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INTRODUCTION.

THE work of the student of history has heretofore been
confined almost wholly to the political, religious and liter-
ary development of peoples; their industrial development
has been subjected to inexcusable neglect. Yet the pillars
of the dominance of the Anglo-Saxon race are its superior
industrial attributes. What a people accomplishes industrially
and how it accomplishes it go far to determine how it will
be governed, what it will think and feel, and what it will
write. The freedom of the individual that was the product
of the eighteenth century has been more emphatically man-
ifested in the field of industry than in any other field of
human activity. The growth of constitutional government
in England is easily traced to the want of harmony be-
tween the old political status and the newly developed indus-
trial status of English society. The increasing tendency to
submit international disputes to arbitration is attributable not
so much to a more enlightened repugnance to warfare as to
the mere human fear of destruction of wealth and interfer-
ence with industries occasioned by it. The Annapolis Con-
vention had its origin in the desire of the American states
"To consider how far a uniform system in their commer-
cial relations" might "be necessary to their common inter-
ests." The slavery question was largely an industrial ques-
tion, and its solution was industrial, not political or moral;
the event of the Rebellion was not a decision that Webster
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was a more skillful interpreter of the Constitution than was
Calhoun, or that slavery was morally wrong and freedom mor-
ally right, but simply that the North was stronger than the
South, that a form of society based on free labor was stronger
than one based on slave labor, and had produced greater
material results. If the political, religious and literary con-
ditions of the present day may be understood aright, it is
only by studying them in the light of past and present
industrial conditions. From this point of view, the study
of the origin, growth and present status of the Union Pacific
Railway as a type of the transcontinental railway systems of
the United States—the result, and reactively the cause of
industrial conditions of the greatest moment — can hardly
fail to be productive of more than passing benefit. The
internal development of the Union Pacific and its relations
to the individual citizen have been so similar to those of
other American railways that little space will be given to
them in these pages; its relations to the whole people and
to the United States, the political embodiment of the peo-
ple, will receive most attention.

It will be found that the Union Pacific is an exceptional
manifestation of a rapidly expanding people's economic need
of industrial instruments, and of its willingness to overleap
political barriers to obtain them and strain legal principles
to control them. The agencies through which this particu-
lar instrument was obtained and applied to use will be found
seriously out of harmony with settled political and moral
principles, and the latter distended and strained to subserve
unusual industrial purposes. Finally, settled principles of
law will be found to have been inadequate in this case to
attain the ends of abstract justice, and the term justice itself
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to have been offered a new and strange definition in
response to the demand of a dangerous industrial outgrowth.
In the uncertain groping of statesmen, jurists and "indus-
trial captains," manifestoes and edicts in place of laws and
judgments, and "manipulations" in place of free individual
activity, have afforded convincing proof of the obscurity in
which the relations of social principles are involved.

The present practical question of the Pacific railway debt
is of the highest importance in that it involves the possible
loss to the United States of one hundred and twenty-five
millions of dollars, with the dangerous alternative of a radical
departure from the previous industrial policy of the govern-
ment and people of the United States. If one hopes to
discover a true solution of the question, it is only by a
scientific study of the subject in its origin, development and
present status.



CHAPTER I.

GENESIS OF THE PACIFIC RAILWAY.

THOUGH the idea of uniting the Atlantic and Pacific by a
railway, or system of railways, or connecting railways and water-
ways, may have occurred to several minds in different places
at about the same time, and though it was the natural result of
industrial and political conditions, it was probably first given
public expression in the Emigrant, a weekly newspaper published
at Ann Arbor, Michigan (Territory) from November 18, 1829, to
December 1, 1834. The writer of the article, found in the
editorial columns of number XII. of Volume III., issued February
6, 1832, is unknown, though it should probably be accredited
to Judge S. W. Dexter, the publisher and one of the editors
of the paper. Under the title of " Something New," the
unknown writer, after a quite profuse apology for suggesting a
scheme that might be regarded by an incredulous public as
chimerical and visionary, and after consoling himself with the
reflection that "it is nobler to fail in a great undertaking than
to succeed in a small one," elaborates his proposed scheme in the
following paragraphs :

"The distance between New York and the Oregon is about
three thousand miles,—from New York we could pursue the most
convenient route to the vicinity of Lake Erie, thence along the
south shore of this lake and of Lake Michigan, cross the Missis-
sippi between forty-one and forty-two of north latitude, cross the
Missouri about the mouth of the Platte, and thence on by the
most convenient route to the Rocky Mountains, near the source
of the last named river, thence to the Oregon, by the valley of the

13



14 THE UNION PACIFIC RAILWAY.

south branch of that stream, called the southern branch of Lewis'
river."1

"We hope the United States will not object to conducting
this national project But if the United States
would not do this Congress would not, we presume,
object to the organization of a company and a grant of three
millions of acres for this purpose."

This article was to be the first of a series of articles,2 but the
succeeding articles, if published, cannot be found, though many
of the later issues of the paper are lost or destroyed and the
writer's intention may have been executed.3

Soon after the appearance of the article in the Emigrant,
Samuel Bancroft Barlow, a practising physician at Granvilie,
Massachusetts, contributed to the Intelligencer, a newspaper pub-
lished at Westfield, Massachusetts, an article in which he pro-
posed the execution of the project of a railway to the Pacific
by the following means :

" I have a method to propose by which this work can be
accomplished by our general government at the expense of the
Union." " Let preliminary measures be taken for three years
to come, such as making examinations, surveys, lines, estimates,
etc., etc., at the end of which time, the public debt being paid,
the national treasury overflowing (I presume also that the
present duties and taxes, indeed every source of revenue, be
continued at their present rates), then let the work proceed with
all possible and prudent speed and vigor, to a speedy and per-
fect completion, and let six, eight, ten, twelve, or fifteen millions

xIt is remarkable how closely this suggested line has been followed in
later days. Beginning at New York, the line would be by the Erie or New
York Central and Hudson River to Buffalo, the Lake Shore to Chicago, one of
the Chicago-Omaha lines to Omaha, and the Union Pacific and its Oregon
short line to Ogden and Portland. See map (i) at end of volume.

2 The article concludes, " we shall examine this subject more in detail in
some future number."

3 The original files of the Emigrant, or such of them as it has been possible
to find, are among the collections of the Washtenaw County Pioneer Associa-
tion, at Ann Arbor, Michigan.
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of dollars of the public money be appropriated to defray the
expense annually until it is finished."1

Lewis Gay lord Clarke, in an article in the Knickerbocker
Magazine, in 1836, claimed the honor of having originated the
idea of a Pacific railway.

The claim of Lalburn W. Boggs, once governor of Missouri,
has been advanced by his son, W. N. Boggs, of California, who
has an article written by his father in 1843 f° r t n e Saint Louis
Republican, but never published, in which the author urged the
building of a Pacific railway and presented an estimate of the
cost.2

In a speech delivered in Saint Louis in 1844, Thomas H.
Benton predicted that men full grown at that time would yet see
Asiatic commerce crossing the Rocky Mountains by rail.3

In Hunfs Merchants' Magazine for January, 1845 (Volume
XII., page 80), the editor, in discussing the commercial relations
between England and China, predicts, " Those persons are now

1 Dr. Barlow's article may be found quoted in full in E. V. Smalley's
History of the Northern Pacific Railway, pages 52-56. The first paragraph is
as follows : " An able writer in the Emigrant, . . . . in a series of numbers
of which it has fallen to my lot to see only the first, is endeavoring^to draw the
attention of the public to the scheme of uniting New York and the mouth of
the Columbia River by railroad." But with reference to the priority of the two
articles in the Emigrant and Intelligencer, Mr. Smalley observes : " Evidently
the article was written as early as 1834 and perhaps in 1833, and the articles in
a Michigan paper to which it refers are supposed to have been called out by
others previously written by him." (History of Northern Pacific Railway, page
52). And later he adds : " Perhaps there were earlier advocates of a Pacific
railway than Dr. Barlow, but if so, the author of this volume has not been able
to identify them, and therefore accords to him the first place." In the face of
Dr. Barlow's own acknowledgment, however, it is difficult to find a justifica-
tion of Mr. Smalley's statement. To this unwarranted conclusion by Mr.
Smalley, attention was also called by General Granville M. Dodge in a valuable
paper on Transcontinental Railways, read by him before the Society of the
Army of the Tennessee at its twenty-first annual reunion at Toledo, Ohio,
September 15, 1888.

a Bancroft, History of California, Volume VII., page 500, note.

3 Ibid.
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living who will see a railroad connecting New York with the
Pacific, and a steam communication from Oregon to China."1

In 1835, Rev. Samuel Parker, a missionary sent out by a
Presbyterian church in Ithaca, New York, to convert the Indians
in Oregon and on the Pacific coast, wrote in his journal after he
had crossed the Rocky Mountains: "There would be no difficulty
in the way of constructing a railroad from the Atlantic to the
Pacific Ocean, there is no greater difficulty in the whole distance
than has already been overcome in passing the Green Mountains
between Boston and Albany ; and probably the time may not be
far distant when tours will be made across the continent, as they
have been made to Niagara Falls to see Nature's wonders."2

In 1838, the idea of a Pacific railway had ceased to be novel
and the execution of the project was freely suggested, predicted,
and urged in newspapers and magazines from that time.

The timidity with which the project of a Pacific railway was
suggested by the early writers may be pardoned when it is con-
sidered that the Stockton and Darlington railway had been open
only since 1825, and the Liverpool and Manchester railway only
since 1829, that there was not a mile of railway in New England
until 1834, and that the Baltimore and Ohio was still considered
an experiment in 1840.3

In a memorial presented by Robert Mills to Congress in 1845,
xSee also Volume XVII., page 385 (October, 1847), of the same maga-

zine, where reference is made to the efforts of Whitney to accomplish the object.
2 Quoted in History of Northern Pacific Railway, E.V. Smalley, pages 43-44.

3 The following table shows the number of miles of railway built in the
United States in each year before 1836 :

M a i n e - - - - - - -
Massachusetts * -
New York

Maryland and District Columbia

Ohio

Total

m

14.80

39.80

iSj r

83.»

30.00
46.50
— .

9S.70

1832

34^7
41.04
ti,oo
31.68

191.30

IO.59

3.OO

75.00

130.98

1834

3t.6o
36.61

91.64
ia.oo

- 3 3 J

9.OO

2O.32

4. BO

15'=5

198.85 137.82

Total.

3.OQ

Til ,63
76.24

• :-M .68
115.50

59.110
137.00

797-4S
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in which the author asked Congress to appropriate money for
testing the qualities of an improved form of roadway, he claimed
to have " had the honor of being perhaps the first in the field to
propose to connect the Pacific with the Atlantic by a railway from
the head navigable waters of the noble rivers disemboguing into
each ocean " in a book published in 1819*. In his memorial, he
discouraged the use of railways as being expensive to build,
unable to ascend steep grades, and slow; in place of them he
proposed the building of improved public roads, over which
" steam carriages*' as well as other vehicles might be propelled or
drawn. In his memorial he advocated the construction of such a
road from the mouth of the Platte River over the Rocky Mountains
near the source of the Missouri River and thence to the head of
navigation on the Columbia River. He can hardly be regarded as
the advocate of a Pacific railway.

Bancroft is authority for the statement that, in 1832, Hartwell
Carver, of Rochester, New York (grandson of Jonathan Carver,
the early explorer of the Northwest), published articles in the New
York Courier and Enquirer in favor of a transcontinental railway
with its western terminus on the Columbia River, and that he after-
wards memorialized Congress in behalf of such a project from
1835 to 1839. He is said to have asked Congress to grant him
and his associates a perpetual and exclusive charter for a railway
and telegraph from Lake Michigan to the South Pass and branches
to San Francisco and the Columbia River, with a sufficient land
grant and the privilege of purchasing eight millions of acres of
selected public lands at $1.25 per acre, to be paid for in stock of
the company as fast as the railway and telegraph should be com-
pleted ; the time of travel from New York to San Francisco was
estimated at five days, and the trains were to be provided with
sleeping cars sixteen feet long, and saloon and dining cars.1 An
article on the subject by Carver is found published in the Courier
and Enquirer in 1837.

1 See Bancroft's History of California, Volume VII., pages 498-499. This
claim appears to have been made later by Carver himself, and is doubtful of
verification. Smalley, in his History of the Northern Pacific, rejects it (page
52). The proceedings of Congress contain no record of the alleged memorials.
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John Plumbe, of Dubuque, Iowa, advocated in a pamphlet in
1836, a railway from Lake Michigan to Oregon, and a meeting of
his townsmen was held in March, 1838, for the consideration of
his scheme. On the anniversary of that meeting, another meet-
ing, held in Dubuque in 1847, a nd presided over by Plumbe him-
self, resolved " that this meeting regard John Plumbe, Esquire, our

. fellow-townsman, as the original projector (about nine years ago)
of the great Oregon railroad."1 In 1840, Plumbe is said to have
visited Washington with a memorial from the legislature of Wis-
consin, praying for an appropriation of alternate sections of public
land on each side of a prospective railway to be constructed by a
company composed of all who should desire to participate in the
work, with a capital of $100,000,000.00 divided into 200,000
shares of $500.00 each, payable in installments of twenty-five
cents as often as needed until the railway should be completed at
the rate of one hundred miles per annum ; this scheme is said to
have been defeated by the opposition of Southern representatives.3

The history of great and novel projects is much the same.
First is the timid suggester, expressing his ideas cautiously,
regarded by most people as hair-brained, and giving vent to his
innovations in articles in obscure publications ; next in line is the •
zealous agitator, overstepping in his enthusiasm the bounds of
common sense, moving about among the people and advocating
ridiculous means of promoting the projects ; then last comes—
sometimes slow, but always sure—the great mass of humanity with
a consensus of opinion not far from the right and with the energy
to enforce it.

In this study of the Union Pacific Railway, the period of
invention or inception, exemplified in the writer in the Emigrant,
has been passed, and the period of agitation and ferment, exem-
plified in Asa Whitney, will properly follow in the next chapter.

1 Bancroft, History of California, Volume VII., page 499.
2 Ibid, pages 499-500.



CHAPTER II.

ASA WHITNEY.

A NARRATIVE of the life of Asa Whitney from 1840 to 1850 is
the history of the development, during that period, of the Pacific
Railway project. The aim and object of his life was the build-
ing of a railway from Lake Michigan or the Mississippi River to
the Pacific Ocean, and he devoted his fortune and energies to
that aim and object with all the zeal and persistence of a fanatic.
He was a merchant in New York City, and had spent some years
in China, Japan and the East. In the second memorial pre-
sented by him to Congress in 1846, he says that while riding
on the Liverpool and Manchester Railroad in England, in 1830,
and observing the speed and facility with which its work was
done, he foresaw the great future of railways, and predicted the
important part they would perform in abbreviating the distance
between China and the markets of England. In 1842, while
on a voyage to China, his attention was more forcibly called to
the matter by information of the recent conclusion of a peace
with China, and the opportunity afforded by it for a more
extensive commerce* He spent about two years thej^after in
China, during which time he accumulated much information
concerning the commerce of the East; and in 1844 he returned
to America fully impressed with the importance of constructing
a Pacific railway.

Whitney did not look upon his scheme purely and simply as
a business project, but crowned it with the halo of an enthusiastic's
fancy. In a pamphlet published by him in 1849, n e describes
his attitude in the following words: " My desire and object have
been to carry out and accomplish this great work for the motives,
as here and everywhere else by me declared, to give my

19
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country this great thoroughfare for all nations without the cost
of one dollar; to give employment to and make comfortable
and happy millions who are now destitute and starving, and to
bring all the world together in free intercourse as one nation.
If it is feared that the remuneration will be disproportionate to
the extent and importance of the work, then I am ready to
relinquish any claim I may have for compensation, and let the
people give me anything or nothing, as they please. If they
will but allow me to be their instrument to accomplish this great
work, it is enough; I ask no more. I am willing to have my acts
scanned, but I feel that I ought not to be doubted when I say
that what I have done, and what I propose to do, is not for the
gain of wealth, or power, or influence, but for the great good
which I am persuaded it must produce to our whole country. I
have undertaken this mighty work because I know someone's
whole life must be sacrificed to it."1

He first brought the project to the attention of Congress,
January 28, 1845, *n a memorial presented by him to the Senate
through Senator Dickinson, and to the House of Representatives
through Congressman Pratt. Whitney's plan, as set out in this
memorial, was to build a railway from Lake Michigan to the
mouth of the Columbia River in Oregon, though he afterwards
modified his plan, when Wisconsin had become a state, so that
it should begin at Prairie du Chien and end at Puget's Sound;
and he was even willing to modify it in later days, when Cali-
fornia had become a part of the United States, so that it should
begin at almost any point on the Mississippi and end at San
Diego, San Francisco, the mouth of the Columbia, or Puget's
Sound, on the Pacific Coast.2 His plan for building the railway
was unique and visionary. He estimated that the railway would
cost $50,000,000.00, and that incidental expenses and expenses
of management till completion would amounc to $15,000,000.00.
The public domain was to be the source of the means needed for

'Quoted in Report of Committee on Roads and Canals, H. R. Reports, 1st
Session, 31st Congress, 140.

2 See map (1) at end of volume.
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the work,and the railway, when completed, was to be Whitney's
private property, but practically free, though such tolls and fares
were to be charged as would be sufficient to pay the expenses of
maintenance and management. Whitney's idea of the ownership
of his railway was peculiar. He expected that for some years the
railway would not pay expenses, but was willing to undertake its
management until it should pay expenses, and then submit it to
the control of the general government; if there should be any
surplus of earnings over expenses, he expected it to be devoted to
educational and other public purposes. "Your memorialist is
induced to pray," he concludes, " that your honorable body will
grant to himself, his heirs and assigns, such tract of land1 the
proceeds of which to be strictly and faithfully applied to the build-
ing and completing the said railroad, always with such checks and
guarantees to your honorable body as shall secure a faithful
performance of all the obligations and duties of your memorialist,
and that, after the faithful completion of this great work, should
any lands remain unsold, any money due for lands, or any
balance of moneys received for lands sold, and which have not
been required for the building of this road, then all and every of
them shall belong to your memorialist his heirs and assigns
forever."

The weakest point in Whitney's scheme was the colonization
feature of it, by which he expected to make his land-grant pro-
duce the means of building the railway. "It is proposed," he
dreams, "to establish an entirely new system of settlement, on
which the hopes of success are based, and on which all depends.
The settler on the line of the road, would, as soon as his house or
cabin were up and a crop in, find employment to grade the road.
The next season, when his crop will have ripened, there would be a
market for it at his door by those in the same situation as himself
the season before. If any surplus, he would have the road at low
tolls to take it to market; and if he had in the first instance paid
for the land, the money would go back, directly or indirectly,

1A strip of land sixty miles wide, thirty miles on each side of the railway,
from Lake Michigan to the Pacific.
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for labor and materials for the work; so that in one year the
settler would have his home, with settlement and civilization
surrounding, a demand for his labor, a market at his door for his
produce, a railroad to communicate with civilization and markets,
without having cost one dollar. And the settler who might not
have means in money to purchase land, his labor on the road
and a first crop would give him that means; and he would in one
year have his home, with the same advantages, and equally inde-
pendent."

When Whitney's scheme was cast in the form of proposed leg-
islation, as in the bill favorably reported by the Committee on
Roads and Canals in the House of Representatives in March,
1850, the following were the principal provisions: Whitney was
to have the right of way of two hundred feet through the public
lands from any point he should select on Lake Michigan or the
Mississippi River to any point on the Pacific Ocean at which a
good harbor could be secured, and the railway was to be built as
nearly as possible in a straight line. A strip of public land sixty
miles in width (thirty miles on each side of the railway) was to be
withdrawn from sale and to be sold to Whitney for ten cents per
acre, and as fast as each section of ten miles of railway should be
completed, Whitney was to have power to contract for the sale of
the first strip of sixty miles by five miles (i.e., one half of the first
ten-mile strip of his grant) and the government was to issue pat-
ents to the purchasers; but if the price at which Whitney should
sell the land should net an average of seventy-two cents per acre,
and should exceed the outlay for the construction of the ten miles
of railway, the excess was to be held by the government for appli-
cation on the construction of the railway where the lands should
prove to be less valuable. And whenever sums realized from the
sale of the first strips of five by sixty miles, together with any
accumulated excess, should prove insufficient to pay the expenses
of constructing the railway, enough of the seCond strips should
be sold in like manner to reimburse Whitney's actual outlay, and
this latter sale should be by public auction in lots of from forty
to one hundred and sixty acres, under the direction of a com-
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missioner of the government. The railway and all machinery and
other property connected with it should be forfeited by Whitney
if he should fail to complete his work. While the work should
be in progress, United States mails (but not foreign mails) should
be carried free of charge, while for private passengers and freight
only such tolls should be charged as were charged on the princi-
pal railways of the United States, to be established and regulated
by Congress. Upon the completion of the railway, all unsold
lands in the strips granted to Whitney were to be held by the gov-
ernment as a pledge for the operation of the railway for ten years,
or until such time as the tolls of the railway should pay its expen-
ses. "After said road shall be completed, the Congress of the
United States shall have power to establish and regulate its tolls
or charges for freight or passengers forever after, and it being
intended that this road shall be a free public highway, as far as
practicable, for the equal and common benefit of all the people
of the United States, the rates of said tolls shall be such as to
yield a reserve merely sufficient to keep said road in repair, and
to defray the necessary expenses of its operation, superintendence
and other charges, including the sum of four thousand dollars
per annum to be allowed said Whitney and his assigns for the
care and superintendence of said road." "All that part of the
route for said road which is not within a state, but territory of and
under the jurisdiction of the United States, the said road, its
machinery, and appurtenances, shall be exempt from taxation
forever; and this exemption shall be continued on admitting any of
such territory to be a state of this Union." The interests of the
government were to be protected and represented by a commis-
sioner appointed by the President; in case of disagreement
between Whitney and the commissioner, each was to select a com-
petent engineer whose decision should be final; in case of a dis-
agreement between the engineers, they were to select a third engi-
neer whose decision should be finally final. Whitney was to be
permitted to cut timber and get stone, fuel and other materials
from any unsold government lands convenient to the railway.
Whitney and his assigns were to locate and survey at least two
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hundred miles of railway from the eastern terminus, and to com-
plete at least ten miles of the railway, within two years; and the
entire route was to be located and surveyed, and one-third of the
railway completed, within nine years from the passage of the act;
one other third should be made and completed within six years
thereafter; and the entire railway should be completed and ready
for use within twenty-five years from the passage of the act.1

The first memorial was presented to Congress too late for any
action, and Congress adjourned without having considered Whit-
ney's scheme. Soon afterwards Whitney, with a party of seven
young men, went on an exploring expedition from Prairie du Chien
westward across the great bend of the Missouri and southward
and eastward down the Missouri to Saint Louis, where he arrived
September 20, 1845, more enthusiastic than ever in the prosecu-
tion of his project. He now began a systematic bombardment
of Congress directly and indirectly through every available means
of affecting public opinion. He conversed with every public man
that he could reach, and wrote letters to others out of reach,
sought the general public through published letters and newspa-
per articles, and spent much effort in Washington in personal inter-
course with everyone that would take an interest in his great pro-
ject. He prevailed on the learned and studious in magazine arti-
cles and pamphlets. Each session of Congress found his scheme
bobbing up in each House. He visited all the great cities in the
country from Boston to Saint Louis and Memphis and held pub-
lic meetings in them.

The nature of these public meetings is well shown by William
D. Kelley, in his description of a meeting held in Philadelphia,
on the 23d day of December, 1846 (found in an address
delivered in the Academy of Music, June 12, 1871, on the "New
Northwest" in the interest of the Northern Pacific Railway, and
published in the "Speeches, Addresses, and Letters on Industrial
and Financial Questions, by William D. Kelley, M.C.").

"The grandeur of the subject inspired me, and my enthusiasm
for the great project induced Mr. Whitney, despite the disparity

1 House of Representatives Reports, 31st Congress, 1st Session, 140.
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of our years, to favor me with frequent conferences, and to bring
to my attention whatever information relating to the subject he
obtained. Early in the year 1846, I felt justified, by the growth
of sentiment in its favor, in undertaking to secure him an oppor-
tunity to present his subject to a public meeting of the citizens of
Philadelphia.

"To induce a sufficient number of the citizens to act as officers
of the meeting was the work of time. I found but few who took
an interest in the subject, or believed in the feasibility of the pro-
ject. Some said that a railroad so far north would not be avail-
able for as many months in the year as the Pennsylvania canals
were; that it would be buried in snow more than half the year.
Others cried, * What madness to talk of a railroad more than two
thousand miles long through that wilderness, when it was impos-
sible to build one over the Alleghanies!'

"As I went from man to man with invaluable collections of
facts and figures Mr. Whitney had gathered, I found that the
doubts with which the work must contend were infinite in num-
ber; and it was not until six months had elapsed that a sufficient
number of well-known citizens to constitute the officers of the
meeting had consented to sign the call for a meeting and to
act as such.

"Yet the cause had gained adherents, and, as I find by
reference to the papers of that day, the meeting for which I had
so long labored was held in the Chinese Museum on the evening
of December 23, 1846.

"His Honor, John Swift, then mayor of the city, acted as
president; Colonel James Page, Hons. Richard Vaux, William
M. Meridith, and John F. Belstering, together with Mr. David S.
Brown and Mr. Charles B. Trego, acted as vice-presidents ; and
Senator William A. Crabb and William D. Kelley, acted as secre-
taries. The speakers at the meeting were Messrs. Whitney,
Josiah Randall, Peter A. Brown, and William D. Kelley.

"Mr. Whitney stated with great clearness his project and the
advantages that would result from it. It was, he said, to be a
railroad from Lake Michigan to Oregon. He believed it would
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be constructed on a line about 2400 miles in length, and he and
his associates hoped to be able to build it in twenty years if the
government would grant sixty miles breadth of land for the
whole distance.

" In answer to the question how he could make land in that
remote wilderness available for building a road, he dwelt upon the
contrast between the climate of that country and that with which
dwellers east of the Mississippi were familiar, and asserted fear-
lessly that a railroad through that section would be less disturbed
by snow than one through central New York or Pennsylvania, and
proceeded to disclose his plan, which involved a large annual
emigration from Europe and the cities of the eastern states. His
plan was to employ these emigrants in the construction of the
road, and to pay them, in part, in land, and to detail a sufficient
number to prepare small portions of the farm of each for culti-
vation and occupation, so that they who worked upon the road
one year should dwell upon its borders as farmers thereafter. By
this method he believed that by the time the road should be
built the line of it should be tolerably well settled, and a large
local traffic created.

"Josiah Randall, Esq., submitted to the meeting a series of
resolutions which were heartily adopted, and from which I quote
the following :

" ' Whereas, the completion of a railroad from Lake Michigan
to the Pacific would secure the carrying of the greater portion of
the commerce of the world to American enterprise, and open to it
the markets of Japan and the vast empire of China, of all India,
and of all of the islands of the Pacific and Indian Oceans,
together with those of the western coast of Mexico and South
America;

"'And, whereas, we have in our public lands a fund suffi-
cient for and appropriate to the construction of so great and
beneficent a work ; and the proposition of Asa Whitney, Esq.,
of New York, to construct a railroad from Lake Michigan to the
Pacific for the grant of a strip of land sixty miles wide, offers a



ASA WHITNEY. 27

feasible and cheap, if not the only, plan for the early completion
of an avenue from ocean to ocean ; therefore,

"' Resolved, that we cordially approve of the project of Asa
Whitney, Esq., for the construction of a railroad to the Pacific,
and respectfully petition Congress to grant or set apart, before
the close of the present session, the lands prayed for by Mr.
Whitney, for this purpose.' "

Of a meeting held in New York City, on the 4th day of
January, 1847, t n e Courier and Enquirer, then the principal news-
paper of that city, had to say : " The public meeting advertised
to be held in the Tabernacle last evening for the purpose of con-
sidering the expediency of commending to the consideration of
Congress the projected railroad to the Pacific, was turned into a
bear-garden tumult by a packed party of Agrarians, National
Reformers, Fourierites, etc., who seem to think that the public
lands of the United States have no other legitimate use or pur-
pose than to be distributed without money and without price
among the landless of the Universe, who may come here to
clutch a portion of the plunder."1 With reference to the
same meeting, E. V. Smalley (in his History of the Northern
Pacific Railroad, page 59) adds: "Whitney had hardly begun
speaking when he was interrupted with calls for Shepherd, a
young lawyer then popular with the turbulent classes. Ryckman,
then a candidate of the National Reformers for some city office,
mounted the platform and began a harangue denouncing
Whitney's project, and claiming the public lands as the property
of the people, not to be given over to any set of speculators.

" There was a great uproar in the audience, and the mayor
and the vice-president prudently seized their hats and overcoats,
and escaped by a back door, Mr. Whitney presumably following
after. The mob had the hall to themselves for a time, until at
last the gas was turned off, amid the shoutings of an Irish agra-
rian orator named Comerford."

And William D. Kelley, on the same subject, says : "On the
1 Quoted on page 59, E. V. Smalley's History of the Northern Pacific Rail-

toad.
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4th of January, 1847, n e addressed an immense meeting in the
Tabernacle, New York, which was presided over by the mayor
and participated in by the leading men of that city. His remarks
were listened to, but at their close a mob took possession of the
hall and denounced the project as a swindle, declaring that it
was an attempt on the part of a band of conspirators to defraud
the people by inducing the government to make an immense
grant of land for an impracticable project."1

In May, 1845, iVi/ii1' National Register9 was willing to con-
cede that Whitney's scheme was " seriously entertained by some
of the public journals;" and when he began his exploration, in
1845, of t n e country west of Prairie du Chien, the same journal3

denominated him "that prince of projectors." Senator Bell
testified of him in Congress when assailed by Benton, that he had
" conversed with him (Whitney) and had found him modest and
intelligent." Even the London Times gave serious consideration
to his project, though without endorsing it. Whitney had visited
and memorialized nearly every state legislature in the country,
and had secured from them resolutions in support of his plan
that were later presented to Congress by the senators and repre-
sentatives of the several states ; and in 1850 he was able to boast
that his memorial to Congress was backed by the favorable resolu-
tions of Maine, New Hampshire, Vermont, Rhode Island, Con-
necticut, New York, New Jersey, Pennsylvania, Ohio, Michigan,
Maryland, Tennessee, Kentucky, and Indiana, as well as by
resolutions of public meetings at Jefferson (Indiana), Cincinnati,
Louisville, Terre Haute, Indianapolis, Dayton, Wheeling, and
Philadelphia.

But after all, Whitney's scheme was visionary and could not
be successful; mature public opinion finally passed judgment
on it and rejected it, though it retained all that was good in it in
the plan that was finally carried into effect. What was really
accomplished by Whitney seems to have been fully appreciated

1 Speeches, Addresses, and Letters, by William D. Kelley, M. C, page 458.
2 Volume 68, No. 11.
3 Volume 68, No. 20.
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and expressed in the report of the Committee on Roads and
Canals of the House of Representatives in 1850 : " Mr. Whitney
has been unremittingly engaged at his own expense since 1841,
in collecting information on this subject, as well in Asia as in our
own country; and we are indebted to him for the origination of
the project, for the maturity of the first plan, for the large
amount of practical information that is brought to bear on the
subject, and for awakening public attention to its importance.1"

In the 28th Congress, in January, 1845, Mr. Whitney's first
memorial was presented to both houses of Congress by Repre-
sentative Zadock Pratt, of Prattsville, New York, an enthusiastic
convert to Whitney's project, but no action was taken on it.2

In the 29th Congress, a second memorial was presented by
Whitney to Congress, and in the Senate was referred to the
Committee on Public Lands (Senator Breese, Chairman), from
whom a bill was reported in favor of Whitney's project on the
31st of July, 1846.3 In the House of Representatives, the Com-
mittee on Roads and Canals, to whom Whitney's memorial and
other communications of divers persons had been referred,
reported that "while the prudent and sober-minded would,
probably, be unwilling to see the revenues or the property of the
nation pledged or in any way committed to the construction of a

1 House of Representatives Reports, 31st Congress, ist Session, Number 140.
a See " Zadock Pratt's Letter to the People of the United States," published

in the National Intelligencer and The Union, at Washington, and in Hunt's
Merchants' Magazine for October, 1847 (Volume XVII., page 385). In the
American (Whig) Review for April, 1845 (Volume I., page 424) is an
exhaustive consideration of the memorial presented to Congress by Whitney.
The writer says : " We have no more of doubt but that Mr. Whitney's project
will be realized, than we have that steam is now amongst the great agents of
human power, or that Clinton's canals are now amongst the great highways of
our country. In fine, we have lived to hear street-corner wits amusing them-
selves on the folly of railroads; but, though we cannot hope to enjoy such a
jaunt, many, we have no doubt, are the children now in life, who will pass on
railroads from the tide-margin of the Atlantic to the tide-margin of the
Pacific."

3 The Breese report is considered with approval in Hunt's Merchants'
Magazine for November, 1846 (Volume XV., page 477).
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costly railroad, . . . . it is believed that they would cheerfully
assist to open an eligible avenue, if one could be assured at a
small cost compared to the object to be realized."

In the first session of the 30th Congress, on January 17, 1848,
Senator Felch presented Asa Whitney's third memorial to Con-
gress, and it was referred to the Committee on Public Lands; on
the 26th of June, 1848, this committee reported a joint resolution
for a survey and exploration of one or more routes for a railroad
from the Mississippi below the Falls of St. Anthony to the Pacific
Ocean, under the direction of the Secretary of War. On the
next day (June 27, 1848) Senator Niles, having learned that
the Committee on Public Lands would not report a bill in favor
of the Whitney project, introduced a bill in favor of the grant of
land prayed for, and had it referred to a select committee of Sena-
tors Niles, Corwin, Lewis, Dix and Felch ; the bill was favorably
reported back to the Senate with amendments on the 7th of July,
1848. Senator Niles moved for the consideration of the bill, but
the motion was lost by a vote of 27 to 21, largely through the
"boisterous and unparliamentary" opposition of Senator Benton.
In the same session, a select committee in the House of Repre-
sentatives reported a bill similar to the Niles bill in the Senate,
but it was referred to the Committee of the Whole, and nothing
further was done.1 In the second session of the 30th Congress,
January 29, 1849, Senator Niles succeeded in getting his bill up for

1 See letter of Asa Whitney to Freeman Hunt, editor of Hunfs Merchants'
Magazine, published in November, 1848, in Volume XIX. (page 527) of that
periodical. He asserts that " Should the bill be passed at the early part of the
coming session of Congress, the work may be carried out, though not without
great difficulties, much increased by the large amount of lands sold or taken up
during the present year. After another season it would be impossible. There-
fore with the failure of this bill must end forever all hope for the accomplish-
ment of this great work," on his plan. This letter also co'ntains a review by
Whitney of the work of the first session of the 30th Congress, and a defense
against the violent and unjustifiable attack made by Benton on his project and
the motives of the projector. See also exhaustive review of the report
of this select committee of the House (Pollock, Chairman) in the Democratic
Review for November, 1848, (Volume XXIII. page 405).


