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Wednesday, February 7, 1877.
The Committee met at 10£ o’clock, a. m., Senator Bowman in the

chair. The Chairman said the Committee have before them the
following petition, viz.:—
“ To the Honorable the Senate and House of Representatives in General

Court assembled:
“The Bay State Transportation League respectfully petition your hon-

orable body that an Act be passed incorporating William Claflin and
twenty-nine others under the name of the Boston & Chicago Railway
Trust Company, with a capital of thirty-five millions of dollars.

“Henry L. Jones, Secretary.
“Boston, January 23, 1877.”

And desire to know what parties are represented, as we are ready to
proceed.

Hon. Henry W. Paine of Boston. I appear in behalf of the
petitioners to say that some exposition of the plan of the petition-
ers would be made, and evidence introduced to sustain their plan.
Within a year a bill framed by the petitioners had been submitted
to me for examination ; and I have examined the bill with due care,
and think it well guarded. I know of no man so well able or com-
petent to present the claims of the bill as Mr. Edward Crane. I
have not the time to-day to go into an extended discussion, nor am
I familiar with the subject. I came simply to introduce Mr. Crane
to the Committee. There seemed to be a strong impression among
the people that the time had now come to discuss the question
whether the State should own the railroads, or the railroads own the
State.

The Chairman. We would like to know if any parties appear as
remonstrants. [No one responded.]

Mr. Paine. There are other petitions in circulation, but I do
not know as they have reached the Committee.

The Chairman. The Committee have not received any as yet,
but understand that a number have been acted upon by one branch
of the Legislature, and will soon reach us.

Mr. Samuel W. Bates. I have been asked to appear in aid of
the petition. The Committee are aware that there is a great deal

FIRST HEARING.



Mar.4 HOOSAC TUNNEL—HEARINGS.

of competition between the eastern cities and the West, and that
trade is looked after better at other seaport cities than at Boston,
and we have got to consider carefully, or else we shall have several
obstacles to overcome to prevent us from becoming what Salem is.
It demands the attention of the Committee, as it has already
received the attention of the business men of the State. Petitions
representing millions of dollars, and nearly all the business firms in
the State, have been signed and presented in behalf of the bill. Mas-
sachusetts has no through line to the West, and we ought to have.
We have expended large sums of money on the Tunnel, and it should
be utilized. In my opinion, this is now the most important matter
before the Legislature, and should receive the careful attention of
the Committee.

Hon. D. W. Gooch. I appear for the Troy & Greenfield Rail-
road. I shall probably desire to be heard at some stage of the
hearing, and shall possibly ask for some modification of the bill
asked for by the petitioners.

Mr. Edward Crane. I desire to know how long the Committee
propose to be in session to-day, and when they propose to have
the next hearing. I would like another hearing this week, and
commence again next Tuesday. I desire to have Mr. Paine present
at one hearing; and as it was a labor of love on his part, I would
like to accommodate him. Also some twenty or more manufact-
urers desire to appear, and it would take considerable time to notify
them in order to have them present; therefore, I would like to have
the next hearing on Friday.

The Chairman. The Committee will sit until one o’clock to-day,
and desire to meet to-morrow and Friday, and we will meet to-
morrow at 11 o’clock.

Mr. Crane. This Act is one of a public character entirely. It
is based on public grounds, and that alone. Ordinarily, men come
to the Legislature for bills and charters, because they have a sec-
tional and personal interest. This is asked for the whole people.
It affects alike all the people ; it is direct for the people, direct in
its expenditures, and direct in its benefits, and is disconnected from

all private considerations. We propose to introduce evidence to
show that this State, above all others, is a manufacturing State, and
to show that the value of the manufactures of the State exceed the

exports of the country every year. It has been the policy ol the
State to foster the manufacturing interests, and those interests

deserve that care in the future as it has received in the past; and it
will be shown to the Committee that they are dealing with an interest

upon which the entire success of the State depends. We are seek-
ing the greatest good to the greatest number, without favoritism.
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The great need is fixed, reliable, and uniform rates from all the inte-
rior towns to the West, and the State alone can supply this need.
We can show the need exists, and if you temporize with itby private
capital, you will create great money powers that can only trifle with
it and put it in jeopardy. We propose to furnish evidence contrast-
ing the geographical position of Boston with the seaports of other
States, to show that we are equal to other cities in geographical
position. We propose to put in evidence, showing the cost of trans-
portation of freight to Boston as compared with other places, on which
too much stress cannot be laid. Evidence will be introduced to
show that the railroads can compete with canals. Nine years ago,
the statement was made in this room that the Boston & Albany
Railroad could transport freight over the Green Mountains as
cheaply as the Erie Canal could transport freight, and it was denied
by the president of that road. On the truthfulness of that state-
ment, all our discussions depend, and we propose to show that the
statement was true, and that railroads can transport freight, and do,
so much cheaper than canals, that the canals cannot live beside
them.

In order to protect the interests of the manufacturers, it becomes
the dut}’ of the State to place under one management the line of
railroads from Boston to all competing points. No divided lines
can do all that is required ; but under one line, transportation can
be made much cheaper. We propose to show the-connection of the
transportation of lumber from the West and the use of the cars on
their return in the transportation of coal. Every ton of coal trans-
ported becomes a direct tax upon the manufacturer and the people,
and we hope to see the time when coal can be transported from the
Delaware to Boston by water, and thence by rail to North Adams,
for Si.6o per ton. When we can control th« line by the great will
of Massachusetts, the empty vessels from the east end of Lake
Ontario will take coal to Duluth, and our manufacturers will utilize
those empty vessels at low rates of freight. We propose to show
the advantage to the manufacturers of transporting cotton from the
South-west by rail, rather than by water, the return cars carrying
back our products. We propose to show that the real estate inter-
est of the State will be enhanced, within a year, more than the
entire cost of the line, and Boston will be placed among the foremost
cities on this continent; all its empty houses will be tilled, and large
numbers will have to be constructed. It would improve the South
Boston flats, so that their value placed at compound interest would
redeem the cost of this road in ten years. We do not expect to
attain all these great ends without great antagonisms. The Com-
mittee should carefully investigate the nature of these. We pro-
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pose to' meet ail this antagonism ; and the first will be found in the
Delaware & Hudson Canal Company, and yet you will find that
they are represented as one of the warmest friends to our bill.
Another will be found in the New York Central Railroad, seconded
by their watch-dog, the president of the Boston & Albany Railroad.
They do not appear here openly ; yet their power is so subtle, that
nothing can be compared with it, and it is backed by the power-
ful interests of New York City. Another antagonist is Philadel-
phia, which will not allow this matter to be consummated without a
struggle. Garrett, of the Baltimore & Ohio Railroad, is also watch-
ing, and will make himself felt every day. We will show that the
bill will add value to all the railroads in the State. There are mill-
ions of stock of railroads held in this State made valueless by the
arbitrary conduct of the trunk lines east of Chicago, and these
would be appreciated in value by this bill.

I desire to call Hon. Carroll D. Wright as the first witness to
give the items in relation to all the manufacturing interests of the
State.

Mr. Wright. The following statistics are taken from a volume
of the Census Reports, now in press. With the exception of fur-
niture and paper making, nearly all the manufacturers were estab-
lished within thirty* years after the landing at Plymouth Rock, and
during that time they all received the protection of the State. The
question is whether these industries shall continue to receive that
same protection. These statements are made up to May 1,1875:

Manufactures of the State for the Year ending May 1, 1875.

Stock Used,ManufacturesSTATE AND COUNTIES.

The State, $588,731,150 $294,963,575

Barnstable, .
.

.
, 1,631,812 614,774

Berkshire, 21,015,328 12,253,386
Bristol, 50,499,087 21,796,070
Dukes, 103,565 37,800
Essex, ...... 93,346,718 47,696,153
Franklin, .

.... 6,301,874 2,531,814
Hampden,...... 35,349,446 17,349,873
Hampshire, 10,797,566 5,117,720
Middlesex, 108,085,246 57,404,804
Nantucket, .....

173,983 58,800
Norfolk, ...... 26,905,040 14,430,568
Plymouth, ...... 20,590,132 11,193,566
Suffolk, ...... 138,282,162 63,314,459
Worcester, 81,749,207 41,165,289
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I will now submit the following detailed statement ofthe various
manufactures by counties :

Suffolk County.
Goods Made.

Boots and shoes, .........$2,330,226
Carriages and wagons, 833,784
Clothing, 19,076,036
Cotton goods, 1,647,924
Food preparations, 22,402,709
Furniture, 3,651,847
Leather, 3,076,461
Liquors and beverages, 7,603,884
Lumber, -

Machines and machinery, 4,223,315
Metals and metallic goods, 8,016,060
Musical instruments and materials, 3,254,862
Oils and illuminating fluids, 8,138,713
Printing and publishing, 8,997,044
Stone, 1,488,545
Wooden goods, 2,211,885

Stock Used.
Iron, steel, and other metals, $8,606,949
Leather, 1,284,854
Lumber, 1,201,821
Paper, 755,099

Plymouth County.
Goods Made.

Boots and shoes, $10,946,924
Metallic goods and metals, 3,968,210
Woollen goods, 460,000

Stock Used.
Flax, hemp, and jute, $438,478
Iron, steel, and other metals, 1,178,520
Leather, 1,284,854

Norfolk County.
. Goods Made.

Clothing $875,875
Cotton goods, 983,519
Food preparations, 618,010
Leather, ...........806,390
Metals and metallic'goods, 2,652,659
Paper, 776,291
Stone, I" 630,384
Woollen'goods, 1,427,946
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Stock Used.

Leather, 12,908,243
Wool, 746,066

Hampshire County.
Goods Made.

Cotton goods, $1,577,249
Food preparations, 625,804
Machines and machinery, 840,000
Metals and metallic goods, 501,056
Paper, 628,635
Woollen goods, 1,526,972

Stock Used.
Cotton $825,882
Wool, 911,300

Berkshire County.
Goods Made.

Boots and shoes, $1,291,153
Cotton goods, 4,982,042
Food preparations, 1,024,974
Paper, 2,921,610
Woollen goods, . ,

. 5,742,544
Stock Used.

Cotton $1,256,800
Cotton goods, 1,684,613
Iron, pig and scrap, 289,480
Leather 818,731
Lumber, 280,630
Wool, 2,627,400

Bristol County.

Goods Made.
Agricultural implements, $1,500,000
Boots and shoes, 715,700
Clothing, 594,300
Cotton goods, . 24,273,515
Food preparations, 1,781,865
Leather, 400,239
Machines and machinery, 1,661,960
Metals and metallic goods, 10,060,299
Oils and illuminating fluids, 2,604,525

Stock Used.
Cotton, $9,536,024
Iron, pig and scrap, 1,094,869
Leather, ...........387,587
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Essex County.

Goods Made.
Boots and shoes, $30,854,377
Carriages and wagons, 1,984,164
Clothing, 3,106,091
Cotton goods, 9,285,694
Food preparations, 2,725,832
Leather, 8,793,712
Machines and machinery, 1,163,401
Metals and metallic goods 1,518,403
Paper, 1,088,860
Woollen goods, 8,801,635
Worsted “ 485,000

Stock Used.
Cotton, $4,773,370
Iron, steel, and other metals, 974,883
Leather, 13,314,499
Wool, . 6,093,805
Woollen goods, 1,659,021

Franklin County.

Goods Made.
Cotton goods, $496,000
Machines and machinery, 553,460
Metals and metallic goods, 1,018,846
Paper, 762,678

Stock Used.
Iron, steel, and other metals, $209,723

Hampden County.

Goods Made.
Arms and ammunition, $670,141
Clothing, 929,928
Cotton goods, 8,296,112
Food preparations, 1,024,281
Machines and machinery, ....... 709,676
Metals and metallic goods, 2,143,468
Paper, ...” 6,146,705
Tobacco, 1,302,894
Woollen goods, 3,800,455
Worsted “ 700,000

Stock Used.
Cotton $3,242,118
Iron, steel, and other metals, 908,195
Paper, 837,016
Wool, 1,673,060

2
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Middlesex County,

Goods Made.
Boots and shoes, 816,066,284
Boxes 665^609Clothing, 2,368,177
Cotton goods, 18,121,536
Food preparations, 12,104 720
Furniture, 969,116
Leather, 7,261,190
Machines and machinery, 2,095 952
Metals and metallic goods, 3,278,440
Musical instruments and materials, 1,306,866
Paper, 970,300
Printing and publishing, 1,410,268
Wooden goods, ....

.... 1,996,528
Woollen “ 6,067,131
Worsted “ 1,619,560

Stock Used.
Cotton, 86,891,084
Iron, steel, and other metals, 1,675,637
Leather 8,166,923
Lumber 1,794,906
Wool, 6,273,296
Woollen goods, 409,263

Worcester County.
Goods Made.

Agricultural implements, 8460,484
Artisans’ tools, 1,399,288
Boots and shoes, 17,919,398
Clothing, 1,675,120
Cotton goods, 7,623,314
Food preparations, 2,030,355
Furniture, 3,071,073
Leather, 2,025,227
Lumber, 772,015
Machines and machinery, 4,866,553
Metals and metallic goods, 5,182,567
Musical instruments and materials, 469,510
Paper, 1,776,203
Printing and publishing, 433,831
Wooden goods, 1,474,821
Woollen “ 11,017,716

Stock Used.
Cotton, 82,556,224
Iron, steel, and other metals, 8,410,664
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Lumber, 11,385,835
Wool, 5,395,042
Woollen goods, 406,935

The Stat^.

Capital Invested. Value of Goods Made.

Agricultural implements, . . . $1,144,475 $2,865,004
Artisans’ tools, 2,226,670 2,459,275
Boots and shoes, .... 18,092,864 89,375,792
Boxes, 1,140,760 2,616,204
Building, . . ... 1,484,045 8,666,471
Carriages and wagons, . . . 2,432,309 4,492,568
Clothing, 9,183,026 29,339,575
Cotton goods, 63,519,708 77,647,732
Cotton and woollen and other tex-

tiles, 6,029,100 8,739,862
Drugs and medicines, . . , 1,069,226 2,987,305
Food preparations, .... 9,860,469 44,633,984
Furniture, 4,951,290 8,417,691
Glass 1,505,000 1,484,000
Leather, 8,384,800 23,700,680
Linens, 924,000 790,609
Liquors and beverages, . . . 4,154,309 8,967,140
Lumber, 2,718,111 8,947,166
Machines and machinery, . . 13,849,618 16,384,230
Metals and metallic goods, . . 22,495,602 39,104,058
Oils and illuminating fluids, . . 2,287,250 6,888,889
Paper, . . ... 10,855,781 15,582,750
Printing and publishing, . . . 6,413,427 12,120,674
Musical instruments and materials, 3,665,600 6,816.830
Rubber, 1,787,706 3,383,796
Stone 1,664,465 2,901,690
Vessels, 934,485 3,840,119
Wooden goods, 4,521,895 7,304,161
Woollen “ 17,059,980 39,866,378
Worsted “ 1,693,000 2,991,210

Total for State, . . $280,807,018 $588,731,150

Stock Used—Thirteen Principal Items.

r
ARTICLES. | Quantity Value.

Building-stone, brick, etc., ... - $814,565
Cotton 185,697,210 lbs., 29,638,663
Cotton g00d5,...... - 6,366,048
Flax, hemp, and jute, .... 39,223,369 “ 2,562,088
r,, , ,

/212,402 bbls., \ . _. 7 ra _

Flour and meal, \ 206,342 bush., /
1 ’757 ’ 687

Iron, pig and scrap, .... 82,514 tons, 2,780,898
Iron (manuf.), steel, etc., ... - 14,120,640
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Stock Used , Etc. —Continued.

ARTICLES. Quantity. Value.

Leather, ' . . - 836,462,991
Lumber, - 9,523,445
Paper, -

’ 3,128,291
Sugar, syrup, and molasses, ... - 14,966,633
Wool, 49,946,178 lbs., 23,840,143
Woollen goods, - 10,228,342

Total, - 8155,090,434

I have often stated that it was my opinion that the manufacturing
products of the State covered, in amount, the importations of the
whole country. The following, obtained from the Boston Custom-
House, will show the statement was correct:—

Value of Importations into the United States during the Year ending
April 30, 1875.

~
Gold and Silver, i! Merchandise. Total.I Bullion and Coin.

. j j
May 1, 1874, to April 30, 1875, | 8539,649,798 $20,792,736 ■ 8560,442,534

Value of Exportations from the United States during the Tear ending
April 30, 1873.

Domestic commodities, . . 8575,009,502 $77,585,280 $652,594,782
Foreign commodities, . . 14,731,115 8,410,276 23,141,391

Totals, .... $589,740,617 $85,995,556 $675,786,173

Value of the Importations into the Port of Boston during the Year
ending April 30, 1875.

May 1, 1874, to April 30, 1875, j $50,111,592 I $98,986- $50,210,578

Value of Exportations from the Port ofBoston during the Year end-
ing April 30, 1875.

Domestic commodities, . . $29,154,296 $18,336 $29,172,632
Foreign commodities, . . 1,880,471 j - j 1,830,471

Totals, .... $30,984,767 j $18,336 ( $31,003,103
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The amount of coal used by our manufacturers, in the year, is
about a million and a quarter tons, and by other users about the
same amount. The number of cotton spindles is 3,859,237. The
production of the fisheries for the year ending May 1, 1875, amount-
ed to 87,684,716.

The growth of manufactures, or agriculture, can only be judged
by a comparison with the growth of the population. In 1845 the
population was 856,531, and the manufactures amounted to $185,-
000,000 ; and in 1875 the population was 1,651,912, and the manu-
factures amounted to $588,000,000,—a gain in population, in the
thirty years, at the rate of per cent, per year, and in manufact-
ures, at the rate of 10 per cent, per .year for the same time. These
facts seem to be important in their relation to each other. I desire
to enter a statement in relation to the rapid growth of the manu-

factures of the State. Thirty years ago the manufactures were
mainly individual. Since then the system of the aggregation of labor
has grown up, and nearly all of our manufactures are now made in
factories. Four hundred and thirty thousand, or 25 per cent, of all
our population, are only engaged in production, who supply also the
labor of three million workingmen in our steam and permanent
machinery. This aggregation of labor degrades labor and reduces
skill, and overstocks the market; and theremedy, as far as the Com-
monwealth is concerned, is cheap transportation.

The manufactures of the other New England States, according to
the census of 1870, are as follows;

Maine, about $80,000,000
New Hampshire, “ 71,000,000
Vermont, “ 32,000,000
Rhode Island, “ 150,000,000
Connecticut, “ 150,000,000

The agricultural production for the year ending May 1, 1875, was
about $40,000,000, and the capital invested about $210,000,000.
The amount of active capital invested in manufactures is about
$300,000,000.

(In reply to Mr. Lee.) Notwithstanding the necessary duplica-
tion, my statements are correct, and the real value of the manufact-
ures is in excess of the amount named, and is nearer $750,000,000
in my opinion.

(In reply to Mr. Bowman.) I have made no special statistics in
relation to the Tunnel.

Committee adjourned until Thursday, at 11 o’clock.
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Thursday, February 8, 1877.
The Committee met at 11 o’clock, Senator Bowman in the chair.
The Chairman. The Committee desire to know how much time

the petitioners will need in order to complete their case.
(Mr. Edward Crane, for the petitioners.) We shall probably

complete our case in six hearings, in addition to the one assigned for
to-day.

The Committee then voted to meet on Tuesday, Wednesday,
Thursday, and Friday of next week, at lOj- o’clock.

Mr. Crane. I desire to know if the petitions of the furniture
dealers are in the possession of the Committee.

The Chairman. The Committee have before them three peti-
tions, as follows : Petition of Danforth, Scudder & Co., Silas Pierce
& Co., and sixty-one others, wholesale grocers; petition of Nazro
& Co., Hathaway & Woods, and seventy-three others, commission
merchants and flour and grain dealers; and petition of F. M.
Holmes & Co., F. Pierce & Co., Bancroft & Boyden, and ninety-
four others, manufacturers and dealers in furniture, —all for the
incorporation of the Boston & Chicago Railway Trust Company.

Mr. Crane. I propose to introduce evidence to-day from the fur-
niture trade, and will call Mr. Henry L. Jones as the first witness.

Mr. Jones. Am secretary of the B. S. T. L. In making a
canvass of the furniture trade, the object was not only to get sig-
natures to the petition, but also to get a more thorough understand-
ing of the matter and the bill, and what it proposed to do. We
have heard of more complaints from the furniture trade as to exist-
ing evils of transportation, than from almost ever}- other trade. I
visited every furniture dealer, and introduced myself by presenting
a copy of the petitioners’ bill. I did not ask them to sign then, but
requested them to consider the bill, and to note questions which
needed explanation. I met in every case a deep interest. I spent
about ten days’ time on the first trip, and then went with the
petitions, and the result is in the signature of nearly every dealer
and manufacturer in the city. I found but little opposition, and a

unanimous feeling seemed to exist in favor of a consolidated line to
the West. Last year the executive committee of the New England

SECOND HEARING.
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Furniture Exchange adopted resolutions in favor of the petitioners’
bill. I obtained every signature to the petition myself, and
declined to receive signatures from any party unless the bill had
been duly considered. I have been told by the leading men in the
trade that they have lost heavily by the high and uncertain rates of
transportation to and from the West. Of those who signed the
petition, quite a number looked upon the bill at first as a scheme to
wreck the State, and to run the State largely into debt; but after a
careful consideration of the bill, they willingly signed the petition,
feeling convinced that the passage of the bill was for the best
interest of the State.

Mr. Francis M. Holmes of Boston was the next witness called.
He said: I am a member of the firm of F. M. Holmes & Co.,
manufacturers of and dealers in furniture. We manufacture furni-
ture, and supply dealers in all parts of the country. We employ
now about 150 men, but usualty employ about 300. The walnut
material that we use comes from the West, and the pine from the
East. About three-quarters of the wood from the West comes down
the Mississippi River to New Orleans, and thence by water to Bos-
ton ; but of the general stock used in the city about one-half comes
by rail. If empty cars were put at our disposal, at nominal rates,
we could compete with Western manufacturers on high-priced furni-
ture, but not on the cheaper class. The uncertain rates of freight
have had a tendency to dry up manufacturing here. We used to
ship to Chicago, California, and other places ; but now the dealers
there purchase of Western manufacturers to avoid the high rate of
transportation from the East. If the rates were low, we could com-
pete with the South and West on medium and high priced furniture.
I have examined this matter of a consolidated line to some extent,
and think it would be beneficial. It is essential to have a low rate
of freight to increase our manufactures. It is essential to know
that the rate is a settled one, else the dealers do not order. We
have customers in Western Massachusetts and Central New York,
and have lost trade there on account of the rate of transportation
being more to Central New York than to Chicago ; and it is for the
interest of the trade to have the rate the same as to Chicago ; then
our business would increase. I think that if the rate of passenger
fares was the same from Central New York to Boston as to New
York City, it would affect our business favorably. It would induce
business men to come to Boston to purchase ; and if freight rates
could be placed upon the same basis, the volume of business would
increase 25 per cent, in a short time. Discriminating rates against
Boston will diminish the business. I think that we should have
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fixed, reliable, and uniform rates, and it is of the highest import-
ance that we should have them.

If the car that brings cotton from Texas and Arkansas could be
utilized at say $5 per car, instead of being returned empty, it would
enable us to get business South and West. This end should be ob-
tained, and I think the State ought to incorporate a body of men to
accomplish this result. I have examined this bill, and am somewhat
familiar with it, although I am not fully aware of the nature and
magnitude of the work intended by it; but it is of vital importance
to the business and manufacturing interests of the State that some
such line should be had.

(In answer to question by Mr. Bigelow.) There are two promi-
nent furniture manufactories in Chicago, employing from 75 to 100
men. Probably there are other reasons beside freight rates that
act on trade there, but that was the principal reason. Furniture
can be manufactured as cheap in Boston as in Chicago. Ido not
think they can compete with Boston irrespective of freight rates.

(In reply to question by Mr. Noyes.) They do not manufacture
such high-priced furniture in Cincinnati as in Boston or New York.
Cincinnati could not compete with us, if the rates of freight were
blotted out, because we have more skilled labor here, who will work
here cheaper than elsewhere. We expect to get a reduction in rates
by this bill; but cannot say how much, but have thought they
might be reduced 50 per cent.

(In reply to Mr. Crane.) We can produce more with the same
labor here than can be produced at the West. The surroundings are
such; our climate seems to be better adapted to retain skilled labor
than the West. We have more vigor.

(In reply to Mr. Bigelow.) lam unable to give the number of
tons of furniture shipped to the West.

(To Mr. Crane.) It is possible to do a large business at small
profits. An article that costs $25 to make by the single one can be
made 25 per cent, cheaper by' the thousand; and cheap rates of
freight will enable us to dispose of the surplus.

(In reply to Mr. Winn.) We manufacture walnut furniture ; the
lumber represents about 15 per cent, of the value of the production.
I am unable to tell wrhat proportion of the lumber is from the West.
The present rate of freight from the West is about $lO per thousand;
about three years ago I paid from $l7 to $2O per thousand. I pay
for the walnut lumber, sawed, at Indianapolis, about $6O per thou-
sand, and, with freight here, makes the cost $7O per thousand. For-
merly, one-half of our products went west of the Hudson River. If
mahogany and rosewood should come into use again, a small
proportion of our material would come from the West, but from
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other points. I should think that an average of sto 7 per cent,

would cover the cost of freight on the lumber from and on the manu-
factured production to Chicago.

(In reply to Mr. Lee.) The wood averages 15 per cent, of the
value of the furniture ; and, on $l,OOO worth of furniture, the lum-
ber value would be about $l5O, and the freight about $25.

(In reply to Mr. Bowman.) lam not familiar with the details of
this bill, how the capital is to be raised or how the interest is to be
paid. I would not venture to give an opinion as to whether the
business men of Boston, who have signed the petitions, are familiar
with these facts. I understand that the control is to be in the
hands of the State, the capital to come from private parties, and
the State to guarantee the interest. I would be willing to person-
ally guarantee a fair amount of the interest myself. As a tax-payer,
I think it would be advantageous to have the bill passed.

(In reply to Mr. Lee.) I am not competent, or familiar enough
with railroads to form an opinion as to what a railroad should charge
to carry freights to Texas in order to make it pay.

(In reply to Mr. Noyes.) Ido not know the amount of capital
invested in the furniture business in Cincinnati, nor do I know the
amount invested in Boston.

The Chairman. In behalf of the Committee and all concerned,
and for the benefit of all, I desire to make a suggestion. There has
been a great deal of evidence of no value, being merely of opinion.
What the Committee desire are facts. The Committee concur with
the opinions of the petitioners as to the need of cheap transporta-
tion. The main question is, How is this to be brought about? The
Committee desire to know about the detailsof the road, what advan-
tages it would secure, what the rates of freight would be by the pro-
posed line, and desire to confine the evidence to these points, and to
the matters in dispute.

Mr. Crane, for the petitioners, then submitted the following
points, which they will introduce evidence to prove

1. We propose to show that the best, and, in the opinion of
your petitioners, the only way to accomplish this object, is by a con-
solidation of all the fragmentary lines within our own State, as
shown by the bill, into a permanent public corporate trust, with
power to lease such other lines beyond our own limits, as will secure
to us an-independent through line to Lake Ontario, Chicago, and all
intermediate points of competition.

2. To show that to accomplish this will require no new legislation
in other States.

3. We will give the distances, grades, and cost of this line as
compared with those to New York, Philadelphia, and Baltimore,

3
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and also contrast the expense of doing an equal amount of business
on these several lines.

4. We will compare the cost of transportation by rail and the
Erie Canal.

6. To show in detail the antagonisms that will arise to this plan
from lines outside this State.

The above were agreed to by the Committee as the points upon
which evidence was to be introduced by the petitioners.

Adjourned to Friday at IOJ o’clock.
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Friday, February !), 1877.

The committee met at 11 o’clock. Senator Bowman in the chair.
The Chairman. The points submitted by the petitioners, and

which they intend to introduce evidence to prove, are as follows:

1. We propose to show that the best, and, in the opinion of your
petitioners, the only way to accomplish this object (viz., cheap
transportation), is by a consolidation of all the fragmentary lines
within our own State, as shown by the bill, into a permanent public
corporate trust, with power to lease such other lines beyond our
own limits, as will secure to us an independent through line to
Chicago, Lake Ontario, and all intermediate points of competition.

2. To show that to accomplish this will require no new legislation
in other States.

8. We will give the distances, grades, and cost of this line as

compared with those to New York, Philadelphia, and Baltimore, and
also contrast the expense of doing an equal amount of business on
these several lines.

4. We will compare the cost of transportation by rail and the
Erie Canal.

5. To show in detail the antagonisms that will arise to this
plan from lines outside this State.

I also desire to state that a series of propositions have been pre-
pared by the Hon. D. W. Gooch, that cover the same ground as
those of Mr. Crane, but in my opinion are more concise, viz. ;

1. What does the Bay State Transportation League propose to
do?

2. How does it propose to accomplish its object?
8. What will result from its accomplishment?
4. What will it cost to accomplish it?
5. What will be the position of the State in relation to it, in

case the bill now presented shall pass?
The Committee admit that there are evils existing, and the only

question is, What is the remedy, and how shall it be applied?

THIRD HEARING.
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Mr. Crane (for the petitioners). The points agreed upon has

been submitted to our counsel, Messrs. Paine and' Bates, and a plan
has been arranged to simplify the matter, and we propose to show
to-day why our plan is the best; and on Tuesday next Mr. Paine will
appear, and by eminent capitalists and public men explain the finan-
cial part of the plan.

The Chairman. The Committee desire to know what point is to
be shown to-day. The Committee do not want to impose any harsh
or arbitrary rules, but only have a desire to expedite business.

Mr. Crane. We propose to explain the plan of the Bay State
Transportation League, and to show that it is the best and only
plan, as stated in the first point to be proved, and we desire to put
in evidence from Messrs. George T. Stearns, Russell A. Ballou, and
Otis Clapp, to prove what we claim in the first proposition.

Hon. D. W. Gooch. I appear for no especial purpose. In listen-
ing to the evidence, and the desires of the Committee, I noted down
the propositions accredited to me, as they seemed to cover all that
the petitioners desired to prove, and what the Committee desired
information upon, and I merelj- offered them in the way of a sug-
gestion.

Mr. George T. Stearns. Counsel has been consulted and a
plan arranged that will simplify matters, and if we are permitted to
■put in our case in’ our own way, everything will be done expedi-
tiously, and to the satisfaction of the Committee.

The Chairman. What is the route that is proposed by the peti-
tioners? What part is new ?

Mr. Crane. The bill states what we want. The plan is em-
braced in the first section of the Act, and the roads we propose to
take are the Fitchburg, Boston & Lowell, Vermont & Massachu-
setts, Troy & Greenfield, and the Boston, Barre & Gardner.

The Chairman. What part is new?
Mr. Crane. There is no new line to be built in this State, with

the exception of the completion of the Massachusetts Central Rail-
road.

(The Chairman desired information as to the line of roads West.)
Mr. Crane. That is left to the corporators to decide. A line

has been surveyed, and all the distances, grades, and cost will be
shown to the Committee by the engineers and others at a future
hearing.

Mr. George T. Stearns of New Bedford was called by the
petitioners, and said : The petition for the incorporation of the
Boston & Chicago Railway Trust Company represents an interest
greater than any yet presented for your consideration. The petition
represents the highest and best elements in society. Of merchants,
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over 1,800 Boston firms will be represented by petition. It is well
to know what is asked for. We ask no favors at your hands, but
we demand our rights.

It is proposed at the outset to have an elaborate investigation of
the subject. The bill asked for is a revolution ; it strikes at the
root of the tree, and we have the right to expect the broadest states-
manship. The railway is the people’s highway, and what has been
ignored by monopolists is, that the people have an interest in these
matters. Any system thatpermits one man to extort from the people
fifteen millions of dollars is radically defective. We had it from
the attorney-general last year, that every footpath, road, and stream
in Massachusetts pays tribute to one man, and such a system is
wrong. I make no war on capital, but I protest against putting the
rights of capital against the rights of humanity. I have stated that
this bill is a revolution.. It is deemed best that the foundation shall
be laid anew, and we shall show what is asked for, and the benefits
to be derived to the people and the State, and I believe the day has
come to end these monopolies. Referring to a congressional com-
mittee’s report on Transportation Routes to the Seaboard (p. 71,
Senator Windom’s Report, 1874), I find these words:—

“Railway companies, having secured a substantial monopoly of the
business of transportation, have failed to recognize their responsibilities
to the public, or to meet the demands of the rapidly increasing commerce
between the interior and the seaboard. Discriminating and extortionate
charges, however, constitute the chief grounds of complaint. Among
the principal causes which are supposed to produce such charges, and
which have aggravated and intensified the public discontent, is stock
watering. The New York Central Railroad represents at the present
time a capital of 1190,000,000, and the cost was $75,000,000, making a
watered capital of $115,000,000, on which the people have been compelled
to pay from 8 to 10per cent, per annum.”

This is the language by which a committee of Congress express
their views. Is there not a remedy? I claim that the remedy
exists in the incorporation of railway trust companies by the people,
for the people, and supported by the people. Ido not come here as

a paid attorney, but I come here as a citizen, believing that it will
be for the interest of the people and the State to have the bill asked
for passed. This question of cheap transportation has been severely
criticised, but no fair-minded man can investigate the question,
examine the bill, and fail to reach its conclusions.

This bill proposes to incorporate thirty gentlemen from different
parts of the state for the purpose of taking control of certain rail-
roads and consolidate them into one line, and also to utilize the
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Tunnel. These roads are the “Fitchburg, Boston & Lowell, Ver-
mont & Massachusetts, Troy & Greenfield, Boston, Barre & Gard-
ner, and the roads, estates, franchises, rights, and privileges of such
other corporations as may be required in order to perfect a line of
railway from Boston to Lake Ontario.” Boston to Chicago is what
it means. Referring to page 4of the Railroad Commissioners’
Report for the year 1876, I find that—-

-8 Co’s with $1,963,690 permanent investment had no net income.
21 “ “ 19,313,003 “ “ “ per cent, or less.
12 “ “ 22,763,895 “ “ “ to per cent.
9 “ “ 38,101,396 “ “ “ slf to per cent.
4 “ “ 40,017,012 “ “ “I\to 9£ per cent.
3 “ “ 16,887,172 “ “ “ to per cent.

It is proposed by the bill to take certain of these roads and
recapitalize them into a new corporation ; the only change is that
these companies which are now managed by local boards of directors
and executive officers will be under one management, and the
expense of management will be greatly reduced. Of the roads
proposed to be taken by this bill, nearly all have paid dividends.
It would be an act of mercy to take the Massachusetts Central, and
by this bill it is proposed to recompense the towns from Waltham
to Northampton, along the line of the Massachusetts Central, for the
mone}’ they have advanced in its aid. These thirty gentlemen act
as trustees for the stockholders and for the people of the State.
Section 3 of the bill provides that the “ thirty corporators shall
choose a president, treasurer, clerk, and a board of five directors.
Section 4 provides that the president, treasurer, and clerk shall be
sworn to the faithful discharge of their duties, and that they shall
not engage in any other business during their continuance in office.”

Section 5 provides that the “board of directors, together with the
president, shall have charge of the executive duties of the corpora-
tion,” and also, “ that four directors shall constitute a quorum, but
all votes, except for adjournment, shall be unanimous, and shall
receive the assent of the president before they shall have effect.”
In answer to the charge of any political influence being likely to
affect the composition of the corporators, it will be seen by section
6 that the corporators will, by lot, divide their number into six divi-

sions, so that five members will go out hvery year and their places
filled by the Legislature, so that it will require three successive Legis-
latures to revolutionize the political standing of the board. Section
7 provides when the meetings of the corporation shall be held, and
relates to declaration of dividends, and provides that “ no dividend
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shall be declared until one-half of one per cent, (semi-annually) of
the par value of the stock shall have been paid to the treasurer of
the Commonwealth, and that no dividend of more than two and one-
half per cent, in gold, or its equivalent, shall be paid, except to make
up a deficiency below that sum in previous dividends.” These divi-
dends and deposits are to be made from the earnings of the road.
That they can be earned, there is no reasonable doubt. The Rail-
road Commissioners, in their report, 1876, page 53, say, in reference
to cheap transportation, that,—

“Before the substitution of steel rails for iron, the roads could not pos-
sibly have endured the test. As it was, some idea may be realized of the
wonderful economy which has been attained in the movement of mer-
chandise, from the fact that, as a regular thing, a ton in weight was
moved 450 miles, from Buffalo to New York, for $1.50 ; whereas, in the
early part of the century, it would have cost $lOO. Meanwhile, there is
some reason to suppose that, under certain favorable conditions, the trans-
portation of freight, even at this rate, is not unremunerative to the com-
panies concerned in it.”

The people to-day pay on excess capital, according to Senator
Windom’s report,—

Erie Railway, 459 miles, $69,000,000 wat. cap.
New York Central, 980 miles, .... 115,000,000 “

Pennsylvania Central, 890 miles, . . . 11,000,000 “

We claim that relief cannot be obtained with isolated lines, but in
a consolidation of a trunk line ; and the only" remedy 7 is, that the
State should be behind these corporations, not with its money, but
with its influence. There is no liability as far as the treasury of the
State is concerned. It is proposed that a certain percentage shall
be set aside semi-annually and paid to the State as a sinking fund,
and this accumulation will grow so large that it will wipe out the
thirty-five million dollars of stock in 1900, and then leave the road
clear and owned by the people. It will also be seen that limitation
is given to these corporators in acquiring the several roads. The
bill has been submitted to eminent counsel,—viz., lion. 11. W.
Paine, Hon. A. J. Bailey, and J. W. May, Esq.,—and it is believed
that it is carefully guarded.

Mr. Russell A. Ballou of Boston, the next witness called, said :

lam a director of the Bay State Transportation League. lam en-
gaged inthe ornamental stone business ; am president of the Addison
Granite Company. I have occasion to ship to various parts of the
country, or, rather, should, if freights were lower. lam in favor of
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the proposed bill, and desire to call attention to the benefits to be
derived from its adoption. It is the best plan, because it has no
other object than to enhance the business interests of the State.
Owing to the isolated position of our city, we are compelled to pay
5 to 10 per cent, more than other cities for shipments from the West,
and more to send inland ; and if we had the means to bring busi-
ness to Boston, all the empty stores and the vast number of ware-
houses that do not pay 2 per cent, on their cost will again become
remunerative; and it was in this belief that the 1,800 merchants
came here in aid of this measure.

The bill states with clearness that a percentage of the earnings
are paid into the state treasury, so that after a certain length of
time the road will be owned by the people. This is a great interest,
and we cannot afford to let it slide, as it leaves the road in the hands
of the people to promote the business interests of the State. Sup-
pose the State had taken the Boston & Albany Railroad twenty
years ago, in the way it is proposed it shall do by this bill, and it
had been managed as well by the trustees as it has been managed by
its directors, and four to five per cent, had been put into a sinking
fund, annually, the road would have been owned by the people
to-day, and the 13,000,000 divided annually among the stockholders
would not have been a burden to the business interests of the State.
In my own business, it costs $lO per ton to Chicago, and the rates
are prohibitory. If the empty cars could be used (about 600 a day,
I understand, go back empty) at about $5 per ton, I could compete
with Western markets at a price that would be profitable to me, and
would pay several thousand dollars to the railroads.

This is the only bill that does not separate ownership and use.

Where there is unity in ownership and use, all the resources will be
employed. We now send cars back empty, and send our goods by
way of New York and Baltimore to the West, which ought not to
be. It is useless to say that the people do not know how to manage
a railroad, because they do, and there would be no trouble as to
empty cars being sent back if the people owned this line.

Another reason why this place is the best, is because it is the
cheapest. If we do not have the cheapest methods, we cannot com-
pete with other cities. By this line we can reduce the cost of trans-
portation to the mere cost of operating, and there is no other way
better than the one proposed by the bill.

This is the only method that can be depended upon to permanently
increase business. The Hoosac Tunnel was built for the purpose of
opening up the business and manufactures of the State, and it is
the key that the State holds, and if it continues to hold it the busi-
ness interests are safe. If private capital should own the Tunnel,
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it might be tempted to sell it. The competing lines could well afford
to buy the Tunnel and stop it up in order to remove the competition.
We do not want to plant our manufactures on any temporary pros-
pects of trade with the West. Capital wants to know that every-
thing is permanent, and the only way to know that of a certainty
is for the State to hold this Tunnel. The merchants want to know
that at no time can a few individuals step in and buy up and con-
trol this line of trade, and to prevent this is a strong feature of the
bill.

Another benefit to be derived from the proposed plan, is, that it
will accommodate in a high degree a large part of the people of the
Commonwealth. Boston merchants have the advantage of four or
five competing lines, but the interior towns do not have this advan-
tage. Manufacturers and merchants in the towns along our railroads
have to pay what the roads choose to ask ; and while they see the
empty cars go past their doors, and they cannot use them, they one
after another have to succumb to the inevitable result of unfair
treatment; but by this bill the evils of discrimination would be
abated.

(In reply to Mr. Winn.) I said that if twenty years ago, the
State had done with the Boston & Albany Railroad what it is pro-
posed it shall do with this line, and from four to five per cent, paid
every year into a sinking fund, the road to-day would be in the
control of the State and the people would be free from the burden
of the §3,000,000 paid every year as dividends to the stockholders,
and consequently transportation would be so much cheaper. As to
the empty cars, Mr. Chapin stated last year that 400 daily went
over the Boston & Albany Railroad, and I thought it safe to place
the number at 500. I have an agent in Chicago who informs me
that there would be a demand for a certain kind of stone if it could
be delivered there for §1.25 per cubic foot. I sell the stone here
for from 50 cents to §3 per cubic foot. We could pay §5 per ton
freight and all expenses and sell it at Chicago at a profit. Do not
ship there now. Ship only to New York. Would compete with
everybody and create a demand for the stone, if it could be deliv-
ered at §1.25 per cubic foot at Chicago. The present transportation
rate to Chicago is §lO per ton.

(In reply to Mr. Bowman.) lam unable to give any particulars
as to the cost of the road, or whether the §35,000,000 named would
be sufficient. lam unable to say what it costs to carry a ton of
stone to Chicago, nor how much cheaper the new line could carry
it. Roads now carry freight cheaper from the West to the East,
and I expect, as cars now go back empty, to be able to ship much
cheaper. Every one knows that the balance of trade is in favor of

4 •
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the West, and I am not expected to Ignore the fact, and that cars
now go back empty, and through this fact I have based my opinion
that freight could be carried much lower, but I rely upon the opin-
ion of engineers and experts as to the cost and other details.

Mr. Stearns.—Referring to page 57 of Senator Windom’s report,
I find the tonnage of the several roads to be—-

-1836. 1872.
New York Central to be, . . . . 776,112 4,393,965
Erie Railway, 943,215 5,564,274
Erie Canal, 2,107,678 8,562,560

Our foreign exports of wheat and corn are not more than 3 per cent,
of our productions.

Mr. Crane. On Tuesday Mr. Paine will conduct the case, and
evidence will be put in to explain the financial part of the bill.

Adjourned until Tuesday, February 13, 1877.



1877.] 27HOUSE—No. 200.

Tuesday, February 13, 1877.
The Committee met at 11 o’clock, Senator Bowman in the chair,

who stated that the Committee were ready to proceed with the hearing.
Hon. H. W. Paine. I appear merely to make a suggestion,

as I am unable to remain through this hearing. I presume the
Committee would desire to know why the capital stock named
in the bill is fixed at $35,000,000, the facts upon which it is based,
the extent of the road and its location, and the probable means of
controlling business. This seems to me to be the pivotal point of
the investigation. Statistics and facts have been prepared, and they
should be shown in a manner to the Committee. There
are obstacles that should be shown and overcome. Vouchers can be
produced for every fact, and Mr. Crane has them in his possession,
and he is able to corroborate them by competent witnesses. I
would make the suggestion that Mr. Crane be sworn, and that he
have a patient hearing.

The Chairman stated that he thought there was no necessity for
Mr. Crane to be sworn, unless it was especially desired.

Mr. Paine. I am not desirous of it, but proposed it, as I was
unaware what course the Committee had pursued heretofore.

Mr. Crane. The capital of $35,000,000 proposed by this bill
was created in that amount because it was sufficient to cover the
cost of all the bill provides; viz., the taking of the following
roads: Fitchburg, Boston & Lowell, Vermont & Massachusetts,
Boston, Barre & Gardner, Massachusetts Central, Troy & Green-
field, Southern Vermont Railroad, and the Hoosac Tunnel, —and to
build machine and repair shops at Somerville, to finish the Massa-
chusetts Central, to lay a double track from Fitchburg to the state
line, and would also leave a small working capital that will be
required. This sum will pay for all needed within the limits of this
State, and’what is to be needed outside the State will have to come
from other sources. When this bill was before the board of
directors, the question was considered, what are the wants of
Boston, Lowell, Lawrence, Fitchburg, and Salem, and the conclusion
was reached that their wants are alike, and that these wants would

FOURTH HEARING.
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be attained by grouping all the lines from these various places
under one corporation and management, and then the question
came up as to the best way to attain this result. And this morning
I propose to put in statements as to the value of the roads to be
taken. These figures are derived from reliable sources; but I
desire the privilege of correcting any inaccuracies that may after-
wards be found. As to the Fitchburg Railroad, we propose to have
the State exercise its right, which it has reserved, to take the road
by paying the amount of the capital stock at par, with 10 per cent,

additional from time of payment by stockholder, less the dividends.
The capital and debt of the Fitchburg Railroad, for the past five
years, is as follows:



YEAR. Main Line. Branches. Capital Stock. Total Debt. Gross Receipts. Net Receipts. Taxes. Total
Net Receipts.

Miles. Miles.

1871, 50 43,% .$4,000,000 - $1,327,341 16 $316,737 93 $71,656 10 $388,393 03

1872 60 43,% 4,000,000 - 1,350,289 35 322,934 87 75,199 05 398,133 92

1873, 50 48,% 4,000,000 $9,156 63 1,399,312 75 340,078 65 71,411 34 411,489 99

1874, 50 43,% 4,000,000 293,013 18 1,648,267 33 388,791 79 102,110 36 490,902 11

1875, 50 43,% 4,000,000 446,374 05 1,720,524 71 394,023 15 102,965 91 496,989 06

Totals, ..... . . . $20,000,000 $748,643 39 - - - $2,185,908 11

$20,000,000 00 5)52,185,908 11
748,543 39

5437,181 62, the average yearly total net receipts for
5)520,748,543 39 five years, and showing an average of

10%V per cent, profit for the five years.
$4,149,708 68, the average yearly capital and debt for

five years.
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The taxes are added to the net receipts, because under this bill

it is proposed that all the property shall be exempt from taxation,
and that the tax shall be paid by the stockholders instead of by the
road. During this same time (five years) we find also that an
amount of money to the sum of $1,200,000 had been taken from
the earnings and put into the construction of the road (in addition
to the dividends). On examining the property of the road, I find
that the property in Boston is of great value, and could not be
duplicated for millions of dollars. We find, therefore, that on an
average capital stock and debt during the past five years of $4,149,-
708.68, the road has earned a net income of $437,181.62, or
per cent, a year for the five years, and the State has the right under
the law and the charter granted to the road, to take the road at its
par value by adding 10 per cent, from time of payment by stock-
holders, less the dividends paid, and it is proposed to have the State
avail itself of its rights.

(In reply to Mr. Bowman). I do not propose to base a value
upon the market value of the stock. The market value does not
represent the real value. I think it would be right, even to those
who bought the stock in the open market at $ll5, to compel them to
take even less than par for it if the law and the contract says it is
right. There is no such thing as heart in a bargain. I would not
think it right to be compelled to take $lOO for what I could get
$ll5, and would resist such a thing until the last moment; but
such a thing would not exist in this case ; the bill provides that
they shall be paid an equitable value for their stock.

The Chairman. This opens up an important legal question. Has
the State any right to delegate its powers to another corporation ?

Could the State delegate its powers?
Mr. Crane. The State and people can by its representatives

delegate it for public use. This is a public trust, and the taking of
this road is for the public use. I did not suppose that there was any
doubt as to the right of the State to thus delegate its pow ers. By
taking the Fitchburg Railroad in the manner proposed, would re-

quire about $7,500,000.
(In reply to Mr. Lee.) There was about $1,200,000 expended

on the road out of the earnings. The present stock of the Fitch-
burg Railroad is $4,000,000, the debt about $400,000, and, with the
$1,200,000, would make the value of the road $5,600,000.

(In reply to Mr. Weld.) The present stockholders would get
$l7O per share.

The Chairman. I suppose what you have alluded to is the fol-
lowing:
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“ The Commonwealth may at any time during the continuance of the

charter of any corporation, after the expiration of twenty years from the
opening of its road for use, purchase of the corporation its road, and all
its franchises, property, rights, and privileges, by paying therefor such
sum as will reimburse it the amount of capital paid in, with a net profit
thereon of ten per cent, a year from the time of the payment thereof by
the stockholders to the time of the purchase.” —Section 138, chapter 63,
General Statutes of Mass.

Mr. Crane. It is, and we propose to pay the $4,000,000, with
10 per cent., less dividends and taxes ; and the present system of
taxing transportation and earnings to pay these taxes will be cor-
rected.

In connection with this, I would say that the Fitchburg Railroad
property lying east of the Lowell Railroad, about 40 acres, is of
immense value.

We now turn to the Boston & Lowell Railroad. We were led
to consider this road in connection with the proposed line, by the
investigation before the Railroad Committee of 1873, on the peti-
tion for the union of the Lowell and Fitchburg railroads. The evi-
dence taken before this committee is all in print, and can be seen
by the Committee if desired.

The first question considered, was, what right has the State to
take this property 7 ? and we found that it had none whatever. This
is the only road that no provision was made either by law or the
charter, for the State to take, if deemed for the best interests of
the people. And the only way we can get possession is by a volun-
tary surrender on the part of the stockholders. Then the question
came up, what was the road worth. Averaging the Lowell Rail-
road in the same manner as we did the Fitchburg, we got the fol-
lowing:



YEAR. Main Line. Branches. Capital Stock. Debt. Gross Receipts. Net Receipts. Taxes, Total Net Receipts.

Miles. Miles.

1871, .... 26| 18f 12,233,000 $1,668,500 00 11,206,107 53 $252,264 41 j $63,456 54 $305,720 95

1872, .... 26f 16 2,234,000 2,388,727 91 1,293,969 67 241,016 29 49,174 31 290,190 60

1873, .... 26| 16 2,993,000 1,745,080 87 1,464,901 85 440,891 21 38,795 52 479,686 73

1874, .... 26| 16 3,200,000 2,138,217 88 1,346,381 09 407,516 41 35,814 42 443,330 83
I

1875, .... 26f 3,250,000 2,869,127 61 1,209,578 17 209,487 74 44,336 22 j 253,823 96

Totals, $13,910,000 $10,209,664 27 -
-

- I $1,772,753 07I _ _l_
$13,910,000 00 5)11,772,753 07

10,209,654 27 5354,650 61 each year, the average total net receipts for the
6) $24,119,654 27 five years, showing an average of per

cent, profit for the five years.
$4,827,930 85 each year, the average capital and debt for the

five years.
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They have 75 acres of land in Boston and vicinity, with all the
facilities for doing a large business. They have branch lines from
Boston to Concord, Mass., Boston to Lawrence, Lowell to Law-
rence, Lowell to Ayer, and Lowell to Salem. They have a passen-
ger station adequate for the business from the West for all time.
They have the Mystic Wharf, with the contiguous flats. The pres-
ent depression in its affairs is owing mainly to the amount of dead
and unproductive propertj 7 that it owns. It had paid nearly 8 per
cent, on its debt and capital during the last five years, and the
conclusion reached was that the stockholders are entitled to the par
value of their shares, although the stock was selling for $6O in the
market. The managers of the road have informed me that they
thought the stockholders would not refuse the par value if it was
offered to them. The market value of stock is no criterion of its
value. The most of this stock is laid away by those who know its
value.

(In reply to Mr. Lee.) It would not be better to go into the
market to purchase the stock, because if it was known that the State
was buying up the stock in open market, instead of its selling for
$6O per share, it would command $l2O. I have no objection to
private individuals speculating in the stock of any road, but the
State, through its agents, ought not to. I have found or heard of
no moral pressure being brought to bear upon the Committee or the
Legislature in favor of this bill from the stockholders. What lam
saying now is, it is not a question of one million or three million
dollars, but what is the value of the road, and we say that it is worth
par, because it has paid an average of 7^j5

0 per cent, for the past
five years.

(In reply to Mr. Bowman.) The same principle would hold good
in regard to the Eastern, I suppose, if it were needed in our line ; but
we do not want the Eastern Railroad.

The amount we propose to pay for the Lowell Railroad, under
this bill, is $5,619,127.61. When we own the stock, we shall own
the leased roads ; that is, we say, that by paying $3,250,000, the
amount of the capital stock and all the bonds, we shall have the
road free from all encumbrances, and shall own all the branches.

(In reply to Mr. Noyes.) Do not know whether the branches
are paying or not. There is no road in the country but gets great
advantages from its branches, and if they are run at a loss, then
they will be run forever at a loss.

(In reply to Mr. Crocker.) The reason why this bill is asked
for, is on account of the oppression of railroad monopolies against
manufacturers. The capital paid in to these roads is legitimate
capital. For the past 30 years, railroads managed on business

6
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principles have paid, on the whole, better than any other business.
The stockholders have rights as well as the people, and they are a

part of the people, but this bill is in the interest of all the people
against all monopolies.

We now take up the Vermont & Massachusetts Railroad, which
extends from Fitchburg to Greenfield. By the following, it will
appear what the average has been for the past five years;



Total
YEAR. Main Line. | Branches. | Capital Stock. j Total Debt. Gross Receipts. Net Receipts. Taxes. Receipts

Miles. Miles. !

1871, .... 10& 12,800,000 $750,000 00 $567,196 58 $162,865 69 $22,000 37 $184,866 06

1872, .... 56 2,860,000 968,899 00 555,230 46 169,522 65 20,580 00 190,102 65

1873, .... 56 ' 2,860,000 903,470 77 119,279 20 114,931 93 3,980 30 118,912 23

1874 56 24ly5 2,860,000 939,033 81 - 6,179 42 18,255 12 23,434 54

1875, . .
. . ! 56 2,860,000 | 939,023 81 117,400 00 114,400 00 - 114,400 00

Totals, $14,300,000 j $4,500,427 39 $631,715 48

$14,300,000 00 5)5631,715 48
4,500,427 39 , „ „5126,343 09, the average total net receipts for uve

5)818,800,427 39 years, showing an average of S, per
cent, profit for the five years.

83,760,085 48, the average yearly capital and debt for
five years.

1877.]
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We propose to take this road at par, although it is selling in the

market at $lO4. This is a part of the through line, and is leased
to the Fitchburg Railroad on a permanent lease. I not not know
whether the stock can be bought at par or not, but as the bill is a
part of the Fitchburg Railroad, which we can take anyway, it
makes no difference. We would not be compelled to take this road
the same as we take the Fitchburg, because we take the Fitchburg,
which has a lease for 999 years, on which they pay 9 per cent., free
from taxes, and we assume that lease and pay the 6 per cent., which
would be the worst that could happen to the trust.

(In reply to Mr. Bowman.) I do not know whether the lease is
made to the Fitchburg Railroad and its assigns or not, and do not
know whether it can be assigned or not; we do not consider our-
selves third parties. It is a new corporation, but it is the same
trust, representing the same shares. The bill don’t interfere with
the rights of the Fitchburg Railroad. It does not go out of exist-
ence. Section 22 of the bill provides that “ this corporation shall
keep alive the organizations of the various railroad companies
named in the first section of this act, until such time as the legis-
lature shall otherwise direct.”

This bill merely transfers ownership to the State, and all legal
liabilities are carried with it, and the ownership of the franchises
carries all the leases with it. I think that this stock can be gradu-
ally bought up at par. We propose to pay $3,799,023.81, the
value fixed by the Fitchburg Railroad. In making the lease, the
next road named in the bill is the Boston, Barre & Gardner, a road
which extends from Worcester to Gardner. Averaging this road on

the same principle as we did the others, we reach the following:—



I |
Total

YEAR Main Line. Capital Stock. Total Debt. Gross Receipts. Net Receipts. Taxes. VT . „Net Receipts.

Miles.

1871, 23,% $684,030 00 - $4,628 81 $3,154 39 $59 90 $3,194 29

1872 736,240 00 $136,682 22 69,355 51 7,550 53 124 31 7,674 84

1873, 826,626 80 257,513 63 97,046 27 16,511 10 2,272 63 18,783 73

1874, ; 36 863,901 73 379,7H0 73 112,189 57 27,633 48 1,427 70 29,061 18

1875, 867,401 73 413,758 64 I 151,757 57 46,462 20 1,308 00 47,770 20

Totals, $3,978,200 26 $1,187,736 22 $106,484 24

$3,978,200 26 5)5106,484 24
1,187,735 22 , ,

,521,296 85, the- average yearly total net receipts for the
5)55,165,935 48 live years, showing an average of

per cent, profit for the five years.
$1,033,187 09, the average yearly capital and debt for the

five years.

1877.]
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In considering this road, the question came up, what do we want
of this road if it is worth and pays comparatively nothing, and the
reason given was that Worcester might be put in connection with
this through line of railroad on as good terms as Boston, Lowell,
Salem, and the other cities, and to give Worcester the same right
of competition as other large places, and free them from the Boston
& Albany Railroad. The city of Worcester owns $250,000 of the
stock of this road, and by the bill this money will be paid back to
the city, and thus relieve the people of that from the burden of
being taxed to pay the interest on this amount, which the city was
obliged to borrow to aid in building the road.

(In reply to Mr. Lee.) The road has been built and operated
for five years. It extends from Worcester to Gardner, about
36 miles. Hon. Ginery Twichell of Boston is the president. It
gives Worcester a competing line to the Tunnel. We propose to
pay par value for this road, and the total amount would be 11,281,-
160.37.

The fifth road proposed to be taken by the corporators, is what
the “Boston Advertiser” calls the “baby” at the breast,—the
Massachusetts Central. It is a line of road extending from Boston
to Northampton, 105 miles. It has no iron laid, and has earned
nothing, yet it has already cost the towns $1,800,000 to get it in its
babyhood, and these towns are groaning under the heavy burden
of this taxation, for an expense incurred for a purpose which was
unwise and uncalled for. Yet we take this road and put it into our
bill. We say, is it right for the State to incorporate a powerful
trust, that should destroy the value of this road, and do a great
injury to the towns along its line. We say, we ought to benefit
these towns. Let the road be finished with money. Let us give
this road a helping hand, and out of the amount proposed in this
bill it is intended to reimburse the amount paid by the towns in aid
of this road.

About three 3’ears ago, at the request of several gentlemen, I
went over the entire line from Waltham to Northampton, and made
a personal examination ; and I found that it was two-thirds graded
and bridged, and that the money expended had been wisely ex-
pended. On my return, I told these gentlemen that there was no
money in the road, and that I would not take the road even if the
towns gave their stock, unless it was made a part of some through
line. No man would be warranted in taking the line and finish
it and expect to make money if it was used as a local line only.
You can go to Northampton via Springfield cheaper and quicker
than by this road, and local rates must be high in order to make
the road pay ; and as there are so many competing lines, it would
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not pay, and the road will lay there and never be finished unless it
is made at part of a through line. We propose to pay par for this
road, and the amount will be $2,782,291.52. The aggregation of
the averages of the five roads proposed to be taken, and already
shown in detail, is as follows :

Cost.

Massachusetts Central Railroad, $2,782,291 52
Boston & Lowell Railroad, 6,691,127 61
Vermont & Massachusetts Railroad, 3,799,023 81
Fitchburg Railroad, 7,500,000 00
Boston, Barre & Gardner Railroad, 1,281,160 37

$20,981,608 31

Total net receipts average yearly for the five years, $939,372.17 ;

giving an average of per cent, profit on above capital. And
that fact being established, are these roads going to grow less valu-
able? We have a right to expect at least as much in the future, if
not more.

We desire to put in now some statistics to show that the savings
in the displacement of five presidents, five treasurers, five clerks,
and five boards of directors, and putting these roads under one man-
agement, would be considerable annually; and we submit the
following:—

At Present.
Five presidents at an average of $4,000 per year, . . . $20,000
Five treasurers “ “ 8,000 “

... 15,000
Five clerks “ “ 1,500 “

... 7,500
Five boards of directors at an average of $2,000 per year, . 10,000
Five general superintendents at an average of $3,000 per year, 15,000

Total, $67,500

Officers of the Trust.
One president and superintendent, .... $lO,OOO
One treasurer, 6,000
One clerk, 3,000
One board of directors, 6,000

523,000

Saving each year in this direction, $44,500

I am dealing with facts, and I want you to hold me to the facts
and disconnect them from Mr. Crane’s theory.

The jChairman. The Committee desire to know how much more
time the petitioners will want.
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Mr. Crane. We will want at least two hours more to explain the
cost of the roads, the amount of savings, &c., to be gainfed by this
combination, and then we desire to take up in detail the routes,
grades, cost, &c., and if the Committee want evidence, we will intro-
duce experts. I hope to get through this week, but I do not like
this being limited to time.

The Chairman. There ale other petitions upon which hearings
are to be held, and while I do not wish to be arbitrary, still I think
some definite limit should be fixed.

Mr. Stearns. Every effort has been made to put in the case as
systematically as possible and with the utmost despatch.

Adjourned until Wednesday at 11 o’clock.
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FIFTH HEARTING.

Wednesday, February 14, 1877.
The Committee met at 11.15 o’clock, Senator Bowman in the

chair, who stated that the Committee were ready to proceed, and—
Mr. Crane (resumed). At the close, of the hearing, yesterday,

I had laid before the Committee the amount of the capital, debt, and
net earnings of the roads we proposed to take, also the savings to be
effected by the consolidation of all the roads, in the salaries of five
presidents, five treasurers, five clerks, and other officials ; and, to-day,
I shall lay before the Committee the still further savings to be made
by this combination. AM one item in savings, where these roads
are united, is this: We sa\* that there will be no use for all the
property of the Fitchburg Railroad east of the Lowell Railroad.
That property amounts to from 35 to 40 acres, and will not be
needed. It is worth in the market, to-day, under the present
depression of the real estate market, 82,640,000, and it will belong
to this combined corporation, and will not be needed for their
use; and, we say, sell it and stop the interest, and diminish the
820,000,000 necessary to take these roads! As to the value, I
have fixed it at 81.50 per foot, which, I think, is far below its value,
and I will introduce President Stearns of the Fitchburg Railroad,
and Peter B. Brigham, Esq,, to verify this statement, if it is ques-
tioned. This takes all the property of the Fitchburg Railroad
(about 40 acres, including road-bed) lying east of the Lowell Rail-
road from the crossing at Somerville, near the Insane Asylum, and
theirproperty in Boston and Charlestown (we propose that the trains
on the two roads shall come into the Lowell station). This property
is estimated at 81.50 per foot, including buildings. The officers of
the Fitchburg Railroad say that the property is worth $4,000,000,
but that, in my opinion, is a fictitious value ; but the property is
worth $1.50 per foot. What we want to get at are the facts, and
have them shown in such a way that they will be agreed to.

The city of Boston tax all property outside of live rods, and I
can bring the assessors to show the value outside of the five-rod
location. I would like to ask if the Committee will agree to this
statement, and also allow me to put Mr. Stearns’ testimony on this

6
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point before the Railroad Committee of 1873 ; otherwise I will call
witnesses.

The Chairman. For the purposes of this hearing, there will be
no objection to the statement'and Mr. Stearns’ evidence before the
Railroad Committee of 1873.

Mr. Crane then put in the following. Viz.: “Property of the
Fitchburg Railroad east of the Lowell Railroad not needed for the
trust for local purposes, and may be sold or reserved for future use,
embracing over 40 acres of wharves, bridges, and uplands, having a
cash valuation of 81.50 per foot, 82,040,000. The annual interest
at 6 per cent, is $158,400.

President Stearns’ testimony on this point before Railroad Com-
mittee, 1873, is as follows ;

“Q. How much would it cost to buy 60 acres of wharf property in
that vicinity ?

“A. There is not that amount to be bought.
“Q. How much is (here to be bought ?

“A. There may bo nine or ten acres poosibly in docks and all. It is
fully half docks, as appears upon the plan. The wharves, colored brown
on the map, are those which belong to us, and which we bought.

“Q. Suppose you wished to buy those others—have you any means of
knowing what it would be practicable to buy those eight wharves for?

“A. No, sir; I have not. If taken by law, they would cost a very
large amount of money—probably a million and a half.”

This fact being admitted, we claim that we are entitled to a
credit of $158,400 as income that should be added to the net
receipts. Another saving is, that in this consolidation the grade-
crossings of the Fitchburg and Lowell railroads- are avoided. In
1870-71, this matter of grades was referred to a joint committee of
the Railroad Commissioners, Harbor Commissioners, and Railway
Committee to consider and report in print the best way to avoid
these crossings. They estimated the cost to be about 80,000,000,
which was uncalled for and extravagant. This consolidation accom-
plishes the end sought for, and this credit is worth to the public at
least 82,000,000, which is saved by dispensing with these crossings,
and the interest on that amount should be credited to us ; viz.,
$120,000. I desire to introduce the evidence of Gen. Stark and
Pres. Stearns on this point before the Railroad Committee of 1873,
or I will call witnesses now to substantiate this statement. This
will also avoid the crossings of the Eastern and Boston & Maine
railroads. We claim that by a change of property all this can
be brought about.
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The Chairman. For the purposes of this hearing, there is no
objection to Mr. Stearns’ and Gen. Stark’s testimony before the
Railroad Committee of 1873 being put in.

General Stark’s testimony on grade-crossings before Railroad
Committee, 1873.

“Judge Hoar Then, sir, what importance do you attach to settling
once and for'all these Prison Point and Somerville crossings?

“ General Stark. There have been reports made recommending as
high as §6,000,000 for the avoidance of these crossings. I should not
think it was a thing to be estimated in money. It is a question of safety
to the public.”

President Stearns’ testimony before same committee.
>

“Q. Is it pei'fectly practicable to make connections avoiding the
grade-crossings as shown upon that plan ?

“A, There, is no difficulty. They can be made in that way and a
great many others. The Eastern road could be swung still farther towards
Charlestown, and the Boston and Maine could come in on its own track,
and the Eastern road come in on the other track. It would have to go
through part of the state prison grounds; I suppose there would bo no
difficulty about that. With that exception, there would be no difficulty.

“Q. State whether or not it would be perfectly practicable to connect
the Fitchburg road with the Eastern Railroad bridge, so as to use the
passenger accommodations?

“A. It is shown on the plan, sir, by a bridge 900 feet long.
“Q. State whether or not without inconvenience, and with many ele-

ments of convenience, it would be perfectly practicable fur two roads
with united interest to use that station in common ?

“A. I don’t think there would be any difficulty.
“Q. State whether there would be a very largo saving in the opera-

tion of the depot under one management, over and above a separate
organization.

“A. There would be quite a large saving.
“Q. (By Judge Hoar.) Would the present condition of the limited

accommodations of the Eastern road be sufficient, in your judgment, for
any future probable wants of the two roads combined in passenger busi-
ness to get this great station which the Lowell road have already built?

“A. I should think so.
“Q. That is, by combining the narrow station of the Eastern road

with the Lowell road, you think that ail the roads could be accommo-
dated ?

“A. I think they could all be accommodated.
“Q. As I understand you to state, you think that neither the Fitch-

burg road nor the Lowell road would be justifiedin making the expendi-
ture which the business wants of Boston require for immediate develop-
ment?
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“A. I don’t think they could pay regular dividends if they did.
“Q. Now, in your judgment, could the combined Fitchburg and

Lowell roads make those expenditures for the development of that busi-
ness, and make them at once, without affecting the dividends of the two
roadsP

“A. I think they could. lam not positive about it.
“Q. (By Mr. Abbott.) Do you know of any terminal facilities of any

railroad connecting from Atlantic cities where there is such an oppor-
tunity for business as at the Mystic station ?

“A. I don’t know of any wharf for ocean steamers that I consider
equal to it It is superior to the Boston & Albany. I don’t know of
any upon the coast equal to it. There may be some that I don’t
know of.

“Q. (By Mr. George.) The danger of .these crossings with 60 trains
a day—three crossings with two railroads crossing at each point—is appa-
rent now. I ask with regard to economy with suih an arrangement, and
the wear and tear incident to crossings of that character, whether that is
a detriment worthy of consideration ?

“A. I should be afraid to state what I thought the damage was in the
wear and tear to the frogs and equipments and rails. It is very large
indeed. We have a crossing on our road with the Framingham &

Lowell Railroad, that I think damages us a great many thousand dollars
a year.

“Q. What are the elements of that danger ?

“A. Each case is separate. On those crossings (I believe they are
generally level), each wheel which passes through the frogs falls upon
the point of the frog, as there is a break in the rail. The tread of the
wheel has to fall, which produces a severe strain to the whole machinery
and equipment. Every engine and car that passes over it is damaged to
some extent. The engines running over these crossings at the lower end
of the road break their wheels and ties and axles a great deal more than
they do in any other place. Then there is the element of expense, and
the actual destruction of property. Then there is the element of danger
resulting from the liability of the breakage to the wheels as the liability
to collision.

“Q. Now, another question. I believe the law requires that all pas-
senger trains shall stop as they approach a crossing?

“A. They stop within 500 feet of every grade-crossing.
“Q. How much time is lost in that way ?

“A. It would save a delay of certainly one minute to each passenger
that passed over the crossing.

“Q. Is it an unusual thing for an engineer to lose control of his
engine ? Does that sometimes happen ?

“A. It very frequently happens. I think it is a mere matter of time
for some terrible accidents to happen at these crossings. I have known
within the last two or three years some very narrow escapes. As one of
our trains was passing, a car on the Eastern Railroad became detached
from the engine, and came down and knocked our train oif the track, right
on the crossing. If it had had a little more force, a great many people
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would have been killed. At the Boston & Maine crossing we have had
several accidents. Accidents are liable to occur at any moment.

“Q. Apart from the liability of a train to get out of order, I will ask
yon whether or not it is not unfrequent for an engine standing by the
track to get loosed, and run away from the engineer ?

“A. It sometimes happens. I saw an accident of something of this
kind on the Boston & Albany in a newspaper, within a few days.

“A. Supposing an engine should get loose and strike a passenger
train, what would be the result ? Supposing a full passenger train was
standing by P

“A. I think it would go through the oar, and a great many in the car
would be killed, undoubtedly.”

Another saving is in the expense of operating. Before this same
Railroad Committee of 1873, Gen. Stark said that $150,000 annu-

ally would be saved, and President Stearns said that he thought that
§121,000 would be a small estimate. My opinion is that nearer
§200,000 would bo saved by the combination. I desire to put in
testimony, taken before the Railroad Committee of 1873 in relation
to this point, if the Committee will agree to it, or I will call witnesses
to verify the statement. [The Chairman said the testimony would
be admitted for the purpose of this hearing.]

General Stark’s testimony as to savings to be effected by consol-
idation (Railroad Committee, 1873) :

“ The Chairmax, How much do you save in the operation of the two
lines under one management?

“ Gen. Stark. I think the estimate, as between the Boston & Lowell
and the Fitchburg roads is, that it would be about six per cent, upon
our expenses, which are §2,500,000, which would be |150,000.”

President Stearns’ testimony on same point. In answer to a

question:—
“ I have estimated that the saving in operating expenses would be five

per cent upon the entire expenditure, or §121,000; and in stating that, I
would say that I would put it in at that sum because I could find these
items, but I believe it will be nearly double that. One hundred and
twenty-one thousand one hundred dollars at eight per cent, interest
would represent a capital of 11,513,750.” f

And on Cross-examination :
“Q. And that would also be an annual saving of about §121,100 ?

“A. That is, calling it five per cent.; I think it would be a great deal
larger than that.

“Q. That is what the item I now indicate means here ?

“ A Yes, sir.”

This being admitted, we claim that we are entitled to a credit
of §150,000, saved in operating expenses by the consolidation, per
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year. We are entitled to one other credit, and that is in the sav-
ings to be made by the uniting of the other roads to the line ; viz.,
the Boston, Barre & Gardner and the Vermont & Massachusetts
Railroad, and we estimate that the percentage saved will amount to
10 per cent, of the gross receipts of the two roads.

Boston, Barre & Gardner Railroad, gross receipts, 1875, . $151,767 57
Vermont & Massachusetts Railroad, gross receipts, 1875, . 117,400 00

$269,157 67
Ten pfer cent, is, 26,915 75

The aggregate of all these estimated savings is as follows, viz.:—

1. Reduction of salaries of officers, $14,000 00
2. Interest on surplus of extra property of the Fitchburg

Railroad 158,400 00
8. Amount saved by dispensing -with the crossings esti-

mated by General Stark, cost $2,000,000, at 6 per cent., 120,000 00
4. Savings by consolidation of Fitchburg & Lowell, oper-

ating expenses, 150,000 00
5. By the consolidation of the Boston, Barre & Gardner

Railroad and Vermont & Massachusetts Railroad, is
saved 10per cent, of their gross receipts, . . 26,916 75

Making a total of $499,315 75

Which is 2-f0
8s per cent, upon the entire capital of the roads con-

solidated by the bill, which, added to the percentage which the roads
have already been shown to earn, viz., 4T4

0S 0 per cent., makes
6-pyiy per cent, on the capital of the roads to be taken. We have
got to this point on an agreed statement of facts ; we have accounted
fairly for 820,918,000 of the $35,000,000 said to be needed. We
have shown wherein the savings can be made, and we have shown
that wr e can earn G T

sx6a per cent, on the capital already explained.
If this has not been made plain, I desire to make it plain. The

question now remaining to be settled, is, What are we going to do
with the. §14,000.000 remaining? and if we can account for it satis-
factorily, we have made our case.

Two millions of dollars we propose to expend in laying another
track from Fitchburg to the Connecticut River, so as to make it a

double-track road and to make it equal to the Boston & Albany

Railroad ; this amount is based upon engineers’ estimates and upon
my own experience of fortj’years as a railroad man. It is based upon
truth and fact, and I am willing to stand by the estimate that

82,000,000 will complete a double track from Fitchburg to the Con-
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necticut River. I will put in the engineers’ estimates if desired.
The next thing is to take the “ baby,” as the “ Boston Advertiser ”

calls it, and make it a live railroad. We propose to expend
§3,000,000 to complete the Massachusetts Central from Waltham
to Northampton and build a connection with the Tunnel; to finish
the road complete, and a portion of it with double track, thus
developing §2,700,000 of dead property.

(In reph to Mi. A inn.) Ido not propose to build the extension
to the Tunnel from Northampton, but from a point near Amherst,
and would make the line as straight as possible. This sum,
§3,000,000, will include the extension and finish the Massachusetts
Central.

We have left of the §35,000,000 a little over 83,000,000, and
with 81,000,000 we propose to build another track from Greenfield
to the New York state line, making a double-track road through the
Tunnel. It is a standing disgrace that the State, after spending so
many millions to put the “ hole” through the mountain for a great
line West, should allow a little single-track road right in the middle
of the line to remain as it is, a single-track road. Part of the road
is graded for two tracks; we propose to expand a million dollars
here. The engineers say that it will ctfst but §600,000 ; but it will
cost nearer 81,000,000. When this is done we will have 82,000,000
left to expend on the road to make it the equal of the Boston &

Albany Railroad.
The Boston & Albany Railroad has cost §33,500,000—a little

more than this line. The Boston & Albany Railroad has 581 miles
single track and this line 714 miles, and with the money wo propose
to expend upon it we will make it stand side by side with the Boston
& Albany Railroad. As to locomotives and cars, we have got to
buy a great many more in order to be on an equal footing with the
Boston & Albany. This line has 2,315 passenger and freight cars,
the Boston & Alban}’ 5,324, Ihis line has 103 locomotives, the
Boston & Albany 239, and we shall need at least 100 locomotives
in order to be able to do the same'amount of business as the Boston
& Albany Railroad, and this amount expended will make this line
second to none in the country. I would expend the whole of this
§2,000,000 on cars and engines, and have them built by our own
mechanics.

We now come to the question of the §6,000,000 to the State, and
I am now approaching and am to deal with a difficult problem.
The State has been so bound up year by year with contracts, that
we don’t know anything about the Tunnel, and whether we own it
or not. By and by the matter may get into the courts, and it may
be found that we do not own the tunnel, and the people will have

HOUSE—No. 200.
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to whistle for their money. When I began to investigate this ques-
tion, I went to a prominent lawyer in this city, and he informed me
that after the State had spent its money and completed the Tunnel,
that little ten-year redemption privilege held by the Troy & Green-
field Railroad, if obtained by a Vanderbilt. Boston and the State
might whistle for their money. This is a great question, and it can-
not be understood by dividing your time with other questions. This
Tunnel is one of the greatest obstacles in the way to this consolida-
tion. We can take the Fitchburg, Boston & Lowell, and other
roads right up to the Tunnel, and what do 1 find in the way? That
little ten-year redemption privilege. What does the State own in
the funnel? [Nothing at all. We have gone on year after year
and spent millions of dollars and tied the State up in contracts, and
we own nothing. AYe have done business in a verj- loose manner,
and not a man of your Committee would have conducted his privaet
business in such a manner.

There is only one solution to all this trouble and difficulty,
aud that is, to take the stock of the Troy & Greenfield Rail-
road and the Tunnel, and put the control into the hands of the
thirty men named in this bill, aud have these entangling alliances
settled before we go any further. Make sure of the title before any
contract is made with parties outside the State. Let these thirty
business men clear away all this rubbish. AYe propose to give
86,000,000 for the Tunnel and the Troy & Greenfield Railroad,
and take such title as the Stale can give, aud then let these cor-
porators go to work and perfect this title.

Suppose the State takes this. 86,000,000, guaranteed by itself,
and owned bj’ itself, is there anj' risk in it ?

(In reply to Mr. Bowman.) AYe propose to pay 86,000,000 for
the Tunnel and Troy & Greenfield Railroad, the State not to
guarantee the title. lam unable to estimate the value of the right
of redemption ; that will probably have to be decided by the courts.
The State has the possession now, and, while the matter is in the
courts, will continue to have the possession. If the bill was a law
to-day, not one dollar would be expended until this question of
title was settled, even if we should have to wait ten years. Still,
there is nothing in the bill to prevent us from organizing and pur-
chasing all these roads. One of the first duties of these corporators
would be to get an opinion as to their legal rights, and then go
ahead aud settle the thing. I would have them purchase the
stock of the Troy & Greenfield Railroad, which could be had for a

small figure, and then they could settle the rights of the redemption
themselves.

[Mar.
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(In reply to Mr. Bowman.) I presume it would be natural for
the Troy & Greenfield Railroad to say that they have got the key to
the Tunnel, and would insist upon the highest price for their stock ;

but the sooner we get these matters into the hands of these thirty
men the sooner they will all be settled, and we ought to be willing
to trust them.

Hon. D. 17. Gooch. I appear in behalf of the Troy & Green-
field Railroad and a majority of the stockholders, and I propose to
state at some future hearing the exact legal condition of the Troy
& Greenfield Railroad, and the position it assumes in relation to
the State. So far as I know, there is not a single transaction not
open to the inspection of all. We have been ignored and sneered
at, but we have felt that our rights would be acknowledged by the
State, and we ask you, in considering this question, to give us all
that we are fairly entitled to. Of course, we can appeal to the
courts, but we hope that the State will deal with us in such a man-

ner that we shall not be obliged to.
(In reply to Mr. Bowman.) The only question in dispute is in

the amount of the redemption. There are three possible construc-
tions of the law.

We do not appear in favor of or to oppose any particular plan.
We are in favor of the best. All we ask for is a recognition of
our rights.

(In reply to Mr. Bowman.) Of course, our rights are an un-
certain factor. All the other roads to be taken by this bill are
named, and also the amounts to be paid for them, but the Troy &

Greenfield Railroad is entirely ignored. I desire at some future
hearing to make a statement of the legal acts of the State in con-
nection with the Troy & Greenfield Railroad.

Mr. Crane. To-morrow I will submit facts as to matters outside
the State.

Adjourned until Thursday at 11 o’clock.
7
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SIXTH HEARING.

Thursday, February 15,1877.

The Committee met at 11 o’clock, Senator Bowman in the chair,
who stated that the Committee were ready to proceed with the
hearing.

Mr. Edward Crane (resumed). When we closed yesterday, I
was on the subject of the Troy & Greenfield Railroad and the title
to the Tunnel, and to-day I desire to explain a few of the provisions
of the bill as connected with the financial portion of the proposed
combination. I will read section 1:

“William Claflin, Newton; George O. Brastow, Boston; Otis Clapp,
Boston; Henry J. Nazro, Boston; Joseph S. Ropes, Boston; John G.
Webster, Boston; William H. Lincoln, Boston; Nathaniel G. Chapin,Bos-
ton ; Fred. P. Moseley, Boston; James H. Danforth, Boston; Jerome Jones,
Boston; John B, Bartlett, Boston; Charles Whitney, Boston; Artemus
R. Holden, Boston ; Ebenezer M. McPherson, Boston ; David N. Skillings,
Winchester; Nathaniel C. Nash, Arlington; Julius H. Seclye, Amherst;
Paul A. Chadbourne, Williamstown; George M. Buttrick, Barre; Roger
H. Leavitt, Charlemont; Thomas H. Goodspeed, Athol; Freeman Walker,
North Brookfield; Amasa Norcross,Fitchburg; David Aiken, Greenfield;
Ebenezer G. Lamson, Shelburne Falls; George F. Terry, Worcester;
Augustus J. Sawyer, Harvard; Walter Fessenden, Townsend; Daniel
Saunders, Lawrence ; and their successors to be appointed by the legisla-
ture, as hereinafter provided, are hereby made a corporation by the name
of the Boston & Chicago Railway Trust Company, for the purpose of
holding and operating, and they are hereby authorized and empowered
to hold and operate for the perpetual benefit of the people of this Com-
monwealth, the Hoosac Tunnel, the Troy & Greenfield and Southern
Vermont railroads, and are hereby invested with all the rights, franchises,
interests, claims, equities, properties, and estate which the Commonwealth
has in and to the Troy & Greenfield and Southern Vermont railroads,
and any contracts, leases, or agreements relating thereto, and shall here-
after hold, control, manage, and operate the same, together with any and
all other real estate of which they may become possessed or entitled to in
pursuance of this act; and all balances of appropriations for the comple-
tion of said property shall be expended under the supervision of this cor-

poration; and they are hereby authorized and empowered to acquire the
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roads, franchises, estates, rights, and privileges of the following-named
railroad corporations, viz.: the Fitchburg, the Boston & Lowell, the
Vermont & Massachusetts, the Massachusetts Central, the Troy &

Greenfield, and the Boston, Barre & Gardner, and the roads, estates,
franchises, rights and privileges of such other corporations as may he
required in order to perfect a line of railway from Boston to Lake Onta-
rio; and, two-thirds of said corporators consenting, they are hereby
authorized and empowered to contract with of hire any other roads that
may be required in order to reach the points of competition from Chicago,
and to operate the same.” •

This section, I stated yesterday, invested the rights possessed by
the State in a board of corporators, and takes from the State House
all the details of management, etc. We were careful, in enumer-
ating the roads, for a purpose which will be seen hereafter. The
word “ acquire ” means, that it gives these trustees the power to
acquire these roads in the same manner as the State itself can do it,
leaving out the question as to the right of redemption held by the
Troy & Greenfield Railroad.

The first question that will come before these trustees is that of
title, and before the State guarantees a dollar, all these questions as
to title and value of the right of redemption must be settled. This
cannot be done by a committee at the State House, because capital-
ists are standing ready to buy up the stock of the Troy & Green-
field Railroad and claim the right of redemption.; but should be
placed in the hands of men who will act secretly, with closed doors,
and hear all the evidence. The Fitchburg Railroad was put in first
by mistake ; it should have been the Troy & Greenfield Railroad to
acquire that first, and then go on to the other roads. We did not
want to name a price, because of the uncertainty of this right of re-
demption. It has been suggested to a number of the stockholders of
the Troy & GreenfieldRailroad to leave this matter to ex-Governors
Claflin, Talbot, and Gaston to decide what a majority of the shares
are worth, and that suggestion was received favorably ; and if these
thirty men cannot settle these knotty questions, we would be willing
to leave it to these three ex-governors to settle what should be paid.

Hon. D. W. Gooch. I desire to call the attention of Mr. Crane
to another section of his bill; viz., No. 13. He uses and explains
the word acquire in a fair way. But this section says that, “ This
trust company shall pay first to the State, for the Hoosac Tunnel
and Troy & Greenfield Railroad, and the Southern Vermont Rail-
road, 60,000 shares.” That means buy. The whole consideration
for the Troy & Greenfield Railroad is paid to the State, and the
stockholders get nothing, and are entirely ignored. The men who
represent the Troy & Greenfield Railroad have not lost faith in the
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State, or that its legislators will fail to protect us in our rights ; and
all that we ask of the Committee, is, not to put the Troy & Green-
field Railroad into any consolidation without provision for our pro-
tection. We entered into the contracts with the State in perfect
good faith, and have kept them, and we do not want to have our
rights prejudiced.

Mr. Crane. This is a digression. The Troy & Greenfield Rail-
road has been provided for. We will now proceed to the next
point to be considered. In consequence of the expenditure of this
$35,000,000, we have 714 miles of completed railway ; we have 203
locomotives and 5,000 cars. We say we have a property in Boston
of great value ; we have a passenger station adequate for a large
business, a local business well established ; a completed line of rail-
way to the New York state line, and a connection, such as it is, to
Troy, and thence West via New York Central Railroad, and a road
second to none in the country. And now the question is, what will it
earn, and we claim, that we may reasonably expect it to earn the first
year, and to earn this money it will cost the com-
bination, everything under one management, 70 per cent, of gross
receipts. This as a local road, without any regard to through busi-
ness, which will leave as net earnings about $1,750,000, or 5 per
cent, on the whole capital. This estimate is a low one. I should
like to put this statement in, and will call three or four witnesses to
substantiate it, if the Committee desire.

The Chairman. There will be no necessity for you to call wit-
nesses. The statement will be admitted as evidence for the pur-
poses of this hearing, but I think the Committee cannot agree to it
as a fact. I think it is impossible for any one to figure out even to
the last cent just what a road will earn.

Mr. Crane. This is an estimate of the past applied to the future.
The earnings of the road are based on facts.

The second point that I desire to explain is the exact liability of
the State in producing this result.

Section 11 of the bill is as follows:—

“ The capital stock of this trust company shall be thirty-five millions
of dollars, to be divided into shares of one hundred dollars each, which
shall entitle the holders thereof to a dividend of two and one-half dollars
per share semi-annually, in gold, or its equivalent, from the net earnings
of the company, to January of the year nineteen hundred; said shares
shall be issued from time to time as may be necessary for the purpose of
acquiring the properties above mentioned for completing said tunnel and
railroads and equipping the same; but no such shares shall be issued
unless such issue is authorized by vote of the corporators.”
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First, as to the certificate of stock. This is such a certificate of
stock as has never been issued in this county or any other. This
certificate is to be a coupon certificate, to pass to bearer, or regis-
tered, and will be signed bj- the president and treasurer of the
trust and treasurer of the Commonwealth, with the big seal of the
State ; and once out will stay out till 1900. On the face of the cer-
tificate will be written out in full the points as embodied in sections
11, 12, and 19 of the bill, and the coupons are to be paid every six
months.

(In reply to Mr. Bowman.) The State cannot revoke the certifi-
cate. I don’t care whether it can revoke the charter, like other
charters, or not; but there is no loop-hole by which the State can
injure the investors in these certificates. This certificate, when
signed by the parties in interest, cannot be revoked.

(In reply to Mr. Weld.) It is virtually a state bond, only it is
better, because the State has collateral security in the property.

The next point is section 12 of the bill:—

“ Sixty thousand shares of the aforesaid capital shall be issued to the
State, and together with any other shares of this corporation that may be
acquired by the Commonwealth, shall be hold by the treasurer of the
Commonwealth, in trust, as a sinking fund; and he shall semi-annually
invest the income arising from said sinking fund, together with the semi-
annual payment of one-half of one per cent, in the purchase of outstand-
ing stock of this corporation; provided , he can do so by paying therefor
not more than the par value thereof, and fifteen per cent premium. But
before making such purchase he shall give suitable public notice of the
time and place when and where he will receive oilers of said stock, and
of the amount of money to be so invested; and of the stock so offered,
he shall take the lowest bids within the limit above specified. In case
he cannot purchase within said limit, he shall invest the funds in such
securities as the governor and council shall approve, till such time as the
stock aforesaid can be so purchased.

“In the month of January of the year nineteen hundred, the Common-
wealth will take all the shares of the capital stock of this corporation
which it shall not have previously acquired, and will pay therefor one
hundred dollars per share, in gold or its equivalent.”

We don’t pay the Commonwealth for the Tunnel and Troy &

Greenfield Railroad ; we merelj- pay into the treasury of the State
a sum equal to what we say the Tunnel is worth, and we think
$6,000,000 is enough. It can be built to-day for $3,000,000 ; there
are engineers that would come here to-darr and build the Tunnel for
$3,000,000. We give $6,000,000 to the .State, and insist that it
shall be made the nucleus for a sinking fund. If it is invested
honestly, and as carefully looked after as the bill provides, it will in
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1900 amount to more than the $35,000,000, and we shall acquire
freedom from railroad corporations, and this road will be owned
by the State.

(In reply to Mr. Winn.) The bill requires the state treasurer to
buy its own paper. We are dealing with public officials, and the
treasurer should have no discretion, but should have his duties
strictly defined. The investor has a great interest in this sinking
fund. He then knows that there will be some one who will buy the
stock, who will pay him par value and not more than 15 per cent,
premium. We can see how valuable this property is becoming,
when you are establishing such a fund.

(In reply to Mr. Winn.) The stockholders are not obliged to sell
this stock until 1900. Section 13 provides that—-

“ This trust company shall not sell any of its stock at less than one
hundred dollars per share, in cash, and any premium received thereon
shall be paid to the treasurer of the state, and added to the sinking fund.”

Section 13 provides that the addition of the premiums to the
sinking fund adds strength to it. The reason that our state bonds
are sought for at large premiums is because a sinking fund is com-
menced at the time the loan commences. The fact of this establish-
ment of a sinking fund led one of the largest moneyed men in
Boston to say to me, “ that if this bill passed and became a law,
there would be no trouble in raising the money, and it would make
the demand for all our bonds greater, and at a higher premium.”
This section is one of the greatest importance.

(In reply to Mr. Bowman.) The State guarantees 5 per cent, to
the stockholders absolutely, and if the line does not make a profit
there would be no sinking fund. The addition of 1 per cent,
annually to the sinking fund is predicted on the road’s earning a
profit. The holders of certificates will have to be paid their 5 per
cent, annually, in any event, whether the road earned it or not.
We must have faith. I claim that there is no doubt whatever as to
the road’s being able to earn and pay it. If the income should be
insufficient to pay the 1 per cent, to the sinking fund, and the
5 per cent, guarantee, the corporators would have it in their power,
by giving twelve months’ notice to the public, to increase their
tariff to raise the amount necessary to make it absolutely certain
that the State would not be called upon to furnish any of the money,
as they will have a monopoly of the business.

(In reply to Mr. Bowman.) The Boston & Albany Railroad has
paid for itself every seven years, completely, in dividends ; the New
York & New Haven Railroad every five years; the Lowell every
ten years.
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(In reply to Mr. Bowman.) Who asked—Do not the success in
railroads financially depend upon skilful management? and in-
stancing the mismanagement of the Eastern Railroad.

Mr. Crane. I charge all the fault of the trouble in relation to
the Eastern Railroad, to the State House, and the legislators. When
in 1870 we had carried the Railway Committee, and they reported
to the House a bill in favor of the Joint Trust Company, taking the
Boston & Maine and Eastern railroads, and there was a whirl of
excitement, and it seemed as though the House would be carried
by storm, Mr. Kellogg (who is a member of this Committee, and
lam sorry he is not here to-da}- ) rose and said ;

“This House
seems to have been carried bj- storm, and excitement is dangerous
to safe legislation, and I move that this matter be referred to the
next General Court, and that two thousand copies of the report of
the Committee be printed and circulated, and when we come here
next year we shall be better prepared to consider the subject.”
That one little motion has cost the people of this State $15,000,000,
and caused many a sad heart; and I charge the entire cause of the
troubles of the Eastern Railroad to the legislation at the State
House.

(In reply to Mr. Lee.) I will allow that it is skilful manage-
ment that has made so many of our railroads successful.

(In reply to Mr. Ceocker.) If the road does not earn enough to
pay the guarantee we can raise the tariff, and then carry freight at
a lower rate than the Boston & Albany Railroad. We would have
a local business greater than that of the Boston & Albany Railroad.

We will now take up the next section, section 15 of the bill.
“ Each certificate of stock of this corporation shall be signed by the

president and by the treasurer, and countersigned by the treasurer of the
Commonwealth, and shall contain a statement of the conditions that
the stockholders are entitled to a semi-annual dividend of two and one-
half dollars per share, in gold or its equivalent, the punctual payment
guaranteed by the State, and th;»t in January of the year nineteen hun-
dred, the Commonwealth will purchase said shares, and pay therefor one
hundred dollars per share, as provided in this act; and shall contain a
condition that the holder of the certificate will sell and transfer to the
Commonwealth the shares represented by the certificate at the time and
upon the terms above specified: provided, however, that the treasurer of
the Commonwealth shall not countersign any certificate until he shall
have satisfactory evidence that the equivalent therefor, as fixed by this
act, has been paid into the treasury of this corporation.”

This also goes to make up, a part of the contract, and is incorpo-
rated into the certificate. In making up this bill, we couldn’t seem to
find any way to prevent fraud or dishonesty on the part of the pres-
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idcnt or treasurer of this trust, if they felt inclined to overissue the
stock; and after discussing the matter, this provision was put in—-
“ that the treasurer of the Commonwealth shall not countersign any
certificate until he shall have satisfactory evidence that the equiva-
lent therefor, as fixed by this act, has been paid into the treasury
of this corporation.”

The state treasurer gives a bond for the faithful discharge of his
duties ; and if he does not attend to his duty under this Act, a
demand can be made upon his sureties. So, it will be seen, that it
will require the connivance of three persons to perpetrate fraud.

(In reply to Mr. Weld.) Ido not know the amount of the state
treasurer’s bond, but I think it is a half a million dollars.

(In reply to Mr. Bowman.) I commenced in May with these
petitions and explained the bill to all, and every signature was
obtained after a thorough understanding of the merits of the bill.
All business men believe that it is a good thing. It would take too
long to explain why it would not do to have this plan consummated
by private capital without the State’s guarantee. The objection to
creating a trust without the state guarantee, was the danger of its
passing into the hands of capitalists, and being manipulated in their
own interest and against the interests of the people. We believe
in the principle that the State should own the railroads.

The Chairman. If this is such a good thing, and will pay 5 per
cent. surely, I wish you would see how much of the stock the capi-
talists of the State would take without the state guarantee.

Mr. Crane. We don’t want to let State Street have control of
this line. This is our way, and if there is any better one all is
right. Let that come after we get through. I now refer you to sec-
tion 19 of the bill:—
“The property of the corporation shall not be subject to any state,

count}', city, or town tax; but each shareholder, except the Common-
wealth, shall be liable to taxation in the same manner as for like
property.”

This is important, and we propose to incorporate it in the certifi-
cate. As we are dealing with a public way, it should be a free way,
and should be free from taxation. The man who owns any of this
stock should pay his own taxes, just the same as he does on other
property. The system of taxing transportation to meet these taxes
is wrong, and so we say that taxation shall not come out of the
people who travel up and down the roads and give them their busi-
ness, but that the man who puts his money into the stock shall pay
his own taxes. This is the most important question that has come
before an}’ committee for the past ten years, and if you are wise,
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you will say that the present system of taxation is unjust, and will
remedy it.

(In reply to Mr. Sleeper.) The State taxes the stock of this
road until 1900. After that time the State buys the stock and pays
the $35,000,000, and that money can be found by some assessor
and taxed. The shares are out of the market, but the money is in.

We have assumed that the road will earn $1,750,000 annually.
The 1 per cent, to the sinking fund must be paid before any
dividends; if the road should not earn enough the tariff would be
raised.

(In reply to Mr. Winn.) We can lower the tariff at pleasure,
but cannot raise it without giving twelve months’ public notice.

(In reply to Mr. Bowman.) We can lower the tariff, if neces-
sary, to compete for business, and if the Boston & Albany Railroad
should lower we can stand it as long as they can with our 5 per
cent, dividend against their 10 per cent.

The sworn statement of the Boston & Albany Railroad says that
they earned $2,500,000 net, last year, notwithstanding the low rates
of through freights. Their through freight business has paid a
larger percentage in proportion to the tonnage than the local, and
yet we hear this continuous cry that through business is done at
ruinous rates. We can compete with any of these roads. It is fair
to say that the Tunnel line will have a fair share of the business,
and under a good administration of affairs money will be made.

Having dealt with the financial question, I propose to leave it
here and take up and explain what we propose to do outside the
State.

I want, before closing to-day, to put in a few facts as to the cost
of the canals of New York, a statement concerning the cost of the
New York Central Railroad, and also the cost of moving freight by
“ Erie Canal.”

“ Statement Showing the Cost of Constructing and Maintaining the Canals
of New York, and Showing also the Receipts from 1821 till 1866.

“Aggregate cost of canals, including cost of maintenance
and legal interest on cost of construction and main-
tenance, $210,093,502 36

Aggregate receipts or income from canals, with interest
thereon, 202,618,510 08

Present cost to the State of the entire canal system, . 7,476,992 27
Length of canal system, 893.75 miles.

“The canals of the State of New York were built with money bor-
rowed by the State, managed by commissioners chosen at times by the
governor and council and at other times by the people, and from 1824 to.

8
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XBG7, inclusive, they have expended in principal and interest at the rate
of 7 per cent, a little more than $210,000,000.

“’lho State has received in tolls collected by these commissioners
nearly $203,000,000, including interest at 7 per cent., leaving but about
$7,000,000 due on account of construction and maintenance of the canal
interest to 1807.
“ This system of canals represents over 990 miles of water transporta-

tion, During all this time both political parties have made use of the
canal interest and power to promote party ends; yet there is no respect
in which the canal management has not been better than the Hudson
River and New York Central Railroad management.

“ Had the State of New York at the outset placed the management of
her canals in the hands of corporators, or trustees, selected from both
political parties, and arranged their terms of office so that party triumphs
or defeats could not have seriously affected the boards,—a corporation
capable of suing and being sued,—according to the plan here advocated,
—the canal system would have been kept out of the arena of polities and
out of the hands or control at any and all times of corrupt men.

“New York Central Railroad.
“ Statement Showing Cost of Line from Neiv York to Buffalo, 442 Miles of

Double Track and 400 Miles of Branches.
“ In 1853, at the union of the various lines from Albany to Buffalo into

the New York Central, the capital of the roads was as follows:

Albany to Schenectady, .... $1,621,800 00
Troy to Schenectady, .... 650,000 00
Schenectady to Utica, . . . . 4,500,000 00
Utica to Syracuse, 2,700,000 00
Syracuse to Rochester, .... 5,608,700 00
Rochester, Lookport and Niagara Falls, 2,155,100 00
Buffalo to Lookport, .... 675,000 00
Buffalo to Rochester, .... 8,000,000 00
Rochester and Lake Ontario, . . . 150,000 00

521,060,600 00
At the time of the union there was paid

to the several corporations, in premi-
ums on their stocks, ranging from 17
to 55 per cent., $8,894,500 00

To this add the Mohawk Yalley Rail-
road, which had no existence except
on paper, 1,575,000 00

Also the Syracuse & Utica direct, . . 600,000 00
Also for stocks held by the various roads, 4

which were paid for by bonds of the
New York Central, .... 817,000 00

Carried forward, ....$11,886,500 00 $21,060,600 00
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Brought forward, . . . . $11,886,500 00 $21,060,000 00
Also for certificates issued and after-

wards converted into stock in the New
York Central, 25,036,000 00

Also premiums to Hudson River Com-
pany at the time of consolidation, . 17,123,800 00

552,040,300 00
Capital stock of Hudson River Company, . , . 15,358,690 93
Bonded debt of New York Central and Hudson River

Railroad in 1866, 15,231,719 00
During the past year (1872) there has

been added a bonded debt of . . $40,000,000 00
Out of which it is proposed to pay the

previous bonded debt of 15,231,719 00
24,768,281 00

Tot:l! . $128,465,490 93
“Cost of Moving Freight by the Erie Canal

“Distance, 860 miles. Each boat carries 200 tons, and makes ten
round trips per year, being the average tonnage and number of trips, per
boat, for the last eight years. Freight carried one way only.

“ The cost of largest class boats, for the last eight years, has been
$5,000 each.
Depreciation of boat, including furniture, per annum, . $lBO 00
Cost of repairs, painting, etc., per annum, .... 18125
Wages of crew, at $l9O per month, for eight months, . . 1,520 00
Towage for ten round trips, of720 miles each, atan average

rate per mile of 40 cents, 2 880 00
Total cost per annum, $5 q6l 25

It will require 250 boats to move 500,000 tons, which, at
$5,061.25 per boat, is $1,265,312 50

Average annual cost of keeping the canal in repair, includ-
ing wages of inspectors, weighers, etc., for the last eight
years, has been 408,960 50

Total costof moving 500,000 tons per annum, . .$1,674,272 50

Cost of moving each ton, $3 34
Cost per ton per mile, ....... 009^

Cost of moving a second 600,000 tons, the same year:—
Depreciation of boat, including furniture, per annum, . $4BO 00
Cost of repairs, painting, etc., per annum, .... 181 26
Wages ol crew, at $l9O per month, for eight months, . 1,520 00
Towage for 10 round trips, of 720 miles each, at an average

rate per mile of 40 cents, 2,880 00
Total cost per boat per annum, $5,061 25
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Cost of moving the second 500,000 tons, with 250 boats, at
85,061.25 each, $1,265,312 50

Cost of moving each ton, $2 53
Cost per ton per mile, 007

“ Estimated cost of moving 500,000 tons of freight from Lake Ontario
to Boston, having double tracks of steel rails the entire distance, 325
miles, cars carrying freight one way only, and the rate of speed 8 miles
per hour.

General expenses, including salaries and office expense,
per annum, $50,000 00

Wear of rails, per annum, 39,089 00
Repairs of 33 locomotives, per annum, 47,520 00
Wages of engineers (33), per annum, 39,600 00
Firemen (33), per annum, 23,760 00
Brakemen (108), per annum, 64,800 00
Oil and waste, per annum, 20,592 00
Fuel, per annum, 154,440 00
Water and tending, per annum, 24,000 00
Repairs of 1,020merchandise cars, at 10per cent, of original

cost, per annum, 102,000 00
Ties, per annum, 57,192 00
Fencing, per annum, 24,000 00
Labor, repairing track, per annum, 152,100 00
Expense ofremoving snow, per annum, .... 30,000 00
Expense of renewing wooden bridges, per annum, . . 31,680 00

Total cost of moving 600,000 tons per annum, . . $860,773 00

Cost of moving each ton, $1 72
Cost per ton per mile, 005j2

5

Cost of moving a second 600,000 tons of freight the same year:—
Wear of rails, per annum, |39,089 00
Repairs of 33 locomotives, per annum, .... 47,520 00
Wages of 33 engineers, per annum, .... 89,600 00
Wages of 33 firemen, per annum, 23,760 00
Wages of 108 brakemen, per annum, . . . . 64,800 00
Oil and waste, per annum, 20,592 00
Fuel, per annum, 164,440 00
Car repairs, per annum, 102,000 00
Labor on track, additional, per annum, .... 38,000 00

Total cost of moving a second 500,000 tons, per annum, $529,801 00

Cost of moving each ton, $1 06
Cost per ton per mile, 003^”

Adjourned until Friday at 11 o’clock.
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SEVENTH HEARING.

Friday, February, 16 1877.
The Committee met at 11 o’clock, Senator Bowman in the chair,

who stated that the Committee were ready to proceed with the
hearing; and—

Mr. Crane (resumed). I desire, before proceeding, to answer
one question put by the Chairman j’esterday, which was, “ Suppose
this railroad pays no dividend, is there a deficiency in the sinking
fund?” I will say to that, there is no possibility of a deficiency.
The bill provides that the 1 per cent, shall be paid into the sink-
ing fund before any dividends shall be paid, and if the sinking fund
is properly invested—as the bill provides—there can be no loss to
the State; and it would be absolutely safe for the State to guaran-
tee the payment ultimately of the $35,000,000. If the 1 per cent,
is put into the sinking fund every year, there is no doubt but what
it would exceed that amount.

(To Mr. Bowman.) It cannot admit of a serious doubt in the
mind of any one but what this 714 miles of railroad can earn the
1 per cent. The very taxes that we take off will pay the 1 per
cent.

(In reply to Mr. Sleeper.) The liability- of the State is to pay
the two and a half per cent, semi-annually, and the one-half per
cent, semi-annually to the sinking fund, if the roads shall fail to
earn it.

The Chairman. There is no doubt as to the accumulation of
the sinking fund, but the open question is, whether the revenue
from the roads will free the State from any loss, and that point can
be considered in the closing argument.

Mr. Crane. I desire to put in some statements as to the cost of
transportation.

The cheapest known method of transportation is on the ocean,—
on free navigable waters,—and large steamships of from 3,000 to
5,000 tons, such as run between this country and Liverpool, are the
most economical. Where they can have full freights one way and
moderate return freights, the cost will not exceed one mill per
ton per mile for long distances. That is the cheapest known
method. The second cheapest method is on the inland lakes ; where
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propellers of 1,000 to 1,500 tons burden are in use, -with full loads
one way and moderate return freights, the cost will not exceed two
mills per ton per mile for long distances. The third cheapest
method of transportation is on a long line of railroad, such as this
is proposed to be, 959 miles, under one management and control.
On long lines of railroad, such as from Boston to Chicago, the cost
of transporting freight from West to East, with no return freights,
working the road to one-half its capacity, is four mills per ton per
mile, and will keep the road in good repair and cover all charges.

(In reply to Mr. Lee.) lam now dealing with a line of road
from Boston to Chicago, allowing it to be worked at one-half of its
capacity, and four mills per ton per mile will pay all expenses.

The next cheapest is the Erie Canal; not taking its branches, but
its main line from Buffalo to Albany, 3GO miles, full loads from West
to East, withboats returning empty, the cost is seven mills per ton
per mile, without interest and without tolls. Add the tolls, and
the charge will go up to one cent per mile.

I had an interview some time ago with Commodore Vanderbilt,
and, talking this matter of the cost of carrying freight, he said to
me :

“ Mr. Crane, I have had experience with ocean transportation,
and I know your figures are correct as regards that and also as to
lake transportation; but do you mean to tell me that railroads can
cany freight cheaper than canals?” I showed him my figures and
explained to him my reasons, and a year ago we saw a practical
result, when rates were reduced to one cent per ton per mile, and
everybody thought the Commodore had gone crazy.

The line of railroad, Boston & Albany and connections to Chicago,
carried, as near as can be estimated, 100,000 tons freight west of
Buffalo. They have a carrying capacity of 1,450,000 tons, and
only carried 100,000 tons. The average rate has been 25 cents per
hundred. They have carried certain classes as low 7 as 13 cents per
hundred, and some as high as 40 cents during the past summer, but
the average has been 25 cents per hundred, or $5 per ton, to
Chicago. Instead of sending cars back empty, had they r reduced
the rate to 10 cents per hundred, with the carrying capacity of
600,000 tons, they would have received $1,200,000, instead of
$500,000 for 100,000 tons. Where does the other five-sixths go?
It goes b3? water to Baltimore, New York, and Philadelphia, and
from there West, at an average rate of 13 cents per hundred.

Mr. Stearns. I desire to read a few extracts from the Railroad
Commissioners’Report for 1876, and put them into the case :

“ Ever since the opening of the Erie Canal in 1825, a monopoly of the
business of exporting produce had been practically conceded to New
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York. As is very well known, until within the last ten years it was not
supposed that railroads could compete for the carriage of cheap and
bulky articles with lake or even slack-water navigation. Rates, however,
have generally fallen, until it has at last been demonstrated that under
certain favorable conditions it is more advantageous at all seasons to for-
ward nearly every description of merchandise by rail than by water.
Accordingly, the amount of agricultural products moved by rail from
west to east, as compared with that moved by water, has gradually risen,
until at the close of navigation (December 2) of the year just ended, it
amounted to more than half of the whole quantity moved. In 1873 the
proportion was 29.8 per cent, moved by rail to 70.2 per cent, by water; in
1874 it was 38 per cent by rail to 67 per cent, by water; in 1875 it was
41 per cent, by rail to 59 per cent, by water; and at last, in 1876, it was
52.6 per cent, by rail to 47.4 per cent, by water. .

.

.
“For sis months the spectacle was witnessed of railroads hauling

merchandise 1,013 miles east for $3.60 per ton, and the same distance
west for $2.80 per ton,—in the one case at the rate of 3.5 mills per ton per
mile, and in the other at the rate of 2.S mills; a result -which made sober
and reasonable the most extravagant predictions which the advocates of
cheap transportation had ever ventured to utter.”

Mr. Crane. I desire now, before proceeding to a description of
matters outside the State, to have Mr. Ballou read a reply to a
question asked him last Thursday by the Committee, “ If he knew
the cost of transporting freight, and would like to put it into the
case ? ”

The Chairman. Permission is given to Mr. Ballon to make his
statement. Mr. Ballou therefore read the following:—
“Hon. S. Z. Bowman, Chairman Committee.

“Sir;—At the hearing on the 9th inst., you asked what would be the
cost per ton of carrying freight from Boston to Chicago over the pro-
posed through line. I had not then before me the data bearing upon this
point, but now submit an answer in writing. You will readily see that
any estimate can only be approximate, without a given number of tons
upon which to base the calculation. To carry one ton alone would cost
a vast sum, and the cost per ton would decrease, according to the number'
of tons carried. But we have material for a statement that will be safe
at least on the conservation side of the question. If wo take the cost
per ton per mile of both local and through freight combined as a basis, it
will give a result that cannot be too favorable for the through freight.
According to the last report of the Railroad Commissioners, the whole
number of tons of freight moved by the Boston & Albany Railroad dur-
ing their last business year, was 2 541 274
The whole cost of moving it was $3,121,724 90
Average cost of moving each ton was 11.228
Average cost of each ton per mile was .... $0.01035

“This includes the cost of returning the empty cars, moving tons of
dead weight for every ton of freight, the expense of stopping and switch-
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ing off cars at local stations, handling' local freight, waiting, wasting
steam, cooling of engines, and the extra cost of moving freight in cars
only partly loaded; in short, all the extra expense of local over through
business, and the cost, as reported, is a small fraction over one cent per
ton per mile. Of course the proposed line, or any line, could do a through
business at much less cost. But calling it the same, we have as the cost
per ton for the whole 959 miles of the proposed line, $9,926. But the
business upon which this running is based is done at a great waste of
facilities. In doing local business much is lost by having to run many
cars only partly loaded. In through freighting nearly every car can be
filled to its capacity, at least one way. The average of trains on the
Boston & Albany Railroad consists of eighteen eight-wheel cars.* Their
capacity is 180 tons. But the average amount actually carried per
train mile was only 87 tons,f less than one-half the carrying capacity
of the cars moved. On a through line, in doing a through business at
prices that would admit of filling the cars both ways, about twice as
many tons could be moved at nearly the same cost. Look at it from
another point of view. About three-fourths of all westward-bound cars
on the Boston and Albany Railroad ran empty,:f and will until there
is a change in the prices of carrying heavy freights west. On any line
doing the business which this road didin 1873, there is room for about
1.400.000 tons more freight from east to west, without any increase of
cars, track, engines, or train men, and but very little increase of cost of
any kind. In Mr. Chapin’s own words, carrrying a moderate amount of
freight in these oars, otherwise going empty, “ would make very little
difference ”§ in cost,

“ It is entirely within the bounds to say that aside from loading and
unloading, the whole extra cost would not exceed six cents per hundred,
or $1,20 per ton. This, then, is the answer as to 1,400,000 tons of freight
from Boston to Chicago over one route already in operation; if the empty
cars could be used it would cost not exceeding $1.20 per ton. It is a very
important question in business economy whether such opportunities must
always be wasted. But in case it should be found (as it will«o< be under
the proposed bill) impracticable to make a distinction in favor of west-
ward bound freight on account of the empty cars, and it has to share
equally the whole cost, that cost—the average cost per ton for the whole
business—is greatly reduced by filling the empty cars. Add the 1,400,000
tons to the 2,641,274 tons named above, and add the $1.20 per ton on

1.400.000 tons to the whole cost of moving the 2,541,274 tons, and we find
the average cost of the whole business to be $6,827 per ton between
Boston and Chicago. But this result is still much too large, for the
reckoning, includes all the extra cost of doing a local business along the
whole line corresponding to that done between Boston and Albany last
year It is to be regretted that the railroad returns do not give the
necessary data for separating the cost of the local from the cost of the

* Boston & Albany Reports, 1876.
t Railroad Commissioners’ Report, 1876,p. 20.
I Boston & Albany Returns, 1876, p. 11.
{ Evidence before legislative committee on Boston & Albany R. R. Co., 1874, p. 57.
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through business. It would give for the through business a much more
favorable showing than we have yet reached. In the report of the State
Commission on cheap transportation made to the Legislature in 1870, on
page 122, is a very carefully prepared estimate of the cost of carrying
through freights only. It is an estimate for transportation over a double
track of steel rails, the cars only loaded one way, and the speed eight
miles per hour. The estimate is for a distance of 826 miles, and includes
'every expense except terminal facilities. The result there arrived at is
|1.72 per ton for the first 500,000 tons, and $l.OO per ton for each subse-
quent 500,000 tons per annum. For a business of 3,000,000 tons, this
would give an average cost of $1.17 per ton for the 325 miles, freighting
only one way.

“Extending the distance to 959 miles, the length of the proposed
line to Chicago, at the same rate, we find the cost of transporting
3.000. tons between Boston and Chicago is $3,453 per ton or 8 6-10
mills per ton per mile, which is only 4-10 of a mill less than the Boston
& Albany carried a portion of their freight last year. Freighting both
ways would bring the cost proportionately less. As already shown, if
advantage might be taken of the empty oars, return freight could be car-
ried West as far as Chicago, or farther, at a cost not exceeding 11.20 per
ton. But if the return freight should have to bear its full proportion of
the whole expense, which the superabundant productions of the West
makes unnecessary, and which Massachusetts will yet find a way to avoid,
then, on the supposition that two-thirds of the empty cars would be
freighted at very low rates with New England productions, including the
products of her quarries, we should have 2,000,000 tons going west, and
adding the $1.20 per ton on this amount to the cost already found of
moving the 3,000,000 tons, we have for doing a business of 6,000,000 tons,
both ways, a cost of $2,552 per ton between Boston and Chicago. In
these estimates, cost of maintaining the road, track, and all equipments,
as well as ordinary running expenses, is included, with the exception of
terminal facilities in the commissioners’ estimates. It remains to add
enough to pay the interest on the capital employed until it is cancelled by
the proposed sinking fund. The estimated cost of the through line is
185.000. call it $100,000,000 ; the interest is $6,000,000. The cost per
ton of meeting this demand depends of course upon the number of tons
carried. If 5,000,000 tons, which is a moderate amount for such a line
well established, the cost is $1.20 per ton. This added to the $2,552 per
ton for expenses makes a total cost, including 6 per cent, for interest
and sinking fund, of 13.752 per ton for doing a through business of
5.000. tons a year over the proposed line. This is just 4 2-10 mills
per hundred, or 8 4-10 cents per ton less than the lowest rate,* at which
the Boston & Albany Railroad carried last year. The data from which
the calculations are made, I have obtained wholly from Boston & Albany
Railroad reports, from the published testimony of President Chapin, and
from the reports of the Railroad and State Commissioners. You will find
references in the margin to book and page.

“ Respectfully, Russell A. Ballou,
“February 16, 1877.” Pemberton Sq., Boston.

g ‘Boston & Albany Returns, 1876.
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Mr. Crane. (In reply to Mr. Bowman.) As to whether the cars
that now,bring cattle can be used in taking return freights, I would
say that Mr. Squire informed me that his freight bill from the West
to the railroads, in 1873, was $BOO,OOO, but it has since fallen off to
$300,000, and the reason given by therailroad people for raising the
rate (which was the cause of injuring Mr. Squire in his business)
was, that the cars could not be used for return freights. In my
opinion, the cars could be used for transporting marble and granite,
and there are some railroads that are using these cars in this way
how. There is freight enough to utilize them, but no disposition on
the part of the railroads to do so, as long as they are able to
10 per cent, without.

I have now explained what we propose to do at home. We have
made a strong combination, and the object is to send it out. It
means consolidation at home. Ownership beyond. In 1869, when
I came to investigate what legislation would secure cheap transport-
ation to Massachusetts, I gave particular attention to the line from
Hoosac Tunnel to Lake Ontario. I traversed the Mohawk Valley;
I found surveys that had been made twenty years ago by the New
York Central, —the same route that is proposed by Mr. Burt. We
go from Eagle Bridge, crossing the Hudson River at Mechanicsville,
at 900 feet width, to Ballston Springs. There is no railroad there
now. We follow this line eight miles north of Schenectady, and
thence on due west to Trenton Falls. We have a connection into
Schenectady, via Rensselaer & Saratoga Railroad, controlled by the

Delaware & Hudson Canal Company, or we can build a direct line
into Schenectady, from a point about eight miles east of Ballston.
Mr. Burt’s line takes the southbank of the Mohawk River, and runs
parallel with the New York Central, which is on the north bank.
This line has easy grades, mine exceeding 30 feet to the mile.
1 said I went over this line in 1868, and the difficulties in the way

were the canals ; and I found that the people and landholders were
opposed to a railroad. Every one of the bridges over the canal
would have to be crossed at grade, or else raised. And in compar-

ing engineers’ estimates, 1 found the lowest cost would be $60,000
per mile, from Schenectady to Utica. The country has been surveyed
on the northerly line, and the difference between the cost of the
two lines will vary from $5,000 to $lO,OOO per mile. The differ-
ence in favor of the north line,—Mr. Burt’s line, and the northerly
line,—come together at Rome.

At Trenton Falls we connect with a line of railroads, now called

the Utica & Black River Railroad, to Clayton, on Lake Ontario, at

the head of the St. Lawrence River. Clayton is 360 miles from
Boston, as against 416 miles to Ogdensburg from Boston via Central
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Vermont Railroad. This shortens the G-rank Trunk Line to Boston
95 miles. It is five or six miles across here to the Grand Trunk
Railroad, but it is a better crossing than at Ogdensburg. The
harbor of Clayton is the best harbor on Lake Ontario, and is capa-
ble of sheltering 500 vessels. Another advantage at Clayton is,
when I was there a few years ago, I found a large number of ves-
sels there which had brought lumber down through the lakes and
unloaded it at Clayton, and rafted it down the St. Lawrence River ;

I found also these same vessels loaded stone as ballast, and paid for
the stone and put it on board themselves. I asked a»captain, “ Sup-
pose that the nail manufacturers of Boston 'were to send kegs of
nails here and put them on your vessel, what would you charge
them as freight to carry them through?” “Why,” ’said he, “if the
nails were put on board the vessel, I would take them for nothing.”
And machinery could be carried to Duluth for one dollar per ton.
I noticed another thing at Clayton: that all these vessels were
loaded up on the decks with staves that were to be shipped to Spain
and Italy, and these could be shipped to Boston for one cent per
ton per mile, and 200,000 tons would be landed at our wharves.
The foreign grain business is not all done in steamers, but 300 or
400 ton ships load grain for those ports that the steamers cannot
reach, and the sides of these ships can be lined with these staves :

one naturally follows the other. What else do we find at Clayton ?

Who owns all these vessels? I found that a Norwegian was agent
for one of the greatest lumber merchants in the West, worth $12,-
000,000. Who owned all these vessels ? Mr. Calvin of Kingston.
This Norwegian took me over to Kingston and introduced me to
Mr. Calvin. I asked him what rates he would charge Bostonians if
they would fill his vessels up with freight. Said he, “ I will take all
the freight you can send me for one dollar per ton, way through to
Duluth.” He told me that he sent 300,000,000 feet of lumb’er to
Oswego annually, and would give this freight to Boston rather than
to New York, if it could be sent at same rates. He sends down the
lakes 500,000,000 feet annually, and has enough to last twenty
years.

If freight could be carried for one cent per ton per mile, or for
83.60 from Boston to Clayton, then we could fill these vessels that
now go back in ballast with all our manufactures. What else did I
find at Kingston ? I met the members of the board of trade, and
was asked by them, “ Can we rely upon 82 per ton from the
Canard Wharf in Boston to Kingston ? ” and I told them, “Yes ; and
if that was not low enough, could put the rate lower.” We then can
get the imports which now go into New York or Montreal.
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I then determined to go to Georgian Bay, and what did I find
there?—one of the best fruit countries in the world. The business
goes down to Toronto and thence to Quebec. Then we found that
the cheapest way to move corn East, from Chicago, was by water to
Georgian Bay. And then the lumber business. An engineer thor-
oughly acquainted with the country, informed me that a belt of the
best lumber in the world, from 50 to 100 miles in width, and ex-
tending more than 700 miles north, was there, and we can imagine
what the future business, in connection with the East must be, when
this line is in operation.

(In reply to Mr. Lee.) The population of the towns on the line,
I will give from the census reports, if desired. The oldest town is
Johnstown, and has a population of about 7,000. There are other
quite populous towns. It is mostly a farming community, and a
large amount of cheese is manufactured; over 30,000,000 pounds
are sent to New York annually. The New York Central are run-

ning two trains per week, in order to accommodate this business,
and of this cheese, over 22,000,000 pounds are shipped from New
York to foreign ports annually.

When we have this trust organized and a president chosen, then
we can settle the question as to the best route to take. At the next
hearing, I will explain the details of the line due west from Trenton
Falls, with grades and distances.

(In reply to Mr. Lee.) Mr. Calvin said that he sent down the
lakes 500,000,000 feet of lumber annually. I suppose that they get
about 200,000 feet to the acre, although in some parts of Maine I
have known of their cutting but 35,000 feet to the acre. This busi-
ness cannot be developed by individuals, but only by a trust such as

we propose. If 500,000,000 feet of lumber were cut away annually,
he would cut back about ten miles every year.

>

Committee adjourned until Monday, February 19, at 11 o’clock.
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EIGHTH HEARING.

Monday, February 19, 1877,

The Committee met at 11 o’clock. Senator Bowman in the chair.
The Chairman. The Committee desire to know if the petitioners

can inform us how much more time they will need in order to put
their case in.

Mr. Crane. We want to have time enough to put in all the facts
in relation to this matter, and do not want to feel limited as regards
time; but I think we can get in all the evidence by Wednesday.

The Chairman. The Committee, then, will hold a session to-day
from 11 till 1; and another one this afternoon from 2 until 4^-.

Mr. Crane. At the hearing of the Committee on Thursday last, I
stated that the sinking fund, as provided for in the bill, with its
accumulations, would in the year 1900 extinguish the 135,000,000
guaranteed by the State to be then paid for.

Mr. Bowman, chairman of the committee, asked if I knew any
railroad in the State that would pay off its entire capital with its
accumulations in earnings in twenty-three years.

My reply at once was, “ Nearly every road that runs out of Bos-
ton,” and especially mentioned the “ Boston & Albany,” whose net
earnings, exclusive of taxes cbmpounded, would redeem its capital
stock, at par, every seven years, the Boston & Providence in eight
years, the Fitchburg, Boston & Maine, Lowell, and Old Colony
within ten years.

Careful examination of the Boston & Albany road for the ten
years from ’65 to ’75 shows the fact that it was really accomplished
in less than six j'ears. The same care in revising the reports of the
other roads named will, bej'ond doubt, show that I have made an
underestimate of them also.

The average capita! paid in on the Boston & Albany road from
’65 to ’75 was $16,609,400. Dividends paid, including taxes, in
that time, was per cent., which, with its yearly accumulations
of interest, would pay in full its present capital of $19,864,100 and
have a surplus of over $13,000,000.

When we left off on Friday we were comparing the lines from the
Tunnel west; the line through the Mohawk Valley and our pro-
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posed line. The Burt route crosses the Mohawk River four miles
west of Schenectady, and takes the south bank of the Mohawk River
to Rome. It has no grades coming east of more than 20 feet to the
mile, and none going west exceeding 30 feet to the mile. The north-
erly route has no grade exceeding 50 feet to' the mile going west,
and none coming east of more than 45 feet to the mile, from a com-
mon point at Rome. We can reduce these grades if deemed best;
it will only be a question of expenditure of money. •

(In reply to Mr. Lee.) The grade of the southerly route is about
the same as New York Central grade. Whether you take the north-
erly route or the one on the south bank of the Mohawk, the distance
is about the same until we come together on common ground, west
of Rome. The grades on the southerly route are 80 feet to the mile
going west and 20 feet coming east, and on the northerly route 60
feet to the mile going west and 45 feet coming east; and these
grades can be reduced by expending a little more money, but which,
in my opinion, would not be wise. West of Rome, the first line of
railroad we strike is the Oswego & New York Midland Railroad,
running from Oswego to New York, and is now in the hands of a
receiver, and it can probably be bought for about §lO,OOO to $15,000
per mile. I would not touch this road, however, because the iron is
poor and the ties are rotten, and the character of the country is such
that we could grade alongside of that road for $4,000 per mile.
This line would give us a connection into Oswego, and give us a
direct line west, as we cannot afford to take our through business
13 miles out of our way to Oswego. Due west, we reach the
Oswego Shore line, which we can take if we desire, or build a new
line if satisfactory terms cannot be arranged.

From Genesee River to the Niagara, River an air line of easy
grades can be built. Thirty miles east of Niagara River is a little
line of road of 30 miles to Buffalo, with grades of about 40 feet
to the mile. West of the Niagara River we take the Canada South-
ern Railroad, 229 miles. There is no grade over 20 feet to the
mile going west and 15 feet coming east; and in 105 miles of road
there is no curve except one very small one. We can build a

double-track railroad, with steel rails, from the Niagara River to
the Detroit River for less money, because the Canada Southern
Railroad was built when everything was higher than it is now.

(In reply to Mr. Lee.) The people of Canada would be glad to
have an independent line to the seaboard, and we can easily get
what legislation we need in Canada.

Going west from the Detroit River we cross the river by ferry.
The Canada Southern have boats that carry 21 cars. On the
west side of the river we connect with a line of railroad going
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north to Detroit and going south to Toledo, and also with the
Michigan Central Railroad. Following due west we connect with
the Chicago & Canada Southern Railroad, owned mostly by J.
W. Converse, Esq., of Boston. The grades are the same as those
of the Canada Southern. About 100 miles of this road is in
operation, nearly 80 miles more graded, and the balance can be
graded at slight cost. The financial condition is about the same
as the Massachusetts Central in this State. The road runs through
a thickly settled country. If responsible parties will take the road
and operate it, guaranteeing six per cent, on its cash cost, Mr.
Converse will complete it.

(In reply to Mr. Bowman.) The road is 270 miles long and
about 90 miles in operation.

(In reply to Mr. Sleeper.) It runs parallel with the Michigan
Southern Railroad, but a little below it. The distance from Chicago
to the Niagara River by this route is about 480 miles.

(In reply to Mr. Winn.) The distance from Boston to Chicago
by this line is about 959 miles.

(In reply to Mr. Weld.) Mr. Converse’s line extends from
Chicago to Detroit River, and is called the Chicago & Canada
Southern Railroad.

(In reply to Mr. Bowman.) There is 100 miles in operation, 80
more graded, and the balance waiting to be graded. The grading
will not amount to much, as the line runs through a flat country.

(In reply to Mr. Sleeper.) It makes 20 miles’ difference whether
you go through Canada or via Toledo to Chicago. From Boston to
Oswego the distance is about the same by Mr. Bart’s route or by
our north line, and the connections are the same.

(In reply to Mr. Winn.) lam unable to give the distances from
New York to Chicago by the other lines, but will hand them to the
Committee to-morrow. The distances from Ogdensburg to Boston
by the present lines, Lowell, Concord, Northern, and Central Ver-
mont, is 416 miles. By our line from Boston via Trenton Falls, the
distance is 385 miles,—more than 25 miles shorter by the Tunnel,
than by the present lines. From Binghamton, through Schenectady,
is 70 miles nearer than through Newburg via Erie, and thence to
Boston by the Boston, Hartford & Erie Railroad, and this holds
good to all connecting points west of Binghamton on the Erie
Railroad.

(In reply to Mr. Winn.) It is 201 miles from Boston to Albany
via Boston & Albany Railroad, and 142 miles from Albany to
Binghamton. From Boston to Schenectady via our line is 197
miles, and from Schenectady to Binghamton is 130 miles. There
are a number of connections at Binghamton to Chicago by the Erie
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Railroad. I stated that it was 70 miles nearer to Boston from
Binghamton via our line than from Binghamton to Newburg, and
thence to Boston via Boston, Hartford & Erie Railroad.

(In reply to Mr. Bowman.) We propose to control the Albany
& Susquehanna Railroad from Schenectady to Binghamton.

The next connection is the line of railroad we cross at Ballston,
going to Saratoga and the north. It is 187 miles from New York
to Saratoga, by way of Albany and Troy, and there is but five miles
difference between Ballston to Boston and Ballston to New York.
The next line we cross is the Lebanon Valley Railroad from Chat-
ham Four Corners, extending north 50 miles, owned and controlled
by Governor Smith of the Central Vermont.

Now, as to the various lines we cross going west. Have they an
interest with us? All things being equal, every railroad will find
its level, and as soon as they see that it is for their own interest
to go-with us, they will look out for that interest.

(In reply to Mr. Winn.) In comparison with New York Central,
they have a summit of 450 feet to overcome in 15 miles, 400 feet of
it in 5 miles, or 80 feet to the mile going west from Albany, and
an 80-foot descent into Schenectady. We have no grades in reaching
Schenectady over 60 feet to the mile going west and 50 feet coming
east. I prefer to discuss the question of grades at another point of
the hearing.

(In reply to Mr. Sleeper.) The grades are heavier by the
Boston & Albany line than by ours.

The next point I wish to discuss is the antagonisms to this route,
which is a broad subject, and under this head I will name as the
first antagonism going west—(and these antagonisms will exist just
the same on the Burt route) —is the antagonism at home in the
form of railroad ownership in other property ; viz., the stockholders
of the Boston & Albany Railroad, who think this is to be a means
of depriving them of their just due, and they forget the benefit which
is to come to the general public. Then there are the antagonisms
from the Cheshire Railroad and the Northern Railroad, because of
the competition for the northern business ; and then we find, on the
other hand, not only the stockholders of the Boston & Albany Rail-
road, but the “ Springfield Republican,” controlled by the Boston &

Albany Railroad, which is an antagonism that will be felt. Go a

little farthe’r and we find an antagonism in the Connecticut River
Railroad, because we will interfere with their business from New
York, if we make the same rate on freight to Greenfield as to
Boston, it will hurt that road. Next we find the Metropolitan Line
of Steamships, which does a large business with the West, and
which, by the opening of our line, would naturally come to us. The
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Baltimore & Ohio Railroad is another antagonist. They don’t fear
Mr. Bart’s plan, because they can combine with him, and then his
line only goes as far as Lake Ontario. The Pennsylvania Railroad
is another. The line from Chatham Four Corners north, one would
naturally think would be friendly ; but it is owned by Governor
Smith of the Central Vermont, and he don’t want to have the busi-
ness go to Boston which now goes to New York. The idea of the
bill is to put aside all personal interest, and Carry out its pro-
visions on public grounds.

The next antagonism is the Troy & Boston Railroad, under the
garb of a lamb. There is no use of talking about this road, be-
cause it is owned bjr Vanderbilt. But we can build a new line,
under the general railroad law of Vermont, that will enable us to
get to the state line independent of the Troy & Boston Railroad ;

and Mr. Burt has got the same obstacles to contend with.

The Committee met at 2.30 o’clock, and—
Mr. Crane (resumed). When I closed this noon I was dealing

with the Troy & Boston Railroad. I wish to go back for a moment
to the antagonisms at home. The five presidents, treasurers, clerks,
and other officials of the five roads we propose to take will probably
make their antagonism felt on selfish grounds. Now as to the Troy
& Boston Railroad. Troy, as a city, is one of the largest manu-
facturing cities on the Hudson. It was settled by New England
people, and has grown up in spite of Albany. Troy people have
put a large sum of money into the Troy & Boston Railroad ; but
Troy as a city are our friends, but under its present management
the Troy & Boston Railroad are our deadly enemies. It is owned
by W. H. Vanderbilt and Chester W. Chapin, and Mr. Vail did
not dare to deny it when the question was put to him at the hearing
in 1872.

Troy has an interest in our proposed line ; but the Troy & Boston
Railroad is held by a man who does not want an interest. We pro-
pose, under the general railroad law of Vermont, to build a road
under a new company across Vermont, unless the State, which owns
this leased road (S. Vermont), shall say what shall be done with it.
An independent line has got to be built to give us an independent
route into Schenectady, about 50 miles, and will cost $60,000 per
mile, including everything. Mr. Burt says that it can be built for
$750,000 ; but what does he propose to build? It will cost $60,000
per mile, as estimated by Mr. Edward Appleton, who, in all my
experience, has always been found to be correct. By this line the
distance to Schenectady will be 197 miles, against 219 miles by the
Boston & Albany Railroad. When Mr. Winslow, the president of

10
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the Poughkeepsie Bridge, was in Boston, I went and heard him
address the merchants of Boston on the benefits to be derived from
the bridge by the cheapening of the rates of coal transportation. I
had an interview with him afterwards. He told me that of all the
cold-blooded men he had ever talked with, Boston had the worst.
I told him that he did not understand the people of Boston; they
didn’t understand the Poughkeepsie Bridge. I informed him that
the Poughkeepsie Bridge had no more to do with furnishing cheap
coal rates to Boston and Massachusetts than any other bridge cross-
ing the Hudson at any other point would have ; as the cheapest
method of supplying Massachusetts with coal was by 3,000-ton
propellers from the Delaware or from Perth Amboy at a cost not
exceeding 60 cents per ton, from the cars to the elevators here,
including all charges ; and our lumber cars, instead of returning
empty, could take the coal to all the towns on the line west, be-
tween Boston and Lake Ontario, at a charge not exceeding Si per
ton, which would be nearly all profit to the roads doing the business.
Instead of coal coming east through the Tunnel or by the Pough-
keepsie Bridge, this route is the only reliable one to furnish our

people with cheap coal. Mr. Winslow then said that if he had
known these facts before he had addressed the merchants, he would
have returned to Poughkeepsie completely mortified. While I was
talking Alderman Clark came in, and after a protracted interview it
led to his signing a petition in aid of our bill.

If we can go to Troy and have the Board of Trade understand
this question,—when we can show that Troy will be brought nearer
to the West, and that it will be the head of river navigation instead
of Albanj',—we shall have all the people of in our favor and
against Vanderbilt. The next antagonism is the Delaware & Hud-
son Canal Company, who are reported to be our friends; yet, as
soon as this combination is formed, they become our bitter enemies,
because we will compete for their coal business, which they wish to
monopolize. Their object is to get high rates to Greenfield and all
the other towns, and our point is to send to Boston for $1 per ton;
and then, again, we will compete with them for passenger travel
from Saratoga. This connection and matter is one requiring intri-
cate negotiations,—and who can control these negotiations? I hope
to see a man elected by these thirty corporators who will be able
to conduct these negotiations in a manner perfectly satisfactory to
all parties.

The New York Central Railroad is another antagonist. By
building our line on the northerly route, we drain all the business
that now comes down to the Central. When you get to Ballston,
there is a large population, as you go west, that have an interest
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with Troy,—over 40,000 people. It opens up magnetic ore to Troy,
and also the farming towns, wl»ere cheese is made, over 30,000,000
pounds being sent to New York via New York Central annually;
and, also, it opens npa lumberbusiness ofover 100,000,000 feet annu-
ally ; and by opening this line it puts a passenger into Troy direct.
All the business done north of the Central must cross our lines
first, and if we can make a more direct and cheaper line, we shall
get most of the business, as we can make it for the interest of
all the lines crossing ours to give us the business and to work
with us.

Utica will fight us because they think we are going to build a line
that will injure them, and because we go to Troy and do not go
through Utica; but we can give them a connection with our line
by the Black River Railroad, and give them the benefits of the com-
peting line.

Then, going farther west, we encounter the Rome & Watertown
Railroad. Go and talk with the directors of that road, and they say
they want us to have our line go to Rome, because they can live
better with the New York Central. This road will also require
intricate negotiations, and the details will have to be looked after
carefully.

Then comes the Oswego Midland Railroad. They want us to go
to Oswego and take all the Western business through that place, 14
miles out of the way. I do not propose to do that, but am willing
to take the Oswego business down to our line. Then there is the
canal from Oswego to Syracuse. When I was at Syracuse I called
upon a wholsale grocer there, who was doing a business of over
$2,000,000 per annum, and I asked him where and how he could do
so much in Syracuse. He said to me : “My customers are around
here, within 20 miles, and I can sell cheaper than in New York. I
have at New York who buys, and when he has got 1,000
tons of freight, he goes to the agents of the railroads and canals
and makes a rate with them for the entire lot, and b}' this means of
competition between the different lines I get goods 150 per cent,
cheaper than the rest of the dealers in the country.” When we
attempt to put our trade into Central New York, we come in com-
petition with these local wholesale dealers, and the railroads make
the local rates to Central New York so much higher than the through
rate to Chicago, that it is useless to undertake to put our goods
there. Syracuse is an antagonistic point, on account of the railroad
and the canal; but give Syracuse an independent line to Boston,
at low rates, and she will have an interest with us.

(In reply to Mr. Lee.) Boston stands second to none on the
continent in its facilities for landing sugar. All that we want is
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customers, and those we can get with low rates. Syracuse trade we
must command.

Another antagonism will be encountered in the Oswego Shore
Line Railroad. They will sell the road to us at cost, but we can
build much cheaper. If they won’t come into the line, we can build
a line of our own and take all the business. So they will think it
for their interest to work with us. At Fulton, through which our
road passes, is a large flouring mill of a capacity of 3,000 bbls. per
day, and, as soon as the canal closes, they are at the mercy of Van-
derbilt. All this business we could have the year round, by giving
them rates as low to Boston as to New York. Then the Rochester
people say, “ Give us prices to Boston just as low as to New York,
and we will send our business over this line.”

At Buffalo, I met the board of trade, and they informed me they
would send business if they, could have an independent line with
fixed rates. When the canal closes, then they are at the mercy of the
Erie and New York Central railroads, and these roads can charge
whatever they feel disposed to. It will be everything to Boston to
have the people of Buffalo feel as much at home in her streets as
they do in New York streets. Then, the people of this State have
an interest in the Buffalo & Jamestown Railroad, and, by our pro-
posed line, we get an independent line for the oil business, by a con-
nection with this road.

On the Canada side, we encounter antagonisms from the Great
Western Railroad, because of the connection at Clayton and the
taking of the Toronto business. We can lease this road, if we wish,
for a great deal less than cost.

Then comes the antagonism from the Michigan Central Railroad.
But I will stop here.

Adjourned until Tuesday at 11 o’clock.
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NINTH HEARING.

Tuesday, February 20, 1877.

The Committee met at 11 o’clock, Senator Bowman in the chair,
who stated that the Committee were ready to proceed.

Mr. Crane. I desire to submit the following statement as to the
computation of the sinking fund, which shows that in a little more
than 23 years the accumulations will amount to enough to retire the
129,000,000 held by outside parties, and in a little more than 27
years will retire the entire amount of $35,000,000.

Statement showing the Semi-Annual Accumulations of the Sinking
Fund, as provided for in the Bill to Incorporate the “ Boston and
Chicago Railway Trust Company”; the process of its investment
in the Stock at 15 per cent, premium, and term of years required
to put the State Treasurer in possession of the whole amount oj
Capital Stock.

Stock bought at 15 per Total amount of Stock
Semi-annual payments cent, premium with owned by the State

Time in years.
in cash. each semi-annual at the end of each six

payment. months.

j $6,000,000 00
4, . . I $825,000 00 $282,608 69 I 6,282,608 69

1, . .
. 832,065 21 288,752 35 ! 6,571,361 04

14, . . i 339,284 02 295,029 68 6,866,390 62
2, . . .1 346,659 76 '301,443 27 j 7,167,883 89
24, . . 354,195 84 307,996 38 | . 7,475,830 27
3, 361,895 75 314,691 95 7,790,522 22
.34, . . . 369,763 05 321,533 09 8,112,055 31
4, 377,801 38 328,522 94 8,440,578 25
44, 386,014 45 335,664 74 8,776,242 99
5, 894,407 07 342,962 67 9,119,205 66
54, . . . 402,980 14 850,417 51 9,469,623 17
6, 411,740 57 358,035 28 9,827,658 45
64, 420,691 46 365,731 70 10,193,390 15
7, 429,834 75 373,769 35 10,567,169 50
74, 489,178 98 381,894 76 10,949,054 26
8, 448,726 35 390,196 85 11,339,251 11
84, 458,481 27 398,679 36 11,737,930 47
9, 468,448 26 407,346 31 12,145,276 78
94, 478,630 91 416,200 79 12,561,477 57
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| •
Stock bought at 15 per Total amount of Stock

j Semi-annual payments cent, premium with owned by the State
ime inyears. cash. each semi-annual at the end of each six

payment. months.

10, . . 489,036 93 425,249 50 12,986,727 07
10$, . . . 499,668 17 434,494 06 13,421,221 13
11, ... 510,530 52 443,939 58 13,865,160 71
11$, . . 621,629 01 453,590 44 14,318,751 15
12, . . . 532,968 77 463,451 10 14,782,202 25

..
. 544,555 05 478,526 13 15,255,728 88

13, . . . 556,393 20 483,820 17 15,739,548 55
13$, . . . 568,488 71 494,338 00 16,233,886 55
14, .

.
. 580,847 16 505,084 49 16,738,971 04

14$, . . 593,474 27 516.064 58 17,255,035 62
16, ... 606,375 89 527,283'38 17,782,319 00
16$, . . . 619,557 97 538,902 59 18,321,221 59
16, ... 633,030 58 541,768 29 18,862,989 88
161, . .

. 646,674 74 662,325 86 19,425,315 74
17, ... 660,632 89 674,463 38 19,999,779 12
17$, . . . 674,994 48 586,951 72 20,586,730 84
18, ... 689,668 27 599,711 54 21,186,442 38
184, . . . 704,661 04 612,748 73 21,799.191 11
19, ... 719,979 77 626,069 36 22,425,260 47
19$, .

„
. 735,631 51 639,679 57 23,064,940 04

20, . . . 751,623 50 653,585 65 28,718,525 69
204, . . . 767,963 31 667,794 03 24,386,319 72
21, ... 784,657 99 682,311 29 25,068,631 01
214, . . . 801,715 77 697,144 15 25,765,775 16
22, ... 819,144 37 712,299 45 26,478,074 61
224, . . 836,951 86 727,784 22 27,205,858 83
23, ... 855,146 47 743,605 62 27.949,464 45
234, . . . 873,736 61 759,770 96 28,709,235 41
24, . . . 892,730 88 776,287 72 29,485,523 13
244, . . . 911,137 97 792,293 88 30,277,817 01
25, ... 931,945 42 810,387 32 31,088,204 33
254, . . . 952,205 10 ! 828,004 52 31,916,208 85
26 . . 972,905 22 846,004 54 32,762.213 39
264, . . • 994,055 83 864,395 94 33,626,609 33
27, ... 1,015,665 23 883,187 15 84,509,796 48

563,734 04 490,203 52

27 y ears’ 'I $34,509,796 48
3 mouths, ... 490,203 52
7 days, r

18 hours, $35,000,000 00
45 seconds, J

I now call on Mr. Edward Appleton, who has been over the

country through which the line passes in New York, to give his

views as to the practicability of building a line there.
Mr. Edward Appleton. I reside at Reading, Mass., am an

engineer by profession, and was Railroad Commissioner for Massa-
chusetts for two years. lam familiar with the country between the
east end of Lake Ontario and the state line of Massachusetts. In
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1872 there were four different companies organized in New York
for building railroads with a view to using the Tunnel, and surveys
were made. From the state line to Trenton Falls there is no
difficulty in getting a line through ; the grades are not difficult.
The line goes through an old-settled country. To Port Ontario
and to Clayton the grades are remarkably easy ; and from Rome
the line ran through a flat country, and could be built com-
paratively easy.

’ I have not personally examined the line from
Schenectady via Mohawk River; only know of this from a re-
port of survey by Mr. Stuart, who says the grades are light. The
only difficult place is at Little Falls, where a rocky mountain
comes down to the canal, and consequently a great deal of expense
will be incurred at that point. The difficulty on the north line is at
the summit, between the state line and Trenton Falls, which is
about 900 feet higher than Rome, and I should recommend a grade
of 45 feet to the mile, which would not exceed any on the Vermont
& Massachusetts Railroad. The New York Central has a compara-
tively level line. The southern lines, Pennsylvania, Erie, and Bal-
timore & Ohio railroads have heavy' grades, but they' have an advan-
tage in the cheapness of coal. It would not be an advantage to
have the line stop at Schenectady', because it would only make
that the competing point for the other lines,—New York Central
and others,—allowing the same combinations as at present. I have
prepared a statement of the distances and cost of the other lines,
as compared with this, as follows:

Baltimore & Ohio Railroad.
Distance from Baltimore to Chicago, .... 839 mites.
Total length of line owned, leased, and operated, . 1,468.30 “

Total capital and debt account, $82,647,526 03

Pennsylvania Railroad.
New York to Chicago, by guide, 918 miles.
Total line in Pennsylvania, . • 908.6 “

Total line between New York and Pittsburgh, . . 1,666.5 “

Total capital and debt, $128,188,681 16

Pittsburgh, Ft. Wayne & Chicago.
Capital and debt, 37,349,286 71

$165,637,966 87

New York Central & Hudson River Railroad.
New York to Chicago, 836 miles.
Operates, 1,000.2 “

Capital stock and debt, $129,433,136 62
Two million out of forty million bonds charged es-

pecially to Hudson River Railroad,
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Lake Shore & Michigan Southern Railroad.

Capital stock and debt, $87,774,000 00

$•217,207,184 62
Operates, 1,175.2 miles.

Oreat Western (of Canada) Railroad.
Operates, 717.9 miles.
Capital stock and debt, $47,902,980 00

Michigan Central Railroad.
Operates 803.7 miles.
Capital stock and debt, $32,023,204 00
Boston to Chicago via Suspension Bridge, . . . , 1,009 miles.

Boston & Albany Railroad.
Capital stock and net debt, $26,242,627 63
Operates, 317.6 miles.

New York Central & Hudson River Railroad.
Two-thirds of stock of New York Central & Hudson

River Railroad ($89,428,800) and debt less Hudson
River, $2,000,000, $97,623,701 62

Great Western Railroad of Canada, as above, . . 47,902,980 00
Michigan Central, as above, 82,023,204 00

Total, • . .' . $203,792,513 25

Now we take the line proposed. Suppose we build a new line
across the State of New York, from the state line to the Niagara
River, a distance of 334 miles ; assuming that it would cost $60,000
per mile for double track and steel rails, and $lO,OOO per mile for
equipment,—and that is a high estimate, the cost of equipment of
the eight roads out of Boston average $7,500 per mile, —the whole
would amount to $23,380,000, and putting in the Michigan Central
Railroad, $32,023,204, and the Great Western of Canada, $47,902,-
980, and in this State, $35,000,000, the whole cost from Boston to
Chicago would be $138,306,184, against $203,792,513.25 from
Boston via Boston & Albany Railroad and New York Central. If
we build an entirely independent line, we have the cost, in this
State, $35,000,000; new line across New York, 334 miles at
$70,000 per mile, 23,380,000 ; bridge at Lewiston, Niagara River,
$1,000,000; then I allow $50,000 per mile for building 220 miles
across Canada, which is a fair price, and including equipment,
$11,000,000; bridge across Detroit River, $1,000,000; new line
across Michigan, etc., 272 miles, at $60,000 per mile, $16,320,000 ;

making total cost Boston to Chicago, this line, $87,700,000.
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I now desire to give some of the distances by the various lines:

Boston to Chicago via Albany, Buffalo and Toledo, . 1,037.65 miles,
Boston to Chicago via Albany, Suspension Bridge, and

Detroit. 1,021.15 “

Via Air Line, Michigan Central Railroad, 12 miles less, . 1,009.16 “

Boston to Chicago, via Albany, Buffalo, and Detroit, . 1,007.65 “

Via Air Line, Michigan Central Railroad, 12 miles less, . 995.65 “

By the Tunnel line, the distances are :

Boston via Tunnel to Johnsonville, . . 174.40 less 3 miles.*
Johnsonville to Salisbury, .... 78.77
Salisbury to North Bay,

.... 61.75
North Bay to Oswego, .... 46.75
Oswego to Lewiston, 143.30 less 12 miles.fLewiston to St. Catherines,

.... 9.50
St. Catherines to Detroit, ....219.00
Detroit to Chicago, 284.00 less 12 miles.l

1,007.65 less 27 miles =980.65

Three miles can be saved on Vermont & Massachusetts at Ash-
burnham, and Mr. Crane’s line has been changed from the above so
as to shorten it, and the distance given by him is substantially
correct, viz., 959 miles ; 16 miles of the saving being in building a
new line from Lewiston to Canfield about 40 miles long.

The estimate of C. H. Fisher, Esq., in 1868, for the Lake Ontario
Shore Railroad, was, for a single-track road, $31,000, including
equipment, and when I put the estimate at $70,000 for double track
I placed it high enough. The estimate of C. B. Stuart, Esq., in
1873, for the New York West Shore & Chicago Railroad, through
the State of New York, was, for a double-track road, $61,600 per
mile not including equipment, buildings, land damages, or telegraph.

Speaking of the cost of transportation, we have not yet learned
how cheap freight can be carried. In 1857 General Haupt made a
very careful and minute examination of what would be the cost to
the Pennsylvannia Railroad of carrying an additional amount of
50,000 tons of coal without increase of equipment, and demonstrated
it to be only mills per ton per mile ; and if a still larger amount
was carried, requiring additional equipment, it would be only 4fa
mills per ton per mile. He also showed the whole cost of carrying

• Saved on Vermont & Massachusetts Railroad,
t Can be saved between Fulton and Hannibal.
t Air Line.

II
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coal from the Alleghany Mountains to Philadelphia, 253 miles, at
that time to be $2.07| per ton, 8 mills per ton per mile. In 1874
the Pennsylvannia Railroad was carrying coal at a total charge to
owners of mills per ton per mile. In the same year, the cost of
hauling coal on the Reading Railroad, including taking the empty
cars back, was per ton per mile. Speaking of taking freight
westward in the return cars, otherwise going back empty, H. says
it would cost the company so nearly nothing, that it is difficult to
estimate it. The only source of expense would be in the delay
of loading and unloading; allowing one day for each, the value
of the time lost would be cents per ton for the whole distance
carried. Cost per train mile of running trains on the Massachusetts
Railroads has diminished one-third in the last four years, as will be
seen on page 7, Railroad Commissioners’ Report, 1876.

In making up the cost, we have given the average cost of both
local and through freight; and when we have the average cost of
both so low, the through freight is much lower.

(In reply to Mr. Bowman.) To secure this route to Chicago
would cost $138,000,000, including the $35,000,000 in this State,
provided the Great Western Railway of Canada and Michigan Cen-
tral Railroad were taken at their full cost. But by such a route
as I would advise, it would require $87,000,000, including the
$35,000,000 in this State ; but perhaps I had better say $60,000,000
outside the State, from New York state line to Chicago.

(In reply to Mr. Noyes.) I would take these roads (Great
Western and Michigan Central), if they could be bought as cheap as
it would cost to build. I have not estimated what the roads we
build would earn, and am not able to say what the local business
will be. I have paid no attention to the source of supply. Rely
largely upon through freight.

(In reply to Mr. Winn.) This would probably bring on stronger
combinations on the part of competing lines ; viz., New York Cen-
tral, Pennsylvania Railroad, and Baltimore & Ohio Railroad.

I am unable to say at this moment what the ascent and descent
of the grades are as compared with other roads, but can give you
the information to-morrow, if desired.

Mr. Crane. I propose to put in a written statement (to-morrow,
if possible) giving the cost of roads from state line to Chicago,
the earnings, where the business is to come from, where the money
is to come from, and all the other facts in regard to the roads ; and
then we propose to introduce evidence from some of the business
men of Boston as to the wisdom of the plan. I desire to have Mr.
Stearns give to the Committee a statement that he has prepared.
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Mr. Geo. T. Stearns. I have carefully prepared a statement,
covering the question that has been asked, “ Where is the business
of these roads coming from ? ” and I propose to make it so plain
that there will be no escape from its conclusions. Where is the
business coming from ? The business from the east end is small in
comparison with the freight that will come from the west, but we
look chiefly to the granaries of the West. This source of supply is
endless. I propose to offer, first, as a foundation stone, a statement
by Gen. Haupt, before the Legislature of 1868, who was first gen-
eral superintendent of the Pennsylvania Railroad, afterwards chief
engineer, and was, later, chosen by the city of Philadelphia a direct-
or of the company, to represent the $5,000,000 of stock held by
the city in the Pennsylvania Railroad. He says:—

“When the tonnage of the Pennsylvania Railroad was only about
250,000 tons per annum, I submitted an estimate of the cost of providing
an equipment of cars and engines for a million of tons, and declared that
it was practicable to increase the business to this extent; that the inter-
ests of the city required the largest possible amount of tonnage; and
that, while capital was entitled to interest, public accommodation was a
much more prominent object in the construction of the road than divi-
dends. I was met by the objections that it was visionary and absurd to
talk of a million of tons per annum ; that the rate which I proposed for
coal (H cents person per mile) was ruinously low; that the average cost
of the freight transportation at this time was two cents per ton per mile ;

that anything carried at less than two cents would cause a loss; that we
had a canal along the side of the railroad, owned by the State, on which
the tolls were so low as only to pay for keeping up repairs, and, ofcourse,
it was idle to suppose that the railroad could carry as cheaply as the
canal and still pay dividends upon the cost.

“I answered these objections by proving that the capacity of the Penn-
sylvania Railroad, with the portion of double track then laid, was fully a
million of tons per annum, in addition to the passenger business; that
the increase of tonnage would greatly reduce the cost per ton ; that a
large proportion of expenses were independent of the tonnage carried,
and would be the same for one ton as for one million; that of the
expenses affected by the tonnage, the increase would not be in propor-
tion to the number of tons carried, but in a lower ratio; and that, finally,
if a new business, such as coal, should be received and accommodated,
even at the actual cost of transportation, there would, incidentally, be a
large profit from the passenger and general merchandise business to
which it would give rise.

“ My policy, earnestly advocated, was gradually adopted ; the tonnage
soon reached the limit of a million of tons, for prescribing which I had
been called a visionary enthusiast. Did it stop there ? No, it kept on,
reaching a million and a half, two millions, two millions and a half, three
millions, and last year, nearly three and a half millions of tons.
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“ The original estimate for the cost of the Pennsylvania Railroad was

about sixteen millions of dollars ; now the annual receipts are over
eighteen millions of dollars.”

I also desire to call your attention to the following abstracts from
Senator Windom’s report to Congress, in 1874, on “Transportation
Routes to the Seaboard,” Vol. 1., and then you will see that the
claim we make is not a large one. On page 8, we find the follow-
ing :

“ Perhaps the most extraordinary feature of our governmental policy,
touching the vast internal trade of the nation, is (he apparent indifference
and neglect with which it has been treated. While detailed information
has been obtained by the government, under customs and revenue laws,
in relation to commerce with foreign countries, no means have been
provided for collecting accurate statistics concerning the vastly more
important interests of internal commerce.” “We have no means of
measuring accurately the magnitude of this trade, but its colossal pro-
portions may be inferred from two or three known facts. The value
of commodities moved by the railroads in 1872 is estimated at over
$10,000,000,000, and their gross receipts reached the enormous sum of
$178,241,055. The commerce of the cities of the Ohio River alone has
been carefully estimated at over $1,600,000,000 per annum. Some con-
ception of the immense trade carried on upon the northern lakes may be
formed from the fact that, during the entire season of navigation in 1872,
an average of one vessel every nine minutes, clay and night, passed Fort
Gratiot lighthouse, near Port Huron. The value of our internal com-
merce is many times greater than our trade writh all foreign nations, and
the amount annually paid for transportation is more than double the
entire revenues of the government.”

Page 11, same report, shows the production of cereals in the
United States, as follows :

„ „ Exports, what
YEAR

Production of Home Consump- Exports of e ce t ofCereals—Bushels. lion—Bushels. Cereals—Bushels.
6r C6n

Production.

i1840, . . 616,525,802 602,326,363 | 13,199,049 2.1

1850, . . 867,453,967 851,502,312 i 15,951,655 1.9

1860, . . 1,239,089,945 1,216,084,810 j 22,955,185 1.8

1870, .
.

1,629,027,600 1,571,737,179 ( 67,290,621 3.6
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Increase of Production as Compared ivith Increase of Exports.

, „ „ „ Increase of Home
Increase of Produc- Increase of Exports

Years from and to.
.....

, Consumption—-
tion—Bushels. —Bushels.

Bushels,

1840 to 1850, . . . 251,928,665 2,752,606 249,176,059

1850 to 1860, .
.

. 871,585,978 7,003,480 364,582,498

1860 to 1870, . . . j 389,987,655 34,335,386 355,652,269

Total, . . . 1,013,502,298 44,091,472 969,410,826

The total production of cereals in the United States during the year
1872, is estimated at 1,656,198,100 bushels. The enormous quantity of
corn produced in the States of the first division (viz., Ohio, Michigan,
Indiana, Illinois, Wisconsin, Minnesota, lowa, Missouri, Kansas, and Ne-
braska), nearly 700,000,000 bushels, is largely fed to animals, and is
converted into spirits, in which form it constitutes a very large surplus
product of the West.

In our home markets, producers of grain in, this country meet only
the competition of grain imported from Canada. During the year ending
June 80, 1878, we imported from Canada 6,701,001 bushels of grain. The
wheat received from Canada consisted entirely of the higher grades, and
was imported chiefly at the ports of Buffalo and Oswego, the markets to
which grain produced in the Western and North-western States is shipped.

Home Markets.
Bushels.

The New England States, 41,132,225
The Atlantic States south of New England, . . . 63,744,897

The Atlantic States, 104,877,122
The Gulf States, 33,783,526

Total to home markets, . . 138,660,648
Exported to and consumed in foreign countries, . . . 74,360,778

Total quantity shipped to home and foreign markets, . . 213,021,426

It is estimated that 90 per cent, of the freights shipped eastward from
Chicago by the lakes consists of breadstuff's.

The proportion of the principal and other articles shipped east from
Chicago by the four main trunk railway lines during 1873 was as
follows:
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ARTICLES. Tons. Per cent.

Grain, flour, seeds, and feed, .... 904,284 44.10
Animals and their products, .... 796,241 38.70
Lumber, shingles, laths, staves, and headings, 72,941 3.56
Alcohol, high wines, liquors, ale, and beer, . 22,481 1.14
All other articles, 258,469.7 12.50

2,054,416.7 100.

The transportation of freights westward has also a very important
bearing upon the cost of transporting the cereal products of the West
to the seaboard. Upon those lines which have a large amount of return
freights, the cost of transporting flour and grain to the East is, of course,
less than upon lines which depend mainly or entirely upon eastward-
bound freights.



Statement Showing the Average Rate of Freight per Bushel on Wheat from Ports here mentioned , during 1868, 1869, 1870,
1871, and 1872.

~

Fkom— ! To— HOW TRANSPORTED. | 1808. 1869. 1870. 1871. 1872.

I ; I
Chicago, . . Buffalo, . . Lake, $0 08.3 *0 07.1 $0 06.0 $0 08.5 «0 12.7
Chicago, . . New York, . . Rail, 42.6 35.1 33.3 31.0 33.5
Chicago, . . New York, . . Lake and canal, .... - - - 22.8 28.8
Chicago, . . New York, . , Lake and canal, .... 25.3 24.1 17.5 21.6 26.6
Chicago, . . Montreal, . . Lake and St. Lawrence,... - 17.2 16.6 18.8 24.1

Statement Shotving the Average Rate of Freight per Bushel on Corn, from Ports here mentioned, during 1868, 1869, 1870,
1871, and 1872.

_

Chicago, . . Buffalo, . . Lake, $0 06.0 $0 06.0 $0 06.1$ $0 06.3 $0 10.1
Chicago, . , New York, . . Rail, 38.7 31.7 81.0 30.3 80.7
Chicago, . New York, . . Lake and canal, .... 18.3 20.2 15.2 17.8 21.6
Chicago, . . Montreal, . . Lake and St. Lawrence,... - - - - 20.4

1877.]
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The cost of transporting wheat from points west of Chicago on the

Mississippi River averages about 17 cents per bushel, and the cost of
transporting corn about 15.9 cents.

The extent of the shipments on the various internal lines of transport
depends mainly upon the amount of return freights on such lines, and
the extent of the exportation of grain from any American port to foreign
countries depends mainly upon the available supply of tonnage for foreign
shipments at such port. In 1872, the amount of—

Wheat exported from New York, .... 17,889,037 bushels.
Corn “ “

.... 18,331,147
Receipts of grain at Chicago and Milwaukee during

the year 1872, 111,478,245 “

Shipped East, 102,695,975 “

The proportion of Eastern to Southern shipments appears to be as 100
to 16.

Until 1856, almost the entire surplus grain product of the Western
States was transported to Eastern markets, by the lakes and the Erie
Canal, and to Southern markets by the Mississippi River and its tribu-
taries. New York was almost the sole distributing port at the East,
and New Orleans at the South. At the present time, about 67 per cent,
of the grain shipped East is transported on the main trunk railroads.
The average charge per ton per mile for transporting grain in 1872 was
9t«j mills from Chicago to New York, water route, and mills from
Chicago to New York, all rail. The amount of grain from interior
points at the West to the Atlantic States, without passing through any
lake port, amounted, in the year 1872, to 25,515,000 bushels, or 14 per
cent, of the total quantity transported.”

The general freight agent of theBaltimore & Ohio Railroad states
that, previous to January, 1872,all grain shipped to Baltimore—

In bulk, was unloaded by hand, at an expense of from four to five
cents per bushel. At that time the company completed an elevator of
600,000 bushels capacity, and reduced the charge for receiving, weighing,
wharfage, delivery to vessels, and storage for ten day’s, to one and three-
fourths cents per bushel, by which means, also, the detention to vessels
in loading was reduced from five or ten days to as many hours. This is
a fair index of the saving effected byr proper terminal facilities. This
company is now building an elevator of 1,260,000 bushels’ capacity, in
order to accommodate its rapidly increasing grain business.

The total amount of grain moved from the West eastward may be
approximately stated as follows:

Bushels.
Shipped to Montreal, 15,113,029
Shipped to Atlantic States by Erie Canal, .... 53,569,594

By Railroads;
Central Vermont Railroad, .... 7,040,352
Rome, Watertown & Ogdensburg Railroad, . 1,380,618
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New York Central & Hudson River R. R , . 36,111,490
Erie Railway, 20,041,032
Pennsylvania Railroad, 25,072,316
Baltimore & Ohio Railroad, .... 11,220,701
Grand Trunk Railway, 4,377,447
Rail from Oswego, 3,494,787

109,338.803

Total shipped to Atlantic States, 162,908,397

Total eastward movement of grain to Canada and Atlantic
States, 178,021,426

These figures show the wonderful growth and magnitude of our
grain business.

Mr. Weld. All these facts as to the extent of the grain
business are admitted by all, and they have been admitted by the
Committee, and I do not see the necessity of putting in all these
statistics to show the entire extent of that business.

Mr. Stearns. The statistics are put in to show where the busi-
ness of the proposed road will come from.

Mr. Noyes. All that has been put in does not show that this
line would get the business.

Mr. Stearns. 1 would show by these statements the extent of
the business ; and by having an independent through ling, with rates
of freight lower than the competing lines, make it an object to have
the business go by this line.

Mr. Winn. The first thing to be answered is, What will the road
outside this State cost, where is the money to come from, and what
guarantee is there that the money will be raised?

The Chairman. It seems to me that we have not touched upon
the vital part of this measure. Three hearings have been uselessly
taken in showing the need of cheap transportation, which need is
admitted by all. You have shown and explained what you propose
to do within the limits of this State, but you have done nothing to
show what you desire to do outside of this State. You have shown
several routes that might be taken, and that were feasible, but you
have not shown that anything will be done outside. What guaran-
tee have we that you will do anything? What assurances have
you that you can build in the State of New York and the Canadas?
How do you propose to raise the money ? What will the roads cost,
and what will be the liability of the State? I suggest that none of
these questions have been touched upon, and it seems to me they
are of the most importance. •

Mr. Crane. I propose to put in a written statement covering all
these questions, to-morrow, if possible. The first object was to

12
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create a tenant as it were, with a credit, and one strong enough to
accomplish all we desire outside of the State. We want to organize
in this State in the way we propose, then we can do almost anything
outside. The state liability is only on the §35,000,000 in this
State.

(In reply to Mr. Bowman.) If we have this organization able to
do all that it claims, when we go outside, we can get all the capital
we want.

(In reply to Mr. Winn.) We propose to use the $35,000,000 as
a guarantee for the $60,000,000 that will be necessary to build the
roads outside this State.

(In reply to Mr. Bowman.) With a strong organization here at
home, we can arrange with other roads beyond this State to come into
the line ; these other roads will be built and make terms with us. Of
course we will have to meet the rent promptly, or else we iose the
property, but before we pay the rent we must pay the 1 per cent,

to the Stale.
(In reply to Mr. Winn.) These roads are to be independent

stock companies, with the understanding before they are built that
this state road will take them by lease or otherwise.

There will be no difficulty in raising the money, if a responsible
company would guarantee the rent; and in arranging with these
companies we propose to have it understood that the 1 per cent,

to the sinking fund must be paid out of the earnings first.
(In reply to Mr. Bowman.) The position is this, this Massachu-

setts corporation must pay the interest to these outside roads, but
before we pay that interest we must pay the State the 1 per cent.

I shall put on a number of the merchants of Boston to-morrow to

testify as to the wisdom of the plan.
(In reply to Mr. Weld.) I propose to put on Messrs. J. S.

Ropes, D. N. Skillings, N. C. Nash, and Governor Claflin.

Adjourned until Wednesday at 10)- o’clock.
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TENTH HEARING.

Wednesday, February 21. 1877.

The Committee met at 11 o’clock. Senator Bowman in the chair,
who stated that the Committee were ready to proceed with the
hearing.

Mr. Crane. I desire, before putting in the figures as to the esti-
mated earnings of the roads proposed to be built outside of the
State, to call Mr. N. C. Nash of Boston to give his views on the
matter under consideration.

Mr. Nash. The State has made large expenditures of money in
the Tunnel, and now, can we utilize it without the State expending
any more? Boston is in antagonism with three other cities. We
have wealth enough, and we ought to extend its manufactures ; and
if we can utilize the Tunnel, so that the State will be safe, then it
is the duty of the State to adopt this plan, because it is for the
common interest for the State to dp this, rather than for private
capital. We cannot afford to allow any other city to have any
advantage over us. I think it judicious to build a line of railroad
to Chicago, and I would unqualifiedly say that if the sinking fund
was safe, the State would be warranted in building an independent
line to Chicago at its own expense.

Mr. Crane. Before calling the other witnesses, I desire to put in
the statement showing the estimated cost and earnings of the roads
we propose to take—both in this State aud outside. The aggregate
line from Boston to Chicago will cost as follows:

Aggregate Cost.

Road in Massachusetts. 714 miles single track, . . . $35,000,000
Road across New York State, 828 miles single track, includ-

ing branches, 26,000,000
Road from Niagara River to Detroit River, 440 miles single

track, ... 10,000,000
Road from Detroit River to Chicago, 540 miles single track, 18,500,000

Total cost, Boston to Chicago, .....$84,500,000
Total miles single track, 2,622
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Aggregate estimated earnings of the line of railroad from Boston
to Chicago, 959 miles, with branches, is as follows;

Ist. Massachusetts division. Proportional part of freight
received at state line, coming east, and averagingo 7 O O
100 miles at | cent per ton per mile, , . . §3,476,475 00

2d, Passengers, east and west from our State, on an
average of 100 miles, at 2 cents, .... 1,200,000 00

3d Add Mass, proportion of western-bound freight, . . 400,000 00
4th. Local freight and passenger receipts in Mass., . . 5,883,383 00

Total estimated business of the road in Mass., . . §10,909,908 00

From State Line to Chicago.
Ist. Freight going west, §2,100,000 00
2d. Freight from all points coming east, to Massachusetts

state line, from Chicago, 16,327,435 00
3d. Gross freight to Troy 7,884,924 00
4th Passengers to state line, . . . . . 3,186,600 00
sth. Passengers to Troy, 3,068,100 00

Total of estimated business of the road between state line
and Chicago $34,667,069 00

This gives a total, for the entire line, . . . $44,576,967 00
70 per cent, cost for operating expenses, gives . . . 31,203,876 90

Profit §13,373,090 10

Which gives a per cent, profit of the entire capital of §85,000,000 of
All the freight in Michigan is put at f cent per ton

per mile. All the freight entering the line from Buffalo f cent.
Across New York at one cent per ton per mile, one-half of the rates
of the New York Central. The local rates are estimated at one
cent per ton per mile. I have taken the return freight -west of
Schenectady at ten cents per hundred, or $2 per ton on 1,000,000
tons freight of all kinds, from all points to Chicago, and five cents
per hundred or 81 per ton on 500,000 tons to the Hudson River.
All this business is not coming into Massachusetts, but will be
developed by this line. As to the grades. Across Michigan, from
Chicago to Detroit River, there is no grade coming east of over 15
feet to the mile ; and going west, no grade over 20 feet to the mile;
distance, 270 miles. Detroit River to Niagara River, no grade
coming east over 15 feet to the mile ; and going west, no grade over
20 feet to the mile ; distance, 220 miles. Niagara River to Genesee
River, no grade coming east of over 25 feet to the mile ; and going
west, no grade over 30 feet to the mile ; distance, 70 miles.

Genesee River to Oswego River, no grade coming east of over
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80 feet to the mile; and going west, no grade of over 35 feet to the
mile ; distance, 65 miles.

Oswego River to a point 40 miles east, and near Rome, no grade
coming east ofover 30 feet to the mile, and no grade going -west over
35 feet to the mile. From this point we begin to climb a grade for
20 consecutive miles of 45 feet to the mile coming east to Trenton
Falls (can be reduced to 40 feet by an additional expenditure of
§5,000 per mile), and then a gradual descent into Johnstown, and
then a three miles lift of 45 feet to the mile, and then we have no
more grades to the Hudson River ; and going west, no grade over 55
feet to the mile. The grades are so concentrated that auxiliary
help, which may be used at three points for short distances, will
enable the trains from Chicago to be drawn by one locomotive to the
state line of Massachusetts, and the road can be operated at an
expense per mile not exceeding that of the New York Central road,
and is as well located for business.

I now desire to call Governor Claflin.
Hon. Wm. Claflin. I appear in rather a double capacity, and I

desire to make a statement as to my signature to the petition of the
Boston, Hoosac Tunnel & Western Line. I told the parties that
brought me the petition that I preferred this plan, but if the State
would have nothing to do with this bill I favored theirs. It was

necessary to have the roads from Boston Harbor to the Hudson
River consolidated. I believe this plan is feasible. It is a revolu-
tion and an innovation, but it has been tried in other countries, and
I would like to see the people of New England adopt it, for it is
really a benefit to all New England. In order to protect the manu-

facturing interests of the Stale, it is necessary to afford every facil-
ity for cheap transportation. Already the manufacturing interests
of New England are suffering, many manufacturers are leaving this
section solely for the want of cheap transportation, and until that
is secured wr e cannot prosper as we have in the past, and 1 think
that it can be better attained and brought about by a trust.

The Tunnel has cost a large sum of money, but not so large, how-
ever, as stated by many, and it should be utilized.

(In reply to Mr. Bowman.) I admit there is a risk in the scheme,
but I am so confident of the results that I think it would be per-
fectly safe for the State to guarantee the interest on the stock pro-
vided for by this bill, and that in 1900 the stock be bought at par.
Even if we did not go out of the. State, I think it would be wise to
consolidate to the Hudson River. We would not stand in the same
position as we do now, because we would then own one end of the
line. We would own this end, and if we could not make rates with
the New York Central, we would then build an independent line.



94 lIOOSAC TUNNEL—HEARINGS. [Mar.

I think it would be for the best interests of the people of this
State to have this trust, and have all the affairs of these roads man-
aged by it, rather than have them managed by a private corporation.
Private capital will expect 10 per cent, on the investment, and this
is to pay but 6 per cent., and of course the difference will be for the
benefit of the people.

(In reply to Mr. Weld.) I don’t think that any competition
effected by this trust company would injure the Boston & Albany
Railroad if both were properly managed.

(In reply to Mr. Bowman.) I doubt very much whether the mer-
chants and capitalists of the State would lake the stock of this
company even if guaranteed by the State. Trustees and savings
banks who would be satisfied with 5 per cent, dividends would take
it. Merchants and capitalists want 10 per cent, or even more on
their investments, and consequently a large amount of money has
been invested in Western railroads by Boston capitalists, because of
the large returns they expected to receive from these roads; and for
awhile 10 per cent, to 15 per cent, dividends were paid, but I think
they were paid mostly out of borrowed money.

(In reply to Mr. Notes.) I don’t think the roads in New England
are paying dividends out of borrowed money. There may have been
some roads that did, but I think there are none now.

(In reply to Mr. Bowman.) I do not know anything of the pro-
posed line beyond Schenectady. To the state line it would be a

good thing. At Schenectady we meet the New York Central, the
Erie, and the Erie Canal. If we cannot make rates with these con-
nections satisfactory to us, we would have it in our power to build
an independent line.

I think it would be wise and safe to leave all these matters of
detail to these corporators to decide.

(In reply to Mr. Bowman.) lam aware that it is an immense
power to Lr ive these corporators what is asked for them, but you
must put the power somewhere, and I think it is safe to put it into
the hands of these trustees. The Legislature can change the board
every year by electing five, so that 1 think there is no danger, and
I have no doubt the trustees will manage the property with as much
fidelity to the interests of the State, as a private board of directors
would to the interests of their corporation.

Mr. E. P. Carpenter. I think it safe for the State to organize
this trust, and to guarantee the dividends. 1 have examined the
bill, and favor its provisions. I have no doubt but what the roads
can earn the G per cent., and think this is by far the best plan for
utilizing the Tunnel.

Mr. Ons Clapp. I have been a resident of this State for 53
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years, and am familiar with the whole of this subject. The interests
of our State are running behind-hand for want of facilities to develop
them, and I want to see a company organized that will develop the
immense business of the West. The growth of the West iS twenty
to one as compared with the growth of the East, and all their pro-
duction is tending to the seaboard, and beyond us is the population
of the world, and this bill furnishes the best way to develop this
business and bring it to us.

Sir. George M. Bcttkick. I am president of the Globe Insur-
ance Company, Boston. I am familiar with the details of the bill,
and indorse it, and think that it is the duty of the State to adopt it.

Mr. Crane. The case for the petitioners is closed as far as the
evidence is concerned.

Mr. E. R. Andrews. I would like to have an hour or two to speak
in opposition to this bill. I claim that all Mr. Crane desires to do, is
now being done by the Poughkeepsie Bridge Company, and 1 would
like to show this fact to the Committee before the closing arguments
are made.

The Chairman. The Committee think this case should be entirely
finished first, and afterwards they could hear Mr. Andrews.

Mr. Andrews. I think my statement is a part of this case, and
that I should be allowed to put in some evidence as a remonstrant.

The Chairman. The Committee suggest that Mr. Crane and the
petitioners finish their case first, Vnd then the remonstrants could be
heard, but we merely offer it as a suggestion.

Mr. Stearns. Mr. Andrews desires to put in evidence, as a re-
monstrant, aud I think we ought to be allowed an opportunity to
know what it is before making the closing arguments.

The Chairman. The Committee have come to this decision. We
will meet Tuesday next, from ten to one o’clock, to hear remon-
strants, as we understand that Mr. Edward Atkinson desires to be
heard as against this bill; and on Wednesday, from ten to one, to
hear closing arguments, and the case must be closed on Wednesday.

Hon. D. W. Gooch. I desire to explain to the Committee the legal
position of the Troy & Greenfield Railroad, and I would like to have
time, before the matter is fully decided by the Committee, to explain
it to them.

The Chairman. The Committee will not decide the matter, Mr.
Gooch, until all the cases desiring to be heard have been before
them, and you can make your statement, if you desire, at the hear-
ing on Mr. Burt’s petition.

The Committee adjourned until Tuesday, February 27, at ten
o’clock, A. M.
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ELEVENTH HEARING.

Tuesday, February 27, 1877.

The Committee met at 10 o’clock, Senator Bowman in the chair.
The Chairman slated that the hearing to-day will be given to the

remonstrants to the petition of the “ Bay State Transportation
League,” and that the hearing to-morrow will be given to the clos-
ing arguments of the petitioners.

Mr. Edward Atkinson of Boston then made the following state-
ment:

Mr. Chairman and Gentlemen, —l have been asked to appear at
this hearing, and to state a few facts in relation to the question that
is before you.

I suppose the reason of the request, is, that in 1873, I had the
honor of representing a number of most influential citizens, in ob-
jecting to the State undertaking to buy, equip, or operate any rail-
road. I have the honor to present to you copies of the argument
then submitted, which may not be without value now; but the
grounds of my argument have become vastly stronger in the four-
years that have elapsed since it was made.

The clamor was then for cheap transportation, and the association
which then exhausted the patience of the Committee was organized
under that name ; but it has since appeared, as we then said it
would appear, that the competition of existing lines of railway has
compassed cheaper transportation than the craziest advocate of
state undertakings then dared to propose ; and, therefore, the title
has been changed, and I believe it is under the name of the Bay
State Transportation League that you are again plied with the old
familiar sophisms, altered in form to suit the changed circumstances
of the day, but the same in substance, —or rather, 1 should say, in
their utter want of substance.

What is this project that is now before you ? Is it a plain, simple
proposal for the State to buy and operate a line of railroad to the
West through the Hoosac Tunnel?

That would be a square and undisguised proposition, and one
which could bo easily decided on its own merits. Far from it: this
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proposal is one which would impose upon the State the maximum of
risk with the minimum of control or safety.

You are asked to guarantee the interest on $35,000,000 at 5 per
cent., or a million and three-quarters of dollars a year, and to trust
to the estimates of Mr. Edward Crane and his associates for your
reimbursement. At the very outset, let me call your attention to one
of the most outrageous provisions of the bill. Massachusetts could
borrow money to-day at per cent, in gold, on a taxable bond, and
these people propose a non-taxable guaranteed stock at 5 per cent.
They are, however, probably right; the adoption of such a measure
would strike such a blow at the credit of the State that I doubt if
the money could be had even at 5 per cent. I have not watched
the evidence submitted to you ; but I assume, as a matter of course,
that the first hearing was devoted to the proof of the eminent fitness
of the chief promoter of this project, for the function which he has
undertaken.

Stripped of verbiage, this project is just this: To compel every
citizen to become a stockholder in a line of railroad, to the extent
of about If per cent, of his whole property, without any power of
refusal or control.

The total valuation of the State is a little less than $2,200,000,-
000,—but of this, over $200,000,000 consists of deposits in savings
banks, on which the rate of taxation is limited to f per cent. The
proposed mortgage would therefore impose a lien on the real and
personal estate of Massachusetts of If to 2 per cent, on the valua-
tion.

The State, even now, imposes a tax upon the whole property of
the Commonwealth for the payment of the interest on the debt in-
curred in the construction of the Hoosac Tunnel and the Hartford
& Erie Railroad, which tax constitutes over 5 per cent, of the total
sum of state, county, and town taxes now levied, as appears from
the following note :

COMMONWEALTH OF MASSACHUSETTS. •

Tax Commissioner’s Office, State House, >

Boston, February 17, 1877. )

Edward Atkinson, Esq.
Dear Sir ; —I send this morning the amounts you asked for:—

Town and county tax, $22,627,970
State tax, 1,800,000

Total, $24,427,970
All for 1876. Average rate, $12.80 per thousand of valuation.

Respectfully yours,
Daniel A. Gleason,

Deputy Commissioner.
13
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The total is $24,427,970
The interest on the Tunnel and railroad debt is about . 1,200,000

$23,227,970

The ratio of $1,200,000 to the remainder is per cent, upon
the whole sum otherwise needed.

But you will bear in mind that the rate of taxation on savings
bank’s is limited to three-quarters per cent., and if the sum of sav-
ings bank taxes be deducted from the total amount at the auditor’s
estimate of the avail of that tax, the remainder is reduced to $21,-
500,000, on which the interest on the Tunnel and railroad debt is
nearly 6 per cent.

On the average every 7 man’s tax bill is increased 5 to 6 per cent,
to pay this interest; this is the sum which each one pays an-
nually for the privilege of owning an undivided share in the hole
through the Hoosac Mountain and in the New York & New Eng-
land Railroad.

Mr. Crane and his associates propose to increase the rate about
8 to 9 per cent.

Now, gentlemen, this is the bond which Mr. Crane and some 1,800
or 2,000 backers propose to put upon the State, and y7 our only 7 secu-
rity lies in Mr. Crane’s estimate of the profit of operating the rail-
road.

I beg leave to call for the evidence that Mr. Crane has submitted
as to his own capacity in this matter. Before you invest my money
and mortgage my7 estate, before you add 8 to 9 per cent, to the
tax bills of the 1,800persons or firms who are alleged to sustain
Mr. Crane’s scheme, I demand the evidence by which he must have
satisfied them and by’ which he must satisfy’ you that he is competent
to prove his estimates.

My honored friend, Mr. Henry W. Paine, counsel for the peti-
tioners in this case, has well and truly said that the question now is
whether the State shall own the railroad or the railroad own the
State ; and before you place my property, or even that of the 1,800
supporters of Mr. Crane, under the ownership of this railroad cor-
poration, I demand the evidence of the capacity of himself and his
coadjutors to build or operate even a short line of road safely,
honestly and profitably.

I understand that he has been connected, first or last, with many
lines of road ; that he has had ample opportunity to prove what he
knows about railroads and to test what he alleges can now be done
by this new corporation. Of course he can point out lines of railway
honestly 7 and thoroughly constructed, and now cheaply operated
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under his control and supervision; these lines must have been
examined by his 1,800 business supporters, else they could not have
asked you at his instance to mortgage their estates, their goods,
their business and their income for 8 to 9 per cent, upon the
sum they now pay annually in taxes, with a contingent liability
upon their posterity to pay the principal of the mortgage of $35,-
000,000—which rate they now appear to ask you to bind upon
themselves and their assigns, their neighbors and their friends, for
all time, with an indefinite liability", both as to amount and time for
the rental on the leases which you are asked to empower this cor-
poration to make.

I could name several gentlemen in the list of those who are
alleged to sustain this measure whom I hope you will summon and
ask them exactly what they do wish to have you report upon the
matter, and if this is really what they want.

Now, gentlemen, I have said that the competition of existing
lines of railway, or rather, I ought to say, the competition of prod-
uct with product in the great markets of the world, has brought
down the charge for transportation between East and West to a
lower rate than the craziest advocates of cheap transportation ever
dreamed of, and I question very much whether the evil that has
come from this excessive cheapness is not far greater than any pos-
sible benefit.

For many months the rates of freight upon provisions and grain
from Chicago to Boston, including elevator charges on the grain,
have ranged from $3.60 to $5 per ton, or from one-third to one-half
a cent a ton per mile, while the return freight from Boston to Chi-
cago on first, second and third class freight has been $4 per ton,
and on fourth class as low as $3, or from 28-100 to 40-100 of a cent
per ton per mile. ' I have even heard of lower rates, but I dare not
state them lest I could not prove them. These are the rates charged
by these great monopolies, these trunk lines, that are said to be
ruining the masses by their avarice and greed. It is said that when
some one . complained to President Lincoln that one of his great
generals drank too much whiskey, he replied that he wished that he
had a little of that same whiskey to send to some of the other offi-
cers of the army.

I wish we had such a great monopolist owning and operating the
Hoosac Tunnel line, and doing the same with it for us without any
burden to the State that the Boston & Albany, the New York
Central, the Pennsylvania, and the Baltimore & Ohio railroads are
now doing; namely, performing the largest service for the least
rate of payment of any railroad corporations in the world. These
are facts, gentlemen, not estimates of Mr. Edward Crane or Mr.
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Edward Atkinson or any other man ; but facts of record that any
man of common-sense who will examine for himself can prove. If
you can find one of this sort of monopolists who will take the
Tunnel line and operate it in the same manner, at the lowest rates
in the civilized world, as these lines are operated, you could afford
to give him the Tunnel without price, upon conditions for its equal
use by connecting roads. This Tunnel was pierced, and this state
line of railroad was constructed, on the plea that the people of
Massachusetts must have cheap bread and cheap meat, or we should
be all ruined. In 1873 I showed to what extent the cost of trans-
portation entered into the cost of the bread and meat of the people
of Massachusetts ; it is far less to-day ; 500 pounds of meat and
flour (equal to over 600 pounds of meat and bread, because a
pound of flour increases in weight in the making of bread) consti-
tutes a full supply for an adult for one year; it is a far larger
quantity than the people of Massachusetts consume on the average
of Western meat and flour in a year ; 500 pounds is a quarter of a
ton—hence, if at the rate of one ton to four persons, the 1,650,000
people of Massachusetts need 412,500 tons in a year, and upon the
unreasonable supposition that this entire supply is brought from
Chicago to Boston, the cost of transportation has been, on the recent
average rates, about $1,650,000.

The interest on the cost of the Tunnel and the Hartford & Erie
Railroad, now paid by taxation, is about $1,200,000 a year, in cur-
rency. Allowing one barrel of flour to each person, we consume in
a year 165,000 tons of flour, and the cost of moving the flour only,
from Chicago to Boston, at recent average rates, is about $660,000,
or a little more than half the interest on the Tunnel and railroad
debt.

It follows that the advocates of cheap transportation and state
railway and tunnel construction have thus far taxed us with about
twice the whole cost of moving our flour from West to East; or, in
other words, instead of bringing the Western prairies nearer to us,
they have moved them more than twice as far away as they would
have been if they had not meddled to our great harm. Let me place
this idea more fully before the mechanics and artisans, the men of
moderate means, who constitute the mass of consumers, and upon
whom the burden of taxation bears most onerously.

Let me suppose the case of a competent mechanic with a wife and
three children, and able to furnish the five with bread and meat
equal to a good supply for four adults, or one ton a year ; the cost
of moving this supply from Chicago to Boston, at recent rates, has
been $4 to $5, equal to less than two days’ wages of a master work-
man. If we take the case of a common laborer, without a family,
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then we find that one day’s wages pays the cost of moving his whole
subsistence for a year 1,000 miles; but this cost we have nearly
doubled by the attempt to cheapen it with our state Tunnel and rail-
way, since it is a well understood proposition that no matter how
taxes are imposed, they distribute themselves throughout the com-
munity, and are at last paid b}r the consumers of the products made
upon taxed machinery, or distributed through taxed shops and
warehouses. This is a curious subject, gentlemen ; let me make a

suggestion to you. It is a very much simpler matter to run bakers’
wagons than it is to run a railroad, and I have, after a very careful
examination of the subject, reached the conclusion that the trans-
portation of baker’s bread from the door of the oven to the mouth of
the consumer is the largest element in the cost of baker’s bread,
except the first cost of producing the wheat.

It is a very much more costly item to distribute 300 one-pound
loaves made from a barrel of flour than it is to bring one barrel, of
flour from Chicago to Boston at a cost of 40 cents.

I recommend a modification of this bill, and that if you grant a
charter at all, you give it to Mr. Crane and his 1,800 associates, for
the purpose of organizing a cheap S3rstem for the transportation 'of
bread by bakers’ carts. This is not intended as ridicule ; it brings
squarely before you the utter futility of the attempt of the State to
control the price of any service whatever, and it is no more absurd
to attempt to regulate the cost of transportation by bakers’ carts
over the free highways of the State than it is to attempt to control
it over the railroads of the State.

In the argument of 1873 I opposed the fallacy of the Belgian
state railway system by submitting to the committee the evidence
that the intervention of the government had been necessary to pre-
vent the chartered railroads of Belgium reducing their charges, lest
by so doing they should prevent the state railroads earning 6 per
cent, on their investment, and I also refer you to the evidence then
presented that the state railway service in Belgium, in, its ratio to
the wages of the people, was twice as costly as that of Massachu-
setts, even at the high rates charged in Massachusetts in 1873.
Thus far 1 have only treated the question of subsistence, and it may
be said that the transportation of subsistence is but a part of the
problem, and I admit it.

In 1873 I made an estimate of the total cost of the transportation
of the cotton, goods, fuel and food to and from a cotton mill in
Massachusetts. I then assumed the case of a factory with a capital
of $BOO,OOO, and producing goods of the then value of $1,000,000—

now of about $700,000—per annum.
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The change in the cost of transportation has been about as fol-
lows:

1873. 1876.
1,200 tons cotton $BO,OOO $lB,OOO
1,250 tons coal, including family supply of oper-

atives, . 5,000
>

2,500
1,000 tons of goods in 1873, only to New York

and Boston, 4,000
In 1876, to Chicago or St Louis at same rate, . - 4,000
200 tons waste on short routes, .... 200 150
100 tons starch, supplies, groceries, etc., on short

routes, 300 200
160 tons meat and flour from Chicago, . . 2,400 640

$41,900 $25,490

Difference gain, $16,410

It will be observed that the greatest competition exists and the
greatest change has been made on the food from West to East, the
very direction in which you now propose to engage the State at the
greatest disadvantage. It will also be observed that the direction
in which we still have much to gain is, so far as a cotton mill is con-
cerned, toward the South, where rates are still high, although much
reduced. If jmu were to take up other branches of industry, such
as lumber, leather, wool, iron, and the like, you would discover that
the east and west line is the one in which state intervention is the
least called for, because the rates are now the lowest, and that if
the State is to meddle at all it would be far better to do so in other
directions.

Let me make you a proposition as sensible, aye, far more so, than
the request of the exporters of grain, that 3’ou should put a mort-
gage on the State for $35,000,000, at 5 per cent., to enable them
to feed the factory operatives of Great Britain more cheaply.

The cotton mills of Massachusetts employ a large population and
consume in each year over 500,000 bales, about 120,000 tons of
cotton, on which the freight from therich cotton country of Northern
Alabama is $l5 per ton, amounting to $1,800,000 in a year.

With the guarantee of the State of Massachusetts of 5 per cent,
on $35,000,000 you could easily consolidate a line in connection with
the New York & New England Railroad through the coal and iron
of Pennsylvania and West Virginia, only a thousand miles or so,
down into the heart of this cotton field ; on the way you could pass
through the wheat lands of Virginia, North Carolina and Georgia;
then only think what you could save ! You could not only bring
vast quantities of cotton for use and for export, but you could pick
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up the wheat and coal on the way. There are ever so many bits of
road on the way as good as the Vermont & Massachusetts and the
Troy & Greenfield and the state line through the Tunnel, and the
State already has $3,600,000 invested in this route.

I wonder Mr. Crane and his associates have overlooked this
grand opportunity!

Why, the margin to be saved to the State is so much greater than
it is on the Western line, and the quantity and value of the merchan-
dise to be moved so much larger, that, with Mr. Crane’s ability and
backed up by 1,800 of the most active business men of Boston, I
am not sure that we could not get revenue enough out of this project
to pay off, not only the state debt, but the debts of every city and
town besides. We only owe in Massachusetts about $100,000,000
now, and a paltry guarantee on $35,000,000 more would cancel the
whole in a few years, by the profits or savings that would accrue on
such a line to the South-west in such hands as those of Mr. Crane
and his experienced associates in railway construction and manage-
ment, if his estimates can be relied upon.

What a pity we must say if.
I beg you to think of this, and perhaps you.will change the names

of the corporators and authorize this far more reasonable propo-
sition.

It will be well for the associates of Mr. Crane to observe that this
little debt on which Mr. Crane asks you to guarantee 5 per cent.,
amounts to a little less than If per cent, on the whole property of
the State.

Now, I wish you to ask the 1,800 or 2,000 respectable gentlemen
who appear in support of this petition, if they will severally put a
mortgage of If per cent, at 5 per cent., for 30 years, upon their
several estates in land, buildings, goods, wares, bonds, and mort-
gages, on every piece of property on which they are now taxed,
raise the money on said mortgage, and subscribe the sum thus raised
to a railroad corporation such as is provided in this petition, to be
managed by a board of trustees, chosen in the way this bill provides ?

Ask them to act severally, not jointly ; ask the millionaire whose
name is there to pay in $17,500, to be administered by Mr. Edward
Crane and his associates, as they may be chosen under this bill;
ask the merchant, whose capital of $lOO,OOO is all needed in his
business, to subscribe a paltry sum of $1,750; ask the struggling
farmer, whose farm can barely spare the present tax on the $5,000
for which it is assessed, to subscribe only one share of $lOO to help
the commerce of Boston bj’ the construction of this line ; ask the
fishermen of Cape Cod and Cape Ann to come up severally with
their little sums of $25 and $35 and subscribe them ; ask the work-
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man, who can to-day hardly meet his interest on his mortgaged
property, to put in his $lO or $l5 ; ask all these men to act sever-
ally on their own judgment, as these 1,800 Boston merchants ask
you to pledge them jointly to act, and see what answer you will get.
I don’t believe 18 men out of the 1,800 petitioners would subscribe
If per cent, on their property to be invested and managed as this
proposed consolidated line would be, and yet they come here and
ask that their neighbors may be compelled to join them in this pre-
posterous undertaking.

Gentlemen, there is one way in which you can stop this annual,
or biennial, attempt to confiscate the property of the citizens of
Massachusetts by forcing them to invest it under the lead of men
who have neither money nor credit of their own to lose. I forbear
to speak of character or standing in the community, lest I should
reflect severely on some who are only thoughtless in the matter. I
am informed by officials that if there were no railroad and Tunnel
debt owing by the State, there would be no annual call upon towns
and cities to collect a state tax ; it is said that the state tax other-
wise collected would meet all other liabilities for interest. If you
will only pass an Act that the state tax for interest on Tunnel and
railroad debt shall be separately assessed and separately named in
every tax bill made out in Massachusetts, I do not think you will
ever have another of these outrageous propositions before you again.

If each man shall be brought to a realizing sense that $5 to $6
out of each $lOO which he now pays in taxes represents his share
in the Tunnel and the New York & New England Railroad, I doubt
if there would be a man bold enough to ask him to increase his con-
tribution 8 per cent. more. I may even use a Yankee’s privilege to
guess that after such a convincing method of bringing the case home
to the pockets of the people, it would be easier to get 18,000 names
to a petition to execute suspensory justice on the advocates of state
railroad guarantees than it would be to get 1,800 names to a peti-
tion like the one now before you.

Gentlemen, this is not a pleasant duty ; but you have summoned
me, and I must either present the whole case or be silent. Let it
not be said that what is every one’s business is no one’s, and thus a

default occur.
By arguments like unto those now submitted to you, committees

and legislators as honest and intelligent have been led into the
miserable Boston, Hartford & Erie frauds. And who made those
arguments? Who appeared before those committees? Are any of
those specious advocates now and here present before this Com-
mittee ?
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Arc you familiar with the history of the Hoosac Tunnel, and are
you aware that by the same sort of sophistical reasoning—the same
kind of figures—the Legislature was led to suppose that the Tunnel
would cost only three or four millions? Who made those argu-
ments? Who led the State into its present condition? It is the
business and duty of every citizen to protect his property and his
rights from the attacks of specious charlatans, supported and sus-

tained though they may be by most respectable and upright, but
misguided petitioners.

If it seems to the Committee that I have given too personal a

bias to my 7 evidence in this case, I beg leave to refer them to House
Document No. 219 of the session of 1872, dated March 25, being a

report of a joint committee of the Legislature upon the Union
Freight Railway Company, and I beg leave to sustain my own posi-
tion of utter distrust as to all the statements, estimates and con-
clusions of Mr. Edward Crane by quoting the following sentence
from page 19 of that report, which says :

u In view of the prominent
position which Mr. Crane is accustomed to assume before the Legis-
lature and the public, we feel it our duty to say 7 that we can place
no reliance upon his statements.”

It may be said that Mr. Edward Crane is not named among the
corporators ; but, gentlemen, is it to be supposed that this measure
which he has pressed upon the attention of the Legislature year
after year, which is known everywhere as his bantling, and for which
he has stood sponsor day after day before you, has not been framed
without a provision for him? It would indeed be the play of Ham-
let with Hamlet left out.

I observe that in the bill 30 eminently respectable men are
named as corporators, and among them are some ofmy most valued
friends. I observe that these gentlemen, into whose hands it is pro-
posed to put the unrestricted power to mortgage the entire property 7
of the State for If- per cent, of its value, are to choose five directors
from their own number, but a president, treasurer and clerk out-
side their number, and after the president has been so chosen, he is
to have the casting yote at all the meetings of the corporators ; he
is to become the chief corporator. I observe that when these cor-
porators are once chosen there is no power to remove or change
them except at the rate of five in a year each year for six years ;

therefore four years from the enactment of this measure a majority
composed of 15 of the corporators named in this Act, and the un-

named president, are to have absolute, supreme, irrevocable power
to mortgage the estates of 1,800 or 2,000 firms and persons who
have petitioned for their appointment for 1J per cent, of the value
of their property and to increase their tax bill eight per cent, per

U
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annum if they, the corporators, do not succeed in realizing the
profit which the reliable Mr. Crane anticipates. And what is it that
these 30 corporators, with their as yet unnamed president, are to
do? Only “to buy, complete, equip and perfect a line of railroad
from Boston to Lake Ontario, and to contract with or hire any other
roads that may be required in order to reach the points of compe-
tition from Chicago, and to operate the same.”

The merchants of Boston have asked you to do this thing ; they
have said “the provisions of this bill have been carefully prepared.”
“We, the undersigned, approve them, and recommend the bill for
adoption by the Legislature.”

I confess that I am astonished and shocked at the list of names
published in this petition. Not only have they asked you to
confer upon 31 men, or a majority of them, the irrevocable
power to build, lease and operate railroads almost any where between
Boston and Chicago, whether in the State or not, with money raised
by a mortgage on their estates, but they have asked you to confer
upon this body, sometimes called corporation and sometimes named
trust company, the most extraordinary powers of another sort. For
instance, look at section 18 : “This corporation shall have the right
to issue transferable receipts for storage, insurance and transporta-
tion at fixed rates, and good for twelve months.” You are asked to
mortgage the property of the petitioners for If per cent, of its
full value, and to put the money into a corporation of 31 men
to do business not only as common carriers over a thousand miles
or more of railroad, but to enter into contracts as warehousemen,
owners of elevators, and as underwriters, and to do all this business
in Massachusetts, in New York, in Ohio, in Illinois, backed by the
guarantee of Massachusetts, and sustained by’ a tax upon its
whole property equal to 8 or 9 per cent, upon the sum now
assessed. And who would be the executive officer of this trust
company? Who is the unnamed president who shall not be taken
from among the corporators ?

Finally', who are the corporators, the chosen 30 to whom we
are to transfer If per cent, of our property?

They are estimable gentlemen, excellent, upright and honest men.

Among those whom I know, I observe one member of Congress, who
will presently become president of a college, a doctor of divinity, I
believe. Another is now the president of another very distant col-
lege, also a minister. These two will add dignity to the board.
How much do they know about railroads ? A third corporator has
been chosen a member of Congress, and must therefore soon be con-
spicuous for his absence from the business of the trust company.

A fourth is the busy treasurer of a railroad not proposed to be
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included in the trust, who might give his nights to this trust com-
pany, but could not give his days. Other gentlemen named are
among our busiest business men; others are active members of the
bar; but I fail to find among the 30 a single man who has ever
been publicly known as a man of skill and experience in the man-
agement of railroads. Therefore, again, I ask who is the unnamed
president to whom in the nature of the case must be delegated the
power not only to make contracts and leases of railroads, but who
is to issue transferable receipts for storage and insurance secured
by a mortgage on all the property of the business men of Boston
who have signed this petition, and by it have approved and promised
to paj7 an increase of 8 per cent, upon their taxes if this multi-
farious business is not profitably conducted bj7 the as 37et unnamed
executive president of this trust compaiy7 ?

Well named, indeed, is the company ! Trust company it is ! A
trust of the most guileless kind have these petitioners reposed in
3'ou ! Gentlemen, if you accept the trust, report and cany this bill.
I doubt if there is a single man in the whole list, except the few who
have concocted this scheme, who would not denounce you for the
most grave perversion of public trust, the moment their attention
had been called to the subtle danger of this measure.

Dangerous it would be beyond anything ever proposed, except the
bills of the same kind presented to previous Legislatures by Mr.
Crane, were it not so absurdly and monstrously ridiculous. I shall
waste no more of m3 7 time or y7 ours upon it, and would not have
noticed it even so much had it not been sustained to such an extent
by business men to whom I have been accustomed to look for
calm and deliberate good judgment, and who cannot have been
aware of the nature of the measure they have indorsed and
recommended to 3’ou to pass. I am well aware that there is no
danger of any such Act as the one before 3'ou being reported by a
committee constituted as this one is, but who can tell of what com-
plexion the next committee ma37 be? When ex-gpvernors, ex-
senators, members of Congress and other men of influence and
standing in the community sustain estimates and propositions of
the kind that have been presented, and ask you to report an Act
the danger of which is only equalled by its stupendous folly, it be-
comes unsafe for any citizen to neglect to protect his rights, or to
enter his protest against a confiscation of his property.

Let me now proceed to the subject-matter that gives the title to
your Committee. The subject before 37 our Committee, aside from this
preposterous bill, is a most important one, and I ask your attention
for a few moments to some suggestions I have to make. It is well
known to many of you that a short time since 1 called the attention
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of the Legislature to the supreme importance of improving the South
Boston flats as a general railway terminus, and that I was instru-
mental in causing the enactment of a bill under which three agents
were appointed to perfect plans and devise measures in regard
thereto. Their first report is now before the Legislature, and fully
confirms the views which led me to act in the matter.

If anything can make the Tunnel line a success and secure the
benefit expected from its construction, it will be the establishment
of ample terminal grounds and buildings adjacent to the business
part of Boston.

That the South Boston flats offer an opportunity for such a ter-
minus unequalled in any seaboard city of the United States is an
admitted fact.

The State owns over 700 acres.
If it will offer one-half of this now almost valueless territory at a

nominal price to a strong corporation, conditioned upon the con-
struction of a junction railway within a radius of 15 miles from
the State House, so constructed as to give the Fitchburg, Massa-
chusetts Central, Albany, Woonsocket, Providence, New York &

New England, and Old Colony railroads easy and equal access to
this terminus, I cannot doubt that private capital will be prompt and
ready to undertake the execution of the plan. And when the Tun-
nel line shall thus have been connected with the most ample and
convenient terminal grounds in the United States, may it not also fol-
low that private capital will also undertake the consolidation that is
needed and the completion of the Massachusetts Central Railroad ?

This latter road I esteem one of the most important in the State.
May it not then happen that the remainder of the state flats

will become useful and valuable?
I claim for myself no experience in railroads, and the only shares

I over owned went out in 1873. But it appears to me a venr simple
matter to settle this whole question. The heaviest proportionate
cost in moving merchandise is at the terminus. The line that has
an advantage in that may overcome disadvantages in distance and
in grades.

That is the exact position of Massachusetts and of Boston to-day,
—disadvantage in grade and distance from the West, unimproved
advantages in terminal position. The 700 acres of valueless flats
at South Boston appear to me to be the key to the problem.

What will you do with them ? The State stands in relation to
these lands in the unusual position of being owner in fee of a

very large and prospectively valuable property, but this property
differs from the Back Bay flats in this respect, that if sold in small
parcels, as the Back Bay lands have been, more than one-half of its
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usefulness will be destroyed ; already a grave injury might have
been done by the sale of 50 acres to the Boston & Albany Rail-
road for their exclusive use, but fortunately their interests are iden-
tical with the uses that may be made of the remainder, and the
managers of that corporation are ready to cooperate in any suitable
plan for the laying out of the flats and for the construction of the
proposed line of junction railway, over which they would send a
very large portion of their freight to their own terminal grounds.

But how shall the State put these flats to use? The same objec-
tion obtains that pertains to this absurd proposed trust company,
—that the State has no money except that raised by debt and taxa-
tion, and the frauds in the Hartford & Erie Railroad and the waste,
if not fraud, in the Hoosac Tunnel, forbid the use of the power of
taxation.

These state enterprises are but repetitions of the disastrous expe-
riences of Pennsylvania, Michigan, New York and other States in
undertaking to convert taxes into capital and to invest the capital
in railroads and canals.

The ownership of the South Boston flats in fee simple gives to
the State the power to induce private capitalists to engage in the
improvement of our means of transportation, of which handling
merchandise at the terminus constitutes the most important element,
upon such conditions as shall assure the public welfare. I trust
that there is common-sense enough in the State to plan and carry
out the right methods.

Mr. Edward R. Andrews appeared as a remonstrant, and sub-
mitted the following :

Mr. Chairman and Gentlemen of the Committee:—l am glad you
have allowed me to speak before listening to the argument of the
learned counsel, the Hon. Henry W. Paine. It would not be right
to deprive him of the opportunity of replying to the statements of
the gentleman who has preceded me, or of fully comprehending the
whole case. I congratulate him on the occasion afforded him to
argue a case involving a larger guarantee by the State than any
which has ever been brought before the Legislature of Massachu-
setts.

You will please observe, gentlemen, that on the first page of the
petition before you, Mr. Paine and two other gentlemen “ certify
that they have carefully examined the bill, and find it well guarded
in all its provisions.” Pray, ask Mr. Paine whether he meant that
the interests of the State were well guarded, or those of Mr. Crane,
in that bill.
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I have asked to appear before you in a double capacity, as a citi-
zen of Boston to oppose Mr. Edward Crane’s scheme called “ The
Boston & Chicago Railway Trust Company,” on its own merits ; to
endeavor to show to you that Mr. Crane has utterly failed to give
any good and sufficient reasons why j’our Committee should even
report favorably upon it; and to show that the advantages to inure
to the people of this Commonwealth from its being made a law
would not be commensurate with the risk incurred by the State
under the provisions of this bill.

I also appear as an advocate of the Poughkeepsie Bridge enter-
prise, of which I am a director, to point out its merits in contrast
with Mr. Crane’s scheme, and to show that, without state aid, and
by the expenditure of a comparatively small amount of well-invested
capital by the citizens of the State, the much-needed new through
Western connections will be obtained in a far better way and in a
far larger degree than by Mr. Crane’s scheme, by Mr. Burt’s scheme,
or any other plan through the Tunnel, either vvith or without state
aid. I think it important that, as the Tunnel Committee, you
should not shut your eyes to the other geographical questions, which
have been studied since the hole in the mountain was conceived.

Mr. Edward Atkinson has so clearly and so forcibly pointed out
to you many of the weaknesses of Mr. Crane’s scheme, that I shall
not feel called upon to enlarge upon many points in it, to which I
should otherwise have felt obliged to call your attention. Mr.
Atkinson has not, however, been present at the hearings before this
Committee, and for this reason has not attempted to dispute in de-
tail Mr. Crane’s theories and arguments, facts and figures. Hence
I propose, as rapidly as possible, to touch upon a few salient points
which Mr. Crane has endeavored to impress upon you.

I have been present, gentlemen, at all but two of the eleven hear-
ings, and have listened carefully to the evidence laid before you by Mr.
Crane, his fuglemen, and his witnesses. It has been evident to me
that during most of these hearings Mr. Crane and his associates
have been talking against time. My theory is, that Mr. Paine, Mr.
Crane’s counsel, has been otherwise engaged, and Mr. Crane has
been only trying to keep this Committee together.

I say, gentlemen, there is only one point in this case, and that is
the financial question, and that could have been as clearly demon-
strated in two sittings as in eleven.

A great deal of time has been wasted in discussing general eco-
nomic questions, with which you were as familiar as he, and the

truth of which is generally admitted. Witnesses have been called
up and asked to state that, in their opinion, if the cost of carrying
freight by railroads could be reduced to half its present cost, it
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would be a great gain to the Commonwealth ; granted. That certain
industries in this State are suffering from competition in the West-
ern States, which are nearer .both the supplies and demand, and
where so man}' of our own people, ever}' whit as intelligent as those
who are left behind, have developed the trades they learned in Mas-
sachusetts ; granted. Let us review the evidence a little and see
what its character has been.

I won’t lose much time with Mr. Crane’s introductory remarks.
He dwelt upon the necessity of arresting Boston in its apparent
decline towards the condition of Salem; the importance of the
manufactures of the State and their need pf cheap transportation;
the use of return cars to carry coal from Boston to North Adams
and the far West; the value of the lumber trade ; the oil business ;

the probable rise in real estate, stating that the real estate of the
whole State would be enhanced more in value than the entire cost of
the line in one year, $95,000,000, etc., etc. ; and then he came to
the antagonisms. We won’t dwell upon these now, but they will be
referred to later on.

The first witness—the Hon. Carroll D. Wright—gave some very
interesting statistics of the extent and increase of the manufactures
of the State, showing that the value of the manufactures of the
State, nearly $600,000,000, were more in amount than either the
exports or the imports of the whole United States. He showed that
the growth ,of the manufactures of this State had been about 10
per cent, per annum. He did not state, however, that the manu-
factures of several other States had increased in like proportion,
and, in some instances, in much greater degree, those of New York,
Ohio and Pennsylvania having doubled in ten years, while Illinois
and Missouri have increased more than fourfold.

But all this talk had nothing to do with the question; namely,
whether the State should incur the risk of guaranteeing the interest
and eventual payment of the principal of $35,000,000. And later
on, Mr. Crane sprung another trap upon you of $60,000,000 more.
Now listen to one or two more witnesses:

Mr. Henry L. Jones seemed to think that the furniture interest
should be especially protected by the State, and then was introduced
Mr. Francis M. Holmes ; and what evidence did he give touching
the financial question ?

His chief grievance was that he couldn’t any longer compete with
furniture manufacturers in Ohio, Indiana and Illinois, and if he
could only utilize the return empty cars to Chicago, he could do a
splendid business with that city as of yore, when he had no compet-
itors out West. Now, how is that? It may be news to Mr. Holmes
to learn that in Indianapolis, the very centre of the growth of the
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walnut, which he must bring from there, there are several large furni-
ture manufacturers; and in Cincinnati, not only cheap furniture is
made, but far more elegant work than is made in any establishment
in Boston.

The seventh annual report of the board of trade for the year
ending January 1, 1876, gives some statistics of the furniture busi-
ness of that city. It states :

Furniture: There are 127 establishments. Capital invested,
13,769,980 ; value of real estate occupied in the business, $4,347,-
560; hands employed, 3,821 ; value of products, 87,309,918.

Then comes Mr. R. A. Ballou of Boston, who tells you that
besides being a director in the “ Bay State Transportation League,”
he is also engaged in the ornamental stone business. What does he
want? Why, Mr. Ballou, as well as Mr. Holmes, wants to utilize
the novy empty return cars to Chicago ! In fact this point seemed
to be so uppermost in the minds of Mr. Crane’s witnesses, that it
occurred to me to suggest to him to change the name of his cor-
poration to that of a corporation for the purpose of utilizing
“ return empty cars.”

Mr. Ballou confessed that he did not know much about railroads,
their cost of construction or operation, the actual cost of carrying
freight, etc. He had not looked much into the financial question,—
the probability of the State being called upon to pay the interest on
835,000,000. He had loft that, as well as other matters relating to
railroad management, to others more competent; but he did want
to use those empty cars. If he could only use them at 85 per
ton, he could supply the cemeteries of Chicago with forests of orna-
mental gravestones ! The cost of shipping gravestones he says
really is 810 per ton and over. Now, what are the facts in the
case? According to the printed tariff of the Boston & Albany
Railroad the past season, from May to December, the rate on granite
was 83.20 per ton from Boston to Chicago.

I don’t think Mr. Crane made much out of either of these wit-
nesses. In fact, he dropped witnesses about that time and began to
explain his scheme himself.

But, at the last hearing, he had before you some well-known Bos-
ton merchants, the chief of whom was ex-Governor Claflin, the
gentleman who heads this petition, and the chief of his corporators.
Now, I ask you, gentlemen, if it was not a lamentable sight to see
an ex-governor of this Commonwealth come before a joint committee
of the Senate and House and confess that, although he had headed
the petition and allowed his name to be used as the chief spoke of
the wheel to obtain other signatures, yet that he bad given no atten-
tion to the most important part of the enterprise; namely, that

Mar.
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portion outside of the State,—the $60,000,000 part, I mean. Is it
not strange, gentlemen, that the leading merchants of Boston will
thus trifle with their signatures? I maintain, gentlemen, that if
Governor Claflin now occupied the gubernatorial chair, and this bill
presented as it has been before you, involving as it does the liabil-
ity on the part of the State to pay the interest on not less than
$95,000,000, and the principal also, he would veto it quicker than
lightning. He has too much regard for his own reputation, and is
too sagacious a man, to approve, with his eyes open, a scheme,
which, if it did not realize all the expectation of its visionary pro-
moters, would entail upon the people of this Commonwealth such an
increase of taxation as Mr. Atkinson has pointed out to you, not to
mention twice as much more, the result of the $60,000,000 part of
the scheme outside of the State.

Gentlemen of the Committee, it is my opinion that the chief rea-

son why 1,800 signatures of the best men in Boston, men of charac-
ter and w'ho control in a great measure the mercantile interests of
Boston, signed the request is because Governor Claflin headed it.
Ask those men to-morrow how they feel about it, and I venture to
say that not 50 men of them all but will say they were deceived
in the matter, and if they' thought there was a ghost of a chance of
your Committee reporting favorably upon it they would come in a

body to beg you not to.
I say deceived, and I mean it. To those who listened to Mr.

Crane’s exposition of his scheme, and signed it because they
believed in it, Mr. Crane never spoke about the $60,000,000 part
of it. But you should know, as the public' does, that most of the
signers of the petition did so to get rid of Mr. Crane.

Now let us turn to Mr. Crane’s elucidation of the financial part
of the scheme, really' the only part worth considering at all.

The cost of the roads which Mr. Crane proposes to purchase as
the Massachusetts end of his gigantic combination line would be,
according to his figures,—

The Fitchburg, $7,500,000
Lowell, 5,600,000
Massachusetts Central, 2,700,000
Vermont & Massachusetts, 3,800,000
Boston, Barre & Gardner, 1,281,000

$20,881,000

And the rest of the appropriation, nearly $14,000,000, to be spent in
completing and equipping this road.

The Fitchburg is to be bought at 175, its present market price
being 115.

la
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The Lowell at par, its present price being abdut 60.
The Massachusetts Central at par, its present market price being

nothing; and so on with the two others.
He goes on to say that the receipts of said roads in past five years

have yielded a net profit on above purchase of 4AA per cent.
In all Mr. Crane’s calculations he assumes a period of five vears.

Why he takes this term, lamat a loss to know. It covers, to be
sure, a period of apparent prosperity and one of great depression ;

yet all railroad men know that the cost of moving freight and prices
charged for same have gradually diminished during ten years past.
The discussion before you has brought out a pretty general expres-
sion of opinion that the tariff on railroad freight is more likely to
go still lower, and there will be no upward movement.

Hence, even assuming Mr. Crane’s basis of five years to be cor-
rect, where is the 1 £ per cent, to come from to ensure the State from
loss? Why, evidently from an increase of business alone.

But let us look at these figures a little closer, and see what the
chances for the State reallj- are. Let us take the earnings for the
year 1876 from these roads, —and all will admit that the year 1876
is a fairer basis of calculation for the future than the past five years.
In any event it is belter to look the worst in the face.

Now, gentlemen, the fact is, that the earnings from the five com-
ponent parts of Mr. Crane’s scheme, according to the reports of the
roads themselves to the Massachusetts Railroad Commissioners in
1876, showed a net income on $20,981,000, Mr. Crane’s estimated
cost, of about per cent.,—$490,306, —and those of the year 1875
were less than 2 per cent. This amount is about equal to If per
cent, on Mr. Crane’s proposed capital of $35,000,000.

Again, Mr. Crane coolly tells you that it would not be fair to
compel the owners of the Fitchburg to part with their stock at less
than 175, and the Lowell at less than par. Does he suppose he can
persuade the majority of the members of the Legislature to approve
of such a measure as that?

Now, what does he say about the Massachusetts Central? He
says it is a baby road, as the “Advertiser” facetiously terms it, and
that, three years ago, he made a report upon the road to some capi-
talists, for whom he made a thorough examination of the road, and
replied to their inquiry, that even if the towns along the line would
give them their stock for nothing, they could not afford to complete
and run it. Yet Mr. Crane advises that the State shall repay the
towns their outlay, take up the bonds at par, and complete the road.
It won’t pay, but that is of no consequence. It is the State which
must meet the loss. Now, gentlemen, how is it about that road?
The fact is, that the towns will most gladly give up their stock to
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whoever will complete the road, and the few bonds on the road have
been offered for a year past at 50 cents, and it would not be safe to
offer 25 cents if one did not want thembadly.

Now about that sinking fund. We all, in Massachusetts, believe
in sinking funds. Mr. Crane says if he had only known as much
about sinking funds years ago, as he does now, he might have been
a very rich man. Granted, provided some one else would pay the
interest on his debts, which it seems to me would be a parallel case
to the one we have under consideration.

You understand, gentlemen, that the great combined road, with
indefinite powers, almost, must pay to the State one-half of one per
cent, from the earnings of the road before it makes any dividends.
That is nice, certainly ! If that pa3 T ment is made regularly, there is
no question whatever that the accumulation of the sinking fund,
after the manner proposed by Mr.[Crane (I won’t go into the details),
would wipe out the debt as per his interest tables. But—here comes
in a but—in case the road does not earn the other 5 per cent, gold
every year, the boot is on the other leg.

Grant that with a return of business activity and a great increase
of the business energy of Boston merchants, the road should earn
double what they have in 1876,—say twice If per cent., or 3 per
cent, even, on $35,000,000,—still there would be a deficit, which
the State must meet, of 3 per cent, per annum. As Mr. Crane says,
the stock would be the safest possible kind of investment; the
holders would get their interest from the State. The State would
receive 1 per cent, per annum as a sinking fund with one hand, but
with the other would pay out 3 per cent, in interest to the stock-
holders. O 3T es! the sinking fund increases all right, but the
people, for whose interests Mr. Crane is so anxious, will have to
pay in taxes the 3 per cent, per annum on $35,000,000 ; or, rather,
$95,000,000, or $2,750,000 per annum. That will beat the Tunnel.
In Mr. Crane’s mind the bigger the better; and it is
bigger before he gets through with it. Suppose the road does not
earn an 3 above expenses, what then? As the chosen repre-
sentatives of the people sitting on this question, can you feel justi-
fied in even asking the Legislature to consider such a preposterous
plan, involving such enormous risks, besides promising very few if
an3r advantages.

Mr. Chairman, I want to ask 3'ou further, whether Mr. Crane has
shown in an3 r way that the people will get any advantages from the
proposed consolidation. He claims, as does Mr. Stearns also, that
capital is not entitled to more than say 5 per cent, return, and
argues that because one or two of his roads have earned more than
that during the past five years, forgetting that those who have held
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the stock from the time the road was built, may not have received
an average of even 5 per cent., yet the public is so swindled by
the railroads that the State ought to assume the control. The
swindling is through watered stock, he says. Has the stock of his
five roads been watered ? If not, how can state management effect
any great savings.

Has he shown how any important savings can be effected ? No !
He says salaries could be reduced ; that the five presidents, re-

ceiving in the aggregate $20,000 per annum, could be replaced by
one man at $5,000.

It seems to me, sir, that Mr. Crane has not the slightest concep-
tion of the amount and value of the labor to be performed by such
a president. Brains are worth money. It would require a perfect
giant, mental and physical, to properly manage a road, such as
described, from Boston to Chicago. Can such a man be hired for
$5,000? In fact, there are few men in Boston who have had the
experience and have the capacit}' to do that work well. It needs a
man like Thomas Scott, who is the king among railroad men.
Scott knows thoroughly every detail of railroad management, and
his road, the best managed in this country, shows it. It is certain,
Mr. Chairman, that if the corporators of this scheme should put at
the helm the amount of brains which could be bought for $5,000 a
year, you may rest assured that the State would have to meet the
semi-annual 2J per cent, gold dividends every time, and no sinking
fund, either.

In last evening’s “Transcript” you will find a resume of the state-
ments made to you by Mr. Crane, filling a column and a half. I
need not say to you that these statements were made Mr. Crane,
and I have shown you in the examination of his figures thus far,
that although assuming his basis of calculation to be sound, they
may be correct, yet that that basis was assumed by him for a pur-
pose.

To undertake to examine each statement, and disprove them,
would absorb more time than is allowed for this hearing. Mr.
Atkinson has told yon where you can find a fair estimation of the
general belief in Mr. Crane’s statements. Every one of them could
be proved to be true only by assuming Mr. Crane’s methods to be
correct, as upon any common-sense plan they would be as far from
the truth as those to which I have already called your attention.
No man in his senses would tell jrou, that with all the competition
now existing between Massachusetts and Chicago, any new road
would be able to earn ISy8/;,- per cent, per annum.

I will not go into the merits of state management. It is very easy
to saj' that the Boston & Albany road has earned 13 per cent, per
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annum in ten years. And if Mr. Crane did not ask the State to
guarantee any and all losses, and he could buy up the five roads and
equip them, and then build the road to Chicago out of private
resources, I don’t think the State would suffer by granting him per-
mission to do so. Competition would prevent the managers of his
combined road from “ aggrandizing their own private interests at
the expense of the common weal.”

The amount already paid by the State on account of the Hoosao
Tunnel to January 1, 1877, is §17,200,079.73, more than half the
State debt, which is §33,550,464. To ask the Legislature to incur
the liability" of adding three times as much more to her debt is
strange indeed; and that 1,800 Boston merchants should do so,
relying on Mr. Crane’s statements, is almost beyond comprehen-
sion.

Now, Mr. Chairman, without dwelling longer upon this part of
my subject, I want to occupy what remains of the time allowed me

in laying before you for your consideration in this connection the
question of the Poughkeepsie Bridge. First, to give a description
of the enterprise and its present status, and then to point out the
new connections which it will form for Massachusetts, and to show
its bearing upon the question of the Hoosac Tunnel. I shall try to
show that the true plan, in fact, the only plan, for giving the people
of Massachusetts the best connections with the West, the South-
west, and the South, is by way of the Poughkeepsie Bridge, and that,
too, without creating such a competition as shall interfere with the
prosperity of any railroad in the State, but, on the contrary, will
bring back to life large lines of now dead capital belonging to the
State and individuals, and give fresh and new openings for business
to all the railroads of the State.

This is the point where the antagonisms appear. Yes, Mr. Chair-
man, Mr. Crane told you at the outset, that you might expect to
hear from the antagonisms, and you shall not be disappointed.

I am sorry to deprive Mr. Crane of the one point he may have
made in your minds, gentlemen, on the subject of the bridge, which
he had a right to claim he had made if his statements remained
unanswered ; but he has thrown down the gauntlet and must abide
the consequences. I have never had but one interview with Mr.
Crane, and then he informed me that my bridge was a part of his
scheme ; but now that he obliges me to speak, I want you to under-
stand, gentlemen, that my bridge is no part of his scheme, but that
my bridge, when well understood, will wipe his scheme out of
existence.

In the hearing on Monday afternoon of last week Mr. Crane
stated,—and I beg you will take particular notice of what he did
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say and my reply thereto, as I put it in as rebutting evidence in
this case. He said,—and your clerk has it among his memoranda,
after some talk about it being cheaper to bring coal to Boston by
water and then ship it by his empty return cars I don’t know how
far West,—he said “ that he had an interview with Mr. John F.
Winslow, of Poughkeepsie, then president of the bridge company,
and that gentleman said to him ‘ that if he had had the conversa-
tion with him before he spoke to the merchants of Boston a day or
two before at the Exchange, he would not have made such a fool of
himself,’ ” referring of course to the statement he had made of the
advantages to Boston of the Poughkeepsie Bridge.

Now, I want you to understand, sir, that Mr. Crane’s statement
was an entire misstatement of the truth.

To prove what I say, I beg to read you a letter from Mr. Winslow
received this morning. He says :

Poughkeepsie, N. Y., February 24, 1877.
E. R. Andrews, Esq., Boston.

My Dear Sir :—So far as this applies to me, I pronounce it wholly
and unqualifiedly untrue. No such conversation ever passed between
Mr. Crane and myself, ahd no such opinion of his scheme was ever
entertained by me. Furthermore, I did not meet Mr. C. but twice while
I was in Boston, and not at all after my presentation of the Poughkeepsie
Bridge enterprise to the merchants of Boston, in the Exchange in that
city.

Jno. F. Winslow.

You can form your own opinion as to the credibility of the truth
of this statement of Mr. Crane. Apply the same rule to his other
statements, facts and figures. I put this letter in as evidence.

Mr. Crane says that Alderman Clark was also present at that
interview, and made the same statement. If he is in the room,
when I got through, he will bo able to speak for himself. He
usually can, and does.

I mean that Mr. Crane shall find out, before I get through, that
in slurring the Poughkeepsie Bridge, for which I stand sponsor in
this community, he has waked up the wrong lion. Of one thing I
am certain : he will be obliged to change his profession. He can t
any longer talk to Bostonians about a new railroad to Chicago. He
will have to turn his energies in some other direction.

If you look at this map, gentlemen, which is made up of two or
three of the postal maps published by the government, and hence
geographically correct, you will see that Poughkeepsie occupies a
point midway between Albany and New York. lon will also notice
that there is no bridge over the Hudson for a distance of 150 miles,
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between those two cities. You will also notice that there is no way
except over the Albany Bridge by which the vast production of the
whole of our vast country, west of the Hudson, can be brought into
New England in bulk; I say in bulk, without change of cars by
through trains, because in the present competition for trade between
Boston and the other ports, it is bulk without handling that will
settle the question as to the trade in the great staples of our country.
Competition won’t permit the expense of handling.

To repeat; no cars can now bring grain, cattle, hogs, cotton, etc.,
in bulk into New England by any other route except over the Albany
Bridge or the Canada roads farther north ; they can’t come econom-
ically, if any changes of cars are to be made ; cattle and hogs can’t
come to Brighton partly by train and partly by water.

Now, gentlemen, I ask you what is the use ofBostonians limiting
their view outside of Massachusetts to Chicago, always Chicago,
as though it were of no consequence to make railway connections
with any other Western centre but Chicago? Why, gentlemen, we
are provided with all the needed connection with Chicago. It Jias
been the fashion to abuse Vanderbilt and Chapin (their two lines
are one to all intents and purposes) ; yet those two gentlemen, either
of their own will, or because Boston merchants so frequently get up
a remonstrance, if they think Boston is going to be left out in the
cold,—they, I say, do manage in the seaport contests to do about as
well for Boston as they do for New York.

But look at that railroad map of the United States, and answer
me this question, Why don’t the citizens of Massachusetts wake
up to the fact that it is vastly more important to complete the con-
nections between New England and that vast network of railroads
which you see stretched out like a spider-web from the Lakes to the
Gulf? Do you realize that for New England to get any proper
portion of the volume of business of that vast continent, she must
try and lessen the distance between it and New England?

I do not wish to speak disparagingly of Chicago. I went to
Chicago for the first time last July, and I think Chicago is the most
remarkable city in this world.

But look at St. Louis, with its 500,000 population ; Cincinnati;
Indianapolis, with its 114,175 inhabitants in 1875, and an assessed
value of taxable property of $70,000,000, and twelve trunk linos of
railroad, bringing 600,000 freight cars and 120,000 passenger cars
into the city annually ; 323,184 hogs were killed in Indianapolis in
1875, and there are fifteen banks with $13,500,000 of capital. Pitts-
burg, Memphis, and so on west. Philadelphia, Baltimore and
Washington, and so on south.
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And all these cities are only trade centres, with their iron arms
stretching still farther south, south-west and west, and whether
profitable to their owners or not, yet working day and night to add
to the wealth of that vast Western and Southern continent.

Yet you are asked to grant a bill and assume the whole risks on
an investment of $95,000,000, merely to get to Chicago , com-
pletely ignoring all other trade centres, or else imagining that
those cities will send their business to Chicago in order that it may
pass over the “ Boston & Chicago Trust Company’s ” road.

Now, gentlemen, if you will give your attention to what I am
going to say, you will see that the Poughkeepsie Bridge will give
New England the shortest and best routes to the whole system of
completed railroads of the United States west of the Hudson and
south of the New York Central, which road now amply connects
Boston with Chicago. And this, I say, with the least possible
expenditure of money and no state aid.

The Poughkeepsie Bridge, Mr. Chairman, is to be a pier bridge,
feet above tide-water, with four piers in the river, 500 feet

apart, double tracked, nearly a mile long, including approaches ; the
piers of granite and the superstructure of steel and iron. The
bridge proper is about half a mile in length, the rest being iron
trestle-work approaches.

A contract to build this whole structure in the most thorough
manner has been placed with the American Bridge Company of
Chicago for the sum of $3,412,000. One million dollars have been
subscribed to the stock, and the work has already been under way
since last fall, and will be pushed vigorously the coming summer,
and completed by January, 1879.

Now, gentlemen, this bridge, when completed, and nine miles of
railroad from its western end, which road is already organized to
connect the bridge with the Walkill Yalley Railroad, owned and
operated by the Erie Railroad, will close the only gap between the
railroads of New England and the whole system of railroads in the
country. The extent to which those roads will contribute to the
wealth of Massachusetts will then depend solely upon the intelli-
gence and enterprise of her people.

I have said, gentlemen, that the bridge and nine miles of road
are missing, and I now will point out the roads which will directly
do business with us when that missing link is filled. ■

Letting that good friend of ours, the New York Central, with its
four tracks, bring all it can get from Chicago to Boston (you see that
the New York Central lies quite far north, just within our borders),
we first come to the Erie Railroad. (Bear in mind, sir, that the
$35,000,000 road is only 714 miles in length.) The Erie owns and
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controls 1,586 miles of road. You see where it lies,—just a short
distance south of the New York Central, —and drains a fine country,
groaning to have a chance at New England business. You will see
that this road can do something for Boston in Chicago also. Look
at her connections with that city.

Then comes the Philadelphia & Erie, which runs directly through
the oil regions, which small bit of country furnishes millions annu-

ally to the wealth of our land ; yet Boston can’t get her share of it
until the bridge is built. Ask Mr. Downer, and he will tell you so.

Then comes the Pennsylvania Railroad, as you see by the map.
How many miles of track does the Pennsylvania road operate,
every one of which will contribute to the business of Massachusetts?
I don’t believe there is a man in this room who knows. It is no less
than 6,005,—make a note of that,—6,oos miles of the best road in
this country 7, stretching not only 7 to Chicago by7 the Pittsburg, Fort
Wayne & Chicago Railroad, but to Columbus, Cincinnati, Indian-
apolis and St. Louis by those powerful feeders, the Pittsburg, Cin-
cinnati & St. Louis and the Yandalia lines, all controlled and oper-
ated by the Pennsylvania Railroad. Then looking south, bringing
you to Philadelphia, Baltimore and Washington, and so on to the
Gulf through its friends ; and it is certain that in railroad manage-
ment friendship is better than ownership, if there be a ninety-five
million tacked on to it.

But there is another trunk line which goes to Chicago , even if
its route to Boston is a little longer than some others (and Mr.
Crane says that distance and grades don’t count much ; that if the
roads are built, a way 7 will be found to overcome grades and dis-
tances). Well, what road is that? The Baltimore & Ohio. And
how many miles of steel does she control? Two thousand six hun-
dred and s*xty7 -flve. Look at the stretch of country which is riddled
by these three great roads and their feeders. Don’t our manu-
facturers want to send some of their goods through it ?

You may remember that Mr. Crane is more concerned about our
manufacturers than any other class. It may be, when the steel of
these roads extends over our Union freight track through the streets
of Boston, that competition may furnish the facility wanted by Mr.
Crane ; namely, simply7 return cars at cheap rates.

But I have not got through with trunk lines yet.
The Reading has 1,554 miles ; and, before going any further, let

me tell you that, last spring, when I was in Philadelphia, engaged
in negotiations for our bridge, Mr. Gowen, president of the Reading,
told me that if Scott would make a contract with him to send all
the freight collected by the Pennsylvania Railroad to and from the
bridge over his line of 95 miles, from Harrisburg to Allentown, he

16
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would furnish all the money to build the bridge, so important did
he think would be the volume of business over the bridge. But
Scott said no. He would make no exclusive contracts. He means
to keep himself free for any new and shorter routes which may be
laid out to the bridge. And this brings us to the South Mountain
& Boston, a road now under construction, straight from Harrisburg
to Poughkeepsie, which crosses all the roads leading from the coal
mines to tide-water. This road is in process of construction by the
towns through which it runs, and the promoters claim that it will be
ready for use when the bridge is completed. All the better for the
bridge and the business of Boston. It adds so much more to the
mileage to contribute to our trade. But don’t suppose we are
dependent upon the South Mountain Railroad, as we have now the
great lines already mentioned, the Erie, the Delaware, Lackawanna
& Western, the Reading, etc., which run almost parallel to it. We
are not waiting for that road to be built to get to Harrisburg.

When we have built that nine miles to the Walkill Valley road,
we run down that road to Deckertown and Franklin (and bear in
mind, gentlemen, that this Walkill Valley road which we strike nine
miles from the bridge is controlled by the Erie, and we have no
better friend than the Erie) ; from Franklin, we pass over the Sus-
sex Extension to Waterloo, N. J.; thence over the Morris & Essex,
owned by the Delaware, Lackawanna & Western to Easton (and I
shall have something to say about the Delaware, Lackawanna &

Western presently) ; thence over the Lehigh Valley (to this road I
shall also call your attention later) to Allentown, and thence over
the Reading road to Harrisburg, etc. All these roads have branches
and feeders going in every direction, but I will not stop to enumerate
them.

Mr. Crane may object that they are not one line under state con-
trol ; but they are what is far better, —completed roads, hungry for
business, and standing at the gateway of Massachusetts, and beg-
ging to come in. There is not a single break in the connections
between the point, nine miles from Poughkeepsie, and New Orleans,
or San Francisco.

But to continue with trunk lines. At Middletown, we tap the
New York & Oswego Midland, which Mr. Crane has spoken of so
disparagingly ; yet, there is a road running from Oswego, which Mr.
Crane has told you is a most important point, directly' to the
Poughkeepsie Bridge. It is a road 248 miles long, between those
points, and cost, with its branches, $35,235,000. Even if it don’t
pay the owners, it will help swell the business over the bridge into
Boston, and it is paying business for citizens of Massachusetts that
we are looking for, to help meet our already7 large taxes.
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But here let us look at the Delaware, Lackawanna & Western.
This road operates 1,067 miles, and if Mr. Crane’s friends want to

send furniture or granite to Chicago, when the bridge is built, they
will have a chance of sending by this fourth trunk line, which, as I
have.pointed out to you, comes up to the very brink of the Hudson
River, but can’t get over, because the bridge is not there. It is
very likely that Mr. Crane did not know that this road—finding that

it would not do to trust to coal alone for dividends in hard times—

has been organizing itself into a trunk line, to compete with other
trunk lines for general business for New York, and will be only too
glad to have a slice of Boston business too, if you will give them a

chance. As this Chicago line is not yet on the map, I cannot point
it out.

Now, gentlemen, I have shown you that the Poughkeepsie Bridge
will open to Boston six trunk lines, and four of them reaching to
Chicago, by different routes, with a total mileage of finished track,
and costing, stock and debt,—

Miles.

Erie, 1,586 $142,000,000
Pennsylvania,. ......6,005 127,000,000
Delaware & Lackawanna, .... 1,067 83,493,528
Reading,........ 1,554 95,000,000
Baltimore & Ohio, ......2,656 88,000,000
Oswego Midland, ...... 248 35,000,000

13,116 $570,493,528

I think lam correct; if not, the figures are greater, rather than
less.

Now, gentlemen, is not that stupendous, that, through the means
of the Poughkeepsie Bridge, which will cost only $3,412,000,13,116
miles of railroad, costing $570,493,528, will be tributary to the
wealth of Massachusetts and New England?

But look again for a moment more at that Colton’s railroad map.
You see where the New York Central Railroad runs, —what is its
geographical situation compared with the whole region south of it,—
and realize, gentlemen, that the growers of the great staples of this
country, in order to let Boston participate in the business in them
by sending them cotton, hogs, cattle, and grain in bulk, and avoid
handling from the point of shipment to that of consumption, must
send them by such a roundabout way as the New York Central,
because the bridge is not there at Poughkeepsie.

All the regions north of the New York Central, and its exten-
sion to Chicago, are well supplied with railroad accommodations.
As I said before, it is the fashion to consider Vanderbilt the enemy
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of Boston. But what does not Boston owe to Vanderbilt and
Chapin?

The New York Central, with its four tracks, running through a
thickly settled country, whose local trade will pay all expenses and
a profit, can do the through business cheaper than any competing
line, notwithstanding its great cost. It wouldbankrupt Mr. Crane’s
road every year. I say Boston should cherish rather than anger
those who have done so much to build up her trade.

But the fields for us to cultivate are those farther south; by
these great arteries, which I have pointed out to you, with their
branches, reaching to the very extremities of the country, from
Florida all the way to Texas, and so on to San Francisco, and now
absolute!y cut off from all participation in New England business,
except by water or the Northern route. To all that vast expanse
of territory, the bridge is the gateway. It is in these fields, where
still comparatively little tilled by us, the manufacturers of New
England are to reap new harvests through the use of empty return
cars.

The cars which bring cotton from Mobile and Memphis will go
back over the bridge carrying with them fruits of our industries.
Every saving we can thus effect in the cost of the transportation of
cotton to our mills will advance materially our chances of competing
successfully in exporting cotton goods. Since land carriage was

adopted for cotton, the raw material is laid down at our mills one
cent a pound cheaper than in England, and that one cent is equal to
one-quarter the cost per pound of production of cotton goods. I
need not tell 3’ou, gentlemen, that the bridge will be a far shorter
route for cotton than through the Tunnel.

By these roads which I have spoken of, about 60 per cent, of
the whole mileage of the United States, 74,658 miles in all, will
find their natural connections with New England over the bridge,
the other 40 per cent, by the Hoosac Tunnel and the New York
Central. I don’t wish to speak slightingly of the Tunnel; all I wish
to do is to show you that the State cannot afford to guarantee any
money spent in making connections for it. The business which
belongs to it will come to it naturally through private enterprise.
But what comes from the country lying south of a line between
Boston and Chicago will go and come by the other route, —the
bridge.

If you will look at the small map before you, you will see that an

air-line drawn from Boston through Poughkeepsie, passes a little
north of the coal-fields of Pennsylvania straight to Pittsburg and
thence on to Cincinnati, and that the roads run as nearly parallel
to that line as the nature of the country will allow. You will also
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notice that St. Louis and Memphis are on other straight lines from
Cincinnati. Thus an immense saving is made in distances over the
New York Central or the Hoosac Tunnel lines. One hundred miles
or more will count to our advantage in moving crops or cattle.

Let us look a moment into the coal question.
Here is the coal region, the only spot on earth where anthracite

coal has been found. It is embraced in thatportion of Pennsylvania
colored black on the map. There it lies, close to Massachusetts,
only there is that now insurmountable obstacle to uniting it to
Massachusetts, and that is the river—the Hudson. That obstacle
will be overcome by January, 1879, and then coal can be brought in
bulk; that is the economic question which affects the prosperity of
our great manufacturing cities. Handling of coal adds enormously
to its cost. When the bridge is built, coal can be loaded into cars
at the mouth of the mines and lauded at the verj’ door-yards of
Lowell, Lawrence, Worcester, and Springfield, and every other city
of our dear New England States, in bulk. There is no use in saying
that it will cost too much to carry coal by rail, and that coal will
always be water-borne. It has been told you here that we do not
yet know how cheaply freight can be carried by rail. Coal as well
as corn and cotton will every year more and more seek land car-
riage.

A saving of one dollar per ton on the carriage of all the coal
used in the interior of New England would nearly pay the whole
cost of the bridge in a single year.

Taking Scranton as the nearest coal centre to Massachusetts, the
distance to Poughkeepsie is the same as from Scranton to the sea-
board ; the distance to almost every manufacturing centre in Massa-
chusetts from the Connecticut coast or our own ports of Boston and
Salem, is about the same as from Poughkeepsie to that point. If
you will consider a moment the cost of handling coal partly water-
borne and partly by rail, you will see that the saving effected
through an all-rail route will fully cover a slightly increased dis-
tance.

Realize that now the coal loaded into cars at Scranton, or any
other point in the coal-fields, is carried in cars to the coast, then
dumped into vessels and brought to some port in New England, and
then loaded again into cars and carried into the interior. If you
will examine the report of the Massachusetts Railroad Commission-
ers for 1876, you will see that they state that coal cannot be carried
on short lines and for short distances as cheaply as on long. Hence
the two to four cents a mile for furnishing coal to Berkshire will be
reduced to one cent or less per ton per mile (the average price is
now 3.46 cents on the railroads in Massachusetts), and thus a very
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important gain for our manufactures. Cheap fuel is an important
element in competing with foreign countries. Cheap fuel means
exports ; and exports, and exports alone, and not legislation, will
bring our currency to a par with gold.

Now, let me point out to you the railroad connections of the
bridge on this side of the Hudson.

You see that there is a completed road from Poughkeepsie to
Hartford. This is in reality two roads—called the Poughkeepsie,
Hartford & Boston, and the Connecticut Western to Hartford—-
about 100 miles long. At Hartford there is a choice of two roads
to Boston, by the Boston & Albany or the New York & New England.

You also know that the New York & New England Railroad has
been built and is running as far as Waterbury ; and since the bridge
is assured, when completed the road will go to the bridge, and not
to Fishkill.

The distance from Boston to the bridge bjr this route is 227 miles,
which is also the present distance by the Connecticut Central and
the Poughkeepsie, Hartford & Boston.

In considering the New York & New England Railroad, it is well
not to forget that the State of Massachusetts loaned her credit to
it, or rather its predecessor, for 13,600,000. The vast volume of
business which will come over the bridge will so increase the earn-
ings of the New York & New England Railroad, that the road will
probably pay dividends, and in that case, instead of paying out
$lBO,OOO a year, the state treasury will receive that amount. The
net earnings of the road were, in 1876, $84,975 ; and this, with so
small a share of Western business as their leased line, the Norwich
& Worcester, gives them. It is only fair to suppose that when it
becomes the ally of the trunk lines west of the bridge, the earnings
will be sufficiently increased to enable themto pay dividends on the
stock.

It is the fashion to look down on the New York & New Eng-
land. It suffers now from the bad management of the old Boston,
Hartford & Erie.

Yet, in fact, if some strong parties would take hold of the New
York & New England and complete it, it would be a good property,
especially in connection with the Poughkeepsie Bridge. There are
269 miles of completed road, including the Hartford, Providence &

Fishkill, and 76 miles on which $3,224,000 have been expended,
and these 76 miles could be completed for $1,500,000 cash. To
complete and equip the w’hole road, which would then be 345 miles
long, lay steel rails the whole length, take up all the liens, the
principal of which is a mortgage on the Hartford, Providence
& Fishkill road of $2,055,000,—which is sought for to-day in
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Hartford at 106, and has always paid its interest,—would require
$6,000,000 in first-mortgage bonds, which will be a first lien of
about $lB,OOO a mile on the whole property, including rolling stock
estimated at $1,225,000. A first-mortgage bond for $lB,OOO a mile
on such property in New England, with such a prospect of busi-
ness as soon as completed, certainly is a good investment.

Then there is another road in which the State has no direct inter-
est, but which Mr. Crane wants to have you buy,—the “baby ” road,
the Massachusetts Central. Mr. Crane tries to disparage it, and
says .it will never be able to walk alone. Yet, notwithstanding
what Mr. Crane says, if individuals are willing to finish it, and not
the State, it has some good elements in it.

You will see, gentlemen, that this road has two outlets west: the
bridge and the Tunnel. As long as I mention Tunnel, you can’t say
that I am off my subject before the Tunnel Committee.

Look a moment at some statistics regarding population, as a road
with a liberal supply of inhabitants along its line stands a better
chance of earning dividends on its cost than where that element is
sparse.

The same is true of Mr. Crane’s New York road, only the re-
verse. The New York Central runs through a very thickly settled
country, and hence would have an immense advantage over Mr.
Crane’s milk-farm line.

I want to tell you how the population on the line of the Massa-
chusetts Central compares with that of the Fitchburg, which has
had railroad advantages some thirty odd years.

The Massachusetts Central, from Weston, the common centre, to
Northampton, is 102 miles long. The Fitchburg, including the
Vermont & Massachusetts, from Weston to Greenfield, is 106 miles
long.

The towns through which the former (the Massachusetts Cen-
tral) passes, have a population of 43,821

The towns within ton miles of the line, and connected with it,
have a population of 130,730

Total, 174,651
The towns through which the Fitchburg passes have a popula-

tion of 69,222
And within ten miles of same, 30,247

89,469
Or an excess of population in favor of the Massachusetts Cen-

tral of 85-082
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There are some large towns outside of the ten-mile band which
will be largely tributary to the Massachusetts Central, namely :

Springfield, 81,053
Westfield, .... 1 8,429
North Brookfield, 3,749
Fitchburg, 12,289
Gardner, 3,730
Winchendon, 3,762

63,012

In fact, the distance from Springfield to Boston, over the Massa-
chusetts Central, is only seven miles longer than by the Boston &

Albany Railroad by the Springfield & Athol road in which the city
of Springfield has invested $300,000. It is evident that Springfield
had the Massachusetts Central in view in doing so.

Fitchburg, too, is only one mile farther from Boston by the Mas-
sachusetts Central than by the Fitchburg. If the Massachusetts
Central were to ask state aid to complete their road, I would fight it,
tooth and nail. The State should build asylums for the insane, but
a railroad is not an eleemosynary institution, and should not be. It
is hard on Mr. Crane not to make it so, as he hoped it would take in
one patient.

These 174,551 persons who live on the line of the Massachusetts
Central, if the road were built, would be much benefited by the
opening for trade both through the Tunnel and over the bridge.
This road will also be the shortest line between Boston and the
bridge, 203 miles—the line beyond Northampton having been care-
fully surveyed—the distance by the New York & New England being
227 miles, and by the Boston & Albany 214.

This brings us to consider the Boston & Albany in this connec-
tion. Mr. Crane has for years been trying to strangle the Boston &

Albany. But by the bridge the Boston & Albany will be able to do
for Boston as well as over the old route. The bridge, you see, deals
kindly with all, and they will all be wanted, too, if our merchants
will only be enterprising enough to utilize the thousands of miles of
road lying beyond the bridge. The trade won’t come here or go
from here, even after the way is opened, unless the people are ready
to take advantage of the opportunities. IfBoston becomes a Salem,
it will be because the spirit of our fathers has died out within us.

You see, Mr. Chairman, that a short line of road from Springfield
to a point on the Connecticut Western will be the route by which
the Boston & Albany will partake of and contribute to our success.
This road will be about twenty miles long, and|easy to build. Mr.
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Chapin will not be long in seeing that the interests of his road will
be benefited by the connection, and thus place Boston under still
greater obligations to the Boston & Albany.

For how much is Boston indebted to the New York Central and
Boston & Alban}' railroads ? Except for their contribution to the
trade of Boston, not only no square sails would be lying at your
wharves, but no red smoke-stacks at East Boston. And those huge
hulks belonging to the lines of Thayer & Lincoln and Warren &

Company—each equal in capacity to four of the old-fashioned ships,
which were sufficient for the wants of Boston before the Boston &

Albany road was built—would wend their way to Baltimore. If
the Boston & Albany Railroad had not built the elevator at East
Boston, the Cunard Wharf would be rotting, as are the wharves at
Nantucket.

The State has another interest with the bridge, to which I will
only refer here briefly ; namely, the South Boston flats. If there is
any one in this room who has not walked over those South Boston
flats, acres of which have been filled by the State and the Boston
Wharf Company, he should not lose a day in doing so. This vast
territory, than which no city can boast any better suited to the
handling of the staples of the country, is the terminus of the three
lines which connect Boston bridge. The State has a great
interest in giving its moral support to the bridge, looking to its
interest in these flats. Boston Harbor was open all the past winter,
yet from want of the great shipping staples, which all the roads
centring in New York supply to that city, our steamers could get
no cargoes. At the Merchants’ Exchange, the other day, it was

stated that steamers could not be loaded with grain alone. See
what an opportunity those still unused acres afford for a vast busi-
ness in cotton and provisions, and the natural route for them is
over the bridge.

There is one more point to which 1 would like to draw your atten-
tion, and through you, that of the public generally. That is, Who
shall own this bridge? the gateway between New England and the
rest of the United States. Shall Massachusetts secure it, or will
she let New York hold it, as Mr. Crane tells you Vanderbilt holds
the Tunnel.

If Massachusetts owns the bridge she can control it in the inter-
ests of her people. But if she lets the present opportunity pass of
keeping the keys, I trust she wont complain if the rates for the use
of the bridge are higher than are for the best interests of Boston.
Now, gentlemen, the way is still open to you. A year or more ago
I saw the importance of the bridge to the best interests of Boston,
and I have sacredly devoted my best energies to secure it for you.

17
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I have gone from capitalist to manufacturer, from manufacturer to
merchant, and from counting-house to store, and all in vain. I have
organized public meetings under the auspices of the Board of Trade,
have secured the written indorsement of the Transportation Com-
mittee, of the Board of Trade, of the Boot and Shoe Exchange, and
have afforded every opportunity to study and understand it. The
press have without an exception gratuitously indorsed it in their
columns. And yet, gentlemen, I am mortified to be obliged to
state that, with my utmost effort, I have been able to secure sub-
scriptions for the small amount of 145,000 only in Boston. Hart-
ford and its vicinity have taken about $125,000, and the remaining
$830,000 were subscribed in New York.

Boston has everything to gain by owning the bridge. New York
has nothing to gain by it except the dividends from it, as an invest-
ment. Boston certainly has the money with which to own it, and
when the importance of its ownership by the Slate and city to be
most benefited by it is understood, I can’t feel that Boston will hesi-
tate to come forward and furnish the money to build it. Citizens of
Boston, wake up to the value of the bridge, before it is too late.
There are those among you,—and I am sorry to Say there are too
many,—who have refused me on the ground that they had already
done their share. They began with the Western Railroad, and have
subscribed to all the schemes intended to benefit Boston, and with
one or two exceptions have lost all they put into them, and I must
apply to the younger men, w'hen they know very well the younger
men can ill afford to spare airy of their capital from their business;
and thej’ themselves forget that these same roads and steamboat
lines in which they lost their investment have yet indirectly added
largely to the wealth of Boston, and have enabled them to amass

large fortunes, and that they are still being benefited by the facili-
ties afforded them by Boston. To these gentlemen 1 make one
more appeal. Save your cityT from the disgrace of having a foreign
gatekeeper own and hold the key of the commerce of Boston. Wake
up to your You are all holding positions of trust; you are

the depositaries of the property of the small capitalists of New
England, who look to you for example and advice. Those of you
who are the selling agents of the great factories of this State, or
treasurers of the same, do something to promote the interests of
your stockholders, who have suffered long enough from want of
dividends, by securing the cheap transportation and cheap fuel
which you can secure through a moderate subscription to the stock.

Those of you whose real estate is lying idle because there is no
business, can’t you see that you can better afford to mortgage still
deeper your property rather than not do something for the bridge,
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because the volume of business,—new business,—which will come
over the bridge, will bring tenants to your now empty or ill-paid
stores and counting-rooms?

Those of you who own the Western railroads, from which you at
present get no returns, don’t you realize that your investments in
those roads, probably to the extent of at least 1200,000,000, have
been the means of building up that country', and increased its wealth
enormously? Yet what city gets the benefit of it? Does your own
city, Boston, or your own State, Massachusetts, derive much benefit
from that immense amount of capital accumulated in Boston, and
from the use of which your own people have a moral right to derive
some advantage? No ; Baltimore and Philadelphia reap the profits.
They have allowed you to build up the West, while they were taking
steps at home to control the business of the West by their home
improvements. Don’t shut your eyes to the fact that if, instead of
spending money thousands of miles away, you would spend a little
at home, your own city and State would soon share with the other
cities in the business and prosperity of the country created by
Boston capital, but now shut off from her.

No business man in Boston can or should say he can’t afford to
take any stock. There is not a man doing business in Boston on
86,000 capital who can afford not to take at least one share of $lOO
in the Poughkeepsie Bridge, and if all would do in like proportion,
the bridge could be built for cash and no debt upon it; and I tell
you, gentlemen, that if you will make the investment, and open a
Poughkeepsie Bridge account in your ledger, you will find that it is
the best account in your books directly, and in the indirect gain in
your business still more so.

Consider these facts : That one-fourth the volume of business
which comes over the Albany Bridge into New England would pay
the whole cost of the Poughkeepsie Bridge, and interest, in eight
years, at the same charges as at Albany ; and that you will have, as
direct contributors of new traffic to it, no less than 13,000 miles of
trunk road west of the Hudson, not counting that labyrinth of tracks
which are spread out like a cobweb in the coal-fields of Pennsyl-
vania ; and that the traffic afforded by it will bring to life the long
dead capital of the New York & New England Railroad, in which
the State has planted about one-eighth part of her debt. It will
also afford business to the Massachusetts Central Railroad, if
private enterprise will complete it, and it will add still more to the
gains of the Boston & Albany Railroad.

I don’t think you will long hesitate about owning it. If every
member of this Legislature will exert what influence he can at home,
the ownership will be general throughout the State. If the Boston
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Board of Trade will—not by resolutions, but by work—do their
duty; will meet in mass, not a score or two only for a few minutes,
and then run away because they fear to hear some plain truths in
plain language ; but if they will meet and organize committees to
canvass the counting-rooms of Boston, —not to memorialize the
Legislature for state aid, but putting down their own names for
something, even though it be a little ; —the whole sum can be secured
in a month, and the bridge, built for cash at a saving of $360,000,
can be owned in Massachusetts, and managed for the best interests
of her people.

If Boston capitalists and merchants will not see the importance
of owning the bridge among ourselves, and make an effort to ac-
complish it, I trust they will never call any more meetings at the
Exchange, to consult as to how they can best manage to get West
and participate in the prosperity of the rest of the country. Such
meetings for talk bring down upon Boston the well-earned contempt
of the other maritime cities, who remove obstacles themselves, and
do not, with 1,800 signatures, memorialize the Legislature to incur
a responsibility of $95,000,000 through an apparently sound
scheme, which, when investigated, proves to be as unsound and ill-
advised as any other of the schemes advocated for j'ears past in the
State House by the author of the bill under consideration.

There is no underhand work in this enterprise. It is an honest
scheme, with nothing kept back. No jobbery in it, and no axe to
grind by any one connected with it; two Boston merchants besides
myself are the Massachusetts directors ; are well known to
you,—Mr. Albert Thompson and Alderman Clark. I believe I un-
derstand the enterprise, and am ready to explain and tell all I know
about it, at any time and in any place. I have devoted my entire
time to it for a year. I know lam not mistaken in my estimation
of its importance. I will gladly aid in any effort to secure its own-
ership here. I have persevered against great coolness, and in spite
of every discouragement, in trying to induce our people to aid me,
and as I have told you, with very little success. I have the satis-
faction, however, of knowing, that I was largely influential in in-
ducing others outside of the State to secure its construction. The
bridge will be built, whether Massachusetts contributes to it or not.

I want Boston to own it on its own account, and because it must
prove a safe and paying investment.

I thank you for your patience, and beg you will excuse me for oc-
cupying so much of your time. I feel that it would not have been
right to allow Mr. Crane’s statements and figures and arguments
to go unanswered. And I also feel that every intelligent man
among us should understand the Poughkeepsie Bridge enterprise.
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It is the most important work going on in the country at the present
time. It is a great national work, to knit together the now sepa-
rated parts of onr people. When completed, it will be the most
mao-niScent structure of the kind in the world,—a monument of the
engineering skill of our people. I ask the capitalists, merchants,
and citizens of Massachusetts, Will you own that gateway? or will
you, through indifference and apathy, let it be the paying property
of strangers?

Gentlemen, if you are satisfied that the Poughkeepsie Bridge will
open new routes enough to Chicago without state aid, but will let
time work out the destiny of the Tunnel,—only pray let the State
continue to own it,—I shall feel that I have not spoken in vain.

If I have been influential in exerting an influence on the public
mind to put a stop to the never-ending talk of the promoter of the
scheme which is before you for your approval, to put a stop to the

expense incurred and waste of the valuable time of the persons
chosen by the people to legislate for them, as has been the case
almost every year of late, and if our citizens have learned a lesson
not to place so low an estimate upon their signatures, and to fully
understand a subject before they allow Mr. Crane to advocate it in
their name, I shall feel that I am entitled to the thanks of the com-
munity.

Adjourned to Wednesday, February 28.



134 HOOSAC TUNNEL—HEARINGS. [Mar.

TWELFTH HEARING.

Wednesday, February 28, 1877.
The Committee met at 10,1 o’clock, Senator Bowman in the chair,

who stated that the Committee were ready to proceed with the hear-
ing, and that the understanding was that this hearing was for the
closing arguments by the petitioners.

Mr. Crane. I do not know whether I shall be able to make
myself heard or not, as I have been unwell for several days with a
severe cold, but I desire to say a few words. In opening the case,
we said, as one of the first points, that this subject was one of public
importance, and that we were read}’ to introduce evidence to show
that fact. This, however, the Comipittee conceded, and it was not
gone into, as the fact was apparent on its face. I now desire to
enumerate some facts that we consider of vital importance. The
evils of our present railroad system are great, as the experience of
the past few years has shown. Large railroad properties have got
into the hands of a few men who have personal ends to gain, using
these railroads for their own profit, and we have more to fear in the
next ten years from the evils growing out of these combinations
than we have'in the past, and it ought to be a serious question,
What is to be done? Our railroads have been admitted to be public
ways open to the public, and the evil is that we intrust their man-

agement to private individuals having personal interests which
operate against the public good. Is it wise to allow trustees to
have personal interests in the trust they represent? The courts
have decided, and it is a well-established principle of law, that
trustees should not have a personal interest in the trust, and the
only way to remedy all these evils is to place the management of
these great public ways, designed for the public benefit, in the
hands of a corporation which shall be organized as a public trust,
and which will act for and in behalf of the people. In the very
early discussion on this subject in the Legislature, the Democrats
took the ground that, if these railroads were public ways, then they
should be looked after as a public trust, and the Whigs took the
ground that, as public ways, they could be cared for better by pri-
vate corporations, and the matter has grown up until now, and it is a
subject that is wielding the destinies of the nation.
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It is not a question whether the State shall guarantee a few shares
of stock, but whether the interest of the people are to be benefited.
It is a world-wide question, and one affecting tire weal or woe of
the whole nation. Look at New York. They built the system of
canals out of the public money, and they have been managed by
public agents, and what has been the result? Notwithstanding all
the corruption and all the shortcomings, they have nearly paid for
themselves out of their earnings ; and notwithstanding the entire
press of New York urged the sale of the canals, the people, when
they met, put an article into the constitution prohibiting their sale
forever. The people and the thinking men knew the articles in the
newspapers were paid for by the railroad interest and those seeking
to stifle the success of the canals. For thirty-five years the whole
line of railroad has grown up along side of the canal, between Albany
and Buffalo. At first there were seven distinct corporations, but in
order to compete with the canal they were compelled to consolidate
and organize as one road. They went to the Legislature for author-
ity to unite under one management. The people were afraid to
unite them, because of the immense power it would give the road,
and there was much opposition ; but the bill W'as finally passed.
No sooner had the bill passed than the knowing ones met together
and issued $14,000,000 of bonds,—the first watering process on
which the people have had to pay interest. Then came the different
managements. This consolidated line from New York to Buffalo
has bequeathed to the people of this country $130,000,000 of securi-
ties, on $60,000,000 of which not one dollar was paid in. You will
never find in any other corporation, public or private, such breaches
of faith for their own private aggrandizement as in this corporation.
This is one of the evils resulting from allowing trustees to manage
a trust who have a personal interest in it. Every eating-house on
the line from New York to Buffalo, every car compan}-, every
despatch line, -was made to pay tribute to Vanderbilt; and you will
find it the same on all our East and West lines ; and all these things
lead us to inquire whether there is a belter way.

I now desire to call attention to the provisions of the bill under
consideration. And first, Are these roads that we propose to take,
public or private? There is but one answer : they are public ways,
and we propose to take them and to dedicate them to the State,
to meet the wants of the people of the State, and in order to carry
this out we say that the only way is as the bill proposes. The
name Boston & Chicago Railway Trust Company was given because
it was distinctive, so that it may be known all over the world as a

distinct line from Boston to Chicago. We ask that these thirty
men and their successors be appointed by the Legislature, and I
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know of no place so safe, and they are then the exponents of the
people and the only safe custodians of this property. The hill
makes provision that the members of the Legislature cannot hold
the office of trustee themselves. These trustees are to hold and
manage this property for the perpetual benefit of the people of the
State. This idea of holding this property is a Massachusetts idea,
and should be accomplished by Massachusetts ; and in order to
accomplish this the State should convey all her interest in
the Tunnel, Troy & Greenfield Railroad, and Southern Vermont
Railroad to this trust. Is it wise for the State to commit her inter-
est to a trust? I say yes, if you place it in the hands of men with
no personal interests involved. Then the bill gives this trust the
power to acquire the Troy & Greenfield Railroad. This word
acquire means, to take this Troy & Greenfield Railroad, by compen-
sation or otherwise, as may be arranged by these trustees, in order
to get rid of the power of redemption, and this can be much more
easily settled by these trustees than in any other manner. Then it
gives the power to acquire other roads in order to make an entire
line to Chicago.

Who arc these thirty men, and what are their duties? They are
to choose a president, treasurer, clerk, and the other officials. Can
there be a question that these thirty men are not better qualified to
select the men to carry on the business of the road, than any body
of stockholders you can name? Something was said yesterday
about choosing a president, and that there is nothing in the bill that
indicated who he was or who he might be. I know of no better
way than to hire one, just as you would hire an agent of a factory,
and then he will be at home to perform his duty, instead of in Con-
gress or attending to his personal business. I think it is wrong to
have men as presidents of large railroads who are engaged in out-
side matters, and who are chosen simply because of their ability to
borrow money, rather than for their executive ability. The same
holds good of the treasurer and clerk. We say let these thirty men
choose such men as will give their entire time to the performance of
the duties of their offices. These officers will be permanent. Sec-
tion 4 provides :

“ The president and treasurer shall not engage in
any other business during their continuance in office. The annual
returns required by law shall also include a full transcript of the
record of the transactions of the corporation during the year.” On
all public matters, the nearer you get to the people the better. It is
this secret management in boards of directors that has made a
great deal of trouble, and this section provides for the publishing
of everything that transpires. In section sit is provided that,—
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“The board of directors shall be chosen by the corporators from their

own number, and shall hold their offices for one year, or until others are
chosen in their stead.

“ The board of directors, together with the president, shall have charge
of the executive duties of the corporation, and shall be vested with all
the powers necessary to carry into effect the provisions of this act, which
are not expressly conferred upon the corporators. Four directors shall
constitute a quorum, but all votes, except for adjournment, shall be unani-
mous, and shall receive the assent of the president before they shall
have effect.”

There is a provision that cannot be carried out by private corpo-
rations. A unanimous decision by a board of directors. In all the
administration of the affairs of the trust a unanimous vote of the
board of directors is required, and even that shall receive the assent
of the president before going into effect.

I shall now give a few moments to the financial question. The
liability of the State is nothing more than what the treasurer of the
Commonwealth puts his name to. The company cannot issue notes
or borrow money ; there is nothing but these certificates of stock
signed by the president and treasurer of the trust, and counter-
signed by the treasurer of the Commonwealth. When these are
out they bind the State to the amount issued, $35,000,000 ; $6,000,-
000 goes into the hands of the state treasurer ; and what liability
has the State on that, its own paper? The only liability is $29,-
000,000. No more, no less.

(To Mr. Weld.) The $6,000,000 is to be paid for the State’s
interest in the Tunnel and Troy & Greenfield Railroad.

(To Mr. Winn.) The liability of the State is for $29,000,000, and
also for the $6,000,000 for the Tunnel. The whole amount of the
certificates to be issued is $35,000,000, to be signed by the presi-
dent and treasurer of the trust and countersigned by the state
treasurer. For this $35,000,000 we get what is equal to 714 miles
single track completed railroad in this State, free from debt and in-
cluding the Tunnel. We have shown what these roads have done
in the past. What have we reason to hope for in the future? The
interest on the $6,000,000, properly invested, we have shown cannot
fail to pay the $29,000,000 in 23 years, and the whole amount of
$35,000,000 in 27 years, and that no dividend can be paid until the
one per cent, is paid into the state treasury.

Providing this trust stands still in this State and goes no further,
we have shown the earnings of the roads we propose to take will be
not less than five per cent. The great trouble with Mr. Andrews’
figures is, that he only gives the net income of the roads after pay-
ing the interest on their debts. We say that the earnings are as we

18
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stated. It is fair and reasonable to suppose that these roads will
earn in the future as they have in the past; the principle does not
admit of a question ; there is no risk absolutely for the State.

Beyond this State, what does this bill propose ? To get our goods
to the consumers at the West, we must provide the homeward freight,
with reliable rates. That is the great object, and is one of the
greatest importance, and cannot be ignored ; and we say fix these
properties at home, so that we can go abroad in a strong condition.
Not one dollar of this $35,000,000 will be expended outside of this
State; but the roads beyond the state limits will be built with
private capital, and leased to this trust, or operated by contract.
In organizing these roads beyond the state line, the certificates of
stock will provide that one-half per cent, semi-annually is to be paid
into a sinking fund to take up all the stock at a certain time in the
future.

(In reply to Mr. Winn.) It is not a lease that we propose to
have, but a running contract between the outside roads and this
trust.

(In reply to Mr. Weld.) The exact position is this : the roads
outside the State are to be built free from debt; and then this trust
is to operate them, and pay the expenses of operating first, and
second to pay the one per cent, to the sinking fund.

(In reply to Mr. Winn.) We shall say to the parties building
these roads, After paying expenses, one per cent, is to be paid to
the sinking fund. Then we say, We will give you six per cent, on
your money. So the first thing is to pay to the sinking fund, and
the second is to pay the six per cent, to the owners of the roads.

(In reph - to Mr. Bowman.) The home road will be liable for
these contracts made with the foreign roads ; but we claim that
these roads will pay a good percentage, and therefore there is no
risk.

(In reply to Mr. Winn.) The New York Central does not rely
upon its local busines for its large earnings. We claim that the
local business of our proposed line is as large as that of the New
York Central Railroad.

All that I can say about this financial question is, that if the State
is not prepared to go into this interior business on the ground that
it will be risk}' and it will not pay, we had better stop where we are.
I will now give way to Mr. Stearns.

Closing Argument of George T. Stearns.

Mr. Chairman and Gentlemen of the Committee:—It will be my
duty in the brief space of time allotted to me, to endeavor to put
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a gallon into a two-quart jug. How well I will succeed time will
determine.

The question now before you, as I announced when I had the
honor of speaking before you some time previously on this matter,
is that of revolution. I further believe, as I then said, that the
subject involved in this question is broader, more far-reaching, more
of interest to the State of Massachusetts, as regards her material
prosperity, than any question which ever before has been brought
into these legislative halls. It is fortunate that we have a Committee
of the intelligence that we have, to consider this case. It has hap-
pened in my experience that this measure has not, at the hands of
some gentlemen, received full and proper consideration, and that we
have contended from the start with a prejudice in certain quarters,
so bitter, so hostile, that it has thrown a depressing influence over
this entire investigation. I feel, gentlemen, that at your hands, we
have the right to a free and full investigation. lam thankful that
we have been allowed to go so far as we have. I also recognize the
fact that with all the time -devoted to this question, we have but
imperfectly made the investigation, so vast are its ramifications.

It is useless for me to occupy your time in going over the devel-
opment of railroads in this country in the last thirty years. They
are wonderful in their growth, costing or standing with a capital,
actual and watered, of 84,200,000,000, or thereabouts, and more
than one-half is watered stock, upon which nothing has been paid.

Gentlemen, I refer you to the fact that Massachusetts has invested
most largely of her wealth to develop these lines of railroad. But
the trouble with Massachusetts is, that in building the tree she has
commenced at the branches and not at the root. And so through-
out that great Western and South-western country that Mr. Andrews
drew your attention to yesterday, are lines representing millions of
Boston and Massachusetts capital, that is comparatively worthless
to its owners or investors, by reason of the fact that they have no
trunk outlet to the seaboard, and therewith might be made valuable
and remunerative.

I point you to what has been done in the United States by the
one-man power,—by Mr. Vanderbilt in New York, by Mr. Scott in
Pennsylvania, and by Mr. Garrett in Maryland. I point you also
to the fact that Mr. Vanderbilt works for New York, first and
always ; that Mr. Scott works for Philadelphia ; and that Mr. Gar-
rett works for Baltimore. And I say to you that in order to take
Massachusetts from the rear, where she now stands, to the place
where she deserves to stand, in the front, no power other than the
power of the State is competent to grasp with these great giants of
railroad monopoly. I point you to the fact that Massachusetts lies



140 lIOOSAG TUNNEL—HEARINGS. [Mar.

in the path, and should be the highway of the nations of the world.
I point you to the fact that near this parallel lie all the great cities
of the world. I point you to the fact that from the grain-pro-
ducing areas of the eight States of the North-west, where the first
exports were made only a generation or so ago, of 50 odd bushels
of wheat, that the ports of Milwaukee and Chicago gather and ship
eastward, annually, no less than 100,000,000 bushels of grain. I
point you to the fact that by the establishment of the great lines of
railroad, Chicago and Milwaukee are not necessarily to-day the cen-
tres of grain distribution, notwithstanding the gigantic magnitude
of the business there transacted, because the car of the trunk road
is largely placed at the door of the producer, and vast and increas-
ing quantities of grain are carried to the seaboard direct. I point
you to the fact that even now the cereal production in this country
is in excess of 2,000,000,000 bushels. I point you to the fact that
only about three per cent, of our production is exported. I point
you to the fact that the nations of the Old World are our customers,
if we will meet them on proper grounds. I point you to the fact
that the wealth of our country lies in its soil, the source of all
wealth, and I ask you, in view of these facts, in view of what has
already been done, in view of the development in the past, what we
are and what we may be, and in view of the fact that New York,
Philadelphia, and Baltimore have grown as they have grown, b}’ this
great export business,—through the instrumentality of a direct
railroad trunk route in their interest, —I ask that you will not, in so
far as the decision of Massachusetts is concerned, longer hesitate—-

“ Letting I dare not, wait upon I would,
Like the poor cat i’ the adage.”

But, doing with the strength of the State for the benefit of
the people of the State, make Massachusetts far greater than before ;

make Boston, as it should be, and by its natural advantages is
entitled to be, the great export city of the United States. I point
you to the fact that, for years, efforts have been made, ending in
poor results, to consolidate into a trunk line the several isolated
lines of railroad from our seaboard to the grain-producing areas,
and that this matter of trunk consolidation has, for years, been con-
sidered a paramount necessity by the far-seeing and thinking men
of the community. I point you to the fact that gentlemen of
the first respectability, long years ago, were and since have been
persistently knocking at the doors of this State House, asking their
legislators, for the benefit of Boston and for the benefit of Massa-
chusetts, for the consolidation of these roads, that thev might be
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one strong power ; not isolated little patched-up links of road, with
separate organizations, forever quarrelling among themselves ; hut
that the strong arm of the State should step in and regain what has
been taken from ns, by the abuse of privileges granted to these
roads, for the benefit of the people.

I hold in my hand a petition signed, several years ago, by some
of the most eminent merchants of Boston, asking for a similar Act
of incorporation, lesser only in degree, as that now pending ; and if
any gentleman chooses to compare the list with those now before
you, he will find the same names now asking for the incorporation
of the Boston & Chicago Railway Trust Company.

Mr. Paine, in opening this case, and asking for this bill, said the
time had come to know “ whether the railroads own the State or the
State owns the railroads.” I ask you to recognize the fact that in
every charter that has been granted in Massachusetts, as I am in-
formed, with the single exception of one, the right of the State has
been reserved to take the property in the interest of the people, when-
ever the interest of the people demanded and required it. Wise
forethought! Wise forethought! ! If the exigency of the times
now demands this at your hands, will you, the servants of Massa-
chusetts, who come here, as your chairman, the other day, so
properly said, “ to legislate for the benefit of the people,” will you
shrink from the responsibilitj 7 involved? I cannot believe it.

I cannot believe but that, when the merits of this question shall
become known, —as by the investigation of facts they will be, —

every member of this Committee, and every man in the halls of leg-
islation below stairs, if we could get his fair and impartial judg-
ment, would be in favor of granting what is here asked to be done
by the State. I am thoroughly in earnest in this matter, gentle-
men. I believe in it. I have looked at this question from both
ends of the line. I have seen both sides of the shield. A Massa-
chusetts man by birth and education, I went to Chicago in 1858,
and for the major portion of 15 years I made my home in that
section. I know whereof I speak. I did not go to Chicago last
year for the first time, as did our remonstrating friend of the Pough-
keepsie Bridge. No neophyte am I upon this question.

My theory, as before stated, is this : that in the present condition
of things there is no poiver, other than the power of the State,
which is competent to grasp this question and regain for Massachu-
setts what she has lost.

In running over this queston, as rapidly as the time I have at my
disposal will compel me to do, necessarily very cursorily, 1 ask your
attention to the decisions of some of the courts, made in different
States, upon this question of the rights of the people in the rail-
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roads. I stand upon the principle that the railroad is the people’s
highway, and I propose to prove it. I much regret that my allow-
ance of time will not enable me to elaborate as I would desire.

1 read, in the first instance, from Leigh’s Reports, vol. 8, page
120, Goddin v. Crump, etc. The head note is as follows:

“The Commonwealth of Virginia having long desired to effect a com-
plete line of transportation from the navigable waters of the Ohio to the
city of Richmond, and having with this view constructed certain works
on portions of the route, subsequently incorporates a joint-stock com-
pany to accomplish the object, to which company the works of the Com-
monwealth are, by the terms of the Act of incorporation, to be transferred
at a specified valuation, and in which company the Commonwealth her-
self becomes a large stockholder. The city of Richmond having been
incorporated for municipal purposes, a majority of her citizens qualified
to vote for members of the common council desire that the corporate
authorities should subscribe for a large number of shares in this joint-
stock company, and the Legislature, in accordance with their desire, pass
laws authorizing the common council to make such subscription. By
these laws, the common council is authorized to borrow money to effect
the object, and to levy, assess and collect such taxes as in their opinion
will be necessary for the purpose of paying the interest and redeeming
the principal of any loan which may be effected. This authority to bor-
row money and levy taxes is carried into effect by an ordinance; and
under the ordinance, the collector takes the property of a citizen, against
whose will the laws authorizing the subscription were passed, who
refuses to pay the taxes levied under authority of these laws, upon the
ground that they are unconstitutional. Held, they are constitutional and
valid.”

That doctrine was established in the State of Virginia so long
ago as 1839.

In B. Monroe’s reports, Vol. 9, being reports of cases decided by
the Court of Appeals of Kentucky, I cite from page 535, case of
Talbot v. Dent. We find ;

“ These cases decide what must, we think, be conceded, that, in order
to characterize a particular work or expenditure, as being within the
legitimate local purposes of a local municipal corporation, it is not nec-
essary that the work or expenditure should be confined to the local limits
of the corporation; but that in the case of a road or canal leading to or
near tins city, and obviously tending to facilitate its commerce, and secure
or increase its commercial business and prosperity, as well as in the case
of an aqueduct or a sewer, tending to promote the health and comfort of
the city, it is sufficient (hat the object to be accomplished be so connected
with the city and its interests, as to conduce obviously and in a special
manner, to their prosperity and advancement.
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“That a railroad haying one of its termini on the Ohio River, within
the limits of the city of Louisville, and extending indefinitely into the
interior of the State, is a work of this character, we may well assume.”

I cite next from the 24th of Wendell, page 68,—Thomas v. Leland
and others:—

“ It is said that if the Act had in view the construction of the canal, then
it was unconstitutional, as seeking to take private property for public
use, without just compensation, or any compensation. To sustain this
argument it must be denied that the general profit of the community to
which we belong will warrant a tax affecting our property. Our answer
to the case at bar is, that the improvement in question was, in itself, a
compensation to the plaintiff. Such, at any rate, was the theory of the
proceeding, and we must intend that it was carried out in practice. Such
was the view taken by the Legislature; and they must be left to judge of
the compensation,

“ But this argument proves quite too much. It would go to cut off
entirely many acknowledged powers of taxation ; such as that which
raises money to relieve the poor, or establish and keep on foot common
schools, to build bridges, or work the highway. It confounds two dis-
tinct legislative powers; a simple power of taxation with the power of
taking private property for tax to build a lunatic asylum, may be men-
tioned as one instance. If the power to impose such a tax were to be
rested on the ground of individual pecuniary benefit to each one who
should be called on to contribute, it is quite obvious that it would not be
maintained a moment.”

In the 9th of Humphries, page 269, the Supreme. Court of Ten-
nessee, held in the case of Nichols et als., v. Mayor and Aldermen
of Nashville :

“ It would seem to be an incontrovertible truth that a corporate town is
deeply interested in themaking of any road or other means of transport-
ation and travel, whereby the facilities of its commerce are increased;
and if it be so interested, why shall it not become a corporation purpose
to have them made P It would really seem almost useless to argue in
favor of it. Is there anything illegal in it? Is there anything against
good morals in it? Is there anything against public good in it ? Surely
not. A town is situated ten miles from a navigable stream ; it is obvious
that it must be a matter of great importance to the town, its commerce
and general prosperity, to have a railroad or macadamized road to this
river. It concerns no one else but this town, and no one else will make
it. Shall it become a corporation purpose of this town to make it, if it
be able? Surely no one will deny but that it may. Distance cannot
change the principle; if it can become a corporation purpose to make
the road ten miles, so it may, if like reason exist, and there be like ability
to make the road, twenty, thirty, or any number of miles; there being no
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limit save the extent of the ability of the corporation and the discretion
of the Legislature in granting the power.”

I will read to you from the Ohio State reports (Ist of McCook,
page 94), in the case of the Cincinnati, Wilmington & Zanesville
Railroad Co. v. Commissioners of Clinton County'. In passing
upon the question involved in a law, the object and effect of which
was to give to the county of Clinton the right to aid in the construc-
tion of a railroad passing through it, by subscribing to the stock,
the court said:

“We shall take it for granted, as a predicate upon which to found all
reasoning upon this subject, that the State may lawfully construct roads,
canals, and other descriptions of internal improvement, calculated to facil-
itate the social and business intercourse of the people, and to develop its
resources and add to its strength and security.

“ However theorists may have assigned to government a more restricted
sphere of action, it is certain that this power of establishing and support-
ing schools, and providing for the poor, insane, and unfortunate, present-
ing it in its more beneficent aspect, has always been exercised by every
civilized state; and must be held to be included in the general delegation
of power in our own If we needed confirmation of this, it would be
found upon almost every page of our legislative and judicial history. . . ,
“ It is true, that in early times, only wagon and turnpike roads were

constructed; but it would be strange imbecility to fasten.upon govern-
ment, to deny it, in the attainment of the same ends, the use of such
improvements as science and discovery have brought within its reach.

(Page 100.) “It thus appears, that subscriptions provided for in the
Act under consideration, made by townships, cities, and counties, have all
been sustained by highly respectable judicial tribunals, as often as the
question has arisen. Without a single adjudged case to the contrary, we
ought certainly to be able to give very good reasons before coming to a
contrary conclusion. Such reasons, we apprehend, do not exist. The
State had unlimited power to construct improvements of this character,”
etc., etc.

Let us get a little nearer home, and take the decision of the State
of Connecticut. In the 17th of Connecticut reports, page 58, The
Enfield Toll Bridge Company v. The Hartford & New Haven Rail-
road Company', the court takes this ground:—

“ That a railroad is for public use, though granted to a private com-
pany, has been decided, so far as we are informed, by every tribunal,
when the question has been made, and recognized, by the silent acquies-
cence of all concerned, in this State.”

I cite now from the 9th of Harris, Pennsylvania Reports, page 168 :

Sharpless v. Mayor of Philadelphia. The chief justice said, in speak-
ing of the power of the State to tax for public improvements:
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“I use the language of Chief Justice Marshall (4 Wheat. 316), when I
say that it may be exercised to any extent to which the government
may choose to carry it, and that no limit has been assigned to it, because
the exigencies of the government cannot be limited.”

And further (page 169) :
“A railroad is a public highway for the public benefit, and the right of

a corporation to exact a uniform, reasonable, stipulated toll from those
who pass over it, does not make its main use a private one. The public
has an interest in such a road, when it belongs to a corporation, as clearly
as they would have if it were free, or as if the tolls were payable to the
State, etc., etc. •

“In Bonaparte v. The Camden and Amboy Railroad Company (1
Baldwin, 223), although the charter of the defendants had more features
in it of a close monopoly for the mere private emolument of the stock-
holders than any other similar company in the country, yet the road was
held to be a public work, and the plaintiff’s land, taken to build it on, was
decided to have been taken for public use.

“It is a grave error to suppose that the duty of a State stops with the
establishment of those institutions which are' necessary to the existence
of government; such as those for the administration of justice, the pres-
ervation of the peace, and the protection of the country from foreign ene-
mies ; schools, colleges, and institutes for the promotion of the arts and
sciences, which are not absolutely necessary, but highly useful, are also
entitled to a public patronage enforced by law. To aid, encourage, and
stimulate commerce, domestic and foreign, is a duty of the sovereign, as
plain and as universally recognized as any other. It is on this principle
that the mint and post-office are in the hands of the government; for they
are but aids to commerce. For the same reason we maintain a navy to
keep open the highway of nations. It was a commercial restriction which
caused the Revolution, and injuries to our trade which produced the sub-
sequent war against England, with all its expense of money and blood.
Canals, bridges, roads, and other artificial means of passage and trans-
portation from one part of the country to the other, have been made by
the sovereign power and at the public expense, in every civilized State of
ancient and modern times. . . .

“It being the duty of the State to make such public improvements, if
she happen to be unable or unwilling to perform it herself, to the full
extent desired, she may accept the voluntary assistance of an individual,
or a number of individuals associated together and incorporated into a
company The company may be private, but the work they are to do is
a public duty; and along with the public duty there is delegated a suffi-
cient share of the sovereign power to perform it The right of eminent
domain is always given to such corporations. But the right of eminent
domain cannot be used for private purposes.”

In closing this line of my argument, I cite from two decisions of
the supreme court of Illinois. In the 24th Illinois reports, page 88
(Johnson v. County of Stark), the court say:
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“It then becomes necessary to ascertain whether the aiding in the
construction of a railroad running through its limits is such a county
purpose as authorizes the Legislature to confer upon it that power,

“ That the public at large, the individual shareholders of the company,
and the citizens of the county, all have an interest in the construction of
such a road is too plain to admit of any doubt. By its completion, the
public have increased facilities for travel and transportation, the share-
holders the prospect of profit on their investment and the citizens of the
county, while they enjoy advantages common to the public at large, have
other and more important benefits resulting from its construction. In
the completion of these improvements, the whole community is either
immediately or remotely interested, those near the line on which it passes
in a larger and those more remotely situated in a less degree. But all
participate in its benefits.

“ In the affairs of life, public and private interests are so blended that
it is difficult to draw the line separating in all cases the one from the
other. Numerous cases may be given fully illustrating each, but the
establishment of any rule by which each may be distinguished from the
other is, perhaps, impracticable. All will perceive that the building of
court-houses, jails, poor-houses, the opening and keeping in repair of
common highways and the erection and maintenance of bridges, by which
they are rendered useful to the people, are ‘ county purposes,’ for which
the people of the county may be taxed. And that the erection of hotels,
mercantile, manufacturing, trading and banking houses, although of great
importance to the prosperity of the community, are not such purposes as
were contemplated by the framers of the constitution. These are prop-
erly regarded as matters of individual enterprise, and cannot in any
reasonable or just sense be regarded as public or county purposes.

“Then, is the construction of a railroad through a county within the
meaning of this section of the constitution such a county purpose ?

“Common highways, turnpike roads, toll-bridges and improvements of
that character, and for which local taxes may be imposed, have been so
held by judicial determination, and so regarded in numerous cases where
the power has never been questioned. Then, if a common highway, a
turnpike or a toll-bridge be a county purpose, which authorizes munici-
pal corporations to become shareholders to aid in their construction, no
reason is perceived why a railroad is not such a county purpose. It has
for its object the same purposes that are attained by the others. But this
is not a question of first impression in the courts of this country. It has
been presented and judicially determined in numerous cases, in all of
which it is believed to have been held to be a corporate purpose, author-
izing the levy of a local tax for the payment of the subscription. . . .

“These authorities of our sister States proceed further and hold that to
render such an improvement a corporate purpose, it need not be confined
to or penetrate the limits of a county or city making the subscription.”

And lastly, the case of the Chicago, Danville & Vincennes Rail-
road Co. et al. v. Smith (Vol. 62, 111. Rep. page 274) ;
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“The benefits resulting to the people of the State from our system of
railroads are untold and incalculable. The mind can scarcely grasp
them. Railroads have almost superseded all other means of intercom-
munication. . . . They have become an absolute necessity, indispen-
sable to our increased growth and to the removal of our immense surplus.
They have added millions to our taxable property; given augmented
facilities to every department of trade; enriched the mass of the people ;

largely enhanced the value of our lands; built up manufactures; and
brought us into close proximity with the best markets of the country.
All share in the blessings flowing from them.

“Railroads are, in truth, the people’s highways for pleasure and busi-
ness and commerce. . . . For more than a quarter of a century the
courts have recognized and referred to them as public improvements,
made for the public good and to subserve the public interests.

“Railroads are improved public highways; and the courts have uni-
formly held that they are of such public use as to justify the exercise of
the right of eminent domain. . . .

“Mere convenience is not sufficient to justify the exercise of the right.
The public use must be necessary and pressing. In referring to the
urgency of the public use, Woodbury, J., in the case West River Bridge
Co. v. Dix, 6 Howard, 546, said; ‘Soas to a road, if really demanded in
particular forms and places, to accommodate a growing and changing
community and to keep up with the wants and improvements of the age,
—such as its pressing demands for easier and social intercourse, quicker
political communication or better internal trade,—and advancing with
the public necessities from blazed trees to bridle-paths, and thence to
wheel-roads, turnpikes and railroads.’ ”

Gentlemen, I have by no means exhausted the authorities
upon this point, that the railroad is created for the public benefit,
that the railroad is the people’s highway; but I ask leave, in this
connection, to state in addition to what I have here given, that the
supreme court of the United States, within a few weeks, in an elab-
orate opinion, pronounced by Mr. Justice Bradley, as yet unpub-
lished, has very strongly affirmed the doctrine that the railroad is
created for public purposes, and is the people’s highway. Now,
gentlemen, if this principle is correct so far as the town and county
are concerned, tell me, if you can, where the right of the State fails
to reach it? I fail to discover it. The old highway, the county
road, the turnpike and the canal have become obsolete. The rail-
road has supplanted these means of intercommunication, and the
proposition which I lay down and maintain, that the railroad is the
public highway, involves, as I believe, a principle, though latterly
grossly perverted, which runs back to the earliest stages of civiliza-
tion. If it is demonstrated to you that these roads are the
people’s highways ; if I have shown you, by the instances cited,
which might be largely multiplied, that these roads were to be sup-
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ported by taxing the community for properly reimbursing their
owners for the capital invested ; if they have outgrown their original
purposes and become oppressive monopolies, I ask you upon what
principle of equity or justice can you longer tolerate the exactions
of individual railway kings, by failing to turn them back to the
original purposes for which they were created ? I think you will
fail, on principles of justice, to solve that question.

If a railroad is made unduly profitable to the individual, and if a
railroad is the people’s highway, tell me, gentlemen, is not the pol-
icy whereby an individual is permitted to control that highway, and
make you and every other individual of the State pay exorbitant
tribute to his coffers, radically wrong? I claim it is. Now, here
comes the revolution ; and how is it to be effected? Only by the
potential power of the State: individual power is futile to re-
gain what has been lost. And so you have before you the petition
of some thousands of gentlemen, eminent men,—many of them the
most eminent men in the Commonwealth,—asking you, at this pres-
ent time, to incorporate the Boston & Chicago Railway Trust
Company. For what? To acquire certain lines of railway within
the State of Massachusetts, for the benefit of the people ; to take
the rights of the State in the Tunnel, and the railroads connected
therewith ; to be managed henceforth by these thirty corporators.
What for? Private aggrandizement? No, gentlemen; in the dis-
charge of a grand fiduciary trust for the benefit of the whole people.
You are not parting with your rights nor your property.

The State of Massachusetts only takes that bone of conten-
tion, that element which has for years distorted the counsels of this
capitol, and puts it into the hands of thirty of the most eminent
citizens of the State to be managed as a trust in the interest of the
Commonwealth. But to do that the State is asked to guarantee
temporally, not in perpetuity, five per cent, upon the stock. The pro-
posed trust company is to have a capital of $35,000,000, $6,000,-
000 of which is to be immediately put into the hands of the state
treasurer, for the benefit of the people, as a set-off to the State’s
interest in these roads. There is a little mystery about that pro-
vision in the minds of some parties. I do not see the necessity
myself for it, and if I had drawn thisbill I should not have inserted
that condition about the Tunnel, because it is the people’s property
now, and under this new phase of management it will ever remain
the people’s property.

But the gentleman here who is so apt in his illustrations of the
sinking-fund principles, says, “We will show the people of the
State that we are going to give them something for this.” That is
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all right. It only puts the solving of this question, of making these
lines of railroads free railroads, a few yearsfurther off.

And what is the obligation assumed by the State ? I ask your con-
sideration, if what is claimed is not absolutely and practically demon-
strated. It has been shown to you by unmistakable figures, from
official reports, that the Boston & Albany Railroad, fostered in its
early stages and made a reality b}' the State, has become the great
gigantic success of New England ; and from the earnings of the, road
has paid its stockholders—not the State, but the private stockholders
—an amount equivalent to its entire cost, every six years. That is
the financial history of the Boston & Albany Railroad. Itis proposed
now to take the Fitchburg road, and the line of roads connected
therewith to the state line, the Boston & Lovvell and the Massachu-
setts Central, and consolidate them and put them into the hands of
one central power, to be run and operated for the public benefit.
And the proof is brought to you, gentlemen, from official data, that
these roads, taking an average of five years, have earned very nearly
five per cent, per annum upon the aggregated capital of all the
corporations. Bear in mind, gentlemen, with small sources of supply
outside the State, these local roads, from local traffic, in this fearful
period of depression through which the country has gone during the
last four or five years, unparalleled in its history, have shown a net
earning of about five per cent.

And further, it is proposed to do what ? It is proposed, by means
of leases or arrangements with roads outside of the State, existing
or hereafter to exist, as these corporators can, in the public interest,
make the best trade, to run this trunk road from our State to the
illimitable sources of supply, the grain-producing areas of the
West. That is where the business is coming from to make these
roads pay.

Now I ask your attention to this proposition. If a trunk line of
road consisting of these Massachusetts roads and a double-track
road from the state line to Chicago, with branches and feeders,
aggregating in all 2,500 miles of single-track steel-rail road,
capitalized not in excess of $85,000,000,—which is only about one-
third the amount the New York Central line stands capitalized
upon,—and if it is a fact that this New York Central is able to
earn 12 or 13 per cent, annually, as is shown by its returns for a
series of years to be the case, I ask you, in all conscience, if this
road, constructed with all the modern improvements for $85,000,-
000, as has been testified by able engineers can he done, is there
any possible contingency, can there be any chance of failure on the
part of this Massachusetts road to earn its dividends and pay itself
free?
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It has been shown to you that the country through which this
projected road will pass is of a favored nature. We might have
adduced strong additional testimony to that point. Unfortunately,
in going as far as we have gone, we have wearied your patience.
We might have piled the testimony in here, I do not know how
high, showing you the advantages which will come to the road from
this country. The immense transportation which will come from
the dairy section of New York, the lumber section of the St. Law-
rence and the Lakes, the grain section of the Canadas, and, barring
the road through Canada, out until you come to Chicago itself, run-
ning through a country which must make the road self-sustaining.
And then when we do tap the fountain, when we do get to Chicago,
which is the hub of the great railroad centre of the West, who
dares limit the resources available in all directions, through the
existing avenues of supply ?

Bear in mind this fact, gentlemen : Chicago stands to-day, and it
has stood for years, the great railroad centre, the great lumber
market, the great provision market, the great grain market of the
world. It is the hub of the great railroad wheel of the United
States, and the railroads represent the spokes.

Let me cite an illustration which may stimulate your courage.
In 1842 Robert Rantoul, Jr., of this State,—an honored name,—
a man cut off in his early prime, who, if he had lived, I believe
would have been one of Massachusetts’ foremost men, went to the
Legislature of Illinois and asked for a concession from that State of
2,500,000 acres of land, provided a railroad should be built through-
out its length. This was the original land grant to a railroad, and
the plan met with very serious opposition, but it was aided by Mr.
Cobden and other eminent English capitalists, and the project was
carried through. Illinois then stood in valuation the twenty-third
State in the list. The road was built, alternate sections of land
being granted to it, and a provision was incorporated in its charter
that 6 or 7 per cent, of its earnings should go into the state treas-
ury. Do you know what this 6or 7 per cent, income has done?

Look at the financial position of Illinois ; it is unparalleled by
an}" State in this Union. These lands, which were granted to that
road, then comparatively valueless or set at a nominal valuation,
have increased ten, forty, aye, a hundred fold in some instances, pro-
ducing to the railroad a property of over thirty millions of dollars,
and the State of Illinois, out of the land reserved and out of the
earnings of this railroad, to-day stands nearly if not entirely free
from debt. I am not sufficiently posted to say she is absolutely
free from debt, but certainly nominally so. And do you know the
fact that this State of Illinois, which is the depot of our great grain-
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producing area, has but one-half of its acres under cultivation ; yet
it has advanced in wealth from the twenty-third position to the third
position in the list of States. Railroads have built up the State of
Illinois. Gentlemen, the State of Illinois built up the railroads.

In proof of the wonderful development of this country and the
inexhaustible source of supply, let me cite the fact that only
some fifteen years ago, the State of Minnesota was importing her
breadstuffs, but to-day she produces and exports millions upon
millions of bushels of the finest grain raised in this country ; and
that statement relatively will hold good throughout all that vast
section of country, literally unlimited and inexhaustible in produc-
ing capacity. Now, gentlemen, the State of Massachusetts should
be the highway of nations. The source of supply is illimitable; the
markets, too, are equally illimitable; and of course the more we
produce the richer we are, if we get purchasers for what we get out
of the earth. The balance of trade in our favor last year was
something wonderful. I think it was §118,000,000—1 speak with-
out the data at hand to refresh my memory with—in ten months
of 1876,and illustrates my point.

Gentlemen, we are met with remonstrants. I trust not to be led
to adopt a course so eminently distasteful to myself, as was inau-
gurated in this room yesterday. It was most unpleasant to my
feelings. A great question of statesmanship under consideration,
and the opposition turned into a fountain of violent personal tirade
and abuse. It was, indeed, most distasteful to my feelings. I
propose to answer, briefly, some of the objections then raised, and
although the gentlemen who raised the objections laid themselves
open, by supercilious arrogancy, to a return shot, they not acting
upon the principle that “ those who live in glass houses should not
throw stones,” I do not propose to throw stones even at targets
so vulnerable. I propose to argue this question upon its merits.
I propose to lift this question out of the slums of personal violence
and argue it upon principle. Let me, however, in passing, say this of
the gentleman who has argued before you so elaborately, upon this
side of the question. I ask you, did ever an advocate of a revolu-
tion fail to stir up antagonisms and personal hostility? When
Galileo had decided to proclaim that the earth revolved around the
sun, and not the sun around the earth, how, with scorn and con-
tumelv was he met? When Columbus, the discoverer of a continent,
possessed with an idea, strove to give that idea fruition, how was he
met? Begging his bread from door to door, in Genoa, was his
unrequited fortune, but his invincible determination made that idea
a reality, and though he died in chains and a dungeon, he had changed
the destiny of a race. When Fulton endeavored to prove that a
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vessel could be moved by steam, how was he met in our own
America? Yet when, after the most persistent opposition, he dem-
onstrated that the vessel moved, that movement revolutionized the
commerce of the world.

Take the case of Elias Howe, who, clinging to his idea, eman-
cipated woman by the invention of the sewing-machine ; he, with
his wife and children, starved in a garret for years. What was the
opposition DeWitt Clinton met with in New York, when he under-
took to demonstrate the feasibility and desirability of a canal from
the Hudson River to the Lakes? Remember the ridicule and stigma
that was thrown upon the “Big Ditch.” But what has that stupen-
dous achievement done for Massachusetts and New York? And so
I am led to say to you, gentlemen, that, from a personal acquaint-
ance with the gentleman of whom I speak, knowing the vindictive-
ness and malevolence with which he has been pursued, knowing
somewhat of his personal history, I say to you, gentlemen, that the
persistency and faith with which he has followed this gigantic ques-
tion of cheap transportation have been heroic ! But, as I have before
said in your presence, so now I again say in presence of a wider
auditory, when this idea of free railways is realized, as in the future
it inevitably will be, the name of Edward Crane will make illustri-
ous the annals of Massachusetts history. These petty matters of
bickering and strife, like the morning’s fog, will be swept away and
forgotten, but the great principle will remain. Men often are mis-
understood. Gentlemen may easily draw different conclusions from
the same premises. A man with an enthusiastic, ardent tempera-
ment will take a brighter view of things than the dull, phlegmatic
man with whom he is dealing. But I never yet, gentlemen, after an
acquaintance of several years, have known Edward Crane to make a

wilful misrepresentation of a matter of fact. And I also tell you
that, from an acquaintance with many of the ablest railroad men of
the country during the past twenty-five 3T ears, I say to you, gentle-
men, believing what I say, that there is not a man in the United
States of America, to my knowledge, that stands to-day the wonder-
ful encyclopaedia of railroad facts and data that he is. lam hereto
vindicate what I believe to be the right. I have my faith and judg-
ment, and I am not afraid to defend my faith in any presence or at
any time; and I naturally work to the defence of the weaker side.

Cursorily, let me take up some statements Mr. Atkinson made
yesterday. First, I ask your attention to the statement in which he
says, “ I have not watched the evidence, but I assume.” Is that a

fair status for Mr. Atkinson to appear before you standing upon?
He comes here with an elaborately prepared argument, largely made
up of personal attack upon Mr. Crane, and states to 37 0u, clearly and
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calmly, that he is ignorant of the evidence, but he “ assumes.” So to
antagonize a great principle is unmanly, gentlemen ; it is indecorous.

Mr. Atkinson states that he had been asked to appear at this
hearing and state a few facts in relation to the question before jmu.
And thinking it was fair to know from whom the opposition came,
through jmu, Mr. Chairman, I asked Mr. Atkinson whom he repre-
sented. He replied that he “represented a great many people, but
I come as a citizen of Massachusetts.” Not a solitary name in the
State was adduced as a constituency to give force to his antagonism,
whereas thousands upon thousands of petitioners have come and
asked state intervention at the hands of the Legislature, following
it up by persistent efforts year after year,—men first and foremost
who are now on these petitions, and who have similarly been here
for years. But in all this great Commonwealth two gentlemen alone
have been found to come in here as remonstrants, and one of them
states, “I have not followed the evidence, but I assume,” and
further stating, “ I claim no .experience in railroad matters,” pro-
ceeds to set up a man of straw and then to knock it down. Ido not
think it was worthy of the gentleman’s reputation, nor justifiable as
a matter of fair play.

He states that in 1873 “he had the honor to appear for a num-
ber of the most influential citizens in objecting to the State under-
taking to buy, equip or operate any railroad. The clamor was then
for cheap transportation, and the association which then exhausted
the patience of the committee was organized under that name. But
it has since appeared, as was then said it would appear, that the
competition of existing lines of railway has compassed cheaper
transportation than the craziest advocate of state undertakings then
dared to propose ; and, therefore, the title has been changed, and I
believe it is under the name of the Bay State Transportation
League.” But he subsequently stated, as shown upon page 3 of
the fifteenth hearing, “ I have made a great discovery. . . . 1 find
I have been meddling with things I don’t know much about.”

It is true the name has been changed ; but it was a matter of title,
gentlemen, and the old name lasted but a few months.

Your State Railroad Commissioners have already stated this fact,
that—-

“For six months the spectacle was witnessed of railroads hauling mer-
chandise 1,013 miles east for $3.60 per ton, and the same distance west
for $2,80 per ton,—in the one case at the rate of 3.5 mills per ton per
mile, and in the other at the rate of 2.8 mills, a result which made sober
and reasonable the most extravagant predictions which the advocates of
cheap transportation had ever ventured to utter.”

20
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Now, what do we claim? We claim that there was a war between
these roads, lasting temporarily, and during that war these rates
were established ; but we claim still further,, that the rates, tem-
porarily established, can be made fixed, but will not be by the
managers of the roads as now operated, for when, after a battle,
their hostilities cease, up go the rates again, and what has been
conceded to the public is exacted in due time, with interest.

Pardon me if I read to you from the Windom report, page 157.
It says :

“ But if it be true that consolidation is the natural and inevitable law
of railroad development, which no eiforts thus far have been able to
countervail, we may be compelled to choose between unlimited central-
ization of power in the hands of private corporations, and a limitation of
that power through governmental interference. If power is to be
measured by the wealth and patronage it controls, some conception may
be formed of the vast influence wielded by the railway corporations of
the country, from the fact that in 1872 their aggregate capital amounted
to $3,159,123,057, and their gross revenues to $473,241,055. The wealth
of these corporations is about equal to the entire wealth of the nation in
1840,and their revenues exceed the total revenues of the general govern-
ment by $151,063,382. In the matter of taxation there are to-day four
men representing the four great trunk lines between Chicago and New
York who possess, and who not unfrequently exercise, powers which the
Congress of the United States would not venture to exert. They may, at
any time, and for any reason satisfactory to themselves, by a single stroke
of the pen reduce the value of property in this country by hundreds of
millions of dollars. An additional charge of five cents per bushel on the
transportation of cereals would have been equivalent to a tax of $45,000,-
000 on the crop of 1873. No Congress would dare to exercise so vast a
power, except upon a necessity of the most imperative nature; and yet
these gentlemen exercise it whenever it suits their supreme will and
pleasure, without explanation or apology. With the rapid and inevitable
progress of consolidation and combination, those colossal organizations
are daily becoming stronger and more imperious. The day is not far-
distant, if it has not already arrived, when it will be the duty of the
statesman to inquire whether there is less danger in leaving the property
and industrial interests of the people thus wholly at the mercy of a few
men, who recognize no responsibility but to their stockholders, and no
principle of action but personal and corporate aggrandizement, than in
adding somewhat to the power and patronage of a government directly
responsible to the people and entirely under their control.”

Mr. Atkinson goes on to say,—I cannot take him up so much in
detail, by reason of my very limited time, as I wish I could,—but he
is very vulnerable:

“ The total valuation of the State is a little less than $2,200,000,000—

but of this over $200,000,000 consists of deposits in savings banks, on
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which the rate of taxation is limited to |- per cent. The proposed mort-
gage would, therefore, impose a lien on the real and personal estate of
Massachusetts of If to 2 per cent, on the valuation.”

I clenj' it. It is a fallacy. When the State of Massachusetts puts
this property in the possession of her trustees, it is ample security and
responsibility for all the obligations she assumes. Tell me, if you
can, how by any possibility there comes in this mortgage of If to 2
per cent, on the valuation of the Commonwealth ? The statement
is fallacious, as I believe. I cannot see the truth of it. Mr. Atkin-
son further says :

“I beg leave to call for the evidence that Mr. Crane has submitted, as
to his own capacity in this matter,before you invest my money and mort-
gage my estate, before you add 8 to 9 per cent, to the tax bills of the 1,800
persons or firms who are alleged to sustain Mr, Crane’s scheme. I de-
mand the evidence by which he must have satisfied them and by which
he must satisfy you that he is competent to prove his estimates.”

Suppose that the gentleman had sathere and heard the evidence put
in? He would now be the wiser, and his Bto 9 per cent, additions to
tax bills seem as absurd to himself as they do to others. I refer you
to the petitions of these gentlemen who come from Boston and else-
where, and ask for the incorporation of this company. Is it possible
to throw dust in the eyes of this Committee and make them think that
that class of men did not know what they were doing when they
signed those petitions, and meant what their signatures purported?
Are they a class of men who, without forethought, put their names
to any paper that involves responsibility? Does Josiah G. Abbott
sign a paper when he does not know what it means ? Does Frank-
lin Haven put his name to a paper when he does not read it? Does
Benjamin E. Bates give his signature for the asking ? Does Henry
W. Paine? When he tells you—and he would tell you if he could,
as he told me, but unfortunately he is unable to be with us—that he
was utterly opposed to this man and this measure, but was asked to
consider it, and sat down and heard the argument and facts, and as
the case went on his prejudices melted away, and he became converted
and stands a friend to this scheme and its advocate, and shall stand
its advocate until it becomes a reality. I think these slurs of Mr.
Atkinson’s are not going to influence or find weight with this Com-
mittee. These men speak for themselves. If they had chosen to
speak otherwise, opportunity has been offered to them to speak
otherwise. And Mr. Andrews and Mr. Atkinson, if these gentle-
men had desired to speak in any other tone than they have spoken,
would not have failed to have brought them before you, so to speak.
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No, gentlemen,fyour minds are too acute to be swerved by chaff such
as this. Mr. Atkinson well said the 1,800 Boston signers of the
petitions asking for the incorporation of the Boston & Chicago Rail-
way Trust Company, were, many of them, “ eminent business men,
whom he had been accustomed to look up to and respect their judg-
ment ”

; and so, gentlemen of the Committee, may you look up to
them and respect their judgment in this matter and whatever else
pertains to the prosperity' and well-being of Massachusetts.

lam forced to hasten on. I was desirous to pay my respects to
Mr. Andrews. There is much that Mr. Andrews said yesterdaj' that
was true. I wish he, too, had confined himself to principles. lam
Sony he thought it necessary to come in and add personal detraction
to what had been said by Mr. Atkinson. His argument would other-
wise have proved stronger. But seemingly, gentlemen, by a concert
of action (for I beg you to remember that Mr. Andrews stood and
read from manuscript, as did Mr. Atkinson), he quoted what had
gone before as corroborative of certain things which do not exist.

[The Chairman here stated that but five minutes of time was
available.]

It isjjroper I should answer one matter,—the stigma and sting
in the document of 1872. I have reason to suppose, from what
I have heard, that that was eminently unfair. I have reason to
suppose that the chairman of that committee was bitterly and per-
sonally hostile to Mr. Crane. I am informed that the statements
there made before that committee were preserved in writing, and
that a demand was made to prove every statement made in more
than one instance, but opportunity was denied, and that to-day,
before any fair tribunal, those statements, every one of them, can
be vindicated and proved. I am further told that immediately
thereafter, suits were commenced in the United States court, and
are now dragging their slow lengths along in that tribunal, and that
when they do come to a hearing, justice will be done to the gentle-
man who was assailed. Mistakes are made oftentimes. Individ-
uals make them ; States make them. The State of Massachusetts
censured her great senator not many months ago; but the sober
second-thought of justice removed that stain. And so in this case,
if the facts as I have learned them are correct, and I have no reason
to suppose them wrong, the truth will yet see the light, aud it will
be found that that committee’s report of 1872 was eminently unfair.

Gentlemen, I had prepared myself to go through this question
much more in detail; but, reminded that my time has elapsed, I
have nought to say other than that I leave this question in your
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hands, without taking up other points which well should be elabo-
rated, only reading to you the conclusions of that most able com-
mittee, who, under Mr. Senator Windom of Minnesota, so elaborately
and comprehensively investigated this subject of transportation in
the report I have so often referred to in the progress of this hear-
ing {page 242)

“Competition, which is to secure and maintain cheap transportation,
must embrace two essential conditions: Ist, it must be controlled by a
power with which combination will be impossible; 2d, it must operate
through cheaper and more ample channels of commerce than are now
provided.

“ Railway competition, when regulated by its own laws, will not effect
the object, because it exists only to a very limited extent in certain local-
ities ; it is always unreliable and inefficient; and it invariably ends in
combination. Hence, additional railway lines, under the control of pri-
vate corporations, will afford no substantial relief, because self-interest
will inevitably lead them into combination with existing lines. The only
means of securing and maintaining reliable and effective competition
between railways is through national or state ownership, or control, of
one or more lines, which, being unable to enter into combinations, will
serve as regulators of other lines.

“ One or more double-track freight railways, honestly and thoroughly
constructed, owned or controlled by the government, and operated at a
low rate of speed, would doubtless be able to carry at much less cost
than can be done under the present system of operating fast and slow
trains on the same road; and being incapable of entering into combina-
tions, would no doubt serve as a very valuable regulator of all existing
railroads within the range of their influence.”

I wish you could see this question, in its greatness, as I do. I
wish I could prove the Palinurus to pilot you through the devious
channel you are now navigating, with the Scylla of Mr. Atkinson on
the one side and the Charybdis of Mr. Andrews on the other, into
the safe waters of the open sea beyond. lam convinced that it is'a
question which is far-reaching in its results, and that the material
prosperity 7 of Massachusetts is more bound up in this than in any
other question that has ever come before this Legislature. I believe
that, gentlemen. I wish I could make you see it. Study this ques-
tion. Take it with unprejudiced minds. Let no pent-up Utica con-
tract your powers, when the boundless continent should be ours.
Investigate! You will find the boldest statements I have made to
be within the limits of probability in the near future. You will find
that the producing field of your country is illimitable in its area,
and with cheap freights, the demand for its produce unbounded.
You will find that Massachusetts is on the highway of nations.
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You will find that if this railroad is established under the proposed
trust bill, from the seaboard to the grain-producing areas, it will
make Massachusetts the progenitor of free railways, and Boston the
great export city of America.

The Chairman. The hearing on this petition is now closed. .


