picions most injurious to President Stearns.

It is, of course, impossible now to ascertain exactly in what

respects of detail a road completed six years ago at that time

either came up to or fell short of the terms of the contract

under which it was built. The original surveys and profiles

upon which the estimates and contract were based have been

lost, or at least are not now forthcoming, which makes it impos-
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sible to ascertain the extent to wliicli they were deviated from

during construction. This is in itself a circumstance calculated

to excite suspicion. Nevertheless, certain important, and, in

the minds of the Commissioners, decisive facts in respect to

the Duxbur}' & Cohasset road, are matters of record of which

they have official knowledge. It was built in 1871 and at a

time consequently when prices generally, and those for railroad

construction in particular, were higher than they had ever been

before, and probably thirty-three per cent, higher than they are

now. The road, also, was built under a great pressure for com-

pletion, and in less time (eight months) than probably any^

other of equal mileage ever constructed in Massachusetts.

Under these circumstances its cost would naturally have been

fully up to the average. The country through which the line

runs, though somewhat uneven, presents no unusual engineer-

ing difficulties. It is not, however, peculiarly favorable to

cheap construction. The road was examined by this Board

within a month after its completion, and the report then made
(Third Annual Report [1872] p. clxxxvi), shows that it was

sufficieptly well built for a local road of its character. Its cost,

under these circumstances, was $21,986.80 .per mile, as com-

pared with $46,000, the average cost per mile of fifty-one roads

in Massachusetts, as reported for that year ; and $24,159.61, the

cost per mile, when completed, of the Hanover Branch ; $30,-

330.46 of the Boston, Barre & Gardner; $39,107 of the Fra-

mingham & Lowell; $27,884.44 of the Springfield, Athol &
North-Eastern ; an(^ $34,460.30 of the Fall River,— all roads of

somewhat similar character, and, except the last, constructed at

much the same time. The Wood's Hole Branch of the Cape

Cod road was a piece of railroad construction in every respect

similar to the Duxbury & Cohasset ; it was built in a way to

insure the utmost economy; its cost was $22,930 per mile. It

would appear, therefore, from a comparison of statistics, that

the Duxbury & Cohasset at the time of its completion was one

of the lowest cost railroads ever built in Massachusetts, and

allowing for the fall in prices between 1871 and 1877, it repre-

sented a present outlay of $14,000 per mile. The additional

circumstance,— in itself a most unusual one in the history of

railroad construction,— that the road, when finished, cost over

$18,000 (or four per cent.) less than the original estimate, has

already been referred to. Notwithstanding these facts, it was
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claimed at the hearing that it might and should have been built

at the time and under the circumstances for at least $30,000

less than it was built. The Commissioners are unable to arrive

at that conclusion, and do not see how it could be arrived at on

the basis of any evidence they have discovered, or any bids

actually made for the work. According to the SM^orn state-

ments of Mr. Reed and Mr. Charles O. Stearns, the actual cost

of the work done under the contract, which included every

thing but the iron, was at the rate of $8,750 per mile. In the

absence of positive evidence to the contrary, and at the prices

then ruling, this does not seem unreasonable. The profit on the

whole contract they further state to have been about $15,000,

and this sum was divided between them. The Commissioners

see no reason to doubt the correctness of these statements, and

the sum last named was not in itself an excessive profit on a

work of that magnitude. In conclusion, therefore, the Com-

missioners feel compelled to say, that, with no disposition to

extenuate the bad features of the transaction, they are unable

to see any evidence that the Duxbury & Cohasset road was

either wastefully or extravagantly built, or at unreasonable

cost. If, indeed, a, different conclusion were arrived at, the

inference would apparently be irresistible that there has never

been any prudent or economical railroad construction in Massa-

chusetts, as the statistics cited seem to show that there has

been not much, if any, which cost so little as the Duxbury &
Cohasset.

An effort was also made to show that the road was insujfiEi-

ciently built as respects certain bridges and trestles and the

filling of at least one sink-hole. The Commissioners, however,

are. of opinion that nothing more was developed in these re-

spects than was usual and almost inevitable in railroad construc-

tion. It is not reasonable to expect that roads fresh from the

liands of contractors will be found perfect. Some weak points

will always reveal themselves, but the Commissioners do not

nthink that any undue number of these have come to light in

the case of the Duxbury & Cohasset.

A portion of the material, including a quantity of iron, ties,

etc., used in building the Duxbury & Cohasset, was furnished

by the Old Colony, and the attempt was made to show that it

was put in at an extravagant valuation. The Commissioners

do riot find any evidence that such was the case. These sup-
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plies were all outside of the contract, and did not affect the

profits of the contractor. The usual rules of criticism miist be

applied as respects them, and it would not appear that they

were furnished at prices materially different from those gener-

ally paid at that time.

The road seems to have been accepted from the contractor

on the judgment of President Stearns, the building agent, who'

does not appear to have received any compensation as such.

The final certificate of acceptance was not signed by him, but

by two of the directors representing the towns. They never-

theless were undoubtedly governed by President Stearns's supe-

rior knowledge and judgment, and the acceptance of the road

was practically his act. , It was, as roads of that description go,

fairly constructed, as appears from the report of this Board

upon it made at the time (Third Annual Report [1872], page

clxxxvi), and it only remains to inquire whether it has since

proved an unusually expensive road to operate. It appears

from the returns, that during each of the five years it has been

operated, it has cost in repairs of track and road-bed per mile,

as follows: 1871-2, |480 ; 1872-3, $625; 1873-4, 8457.80;

1874-5, 1708.45; 1875-6, 1555.50,— being an average of |565.-

35 each year, per mile. A comparison of returns would not

indicate that this amount is excessive or unusual. During the

same time the annual average on the Hanover Branch has

been $600.42, that on the Boston, Barre & Gardner, $572.23,

and that on the Nashua, Acton & Boston, $429.64, per mile.

It was also alleged that the Reed contract was on its face

unfair, inasmuch as it provided that the contractor was to be

paid for all additional work at stipulated rates, while no allow-

ance was to be made by him where the work proved less than

was anticipated. The explanation of this provision offered by

the officials of the corporation seems, however, to be satisfac-

tor3^ The work, and the amount to be paid for it, were both

fixed,— on the one hand the road was to be built in a certain

manner, and on the other it was to be paid for in full by a lump
sum. The contractor took his chances. If the work proved

less expensive than he anticipated, it was his gain ; if more so,

it was his loss. The question whether, in this case, the full

work specified was exacted from the contractor, or whether

deficiencies on his part were fraudulently connived at by the

representatives of the stockholders, is another matter which has

already been discussed.
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Passing on to tlie later history of the road, it was alleged

that it had been extravagantly operated, an unnecessary amount

of rolling stock having been habitually used upon it for the

purpose of accumulating debt. The whole evidence on this

point was directed to showing that one car, the smoking-car, on

the morning train in and the evening train out, might be dis-

pensed with during half the year by running a combination

smoking and baggage car. At the very utmost the saving

effected by this change, if it could be made with a proper

regard for public convenience, would amount to but $600 a

year, and the evidence indicated very clearly that the accommo-

dations on the road were no more than what are reasonable or

usual. Had the road been operated by its own officers, and on

its own account, the freight train might possibly have been

combined with one of the passenger trains and a portion of

the train hands dispensed with. This, however, was done to a

degree, and the practice could hardly have been carried any

further without greatly incommoding travel. It would have

been a very close measure of economy, and was not suggested

by the petitioners.

There was no evidence whatever that the train service was,

under the. circumstances, insufficient or supplied at inconve-

nient hours. Where the number of trains is very limited,

every one cannot of course be accommodated ; but the Com-
missioners see no reason to suppose that a change of the

present running time on the Duxbury & , Cohasset road is

generally desired. As to an increased train service, and a

system of additional fast trains, as was suggested, the road

cannot support what it now has, and there is no good reason

to believe that a service twice as expensive as the present

would call any proportional amount ef new business into exist-

ence.

The contract under which the road is operated was made, it

is to be remembered, before the Old Colony agreed to aid in its

construction, and was not improbably one of the inducements

for it to do so. Upon its face there is nothing unfair about it,

and there is no evidence to show that when made it was thougl\t

'to be very oppressive or specially advantageous to either party

to it. So far as doing the Duxbury & Cohasset business as a

connecting road to and from Boston, the Old Colony was to

receive only the amounts awarded to it by referees in the case
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of the Hanover Branch, which was a very similar connection.

In the case of the Hanover Brancli these amounts had not

proved extortionate ; and when the Agreement was made, there

seemed to be no reason to tliink they would prove so in that of

the Duxbury & Cohasset. An examination of these rates would

seem to indicate that they are about the same as those usually

allowed in the case of connecting roads under similar circum-

stances, and in themselves cannot be called oppressive.

As respects that part of the contract which relates to fur-

nishing rolling stock and operating the road the case is not so

clear. In regard to freight cars no question is made ; they

were furnished in the manner usual among railroads, and

charged for at the customary rate, two cents per mile. For

locomotives, including fuel, wages and interest, twenty-eight

cents per mile run was charged ; while for passenger cars the

rate was four cents, and for baggage cars two and a half cents.

The trip in each case was computed at forty-seven miles, the

entire distance from Boston to Plymouth. The question is

whether this portion of the contract for operating the road,

however it may at first have been intended, has in practice

proved onerous and unfair. It is certainly never economical

for a poor corporation to contract to have its road operated by
a rich one at the current rates of the latter. In the present

case, for instance, passenger cars worth perhaps $4,500 seem to

have been hired at about $1,200 a year. Some 812,000 a year

was paid for locomotive hire, when half that amount, judicious-

ly expended, would probably have enabled^ the Duxbury &
Cohasset compan}'" to maintain its own motive power. And yet

the rates charged were only those usual between railroads.

But, on the other hand, neither the president nor superintend-

ent received any compensation for his services, and the entire

general office expenses amounted to the merely nominal sum
of $750 a year. The towns also had the benefit of very low

passenger rates, as, in view apparently of the fact that the

road had been constructed with town subscriptions, and with

an eye to the development of the territory rather than to divi-

dends, the tariff was originally fixed and still remains on a

basis of 2.5 cents per mile. On this branch of the inquiry the

Commissioners are inclined to the opinion that, while the con-

tract for operating the road was not in itself unfair, or the rates

charged, including as they do interest, unreasonable, yet they
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have afforded and do afford a very considerable profit to the

Old Colony. An explanation of the fact that the Hanover

Branch road has been able to sustain itself, while the Duxbury

& Cohasset, under almost precisely similar conditions, has failed

to do so, is obviously to be found in this operating contract of

the latter, without having recourse to any analysis of tariffs.

The comparison, indeed, between these two roads was re-

ferred to repeatedly in the course of the hearing as one difficult

of explanation, and giving good ground for suspicion touching

the contract under which the Duxbury & Cohasset is operated.

The Commissioners do not think that the matter is at all diffi-

cult of explanation. On the contrary, the experiences of the

two roads and the final result at which each has arrived are

precisely those with which every one is familiar, and which are

most naturally to be looked for. The Duxbury & Cohasset

never had a sufficient amount of capital, and consequently

began operations, not only in debt but without equipment.

To live and succeed it had both to pay interest and to hire

rolling stock. The Hanover Branch had a sufficient capital

;

it was in debt, it is true, but it owned its rolling stock. It

had nothing to hire. The Hanover Branch, consequently,

could live and even net a profit upon a smaller business than

that on which the Duxbury & Cohasset was continually run-

ning into arrears. Had the Duxbury & Cohasset started at

the same cost per mile of road as the Hanover Branch,—
$27,000 instead of $22,000,— it would have been, so far as the

returns show, the mor§ successful enterprise of the two. Own-

ing its equipment, which for some years would have required

very little spent in repairs, it would have saved and earned in

this item, and in a severe reduction of its train service, at least

$10,000 a year, which is a considerably larger sum than it has

ever run behindhand. The present difficulties of the Duxbury

& Cohasset are due, therefore, not to the harsh character of the

Old Colony's contract for operating it, but to the fact that the

company undertook to build its road without a large enough

capital, and interest and rent together have been too much for

it. For this the Old Colony Railroad Company is not responsi-

ble, and if the Hanover Branch had done the same thing it

would have shared the same fate. The result is not only a

very common one but one by no means confined to railroads.

The books and accounts of the Duxbury & Cohasset Rail-
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rgad Company, independent of those of the Old Colony, were

found to be full, accurate and properly kept. Access to them

on the part of the directors of the towns has never been refused

at all, nor, when applied for through this Board in the method

prescribed by law, has access to them been refused to commit-

tees, town officials or citizens.

As to the charge that practically the towns were unrepre-

sented on the Duxbury & Cohasset board of direction, owing

to the fact that those chosen to represent them were the mere

tools and instruments of President Stearns and the Old Colony,

the Commissioners find it wholly unsustained by any evidence

adduced before them. There was unquestionably a grave dif-

ference of opinion among the citizens of Duxbury and Marsh-

field as to the course the town directors ought to take, and the

evidence would seem to show that the weight of feeling was

decidedly against the course taken by them. There was, how-

ever, no evidence whatever to show that those directors had

not exercised a reasonable and sound judgment. They may,

perhaps, have been uninformed on points where only a very

close and exact knowledge of difficult questions involved in

railroad business could possibly have averted disaster, even if

that could have done it ; but as railroads and boards of direc-

tion go it is impossible to sn.j, on any evidence that this Board

has been able to discover, that the Duxbury & Cohasset was, so

far as its directors were concerned, either extravagantly built

or wastefuUy operated. It was urged that, in this case, the

towns owning stock ought to have the power to nominate their

own directors to represent their interests, in the same way the

State does in the case of the Boston & Albany Railroad Com-
pany, This plan, if adopted, would undoubtedly remove some

cause of complaint, and the suggestion will be further consid-

ered presently.

It was further charged, that, through the action and failure

to co-operate of the Old Colony officials, various plans for bor-

rowing money to relieve the road of its floating debt had been

defeated, though parties stood ready to advance the necessary

funds- on very favorable terms. This was not proven to have

been the case. Undoubtedly strenuous efforts to negotiate a

loan were made on the part of those interested in saving their

stock to the towns, and it is equally apparent that the officials

of the Old Colony road did not believe that any one really

16
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having money to lend would loan it on the strength of any
security the Duxbury & Cohasset company could offer ; nor, it

is very probable, did they at all care to have them do so. The
Commissioners entertain very little doubt that the Old Colony

officials, in spite of their strong assertions to the contrary, have

at no time been desirous of seeing any prior lien put upon the

Duxbury & Cohasset road. At the same time it is apparent

from an examination of the published returns that no public

institution or prudent man, as a mere business operation and
apart from any desire to control the road with ulterior ends in

view, would ever at any time have invested any large sum of

money in Duxbury & Cohasset securities. The company has

never claimed to earn enough to justify the belief that it could

pay any considerable amount of interest. As a business opera-

tion, therefore, the Commissioners are not satisfied that the

loan talked about could ever have been effected. As a means
of controlling the road in the interest of the towns, or ad-

versely to the Old Colony, it long has been, now is, and proba-

bly will for some time continue to be in the power of any one

having the means at command to buy up the underlying bonds

for land damages and judgments against the Duxbury & Co-

hasset road, or to loan it mone}^ to pay its debts, which, if the

sum loaned is sufficient to pay all its debts, can be secured by
a mortgage on its franchise and property. The Commissioners,

however, see no reason to suppose that any one either now
desires, or at any time has desired, to really advance the neces-

sary sum.

Much was said at the hearing of certain schemes of further

development through connections to Fall River, New Bedford,

etc., which were at one time supposed to have been quite feasi-

ble, and which, but for the discouragement thrown upon them
by President Stearns, might easily have been carried out to

the great benefit of the Duxbury & Cohasset railroad. If

they had Q.nj merit whatever as enterprises, all these schemes

could have been carried out by those interested in them under

the general railroad law, without any regard to the Old Colony

Railroad Company. They can all be carried out now. In

view, however, of the very unsatisfactory financial results of

the extension from Duxbury to Kingston, as respects either

through or local business, the Old Colony direction is certainly

not open to criticism for causing it at once to be understood
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that the}^ must not be looked to for a contribution of further

aid to other extensions, both more extensive and much more

hazardous. Upon this head the Commissioners are unable to

see that any just cause of complaint exists.

Finally, as respects the allegation that the road from the

commencement has been systematically operated so as to make

it lose mone}^ and thus to cause it to fall ultimately into the

hands of the Old Colony Railroad Company at a nominal price,

the Commissioners can find no evidence on which to support

it. It is, on the contrary, apparent that the road has failed to

meet the expectations of those who interested themselves in

getting it built. Under the circumstances it was doomed from

the start. It needs no argument to satisfy the Commissioners

that, where one road is operated by another, various little

economies are not effected which might be effected if it were

operated independently. So, also, in the present case it is

very probable, indeed, that the contract of operation might

have been modified in some important respects in favor of the

weaker road. At the same time, unless the rolling stock could

have been supplied at rates unknown among railroads, and

unless its floating debt could have been wiped out, the Com-

missioners do not believe that it would have been in the power

of any management, no matter how independent and no matter

how skilful, to have kept flie Duxbury & Cohasset company

solvent. Under the same circumstances almost innumerable

other roads have shared the same fate, and, had the circum-

stances been the same, the Hanover Branch would long since

have shared it.

It is, on the contrary, very clear from the evidence that had

the Old Colony direction, as was alleged, been really disposed

to run the Duxbury & Cohasset road into debt and to so secure

possession of it, it was in its power long since to have done so.

The entire amount, for instance, charged it for general salaries

has been but f750 a year,— less, even, than the amount paid

by the Hanover Branch. It might'easily have been made sev-

eral times that sum. The Old Colony might have declined to

continue to operate the road, and the Duxbury & Cohasset corpo-

ration would have been powerless to operate it on its own ac-

count. Finally, it might at any time have insisted on having a

mortgage executed in its own behalf to cover its current loan, and

have foreclosed it at once. Under these circumstances, while
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it is unnecessary to claim that througliout these transactions

the Old Colony direction has been either peculiarly liberal, or

even disposed to forego its full advantages, it is perfectly appar-

ent that it has not run the road to lose, or pressed its advan-

tages for taking possession of it. A road 20.80 miles long,

which is operated at $2,092 annually per mile, and at 11.04 per

train mile, when the averages for the Commoiiwealth are,

respectively, $8,836.40 and $1.06, it cannot be said is run to

lose.

Indeed, one great difficulty in the way of arriving at any

satisfactory results through this investigation is due to a deeply

rooted, but wholly erroneoiis idea existing in the minds of a

large portion of the inhabitants of Marshfield and Duxbury,

that there is some peculiar and unusual hardship in their posi-

tion. The Commissioners are wholly unable to see it. The
position is one common to them,with the State of Massachu-

setts and half the towns in it, and with nearly every munici-

pality in America outside of the State which has contributed

aid towards railroad construction. The towns interested in this

case stood in great need of railroad facilities, just as the State

thought it stood in need of the Hoosac Tunnel, or the towns in

the centre of the State of the Massachusetts Central road.

They contributed to build the road, and, when built, it proved

less profitable than they had hoped. They still had it, how-

ever, and it could not be removed ; and it had cost them but

$13,000 per mile. Instead of being less fortunate, they were

in these respects more fortunate than most. They saw fit, with

full consideration and with no solicitation from outside, in a

time of high prices and general inflation, to embark in a rail-

road enterprise on insufficient capital and without the necessary

equipment to enable them to operate their road economically.

Their enterprise, like innumerable others entered into in the

same way, proved a financial failure. In this there was nothing

to occasion surprise ; it would have been a far greater cause for

surprise had it resulted otherwise.

The report accompanying the Resolve of the Legislature,

under which this investigation is made, suggests that this

Board "may harmonize and settle all matters in dispute between

the parties as a disinterested medium, and to their mutual sat-

isfaction." It remains, therefore, for the Board to endeavor to

mediate between the parties in interest, and at least to propose
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some adjustment which may prove satisfactory to all. This is

the most difficult part of the duty devolved in the matter, and
though specially invited to give their consideration to it, those

appearing for the towns have wholly failed to suggest any prac-

tical measures of relief or any satisfactorj^ basis of adjustment.

The simple difficulty seems to be that the mischief is done.

The Duxbury & Cohasset Railroad Company is hopelessly insol-

vent, and becoming more and more so daily. Under these cir-

cumstances, it seems little better than childish to waste time in

discussing measures by which insolvency might have been pre-

vented. The issue, also, is simply between the Old Colony and
the Duxbury & Cohasset railroad corporations. The question

of fraud in the construction of the road has, therefore, no bear-

ing whatever on the matter now under discussion. Through-

out the hearing, and in their arguments, those representing the

petitioners failed to give proper consideration to this fact.

They seemed to 'confuse President Stearns and Mr. Charles O.

Stearns with the Old Colony Railroad Company, identifying

the one with the other, and apparently considering that if fraud

in the construction of the Duxbury & Cohasset road could be

brought home to either individual, it was ipso facto brought

home to the corporation, which then became responsible for it.

It is, of course, unnecessary to say that no such responsibility

exists. President Stearns is not the Old Colony Railroad Com-
pany, and much less is his son. If, in the work of construction,

one or both of the persons named abused their fiduciary rela-

tions and defrauded the Duxbury & Cohasset company, they

also defrauded the Old Colony, which was the largest stock-

holder in that company. They deny that they did so. Wheth-
er they did so or not, however, is a matter which, if decided at

all, must be decided in the courts of law. This Board has

nothing to do with the Messrs. Stearns, and will not undertake

to arbitrate between them and the Duxbury & Cohasset Rail-

road Company. That part of the investigation is not now to

be considered. The present question relates exclusively to the

two connecting railroads, one of which is deeply in debt to the

other, utterly without resources and liable any day to have its

franchise attached in satisfaction of outstanding judgments.

Under these circumstances, it is obviously useless to suggest

any thing as a basis of settlement which looks to a continuation
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of the present management or ownership of the property. The

Duxbury & Cohasset Railroad Company, as it at present exists,

cannot be saved. It would be useless, therefore, to propose, as

was suggested, that each town owning stock might nominate

its own members of the board of direction, and that the com-

bined towns owning stock should have a controlling power in

the board. - This measure, were it practicable, would not meet

outstanding judgments or avert bankruptcy. It would be

equally useless, for the same reason, to propose a new system of

management and revision of the running contract. That

might enable the corporation to meet its operating expenses

in the future ; but unless, from some source, a large sum of

ready money could be obtained, not as a loan but as additional

capital with which to equip the road, it would not enable it to

carry the debt already contracted. Any practical solution of

the present difficulties involves, therefore, a reorganization of

the company. In other words the present stockholders must

sell out their interests, or those interests will inevitably prove

a total loss.

Practically, therefore, unless some unknown parties are pre-

pared to come forward in the interest of the towns and take

the road on a mortgage, the Commissioners see but one course

to suggest. The road must pass into the hands of the Old

Colony Railroad Company. That companj^, however, occupies

a peculiar position among the railroad corporations of Massa-

chusetts. It alone enjoys, so to speak, a: territory in which it

is practically exempt from competition, and which it holds with

the tacit understanding that it will furnish those living in

that territory every reasonable railroad facility at a fair price.

Hitherto it has been the policy of the corporation to fairly

carry out that understanding on its own part, and it has de-

veloped its system quite as fast as it could profitably do so.

This Board has consequently been, on several occasions, ready

to bear witness to the fact that very few complaints reached it

from the Old Colony's district.

Under these circumstances, and in furtherance of this policy,

it may fairly be considered the interest of the Old Colony to

acquire possession of the Diixbury & Cohasset road as a neces-

sary part of its system, and upon such terms as shall leave as

little feeling as possible of dissatisfaction and harsh treatment
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in the towns which aided in building it, and which will always

remain a part of, as it were, the company's constituency. At
the hearing it was freely admitted that the towns were anxious

to sell their stock ; but there was a wide divergence of opinion

as to the price which ought to be paid for it. The Old Colony

had originally invested $125,000 in the road, and the company

now owes it $100,000 more on account current. Under these

circumstances, it claims that it has already paid for the prop-

erty all it is worth. On the other hand, those representing

the towns claim that the Duxbnry & Cohasset stock is now
worth fifty cents on a dollar of its face value, which, for the

outstanding town stock would amount to $95,000. Purchased

at this price, the whole property would stand the Old Colon}'-

Railroad Company at $320,000, or about $135,000 less than its

total permanent investment as returned to this Board. That

the property is worth much more to the Old Colony than to

any one else, is very apparent, and the Old Colony can conse-

quently afford to pay more for it. Neither would it be diffi-

cult to approximate very closely what its value to that corpora-

tion is.

The town of Scituate, taking into consideration its chance

of a total loss through bankruptcy, has already sold its stock,

which is now held in the interest of the Old Colony Railroad

Company and need not, therefore, be further considered.

' There remains only the stock of Marshfield, Duxbury and

Plymouth, amounting in all to $190,000. As the only practi-

cal and friendly solution of the whole matter, the Commission-

ers would finally recommend these towns to sell, and the Old

Colony Railroad Company to buy this stock at its fair value to

that corporation, such value to be ascertained by agreement

through a reference. This Board, if all the parties concerned

would accept such a solution of the difficulty and agree to

abide by its decision, is prepared to now name a price as the

result of this investigation. In the absence of such an agree-

ment, it would, however, be useless to do so. Under these cir-

cumstances, if the parties are unwilling, in view of all the

conclusions arrived at in this Report, to close on a price for this

stock hereafter to be fixed* by this Board, they are recom-

mended to agree to a reference by which such a price shall be

arrived at. The legislation necessary to perfect the transfer
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could easily be procured, and the Duxbury & Coliasset road

be incorporated as an integral part of the Old Colony system.

By the Board of Railroad Commissioners.

WM. A. CRAFTS, Cleric.

In accordance with the terms of the Resolve, cdpies of the

foregoing Report were at once sent to the parties in interest.

At a subsequent day the representatives of the towns of Marsh-

field and Duxbury notified this Board in writing of their will-

ingness to submit the question of the value of the Duxbury

& Cohasset stock held by them to arbitration as recommended,

and to bind themselves to transfer the stock to the Old Colony

Railroad Company at the price which might be fixed by the

Commissioners. The Old Colony Railroad Compan}^, however,

through its attorney, verbally signified its unwillingness to bind

itself to purchase the stock at any price, in the fixing of which

it should not have had a final voice. Under these circumstances

nothing further was done in the direction of a reference. Mean-

while the Old Colony Railroad Company notified the Duxbury

& Cohasset Railroad Company of its intention to terminate,

upon the 1st of October then next ensuing, the contract under

which it operated the road of the latter corporation. Upon the

14th of October the following communication was received by

the Board :
—

To the Honorable the Railroad Commissioners of the Commonwealth of Massa-

chusetts,

Gentlemen : — The undersigned selectmen and persons duly

authorized of the towns of Marshfield, Duxbury and Plymouth,

respectfully represent that the Old Colony Railroad Company have

signified their unwillingness to consent to a reference to 3^our Board,

as suggested in your report upon the Duxbury & Coliasset Rail-

road, in which corporation the several towns we represent are stock-

holders ; that we believe, nevertheless, that an expression of your

opinion of the amount, which, under the circumstances, the Old

Colony should pay the several towns, would have great weight, and

would tend to allay ill-feeling. This we ask of you otHcially, or un-

ofliciall}-, as you may see fit.

At a meeting of the stockholders held on Friday, October 5, Mr.

Choate was present, representing the Old Colony Railroad, and this
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course was proposed. Mr. Choate, while he declared that his road

would not agree to a reference, said that he saw no objection to such

a course as we now request, and of course will not be bound b}' 3'our

opinion ; but we think it would have great moral weight with all

parties interested.

THOMAS CHANDLER,
JOSIAH PETEESON,
SAMUEL P. SOULE,

Selectmen of Duxbury.

J. H. HATCH,
LUTHER MAGOUN,
GEORGE BAKER,

Selectmen of Marshjield.

WILLIAM H. NELSON,
C. B. STODDARD,
LEMUEL BRADFORD,

Selectmen of Plymouth.

Subsequently, the Board was verbally informed by the at-

torney of the Old Colony Railroad Company that the foregoing

request vras fully concurred in by the directors of that company,

and it was believed on all sides that an informal expression of

opinion by this Board, as to what was a proper and reasonable

sum for the Old Colony Railroad Company to pay for the out-

standing Duxbury & Cohasset stock, would probably bring

negotiations then going on to a final result. Under these cir-

cumstances the following reply was sent to the above communi-

cation :
—

Office of the Board of Railroad Commissioners,
|

Boston, Oct. 31, 1877. |

William H. Nelson, Esq. , Chairman Selectmen of Plymouth.

Sir :— In repl}'^ to j^our communication of the 13th instant, relating

to the Duxbury & Cohasset railroad stock, I am instructed to say

that the request of the boards of selectmen of Duxbur}", Marshfield

and Plymouth, which accompanied it, was to-day considered by the

Board ; this being its first meeting since the return of Mr. Adams.

in view of the fact that a mere expression of opinion is now desii-ed

by you, and that at once, the members of the Board did not think it

necessary to send for an}' exact data or to careful 1}^ inquire into the

present financial condition of the corporation. They simply took

17
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the figures arrived at in the investigation of last June, and reached

an approximate vahie for the outstanding town stock through a

process of reasoning whicli they had agreed upon at the time of the

hearing. Their conchision, they direct me to say, is, that this stock

is^now worth to the Old Colonj'^ Railroad Company in the immediate

neighborhood of $6.50 per share. A more careful and thorough

examination of the financial condition, and results of the last

season's business of the road, might vary this appraisal within cer-

tain not very wide limits, but it is unlikely that they would very

materially affect it. The Commissioners, however, do not themselves

regard this as in any way a formal appraisal, nor do they wish it to

be so regarded by others.

Very respectfull}-,

Yours, &c.,

WM. A. CRAFTS,
Clerk R. B. Com.

Pending the result of these negotiations the Old Colony Rail-

road Company continued to operate the Duxbury & Cohasset

road regardless of the notice it had given to terminate its con-

tract for so doing, and no inconvenience was, therefore, occa-

sioned to the public. Finally, the selectmen of the several

towns, acting under the authority conferred upon them in the

Acts incorporating the Duxbury & Cohasset Railroad Company
(Acts 1867, chap. 65, § 6, and 1873 chaps. 21, § 2) determined

to accept the offer, which the directors of the Old Colony still kept

open, of selling their stock to those who would hold it in the

interest of that company on the same terms on which the town

of Scituate had in 1876 sold its stock. This the Commissioners

are informed has now been done, and the stock either has been

or immediately will be transferred accordingly. The matters to

which the Resolve (chap. 32) of 1877 relates, appear, therefore, to

be permanently disposed of by the voluntary action of the parties,

and it would now seem to be desirable from every point of view

that the necessary legislative authority should be given to enable

the Old Colony Railroad Company to complete the transaction

and to consolidate the Duxbury & Cohasset as an integral part

of its own line. The longer existence of the latter as an inde-

pendent corporation can apparently answer no useful purpose.



LOCATIONS OF RAILROADS.

[Resolves 1877, Chapter 10.]

Resolved, That the hoard of railroad commissioners he and they are

hereby authorized and required to examine into the methods in which

the records of locations made by railroad corporations heretofore have

been or now are preserved ; to prescribe such rules as they may deem

necessary in regard to the form in ivhich such locations shall hereafter

be made and the certificates which shall be annexed to the same before

they shall be admitted for record; and report to the next general court

such legislation as they may deem necessary for the custody, better pres-

ervation, more perfect arrangement and indexing of such records.

In compliance with the foregoing Resolve, the Commissioners

visited the offices of the clerks of the courts in the several

counties, and examined the records of railroad location there

on file, and the systems in use for the preservation of the same.

The records of location themselves they found in wholly un-

satisfactory condition. In a number of cases none seem ever

to have been filed, and in other cases those which were filed

have been lost. The maps are sometimes in book form and

very neatly and exactly executed, and at other times on rolls

of paper and so carelessly drawn that it is impossible from

them to fix the metes and bounds.' In certain counties they are

properly kept and there is a record of the time when the}^ were

filed, while in other counties they have simply been thrown

into a drawer as they were received, and no record made of

them or thought given to their preservation.

When it is considered that these records of location are in

the nature of title deeds, the fact that such a condition of

affairs as the members of this Board now find should have so

long prevailed in respect to them seems wholly inexplicable.

There can be no doubt that these records should be examined,

and that the deficiencies in them should at once be made good.

The matter is one which would naturally come within the

province of this Board to attend to, and the following bill in

relation to it is herewith submitted.
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COMMONWEALTH OF MASSACHUSETTS.

In the Year One Thousand Eight Hundred and Seventy-Eight.

Be it enacted, Sfc.

Section 1. The board of railroad commissioners is hereby

authorized and required to examine the records of locations hereto-

fore filed by the several railroad corporations within the Common-
wealth, and where such records are found to be incomplete or

insufficient, or in form inconvenient for reference or preservation,

they shall notify the corporation which filed, or should have filed the

same of the fact, and ma}' require said corporation to cause such

records to be corrected, or new records of location to be prepared in

the manner and form which ma}^ be prescribed under authority' of this

act for the records of new locations. Where such original records

appear to be sufficient and in conformity with law, such fact shall be

certified thereon by the clerk of the board of railroad commissioners

in the manner prescribed in this act in the case of records of new

locations.

Sect. 2. The board of railroad commissioners shall prescribe such

rules as they may from time to time deem necessary in regard to the

form in which all records of location of railroads required by law

shall be made, the data to be contained therein and the manner in

•which such recoi^ds shall be uniforml}' kept for preservation and con-

venient reference in the offices of the clerks of the commissioners of

the several counties. No such record shall hereafter be filed until the

clerk of the board of railroad commissioners shall certify' thereon

that the same is prepared in conformity with the rules established by

the board.

Sect. 3. When a railroad corporation is required by the board of

railroad commissioners to cause a new record of location to be pre-

pared in the manner and form prescribed by said board, such record

of location shall be filed within one year from the time when the cor-

poration is notified that the same is required ; and if a corporation,

when required so to do, fails to file a new record of location in the

manner and form prescribed by autlioritj' of this act and within the

time herein named, it shall be liable to a penalty of one thousand

dollars for every month during which such failure continues, to be

recovered in an action of tort by the attorn e3^-general or the district-

attorney of the district within which the record of such location

should be filed.



FENCING OF RAILROADS.

[Eesolves 1877, chapter 39.]

Resolved, That the hoard of railroad commissioners he instructed

to consider whether any further legislation is necessary for the protec-

tion of the public in regard to fencing railroads within the limits of this

state, and to make report thereon to the next general court."

It will be observed that the foregoing Resolve relates to

legislation " necessary for the protection of the public." The
danger the public has to apprehend from the insufficient fen-

cing of railroads is of two descriptions, — one aifecting the

personal safety of those travelling upon the railroads, and the

other the security of the property of those living in the vicin-

ity of the roads. As respects the safety of travellers, any

danger must necessarily be confined to that class of accidents

which is caused by locomotives running into cattle which have

strayed upon the track through defects in fences or their

absence. So far as this Board is a^are, but one accident result-

ing in personal injury has occurred from this cause in the

Commonwealth within the last ten years. This took place on

the New Bedford & Taunton railroad, on July 6, 1872, and

resulted in the death of two employees of the company,— the

engineer and fireman of the train. In the country at large,

about five per cent of the whole number of train accidents

under the head of derailments, are believed to be due to cattle

on the tracks. How many injuries to persons are occasioned

by them is not known. These cases, however, are chiefly con-

fined to the western States, where cattle graze over wide

expanses of country and the railroad corporations find it

cheaper to pay for the stock they kill than to fence their roads.

In Massachusetts, the laws in regard to restraining cattle are

wholly different. Of course, here as elsewhere, wherever the

fences on the sides of railroads are defective so that cattle can

get through them and upon the track, there is danger of acci-

dent. Trains may at any time be thrown from the track by

cattle thus straying, and many persons may be injured or killed
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in consequence. The fact that no accident from this cause has

occurred for a long time is no reason Avhy it should not occur

in the immediate future. Nevertheless, in the present case the

amount of public danger, so far as those travelling on the rail-

roads is concerned, must be regarded as an unascertainable

quantity.

As respects the insecurity, through defects of fencing, of the

property of that portion of the public dwelling near railroads,

which now, of course, practically includes almost the whole

community, this Board is not informed. No returns are made
of the number and description of animals killed or injured in

the operation of railroads, and if any such returns could be

obtained it would be impossible to distinguish between the

animals the death of which was due to insufficient fencing and

those killed from other causes.

The law regulating the fencing of railroads in Massachusetts

is at present very complicated. Indeed, three distinct rules

governing the subject are now in force,— one establishing the

rights and duties of corporations operating railroads 'construct-

ed prior to the 17th of April, 1841,— a second establishing

those rights and duties from the 17th of April, 1841, to the

16th of May, 1846,— and still a third regulating those rights

and duties from the 16th of May, 1846, to the present time.

The reason of this confusion of laws can be briefly stated.

Originally railroads were regarded as simply public highways

of a peculiar character. The law of public highways was

consequently in the beginning applied to them, and, among the

other provisions of that law, so much of it as related to fen-

cing. When, therefore, land was condemned for railroad pur-

poses, the question of how that land was to be fenced was

fixed by the law which then obtained in the case of the laying

out of highways. In other words, when the land was con-

demned', in the absence of any conflicting special contract the

cost of erecting and maintaining fences was included in the

damages awarded, and imposed on the owner of the fee. This

remained the law until 1841.

Prior to 1841, however, the defects of this theory had in

practice begun to make themselves felt, and the points in

which the analogy between a railroad and a highway failed

had become apparent. Accordingly the law was then changed,

and in all cases in which laud was thereafter taken for railroad
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purposes the county commissioners were required to impose

on the railroad corporation tlie duty of constructing and main-

taining reasonable fences " for the security and benefit of the

land owners," in addition to whatever other pecuniary damages

might be assessed. (Acts 1841, chap. 125.) This part of the

law, however, looked only to the security and benefit of the

land owners, a^nd not to the protection of the public. It was

not passed in the exercise of a police power, and consequently

its retroactive effect was carefully restrained. All contracts

made up to the date when the Act took effect were respected,

but in another section it was provided that, with a view " to

the security of travellers " on such railroads, the county com-

missioners might order the corporations to construct and main-

tain suitable fences in all cases where the owners of land there-

tofore condemned had not contracted to themselves erect

such fences, or been paid the entire damages assessed to them

when their land was taken. This Act is still in force. It sim-

ply establishes the rights of parties between themselves,— on

the one side the corporation, on the other the abutting land

owner. The order of the county commissioners, made in each

case as it arose, established the rights and duties of the

corporation. The law as thus fixed continued until the year

1846. The private character of the use to which railroad cor-

porations necessarily put their rights of way had then become

fully developed, and a new statute was enacted (Acts 1846,

chap. 271) which imposed upon the railroad corporations the

duty of erecting and maintainimg fences wherever they might

reasonably be required so to do on both sides of the entire

length of such lines as might thereafter be constructed. The
law as then fixed is still in force in the following provisions of

the General Railroad Law of 1874. (Chap. 372.)

Sect. 81. " At the time of estimating damages to land owners,

the county commissioners shall in addition thereto order the corpora-

tion to construct and maintain such . . . fences ... as they judge rea-

sonable for the securit}^ and benefit of such owners, and prescribe the

time and manner of making or repairing the same." ....
Sect. 83. "When the owner of land through which a railroad

constructed prior to the seventeenth day of April, in the year

eighteen hundred and forty-one, passes, has not received all dam-

ages assessed to him, or has not agreed to maintain suitable fences
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upon such road, upon the application of tlie owner, or of the ma^-or

and aldermen or selectmen of the city or town, the county commis-

sioners may require the corporation to make and maintain fences

suitable for the benefit and security of the land owner and of travel-

lers upon the road."

Sect. 84. " Every railroad corporation shall erect and maintain

suitable fences, with convenient bars, gates or openings therein, at

such places as may reasonably be required, upon both sides of the

entire length of an}' railroad which it shall have constructed subse-

quently to the sixteenth day of May in the year eighteen hundred

and forty-six." ....

The question referred to tlie consideration of this Board is,

whether these sections of that act call at this time for revision,

and the members of the Board are distinctly of opinion that

they do.

There are now 2,496 miles of railroad in the State. As re-

spects the very important question of fencing, 1,943 miles, as

nearly as can be ascertained, are now subject to the Act of

1846 ; 265 miles, as nearly as can be ascertained, are subject to

the Act of 1841 ; and 288 miles, as nearly as can be ascertained,

are subject to the laws which prior to that time regulated the

question of fencing in the case of land taken for use as a pub-

lic highway. These distinctions affect the rights and liabilities

as to portions of their roads, of the following corporations

among others
;

prior to 1841, the Boston & Albany, Boston &
Lowell, Boston & Maine, Boston & Providence, Boston, Clin-

ton, Fitchburg & New Bedford, Eastern, Nashua & Lowell and

Norwich & Worcester; between 1841 and 1846, the Berkshire,

Boston & Albany, Boston & Maine, Connecticut River, Fitch-

burg and Old Colony ; since 1846, the Boston & Albany, Bos-

ton Clinton & Fitchburg, Boston & Lowell, Boston & Maine,

Eastern, and all the previously existing corporations which

have constructed extensions or branches since that date, as well

as all corporations which have since been chartered.

It seems neither probable nor desirable that these distinctions

and this confusion of statute law should be carried on indefi-

nitely from one revision of the statutes to another, and there can

probably be no more appropriate time than the present to settle

the question on a stable and uniform basis. Until this is done,

the inconvenience and public insecurity inseparable from such

a confusion of rules must yearly become greater, and the rights
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and liabilities of parties more difficult to ascertain. Meanwhile

in many parts of the Commonwealth the fences are disappear-

ing, and, while it is a disputed point who should restore them,

innocent third parties are exposed to danger of heavy loss, for

which they can practically obtain no redress. It is obvious that

this condition of affairs cannot last forever, and that it still con-

tinues in Massachusetts, when it lolig since was remedied in

most, if not all of the adjoining States, is fairly calculated to

excite" surprise. The only difficulty in the way of a revision of

the law is found in the existence of vested rights. Certain

persons whose land was taken for the right of way of railroad

corporations anterior to 1846, have been paid to erect and main-

tain the necessary fences on those lands, and to relieve them

now of that burden and impose it on the railroad corporations

amounts to a distinct abrogation of a whole system of contracts.

If the statistics of railroad accidents revealed the existence of

any considerable and continuing public danger from this source,

the remedy for it would be found in a sweeping exercise of the

police powers. This, however, it has been shown is not the

case. The most that can be claimed is that the confusion 'of

the law is an invitation to disaster which by good luck has not

yet occurred, and that it has led to the destruction of private

property to an unascertained though probably considerable

ariiount.

The question here presented has by no means been confined

to Massachusetts. The same theories as respects railroad

construction prevailed generally elsewhere, and the law in

nearly all the States in the Union underwent similar modifica-

tions. There are consequently a great many decisions of the

courts bearing on the subject, and a great number of statutes

which might serve as precedents for revision. Into these the

Commissioners do not, at this time, deem it necessary to enter

in detail. It is sufficient to say that the tendency of the law

has for years been strongly in the direction of holding the rail-

road corporations to the strictest responsibility for so protecting

and using their rights of way as to occasion the least possible

degree of danger to those travelling on them or of injury to the

surrounding community. Yet the practical effect of the law, as

it now stands in Massachusetts through the decisions of the

courts, has been to confine that responsibility, so far as danger

18
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arising from insufficient fencing is concerned, within the nar-

rowest possible limits.^

Under these circumstances a revision of the Massachusetts

statutes which would at once remedy the evil and yet evince a

due regard to all vested rights, would prove a very delicate

work. The Commissioners do not deem it necessary to now
attempt any draft of/ such a revision. There are, however,

three distinct methods of dealing with the subject, through any

one of which the public security could be effectually guarded

as respects both persons and property.

(1.) Through an arbitrary exercise of the police power the

duty of erecting and maintaining suitable fences along the

entire length of their roads might be imposed on the corpora-

tions. The precedents leave no room for doubt that such an

exercise of legislative power would be sustained by the courts.^

The difficulty is that a sufficient exigency cannot be shown to

exist. The Legislature would have to declare that it existed in

face of the facts, and set aside an immense number of contracts

to avert a theoretical danger.

(2.) The existing law might be so amended as to render the

corporations primarily liable for all injury to persons or prop-

erty occasioned by the presence of cattle on their tracks, when-

ever such cattle got upon the tracks through any defect in

fencing. This, of course, would practically make the corpora-

tion liable for all fencing, and compel it as best it might to seek

its remedy after payment of damages, due to any defect of

fencing, against the abutters who had assumed the liability for

it. It would not be difficult to adduce strong arguments in

favor of thi& method of settling the question. Undoubtedly the

tracks of the railroads ought to be fenced. If no one else keeps

the fences up, the corporations should be compelled to do

so ; and if some one other than the corporation has agreed to

keep them up, it is for the corporation to see that he fulfils his

agreement. The being compelled by law to pay for all cattle

killed on their lines because of defective fencing would, in that

case, operate as a penalty in case of a failure either to fence or

1 See Eames v. Salem & Lowell Railroad Co. (98 Mass., 560); McDonnell v. Pitts-

field & North Adams Railroad Co. (115 Mass., 564); Darling v. Boston & Albany

Railroad Co. (121 Mass., 118). And see also Hinckley v. Cape Cod Railroad Co. (120

Mass., 257), as showing the great length to which the Supreme Court has carried

the rule of contrihutory negligence in case of accidents on railroad tracks.

2 See Thorpe v. Rutland & Bnrlinf/ton Railway (27 Vt., 140); Wilder v. Maine

Central Railroad Co. (65 Maine, H:32).



1878.] PUBLIC DOCUMENT— No. 29. 139

to make others fence. The corporation would simply pay the

damages in the first place, and recover them from the delin-

quent owner of the land subsequently. As the law now stands

in Massachusetts, however, the owner of the cattle killed has,

in such cases, no remedy, the courts having held him guilty

of contributory negligence, in that he either failed to fence or

his cattle were trespassers. The effect of such a revision of

the statute as that suggested would be to establish a new rule

of law on this point. It would not, however, impair any vested

rights, while it would unquestionably secure the end in view,—
the thorough fencing of all railroads.

(3.) The last and most equitable measure of relief would be

the retroactive enactment of the law of 1846, compelling rail-

roads to fence the entire length of their roads, with provision to

indemnify them against loss through the abrogation of their

contracts with others. This could be brought about by treat-

ing the corporations distinctly as what they are,— quasi public

agencies. The duty of fencing and so securing their roads,

whenever constructed, could be imposed upon them through an

exercise of the police power. This would establish the liability

of the corporation. In the case of roads constructed prior to

May, 1846, provision could then be made to secure an indemnity

for the obligation thus imposed upon them. The towns through

which the roads run are the principal gainers by the abrogation

of the old rights, inasmuch as it is the security of the whole

adjacent public rather than of the travelling public which led

to the exercise of the police power. The corporation, there-

fore, might be authorized to recover, through regular process of

law, against the towns the measure of damages sustained by it

through the abrogation of those contracts, and these damages

again the towns in question might be authorized to impose and

recover, in the form of a special betterment tax, from the owner

of the land the duty of fencing which had been summarily

transferred to the railroad corporation. It would be simply

necessary, in that case, for the jury or other tribunal awarding

damages against the town to the corporation to specify, in the

case of each piece of land, the proportion of such damages in-

curred on account of it.

The Commissioners do not consider it necessary to enter fur-

ther into details in this Report. The proper time to do this will

be when the subject directly engages the attention of a com-
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mittee. The whole law, and all the precedents involved in its

proper decision, will then, in any event, have to be reviewed,

and, if desired, the Commissioners will be prepared to present

them. Meanwhile, for present purposes, it is believed that the

points upon which further legislation in regard to fencing rail-

roads is necessary, have been sufficiently designated.



APPENDIX.
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Classification of Train Accideyfts reported to the Board of Railroad

Commissioners during the Year ending September 30, 1877.

COLLISIONS AND DEKAILMENTS.
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COMMONWEALTH OF MASSACHUSETTS.

In the Year One Thousand Eight Hundred and Seventy-Eight.

An Act to prevent the Obstruction of Business op certain PuBr

Lie Corporations.

Be it enacted, §"c. :

, Sect. 1. Any employee of a railroad corporation who, in pursu-

ance of an agreement or combination by two or more persons to do

or procure to be done any act in contemplation or furtherance of a

dispute between such corporation and its employees, shall unlawfully

or in violation of his duty or contract, stop or unnecessarily delay or

abandon, or in any way injure a locomotive or any car or train of

cars on the railroad track of such corporation, or in any way hinder

or obstruct the use of anj'" locomotive, car or train of cars on the

railway of such corporation, shall upon conviction be liable to a fine

not exceeding five hundred dollars or imprisonment in the state

prison or house of correction not exceeding one year.

Sect. 2. Whosoever, by any unlawful act, or by an}' wilful omis-

sion or neglect, shall obstruct or cause to be obstructed any engine

or carriage on any railway, or shall aid or assist therein ; or whoso-

ever, having charge of any engine or carriage while upon or in use

on any railway of any railroad corporation, shall wilfully stop, leave

or abandon the same, or render, or aid or assist in rendering, the

same unfit for or incapable of immediate use, with intent thereby to

hinder, delay, or in any manner to obstruct or injure the manage-

ment and operation of any railroad or the business of any corporation

operating or owning the same, or of any other corporation or person,

or whoever shall aid or assist therein, shall, upon conviction, be liable

to a fine not exceeding one thousand dollars or imprisonment in the

state prison or house of correction not exceeding two years.

Sect. 3. Whoever having any management of, or any control

either alone or with others, over any railroad locomotive, car or train

while being used for the carriage of persons or propert}', or at any

time is guilty of gross carelessness or neglect on or in relation to the

man-agement or control of the same ; or shall maliciously stop or

delay the same, in violation of the rules and regulations then in

force for the operation and running of the same ; or abstract there-

from the tools or appliances pertaining thereto with intent thereby
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maliciously to delay the same, shall, upon conviction, be liable to a

fine not exceeding one thousand dollars or imprisonment in the state

prison or house of correction not exceeding three years.

SecTs 4. Anj^ person who alone, or in pursuance or furtherance

of an agreement or combination with others, to do, or'procure to be

done, any act in contemplation or furtherance of a dispute or con-

troversy between a gas, telegraph or railroad corporation and its

emplo^'ees or workmen, shall wrongfully and without legal authority

use violence towards or intimidate any person in an}" way or b^^ any

means, with intent thereby to compel such person against his will to

do, or abstain from doing, any act which such person has a legal

right to do or abstain from doing ; or si j all on the premises of such

corporation induce or endeavor or attempt to induce such person to

leave the employ and service of such corporation by briber}^,, or in

any manner or by any means, with intent thereb}^ to further the ob-

jects of such combination or agreement ; or shall in any way inter-

fere with such person while in the performance of his dut^^ ; or shall

threaten or persistently follow such person in a disorderly manner,

or injure or threaten to injure his property- with said intents, or either

of them, shall, upon conviction, be liable to a fine not exceeding

three hundred dollars, or imprisonment in the countj^ jail or house of

correction not exceeding three months.

Sect. 5. Any person in the employ of a railroad corporation who
shall, in furtherance of the interests of either party to a dispute

between another railroad corporation and its emplo3'ees, refuse to aid

in moving the cars of such other corporation, or trains in whole or in

part made up of the cars of such other coi'poration over the tracks

of the corporation employing him ; or refuse to aid in loading or

discharging such cars, in violation of his duty as such emploj'ee, shall,

upon conviction, be liable to a fine not exceeding five hundred dol-

lars or imprisonment in the state prison or house of correction not

exceeding one 3-ear.

Sect. 6. Section one hundred and sixty-two of chapter three

hundred and seventy-two of the acts of the year eighteen hundred

and seventy-four is hereby repealed.
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NEW RAILROADS.

The Boston, Winthrop & Point Shirley Railroad;

The Boston, Winthrop & Point Shirley railroad was chartered to ex-

tend from the Winthrop Junction station of the Boston, Revere Beach

& L3-nn railroad to Point Shirle}'^, a distance of 3.25 miles. It has

been built from Winthrop Junction to " Ocean Spray," a distance of

2.25 miles, and was opened to public travel as far as Buchanan Street,

in Winthrop, 1.8 miles, on the 7th day of June, 1877.

The gauge is 3 feet. The grades are light and the curves easy.

There are only two bridges upon the line, and those are substantial

pile-bridge structures. That over Belle Isle Inlet is about 130 feet

long, in eight bents of 16 feet and 6 inches each, and the one near

Buchanan Street about 65 feet long, in four bents of 16 feet and 6

inches. Nearly the whole of the line, so far as built, is upon marshy

land, and is constructed for the most part with liglat embanliments.

From Winthrop Junction to Buchanan Street the track is of a peculiar

character, and consists of ties 5" X 6" and 5^ feet long, laid 2 feet

apart, centre to centre. Upon these ties longitudinal stringers, h" X 6",

are laid flatway, and 3 feet 2 inches apart. Upon the inside corners

of these stringers, angle iron rails, weighing 20 pounds perj'ard, which

form the traclis, are spiked.

Upon the curves, the stringers are dropped into the ties one inch.

The legs of the angle iron rails are 2.5 inches long and one-half an

inch thick at thickest portion, and are bevelled off towards end of each

leg to one-fourth inch thick. The rails are fastened to the stringers,

verticall}^ and horizontally alternatel}^ by wrought-iron spikes 4.5 inches

long and three-eighths of an inch square, 30 inches apart. This kind of

superstructure has the merit of novelty, but is of questionable dura-

bility, inasmuch as it introduces an unusual amount of perishable

material into the track. The stringers are exposed upon their

upper sides to sun and water, and to the dampness of the road-beds

on the under sides, and will be apt to warp and crack and allow the

spikes tliat hold the rails to become loose and the rails insecure.

At the present low price of iron it is believed that a more durable

and reliable track can be built at about the same cost b^' using the

ordinarj' form of rails, laid directly upon the sleepers in the usual

manner. From Buchanan Street to end of road (.25 of a mile), the

track consists of ties, 5" X 6" laid 2 feet apart, and the usual form

'

of rails, weighing 40 pounds per yard and spliced with side fishing

plates. There are two highway crossings, and both are at grade.
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The cost of the road and equipment has been to September 30, 1877,

$29,679.64. The locomotive and cars are similar to those used on

the Boston, Revere Beach & Lynn railroad.';

The Ehode Island & Massachusetts Railroad.

The Rhode Island & Massachusetts railroad extends from a point

on the New York & New England railroad known as " Nason's

Crossing," in the town of Franklin, to a point on the Providence &
Worcester railroad at Valley Falls, R.I., and is about 13.75 miles

long, 6.62 miles of which are in Massachusetts, and the balance (7.13

miles) in Rhode Island.

Commencing as above, in the town of Franklin, it runs in a southerly

direction through portions of the towns of Franklin and Wrentham,

to the state line of Rhode Island, a distance of 4.57 miles ; thence

crossing the north-easterly corner of the State of Rhode Island, in the

town of Cumberland, for a distance of 5.50 miles, it again strikes the

state line of Massachusetts in the town of Attleborough, and runs

in that town for a distance of 2.05 miles, when it curves to the West,

and again passes into the State of Rhode Island, and thence to Val-

ley Falls Station, a distance of 1.75 miles. The line passes through a

sparsely settled country furnishing a small local business, but it will

be a competing route for the through traffic between Boston and

Providence, being only about 3.50 miles longer than via the Boston &
Providence railroad.

This new line is now leased to the New York & New England Rail-

road Company for a term of years, on verj^ favorable terms, and is

operated bj^ it. There is no heavy work in the construction of the

road, and no difficult engineering upon it. There are no grades

steeper than 53 feet per mile, and no curves of less than 1,933 feet

radius.

The gauge of track is of the standard 4 feet 8-| inches.

The road is substantially built, and the excavations and embank-

ments of good width. The sleepers or ties are of cedar and chestnut,

of good size, 7 feet 6 inches long, and laid 2,640 per mile. The rails

are of iron, weighing 56 pounds per yard, are 4 inches high, and 3.75

inches wide at base, laid with side fishing plates with four bolts to

each joint, and well spiked. The frogs are of steel, and the switches

of Tyler's patent.

The fences ai-e of various kinds, — stone wall, post and rails, and

post and boards.

There are six highway crossings, five of which are at grade, and

one by a bridge over the railroad.

The whole cost to date for graduation, masonry, bridging, track,

1 Seventh Annual Report, [1876] p. 83.
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land damage and buildings, has been, for the 6.62 miles of road in

Massachusetts, $109,379.31, or about $16,200 per mile. It was

opened for public travel and use September 3, 1877, at which time

there were no station-buildings upon the line, the terminal stations

used at Franklin and Valley Falls belonging to the New York & New
England and the l*rovidence & Worcester railroads respectively.

The Billeeica & Bedford Railroad.

The Billerica & Bedford railroad extends from the North Billerica

station of the Boston & Lowell railroad, to the Bedford station of

the Middlesex Central railroad, a distance of 8.62 miles. It is en-

tirely within the towns of Billerica and Bedford.

It, is substantially a surface road, thei'e being no excavations or

embankments of more than 10 feet in depth.

The grades are undulating, ranging from level to an inclination of

158.4 feet per mile. The summit level is reached at Billerica Centre,

at an altitude of 130 feet above the terminal points (which are

on the same level), and at a distance of 2.50 miles from North

Billerica. The curves are frequent, and some of them sharp ; that

at the Bedford terminus being only 180 feet radius, or about 30°.

Aside from this the sharpest curve is 319 feet radius. The gauge of

the tracks is but 2 feet, which is believed to be less than that of any

road on this continent, and with a single exception the narrowest in

the world, the exception being the Festiniog railroad, in Wales, a

road 14 miles long, and built for carriage of coals and ores from the

mines to tide water. The Festiniog road is but 23^ inches gauge, or

half an inch less than the Billerica & Bedford road. The gauge of

this road was authorized by chap. 99 of the Acts of 1876. The exca-

vations are 10 feet and the embankments 6 feet wide at grade.

The ties are of tamarack and hemlock, mostly of the former,

4" X 6", and 4 feet 6 inches long, and laid 2,640 to the mile.

The rails are of the usual form, made at Danville, Penn., and

weigh 25 pounds per j^ard ; are 2.75 inches high, and 2.25 inches wide

at base, are in lengths of 30 feet, and spliced with iron side fish plates,

with four bolts at each joint, and well spiked.

There are no bridges of more than 15-feet span, except at the

crossing of the old Middlesex Canal, near the northern terminus.

That is a pile structure of 140 feet in length, having four bents of

25 feet each, and three bents of 20 feet each. The spans are too long

for the stringers used, and the latter should be trussed to insure dura-

bility and rigidity.

The bridge over the highway near the station at North Billerica is

not used for the passage of engines, the road practically ending at the

east side of the street.
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The frogs are of wrought iron, and the switches of Brj'ant's modi-

fication of the Tyler patent. There are thirteen crossings of high-

ways, all of which are at grade. No station-buildings have as yet

been built upon the line. The fencing is mostl}^ of posts and boards,

three boards high. For such a unique gauge and road a unique

equipment was required and has been obtained. The locomotives are

of the.kind known as M. N. Forney's patent, and designed by Mr.

F. D. Child, superintendent of the Hinkley Locomotive Works.

They have cylinders of 8 inches in diameter and 12-inch stroke,

and weigh, with coal, water and two men, about 23,000 pounds.

The water-tank and coal-bunker are upon the same frame as the

engine. The whole weight of the engine proper is about 14,500

pounds, and is carried upon four driving-wheels of 30 inches diame-

ter. The weight of the tender portion, 8,500 pounds, is carried upon

a four-wheeled truck, the wheels of which are 18 inches in diameter.

The cow-catcher is attached- to the tank portion of the engine, so that

when in ordinary use and motion, the engine has the appearance of

running backward.

The passenger cars are 40 feet in length and 6 feet 2 inches wide

over all, and have seats for 30 passengers. The aisle is in the centre

of the car, and single seats, nicel}' upholstered, are on each side of it.

They have trucks of four wheels 18 inches in diameter under each

end.

The floors of the cars are but 23 inches above the top of track rails.

The freight cars are 25 feet long and 6 feet 2 inches wide over all,

and are supposed to have a carrjing capacity of 16,000 lbs. The

trucks are similar to those of the passenger cars. '

All the cars of this road, passenger, combination and freight, have

Miller platforms, coupler and buffer, and are equipped with atmos-

pheric train-brakes of the kind known as the '
' Empire Vacuum

Patent." This last constructed road in this State, and perhaps in

the countr}^, is, so far as known, the first to have all of its cars

equipped with train-brakes and Miller platforms and couplers.

This road was opened to public travel on the 28th of Nov. 1877,

and had cost, to that time, about $60,000 or about $7,000 per mile

for construction and equipment, the latter of which consists of two

locomotives, one passenger car, one combination passenger and

baggage car, two open excursion cars, seven freight cars, (six

platform and one box) two hand and two push cars.

EXAMINATION OF RAILROADS.

The annual examination of all the railroads in this State has been

made, as heretofore, by this Board upon special trains and accora-
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panied by some of the officers of the road under examination. Every

bridge and station has been inspected, and whenever any changes or

additions seemed to be necessary, the companies were notified.

As a whole, the roads were never in so good and safe condition as

at present, and with the exception of some of tlie recently built

roads where the tracks have not yet reached the point of requiring

new iron or ties, none of them are in a poorer condition than in

previous years, while upon man}^ marked improvements in general or

special have been made. With a single exception, the traffic of no

,road has been interrupted by "wash-outs" in consequence of the

failure of storage reservoirs of water during the year. The excep-

tion was upon the New London Northern road, which received serious

damage from the failure of a dam in the town of Stafford, Conn.,

on tlie 29th of March last. The freight buildings, tracks and cars at

that place, and the tracks and bridges for two miles south of that

.point, were washed away and all traffic suspended for several days.

Several of the roads have substituted iron for timber in bridges, as

will appear in the detailed notices of the various roads.

The following comprise the most notable improvements made
by the several corporations during the year :

-

The Boston & Albany.

This road was never in as good condition as at present. Stringer

bridges of timber, of spans ranging from 15 feet to 22 feet, have

been replaced with rolled iron girders at nine different points and of

spans ranging from 22 feet to 35 feet with riveted wrought-iron plate

girders at nine different places. New double-track lattice wrought-

iron bridges of 115 feet spans have been built in place of timber

structures at Riverside and at Rochdale, making an aggregate of 663

feet of iron bridges built during the year. Moi-e than 3,000 tons of

steel rails have been laid in the tracks. The facilities for handling

ocean freights at East Boston have been enlarged, the flats at South

Boston and the stock-3'ards at Brighton improved, and the yards for

bulk freight at Boston extended so as to accommodate one hundred

cars, and about three miles of new side tracks at various points

have been laid. Seven new locomotives and four hundred freight

cars have been built in the shops of the company. The extensive

workshops of the corporation at Springfield, which were destroj-ed by

fire on the 13th da}- of September, are now in an advanced stage'

of reconstruction. "Hall's Automatic Electric Signals" have been

in constant use between Boston and South Framingham, a distance of

twenty-one miles, for two j'ears. They have worked more efficiently

and satisfactorily during the past year than in any previous period,

21
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and as those in charge of them get accustomed to their care and use,

still better results are anticipated from them.

The Boston & Lowell Eailroad.

The freight-yards at Boston have been paved with granite blocks,

and a new modern crane-derrick has been erected in the same yard.

The pile freight-bridge, south of the drawbridge and connecting with

the Boston freight-3'ard and warehouses, has been widened so as to

admit of two additional tracks, at an expense of about $15,000.

Two wharves in the East Cambridge j-ard have been entirely

rebuilt. The bridge-wa}' on main line at Miller's River, so called,

in East Cambridge, has been filled solid with earth.

A neat and convenient new passenger station has been built at

Medford Hillside.

The bridge spanning the Fitchburg tracks has been repaired and

supplied with additional safeguards from the derailment of trains.

At Lexington, land has been purchased for the enlargement of

terminal facilities, and a new iron turn-table, with additional sidings,

has been put in.

The deep-water terminal facilities of the road at Mj-stic Wharf

have been enlarged and substantially^ improved.

Dredging, outside of Mystic Wharf, to the depth of twenty-three

feet at low-water, has been carried on for a considerable portion of

the summer, and Chelsea Bridge, adjoining the company's property,

has been filled solid with earth. About six acres above the bridge,

including the pile trestle-track leading to the wharf below, has been

completel}^ filled in.

About eight hundred feet of pile wharf on the south and adjoining

the filled territory is being constructed. New tracks and sidings

have been laid both above and below the bridge. A new " Transfer

Grain Elevator," with a capacity to discharge from four to six cars

per hour, has been built upon M3'stic Wharf and is now being put to

immediate use. Twenty-one hundred and seventy tons of steel rails

and frogs have been laid upon the several roads operated by this

company.

Considerable progress has been made by the Lowell & Lawrence

railroad towards extending that road to and obtaining terminal

facilities in North Lawrence, by the purchase of lands and the build-

ing of abutments and piers for bridges to span Merrimack River and

the canal to be crossed.

More than two and a half miles of additional tracks and sidings

have been built or extended to accommodate the business at local

points upon the various roads and branches. Hall's Automatic Elec-
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trie Signals are used upon this road between Boston and Walnut Hill

station, ten miles, and have worked more reliably and given better

satisfaction the past season than in any previous year.

The Boston & Maine Eailroad.

This road has laid about sixteen hundred tons of steel rails during

the year, has made thorough and extensive repairs upon the bridge

over Merrimack River at Haverhill, and rebuilt the stations at Wyom-
ing and Melrose. The road is generally in revj good order.

Boston & Providence Railroad.

The marked feature of permanent improvement upon this road

during the year has been the completion of the new double-track

wrought-iron bridge over Blackstone River near Pawtucket. It is

378 feet long, in five spans, varying from 60 feet to 95 feet in length
;

an excellent structure in all respects, both masonry and superstruc-

ture.

About 500 tons of steel rails have been laid.

Substantial wrought-iron balustrades and railings are now being

put upon the Canton Viaduct to insure safety in case of derailment

of trains.

A new and convenient station building of brick has been completed

at Roslindale.

The Eastern Railroad.

The Eastern Railroad Company has graded a new freight-yard

and put in 2,900 feet of side track at Peabody. At other places they

have laid 2,500 feet of new sidings.

Several wooden culverts, needing repair, have been replaced by

stone culverts.

The wooden bridge over the Saco River, near North Conway, has

been replaced by a combination wood and iron bridge, and the iron

bridge at Union, N.H. has been replaced by another iron one of

better construction.

New semaphore signals have been connected with nearl}' all the

switches upon the main track, so that no switch can be turned with-

out showing the signal, by day or night, fourteen feet above the

track.

New coal-sheds have been built at Prison Point, Charlestown,

having a capacity of 7,000 tons, replacing old sheds of only half that

capacit3^

A dock has been dredged and coal wharf made, at Cape Elizabeth,

near Portland.
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The dock at East Boston has been dredged out, so as to give 20

feet of water at mean low tide.

A new passenger depot at Marblehead is contracted for, to be com-

pleted about the 1st of January, to replace the one destroyed by fire

last June.

Steel rails onl}' have been used in renewals, and 2,200 tons have

been laid ; 68,000 new ties have been used. •

All of the above improvements have been paid for out of earnings

and been charged to current operating expenses.

" The Hall's Electric S3^stem of signals has been modified and, it

is believed, simplified since its introduction upon this road. I can

speak of it only in its modified form, therefore, and as such I have no

hesitation in saying that it has proved very reliable. It is in use

only upon the double track part of the road, and there it makes it

almost impossible that one train should run into the rear of another,

so long as the signals are observed."

The Fitchburg Railroad.

At Boston the wharf extension at the passenger station has been

completed, giving room to make up an additional train and covering

an area of 5,000 square feet. Four and a half acres of land have been

purchased at Somerville, available for freight tracks and having a

frontage upon the main line of 900 feet. A new freight-j^ard at

Cambridge has been graded and tracks laid.

The bridge between Ayer and Shirle}^ has been repaired and

strengthened in all its parts. At Fitchburg a new and convenient

union passenger station and new engine-house, to hold two engines,

are nearly completed. Side tracks have been laid at Charlestown,

Somerville, Cambridge, Watertown, Waltham, West Acton and

Fitchburg; in all, 1.75 miles. Upon the Vermont & Massachusetts

division important improvements have been made. At Fitchburg

the grading of the upper freight-yard for through freight has been

completed and new tracks laid.

At West Fitchburg the depot has been rebuilt and new side tracks

graded and laid. At Wachusett the large freight-house has been

moved and arrangements made to carry the highway unc(er the tracks,

avoiding the dangerous grade crossing at that point, and a new depot

has been begun. At Westminster station a new depot has been

built and street graded to it, rendering the present grade crossing at

that place unnecessary.

At Ashburnham the depot has been moved and almost entirely

rebuilt, the yard graded and tracks laid.

The bridiics between Ashburnham and Fitchburg have all been
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rebuilt, or are now in process of reconstruction, and in all cases of

stone or iron and for two or more tracks.

The timber bridges over highway and river at West Fitchburg have

been changed entirely, and are now nearly completed, that portion

over the highway being constructed of iron, and that over the river

of stone in two substantial arches of 30 feet span, at an expense

of about $20,000.

As the second track between the above points has been built the

grades have been made more uniform, with a maximum of 60 feet

per mile.

Important improvements have been made in the station grounds,

side tracks, &c., at Gardner, Templeton, Baldwinsville, Royalston,

Pequoig, Athol, Wendell, Erving and Miller's Falls. A telegraph

station has been built and established at Turner's Falls Junction,

and land bought, and tracks graded from the Connecticut River Rail-

road crossing to the end of the Vermont & Massachusetts Railroad

location. The long bridge over the Connecticut River on the Turner's

Falls Branch, used for both railroad and highway purposes, has been

thoroughly repaired and strengthened b}' the addition of new rods

and chord pieces, and all the bridges between Fitchburg and Green-

field not before provided with long heav}' ties and guard timbers have

been fitted with them and thoroughh^ strengthened.

The amount of additional side tracks laid on this division during

the 3'ear, exclusive of second tracks, is 2.86 miles.

Amount of second track laid, 6.75 miles.

About 2,350 tons of steel rails have been laid on the whole line

during the year past.

The New York & New England Railroad,

The New York & New England Railroad Compan}" has continued

to rebuild bridges, to lay steel rails and to widen the embankments
of its road during the year ; but the work at and in the vicinity of

Franklin station has been the principal source of extraordinary

expenditures. The construction of the Rhode Island & Massachu-

setts railroad, a link in the new line between Boston and Providence,

which makes a junction with this road about half a mile west of

Franklin station, hastened the necessity for the construction of a

double track through that town ; and this, with the re-arrangement

of the station buildings, the erection of a new freight-house, engine-

house, turn-table, &c., has been executed at a cost of something

more than $25,000. About 1,400 tons of steel rails were laid upon

the road during the year.
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The Old Colony Railroad.
«

Aside from keeping its road in good order, this company has

made the following improvements during the 3'ear : a freight-depot,

320 feet b}^ 32 feet, has been built in Boston, and the drawbridge

over Fort Point Channel has been widened for a third track. About

two miles of additional side-tracks have been laid ; 4,000 tons of

steel rails and 1,260 tons of new iron rails have been laid.

A brick "passenger station at Wollaston Heights, and a wooden

station at North Harwich have been built.

A first-class iron drawbridge over Taunton Great River at Somer-

set has been built, in place of the timber structure at that point.

Seven overhead bridges and 203 linear feet of track-bridges have

been rebuilt, and extensive repairs on others have been made.

An engine-house at Somerset, holding five engines, has been built

to take the place of the smaller one destro^'ed b}" fire.

Tlie freight-depot at Taunton has been enlarged, 34 hj 60 feet.

Hall's Automatic Electric Signals are in use upon this road from Bos-

ton to Braintree (ten miles), having been extended from Harrison

Square to the latter place during the past year. They have worked

very satisfactorily during the year.

The Boston, Barre & Gardner Railroad.

The Boston, Barre & Gardner Railroad Company has extended

its tracks and completed its connection witli the Union passenger

station in Worcester ; and for that and other purposes has increased

its construction account upwards of $130,000, for the following items,

to wit :
—

Graduation and raasonrj^ at Worcester,

Land damages and fencing, "

Buildings, engineering, &c., "

Buildings at Gardner, Ilubbardston and Winchendon,

Ten freight cars, . • ....
Discount on $80,000 of second mortgage bonds sold.

$4,079 71

92,215 04

2,109 43

3,768 99

5,380 00

22,556 52

Agencies, and other expenses in regard to land damages, 372 00

L32,474 69

The Cheshire Railroad.

The principal permanent improvement ujjon this road consists of

a new and convenient passenger station at Winchendon, witli con-

necting passenger sheds, costing about $5,000, and the laying of about

1,200 tons of steel rails.
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"The New London Northern Railroad.

The New London Northern raih-oad has done the following in the

wa}^ of permanent improvement for the year ending September 30,

1877:— -

New sidings have been put in at Norwich Falls, at Yantic and at

Stafford, and others are nearly completed at Barrett's and at Am-
herst. At Stafford, while repairing the damage caused by the flood

of December 27, the grade of the track for a mile or more has been

improved, and two iron bridges have been put in place of the wooden

ones which were washed awa}^ In the original grading of the road

there were left, in many places, sags, which greatly impeded the move-

ment of freight trains. Some of the worst of these, between New
London and Norwich, were taken out last year by raising the track.

The like work has been continued this year in other places, to the

great improvement of the grades. The abutments of several bridges

have been entirely reconstructed, and new culverts have been built

and old ones enlarged.

Thirteen new dump cars have been built, with Harden' s improved

apparatus for dumping attached. A new freight-house has been

built at Stafford, and the Montville and Norwich freight-houses

have been enlarged. New tracks have been laid, and extensive coal-

bins and other structures have been bailt upon the new wharf at New
London, completing the facilities there for coal traffic : so that the

large steamers of the Reading railroad, carrying 1,650 tons of coal,

come to the wharf at the lowest tide, and the cargo is discharged on

to the cars in fourteen hours.

The total cost of the above improvements has been about $45,000,

which, except the work upon the new wharf, has been paid as ex-

penses.

The New York, New Haven & Hartford Railroad.

The New York, New Haven & Hartford railroad in this State

(6 miles) is in good order with double-track steel rails. The dan-

gerous highway crossing at grade on Bridge Street at the east end of

Connecticut River Bridge in Springfield, has been avoided by a sepa-

ration of the grades of the street and railroad. The street grade was

lowered and the railroad grade raised sufficiently to allow of the con-

struction of a substantial iron bridge over the street sufficiently wide

to carry six tracks.

This, with the consequent necessary raising of the large freight-

house and car-house in the vicinity, involved a heav}^ expense on the

part of the railroad and the citj^ of Springfield, between whom the

cost was shared ; but it is worth all that it cost as a life-saving

improvement. ,
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The Norwich & "Worcester Railroad. •

This company has extended its line by a single track, with steel

rails of 62 ponnds per j'ard, from the Junction station in Worcester

to the Union passenger station and the Viaduct railroad, about 4,600

feet in length, upon the old road-bed of the Boston & Albany rail-

road, and all passenger trains to and from Worcester now run into

the Union passenger station. New first-class masonry has been

built for the reception of a new double-track wrought-iron bridge to

be immediately erected over Southbridge Street on the above newly

extended line. A new wrought-iron bridge, eighty feet in length,

upon new and good masonry, has been built at Stillwater to replace

the one washed out by the failure of the Lynde Brook reservoir in

March, 1876.

A new passenger station is very much needed at Oxford. There is

no poorer station used for passenger accommodation in the State than

the present structure at that thrifty appearing town.

The Providence & Worcester Railroad.

The Providence and Worcester Railroad Companj^, has extended its

tracks from the Grreen«-street station in Worcester, to the Union

passenger station, and to a connection with the tracks of the

Viaduct railroad in that citj^ ; and all of its passenger trains to and

from Worcester now run to and from the Union station.

The Worcester & Nashua Railroad.

The Worcester & Nashua Railroad Company has extended its tracks

to the Union passenger station in Worcester, and all of its Worces-

ter passenger trains run to that point, and the old passenger station

at Foster Street has been demolished. The change of tracks, re-

moval of buildings, &c., in consequence, has cost during the past

year about $8,000. This road has laid about 650 tons of steel rails

during the year, and the bridge over Still River is now being rebuilt

with a first-class Howe truss bridge.

The Boston, Revere Beach & Lynn E,ailkoad.

The Boston, Revere Beach & Ljmn Railroad Company has in-

creased its construction account during the j'-ear $132,897.63, for the

following items of new work, permanent improvements, land damages,

&c. , during the year :
—

For Grading and Masonry, —
filling land for buildings at Winthrop Junc-

tion, $4,240 27

gravel for ballasting track, .... 4,281 75

filling at Atlantic House station, . . . 79 40 •
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For Grading and Masonry— Con.

on account of lowering grade and cutting

down embankments at Breed's Island (work

not finished), .

filling at West Lynn (work not finished),

settlement of tunnel suit with contractor,

finishing tunnel arch in centre,

on .account of abutments and walls at tunnel

ends (work not finished) , .

For Bridging,—
new bridge at Harbor View,....
balance of cost East Boston bridges,

For Superstructure,—
car house and locomotive house at Winthrop

Junction, .......
new side track at Lynn, ....
new switch at Atlantic House

For Stations, —
addition to 'East Boston Station, .

coal-derrick track and place for storage at

East Boston, ......
laying water-pipe to East Boston Station,

trees and fences at Winthrop Junction Station

trees and fences at Beachmont,

platform at Atlantic House, . . . ' .

platform at Pavilion, .....
For addition to machinery and tools at Winthrop

Junction .......
For Engine Houses, &e. ,

—
new locomotive house at Winthrop Junction,

new car-house at Winthrop Junction, .

new turn-table at Winthrop Junction, .

new turn-table at East Boston,

addition to locomotive house at Lyim, .

For Land and Land Damages,—
land at Winthrop Junction, .

land damages at Lynn, .

land damages at Revere,

land damages at East Boston,

stone bounds for whole road,

crossing at Pleasant Street for new side track,

22

1542 80

2,332 67

5,186 41

2,281 55

136 62

$125 00

174 37
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For Land and Land Damages— Con.

new crossing at Pavilion,

fence at Breed's Island,

fence at Wood Island, ....
less land fund received during year.

For 1 new snow-plough, .....
1 new push car, ......
on account of power-brake to be applied,

additions to ferry property account, land

damages at Boston terminus paid dming
year,

on account of new ferry-boat.

Total amount of additions to construction account

for year, ".

. . . $132,897 63

34 47

242 24
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EXPENSES OF OFFICE

For the Year ending December 31, 1877.

Pent, .....
Care of office, and messenger,

Printing blanks, circulars, &c.,

Postage, ....
Books, magazines and newspapers,

Binding documents, &c.,

Pap3'rogTaph and paper.

Stationer}', .

Fuel, ice, water and gas.

Clock, window-shades, &c.,

Stenographing and clerical services,

Advertising,

Express, telegraph and miscellaneous,

U,175





TABULATED STATEMENT

COMPILED FROM

RAILROAD RETURNS.

23
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52. Local Freight.
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55. Total Earnings, Freight Department.

56. Total Transportation Earnings.
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Transportation Expenses.
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83. Damages and Gratuities, Passengers.

84. Salaries and Wages, Passenger Trains.

85. Salaries and Wages, Passenger Stations.

86. Paid for use Passenger Cars.
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139. Total Permanent Investments.
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140. Total Income.

141. Total Expense.
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143. Total Income.

144. Total Expense.

145. Net Income.

Expenses pee Train Mile.

146. Repairs Road.

147. Repairs Bridges.

148. Repairs Buildings.

149. New Rails.

150. Repairs Locomotives.

151. Fuel.

152. Oil and Waste.

153. Total Maintenance and Movement Expense.

154. Repairs Passenger, Baggage and Mail Cars.

155. Salaries and Wages, Passenger Department.

156. Total Expenses, Passenger Department.

157. Repairs Freight Cars.

158. Salaries and Wages, Freight Department.

159. Total Expenses, Freight Department.

AyEEAGE Rates of Fares and Freight per Mile, &c.

160. Local Passengers.

161. Foreign Passengers.

102. Scason-Ticket Passengers.
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163. Average Eate for all Passengers.

164. Local Freight.

165. Foreign Freight. ,

166. Average Eate for all Freight.

167. Passengers, Average Distance Travelled.

168. Freight, Average Distance Carried.
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170. Tons to each Ton of Freight.

Average Miles Euk.

171. Locomotives.

172. Passenger Cars.

173. Freight Cars,
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Eepairs.
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180. Amount Paid in.

181. Funded Deht.

182. Unfunded Debt.

183. Gross Debt.

184. Cash and Cash Assets.
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186. Number of Stockholders.

Permanent Investments.
187. Construction.

188. Equipment.

189. Land and Buildings.

190. Other Property.

191. Total Permanent Investments.

192. Total Property and Assets.

Additions and Eeductions to Property Accounts during the Tear.

193. Construction.

194. Equipment.

195. Other Property.

196. Total Addition.

197. Eeduction.

198. Net Addition.
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Income foe the Year.
199. Passengers.

200. Rents.

201. Mails and Express.

202. Sales Manure.

203. Other Sources.

204 Total Income.

Expenses fob the Teak.
205. Repairs Road-Bed and Track.

206. Repairs Equipment.

207. Repairs Buildings.

' 208. Renewal of Horses.

209. Salaries, &c., General Office.

210. Wages, &c., Employees.

211. Provender.

212. State Taxes.

213. Local Taxes.
' 214. Rents and Tolls.

215. Insurance.

216. Injuries to Persons and Property.

217. Other Expenses.

218. Total Expenses.

219. Percentage same to Income.

220. Net Income.

221. Percentage same to Capital Stock and Net Debt.

. 222. Interest Accrued.

223. Dividends Declared.

224. Per cent.

225. Balance for the Year.

226. Surplus September 30th, 1876.

227. Surplus September 30th, 1877.

Length of Road.
228. Main Line.

229. Switches and Sidings.

230. Total Length.

Mileage, Equipment, Etc.

231. Miles Run.

232. Passengers Carried.

233. Round Trips. ^

234. Passengers per Round Trip.

235. Persons Employed.

236. Cars.

237. Horses.

238. Other Vehicles.

Accidents.
2.']9. Fatal.

240. Not Fatal.
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Peb MlIiE OF EOAD OWISTED.

241. Capital Stock Paid in.

242. Debt.

243. Cost of Construction.

'ek Mile of Eoad Operated.
244. Cost of Equipment, Land and Buildings.

245. Eepairs Eoad-Bed and Track.

\ 246. Eepairs Cars, Harnesses, &c.

\ 247. Keeping good, Stock Horses.

GBois Earnings.

Us. Per Mile of Single Track Operated.

249. Per Mile Eun.

25\). Per Passenger Carried.

251. Per Eound Trip.

Expenses.
252. Per Mile of Single Track Operated.

253. Per Mile Eun.

254. Per Passenger Carried.

255. Per Eound Trip.

24
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TABULATED COMPAEATIYE EESULTS

CONDITION AND OPERATION

OF THE SEVEKAIj

RAILROAD CORPORATIONS OF THE STATE.

COMPILED FROM REPORTS.

(For Contents op Tables, see Page 179.)
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DESOBIPTION
OF

DEBT,
COPIES OF PROFIT AND LOSS ACCOUNT.

AND

GENERAL BALANCE SHEETS,

September 30, 1877,

OF THE

RAILROADS AND RAILWAYS.

(Alphabetically Aeeanged.)





ASHBUENHAM EAILEOAD COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Construction,

Equipment, .

Cash assets, .

Debit balances.

Unpaid subscriptions,

Dr.

$669 60

1,065 30

$97,563 85

15,565 43

1,734 90-

Cr.

Capital stock,

Funded debt.

Unfunded debt,

Surplus,

Description of Debt.

First mortgage bonds due July 1, 1885, rate interest 7 per c.

Notes payable, $59 00

Cheshire Kaikoad Co, 500 00

Sundry accounts, ...... 2,233 26

Total unfunded debt, . . . . .

$114,864 18
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ATTLEBOEOUGH BEANCH EAILEOAD COMPANY.

[This Road is leased to and operated by the Boston & Providence Railroad Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, . |130,706 73

Cash, . 1,320 00

$132,026 73
Cr.

Capital stock, • . . 1131,700 00

Surplus, . . . 326 73

$132,026 73

Copy of Profit and Loss Account.

Cr.

By balance Sept. 30, 1876, |326 73

Total income, rent, 9,219 00

$9,545 73

Dr.
To dividends, $9,219 00

Balance, Sept. 30, 1877, 326 73

$9,545 73

Proper Address of Company.

Attleborough Branch Railroad Co.,

North Attleborough, Mass.

H. N. Daggett, Treasurer.

BEEKSHIEE EAILEOAD COMPANY. •

[This Road is leased to and operated by the Housatonic Railroad Company of Connecticut.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, $600,000 00

Stock Berkshire Raiboad Co., 6,000 00

Cash, . ^ 7,735 67

$613,735 67

Cr.
Capital stock, $600,000 00

Dividends unpaid, 245 07

Surplus, 13,490 60

$613,735 67
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Copy of Profit and Loss Account.

Cr

By balance Sept. 30, 1876,

Rent,

Dividends,

Interest, .

Total income, .

Dr.

To total expenses,....
Taxes paid, . . .

Salaries and miscellaneous,

Dividends, ....
Balance Sept. 30, 1877, .

$42,000 00

560 00

33 21

,760 00

532 73

$7,430 12

42,593 21

150,023 33

$6,292 73

36,240 00

7,490 60

$50,023 33

Proper Address of the Company.

Berkshire Railroad Co.,

Stockbridge, Mass.

D. R. Williams, Treasurer.

BILLERICA & BEDFORD RAILROAD.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, $34,120 2-5

Equipment, 5,542 96

Cash, 172 99

$39,836 20

Cr.

Capital stock, $39,730 00

Due Geo. E. Mansfield, 50 00

Surplus, 56 20

$39,836 20

Description of Debt.

Amount claims against Company not entered upon the books :
— "*

Claims for land damages, etc., estimated at . . . $24,000 00
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Copy of Profit and Loss Account.

Cr.

By total income, . $56 20

Dr.

To balance Sept. 30, 1877, ...... .j |56 20

Proper Address of Company.

BiLLERicA & Bedford Railroad Co.,

56 Equitable Building, Boston, Mass.

Wm. a. Hayes, Treasurer.

BOSTON & ALBANY RAILEOAD COMPANY.

General Balance Sheet at the closing of Accounts, Sept.'^O, 1877.

Dr.

Construction, 124,368,716 50

Equipment, . . . . 3,145,400 00

Other investments, 1,202,416 18

Cash and cash assets, ........ 2,534,371 89

SuppUes and material on hand, . . $1,295,998 75

Due from Ware River Raikoad Co., . 363,933 82

Notes receivable, 9,222 03

Sundry accouiits, . . . . . 48,664 60

Cash, 816,552 69

^31,250,904 57

Cr.

Capital stock, " . . 120,000,000 00

Funded debt, . ' . .
- 7,000,000 00

Unfunded debt, 1,870,509 50

Surplus, 2,380,395 07

Description of Debt.

Bonds due Feb. 1, 1892, rate interest 7, . $5,000,000 00

Bonds due July 1, 1895, rate interest 6, . 2,000,000 00

Total funded debt, .....
Notes payable, $1,003,056 75

.Unclaimed dividends and interest, . . 31,827 75

Dividend No. 20, due Nov. 15, 1877, . . 800,000 00

" acct. Ware River Railroad Co., . 24,375 00

" Pittsfield & N. A. R.R. Co., . 11,250 00

Total unfunded debt,

Total gross debt, .........

51,250,904 57

$7,000,000 00

1,870,509 50

f8,870,509 50
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Copy of Profit and Loss Account.

Cr.

By balance Sept. 30, 1876, . _. . . ,. . . $3,692,396 83

Total income, . . . . . .. . • . 6,780,597 18

Dr
To total expenses.

Interest, .....
Dividends,

Uncollectible accounts, .

Reduction in value of equipment.

Balance Sept.. 30, 1877, .

L0,472,994 01

^4,684,015 95

484,483 20

1,600,000 00

16,454 01

1,307,645 78

2,380,395 07

10,472,994 01

Proper Address of Company.

Boston & Albany Railroad Co.,

Boston, Mass.

C. E. Stevens, Treasurer.

BOSTON, BAEEE & GARDNER RAILROAD COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dk
Construction, ....
Equipment, .

Other investments.

Cash and cash assets, .

Supplies and material on hand
Bills receivable, .

Sundry accounts, .

Cash, .....
Profit and loss, ....

532,271 85

656 65

14,216 28

40,221 54

Capital stock,

Funded debt.

Unfunded debt,

Cr.

,326,622 69

155,962 59

. 1,461 67

87,366 32

44,420 72

L, 615,833 99

Description of Debt.

First mort. b'ds due Apr. 1, 1893, rate int., 7, $368,000 00

Second mort. b'ds due July 1, 1895, rate int., 7, 80,000 00

Total funded debt.

Bills payable, f5r95,252 04

Accounts payable, , . , . , ,21,676 97

Due companies, ...... 82,868 25

Interest unpaid, ...... 35 00

Total unfunded debt.

Total gross debt, .

,001 73

448,000 00

299,832 26

[,615,833 99

$448,000 00

299,832 26

$747,832 26
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Copy of Profit and Loss Account.

Ck.

By balance, Sept. 30, 1876, U,7i2 82

Total income, . , . .- 151,637 83

Balance, Sept. 30, 1877, . 44,420 72

),801 37

Dr.

To total expenses, $155,203 55

Interest, 41,055 46

Old claims adjusted, 4,542 36

S200,801 37

Proper Address of Company.

Boston, Baree & Gardner Railroad Co.,

"Worcester, Mass.

Wm. E. Starr, Treasurer.

BOSTON, CLINTON, FITCHBUEG & NEW BEDFORD RAILROAD

COMPANY.

General Balance Sheet at the closing of Accounts^ Sept. 30, 1877.

Dr.

Construction, . . . $4,869,623 73

Equipment, 975,440 00

Other investments, 174,953 00

Cash and cash assets, 2,349,195 96

Supplies and material on hand, . . $112,627 86

Sinking fund, 46,677 98

Sundry accounts, 329,946 88

New Bedford R.R. Co. bonds, . . 528,000 00

Framingham & Lowell R.R. Co. notes,

.

36,000 00

Cash, 9,688 28

B., C, F. & N. B. R.R. Co. stock, . 1,286,215 00

Profit and loss, 76,440 95

$8,445,653 64

Cr.

Capital stock, $2,583,500 00

Funded debt, 3,169,100 00

Unfunded debt, 2,693,053 64

$8,445,653 64
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Description of Debt.

Funded debt as follows :
—

Bonds due July 1, 1881, rate interest, 6 per ct., |171,500 00

July 1, 1884, rate interest, 6 per ct., 400,000 00

Jan. 1, 1889, rate interest, 7 per ct., 547,600 00

July 1, 1890, rate interest, 7 per ct., 252,000 00

July 1, 1894, rate interest, 7 per ct., 400,000 00

April 1, 1881, rate interest, 8 per ct.

,

270,000 00

April 1, 1882, rate interest, 8 per ct., 250,000 00

April 1, 1883, rate interest, 8 per ct.

,

250,000 00

Feb. 1, 1885, rate interest, 8 per ct., 100,000 00

May 31, 1896, rate interest, 7 per ct., 528,000 00

Total amount of funded debt.

Notes payable.

Ledger balances, .

Stock liability.

Unpaid interest.

Total unfunded debt,

,355,576 62

257,991 16

44,175 00

35,310 86

Total gross debt, .

Amount claims against company not entered upon the books:

Indorsement of Framingham & Lowell R.R. Co. notes, ,

5,169,100 00

2,693,053 64

$5,862,153 64

$197,000 00

Copy of Profit and Loss Account.

Cr.

By balance, Sept. 30, 1876,

Total income, .

Balance, Sept. 30, 1877,

Dr.

To total expenses,........
Interest, .........
Gratuity to New Bedford and New York Steamship Co.

Accounts charged off as worthless, . .

145,067 49

1,046,254 04

76,440 95

$1,167,762 48

$832,101 18

319,656 41

10,000 00

6,004 89

$1,167,762 48

Pi-oper Address of Compamj.

Boston, Clinton, Fitchburg & New Bedford Railroad Co.,

New Bedford, Mass.

Lawrence Grinnell, Treasurer.

37
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BOSTON & LOWELL EAILROAD COMPANY.

General Balance Sheet at the closing of Accounts, Sept, 30, 1877.

Db.
Construction, .........
Equipment,

Other investments, • • •

Cash and cash assets, ........
Supplies and material on hand, . . $107,120 21

Sinking fund, • . ' . • • 198,089 30

Due from B. & L. and N. & L. R.R.

copartnership account.

Cash, .......

$4,562,986 95

493,009 10

836,405 15

506,822 90

129,857 19

71,756 20

Capital stock.

Funded debt,

Unfunded debt,

Surplus, .

Cr.

Description of Debt.

$6,399,224 10

!|3,250,000 00

2,124,500 00

532,947 86

491,776 24

$6,399,224 10

Bonds due Oct. 1, 1879, rate interest 6,

" " April 1, 1892, "

" Mar. 1, 1895, "

" " July 1, 1896, "

Total funded debt.

Notes payable,

Due companies.

Interest unpaid, .

Total unfunded debt,

Total gross debt, .

7,

7,

6,

$200,000 00

999,500 00

500,000 00

425,000 00

$407,000 00

77,527 50

48,420 36

$2,124,500 00

532,947 86

>,657,447 86

Copij of Profit and Loss Account.

Cr.
By balance Sept. 30, 1876,

Total income,

Dr.
To total expenses.

Interest, .

Northern Railroad Co.,

Balance Sept. 30, 1877,

B2,968 45

1,182,023 68

[^1,564,992 13

$883,070 89

165,477 50

24,667 50

491,776 24

11,564,992 la

Proper Address of Company.

Boston & Lowell Railroad Corporation,

Boston, Mass.

C. E. A. Bartlett, Treasurer.
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BOSTON & MAINE EAILROAD COMPANY.

291

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, $9,514,635 97

Equipment, 1,242,230 00

788,801 72

. . . 386,997 78

Other investments, • . . .

Cash and cash assets, , . . .

Supplies and material on hand, •

Notes receivable,....
Sundry accounts, • • . .

Boston & Maine Railroad Co. stock.

Cash,

$178,317 39

5,180 91

25,783 61

27,000 00

150,715 87

111,932,665 47

Capital stock,

Funded debt,

Unfimded debt,

Surplus,

Cr.

Description of Debt,

Bonds due Jan. 1, 1893, rate interest 7, . $1,500,000 00

$6,921,274 52

3,500,000 00

78,242 25

1,433,148 70

$11,932,665 47

" " Jan. 1, 1894, " "

Total funded debt,

Notes payable,

Unclaimed interest and dividends,

Lowell & Andover Railroad Co., .

Ledger balances, ....
Total unfunded debt, .

7,

Total gross debt.

2,000,000 00

$32,009 08

18,551 00

9,976 69

17,705 48

$3,500,000 00

78,242 25

5,578,242 25

Copy oj Profit and Loss Account.

Cr.
By balance Sept. 30, 1876, $1,369,449 63

Total income,

Cash received on account old debts charged ofi.

Dr.
To total expenses, ....

Interest, . . . ,

Dividends, .....
Sundry items charged off as of no value,

Balance Sept. 30, 1877, .

2,267,019 43

315 30

$3,636,784 36

$1,606,054 97

245,802 73

350,000 00

1,777 96

1,433,148 70

$3,636,784 36
Proper Address of Company.

Boston & Maine Railroad,

Boston, Mass.
Amos Blanchard, Treasurer,
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- BOSTON & PEOVIDENCE EAILEOAD COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr
Construction, ....
Equipment, .....
Other investments,

Cash and cash assets, .

Supplies and material on hand,

Notes receivable, .

Sundry accounts, .

Cash,

t,405,374 38

207,400 00

644,099 93

511,884 23

$153,870 57

222,219 50

85,584 49

50,209 67

Capital stock,

Funded debt,

Unfunded debt,

Surplus,

Or.

Description of Debt.

Bonds due July 1, 1893, rate interest 7 per c.

Notes payable, 1794,000 00

Interest unpaid, 20,547 90

Dividends unpaid, 125,722 00

Balances due other roads, .... 18,720 13

Total unfunded debt,

$5,768,758 54

$4,000,000 00

500,000 00

958,990 03

309,768 51

$5,768,758 54

$500,000 00

958,990 03

$1,458,990 03

Copy of Profit and Loss Account.

Cr.
By balance Sept. 80, 1876, $457,463 59

Total income, . . . . . . . . . 1,373,361 60

[,830,825 1!)

Dr.
To total expenses,

Interest, .......
Dividends,

Reduction in value of improvement accounts,

Worthless accounts charged off.

Iron bridge at Central Falls, .

Balance Sept. .30, 1877, .

,840 46

101,031 01

240,000 00

150,820 41

3,364 80

40,000 00

309,768 51

$1,830,825 19

;

Proper A ddress of Company.

Boston & Providence Railroad Corporation,

Boston, Mass.

I). \\. ToRRY, Treasurer.
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BOSTON, EEVEEE BEACH & LYNN RAILROAD COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.
Construction, |399,611 38

Equipment, 96,903 62

Other investments, ........ 94,152 30

Cash and cash assets, . . 18,421 27

Supplies and material on hand, . . $8,239 83

Notes receivable, 2,663 57

Sundry accounts, 3,607 74

Cash, . 3,910 13

),088 57

Gk.
Capital stock, $349,200 00

Funded debt, 4,000 00

Unfunded debt, 206,570 81

Surplus, 49,317 76

,088 57

Description of Debt.

First mortgage bonds due 1885, rate interest 7 per c, . . $4,000 00

Notes payable, $188,149 54

Current credit balances, , 18,421 27

Total unfunded debt, 206,570 81

Total gross debt, $210,570 81

Amount claims against Company not entered upon the books :
—

Unsettled land damages, estimated at, . . . . $20,000 00

Copy ofProft and Loss Account.

Ck.
By balance Sept. 30, 1876, $38,406 20

Total transportation earnings, . . . . . . 97,157 84

" Ferry earnings, 17,913 92

Premium on stock and bonds, 9 00

$153,486 96

Dr.

To total transportation expenses, $72,259 00

Ferry expenses, 16,078 89

Interest, 8,847 31

Dividends, 6,984 00

Balance Sept. 30, 1877, . 49,317 76

$153,486 96

Proper Address of the Company.

Boston & Revere Beach & Lynn Railroad Co.,

Boston, Mass.
John G. Webster, Treasurer.
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BOSTON, WINTHEOP & POINT SHIRLEY EAILEOAD COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.
Construction, : . . $27,879 64

Equipment, 1,800 00

Cr
Capital stock,

Funded debt,

Unfunded.;jdebt,

Surplus,

129,679 64

$19,441 00

5,200 00

4,980 60

58 04
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Capital stock,

Funded debt,

Unfunded debt.

Surplus,

Cr

Description of Debt.

Bonds due July 1, 1877, rate interest 6 per cent,

" " July 1,1877, " " 6

" " July 1, 1880, *' " 6 "

" " July 1, 1896, «« " 6 "

Total funded debt, , . . . -
Interest and dividends unpaid,

Total gross debt,

$2,153,300 00

837,700 00

26,532 00

16,866 32

$3,034,398 32

1300 00

1,000 00

586,400 00

250,000 00

$837,700 00

26,532 00

$864,232 00

Copy of Profit and Loss Account.

Cr.
By balance, Sept. 30, 1876, $35,723 75

Total income, 523,762 80

$559,486 55

$445,606 71

56,569 48

21,000 00

19,444 04

16,866 32

$559,486 55

Proper Address of Company.

Cheshire Railroad Company,
Keene, N.H.

F. W. Everett, Treasurer.

To total expenses,

.

Interest, .

Dividends,

Loss on bonds sold, .

Balance Sept. 30, 1877,
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Ck.
Capital stock,

Funded debt,

Unfunded debt,

Surplus,

Description of Debt.

First mort. bonds due Sept. 1, 1878, rate interest 6 per cent,

Notes payable, $220,400 00

Unpaid dividends and interest,

Sundry balances, .

Total unfunded debt, .

5,917 00

109,168 18

Total gross debt, .

Amount claims against company not entered upon the books.

Copy of Profit and Loss Account.

Cr.

By balance Sept. 30, 1876,

Total income, . . . . . . . .

Dr.
To total expenses.

Interest, .

Dividends,

Uncollectible bills, .

Balance Sept. 30, 1877,

$2,100,000 00

250,000 00

335,485 18

561,665 23

$3,247,150 41

$250,000 00

335,485 18

,485 18

$20,000 00

$548,699 68

584,663 67

$1,133,363 35

1376,983 92

26,647 57

168,000 00

66 63

561,665 23

$1,133,363 35
Proper Address of Company.

Connecticut River Railroad Company,
Springfield, Mass.

Seth Hunt, Treasurer.

DANVEES RAILEOAD COMPANY.

[This road is leased to and operated by the Boston & Maine Railroad Company.]

General Balance Sheet at the closing of Accounts Sept. 30, 1877.

Dr.
Construction, $244,456 02

Cr.

Capital stock, $67,500 00

Debt, 176,956 02

$244,456 02

[Note. —This road is leased to the Boston & Maine Railroad, and its doings during the year,

and its income and expenditures, are included in the report of that road, its business being so

intimately connected that separate accounts have not been kept.]

Proper Address of Company.

Danvers Railroad Company,
Boston, Mass.

Amos Blanchaud, Treasurer.
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DORCHESTEE & MILTON BRANCH RAILROAD COMPANY.

[This road is suljstantially owned by the Old Colony Railroad Company, and its income and
expenses during the year are included in the report of that road.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

. Dk.

Construction, ... .' $136,372 77

Ck.

Capital stock, $73,340 00

Debt, - . . . 58,448 07

Surplus, 4,584 70

1136,372 77

Proper Address of Company.

Dorchester & Milton Branch R.R. Co.,

Boston, Mass.

Jno. M. Washburn, Treasurer.

DUXBURY & COHASSET RAILROAD COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

' Dr.

Construction, $455,799 85

Sundry accounts due from agents, . . . . . 2,771 79

Profit and loss, 32,588 43

$491,160 07

Cr.

Capital stock, $390,000 00

Unfunded debt, 101,160 07

$491,160 07

Description of Debt.

Bins payable, $66,937 50

Sundry accounts, 526 00

Due Old Colony Railroad Company, 33,696 57

Total gross debt, $101,160 07

Copy of Profit and Loss^Account.

Cr.

By total income, $34,222 69

Balance Sept. 30, 1877, . 32,588 43

$66,811 12

38
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Dr.
To balance Sept. 30, 1876, $21,647 33

Total expenses, 40,478 17

Interest, 4,685 62

$66,811 12

Proper Address of Company.

, DUXBURY & COHASSET RAILROAD Co.,

Boston, Mass.

Jno. M. Washburn, Treasurer.

EASTERN EAILROAD COMPANY.

General Balance Sheet at the closing of Accounts^ Sept. 30, 1877.

Dr.
Construction, $7,000,000 GO

Equipment, 921,900 00

Other investments, 1,517,210 00

Cash and cash assets, 507,998 97

Supplies and material on hand, . . . $219,080 83

Due from agents, 111,468 62

Sundry accounts, . . . • . 135,843 46

Cash, . . . .

'
. . . 41,606 06

Profit and loss, 10,298,802 40

120,245,911 37

Ck.
Capital stock, $4,997,600 00

Funded debt, • 13,476,777 54

Unfunded debt, 1,771,533 83

Description oj Debt.

Certificates of indebtedness,.... $12,522,338 56

Bonds due Sept. 15, 1886, . . . 131,900 00

" '' " 15, 1876, . . .} . 62,500 00

" " at various date.=,, to be funded, . 45,866 50

Ten-year notes, 50,000 00

Old bills audited, 9,914 10

Notes payable, 651,395 04

Interest on above prior to Sept. 30, 1876, . 2,863 34

Total funded debt,
'

Notes payable secured by collateral, . . $483,520 00

" " " by mortgage, . . 718,368 90

' " unsecured, .... 12,381 64

Current credit balances, .... 557,263 29

Total unfunded debt, .....

^20,245,911 37

Total gross debt,

5,476,777 54

1,771,533 83

. $15,248,311 37
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Copy of Profit and Loss Account.

Cr.
By total income, $2,508,107 51

Old accounts collected, . 15,901 77

Excess in inventory, 9,678 72

Appreciation in Pullman Palace Car Company stock, . 1,800 00

Balance Sept. 30, 1877, 10,298,802 40

Dr
To balance Sept. 30, 1876,

Total expenses.

Interest, .

Old claims settled, .

Bad debts charged off.

Depreciation in real estate,

Old claims against Boston & Maine and Maine Central

Raikoad companies compromised, ....

$12,834,290 40

$10,039,339 51

1,910,876 94

572,997 47

21,613 48

1,531 19

116,532 00

171,399 81

12,834,290 40
Proper Address of Company.

Eastern Railroad Company,
Boston, Mass.

N. G. Chapin, Treasurer.

FALL EIVEE EAILEOAJ) COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.
Construction, . . . $438,977 35

Cash and cash assets, 4,498 24

Sundry accounts,

Cash .

Profit and loss.

^3,631 04

867 20

Capital stock,

Funded debt.

Unfunded debt.

'Jr.

Description of Debt.

First mortgage bonds due April 1, 1895, rate interest 7,

Bills payable, $10,000 00
Due B., C, F. & N. B. R.R. Co., . . " . 42,514 13

Sundry accounts, 532 10

Total unfunded debt,

Total gross debt,

Amount of claims not entered upon the books of the Co. :—
Estimated unsettled land damages, ....

9,570 64

$453,046 23

$200,000 00

200,000 00

53,046 23

$453,046 23

$200,000 00

53,046 23

$253,046 28

$46,850 00
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Copy of Profit and Loss Account.

Ck.

By balance Sept. 30, 1876, $3,529 98

Total income, • . • • • • • • • • 35,584 37

Balance Sept. 30, 1877, ^
9,570 64

$48,684 99

Dk.

To total expenses, $28,932 55

Interest, ....'...... 16,487 67

Loss on equipments sold, 700 00

Old claims settled, 2,564 77

$48,684 99

Proper Address of Company.

Fall River Railroad Co.,

Fall River, Mass.

E. D. Hewins, Treasurer.

FALL RIVEE, WAEEEN & PEOVIDENCE EAILEOAD COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30,

Dr.

Consti'uction, .........
Cash, ...........
Profit and loss,

1877.

,747 60

337 46

138,963 44

Cr.

Capital stock.

Funded debt,

Unfunded debt.

Description of Debt.

First mortgage bonds due April 17, 1883, rate interest 7,

Due to agents,

$450,048 50

$150,000 00

300,000 00

48 50

$450,048 50

$300,000 00

48 50

Total gross debt, .

Copy of Profit and Loss Account.

Cr.

By Old Colony Railroad Co. equipment account,

Wm. M. Bailey's account,

C. T. Childs's account, ....
Total income, ......
Balance Sept. 30, 1877, ....

,048 50

$12,741 82
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Dr.

To balance Sept. 30, 1876, $150,792 67

Total expenses, . 15,462 81

Interest, 11,162 88

C. T. Childs, special account, 7,500 00

1184,918 36

Proper Address of Company.

Fall River, Warren & Providence Railroad Co.,

Boston, Mass.

Jno. M. Washburn, Treasurer.

FITCHBUEG MILEOAD COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction,

Equipment, .

Real estate, .

Cash and cash assets,

Notes receivable,

Supplies and material on hand,

Lancaster Railroad bonds,

Sinking fund, .

Sundry accounts,

Cash,

t,013,120 69

801,636 20

762,324 34

597,332 83

$32,526 03

277,992 14

4,625 00

123,941 98

1,975 13

156,272 55

5,174,414 06

Cr.

Capital stock, $4,000,000 00

Funded debt, 500,000 00

Unfunded debt, 1,152,245 12

Surplus, . . . 522,168 94

Description of Debt.

Bonds due April 1, 1894, rate interest, 7 per c, .

Notes payable, $863,000 00

Unclaimed interest and dividends, . • 23,616 00

Current balances, 256,779 12

Suspense account, • 8,850 00

Total unfunded debt, . . .

Total gross debt, ....

56,174,414 06

$500,000 00

1,152,245 12

^, 652,245 12
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Copy of Profit] a7id\ Loss Account.

Cr.
By balance Sept. 30, 1876, ... ... $475,258 56

Total income, 1,920,413 73

Old claims collected, 4,408 79

De.
To total expenses,

Interest, .

Dividends,

- Old claims;,settled, .

Balance Sept. 30, 1877, .

$2,400,081 08

$1,578,234 86

55,425 02

240,000 00

4,252 26

522,168 94

$2,400,081 08
Proper Address of Company.

FiTCHBURG Railroad Co.,

Boston, Mass.
M. D. Benson, Treasurer.

FEAMINGHAM & LOWELL RAILROAD COMPANY.

[This road is leased and operated by the Boston, Clinton, Fitchburg & New Bedford Railroad

Company.]

General Balance Sheet at the closing of Accounts^ Sept. 30, 1877.

Dr.
Construction, . . . $1,227,386 56

Cash and cash assets, 182,314 86

B. , C. , F. & N. B. R. R. Co. equipm't acc't, $182,062 00

Sundry accounts, 186 69

Cash, 66 17

Profit and loss,

Capital stock.

Funded debt,

Unfunded debt,

Cr.

Description of Debt.

First mort. b'ds due April 1, 1891, rate in't 7, $500,000 00

Coupon notes due April 1, 1882, rate in't 8, . 150,000 00

" Feb. 1, 1883, rate in't 8, . 100,000 00

Total funded debt,

Bills payable,

Interest unpaid, .

DueB., C, F. &N. B. R. R
Due E. P. Carpenter, .

Total unfunded debt, .

Total gross debt, .

Co

$204,500 00

21,600 00

100,979 05

800 00

180,274 02

$1,589,975 44

$512,096 39

750,000 00

327,879 05

$1,589,975 44

$750,000 00

327,879 05

$1,077,879 05



1878.] PUBLIC DOCUMENT— No. 29. .^03

Copy of Profit and Loss Account.

Cr.

By rent received, $24,361 36

Error in accounts, ........ 14

Balance Sept. 30, 1877, 180,274 02

$204,635 52

Dr.

To balance Sept. 80, 1876, $131,373 32

General expenses, . . 548 99

Interest, . . . . .
" 68,513 21

Error in interest account last year, 4,200 00

$204,635 52

Proper Address of Company.

Framingham & Lowell Railroad Company,
' Fitchburg, Mass.

E, D. Hewins, Treasurer.

GEAFTON CENTEE EAILEAOD COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, $38,958 94

Equipment, 3,966 76

Cash, . . . • 210 76

143,136 46

Cr.

Capital stock, . . . •. $29,830 00
Funded debt, 10,000 00

Unfunded debt, 3,154 26

Surplus, . . . *. . ... . . 152 20

143,136 46

Description of Debt.

First mortgage bonds due May 1, 1885, rate interest 7, . $10,000 00
Notes payable, $3,000 00

Sundry accoimts, 154 26

Total unfimded debt, 3,154 26

Total gross debt, $13,154 26

Copy of Profit and Loss Account.

Cr.

By balance Sept. 30, 1876, $243 20
Total income, 3,686 12

$3,929 32
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Db.
To total expenses, .......
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HOLYOKE & WESTFIELD EAILEOAD COMPANY.

[This road is leased to and operated by the New Haven & Northampton Railroad Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, '

1462,268 89

Cash and cash assets, 1,007 16

Due from New Haven & Northampton

E.R. Co., $1,006 06

Cash, . . . . ... 101 10

$463,376 05

Ce.

Capital stock, $260,000 00

Funded debt, . 200,000 00

Unfunded debt, 500 00

Sm-plus, 2,876 05

$463,376 05

Description of Debt.

First mortgage bonds due April, 1891, rate interest 7, . . $200,000 00

Bills payable, 500 00

Total gross debt, $200,500 00

Copy of Profit and Loss Account.

Or.

By balance Sept. 30, 1876, *
. . $2,059 09

Rent, 15,306 06

$17,365 15

Dr.

To office expenses and taxes, ...... $283 78

Interest, .• 14,036 35

Drawbacks not reported in 1876, . . . . . 168 97

Balance Sept. 30, 1877, "

. . 2,876 05

Geo. W. Prentiss, Treasurer.

4

$17,365 15

Proper Address of Company.
,

HoLYOKE & Westfield Railroad Co.,

Holyoke, Mass.
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HOPKINTON EAILEOAD COMPANY.

[This road is leased to and operated by the Providence & Worcester Railroad Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr
Construction, $292,526 10

Cash assets, 11,925 00

Due from stockholders, .

" " P. & W. KR. Co.,

Coupon note, .

Profit and loss,

Capital stock,

Funded debt.

Unfunded debt,

g8,700 00

3,125 00

100 00

Cr.

Description of Debt.

Bonds due July, 1882, rate interest 7, . . $115,000 00

Certificates of indebtedness, .... 10,400 00

Total funded debt,

Notes payable, |2,042 16

Unpaid interest, 12,095 00

Total unfunded debt.

Total gross debt, .

Copy of Profit and Loss Account.

Cr.

By rent,

Balance Sept. 30, 1877,

Dr.

To balance Sept. 30, 1876,

Office expenses.

Interest, .

186 06

,637 16

$165,100 00

125,400 00

14,137 16

,637 16

$125,400 00

14,137 16

,537 16

$7,500 00

186 06

$7,686 06

$166 06

20 00

7,500 00

^686 06

Proper Address of Company.
' HoPKiNTON Railroad Co.,

Hopkinton, Mass.

M. IST, Pnipps, Treasurer.
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HORN POND BEANCH RAILROAD COMPANY.

[This road is meijely a track of an ice company, used only for tlie transportation of their ice,

and is operated by the Boston & Lowell Railroad Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, S15,238 46

Cr.

Capital stock, S^2,000 00

Surplus,!
' 13,238 46

$15,238 46

Proper Address of Compamj.

Horn Pond Branch Railroad Co.,

Boston, Mass.
Jno. J. Bright, Treasurer.

1 Represents simply the difference between cost of road and the amount of capital stock.

LANCASTER RAILROAD COMPANY.

General Balance Sheet at the closing of Accounts., Sept. 30, 1877.

Dr.

Construction,'^ . . . .- $230,448 48

Cr.

Capital stock, f124,920 00

Funded debt, 47,000 00

Unfunded debt, .......... 58,528 48

$230,448 48
Description of Debt.

First mortgage bonds, due 1922, rate interest 6, . . . $47,000 00

Bills payable, 58,528 48

Total gross debt, $105,528 48

Proper Address of Company.

Lancaster Railroad Company,
Lancaster, Mass.

S. R. Merrick, Treasurer.

1 The actual cost of construction was about $290,000. Since the year 1874 the road has been

in the hands of assignees, but has now been taken out of bankruptcy and is in the hands of

the corporation. The unpaid claims against the company have been compromised and the com-
pany's notes given in payment of same. The capital stock paid in and the amount of debt

represent the cost of the road at the present time to the corporation.
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LEE & HUDSON EAILEOAD COMPANY.

[This road is only partially constructed.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, ! . . . $249,521 76

Cash, 4 23

Ce.

Capital stock.

Funded debt.

Unfunded debt.

$249,525 99

1235,284 99

12,633 50

1,607 50

$249,525 99

Description of Debt.

First mortgage bonds due July 1, 1876, rate

interest 7, $11,000 00
Second mortgage bonds, due

interest 7,

Total funded debt,

Due sundry individuals

on demand, rate

Total gross debt,

1,633 50

$12,633 50

1,607 50

$14,241 00

Proper Address of Company.

Lee & Hudson Railroad Co.,

Lee, Mass.

P. C. Baird, Treasurer.

LEE & NEW HAYEN RAILEOAD COIPANY.

[This road is only partially constructed.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, $111,496 05

Cr.

Capital stock, $86,923 72

Debt due on account construction and land damages, . . 24,572 33

$111,496 05

Proper Address of Company.

Lee & New Haven Kailroad Co.,

Lee, Mass.

P. C. Baird, Treasurer.
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LOWELL & ANDOVER EAILEOAD COMPANY.

[This road is leased to and operated by the Boston Maine Railroad Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, 1742,045 14

Cash, ... 27,920 94

$769,966 08

Cr.

Capital stock, $500,000 00

Bonds due July 1, 1894, rate interest 6, . . . .• 215,000 00

Surplus, 54,966 08

$769,966 08

Copy of Profit and Loss Account.

Cr.

By balance Sept. 30, 1876, . . . . , . . |49,613 85

Rent . . . . 52,500 00

Interest on bank balance, . .' . . . . 752 73

$102,866 08

Dr.

To interest, |12,900 00

Dividends, ; . 35,000 00

Balance Sept. 30, 1877, 54,966 08

$102,866 08

Proper Address of Company.

Lowell & Andovee Railroad Co.,

Lowell, Mass.
Benj. Walker, Treasurer.

LOWELL & LAWEENCE EAILEOAD COMPANY.
[This road is leased to and operated by the Boston & Lowell Railroad Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, $334,054 41

Cash and cash assets, 38,850 44

Bills receivable, . . . . . $5,111 11

Due from Boston & Lowell Railroad Co.

,

21,289 69

Cash, 12,449 64

$372,904 85
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Ck.

Capital stock,

Funded debt,

Unfunded debt,

Sm-plus,

Description of Debt.

First mortgage bonds due Oct. 1, 1878, rate interest 6,

Unpaid dividends and interest, .... $7,330 00

Due for taxes, 1,937 56

Total unfunded debt, .....
Total gross debt,

$203,000 00

39,700 00

9,267 56

120,937 29

1372,904 85

. 139,700 00

9,267 56

. $18,967 56

Copy of Profit and Loss Account.

Cr.
By balance Sept. 30, 1876, . . . . . . . $113,681 67

Kent,

Other income, ........
Material charged to Boston & Lowell Raiboad Company,

Dr
To oflBce expenses,

Taxes,

Interest .

Dividends,

Balance Sept. 30, 1877,

Proper Address of Company.

Lowell & Lawrence Railroad Co.,

Boston, Mass.

F. H. NouRSE, Treasurer.

21,780 00
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Ce.

Capital stock, '

. , . $40,000 00

Funded debt, 36,000 00

Unfunded debt, 35,692 50

$111,692 50

Description of Debt.

First mortgage bonds due Nov. 1884, rate interest 7, . . |36,000 GO

Unpaid interest, ' $3,780 00

Due stockholders, 31,800 00

Personal accounts, . . . . . 112 50
35,692 50

Total gross debt, $71,692 50

Copy of Profit and Loss Account.

Ck.

By balance Sept. 30, 1876, $599 45

Total income, . . . > . . . . . . 6,710 31

Received from lawsuits, ....... 1,577 30

Discount on old claims and debts paid, .... 1,186 52

Balance Sept. 30, 1877, ....... 2,387 30

$12,460 88

Dr.

To total expenses, $5,322 13

Interest, . . '
'

. . . 5,719 73

Old claims paid, ........ 1,419 02

$12,460 88
Proper Address of Company.

Martha's Vineyard Railroad Co.,

Edgartown, Mass.

J. F. Pease, Treasurer.

lASSACHUSETTS CENTRAL EAILEOAD COMPANY.
[This road is only partially completed.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, '.
. $2,765,534 33

Sundry accounts receivable, ... . . . . . 42,541 01

$2,808,075 34

Cr.

Capital stock, $1,757,616 93

Funded debt, 995,000 00

Unfunded debt, 55,458 41

$2,808,075 34



312 KAILROAD COMMISSIONERS' REPORT. [Jan.

Description of Debt.

First mortgage bonds due Jan. 1, 1893, rate interest 7, . $995,000 00

Notes payable, . . . . . . $42,925 46

Individual accounts, 12,532 95

Total unfunded debt, 55,458 41

Total gi-oss debt, . 11,050,458 41

Amount claims against Company not entered upon the books

;

— Coupons unpaid, $208,950 00

Copy of Profit and Loss Account.

Cr.

BybalanceSept. 30, 1876, $9,396 47

Kents from buildings, 1,393 08

110,789 55.

Dr.
Credited to construction account,

I

. $10,789 55

Proper Address of Company.

Massachusetts Central Railroad Co.,

Boston, Mass.

F. J. Parker, Treasurer.

MIDDLESEX CENTRAL EAILROAD.

[This road is leased to and operated by the Boston & Lowell Railroad Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.
Construction, . $310,837 10

Cash, 3,994 90

$314,832 00

Cr.

Capital stock, $250,000 00

Stockholders' loan, 12,816 00

Surplus, 52,016 00

$314,832 00

Copy of Profit and Loss Account.

Cr.

BybalanceSept. 30, 1876, . . . . . . . $37,500 00

Rent, 15,000 00

$52,500 00

Dr.
To office expenses, $333 63

Interest, 150 37

Balance Sept. 30, 1877, 52,016 00

$52,500 00

Proper Address of Company.

Middlesex Central Railroad Company,
Boston, Mass.

B. Bancroft, Treasurer.
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IILFORD & WOONSOCKET EAILEOAD COMPANY.

[This road is leased to and operated by the Providence & Worcester Railroad Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

De.

Construction, $116,197 10

Cash, 173 98

1116,371 08

Cr.

Capital stock, . . . . . . . . . $82,525 00

First mortgage bonds due June 1, 1891, int. at 7 per c. . 19,000 00

Note payable, 3,500 00

Sui'plus, 11,346 08

1116,371 08

Copy of Profit and Loss Account.

.Cr.

By balance Sept. 30, 1876, . $9,692 58

Rent for use of road, >, 3,480 00

$13,172 58

Dr.

To office expenses and taxes, $276 75

Interest, 1,549 75

Balance Sept. 30, 1877,
'

11,346 08

$13,172 58

Proper Address of Company.

MiLFORD & WoONSOCKET RAILROAD COMPANY,
Milford, Mass.

C. F. Claflin, Treasurer.

lOMDNOCK EAILEOAD COMPANY.

[This road is leased to and operated by the Boston, Barre & Gardner Railroad Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, $365,771 47

Cash and cash assets, . . . . . . . . 8,286 58

Monadnock R. R. Co. stock,
.

. . . $3,090 00
'

Sundry accounts, 323 11

Cash, . . . • 4,873 47

$374,058 05

5
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Ce.

Capital stock, . . . - $197,926 73

Funded debt, . . 71,500 00

Unfunded debt, . 24,552 00

Surplus, "

. . . 80,079 32

Description of Debt.

1374,058 05

First mortgage bonds due July 1, 1897, rate

Notes payable.

Unpaid dividends,

Total unfunded debt, .

Total gross debt, .

interest 6 per c. |71,500 00

$24,500 00

52 00

24,552 00

,052 00

Copy of Profit and Loss Account.

Cr.
By balance Sept. 30, 1876,

Eent for use of road,

Dividends received,

.

Dr.

To incidental expenses.

Interest, .

Dividends,

Balance, Sept. 30, 1877,

$77,190 12
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Description of Debt.

First mortgage bonds due Oct. 1, 1894, rate interest 6, . . $497,856 36

Notes payable, $160,875 60

Due companies and individuals, . . . 8,342 01

Coupons unpaid, 86,064 00

Total unfunded debt, 255,281 61

Total gross debt, $753,137 97

Copy of Profit and Loss Account.

Cr.

Rent for use of road, $11,000 00

Rent of buildings, 51 55

Balance Sept. 30, 1877, 194,433 00

$205,484 55

Dr.
Balance Sept. 30, 1876, . . . ' . . . . $170,460 43

Office expenses, ......... 44 37

Interest, 34,979 75

$205,484 55

Proper Address of Company,

Nashua, Acton & Boston Railroad Co.,

Nashua, N.H.
F. D. Cook, Treasurer.

NASHUA & LOWELL RAILEOAD COMPANY.

[This road is operated jointly with the Boston & Lowell Railroad Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.
Construction, ...
Equipment, .....
Cash and cash assets, .

Bills receivable, .

Supplies and material on hand,

Sinking fund, . ...
Debit balances,

Cash,

Cr.

Capital stock.

Funded debt,

Unfunded debt,

Surplus,

193,500 00

46,975 80

3,295 13

42,574 32

3,930 39

$932,159 43

191,132 39

190,275 64

1,316,567 46

$800,000 00

200,000 00

241,749 00

74,818 46

L, 316, 567 46
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Description of Debt.

Bonds due Aug. 1, 1893, rate interest 6, gold, . . . $200,000 00

Notes payable, $225,000 00

Unclaimed dividends, 749 00

Dividend due Nov. 1, 1877, . . . . 16,000 00

Total unfunded debt, 241,749 00

$141,749 00

Copy of Profit and Loss Account.

Cr.

By balance Sept. 30, 1876, . $83,057 42

Total income, 506,046 55

),103 97

Dr.

To total expenses, ... . . . . . . $454,138 25

Paid in settlement of old claims, 11,082 50

Interest, . .
' 17,064 76

Dividends, . . . 32,000 00

Balance Sept. 30, 1877, . . . .
'

. . . 74,818 46

),103 97

Proper Address of Company.

Nashua & Lowell Railroad Co.,

Nashua,- N.H.

C. V. Dearborn, Treasurer. i

NEWBUEYPOET EAILEOAD COMPANY.

[This road is leased to and operated by the Boston & Maine Railroad Company, and its doings

during the year are included in the report of that company, its business being so intimately con-

nected that separate accounts have not been kept.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, " $597,386 33

Cr.

Capital stock, $220,340 02

Funded debt, 300,000 00

Unfunded debt, 77,046 31

$597,386 33

Proper Address of the Company.

Newburyport Railroad Co.,
' Boston, Mass.

A. Blanciiaud, Treasurer.
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NEWBUEYPORT CITY MILEOAD COMPANY.

31T

[This road is leased to and operated by the Eastern Railroad Company.]

General Balance Sheet at the closing of jLccounts, Sept. 30, 1877

Dk.

Construction,

Real estate, .

Cash and cash assets.

Sinking fund,

Cash, .

$109,187 65

13,340 68

7,473 08

55,264 66

2,208 42

Ce.
Capital stock,

Bonds due 1892, rate interest 7,

Sui-plus, ....
Copy of Profit and Loss Account.

Cr.

By balance Sept. 30, 1876,

Rent of road, .......
Rent of buildings, . , .

$130,001 41

$97,000 00

25.000 00

8,001 41

30.001 41

Dr.
To office expenses,

Taxes paid,

Interest, .

Balance Sept 30, 1877,

14,430 90

6,000 00

31 73
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Cr.
Capital stock,

Funded debt,

Unfunded debt,

Surplus,

Description of Debt.

Bonds due 1899, rate interest, 7, . . . $1,296,000 00

Bonds due 18S0, rate interest, 6,

Bonds due 1882, rate interest, 6,

Total funded debt.

Notes payable,

Unpaid dividends and interest.

Sundry balances, .

Total unfunded debt, .

Total gross debt.

400,000 00

485,000 00

$197,700 00

22,182 00

14,869 19

Copy of Profit and Loss Account.

Cr.
By balance Sept. 30, 1876,

Total income, .......
Taxes refunded by State of Connecticut,

Dr.
To total expenses,

Paid for recovery of stolen bonds,

Interest,. ....
Bad debts charged off.

Balance Sept. 30, 1877, .

Proper Address of Company.

New Haven & Northampton Railroad Co.,

New Haven, Conn.
E. A. Ray, Treasurer.

12,460,000 00

2,181,000 00

234,751 19

40,330 25

$4,916,081 44

$2,181,000 00

234,751 19

12,415,751 19

$7,147 00

564,366 89

8,438 18

,952 07

,225 91

2,500 00

160,819 49

8,076 42

40,330 25

,952 07

NEW LONDON NORTHEEN EAILRAOD COMPANY.

[This road is leased to and operated by J. Gregory Smith and others.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.
Construction,

Equipment, .

Oth.er investments,

Cash and cash assets,

BiUs receivable,

Sundry accounts.

Cash,

,032,898 14

231,902 11

65,000 00

71,685 97

$8,776 39

42,207 48

20,702 10

^2,401,486 22
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Cr.

Capital stock, . , . . . . . . . $1,500,000 00

Funded debt, . ....... 687,50000
Unfunded debt, 163,930 27

Surplus, . . . . . . . . . . 50,055 95

Description of Debt.

Fii'st mortgage bonds due 1885, rate interest

6per c, 1300,000 00

Second mortgage bonds due 1892, rate interest

Tperc, 387,500 00

Total funded debt,

BiUs payable, $162,500 00

Sundry balances, ...... 519 77

Dividends unpaid, . . . . . 910 50

Total unfunded debt, ..... .

Total gross debt,

Copy of Profit'and Loss Account.

Cr.

By balance Sept. 30, 1876,

Rent for use of road,

Other rents.

Interest received.

Old accounts closed.

Premium on bonds sold,

Dr.

To general expenses, . . .

Interest, ......
Dividends,

Old claims settled, ....
Balance Sept. 30, 1877, .

?2,401,486 22

$687,500 00

163,930 27

,430 27

$52,313
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NEW YOEK & NEW ENGLAND EAILEOAD COMPANY.

General Balance Sheet at the closing of Accounts^ Sept. 30, 1877.
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NEW YOEK, NEW HAYEN & HARTEOED EAILEOAD COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dk
Construction,

Equipment, .

Other investments,

Cash and cash assets.

Supplies and material on hand.

Shore Line E. E,. Co. debt balance,

Sundry accounts, . . . .

. 112,889,584 40

. 2,114,501 42

688,962 98

. 2,150,908 05

5,618 42

236,658 82

1,468,630 81

Ce.

Capital stock,

Unfunded debt,

Surplus,

Description of Debt.

Bills payable,

Sundry balances,

Coupons unpaid,

$17,843,956 85

$15,500,000 00

229,809 15

2,114,147 70

$17,843,956 85

$3,000 00

226,074 15

735 00

Total gross debt, $229,809 15

Copy of Profit and Loss Account.

Cr.

By balance Sept. 30, 1876, $2,058,864 67

Total income, • . . . 3,954,060 37

Insiu'ance reserve, ........ 3,600 00

3,016,525 04

Dr.

To total expenses, $2,352,377 34

Dividends, 1,550,000 00

Balance Sept. 30, 1877, 2,114,147 70

$6,016,525 04

Proper Address of the Company.

New York, New Haven & Hartford Eailroad Co.,

Grand Central Depot,

New York City.

"W. A. Burroughs, Treasurer.

41
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NORWICH & WORCESTER RAILROAD COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

De.

Construction, .... . . ... . . $3,183,145 93

Equipment, 179,750 67

Other investments, .
'

. 272,924 58

Cash and cash assets, ........ 233,941 01

Supplies and material on hand, . . $47,795 20

Debt balances, 47,170 93

Cash, 138,974 88

$3,869,762 19

Cr.

Capital stock, . . . $2,604,400 00

Funded debt, . . . . . . . . . 400,000 00

Unfunded debt,
'

3,490 72

Surplus, 861,871 47

$3,869,762 19

Description of Debt.

Bonds due March, 1897, rate interest 6 per c, . . . $400,000 00

Dividends unpaid, ...... . 3,074 00

Sundry balances, ......... 416 72

Total gross debt, $403,490 72

Copy of Profit and Loss Account.

Ce.

By balance Sept. 30, 1876, $814,180 60

Total income, . . •.' 817,77122

Premium on bonds sold, 19,168 00

$1,651,114 82

De.

To total expenses, $439,427 83

Interest, . 49,448 71

Dividends, 259,780 00

Paid N. Y. & N. E. R. R. Co. on account of lease, . ' . 39,789 18

Expenses on bonds, 797 63

Balance Sept. 30, 1877 861,87147

$1,651 114 82

Proper Address of the Company.

Norwich & Worcester Railroad Co.,

Norwich, Conn.

George L. Perkins, Treasurer.
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NOETH BEOOKFIELD EAILEOAD COMPANY.

[This rodd is leased to and operated by the Boston & Albany Railroad Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dk.
Construction, |104,380 89

Other investnaents, 75 00

Cash, 1,363 29

$105,819 18

Ck.
Capital stock $100,000 00
Surplus, . . . 5,819 18

$105,819 18

Copy of Profit and Loss Account.

Cr.
By balance Sept. 30, 1876, . . . . . . . $3,207 56

Rent for use of road, ., 2,489 68

Interest and rent of building, 248 92

$5,946 16
Dr.

To office expenses, $51 99

Taxes, 74 99

Balance Sept. 30, 1877, 5,819 18

$5,946 16

Proper Address of Company.

North Brookfield Railroad Co.,

North Brookfield, Mass.

Chas. Adams, Jr., Treasurer.

OLD COLONY EAILEOAD COMPANY.

General Balance Sheet at the closing of Accounts., Sept. 30, 1877.

Dr.

Construction, . . $10,142,763 34

Equipment, 1,191,319 08

Other investments, 1,729,396 21

Cash and cash assets, # . 747,622 46

Supplies and material on hand, . . $227,791 48

Bills receivable, 201,089 50

Sinking fund, . , . . . 57,488 90

Sundry balances, 41,437 51

Cash, 219,815 07

$13, 811,101 09
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Cr.

Capital stock,
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PITTSFIELD & NOETH ADAMS EAILROAJ) COMPANY.

[This road is leased to and operated by the Boston & Albany Railroad Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.
Construction, $438,752 57

Equipment, ; 11,247 43

$450,000 00

Cr.
Capital stock, $450,000 00

Copy of Profit and Loss Account,

Cr.
By rent for use of road, $22,500 00

Dr.

To dividends, ^ . . $22,500 00

Proper Address of Company.

PiTTSFIELD & JS'ORTH AdAMS KaILROAD Co.,

Boston, Mass.
Chas. E. Stevens, Treasurer.

PEOVIDENCE & WOECESTEE EAILEOAD COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.
Construction, $2,877,371 04

Equipment, 814,214 00

Cash and cash assets, 278,257 21

Supplies and material on hand, . . S92,806 63

Sundry accounts, 17,887 77

Cash, .' . 167,562 81

Profit and loss 1,86084

$3,971,703 09

Cr.
Capital stock, $2,000,000 00

Funded debt, .
' 500,000 00

Unfunded debt, 1,471,703 09

$3,971,703 09

Description of Debt.

First mortgage bonds due July 1, 1880, rate interest 6 per c, $500,000 00

Notes payable, $1,438,000 00

Unpaid dividends.

Sundry balances, .

Total unfunded debt,

Total gross debt, .

3,360 00

30,343 09

1,471,703 09

$1,971,703 09
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Copy of Profit and Loss Account,

Ce.

By balance Sept. 30, 1876, $23,676 64

Total income, 910,011 08

Balance Sept. 30, 1877, 1,860 84

$985,548 56

De.

To total expenses, $670,315 87

Interest, 118,420 39

Dividends, 80,000 00

Error in freight estimates in 1876, ..... 26,472 95

Depreciation in value of equipment, . . . •. 40,339 35

', $935,548 56

Proper Address of Company.

Providence & Wokcestee Railroad Co.,

Providence, R.I.

John R. Balch, Treasurer.

EHODE ISLAND & lASSACHUSETTS EAILROAD COMPANY.

[This road was completed in Septemtier, 1877, and is leased to tlie New York & New England

Railroad Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, $101,379 31

Cash, 102 31

$101,481 62

Cr.

Capital stock, $100,000 00

Due contractor, 207 65

Due J. G. Ray, Treasurer, . • 1,273 97

$101,481 62

Proper Address of Company.

Rhode Island & Massachusetts Railroad Co.,

Franklin, Mass.

Jos. G. Ray, Treasurer.



1878.] PUBLIC DOCUMENT—No. 29. 327

SALEM & LOWELL EAILEOAJ) COIPANY.

[This road is leased to and operated by the Boston & Lowell Railroad Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, |398,925 45

Cash and cash assets, ........ 57,985 61

B. & L. R.R. Co., balance of account, . |56,918 95

Cash, 1,066 66

Profit and loss, . .
' 26,430 58

5,341 64

Cr.

Capital stock, $243,305 00

Funded debt, 226,900 00

Unfunded debt, 13,136 64

J,341 64

Description of Debt.

First mortgage bonds due 1878, rate interest 6 per c, . . $226,900 00

Bills payable, |12,500 00

Unpaid dividends and taxes,.... 636 64

Total unfunded debt, . . . . . — 13,136 64

Total gross debt, $240,036 64

Copy of Profit and Loss Account.

Cr.

By rent for use of road, $17,500 00

Materials charged to B. & L. R.R. Co., . . . . 593 20

Balance Sept. 30, 1877, 26,430 58

$44,523 78

Dr.

To balance Sept. 30, 1876, $27,310 44

Office expenses, 82 45

Taxes, 475 64

Interest, 13,614 00

Dividends, ......... 3,041 25

$44,523 78

Proper Address of Company.

Salem & Lowell Railroad Co.,

Boston, Mass.

F. H. NouRSE, Treasurer.
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SPEINGFIELD, ATHOL & NOETH-EASTEEN EAILEOAD CO.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dk.

Construction,
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To balance Sept. 30, 1876,
'
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STOCXBEIDGE & PITTSFIELD EAILEOAD COMPANY.

[This road is leased to and operated by tlie Housatonic Railroad Company of Connecticut.]

General Balance Sheet at the Closing of Accounts, Sept. 30, 1877.

Dk.

Construction, $448,700 00

Other investments, . . . . ' . . . . 2,550 00

Cash, 297 48

$451,547 48

Cr.

Capital stock, . . |448,700 00

Unclaimed dividends, 178 36

Surplus, 2,669 12

1451,547 48

Copy of Profit and Loss Account.

Cr.

By balance Sept. 30, 1876, $2,641 06

Rent for use of road, 31,409 00

Dividends on stock, ....... 238 00

$34,288 06

Dr.
To office expenses, $209 94

Taxes paid, • . . . 4,307 52

Interest, 56 42

Dividends, 27,045 06

Balance Sept. 30, 1877, 2,669 12

$34,288 06

Proper Address of the Company.

StOCKBRIDGE & PiTTSFIELD RAILROAD Co.,

Stockbridge, Mass.
D. A. Kimball, Ti-easurer.

STONY BPOOK EAILEOAD COMPANY.

[This road is leased to the Nashua Ss Lowell Railroad Company, and is operated by the Nashua
& Lowell and the Boston & Lowell Railroad companies under a joint-account arrangement.]

General Balance Sheet at the closing of Accounts, Sept, 30, 1877.

Dr.
Construction, $300,093 57

Cash and cash assets, 5,142 46

Bills receivable, $2,000 00

Cash, 3,142 40

$305,230 03
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Cr.

Capital stock, $300,000 00

Surplus, . . . . • 5,236 03

$305,236 03

Copy of Profit and Loss Account.

Cr.

By balance Sept. 30, 1876, |4,955 03

Rent for use of road, 18,300 00

Interest received, . . ... . . . 140 00

$23,395 03

Dr.

To office expenses, $159 00

Dividends, ....... . 18,000 00

Balance Sept. 30, 1877, 5,236 03

,
$23,395 03

Proper Address of Company.

Stony Brook Railroad Corporation,

LoweU, Mass.

Jacob Rogers, Treasurer.

TROY & GEEENFIELD EAILEOAD COMPANY.

[This road is leased to and operated by the Fitchburg Railroad Company. It is a corporation

owned by the Commonwealth of Massachusetts, and its report is made direct to the Legisla-

ture.]

Proper Address of Company.

Troy & Greenfield Railroad Co.,

North Adams, Mass.

Austin Bond, Treasurer.

VEEIONT & MASSACHUSETTS EAILEOAD COMPANY.

[This road is leased to and operated by the Fitchburg Railroad Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, $3,288,328 01

Equipment, 261,283 64

Other investments, . . . . . . . . 215,076 96

Cash and cash assets, ........ 40,703 19

Debit balances, . . . . . $36,473 69

Cash, 4,229 50

$8,805,341 80
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Cr.

Capital stock, $2,860,000 00

Funded debt, . 900,000 00

Unfunded debt, 6,587 05

Surplus, 38,754 75

13,805,341 80

Description of Debt.

First mort. bds. due July 1, 1883, rate interest 6, $550,000 00

" July 1,1879, " " 7, 200,000 00

" " July 1,1885, " " 7, 150,000 00

Total funded debt,i $900,000 00

Unclaimed dividends, $4,229 50

Credit balances, 2,357 55

Total unfunded debt, 6,587 07-

Total gross debt, . ... . . . . . " . $906,587 07

Copy of Profit and Loss Account.

Cr.

By balance Sept. 30, 1876, $38,754 75

Eent for use of road, ....... 146,000 00

t,754 75

Dr.

To office expenses, $3,000 00

Dividends, 143,000 00

Balance Sept. 30, 1877, 38,754 75

$184,754 75

Proper Address of Company.

Vermont & Massachusetts Railroad Co.,

Boston, Mass.

F. N. Poor, Treasurer.

WAEE RIVER RAILROAD COMPANY.

[This road is leased to and operated by the Boston & Albany Railroad Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, $1,113,933 82

Cash, . . . ,
. 39,773 27

$1,153,707 09

1 Interest paid by the Fitchburg Railroad Company.



1878.] PUBLIC DOCUMENT— No. 29. 333

Cr.

Capital stock, . $750,000 00

Unfunded debt (accounts payable), . . . . . 363,933 82

Surplus, 39,773 27

, $1,153,707 09

Copy of Profit and Loss Account.

Ck.

By balance Sept. 30, 1876, |37,928 11

Kent for use of road, 48,750 00

Other income, 1,845 16

$88,523 27

Dr.
To dividends, '

. . . $48,750 00

Balance Sept. 30, 1877, 39,773 27

$88,528 27

Proper Address of Company.

Ware River Railroad Co.,

Springfield, Mass.

Chas. E. Stevens, Treasurer.

WEST AIESBUEY BEANCH EAILEOAD COMPANY.

[This road is leased to and operated by the Boston & Maine Railroad Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, $114,000 00

Cash, 217 61

$114,217 61

Cr.
Capital stock, . $57,000 00

Bonds due July 1, 1893, rate of interest 7, . . . . 57,000 00

Interest unpaid, 14 00

Surplus, . .' 203 61

$114,217 61

Copy of Profit and Loss Account,

Cr.

By balance Sept. 30, 1876, $1,316 10

Rent for use of road, 5,700 00

Old claim collected, . 35 00

Land sold, 14 00

$7,065 10
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Dr.

To office expenses, $ii5 57

Taxes, 145 92

Interest, 3,990 00

Dividends, 2,280 00

Balance Sept. 30, 1877, ....... 203 61

17,065 10

Proper Address of Company.

West Amesbuky Branch Railroad Co.,

Merrimac, Mass.

John S. Poyen, Treasurer.

WEST STOCKBEIDGE RAILROAD COMPANY.

[This road is leased to and operated by tlie Housatonic Railroad Company, of Connecticut.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction,
'

. |39,600 00

Equipment, cash, and cash assets, 1,186 03

West Stockbridge R. R. Co. stock, . . . |400 00

Cash, . . . 786 03

$40,786 03

Cr.
Capital stock, |39,600 00

Surplus, 1,186 03

$40,786 03

Copy of Profit and Loss Account.

Cr.

By balance Sept. 30, 1876, $1,124 99

Rent for use of road, . 1,900 00

Dividend on stock, 32 00

Interest, 16 10

$3,073 09

Dr.

To total office expenses, $24 75

Taxes, ; 278 31

Dividends, 1,584 00

Balance Sept. 30, 1877, 1,186 03

$3,073 09

Proper Address of Company.

Wkst Stockbridge Railroad Co.,

Pittsfield, Mass.

Henry W. Taft, Treasurer.
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WORCESTER & NASHUA EAILEOAD COMPANY.

General Balance Sheet at the closing of Accounts., Sept. 30, 1877.

Dr.

Construction, . • . .

Equipment, . . . . . .

Cash and cash assets, . . ...
Bills receivable, ....
Nashua & Kochester E.R. Co. stock,

Supplies and material on hand, .

Debit balances, . . .

Cash, . ...

Capital stock.

Funded debt.

Unfunded debt.

Surplus,

Ck.

Description of Debt.

Bonds due Jan. 1, 1881, rate interest 6 per c, S75,000 00

Bonds due May 1, 1887, rate interest 6 per c.

,

275,000 00

Bonds due April 1, 1893, rate interest 7 per c.

,

250,000 00

Bonds due Feb. 1, 1895, rate interest 7 per c.

,

400,000 00

Total funded debt,

Notes payable, $99,613 39

Unpaid interest and dividends, . . . 6,771 00

Total unfunded debt, ...
Total gross debt, ....

Copy of Profit and Loss Account.

Cr.
By balance Sept. 30, 1876,

Total income,

To total expenses.

Interest, .

Discount on stock sold.

Old claims paid.

Bad debts charged off.

Balance Sept. 30, 1877,
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WOECESTEE & SHEEWSBURY EAILEOAD COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dk.
Construction, |34,859 69

Equipment, . . . . . .
*

. . . . 14,831 17

Cash, . 102 24

149,793 10

Ce.

Capital stock, $36,825 00
Bills payable, . . . . . . " . . . 10,007 08

Due individuals, . . . . . . . .
'

. 199 57

Surplus 2,761 45

I

$49,793 10

Copy of Profit and Loss Account.

Cr.

By balance Sept, 30, 1876, $1,534 20

Total income, 7,996 69

$9,530 89

To total expenses, $5,777 72

Interest, . 991 72

Balance Sept. 30, 1877, 2,761 45

$9,530 89

Proper Address of Company.

Worcester & Shrewsbury Railroad Co.

Worcester, Mass.

James Draper, Treasurer.
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ALBANY-STREET FEEiaHT EAILWAY COMPANY.

[Used for Freight only.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, , . , , . ' . . . . |i9,066 29

Accounts receivable, ........ 1,068 04

|50,13i 33

Cr.

Capital stock, $50,000 00

Surplus, 134 33

$50,134 33

Copy of Profit and Loss Account.

Cr.

By balance Sept. 30, 1876, . . $96 20

Total income, , . 1,312 00

$1,408 20

Dr.

To total expenses, . . ........ $1,052 46

Tools charged off, 221 41

Balance Sept. 30, 1877, . 134 33

$1,408 20

Proper Address of Company.

Albany Street Freight Railway Co.,

439 Albany Street, Boston, Mass.

Geo. F. Child, Treasurer.

AELINGTON STREET RAILWAY COMPANY.

[This road is leased to and operated by the Union Railway Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, . . , $13,558 46

Cash, . . . . ........ 41 54

$13,600 00

Cr.

Capital stock, $13,600 00
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Copy of Profit and Loss Account.

Cr.

By rent, $816 00

Dr.

To dividend, . . . . f816 00

Proper Address of Company.

Arlington Railroad Company,

Cambridge, Mass.

EsTES Howe, Treasurer.

BOSTON & CHELSEA STREET RAILWAY COMPANY.

[This road is leased to and operated by the Middlesex Street Rail\^ay Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, $110,000 00

Cash, 307 95

$110,307 95

Cr.

Capital stock, . . .
' $110,000 00

Sui-plus, 307 95

$110,307 95

Copy of Profit and Loss Account.

Cr.

By balance Sept. 30, 1876, . $185 39

Total income, 8,800 00

. $8,985 39

Dr.

To total expenses, $977 44

Dividends, 7,700 00

Balance Sept. 30, 1877, 307 95

$8,985 39

Proper Address of Company.

Boston & Chelsea Railroad Company,

27 Tremont Row, Boston, Mass.

Geo. W. Palmer, Treasurer.
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BOSTON & WEST ROXBUEY STBEET EAILWAY COMPANY.

[This road is leased to and operated by the Metropolitan Street Railway Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dk.

Construction, . . . . . . . • . $56,133 27

Cash, 1,764 91

$57,898 18

Cr.

Capital stock, $41,000 00

Surplus, 16,898 18

$57,898 18

Copy of Profit and Loss Account.

Ck.

By balance Sept. 30, 1876', • $17,222 78

$17,222 78

Dr.

Error in reporting cash Sept. 30, 1876, .... $168 52

Taxes paid, . . . 156 08

Balance Sept. 30, 1877, 16,898 18

$17,222 78

Proper Address of Company.

Boston & West Koxbury Street Railway Co.,

Boston, Mass.

James W. Rollins, Treasurer.

CAMBRIDGE STREET RAILWAY COMPANY.

[This road is leased to and operated hy the Union Street Railway Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, . . . $875,000 00

Guarantee fund, 150,000 00

$1,025,000 00

Cr.

Capital stock, $875,000 00

Bonds due Jan. 1, 1881, 150,000 00

$1,025,000 00
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Copy of Profit and Loss Account.

Cr.

Total income, $81,750 00

$81,750 00

Dr.

Paid to guarantee fund, $3,000 00

Dividends, 78,750 00

$81,750 00

Proper Address of the Company.

Cambridge Eailroad Co.,

Cambridge, Mass.

F. T. Stevens, Treasurer.

HAYEEHILL & GEOVELAND STEEET EAILWAY COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, $15,294 37

Equipment, 8,226 90

$23,521 27

Cr.
Capital stock, $22,500 00

Unpaid biUs, . 1,021 27

$23,521 27

Proper Address of Company.

y Haverhill & Groveland Street Eailway Co.,

Haverhill, Mass.

George W. Duncan, Treasurer.

HIGHLAND STEEET EAILWAY COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Constn.iction, $235,599 01

Land and buildings, 425,375 82

Cash and cash assets, 48,254 08

Sundry accounts, . . . . . $788 61

Supj)lies and material on hand, . . 12,300 00

Sinking fund, 8,000 00

Cash, 27,165 47
$709,228 91
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Cr.

Capital stock,

Funded debt,

Unfunded debt,

Surplus,

Description of Debt.

Bonds due 1885, rate interest 7, . . . $150,000 00

" " 1887, " " 6,

Total funded debt,

Tickets outstanding,

Notes payable.

Dividends unpaid.

Total unfunded debt,

Total gross debt, .

Copy of Profit and Loss Account.

Cr.

By balance Sept. 30, 1876, • . . . .

Total income,

50,000 00

Dr.

To total expenses.

Interest, .

Dividends,

Balance Sept. 30, 1877,

343

50,000 00

200,000 00

135,984 37

23,244 54

,228 91

$4,306 37
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Cr. .

Capital stock, . . . _ $93,100 00

Bills payable, . . . ... . . . 16,343 73

fl09,M3 73

Copy of Profit and Loss Account.

Ck.
By total income, . $28,894 61

Balance Sept. 30, 1877, 5,266 32

$34,160 93

Dr.
To balance Sept. 30, 1876, $8,153 27

Total expenses, 25,086 01

Interest, 921 65

I S34,160 93

Proper Address of Company.

Lowell Horse Eailroad Co.,

Lowell, Mass.

James A. Chase, Treasurer.

LYNN & BOSTON STREET EAILWAY COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.
Construction,

Equipment, land and buildings.

Cash and cash assets, .

Sinking fund,

Cash, .... $16,500 00

17,116 87

Capital stock.

Funded debt,

Unfunded debt.

Surplus,

Cr.

Description of Debt.

Bonds due Jan. 1, 1885, rate interest 6 per c, .

Notes payable, $15,350 00

Tickets outstanding, ..... 3,834 75

Interest accrued, ...... 857 45

Sundry accounts, 13,274 90

Total unfunded debt,

Total gross debt,

$165,000 00

85,135 00

33,616 87

,751 87

$200,000 00

50,000 00

33,317 16

434 71

$283,751 87

$50,000 00

33,317 16

$83,317 16
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Copy of Profit and Loss Account.

Ck.
By balance Sept. 30, 1876, . . . .

Total income,........
Discount on old claims settled, . . . ,

De.

$1,277 70

139,986 41

1,700 00

To total expenses, . .

Interest,......
Reduction in value of construction,

Balance Sept. 30, 1877, . .

$142 964 11

$121,411 22

4,158 07

16,960 11

434 71

Proper Address of Company.

Lynn & Boston Railroad Co.,

E. F. Oliver, Treasurer.

t2,964 11

Boston, Mass.

LYNN CITY STEEET EAILWAY COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.
Construction, ....
Equipment, land and buildings, .

Cash and cash assets, .

Supplies and material on hand,

Notes receivable, .

Cash,

$19,079 65

13,034 01

2,304 38

$550 86

205 00

"1,548 47

Capital stock,

Bills payable.

Surplus,

Cr.

Copy of Profit and Loss Account.

Cr.
By balance Sept. 30, 1876,

Total income, .

Dr.
To total expenses.

Interest, . . .

Dividends,

Balance Sept. 30, 1877,

$34,417 99
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MAIDEN & lELEOSE STREET EAILWAY COMPANY.

[This road is leased to and operated by the Middlesex Street Railway Company.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, $60,246 48

Profit and loss,
"

120,253 52

$180,500 00

Cr.

Capital stock, |165,500 00

Bonds due in 1889, rate interest 6 p. c, .... 15,00000

1180,500 00

Note.— The road which was originally owned by this company was leased, in

1862, to the Middlesex Railroad Company for the term of its charter. The lessees

were to pay the interest on the mortgage honds, and pay the bonds at maturity;

and after deducting from the net profits of running their road, togetlier with the

several roads operated by them, the sum of nine per cent per annum on the cap-

ital of the Middlesex road, then to pay the balance (should there be any) of the

net profits to this comi)any until the sum shall equal an annual dividend of eiglit

per cent on sixteen hundred and fifty-five (1,655) shares of its capital stock. Noth-

ing has been paid to the comiiany under this lease.

Proper Address of Company.

Malden & Melrose Railroad Company,

Boston, Mass.

Chas. E. Powers, Treasurer.

MEDFORD & CHAELESTOWN STEEET EAILWAY COMPANY.

[This road is leased to and operated by the Middlesex Street Railway Company. Rents sus-

pended on account of track being removed by the authorities of Medford and Somerville.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, $33,239 98

Cash, 194 01

$33,424 99

Cr.

Capital stock, $21,000 00

Debt, 5,180 65

Surplus, 7,244 34

$33,424 99

Copy of Profit and Loss Account.

Cr.

By balance, Sept. 30, 187G, $7,269 72



1878.] PUBLIC DOCUMENT— No. 29. 347

Dr.

To expenses, $25 38

Balance, Sept. 30, 1877, 7,244 34

17,269 72

Proper Address of Company.

Medford & Charlestown Railroad Company,
Boston, Mass.

Luther Farwell, Treasurer.

lEEEIMACK VALLEY STREET EAILWAY COMPANY.

General Balance Sheet at the closing of Accounts^ Sept. 30, 1877.

Dr.

Construction, $42,733 02

Equipment, land and buildings, 41,579 29

Cash and cash assets, 7,526 86

Supplies and material on hand, . . f6,626 86 '

Cash, ....... 900 00

$91,838 17

Cr.

Capital stock, $50,000 00

Sui-plus, 41,838 17

$91,838 17

Copy of Profit and Loss Account.

Cr.

By balance, Sept. 30, 1876, $38,573 26

Total income,......... 32,924 63

$71,497 89

Dr.
To total expenses, $28,572 62

Injury to persons and costs, . . ... . 1,087 10

Balance, Sept. 30, 1877, 41,838 17

$71,497 89

Proper Address of Company.

Merrimack Valley Horse Railroad Company,
Lawrence, Mass.

James H. Eaton, Treasurer.
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lETEOPOLITAN SRTEET RAILWAY COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, ....
Equipment, land and buildings, .

Real estate, not used in operating road,

Cash and cash assets, ...
Supplies and material on hand.

Sundry accounts, .

Cash,

$9,951 04

39,441 96

17,710 09

$1,217,601 54

1,409,982 22

300,000 00

67,103 09

12,994,686 85

Cb.

Capital stock, .
,

. $1,500,000 00

Funded debt, . . . . . . . ". • 936,442 12

Unfunded debt, 251,859 56

Surplus, 306,385 17

$2,994,686 85

Description of Deht.

Bonds due 1885, rate interest 7, . . . $500,000 00

" " 1897, " "

Note due 1882, " "

" " 1880, .

Total funded debt,

Notes payable.

Coupons due Oct. 1, 1877,

Outstanding tickets,

Sundry accounts, .

Total unfunded debt, .

6, 209,000 00

200,000 00

27,442 12

$185,000 00

17,500 00

19,237 10

30,122 46

Total gross debt, .

Copy of Profit and Loss Account.

Cr.
By balance Sept. 30, 1876,

,442 12

251,859 .56

L, 188, 301 68

$241 ,985 05

Total income, . . 1,190,078 79

Dr.

[,432,063 84

To total expenses,

Interest, .

Dividends,

Balance Sept. 30, 1877,

,802 02

64,876 05

120,000 00

306,385 17

$1,432,063 84

Proper Address of Company.

Metropolitan Railroad Company,

Boston, Mass.

C. BoARDMAN, Treasurer.
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MIDDLESEX STEEET RAILWAY COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877-

Dr.

Construction, $428,501 76

Equipment, land and bu.ildings, : 280,059 71

Cash and cash assets, ........ 269,141 81

Sundry accounts, $106,592 47

Supplies and material on hand, . . 9,277 52

Sinking fund, 107,483 44

Cash, 45,788 38

$977,703 28

Ce.

Capital stock, $400,000 00

Funded debt, 443,500 00

Unfunded debt, 114,045 48

Surplus, 20,157 80

$977,703 28

Description of Debt.

ate intere

(C (I

U (1
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NAIIMKEAa STEEET EAILWAY COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877

Dr.

Construction, ....
Equipment, land and buildings, .

Salem Street Railway Co. loan, .

Cash and cash assets, .

Bills receivable, .

Supplies and material on hand.

Sundry accounts, .

Sinking fund,

Cash, . . •

1668 26

9,346 50

6,078 11

1,200 00

2,539 38

Cr.

Capital stock.

Funded debt,

Unfunded debt.

Surplus,

Description of Debt.

Bonds due 1885, rate interest 6 per c, . . $35,900 00

Bonds due 1895, rate interest 6 per c, gold, . 50,000 00

Total funded debt,

Unpaid coupons, <|234 00

Notes payable, $14,952 65

Sundry accounts, 27,344 23

Total unfunded debt, .....
Total gross debt.

By total income.

Copy of Profit and Loss Account.

Cr. .

Dr.

To balance Sept. 30, 1876,

Total expenses,

Interest, .

Balance Sept. 30, 1877,

Proper Address of Company.

Naumkeag Street Railway Company,

$4,696 57

40,926 79

138,983 38

19,832 25

$204,438 99

$70,000 00

85,900 00

42,530 88

6,008 11

$204,438 99

55,900 00

42,530 88

$128,430 88

$50,968 44

$3,828 93

35,025 39

0,106 01

6,008 11

$50,968 44

Salem, Mass.

Henry Wheatland, Treasurer.
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NEW BEDFOED & EAIEHAVEN STEEET EAILWAY COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dk.
Construction, $55,921 94

Equipment, land and buildings, 28,450 79

Keal estate, cash and cash assets, 2,408 17

Debit balances, |719 12

Supplies and material on hand, . . 447 49

Cash, 1,241 56

$86,780 90

Ck.

Capital stock, '
. . . $34,000 00

Outstanding accounts, . . ' 220 80

Unpaid interest, 250 00

Notes payable, '

24,480 53

Sm-plus, 7,829 57

$86,780 90

Copy of Profit and Loss Account.

Cr.

By balance, Sept. 30, 1876, $6,670 70

Total income, 28,009 89

$29,680 59

Dr.
To total expenses, $20,824 13

Interest, 1,026 89

Balance Sept. 30, 1877 . . . 7,829 57

$29,680 59

Proper Address of Company.

New Bedford & Fairhaven Street Railway,
New Bedford, Mass.

Andrew G. Pierce, Treasurer.

NEWBUEYPOET & AIESBUEY STEEET EAILWAY COMPANY.
[This road is leased to and operated by E. T. Northend.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.
Construction, $60,258 84
Real estate, 1,100 00
Cash, 276 16
Profit and loss, 320 00

$61,950 00
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Cr.

Capital stock, . • S37,950 00

Notes due 1881, interest 7, 24,000 00

$61,950 00

Copy of Profit and Loss Account.

Ck.

By balance Sept. 30, 1876, . . . . . . . S180 52

Total income, 1,500 00

Balance Sept. 30, 1877, . . . ... . 320 00

12,000 52

Dr.

To total expenses, . • ^318 18

Interest, ' • 1,471 63

Error in cash account last year, . . . . . 210 71

$2,000 52

Proper Address of Company.

Newburyport & Amesbury Horse Railroad Co.,

Newburyport, Mass.

Wm. C. Binney, Treasurer.

NOETHAIPTON STEEET EAILWAY COIPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, $46,150 00

Equipment, 3,750 00

Cash, 217 83

Profit and loss, . 8,437 89

$58,555 72

Cr.

Capital stock, $50,000 00

Bills payable, 8,555 72

158,555 72

Copy of Profit and Loss Account.

Cr.

By total income, $4,146 79

Balance Sept. 30, 1877, 8,437 89

$12,584 68
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Dr.

To balance Sept. 30, 1876, |7,946 30

Total expenses, 4,638 38

$12,584 68

Proper Address of Company

"NOETHAMPTON STREET RAILWAY Co.,

Xorthampton , Mass.

E. B. Wells, Treasurer.

NOETH WOBUEN STEEET EAILWAY COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, , , ^26,310 00

Equipment, land and buildings,, 6,407 37

Supplies and material on hand, 100 00

Cash, 29 86

132,847 23

Cr.

Capital stock, f21 ,000 00

Bills payable, 8,900 00

Surplus, 2,947 23

$32,847 23

Copy of Profit and Loss Account.

Cr.

By balance Sept. 30, 1876, $2,94149
Total income, 4,180 63

Increase in pigs, ........ 50 00

$7,172 12

Dk.

To total expenses, $3,690 67

Interest, 534 22

Balance Sept. 30, 1877, . 2,947 23

$7,172 12

Proper Address of the Company.

North Woburn Street Railway Co.,

North Woburn, Mass.

Dexter Carter, Treasurer.

45
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SALEM STEEET EAILWAY COIPANY.
[This road is leased to and operated by the Naumkeag Street Railway Company.]

General Balance Sheet at the closing of Accounts^ Sept. 30, 1877.

De.
Construction, $203,.569 52

Real estate, 3,628 00

Sundry accounts, . . . ... . . . 1,328 24

Cash, 47 19

1208,572 95

Cr.
Capital stock, $150,000' 00

Bond due in 1885, rate interest 6 i^er c, .... 35,90000
Unfunded debt, notes payable, 1,800 00

Surplus,
I

. 20,872 95

$208,572 95

Copy of Profit and Loss Account.

Ck.
By balance Sept. 30, 1876, . . . . ... $21,197 98

Total income, . 100 00

$21,297 98

Cr.

To total expenses, . . $425 03

Balance Sept. 30, 1877, • • • . . . " . 20,872 95

$21,297 98

Proper Address of the Company.

Salem Street Railway,
Salem, Mass.

William Mack, Treasurer.

SOMEEVILLE STREET RAILWAY COMPANY.
[This road is leased to and operated by the Union Street Railway Company.]

Genercd Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.
Construction, $113,000 00

Cr.

Capital stock, $113,000 00

Copy of Profit and Loss Account.

By rent, ......'.... $6,780 00

Dr.
To dividends, . . .• $G,780 00

Proper A ddress of the Company.

SOMERVILLE IIORSE RAILROAD COMPANY,
Boston, Mass.

Geo. W. Palmer, Treasurer.
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.SOUTH BOSTON STREET EAILWAY COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, -. . . . $224,922 61

Equipment, land and buildings, . . . . . . 357,013 33

Eeal estate not used in operating road, . . . . 10,000 00

Casli and cash assets, . . . . . . . . 6,528 73

Sundry balances, $2,493 71

Cash, 3,035 02

5,404 67

Ck.

Capital stock, $460,000 00

Debt, . . . . . . . . . . . 126,308 51

Surplus, . .
•

. 12,156 16

$598,464 67

Description ofDebt.

Mortgage notes, $83,500 00

litotes payable, . 28,500 00

Sundry accounts, . . 14,308 51

Total gross debt,
_

. . $126,308 51

Copy of Profit and Loss Account.

. Ck.

By balance Sept. 30, 1876, . . . . . ; . $6,574 76

Total income, . . . . , •*. 284,892 44

$291,467 20

Dr.

To total expenses, $243,215 34

Interest, ^ 8,495 70

Dividends, . . . 27,600 00

Balance, Sept. 30, 1877,........ 12,156 16

$291,467 20

Projjer Address of Company.

South Boston Railroad Co.,

South Boston, Mass. '

Wm. Reed, Treasurer.
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SPEINGFIELD STEEET EAILWAY COMPANY.

General Balance Sheet at closing of Accounts Sept. 30, 1877.

Dk.

Contractions, ....
Equipment, land and buildings, .

Cash and cash assets, .

Bills receivable,

Supplies and material on hand.

Sundry accounts, .

Cash,

162,155 71

28,689 26

2,220 50

$80 25

561 97

1,013 05

565 23

Cr.
Capital stock.

Bills payable,

Unfunded debt, guarantee fund,^

Unredeemed tickets,

Surplus, ....
Copy of Profit and Loss Account.

Ck.

By balance Sept. 30, 1876, .....
Total income,

193,065 47
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Cr.

Capital stock, $33,000 00

Bills payable, 3,100 00

Credit balances, 389 08

Surplus, 6,139 80

$42,628 88

Copy of Profit and Loss Account,

Cr.
By balance Sept. 30, 1876, f10,707 27

Total income, 4,650 06

$15,357 33

Dr.
To total expenses, . . . . . . . . ^2,672 56

Interest,
' 94 73

Dividends, 495 00

Reduction in value of equipment account, . . . 5,955 24

Balance Sept. 30, 1877, 6,139 80

$15,357 33
Proper Address of Company,

Stoneham Street Eailroad Co.,

Stoneham, Mass.
Lyman Dike, Treasurer.

TAUNTON STREET RAILWAY COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, . . . ... . . . |24,000 00

Equipment, land and buildings, • . - . . . 22,000 00

Cash, . - . . 4,051 09

|?60,051 09

Cr.

Capital stock, $40,00000

Funded debt, bills payable, 9,000 00

Surplus, .......... 1,051 09

. -150,0.51 09

Copy of Profit and Loss Account.

Cr.

By balance Sept. 30, 1876, $12,672 35

Total income, 15,210 60

$27,882 95
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Dk.

To total expenses, . . ... ... $13,594 27

Interest, . 499 12

Eeduction in value of eqtxipment and construction, . . 12,738' 47

Balance Sept. 30, 1877, . ..... . . 1,05109

52 95

Proper Address of Company.

Taunton Street Eailwat Co.,

Tamiton, Mass.

Heney M. Lovebing, Treasurer.

UNION STEEET EAILWAY COMPANY.

General Balance Sheet at the closing of Accounts, Sept. 30, 1877

Dr.

Eqiiix^ment, land and buildings, .

Real estate, cash and cash assets, .

Siipplies and material on hand,

Debit balances,

Cash,

,112 79

133,546 15

$1,885 28

72,311 98

59,348 89

,658 94

Ce.

Capital stock, |374,300 00

Mortgage debt, 46,000 00

Floating debt, ......... 217,092 16

Sui'plus, 32,266 78

,658 94

Copy of Profit and Loss Account,

Ce.

By balance Sept. 30, 1876, $27,918 47

Total income, 504,895 27

1532,813 74

Dr.

To total expenses, $451,33176

Interest, 11,785 20

Dividends, 37,430 00

Balance Sept. 30, 1877, . .* 32,266 78

Proper Address of Company.

Union Railway Co.,

F. T. Stevens, Treasurer.

$532,813 74

Cambridge, Mass.
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UNION FEEIGHT EAILWAY GOIPANY.

[This road is operated by the Old Colony Baih'oad Company.]

General Balance Sheet at the closing of Accounts ^ Sept. 30, 1877.

Dr.

Construction, $262,358 52

Union Freight Co. stock, 13,000 00

BiUs receivable, . . 3,097 98

Cash, 11,160 36

Profit andloss, . 10,383 U
1300,000 00

Cr.

Capital stock, f300,000 00

Copy of Profit and Loss Account.

Cr.

By total income (freight carried), $16,560 22

Balance Sept. 30, 1877, ....... 10,383 14

126,943 36

Dr.

To balance Sept. 30, 1876, $23,556 72 .

Total expenses, 3,386 64

$26,943 36

Proper Address of Company.

TJhioh Freight Eailroad Co.,

Boston, Mass.

Jno. M. WASHBURiS", Treasurer.

WALTHAI & NEWTON STEEET EAILWAY COMPANY.

General Balance Sheet at the closing of Accounts Sept. 30, 1877.

Dr.

Construction, $37,493 41

Equipment, land and buildings, ...... 9,153 41

Cash, 349 04

Profit and loss, . . . . . , . . . 2,636 63

149,631 49

Or.

Capital stock, $30,000 00

Bills payable, . ' 18,800 00

Sundry accomits, 831 49

^49,631 49
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Copy of Profit and Loss Account.

Ce.

By total income, . $7,530 64

By balance Sept. 30, 1877, . . . . . . • 2,635 63

$10,166 27

Dr.

To balance, Sept. 30, 1876, |3,028 74

Total expenses, . . . . . . . • 7,098 68

Error in previous year's account, ..... 38 85

$10,166 27

Proper Address of Company.

Waltham & Newton Street Eailway Co.,

Waltham, Mass.

Thos. a. Lovell, Treasurer.

WINNISIIMET STEEET EAILWAY COMPANY.

[This road is leased to and operated by the Lynn & Boston Street Railway Co.]

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dr.

Construction, . $52,500 00

Cash, 3,551 05

$56,051 05

Cr.

Capital stock, $50,000 00

Dividends and taxes unpaid, 881 00

Surplus, 5^170 05

$56,051 05

Copy of Profit and Loss Account.

Cr.

By balance Sept. 30, 1876, $3,471 50

Total income, 4,149 15

$7,620 65

Dr.

To total expenses, $450 60

Dividends, . . . . . . . • . 2,000 00

Balance Sept. 30, 1877, 5,170 05

$7,620 65

Proper Address of Company.

WiNNisiMMET Street Railroad Co.,

Chelsea, Mass.

Erastus Rugg, Treasurer.
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WOECESTEE STEEET EAILWAY COMPANY.

561

General Balance Sheet at the closing of Accounts, Sept. 30, 1877.

Dk
Construction,

Equipment, land and buildings,

Supplies and material on hand,

Sundry accounts, .

Cash,

Profit and loss, . . . .

Cr.

Capital stock,

Funded debt, mortgnge bonds due, interest 7,

Unfunded debt, bonds due, interest 7, .

Surplus, notes and accounts,

Copy of Profit and Loss Account.

Ce.

By total income, .

Balance Sept. 30, 1877,

To balance Sept. 30, 1876,

Total expenses,

Interest, .

Interest prior to 1876,

Dk.

$61,283 61
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INDEX.

Accidents, statistics of, in Massachusetts, during year, 24-30, 142, 150.

in United States, 30-33, 150-154.

in Great Britain, 28.

comparative immunity from, in Massachusetts and Great Britain, 27.

annual average of, in Massachusetts, 27.

effect of contributory negligence in case of, 136-138.

in England, 27.

fatal, to passengers during year, 28, 29.

to employes, 30.

tabular statement of, for year, 142-154.

train, classification of, 31, 32, 146, 150-152.

on street railways, 272.

Accounts, railroad, now kept according to prescribed system, 16, 17.

more uniform and reliable than heretofore, 16.

system of, not adopted without objection, 16, 17.

corporations which have complied fully with rules, 18.

principal points of difference in, 18-20.

custom of certain roads with regard to, 19, 20.

small cori3orations have no competent person to keep, 20.

Additions and reductions to property account of railroads during year, 209-214.

of street railways, 258-260.

Albany Street Freight Railway, balance sheet, &c., of, 339.

Annual returns of railroads, in tabular form, 186-279.

Arlington Railroad, balance sheet, &c., of, 339.

Ashburnham Railroad, no books kept by, 20.

Attleborough Branch Railroad, balance sheet, &c., of, 284.

Baggage cars, statistics of, 238.

cost of repairs of, per train mile, 249.

Balance sheets, &c., of railroad companies, 283-336.

of street railway companies, 339-361.

Baltimore & Ohio Railroad, strike on, 46.

Berkshire Railroad, balance sheet, &c., of, 284.

Billerica & Bedford Railroad, built, 1.

description of, 159.

balance sheet, &c., of, 285.

Book-keeping of railroads, more uniform than heretofore, 16.

smaller corporations do not employ competent persons for, 20.

Boston, receipts of grain in, for eight years, 171-174.

position of, in the arrangement of railroad rates, 93.

Boston & Albany Railroad, low rate of freight on, 6.

cost of trains per mile run, on, 8.

average rates of fare and freight on, 10, 11.

reduction of freights on, in thirteen years, 11.

system of accounts of, defective, 19.

permanent improvements on, 161.

balance sheet, &c., of, 286.
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Boston, Barre & Gardner Railroad, increase of debt of, 2.

cost of trains on, per mile run, 8.

permanent improvements on, 166.

balance-sheet, &c., of, 287.

Boston & Chelsea Railroad, balance sheet, &c., of, 340.

Boston, Clinton, Fitchburg & New Bedford Railroad, increase of debt of, 2.

cost of trains on, per mile

run, 8.

balance-sheet, &c., of, 288.

Boston & Lowell Railroad, reduction in cost of operating, 5.

cost of trains on, per mile run, 8.

average fares and freight on, 10.

reduction of freights on, 11.

peculiarity in books of, 20.

permanent improvements on, 162.

balance sheet, &c., of, 290.

Boston & Maine Railroad, cost of trains on, per mile run, 8.

average rate of fares and freight on, 10.

reduction of freights on, 11.
i

workingmen's trains on, 35-40.

strike of engineers and firemen on, 40, 45, 46.

improvements on, 163.

balance sheet, &c., 291.

Boston & Providence Railroad, cost of trains on, per mile run, 8.

average fares and freight on, 10.

IDermanent improvements on, 163.

balance sheet, &c., of, 292.

Boston, Revere Beach & Lynn Railroad Company, certain features in return of,

20-24.

financial condition of, 21-24.

statements of directors of, rela-

tive to. its financial condi-

tion, note, 22-25.

competition of, with Eastern

R.R., 34.

improvements on, 168.

balance sheet, &e., of, 293.

Boston & West Roxbury Railroad, balance sheet, &c., of, 341.

Boston, "Winthrop & Point Shirley Railroad built, 1.

description of, 157.

balance sheet &c., of, 294.

Branches of railroads, 186-193.

Bridges, cost of repairs of, 222.

per train mile, 9.

Brotherhood (see Locomotive Engineers).

Buildings, cost of repairs of, 224.

per train mile, 9.

Business needs stability in rates of transportation, 88.

Cairo & St. Louis Railroad, strike on, 43.
"*

Cambridge Railroad, balance sheet, &c., of, 341.

Capital (see Stock).

Carelessness, accidents occasioned by, 31.

Cars, average miles run by, 252.

average passengers and freight carried by, 252.

owned by railroads, 12, 238.

owned by street railways, 13, 272.
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Casualties (see Accidents).

Cattle on track, accidents occasioned by, 31, 133.

Central Eailroad of New Jersey, strike on, 42.

Cheap early and late trains, 33-40.

on Old Colony Railroad, 33.

on Eastern Railroad, 34.

on Boston & Maine Railroad, 35-40.

statistics of, 33, 35.

Cheshire Railroad, cost of trains on, per mile run, 8.

reduction of freights on, 11.

system of accounts of, defective, 19.

permanent improvements on, 166.

balance sheet, &c., of, 294.

Chicago Cattle Pool, 73.

Collision, accidents by, 31, 32.

statistics of, 146, 150.

Colorado Pool, 74.

Combination of railroad lines, 65.

in 1877 based on effective principles, 66.

by pooling, 66, 67-79.

arguments in favor of, 81-86.

properly regiilated, a useful public agency, 87.

essentials of, 89.

Commissioners, Railroad, connection of, with workingmen's trains, 36, 37.

names and address of, 175.

Comparison of statistics of 1876 and 1877, 240, 241.

Competition between the Bast and West lines of railroads, 66.

a stimulus to railroad development, 78.

rapidly resulting in consolidation, 66, 67.

arguments in favor of, 80, 81.

leads to discrimination in favor of rival communities, 82, 92.

between lines to rival seaboard cities, 93.

Connecticut River Railroad, cost of trains on, per mile run, 8.

aA^erage fares and freights on, 10.

balance sheet, &c., of, 295.

Construction of railroads, average during forty years, 1.

cost of, 115.

cessation of, during year, 1.

Contents of Tables compiled from Railroad Returns, 179-185.

Cost of railroads, 2, 12.

per mile owned, 2, 12, 247.

of street railways, 13, 256.

per mile owned, 13, 274.

of running trains, 7-9.

statistics of, 220-233.

Crossings, highway, at grade, apparent decrease of, 12.

accidents at, 26.

signs at, 26.

Cypress-street station, in Brookline, special report on, 97.

order for' construction of, &c., 100.

Danvers Railroad, balance sheet, &c., 296.

Dead weight, proportion of paying weight to, 9, 251.

hauled one mile, statistics of, 251.

Debt of railroads in Massachusetts, 2, 200-205.

per mile owned, 247.

description of, 283-336.
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Debt of street railways, 13, 254.

per mile of track, 274.

description of, 339-361.

Defective rolling-stock, accidents by reason of, 31.

way, accidents by reason of, 31.

Deficit or sur]3lus of railroad companies, 198.

Derailment, accidents by, 31.

statistics of, 146, 150.

Discrimination a necessary result of local competition, 91.

liow effectually repressed, 92.

Discussion of general railroad questions, 40-94.

Dividends of railroads, 7.

statistics of, 7, 198.

decrease of, in Massachusetts, 54

Dividends of street railways, 13, 268.

Dorchester & Milton Railroad, balance sheet, &c., of, 297.

Double track, miles of, 1, 186-193.

Duxbury & Cohasset Railroad Co., special report on, 105-130.

transfer of stock of, to Old! Colony R. R. Co.,

130.

balance sheet, &c., of, 297.

Dynamite powders (see High Explosives).

Earnings of railroads, 2-5, 194r-199, 216, 244.

decrease of, since 1872-3, 3.

per mile of road, 5.

monthly reports of, how made up, 17.

per train mile, 244, 245.

of street railways (see Income).

East-bound freight compact, 76, 77.

Eastern Railroad, average rates of freight on, 10.

cost per train mile on, 8.

new system of accounts adopted by, 18.

cheap early and late trains on, 34.

competition of, with Boston, Revere Bea;!h & Lynn Railroad

Company, 34.

permanent improvements on, 163.

balance sheet, &c., of, 298. '

Electric signals. Hall's, use of, 162, 164, 166.

Employe's, number of, on railroads, 14, 238.

on street railways, 14, 272.

injuries to, statistics of, 29, 30, 144.

accidents caused by carelessness of, 31.

not especially underpaid, 53-55.

principles on which the service of, should be based, Sli, 57.

grading of, 58.

provision against death or disability of, 58-63,

arbitration between employers and, 63, 64.

Engineers (see Locomotive Engineers).

Equipment of railroads, 12, 238.

additions to, &c., 209-211.

cost of, 2.

per mile of road owned, 247.

of street railways, 13, 272.

cost of, 256.

per mile of track operated, 13, 274, 276.

Examination of railroads, 160-168.
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Expenses, statistics of railroad, 5-9, 194r-199, 244-245.

per train mile, 7-9, 248-250.

monthly reports of, how made up, 17.

per mile of road operated, 248.

percentage of, to income, 232.

of street railways, 13, 262-266.

per mile operated, &c., 278.

of office of Commission, 175.

Explosive compounds, rules regulating transportation of, 102.

Expresses, statistics of receipts from, 216.

Fall River Railroad, balance sheet, &c., of, 299.

Fall River, "Warren & Providence Railroad, balance sheet, &c., of, 300.

Fares, average, on railroads, 10, 250.

on street railways, 13.

Fences, road-crossings and signs, expenses for repairs of, 224.

Fencing of railroads, special report on, 133.

Fink, Albert, extracts from paper by, on commercial movement, competition

between transportation lines, &c., 81-86.

plan of, for confederation of railroads, the best solution of the rail-

road problem, 90.

represents the railroad side"of the question, 91.

Fitchburg Railroad, increase of debt of, 2.

cost of trains on, per mile run, 8.

average rates of fares and freight on, 10.

reduction of freights on, 11.-

system of accounts of, defective, 19.

permanent improvement on, 164.

balance sheet, &c., of, 301.

Framingham & Lowell Railroad, balance sheet, &c., 302.

Freight competition of 1877, 66-79.

Freight, tons of, carried on railroads, 6.

reduction of rates of, between East and West, 11.

western-bound, low rates of, 46.

cost of moving, 192.

amount of, moved during year, 237.

average rates of, 10, 251.

low rates of, for long distances, 11.

low rates of, on through lines, 10, 11.

reduction of, in three years, 11.

on certain roads outside of State, 11 (note).

average distance carried, 251.

carried one mile per car owned, 252.

dead weight hauled to each ton of, 9, 251.

tons of, carried, 236.

per train mile, 252.

Freight cars, number of, 12, 238.

cost of repairs of, per train mile, 9.

expenses for repairs of, 230.

for new, 230.

miles run by, 252.

Freight damages paid, 230.

Freight earnings, per train mile, 245, 246.

since 1872-3, 3, 4.

expenses, per train mile, 245, 246.

F];eight traffic expenses, 230, 232.

Freight mileage, statistics of, 236.

47
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Freight trains, cost of, per mile run, 8.

miles run by, 234.

Freights, average, on railroads, 10,

receipts from, decreased, 3.

statistics of, 218.

Fuel, cost of, per train mile, 9.

for engines and cars, expense for, 226.

for stations and shops, expense for, 226.

General railroad discussion, 65-94.

General traffic expenses, 220.

Georgia Railroad, strike on, 44.

Grade-crossings of railroads and highways, 12.

accidents at, 26.

signs at, 26.

Grafton Centre Railroad, balance sheet, &c., of, 303.

Grain, receipts of, in Boston, 171-174.

Grand Trunk Railroad, strike on, 44.

Granger movement, effects of, 66, 79.
i

Hall's electric signals, in use, 162, 164, 166.

Hanover Branch Railroad, balance sheet, &c., of, 304.

Haverhill & Groveland Street Railway, balance sheet, &c., of, 342.

High Explosives, rules regulating the transportation of, 102-104.

Highland Street Railway, balance sheet, &c., of, 342. >

Highway Crossings (see Crossings).

Holyoke & Westfield Railroad, balance sheet, &c., of, 305.

Hoosac Tunnel, opening of, not yet productive of perceptible results, 93.

Hopkinton Railroad, balance sheet, &c., of, 306.

Horn Pond Railroad, balance sheet of, 307.

Horses owned by street railroad companies, 13, 272.

keeping good the stock of, per mile operated, 276.

Housatonic Railroad, cost of trains on, per mile run, 8.

Ice and snow, expense of removing, 224.

Income of railroads, 5, 194-199, 216-219.

per mile of road operated, 248.

per train mile, 244-246, 248.

percentage of, to stock and debt, 196.

to total property and assets, 196.

of expense to, 232.

net, 194-199.

percentage of, to stock and debt, 194-199.

to total property and assets, 194-199.

of street railways, 13, 260-262.

percentage of, to stock and debt, 266.

per mile operated, 276.

Insurance, expenses of, 220.

of railroad employes discussed, 58-61.

Interest, accrued, 194-199, 268.

statistics of, 194-199, 268.

Internal Commerce of United States, extracts from report on, 80-86.

Investments, permanent, of railroads, statistics of, 203-208.

Iron rails, miles of, 214.

expenses for new, 222,

Iron bridges, statistics of, 178.
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Lancaster Railroad, balance sheet, &c., 307.

Land slides, accidents occasioned by, 32.

Lee & Hudson Railroad, balance sheet of, 308.

Lee & New Haven Railroad, balance sheet of, 308.

Locations of railroads, special report on, 131.

draught of bill in relation to, 132.

Locomotive Engineers, Brotherhood of, strikes organized by, 42-46.

Locomotives, cost of repairs of, per train mile, 9.

statistics of, 12. . '

new, expense for, 224.

number of, 238.

miles run by, 252.

Lowell & Andover Railroad, balance sheet, &c., 309.

Lowell & Lawrence Railroad, balance sheet, &c., of, 309.

Lowell Horse Railroad, balance sheet, &c., of, 343.

Lynn & Boston Railroad, balance sheet, &c., of, 344.

Lynn City Street Railway, balance sheet, &c., of, 345.

Machine-shops and machinery, expense for repairs of, 224.

Mail and baggage cars, number of, 238.

Mails, receipts from, 216.

Maintenance and movement, total expenses of, 228.

Maintenance of way, &c., statistics of cost of, 222.

cost of, per train mile, 9, 248.

Maiden & Melrose Railroad, balance sheet, &c. , of, 346.

Malicious obstruction, accidents occasioned by, 32.

Martha's Vineyard Railroad, balance sheet of, 310.

Massachusetts, average miles of i-ailroad opened annually in, 1.

how affected by new combinations, 93.

Massachusetts Central Railroad, balance sheet, &c., of, 311.

Medford & Charlestown Railroad, balance sheet, &c., of, 346.

Merrimack Valley Horse Railroad, balance sheet, »&c., of, 347.

Metropolitan Railroad, balance sheet, &c., of, 348.

Middlesex Central Railroad, balance sheet of, 312.

Middlesex Railroad, balance sheet, &c., of, 349.

Mileage, freight and passenger, 234, 236.

of railroads, 1, 186-193.

Mileage, train, expenses, 248.

earnings, 248.

Miles run on railroads, statistics of, 10, 234, 236.

average, travelled by passengers, 251.

average, freight carried, 251.

run on street railways, 13.

Milford & Woonsocket Railroad, balance sheet, &c., of, 313.

Miscellaneous receipts of railroads, 216, 218.

Monadnock Railroad, balance sheet, &c., of, 313.

Movement, expenses of, 220-233.

per train mile, 248.

Narrow-gauge railroads, 1.

Nashua, Acton & Boston Railroad, balance sheet, &c., of, 314.

Nashua & Lowell Railroad, cost of trains on, per mile run, 8.

balance sheet, &c., of, 315.

Naumkeag Street Railway, balance sheet, &c., of, 350.

Negligence, rule of contributory, 138.

Net earnings of railroads, 5, 196.

per train mile, 245, 246, 248.



372 INDEX.

Net earnings of railroads, per mile operated, 248.

of street railways, 266.

New Bedford & Fairhaven Street Railway, balance sheet, &c., of, 351.

Newburyport Railroad, balance sheet of, 316.

Newburyport City Railroad, balance sheet, &c., of, 317.

Newburyport & Amesbury Horse Railroad, balance sheet, &c., of, 351.

New Haven & Northampton Railroad, cost of trains on, pev mile run, 8.

average rates of fare and freight on, 10.

system of accounts of, defective, 19.

balance sheet, &c., of, 317.

New London Northern Railroad, cost of trains on, per mile run, 8.

reduction of freights on, 11.

permanent improvements on, 167.

balance sheet, &c., of, 318.

New York & New England Railroad, cost of trains on, per mile run, 8.

special report on Cypress-street station of, in

Brookline, 97-103.

permanent improvements on, 165.

balance sheet, &c., of, 320.

New York, New Haven & Hartford Railroad, cost of trains on, per mile run, 8.

average fare and freight on, 10.

system of accounts of, defective, 19.

improvements on, 167.

balance sheet, &c., of, 321.

New York West-bound Pool, 75, 76.

Nimmo, Joseph, Jr., extract horn Report of, on the Internal Commerce of the

United States, 80, 81.

Nitro-glycerine (See High Explosives).

N(irth Brookfield Railroad, balance sheet, &c., of, 323.

Northampton Street Railway, balance sheet, &c., of, 352.

Norwich & Worcester Railroad, cost of trains on, per mile run, 8.

improvements on, 168.

balance sheet, &c., of, 322.

North Woburn Street Railway, balance sheet, &c., of, 358.

Obstruction of business of certain corporations, Bill to prevent, 155.

Oil and waste, cost of, per train mile, 9, 226.

expense for, 226.

Oil Pool, 74.

Ohio & Mississippi Railroad, strike on, 41.

Old Colony Railroad, increase of debt of, 2.

cost of trains on, per mile run, 8.

average fares and freights on, 10.

workingmen's trains on, discontinued, 33.

relations of, with Duxbury & Cohasset I.ailroad, 105-120.

permanent improvements on, 166.

balance sheet, &c, , of, 323.

Omaha Pool, 67, 68.

Operating expenses, what is included in, 9.

Operation of railroads, cost of, per mile, 5-9.

per train mile, 244, 246, 248, 249.

items composing, 9.

comi^arative average cost of, for five years, 9.

Pa-ssenger cars, cost of repairs of, per train mile, 9.

number of, 238.

expense of repairs of, 228.
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Passenger cars, esxiense of new, 228.

average jniles run by, 252.

Passenger earnings, 244, 245.

decrease of, since 1872-3, 3.

per train mile, 245.

expenses, 228, 230, 244, 245.

per train mile, 245.

fares, statistics of, 10, 250,

mileage, statistics of, 234.

trains, cost of, per mile run, 8.

miles rnn by, 234.

tons of dead weight hauled to each, 9.

Passengers, number carried on railroad, 6, 236.

on cheap trains on Eastern Railroad, 34,

'
• Old Colony Railroad, 33.

Boston & Maine Railroad, 35.

one mile to each car owned, 252,

per train mile, 252.

per car owned, 252.

on street railways, 13, 270.

per round trip, 272.

injuries to, by accidents during the past year, 37, 28.

damages paid on account of, 228.

average distance travelled by, 251.

receipts from, 216, 260.

per train mile, 244, 245.

dead weight hauled for each one of, 9, 251.

Per cent of income to stock and debt, 196.

of expense to earnings, 232.

of net income to stock and debt, 194-199.

to total property and assets, 194^199.

Permanent investments of railroads, 204-209.

per mile of road owned, 247.

way (see Way).

Pittsfield & North Adams Railroad, balance sheet of, 325.

Pooling combinations, 66-79.

rapid development of, 87.

Profit and loss accounts of railroad companies, 283-336.

of street railway companies, 339-361.

Providence & Worcester Railroad, cost of trains on, per miles run, 8.

average rate of fare and freight on, 10.

injprovements on, 168.

balance sheet, &c., of, 325.

Railroad construction, 1, 157.

average cost of, in Massachusetts, 115.

Railroad corporations, obligations of, to keep trains moving, 50-52.

to furnish reasonable facilities to the public,

98.

agreements of, to locate stations, 97, 99.

relations of, with employes, 55-59.

insurance of employes by, 59-63.

Railroad locations, 131-132.

Railroad returns (see Returns),

Railroad strikes, 40-65.

proposed legislation concerning, 41, 48, 49, 155.

accounts of several, 41-46.
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Railroad strikes, causes of, 49.

eonflictirig views of, 53.

bill to prevent obstruction of business by, 155.

Eailroad system entire should be subject to some healthy control, 88.

Eailroads, volume of business on, 6.

general condition of, 160.

reduced rates on, 10, 11.

Railroads of Massachusetts, a^-erage annual construction of, 1.

new, 1, 157.

statistics of, 1-4, 186-279.

number of, 2.

length of, 1, 2, 186-193.

miles operated, 238.

capital stock of, 200-202.

debt of, 2, 200-205, 283-336.

cost of, 2, 203-208.

permanent investments of, 203-208.

additions, &c., to, 209-214.

dividends of, 6, 198.

return of, on investments, 5, 6.

cost of oj)erating, 5, 7-9.

per train mile, 8.

earnings of, 2-5.

net income of, 5, 6, 194-199,

equipment of, 12, 203.

other property of, 203-208.

telegraph stations on, 12.

examination of, 160.

double track, &c., on, 186-193.

locations of, special report on, 131.

bill relating to, 132.

fencing of, special report on, 133.

Kails, cost of renewal of, per train mile, 9.

steel, new, expense of, 222.

miles of, 12, 214.

iron, new, expense of, 222.

miles of, 214.

broken, accidents occasioned by, 31.

Railways (see Street Railways).

Rates (see Fares and Freights). '

Receipts of railroads, 2-5, 216.

average per mile of single track, 5.

per train mile, 244.

street railways, 13, 260, 262.

Rents, statistics of, 232.

Repairs of railroads, cost of, 222.

per train mile, 9, 248.

, of cars, average cost of, per car, 252.

on street railways, per mile operated, 13, 274, 276.

Reports on matters specially refen-ed to the Board, 95-140.

Returns, railroad, excessive bulk of volume containing, 14.

proposed change in form of publishing, 14, 15.

in tabular form, 186-239.

comparative tables compiled from, 244-252.

Returns, street railway, tabular abstract of, 254-279.

comparative tables of, 274-279.

Revenue exhibit of railroads for the year, 194-199.
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Ehode Island & Massachusetts E. K. constructed, 1.

description of, 158.

Koad (see Way).

Road-bed, cost of repairs of, per train mile, 9, 248.

Eolling stock, increase of, during year, 12.

statistics relating to, 238, 239.

Round trips on street railways, number of, 13, 270.

Salaries and general office expenses, statistics of, 220.

Salaries, wages, &c., of passenger department, 228.

of freight department, 230, 232.

per tra'in mile, 9, 249, 250.

Salem & Lowell Railroad, balance sheet of, 327.

Salem Street Railway, balance sheet, &c., of, 354.

Saugus Branch of Eastern Railroad, cheap trains on, 34.

Season-ticket passengers, number of, 236.

decrease of, since 1872-3, 6.
^

Ser^dce, train, cost of, 5, 7.

Sidings, statistics of, 186-193.

Signals, Hall's electric, in iise, 162, 164, 166.

Signs at highway crossings, warning-boards proposed for, 26.

expense for repairs of, 224.

Snow-plows, expense for repairs of, 226.

Somerville Horse Railroad, balance sheet, &c., of, 354.

South Boston Railroad, balance sheet, &c., of, 355.

South Shore Railroad consolidated with the Old Colony, 2.

Southern Railway and Steamship Association, 68-70.

South-western Rate Association, 70-73.

Springfield, Athol & North-Eastern Railroad, cost of trains on, per mile run, 8.

balance sheet, &c., of, 328.

Springfield & New London Railroad, balance sheet, &c., of, 329,

Springfield Street Railway, balance sheet, &c., of, 356.

Stability in rates of transportation needed, 88.

Stations, agreements to establish, when binding on corporation, 99.

number of, 12.

proximity to each other in neighborhood of Boston. 98.

Statistical tables, 186-279.

Steel rails, miles of, 12.

expenses for new, 222.

Stock of railroads, amount of, 2, 200-202.

per mile of road owned, 247.

how owned, 200-202.

dividends on, 6, 198.

of street railways, amount of, 13, 254.

per mile owned, 274.

dividends on, 13, 268.

Stockbridge & Pittsfield Railroad, balance sheet of, 330,

Stockholders, statistics of, 200-202.

Stoneham Street Railroad, balance sheet, &c., of, 356.

Stony Brook Railroad, balance sheet, &c., 330.

Street railway returns (see Returns).

Street railways, statistics of, 13, 254^273.

number of, 13.

capital stock of, 13, 254.

per mile of road owned, 274.

debt of, 13, 254, 339-361.

debt per mile of road owned, 274.
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Street railways, cash assets, 254.

length of, 13, 270.

number of stockholders, 256.

cost of, 13, 256.

per mile built, 13, 274.

total property assets, 258,

additions to, and reductions of property, 258, 260.

income of, 260, 262.

per mile operated, 276.

' per mile run, 276.

per passenger, 276.

cost of, per round trip, 278.

expense of operating, 13, 262-266.

per mile oi3erated, &c., 278.

cost of round trip on, 13, 278.

dividends of, 13, 268.

equipment of, 13, 272.

car mileage on, 13, 270.

number of passengers on, 13, 270.

per round trip, 272,

of trips on, 13, 270.

passenger mileage on, 13.

Strikes on railroads, 40-65.

proposed legislation concerning, 41, 48, 49, 155.

Suicides on railroads, 26.

Summary of returns of 1876 and 1877, 240.

Surplus or deficit of railroad companies, statistics of, 198.

of street railway companies, statistics of, 268.

Switchmen and trackmen, exxaense for, 226.

Tables, statistical, from Railroad Returns, 186-279.

contents of, 180-185.

Tabulated comparative results, compiled from Railroad Returns, 244-252.

Taunton Street Railway, balance sheet, &c., of, 357.

Taxes, statistics of, 220.

Telegraph, statistics of, 12.

stations on railroads, increase of, 12.

expenses, 220.

Track of street railways, average cost of, per mile, 13.

Traffic expenses, statistics of, 220-233.

per train mile, 7-9.

Train accidents, classification of, 31, 32.

Train mile, expenses per, 7-9.

earnings and expenses per, statistics of, 244-246.

standard average cost of, 9.

Train mileage, 10.

statistics of, 234, 236.

Train-7novement, cost of, 7-9.

Trains, cheap early and late, in and out of Boston (see Cheap Trains).

Transportation of high explosjves. Rules regulating, 102-104.

earnings, statistics of, 216-219.

expenses, statistics of, 220-233.

percentage of, to earnings, 232.

Travel (see Passenrjer).

Unexplained causes, accidents occasioned by, 32,

Union Railway, balance sheet, &c., of, 358.



INDEX. 377

Union Freight Railroad, balance sheet, &c., of, 359.

United States, statistics of railroad accidents in, 150-154.

Vernaont & Massachusetts Railroad, balance sheet, &c., of, 331.

Wabash Railroad, not a member of South-Western Rate Association, 72.

Wages of railroad employes, 54.

Waltham & N"e\Ai;on Street Railway, balance sheet, &c., of, SSQ."^

War of rates on competing roads, followed by combinations, 67.

Ware River Railroad, balance sheet, &c., of, 332.

Warning-boards at highway crossings recommended in place of overhead signs,

26, 27.

Waste, cost of, per train mile, 9, 226.

Water and water-stations, expense for, 226.

Way, permanent, cost of, 2, 204.

per mile of road, 2, 247.

statistics of, 204.

length of, 1, J88-193.

cost of maintaining, per train mile, 9, 248.

of street railways, cost of, 13 256.

repairs on, cost per mile operated, 13, 274.

Weight, proportion of paying, to dead, 9.

dead, statistics of, 251. ^

Wendell, accident at, 26.

West Amesbury Railroad, balance sheet, &c., of, 333.

Western States, gradual reduction of freight, charges on lines from, to seaboard, 11.

West Stockbridge Railroad, balance sheet of, 334.

Wind, derailment of trains by, 32.

Winnisimmet Street Railroad, balance sheet, &c., of, 360,

Worcester & Nashua Raih'oad, cost of trains on, per mile run, 8.

average rates of fare and freight on, 10.

improA'ements on, 168.

balance sheet, &c., of, 335.

Worcester & Shrewsbury Railroad, balance sheet, &c., of, 336.

Worcester Street Railway, balance sheet, &c., of, 361.

Workingmen's trains, 33-40.


