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House of Representatives, April 27,1864.

The Joint Standing Committee on Railways and Canals, to
whom was referred the Petition of the Western Railroad
Corporation and the Boston and Worcester Corporation, praying
for leave to consolidate with each other, and also the various
Petitions in aid thereof, have duly considered said Petition, and
report that the petitioners have leave to withdraw.

JAMES M. STONE.

order of the Committee,
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The undersigned, a minority of the Committee on Railways and
Canals, to whom was referred the Petitions of the Boston
and Worcester and of the Western Railroad Companies for
leave to unite their roads, have considered the same, and

The subject-matter of this petition was before the legislature
last year, at a late period in the session. In view of alleged
informalities on the part of the petitioners, and for other inci-
dental reasons, an adequate discussion of the subject was pre-
cluded, and the whole matter was referred to this general
court.

The subject now comes before us on a new petition asking for
an act authorizing the Boston and Worcester and the Western
Railroad Companies to unite and form one corporation, under
the name of the Boston and Albany Railroad Company.

Similar petitions have been often presented, and have never
been refused. In instances too numerous to collate and recite,
during the last thirty years, Acts have been passed by the legis-
lature authorizing the consolidation of railroad companies. It
is sufficient to refer to the legislative history of the Norwich and
Worcester; the Nashua and Lowell; the Boston and Maine,
(which is a compound of a series of consolidation Acts;) the
Hartford and Springfield; the Vermont and Massachusetts;
the Connecticut River; the New Haven and Northampton; the

€ommcinu)Crtltl) of iiTassacljusetts.
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Northampton and Shelburne Falls ; the New London Northern;
the Old Colony and Newport, in several instances; the West
Stockbridge; the Boston and Providence; the Midland, (now
Boston, Hartford, and Erie ;) and of many other companies. Of
most or all of these Acts the companies concerned have severally
availed themselves.

With reference to these precedents, your Committee were
reminded by counsel for the remonstrants in words as follows:
“Your petitioners say, as a ground for granting their petition,
that no similar application has ever been refused. The answer
is, that no parallel case has ever been presented to the legis-
lature; no corporations of equal cost, equal length of line, and
equal business, and having so many connections, have ever
asked to be consolidated.” The learned counsel was not aware
of an Act passed in 1853 authorizing a very extensive consolida-
tion of the Fitchburg with the Vermont and Massachusetts, the
Cheshire, and the Rutland and Burlington Companies, compris-
ing a line of about three hundred miles, lying in three States;
greater, in every recited element, than the line from Boston to
Albany. And of still another fact was he hardly aware, that in
1855, the Western Railroad was authorized to unite with the
Albany and West Stockbridge and with the Hudson and Boston
Railroads, making an aggregate line of about one hundred and
seventy-five miles,—but little short of the two hundred miles
contemplated by the present application.

The same substantial policy is also found in the various Acts
scattered throughout our statute books, authorizing leases,
sales, and purchases of railroads by each other, with all the
rights, privileges, and duties pertaining thereto. For more
than a quarter of a century, this line of policy has been grafted
into our general statutes and standing laws. The law of 1838,
(Gen. Stat., chap. 63, sect. 115,) authorizes connecting railroad
corporations to contract, temporarily or permanently, with each
other touching their entire freight and passenger traffic. Under
this authority, a contract—equivalent to a permanent lease of
one road to another may be consummated; an evident
approximation to, but not an equivalent for, consolidation.

So that we find a tissue of precedents running through both
our special Acts and our general legislation, establishing the
policy of the past, from the earliest railway charters to the
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present time; a policy instinctively and invariably sanctioned
by the demands of business, the profits of stockholders, and the
wisdom of the Commonwealth.

During the thirty years which have elapsed since this policy
was inaugurated, no evils have been experienced, no repentant
tears have been shed over it, no voice has been raised against
it. Experience has surveyed the work and pronounced it good;
so that there have been no less than five applications before us
this year for similar legislation. Two of them have been
granted; two, including the one under consideration, are yet
to be acted on; and one has been refused. But this refusal
forms no exception to the uniform verdict in favor of consolida-
tion ; the reason distinctly declared for the refusal being, that
inasmuch as consolidation was a benefit, a punitive refusal
should be given to a corporation of whom it was alleged that
it had acted in bad faith to the State.

It should be borne in mind, that the various acts passed by
the legislature authorizing the consolidation of lines have not
been mandatory, but only permissive. A similarAct is all that
is sought in the present case. The corporations are left entirely
free to avail or not to avail themselves of the authority given;
and the terms upon which any union may be effected are left to
the will of the contracting parties. Nothing can be milder than
this; no power to constrain is asked; none will be granted;
and none can be applied. And, therefore, it can form no legit-
mate ground for opposition, that it is the wish of one corpora-
tion to absorb the other. No such absorption can take place
without the consent of the party which it is proposed to absorb.
If they resist or refuse, there is the end. Such a party is in its
own keeping. If, on the other hand, the stockholders of the
two corporations, each acting independently, decide that their
mutual interests require an union ; that they can thus better
perform their duties to the public, and manage their own affairs
more energetically, economically, and profitably, then they will
unite on such terms as their own wisdom may devise and
decree; and, instead of any such odious process as absorption,
there will be only a free, cheerful, and hopeful union.

The Boston and Worcester Railroad Company have inti-
mated their wishes upon this subject. At the annual meeting
in the winter of 1868, the subject of union with the Western
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Railroad Company was discussed, and the conclusion was
arrived at that such union was worthy of further and careful con-
sideration. They appointed a committee to act in concert with
one (if appointed,) from the Western Railroad Company, mu-
tually to consider the expediency and mode of union; also author-
izing and contingently directing them to petition the legislature
for an enabling act. This action was shortly after concurred
in by the Western Railroad Company. The committees con-
ferred ; they prepared a plan of union to report to their respec-
tive stockholders, and, in obedience to their instructions, have
petitioned the legislature. At the next, and recent, annual
meeting of the Boston and Worcester Railroad Company, in
consequence, as alleged, of the great interest taken in this
subject, there was represented an unprecedented number of
shares. It is claimed by those opposing the grant of the per-
missive act asked for that the election of the Board of Directors
demonstrated a deep and overwhelming opposition to any union
with the Western Railroad. This conclusion, however, is
subject to doubt on several grounds, especially in view of the
fact that they continued in office the committee of the year
previous, and did not even moot the question of recalling their
authority, the committee not having at that time renewed their
application to the legislature. Surely, the silence of the corpo-
ration under the circumstances, not only discredits the conclu-
sion alluded to, but would seem to be inconsistent with any
other interpretation than that of assent, tacit though it was, to
the renewal of the petition, which was accordingly presented.

The nervous earnestness of certain prominent and influential
gentlemen in pressing their opposition before your Committee,
accompanied with the most positive assurances that the proposed
union is repugnant to a majority of the stockholders, is remark-
able. Then why oppose, at such an expense of time and money,
the passage of an Act which will be powerless to control this
predetermination ? It seems to betray a conscious fear of a
state of facts among the stockholders essentially differing from
the assurances given us, and a desire on the part of these gen-
tlemen to bar their associate stockholders from all power of free
action in the premises. This alone would seem to explain the
variance between their declarations and actions.

We have dwelt upon this point, because it disposes at once of
a large class of those who have appeared to oppose the prayer
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of the petitioners. We do not regard either corporation as
having committed itself to final action, in case the Act prayed
for should be granted; but, under the circumstances, and upon
the record

, both corporations are desirous that the prayer of
their petition should be granted, and the final result be left in
their own hands. So far, therefore, as the wishes of the parties
are concerned, as also the uniform policy of the legislature in
all times past, the case seems to be clearly made out, and the
prayer should be granted.

In connection, however, with the application to this and to
the previous legislature, for the first time in the history of our
railway enterprises, serious questions are raised touching the
whole subject of consolidation, tending to unsettle the long
established policy of the Commonwealth. Such questions raise
an issue of vital importance. Subordinating, therefore, for the
present, the special application before us, we propose to discuss
the whole subject raised in the general issue made by the
objectors, who did not confine themselves to opposing this
special application, but opposed on public grounds the policy of
consolidation, except to a very limited extent, as applicable to
the State of Massachusetts.

So far as opposition to this special application is concerned,
and the larger garb which that opposition takes on at this
particular time, the reasons of it might seem to be found in
local and personal interests and jealousies, pervading large
portions of the Commonwealth. So far as these constitute the
sources of opposition, we shall deal lightly with them; with
them reason is of doubtful avail. Moreover, interests, merely
local and personal, and all combinations resulting from them,—
however potent they may be for a season,—will, sooner or later,
shrink into their relative importance, and yield to the control
of larger views. We must look for any formidable hesitancy
of the public mind to other causes.

When views of public policy, new in their nature or extent,
breaking out of and beyond the channels of thought and con-
templation to which the public mind is accustomed, begin to
be developed, the community is rarely able to comprehend,
appreciate and adopt them, until it has traveled many a weary

league, through incredulity, distrust, hesitancy, and even oppo-
sition.
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The history of the Erie Canal; of these two railway corpora-
tions themselves, —concerning which the prophecy that they
would require one hundred cars to do their business, was
received with incredulity ; of the political agitations connected
with the aid granted by the State to the Western Railroad,—
these, and numerous other instances, amply illustrate the slow-
ness and caution with which the public mind treads in untrodden
paths. This reluctance, notwithstanding the lessons of experi-
ence, is still an element in the careful minds of the New
Englanders, and exercises a conservative influence as against
the hasty adoption of new, and perhaps visionary schemes.
But any far-reaching views, which are truly sound, and any
line of policy which will be largely beneficial, are certain,
gradually and successfully to surmount all obstacles interposed
by local and personal jealousies, or by the constitutional con-
servatism of communities. Hence we make little account of
these objections to the policy of the consolidation and extension
of our railway system, arising from any given locality, or from
any private individuals, stockholders or others; we make little
account even of the interests of the railway companies them-
selves, all of which must be subordinate to the great public
interests, —of which we make great and controlling account.
Therefore we pass over very many of the points made and
insisted on at length, in the hearing, and will not trouble our-
selves about the wisdom of the internal management of the
petitioning corporations, which have seemed, in the hearing, to
vie with each other in compliments and indorsements ;

Nor about the manner in which the actions of the corpora-
tions in the matter of this pending petition has been influenced,
whether by this man or that;

Whether the Boston and Worcester Railroad Company are
petitioners only in form, but really under the constraint of a few
individuals in the interest of the Western Railroad Company,
and of the Board of Trade of the city of Boston ;

Whether the said Board of Trade arrogate to themselves and
to Boston overweening importance ;

Whether, when other communities find men capable of con-
ducting, with eminent commercial success, lines of railway
of 500 to 1,000 miles in extent, any such individuals can be
found in Massachusetts;
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Whether consolidation of these roads “ would eventually
divert from Worcester, business from other railroads terminat-
ing at Worcester; ” as if such question was of vital importance
to the State ;

Whether it would prevent a road from Worcester through
Barre, to the Vermont and Massachusetts Railroad, (for which
a charter exists, and which Worcester herself is able to build
if she desires ;)

Or whether we shall interfere with some cherished hopes of
parties interested in the Boston and Worcester Railroad, that if
said company remains single it may succeed in making itself
the great throat, the grand monopoly, through which all
Western business, whether by the Western Railroad or by the
Tunnel line, shall enter Boston. All these points have been
insisted upon more or less. We leave them to minds who are
curious in such matters, that we may consider higher things,
and present suggestions, in view of which, if truthful, the
foregoing questions are of slight importance.

Casting our eyes beyond our own immediate neighborhood,
and comparing ourselves with other communities, it is obvious
that we have confined our railroad schemes and efforts to
moderate limits. Some fifteen or twenty years since, actuated
by enlarged and worthy views, the construction of lines was
secured through Keene, on the one hand, and from Concord on
the other, to Burlington, thence to the Canada line and west-
ward to a comparatively remote westerly connection at Ogdens-
burg. Expectations were great, and corresponding disappoint-
ment has been the result. The returns have failed to secure
either commensurate pi’ofits to the stockholders or to the
commercial interests. This result is assignable to various
causes ; to wit: the extravagant cost incident to the cotempo-
raneous and rival construction of some of the lines, and the
bad financial policy of the times ; a sequence of this, the fact
that three, or more of the roads composing these lines, have
passed from the possession of the stockholders into the hands
of creditors ; and a still further consequence that the lines have
never been perfected, and the experiment therefore has never
been fairly inaugurated. The corporations, created by and for,
and answerable to the public, have lapsed into the condition
of impotent and insolvent debtors, while their properties and
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franchises have passed into hands having less identity of interest
with the public service.

Lines thus situated, broken into six or seven fragments ere
reaching their destination ; financially crippled by the very
efforts that gave them birth ; ever working under chronic
debility; deprived of that strength and unity, which alone can
give to such interests their power and efficiency, must fail of
their promise, until, reorganized in their finances and adminis-
tration, they enter, by the union of their capital and strength,
upon a new life.

Consequent upon this ill success, rebuffed and disappointed
in great and costly efforts, it is not strange that public atten-
tion should have confined itself to railway interests more
immediately demanded for our home and neighborhood accom-
modation. And while, coeval with this our failure, we have
seen the other Atlantic communities reaping the rich harvest of
the West, unjustifiable as we may esteem it, it is not singular
that we should have lapsed into the conviction that rivalry with
them, and especially with New York, is entirely hopeless.

Hence your Committee have been admonished in this hearing
that the main calling which we have left is to secure local trade,
and not to stretch out vain arms for the trade of the West. We
have read in the prints that “ nature forbids the idea that
Boston can rival New York in securing the trade of the West; ”
of “ the impossibility of a successful rivalry that London
itself, with all its enterprise and centuries of wealth dropped
down in Boston, could not rival New York in Western trade,
and therefore the proposed union of the Boston and Worcester
and Western Railroad Companies would be a vain and impotent
effort to gain any valuable result in that direction. (This state-
ment concedes, be it noted, that were such hopes not radically
fallacious there might be a benefit resulting from the union.)

During the prevalence of these convictions, accelerated by a
mistaken policy of the State, levying a tax on auction sales—a
practical tax on foreign commerce,—the chief India trade of the
country, has transferred itself, in great part, from Boston and
Salem to New York. And the increasing commercial ascend-
ancy of that city has also drawn, largely, after it, our trade in
those domestic fabrics which naturally belongs here, which, if
concentrated here, would command purchasers even at the doors

3
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of our manufacturing warehouses. Some $30,000,000 of that
trade is now annually done in other commercial marts.

When such convictions have fastened themselves upon the
public mind and such practices have resulted from them, and
men have accepted what they conceive to be their inferior
destiny, it is not wonderful that all proclaimers of schemes and
promises of deliverance should be received with incredulity.

Many years since the project of a railroad through the Deer-
field River Yalley, and the Hoosac Mountain, by a tunnel of
four miles in length, w'as sanctioned by a legislative charter, amid
the derisions of the faithless. It has been a constant incitement
to the investigation of our relations with the West, which have
been more and more discussed until the eyes of many have been
opened, and thebelief and purposes of many have been enlarged.
But the manifest-inferior-destiny men have still been unbeliev-
ing, and have proclaimed the abundant capacity of the Western
Railroad to do all the transportation business that our seaboard
can ever expect to do with the West by rail! And now that
the union of the Boston and Albany line is sought, in order to
render its working moreefficient and economical, there still remain
a class who inveigh against the least interference with present
agreeable local arrangements, in vain endeavors to grasp the
commerce ofthe West!

Thus we find portrayed the existence and the history of the
real obstacle with which we have to contend, namely, this
fatuous sense of inferior commercial destiny. The task of dis-
placing it may be difficult. But when done, all minor objec-
tions, and local, personal or corporation interests are vanquished;
advantages will be seen where they are now denied; the unity
and efficiency of long and powerful lines will be instinctively
appreciated, and men will be at last discovered, even in Mas-
sachusetts, who are capable of conducting them ; and the people
will begin to have confidence in their power to employ them as
servants, instead of fearing them as masters.

In opposition to this foregone conclusion of our established
commercial inferiority, we submit considerations to show that
Massachusetts, by appreciating her geographical position, by
seizing upon her opportunities and improving her facilities, can
rise to a position, as an industrial and commercial state, equal,
if not superior to that of any of her sisters on the Atlantic coast.
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The elements of such prosperity are found in the relations
which any given locality can establish between itself and the
vast agricultural West on the one hand, and the great world of
trans-atlantic commerce on the other. The most facile points
of exchange between these interests become the great commer-
cial marts of the country. Can Massachusetts, through her sea-
board, become one of those leading marts ? And are there
grounds on which to incite her people to discard their conces-
sions of inferiority and rise to the assertion and maintenance of
a trade and commerce vastly increased in magnitude and import-
ance ? Such grounds we believe to exist, and shall endeavour
to develope them in the sequel.

The isolations of the East to the West; the interdependence
of their respective interests of agriculture, manufactures and
commerce; the steady and corresponding growth of each, are all
too well understood to require more than a passing mention.
But a few facts in these regards, it may be well to notice.

More than thirty years elapsed after the close of our war for
independence, and but few of our citizens had found their
homes beyond the Alleghanies. The census of 1820 shows that
all the North-western States, with the addition of Tennessee,
Kentucky and Missouri, contained a population at that time of
1,796,485. At the close of the next thirty years in 1850, the
same States, with the addition of the new States of Wisconsin
and lowa, contained a population of 7,108,640 ; having about
quadrupled in thirty years. This accelerated growth is in large
part attributable to the increased facilities for intercommunica-
tion which began to be established about 1820 ; the Erie Canal,
the pioneer in great works of that kind, having been completed
in 1825. A corresponding accelerated growth, during the same
period, is observable amid the more commercial communities
of the East. The increase in the State of New York from 1820
to 1850 was one hundred and twenty-five per cent; about the
same in Pennsylvania ; about eighty-one per cent in Massachu-
setts, and about thirty-five per cent in Maryland, five-sevenths
of which accrued to Baltimore. The effect of growing commer-
cial connections with the West is noticeable in the cities. Down
to 1800 the population of Philadelphia exceeded that of New
York by about 9,000. In 1810 and in 1820, the preponderance
was only slightly in favor of New York. In 1825 the Erie Canal
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was opened, the commerce of the West was borne upon its
waters, and New York, in the next decade, from 1825 to 1835,
increased from 106,000 to 208,000, being an increase of
102,000, and then established the supremacy which she has
since maintained.

Boston and Baltimore, in 1810, were about equal in popula-
tion ; but Baltimore, with earlier and more complete western
connections, in 1850 exceeded Boston in population by about
33,000. Tims it will be seen that the seaboard commercial
communities have advanced in the ratio of the facilities of con-
nection (natural and artificial) which each has rendered avail-
able to itself.

And now let us observe the agencies which have been
employed to secure transportation facilities.

Once Philadelphia was the leading city. It was situated
more inland than New York, and in the midst of a much richer
contiguous country than that which her rival possessed. She
traversed the territory of the State with well-constructed turn-
pikes, and in the days of those once modern improvements she
was indebted to turnpikes for her preeminence. New York
built her great canal, and the city of turnpikes gave way to the
city of canals. Another era soon arose.

No sooner did the West feel the fostering influence of the
Erie Canal than its insufficiency was demonstrated. The waters
were too sluggish, too limited, and too useless for one-third of
the year, to transport the augmenting products of the country.
Then came the era of railways, affording a means of transporta-
tion available at all times, susceptible of indefinite increase, and
of application to all parts of the country; capable of compara-
tive speed, regularity and certainty. New York, Philadelphia
and Baltimore entered early upon their construction, and they
have each employed their capital in extending lines affiliated to
their own, to the cities of Chicago, St. Louis and Cincinnati,
until the West, this side of the Mississippi, is reticulated with
these iron roads. The Baltimore and Ohio road was com-
menced in 1828 ; the Mohawk and Hudson (the germ of the
present New York Central) in 1830—only five years after the
opening of the canal. In 1832 Massachusetts commenced in
the woi’k, her first efforts being limited to Lowell, Providence
and Worcester. In connection with the latter, she cast a wish-
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ful eye to the West, and nerving herself with a great and
worthy purpose, projected the extension of the latter line to a
connection at Albany with the interior commerce of the coun-
try, from which she was comparatively excluded by greater
distance, and by geological decrees which had thrown the moun-
tain ribs of the country athwart her path. In 1841 this end
was accomplished; and to its accomplishment, Massachusetts
this day is indebted for the commercial progress and prosperity
she has retained. In that decade, from 1840 to 1850, her
population increased by 256,000—being an increase fourteen
per cent, greater than that of any Of this
increase only 43,498 accrued to the city of Boston, a little less
than one-sixth of the whole, while more than five-sixths was
distributed throughout the various other municipalities of the
Commonwealth. The city of Worcester received 10,000 as her
share of the general prosperity.

And here we would suggest that the ratio thus indicated, in
which the growth of the State, during that period, was dis-
tributed, should be regarded as rather normal than accidental.
Our population, employing themselves more largely ii> mechan-
ical and manufacturing than in agricultural pursuits, feel,
absorb and distribute more sensitively and thoroughly the
accruing general prosperity, than communities less compact
and more sluggish.

The completion of our Western Railroad, taken in connection
with the fact that the Hudson River was closed for months each
year, secured to Massachusetts an advantage which, being
quickly perceived, compelled New York to the completion of
the Erie Railroad, which had been commenced in 1835, but
was not finished until 1851, ten years after it felt the stimulus
of the Western Railroad.

In the mean time Massachusetts capitalists were not idle.
In order to counteract the southerly drift of western business,
they furnished the means of completing the road from Detroit
to Chicago, trending the trade toward Albany—the only point,
unfortunately, yet established, where our own road meets the
western trade.

This active rivalry awakened Philadelphia both to her perils
and advantages. She completed a complex system of railways,
inclined planes and canals, to reach the Ohio River at Pittsburg;
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but learning the absolute supremacy of the rail, she has substi-
tuted for that system her magnificent Pennsylvania Central
Railroad, affording one of the best-constructed roads, and one
of the most varied, delightful and attractive rides in the country.
It is the backbone of her prosperity.

These rivalries and successes show two things: First, that,
in the sphere of internal transportation, the Railroad is King.
Turnpikes have faded into history ; canals are useful, but limited
and subordinate ; whereas railways can be universal in extent,
and be made unlimited in their capacity for transportation.
They surmount the Alleghanies ; they pierce the Hoosac; they
can even stoop and conquer the mighty Alps, and the Rocky
Mountains and the Sierra Nevada are yet to yield to their iron
rule. Second, that in the employment of this agency, all
localities are on an equality. It is as potent in facilities to
Massachusetts as to New York. In fact it is the great leveller
of what we have hitherto called natural advantages. It not
only makes low the mountains and exalts the valleys, but it
subordinates the rivers and the waters even to its supremacy.

This is the railway system, in the employment of which
Massachusetts is as free as any other seaboard State, and by
means of which she can avail herself of whatever advantages of
a commercial and a manufacturing nature she may possess.

But we are admonished, perhaps, that by railways we can
never compete with the cheap inland water transportation which
is possessed by New York. In reply, we suggest that there are
certain elements in railway transportation which will insure
success, even in this competition. We refer to the regularity,
certainty and dispatch of transit. Such elements are these, so
important to the merchant in all his calculations ; so saving of
time, interest and insurance, that they will command a price.
Coarse and heavy goods are now shipped largely from Europe
to this country, by steamers at forty cents per hundred, as
against seventeen cents per hundred by sailing packets, because
of the elements of transit which we have mentioned. The same
will hold true in regard to our inland trade ; and thereby the
fluctuations of trade will be brought within narrower chances?
and the increased time, risk and insurance on water freight will
be saved. But it must be remembered that railways, if not in

their infancy, have by no means arrived at perfection; either
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in characteristics of road, in power and economy of machinery,
or in principles of management. Improvements in these
respects, as they occur, will reduce the cost of transportation
and increase the business on lines, to the public advantage.
Experience proves that with increase of transportation comes
reduction of rates, and that with increase of competition,
especially on long lines connected with the inexhaustible West,
there comes increased transportation. The Erie Canal, the
New York Central and the Erie Railroads, instead of driving
each other by their rivalry to insolvency, and imposing the
burden of their large maintenance upon the public, have
increased each other’s business, reduced each other’s rates and
still maintained each other’s profits. Rivalry makes them
harder, keener workers. The benefits of which labor, by the
inexorable laws of competition, which they cannot soften, inures
to the public in increased facilities and cheaper rates, while the
same compensation to themselves is all they can expect for their
greater toil. The amount of business on the Brie Canal, not-
withstanding the railways, has quintupled within the last
twenty-five years, while the rates of transportation have, in the
same period, been reduced seventy-five per cent. “ The New
York Central Railroad has reduced its rates forty per cent,
since 1857, and increased its business seventy per cent. The
New York and Erie Railroad has reduced its rates thirty per
cent, since 1856 and increased its through business one hundred
and twenty-five per cent.” Similar results have been had on
the Pennsylvania Central Railroad, within a few years. The
road lias maintained its profits while boldly entering on a reduc-
tion of its rates, experiencing a large increase of its business
and of its through and local accommodations. The tonnage of
the road, under the change, has risen from 200,000 or 300,000
tons to over 2,000,000 tons, and the cost of transportation of the
increased tonnage has been but five mills per ton per mile.

There is a limit to this march, as to every thing else. But it is
manifest, in view ofthe fixed advantages of railway transitalready
mentioned, and the mechanical improvements certain to, come,
that the system has nothing serious to fear from competition by
water channels, which, with all their advantages, are useless
some four months in the year. And we in Massachusetts have
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no need to accept from the Hudson River and the Erie Canal
the decree of inferior commercial destiny.

The railway system, then, is the hope and salvation of Mas-
sachusetts prosperity. It is by this system—equally, if not
more available by her than by her sister States—that she is to ally
herself with the inexhaustible West on the one hand, and with
a hemisphere of commerce on the other. With the products of
the West brought to her warehouses, as the base and staple of
her commerce; with her ships multiplying by the law of
demand and supply ; with her warehouses and all other facili-
ties increasing, her commercial position will begin to ascend;
her interests that have been drawn from her in the days of her
relative decadence will return ; her errant trade in domestic
fabrics, to the amount of over $30,000,000 per annum, will con-
centrate once more in her lap, and the trade of the western
half of her territory, and even of the city of Worcester, now
almost entirely with New York, will be recalled and become
permanently established within her borders. These changes
can only be the result of far-reaching views, and of patient
and persistent effort. With these views and efforts, the great
transmutation is certain. His Excellency has very wisely said,
in his recent Address to the Legislature (p. 85:) “An
adequate treatment of this subject (western transportation)
includes a consideration, not only of a procurement of cheap
and abundant food for our own eaters, of prosperity to our
manufacturers and mechanics, of lively domestic markets, of
local welfare all over Massachusetts, but of our growth and
permanence as a commercial people. It spans the ocean, it
scales the mountains, bridges the rivers, and steams over the
great lakes, strengthening us at home by its unifying of
interests between West and East, and contributing to the power,
influence and übiquity of our commerce on every sea.”

The products of the West, we have said, are the base and
staple of American commerce. What connection has Massa-
chusetts with that base ? She has been enterprising and diligent
in constructing a net work of domestic railways for the purpose
of connecting one city with another, and in building numerous
branches for local accommodation. One after another these
lines have aggregated into considerable importance, giving
facilities for trade and travel to New Bedford and the Cape; to
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Fall Elver, Newport and New York; to Providence and
New York; to Fitchburg, Keene, Greenfield, Concord and
Burlington ; to Portland and Bangor. Nearly all the lines,
however, of any considerable length, are disjointed into sepa-
rate corporations, whose unity and efficiency are conventional
and fluctuating, instead of being organic and abiding.

By recurring to the Massachusetts Railroad Reports for
1863, we learn that there is an aggregate length of roads and
branches of miles. A few, say 150 miles of these, lie
outside of the State, though closely affiliated with our system.
We have not eliminated them from our calculation.

A classification of these roads shows strikingly their domestic
character, and how small a proportion of our purposes and
plans have been rendered efficient for the purpose of connecting
ourselves with the great base of commercial prosperity in the
West.

Miles.
New York lines—the main use of which is traffic with

and through that city, ......555.11
Local lines—the Cape, New Bedford, Providence

and Worcester, branch roads for miscellaneous and
local accommodation, ......579.37

Eastern lines—to Portland, &c., .... 118.46
North-western lines—with imperfect facilities for west-

ern business, 145.91
The Boston and Worcester

,
and Western Railroads—-

the only direct line to the West, .... 200.65

Total miles, ......1,599.50

Having shown, as we hope, that in the matter of transporta-
tion, the railway is king; that it is just as available by Massa-
chusetts as by any other State; that hitherto we have employed
this power in the direction of western connections and trade to
an extent so little proportionate to our ordinary enterprise, and
our manifest interests, we now address ourselves to the inquiry,
What can and what ought to be done ?

Certain elements enter into a wise decision of this question,
of which we should take cognizance, and by which we should
be impressed. And the first is, the geographical position of

3
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Massachusetts with reference to trade and commerce. We are
more remote from the West than New York and Philadelphia,
but we are more than so much the nearer Liverpool. We speak
not of existing shipping rates from our seaports, compared with
those from New York. Whatever they may be relatively at
the present time, it is manifest that they can be at least as
favorable from our harbors as from New York, if not more so.

Then, again, we are more eminently than the people of any
other State a commercial people. The nature of our soil
forbids the profitable pursuit of agriculture to an extent com-
mensurate with even our present population. We are shut up
to trade, commerce and the mechanic arts, and can better
resolve ourselves into these pursuits than almost any other
people on the continent. They can be made our intense
speciality. But for these purposes we must bring the West—-
the great treasure house of trade and commerce—to our doors,
and not go to solicit its crumbs at Albany, or in the city of
New York.

We must seek that trade at points more remote than those
we have been wont to contemplate. It is too late when it has
arrived at Albany or Troy, where the prize lies comparatively
in the palm of our rivals. We should establish a more imme-
diate connection between our railway capital, expended near
home for the purpose of western traffic, and the home capital,
estimated at over $90,000,000, invested in western railways in
order to direct trade in this direction. We must reach the Lakes.
We must penetrate into the great Yalley of the West itself.
Baltimore and Philadelphia have each their one great line to
the West; New York has three—the New Jersey Central, the
Erie road and the New York Central. Massachusetts may
have her five lines. Of these we will speak.

The first line, having every prospect of an early completion,
is by the Boston, Hartford and Erie road, running from this
city through Hartford to Fishkill, and there crossing the
Hudson to a connection with the Erie road. About seventy
miles of this line are to be built, and it is expected will be
completed within a year and a half. We are informed that an
agreement has been entered into between this road and the

D 1
Erie road, whereby the latter is to make the same through
charges on all passengers and freight from any western points
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to Boston as to New York. The Erie road is so connected
with the Atlantic and Great Western, reaching (with the same
broad guage) from near its western terminus to Cincinnati,
and thence by the (broad guage) Cincinnati and St. Louis
Railroad to St. Louis, that this arrangement will bring us into
a closer connection with the West than we have ever enjoyed
heretofore. In fact it becomes, to all intents and purposes, a
road from Boston to Cincinnati and St. Louis, and also to
Buffalo, by a branch of the Erie road. It will also connect us
with the coal-fields of Pennsylvania. This is one line.

The next in order is the Boston and Albany line. But it
must go, virtually, to Buffalo. How can this be done ? We
will see. At present the New York Central road has no special
interest in the Massachusetts business. They have done with
the freight when it arrives at Albany; and it is a matter of
indifference with them whether it goes to New York orBoston ;

and, if to the latter place, whether by the Western Railroad or
by the more circuitous route by Rutland, Bellows Palls and
Keene. And they have no special interest to drum up Massa-
chusetts business at the West. But no sooner is the connection
made (which we have spoken of above) with the Erie road,
reaching to Buffalo, and the more remote points of the West,
than a competition springs up with the New York Central for all
Massachusetts business; and the Central road is forced into an
alliance, offensive and defensive, with the line from Boston to
Albany. Thus circumstances will force them into unity and
efficiency of action. The competition thus established will
reduce rates, and reduced rates will increase business. The
point of competition will be removed from the Hudson River to
the Lakes, and the lines from Boston to Buffalo, on each of
these routes will vibrate in unison.

The third line which should be established, and which Massa-
chusetts has resolved to have, is the line by the Hoosac Tunnel.
Much has been said, in connection with this line, of Troy as an
important point. But if our expectations rest there we shall
be disappointed. We merely duplicate the connection with the
New York Central. This is well. But the true terminus of
that line is at Sackett’s Harbor, at the foot of Lake Ontario.
The more remote from our doors we present our facilities for
western traffic, the better. We should appear among the
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merchants of the West at their own homes, and not stand upon
the banks of the Hudson beckoning them to visit us, and hoping
to diaw a few customers from the tide that is sweeping resist-
lessly to New York. The Tunnel route approaches Troy from
the north. From the appropriate point it should (at the same
time making its connection with Troy,) be carried over to
Saratoga and unite with a road already partially constructed,
from Saratoga to Sackett’s Harbor. This line will open a new
country in Northern New York, and one specially rich in mineral
resources. At Sackett’s Harbor it meets the great freight-bear-
ing waters of the West. It is within hail of Buffalo, Cleveland,
Detroit and Chicago. Such a line should establish a moderate
tariff for its more expeditious freights and a still lower one for
its slower freights, and a tariff uniform through summer and
winter, so that there need be no rush and glut before the closing
of navigation and the rise of prices for transportation. With
the assurance of such a policy given to the public, warehouses
can be established by traffickers at Sackett’s Harbor, and grain
and other products could be stored during open navigation to
furnish a regular supply of transportation through the winter
as well as summer months.

The fourth line should be via Lowell, Concord, Burlington
and Rouse’s Point, to Ogdensburg, making an incidental
connection from Rouse’s Point with Montreal. At Ogdensburg
it would connect with the Grand Trunk Railway, through
Canada to Detroit, where it would connect with the Michigan
Central Railway, reaching Chicago. The Boston and Ogdens-
burg line should be an unit, and connecting with the Grand
Trunk Railway, the two would have every interest to work in
harmony with each other while in joint competition with the
three lines before named. And this Ogdensburg line, controlled
by Massachusetts interests, would, through the intervention of
the Grand Trunk, find itself at Detroit connecting with the
Michigan Central, which is owned and controlled here, and
which, in its turn, controls, in its own right and by affiliated
interests, an aggregate of over a thousand miles of line, reach
ing to the Mississippi River. In those distant regions—not at
Albany or Troy—is the true place for Massachusetts presence
and competition, by means of lines in greater part constructed
and owned by herself.
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The fifth and last line should be compounded of the Eastern,
or Boston and Maine Road; thence by the Dover and Winni-
pisiogee Road to Alton Bay; thence by a new line of sixteen
miles to the Boston, Concord and Montreal road, and by said
road to Wells River; thence by the Passumsic road and a new
line of some twenty-seven miles to a junction with the Grand
Trunk Railway at Island Point, in the north-easterly corner of
Vermont, thus affording an outlet for the Grand Trunk line at
Boston.

The various portions of these lines respectively should be
united under a single and efficient management. This is the
condition of the Boston, Hartford and Erie Company, already
consolidated in interest, and now pushing its construction with
singleness and energy of purpose. Its effect upon the western
traffic, when in successful operation, will, by an irresistible
commercial necessity, unite the line from Boston to Albany, and
will further solve the problem, so strange and mysterious to
many minds, how can the New York Central be brought into
working harmony with the Boston and Albany line ? It will be
quietly effected by that impalpable power, never seen but
always felt—commercial interest and necessity.

And now let us pass to the third or Tunnel line. An union
of its many component parts will be found to be indispensable.
If the advantages of consolidation elude the keen analysis of
cloister investigation, they will not fail to be appreciated by the
quick instincts of practical life, and to bruise themselves into
the convictions of the most unbelieving. What efficiency, as
against rival and united interests, can pertain to a line dis-
jointed in interest, first at Fitchburg, then at Greenfield, then at
Troy, and then again at Ogdensburg. Tiie latter link (the key
of the wholeline,) would find itself, at least indifferent whether
its business (and its position, be it remembered, is that of the
great western factor for all that succeed it in progress to tide-
water,) would find itself at least indifferent, we say, whether its
traffic, arriving at Troy, should depart for Boston or New York.
Then again, in what contests as to rates of division of receipts
would ensue between the three portions of the line from Troy
to Boston, including, as such contests would, the comparative
expenditures of each portion in adjusting themselves to the
wants of a common business. The Fitchburg road will talk of
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its great outlays at tide-water and its expenses incident to
receiving, discharging and distributing freights. The Vermont
and Massachusetts road will present its greater grades and
lesser local travel, and the Tunnel line will plead its fabulous
expenditure in constructing the Tunnel, the indispensable key
to all prosperity, and the fact that while it is of the most expen-
sive cost per mile of any road on the continent, it dominates
over the portion of the line least productive of local business.
How are all these differences to resolve themselves into harmony
and efficiency so well as by a consolidation and common stock
upon the most equitable terms that can be devised ? And here
we will suggest that the best method for the State, if all legal
difficulties can be reconciled, would be to authorize a consolida-
tion at once and grant a bonus of all that the Commonwealth has
done, and more too, to the consolidated interests which should
complete the line, thus securing greater efficiency in construc-
tion and management, and encountering, perhaps, a less loss
than she will otherwise be compelled to meet in the prosecution
of this great and worthy enterprise. It appears to us that the
great hopes built upon a great expenditure, which Massachusetts
cultivates with reference to this new line of connection with
western business, will be seriously disappointed if it is not
extended to Lake Ontario and united in one interest.

Look next at the fourth line. We find it at present composed
of the Boston and Lowell, the Lowell and Nashua, the Concord,
the Northern, the Vermont Central, the Vermont and Canada,
and the Ogdensburg roads—seven in all; some portions in the
possession of stockholders, others, and the larger portions, in
the hands of creditors. For any requisite efficiency, these
interests, manifestly, must be fused and united upon some
equitable grounds. The same remark applies to the fifth line,
reaching to the Grand Trunk, at Island Point, in Vermont.
With the new links inserted, it would be composed of six
different corporations, all of whose interests or whims must be
daily reconciled, while the lack of unity would work constant
detriment to trade and traffic.

With the living, working reality of these lines which we have
described, Massachusetts would have a system of railway con-
nections, reaching, by their generous emulation, every great
mart of the West, working, by natural laws, to the reduction of
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rates and the increase of transportation, and still maintaining
remunerative profits. The business created or attracted by this
competition will more than compensate, as experience in other
lines has demonstrated, for the losses by rivalry. This rivalry
will work the several companies up to the faithful discharge of
their corporate duties, to wit: the service of the public—the
first great end of their creation. Without competition, they
become content with remunerative earnings, at the cost of the
least toil. But, being servants, it is for the greatest available
amount of toil they are created, and to that they should be
pressed. Rivalry reduces rates, increases business, increases
the public service, and still leaves the same remuneration, but
for a greater amount of labor. Give, then, to Massachusetts
these laborers,—let them thrust their iron sickles into the
common harvest field of the West, each emulating each in the
work of filling our warehouses, docks and ships, and as these
products are borne forth on the wings of commerce, there will
come a return trade from the Eastern hemisphere, flowing out
again to the West. Our errant trade will return to us. We
shall become permanently established as the market of our
domestic products ; increasing wealth will circulate through
our iron veins and arteries to every part of the Commonwealth,
and increasing industrial products will flow from every part of
our city-State to the marts of her commerce.

No community, as it seems to us, has such facilities for mul-
tiplied railway connections with the West. No one can press
more iron laborers into her service. Where is the one that has
a better harbor, or such convenient and direct access by rail to
such an extent of deep-water navigation? We are nearer the
foreign markets, and we can save the drayage of New York.

We are not such enthusiasts as to believe that we can check
the growth of other cities. By no means. Competition will
stimulate and benefit them. The greater the facilities afforded
by competing communities for western traffic, the more will
the products of that section be stimulated, and no limit can be
set to their increase or to the commercial facilities they will
demand and create. There is a business for all who will open
their arms to receive it, and among all the facilities that can be
offered, none can be greater than those within the power of this
Commonwealth to afford. We have the ports, the deep and
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approachable waters, the domestic manufactures which will
cumulate and cumulate within our compact territory, as we
draw customers and wealth to our borders; we create every
variety of mechanical appliances, and possess latent capacities
in that direction as exhaustless as the soil with the products of
which we propose to exchange. We now want the railways
and the ships, and the only question is, have we the sagacity,
the daring, and the enterprise to supply them?

Let us cast our eyes at the other commercial communities
in our country, and compare the magnitude and far-reaching
extent of their iron arms with our own. We find Baltimore,
with its road of an aggregate length of 488 miles, reaching
the Ohio river at Wheeling, and also at Parkersburg. We find
Philadelphia, with its Central Road to Pittsburg, 356 miles, the
road beyond that to Crestline, 189 miles, and then by another
road of 279 miles to Chicago, an aggregate length of 824 miles,
all owned and controlled by Philadelphia and Pennsylvania
interests. We find New York, having its New Jersey Central
Road, penetrating to western connections via Pittsburg; its
Erie Road, with a main line to Dunkirk, of 459 miles, and with
a branch to Buffalo of some 142 miles, as well as other branches;
the New York Central comprising some 700 miles. We find
Charleston, with its South Carolina road of some 200 miles;
Savannah, with its long lines penetrating- to the heart of
Georgia, and Mobile, with its road extending from the Gulf to
the Ohio River. And if we come into our own New England,
we find Bridgeport, with its Housatonic Railway penetrating
over 100 miles to Pittsfield ; New Haven, with a continuous
line of 80 miles to Northampton, and New London, with its
Northern Road through Amherst to the Vermont and Massa-
chusetts Road, of 100 miles, and finally, Portland, with its own
road of 70 miles, to Bethel, where it becomes a part of the
Grand Trunk road to Chicago. But we find no completed road
radiating from our commercial metropolis, with the exception
of the Boston and Maine, 74 miles, that is over 60 miles in
length, and the honest conviction has been expressed in our
hearing, by men of high consideration, that the liberties of the
Commonwealth and the freedom of the legislature would be
seriously imperilled by an united road from Boston to Albany !
The ordinary opinions of these gentlemen are entitled to the
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highest respect, but as to these extraordinary opinions, with the
greatest diffidence and distrust, we must dissent from them,
emphatically, entirely. Massachusetts, however great in wealth,
rich in historical associations, strong, persistent, and potent in
and by her ideas and principles, is, after all, a Commonwealth
inconsiderable in her physical resources and territory. It is
her glory that she has so well cultivated those resources—that
she has brought so much out of so little ; but may she not
be so intent upon her individual and internal culture as to be
relatively unmindful of the magnitudes without her ? While
her institutions and habits may be full of profitable suggestion
to all who would construct new communities or improve old
ones, may it not be that she, in her turn, may reap benefit from
studying the expansive forces and examples which are illus-
trated by the communities beyond her, who have been educated
amid the realms of nature, more majestic, though perhaps
less carefully cultivated ? Outside of New England, it is
rare to find a railway of only fifty miles in length. No such
instance occurs to our recollection,—certainly none beyond
the Alleghanies.

We have thus far urged upon Massachusetts the duty she owes
to herself and to that Providence which indicates her “mission,”
and we would now add, the duty which she owes to her present
opportunities, to gird herself to this crisis in her history, and
to arise to the commercial position which she may attain.

A crisis has occurred in our national affairs, which is to
reorganize all social and commercial relations. The fountains
of the great deep have been broken up, and a plastic power may
yet considerably determine the channels into which they are to
return. Trade and commerce through southern and south-
western outlets have been disturbed, and long-established com-
mercial relations have been broken up. It will be years hence
before they can hope to be restored with former confidence and
cordiality. Now, therefore, is the golden opportunity afforded
us to establish commercial relations with the commerce which,
in increasing proportions, is compelled to turn its eyes to the
Atlantic coast.

However loud the clamor against consolidation as creating
dangerous powers, and however earnestly various specific and
detailed objections may be urged against any given proposition

4
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to that effect, we are not inclined, upon the whole, to place
upon them an unfavorable construction. They seem to have
their rise, not from any deep convictions that the policy is
erroneous, so much as from local, interested and temporary
views. We judge, rather, that the habitual discussions of late
years concerning the great importance of western trade, espe-
cially in connection with the construction of the Hoosac
Tunnel, have done much to educate and liberalize the public
mind, and towards settling it into the conviction that a farther-
reaching policy than heretofore prevalent should be adopted.
But there is a jealousy among the prospective competitors, lest
one should get the better of the other. And we incline to the
opinion that if some general act could be passed, applicable to
existing and certain prospective cases, it would be received with
much favor and meet with legislative sanction.

The special subject-matter of the petition before us has occu-
pied but a small portion of this Report. It is a question of
consolidation, and the course of the hearing has brought up
the subject in enlarged relations. In those relations we have
been disposed to discuss it, and to subordinate the special case
before us. The views presented will be appreciated as they
chance to encounter the individual pre-judgments of the reader.
We have no reason to regard this special application for power
to unite, presented by the two petitioning corporations, as one
that should make it an exception to the policy hitherto uni-
formly sanctioned by the legislature. We can understand
abundant and sufficient reasons why a union should obviate
many existing difficulties and minister to mutual efficiency and
prosperity.

It would remove all difficulties conceiming the division of
profits or receipts. These disputes have become chronic and
will remain so. They are the certain consequences of an
unnatural disjointing of a natural line. The natural termini
of this line to the west are at Boston and Albany. At Boston,
because there the line meets tide water: at Albany, because
that becomes a great distributing point of western trade.
Between these controlling points there should exist a perfect
harmony of interests; an entire and absolute unity. Worces-
ter is no more a point for disjointure than Springfield or
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Pittsfield. Neither of them are allowable, upon any accepted
policy which railroad observation and experience recognizes.
If the line were to be broken into eight distinct lines of twenty-
five miles each, how would the line entering Boston have the
ability to provide the expensive depot accommodations and the
access to tide water necessary for the accumulating business of
all the other lines ? How would the line at the westerly end
of the series have the ability to construct a bridge over the
Hudson for the benefit of itself and all the other lines ? How
remunerative to the stockholders would be the mountain
division ? It is manifest that they would all be weak cor-
porations, each suffering from the debility of each, and yet
possessing manifest elements of united strength. The sever-
ance of the line at Worcester operates, and ever must operate
in a manner analogous to the case we have sxxpposed. It
weakens the line, and is unavoidably fruitful of differences
between the corporations, which no disposition, however amia-
ble, can avoid, and which no wisdom is adequate to adjust.

Not only would the united line work more harmoniously and
efficiently, but more economically. It must be obvious that
the motive-power and cars could be used more advantageously,
the same force doing more work. There would be a saving of
expense as all experience proves. The Boston and Worcester
Company report “ for salaries of president, treasurer, superin-
tendent, law expenses, office expenses, &c.,” $86,255.59, which
sum divided by the length of line and branches which they
operate, 68 miles, gives a cost of $533 per mile.

The Western Railroad report for the same items, $21,491.16,
which divided by the aggregate length of line, 192 miles, over
which their administration extends, gives an average of about
$ll2 per mile. It surely seems as if consolidation of the lines
might affect some saving here.

The Boston and Lowell and the Nashua and Lowell Roads
have been operated jointly under a contract for some years
past. The saving in the two first years, as compared with the
two preceding, was $226,927, or $133,463 per annum. This
was in testimony. The experience and testimony of the Old
Colony and Newport Road was to the same purport.
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But we are not disposed to discuss the wisdom of the union
of the two corporations. It is only our province to see that
such union will not prejudice the public interests. This
appearing, we can not refuse them their prayer that they may
be permitted to effect this union or not, as they shall judge for
their mutual interests. That judgment belongs to them, not
to us. To enable them to exercise it, we respectfully report a
Bill.

ERASTUS HOPKINS.
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Four.

AN ACT
To unite the Western railroad Corporation and the

Boston and Worcester railroad Corporation.

Be it enacted hy the Senate and House of Representa-
tives, in General Court assembled, and hy the authority of
the same, as follows :

1 Sect. 1. The Western Eailroad Corporation and
2 the Boston and Worcester Eailroad Corporation are
3 hereby authorized, at such time and on such terms as
4 may be mutually agreed upon and approved by a
5 majority of the votes of the stockholders of each of
6 the said corporations, at meetings regularly notified
7 for the purpose, to unite and form one corporation,
8 to be called the Boston and Albany Eailroad Company.

1 Sect. 2. The corporation formed as aforesaid shall
2 have, hold, possess and enjoy all the powers, privi-
-3 leges, rights, franchises, property, claims, demands

In the Year One Thousand Eight Hundred and Sixty-

€ommomucflltl) of iitassacljusctta.
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4 and estates, which at the time of such union may be
5 held and enjoyed by either of the said existing cor-
-6 porations, and be subject to all the duties, restrictions,
7 obligations, debts and liabilities, to which at the time
8 of the union either is subject in severalty, and all
9 suits at law or in equity, and all proceedings before

10 any tribunal which may be pending to which either
11 corporation shall be a party, may be prosecuted and
12 defended by the company hereby authorized in the
13 same name, in like manner, and with the same effect
14 as might have been done had such union not been
15 formed; all claims, contracts, rights and causes of
16 action of or against either corporation, at law or in
17 equity, may be enforced by suit or action to be com-
-18 menced and prosecuted by or against such existing
19 corporation or the corporation formed as aforesaid;
20 and the said existing corporations shall continue cor-
-21 porations for the purpose of prosecuting or defending
22 any suit or proceeding at law or in equity or other-
-23 wise, now pending, or which may hereafter be
24 brought by or against either of them out of this
25 Commonwealth.

1 Sect. 3. The first meeting of the corporation
2 hereby authorized shall be called by the presidents of
3 the two corporations composing its parts or either of
4 them ; and of the time and place of said meeting ten
5 days’ notice shall be given by publication in two
6 newspapers in the city of Boston, one in Worcester,
7 one in Springfield, one in Pittsfield, and two in the
8 city of Albany, in the state of New York; and at
9 the said meeting persons holding stock either in the

10 Western Railroad Corporation or in the Boston and
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11 Worcester Railroad Corporation, shall be entitled to
12 vote in like manner as they would have been had these
13 corporations been convened separately; and the said
14 notice may be given either before or after the said
15 existing corporations agree to unite; and the officers
16 respectively of the said corporations shall continue to
17 exercise all the rights and powers which they now
18 exercise till the united corporation shall be organized.
19 In case at the time appointed for the said first meet-

-20 ing, the said existing corporations shall not have
21 decided upon the question of uniting as aforesaid,
22 the said presidents, or either of them, shall have
23 power to adjourn the said first meeting from time to
24 time until the said existing corporations shall have
25 decided whether they will unite or not.

1 Sect. 4. After the organization of the corpora-
-2 tion formed as aforesaid, each of the said existing
3 corporations shall continue for the purpose of per-
-4 fecting the said union and doing all such acts and
5 things, if any, as may be necessary therefor, and
6 shall execute all such transfers, assignments and
7 conveyances as the corporation formed as aforesaid
8 may deem necessary or expedient to vest in itself any
9 property, estates, contracts, rights or claims if any

10 there be which do not vest in it by virtue or
11 authority of this act.

1 Sect. 5. The corporation formed as aforesaid is
2 hereby authorized and empowered to issue, in addi-
-3 tion to the aggregate of the number of shares which
4 the two existing corporations have heretofore been
5 respectively authorized to issue, an additional number
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6 of shares: provided, such additional number shall not
7 exceed ten thousand, and that no share shall be
8 issued for less than one hundred dollars.

1 Sect. 6. The time and place of the annual meet-
-2 ing of the new corporation authorized by this act,
3 shall be fixed by the by-laws. The number of
4 directors shall not exceed thirteen, four of whom
5 shall be the directors chosen on behalf of the state.
6 The present directors of the Western Railroad
7 Corporation chosen by the legislature, shall be and
8 continue directors of the corporation formed as afore-
-9 said, during the terms for which they were respec-

10 tively chosen, and upon the expiration of their
11 respective terms, new directors shall be chosen in
12 their stead, in the same way as directors of the
13 Western Railroad Corporation are now chosen, and
14 in case of any vacancy occurring during the recess of
15 the legislature, the same may be filled as is provided
16 by law.

1 Sect. 7. The treasurer of the Commonwealth and
2 the treasurer of the corporation authorized by this
3 act for the time being, shall be the commissioners of
4 the sinking fund of the Western Railroad Corporation.

1 Sect. 8. The Commonwealth may purchase of
2 the corporation hereby authorized its road, all its
3 franchise, property, rights and privileges, by paying
4 therefor such sums as will reimburse it the amount
5 of capital paid in to each corporation, with a net
6 profit thereon of ten per cent, a year, from the time
7 of the payment thereof by the stockholders to the
8 time of the purchase.
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1 Sect. 9. The corporation organized under this
2 act shall have all the powers and privileges, and be
3 subject to all the duties, liabilities and restrictions, set
4 forth in the sixty-third chapter of the General Stat-
-5 utes of the Commonwealth relating to railroad cor-
-6 porations. All acts and parts of acts inconsistent
7 with the provisions of this act are hereby repealed.

1 Sect. 10. This act shall take effect from and after
2 its passage.

5




