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What was it the engines said 
Pilots touching—head to head. 
Facing on the single track. 
Half a world behind each back ? 

—BRET HARTS. 
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FOREWORD 
FIFTY years have passed since most of the events 

noted within this volume were new. On May Jo, 1869, 
at Promontory Point, fifty-six miles northwest of 
Ogden, Utah, the last rails were laid and the last spike 
was driven, completing the Pacific Railway for quick 
traffic between the East and the West. 

Two distinct books might be written upon the con-
struction of the Union Pacific Railroad from the Mis-
souri River, and of the Central Pacific Railroad from 
the Sacramento River—those iron trails that lengthened 
westward and eastward until they crossed the vacant 
space of 1770 miles and joined in the Utah desert. 

The one book should focus upon the actual building 
operations in the great open of plains, mountains and 
deserts; the other, upon the financial operations by the 
Credit Mobilier of the Union Pacific, and by Crocker & 
Co. and the Finance Company of the Central Pacific. 

The pages which here follow aim at providing the 
first-mentioned story. They are devoted mainly to the 
stress, the sweat, the toil by mind and body in order 
to achieve the physical problems. Deeds and romance 
a-plenty may be found, without resort to those disputed 
details that once made great names common property 
and are now relatively unimportant. That past is dead ; 
an undying path brightens in the swath of Time. 

The writer of the present book wishes to tell only 
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FOREWORD 

how the Pacific Railway, the wonder of its age and of 
any age, came into being; how Lincoln, Judah, Hunt-
ington, Stanford, Crocker, the Ameses, Durant, 
Dillon, Dodge, General Sherman, the two doughty 
Casements, the surveyors, the train crews, the laborers 
—Americans, Irishmen, Chinamen, Mormon settlers—
all generously backed it, a young giant, in its relay race 
through half a continent, to the goal attained within 
six years instead of the allotted fourteen. 

The performance was typically American—the 
eighth wonder of the world, and unsurpassed to this 
day. Heroes attended upon the march of the rails. 
Some died in line of duty; as far as the writer knows, 
every department official, save one, of construction 
times, is dead. The Ames monument, so long lonely 
and near forgotten upon the Sherman Summit of the 
Wyoming Black Hills, and the neglected pedestal of tri-
umph at distant Promontory, are punctuations in pages 
of historic endeavor by a host named and unnamed. 

The work itself, however, is not all forgotten. It 
was completed at the close of one great war, and was 
commemorated at the close of another. On May to, 
1919, there gathered at Ogden of Utah a remarkable 
concourse, representing the breadth and growth of the 
United States, who celebrated the semi-centennial of 
the driving of the Golden Spike. More remarkable, a 
thousand names were enrolled of men and women who, 
some of them as children, assisted in laying those rails 
that " banded the continent and wedded the oceans." 
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BUILDING THE PACIFIC 
RAILWAY 

I 

•  THE START 

THAT monument to American energy—the union 
of the East and of the Farthest West by a single iron 
highway almost tfloo miles long—was thirty years in 
the planning although only six years in the erecting. 
With those six, and especially with the last three, when, 
in hot rivalry, twain companies, facing opposite and 
pitting blood against blood, forged into their strides of 
two, five, seven, ten miles in a day, this narrative has 
chiefly to do. 

Over I too miles of double rails laid by hand in 
thirteen months, by two companies racing to meet : 
such is the record.' 

The Pacific Railway was nurtured through its in-
fancy upon visions that seem fantastic to us now, yet 
were no more so than the prophecy of the new power as 

This closely approaches an average of three miles of track a 
day, in desert and mountain country. As a comparison, it may be 
noted that the American army engineers in France, in lot% 
achieved the mark of 130 miles of track in Too days—being about 
one and one-third miles in a day. The Pacific Railway builders 
had no assistance from steam shovels, steam derricks, and the 
lice. The first transcontinental was a "hand-made" road. 
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BUILDING THE PACIFIC RAILWAY THE START 

spouted by the famous tea-kettle ; than the genesis of 
the undersea boat in Jules Verne's remarkable romance, 
and the promise of the oversea boat as given form and 
substance in Robert Fulton's derided Clermont. 

The very inception of the great project of a trans-
continental steam road dates exactly one hundred years 
ago, when, in 1819, fifteen years after Richard Trevi-
thick applied the first steam locomotive to the Welsh 
trams, the American Robert Mills proposed a steam 
carriage, to run from the head of the Mississippi Valley 
to the valley of the Columbia. The notion was so out-
rageous that it was rightfully looked upon as a chimera 
—especially when, the next year, the proposition of the 
Englishman Thomas Gray for steam passenger service 
between Liverpool and Manchester was summarily dis-
missed. Half a century later, and the longest railroad 
in the world crossed American soil. 

The definite first bubble that really broke the surface 
of public thought in the United States was symptomatic 
of the rising national spirit. Back in early 1832 a 
writer pioneer, unknown by name, in the Emigrant, 
a weekly paper issued at Ann Arbor, Michigan, prefac-
ing his proposition by another proposition that " it is 
nobler to fail in a great undertaking than to succeed in 
a small one," modestly suggested a plan for a railroad 
from New York, by way of the Lakes and the Platte 
Valley, to Oregon. 

We of a later day, when invention and population 
have made rough paths smooth, may fittingly take off 

14  

our hats to this untried Livingstone of a Dark Conti-
nent. The year, 1832; the territory of the United 
States, west of the Mississippi, narrowly fringed with 
white, and extending red and wild and practically un-
mapped for moo miles to the Rocky Mountains ; beyond 
the barrier Rockies, all alien territory except for the 
Oregon Country, and this Oregon Country, the pro-
posed terminus, doubtful ground. 

That the feeble locomotives of the times could store 
fuel enough en route across the plains ; that they could 
combat the mighty slopes and excessive altitudes ; that 
there could be traffic enough to warrant maintenance 
of train service ; that the routes could be adequately 
protected against weather and savages ; that laborers 
could be fed even if secured ; that Mexico or England 
would look with favor upon such an invasion by the 
Yankees—required a prodigy of faith. In all the 
United States there were but 140 miles of railroad, 
from an experimental two years, and here it was pro-
posed to build and operate 3000 miles in a straight-
away beset like a Pilgrim's Progress! 

However, the bubble was true harbinger of an 
event that should astonish the world. The germ idea 
by the article in the Emigrant persisted. 

Dr. Hartwell Carver, of Rochester, New York, 
grandson of the immortal Jonathan Carver whose 7000 
miles of travel through the Indian Northwest was as 
audacious as the projected railroad scheme, claimed 
to have discovered the same idea in the same year, 
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BUILDING THE PACIFIC RAILWAY THE START 

1832, and to have memorialized Congress for such a 
highway, of iron rails upon stone foundations, over 
which palace sleeping-cars sixteen feet long should run 
between New York and San Francisco Bay! 

At any rate Dr. Samuel Barlow, of Massachusetts, 
revives the discussion by an article in the Intelligences, 

1833. In the Knickerbocker Magazine of 1836 Lewis 

Gaylord Clarke asserts fathership. In his " Tour 
Beyond the Rocky Mountains," published in 1838, the 
Rev. Samuel Parker, of the pioneer Protestant mis-
sionaries upon the Oregon Trail to the Columbia, de-
clares that a railroad from the Atlantic to the Pacific 
is entirely practicable. The energetic Lilburn W. 
Boggs, early governor of Missouri, and worthy repre-
sentative of the noted Boggs family of the old Santa Fe 
Trail, in 1843 draws up a scheme for the railroad, with 
estimate of cost. In 1844 Senator Thomas H. Benton, 
the doughty expansionist and ambitious father-in-law 
to an equally ambitious explorer, predicts that men 
then full-grown would live to see " Asiatic commerce " 
crossing the mountains by rail for the Atlantic coast. 

The genius of the Pacific Railroad had taken the 
guise of a beneficent Asia—of an Orient that should 
pour its riches into the lap of America. The spices, 
the teas, the precious woods and fabrics of a Cathay 
should travel by steamship across the Pacific and by rail 
across the Western Continent, to heap the warehouses 
of New York. Imports and exports were to be quick-
ened, Europe should be dependent upon this cut-off 
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between West and East, and the Pacific Railroad should 
thrive upon the long haul rather than upon local traffic. 

In the workout, over go per cent. of the revenue 
was derived from the local traffic. But this condition 
would not have obtained in the beginnings. 

Meanwhile the Iowan, John Plumbe, Esq., had 
arisen. For four years, from 1836 to 1840, he worked 
by arguments written and spoken; the first of the 
" railroad meetings," at Dubuque in 1838, is historic ; 
he memorialized Congress, received attention favorable 
and adverse, and in 1847 was awarded in public assem-
bly the title " Original Projector of the great Oregon 
Railroad." Fifteen years after, his plan was embodied 
in the first of the National Pacific Railroad acts. 

Now we arrive at the lamented Asa Whitney, the 
most thoroughgoing of all that file of enthusiasts: Asa 
Whitney, the New York merchant and Oriental 
traveler, who through a decade from 1845 labored 
faithfully in the cause; who wasted a fortune but not a 
life, although at the last he ran a dairy route in Wash-
ington instead of a transcontinental road, and finally 
(lied before his reward came to him upon this earth. 

The Whitney plan proposed to build the railroad 
as a private venture by Whitney himself—its finances 
to be expedited by a grant of land thirty miles deep on 
either side of the line. So much of the land was to be 
sold by Whitney as would pay for each ten miles of 
road; the remainder, if any, should remain in his posses-
sion; the advancing colonists or settlers were to be the 
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laborers. There were provisions by which the Govern-
ment should check up on the expense, and should be 
favored by the traffic regulations. 

Partisanship and ignorance countered upon him 
with the easy weapons of deprecation and ridicule. A 
Boston committee endeavored to prove that if he built 
his ten miles of road in one year, by the delay of another 
year to sell the lands and three more years to collect the 
money he would be 38o years in his occupation; and 
that if he actually progressed at the limit speed of ten 
miles every year he would be 170 years at least between 
start and goal. 

The George Wilkes scheme, contemporaneous, 
vested the construction of the railroad, as a National 
issue, in Congress, with the United States Treasury, 
and not a grant of the public domain, as its fund. 
Nevertheless, he was impressed with the belief that, 
to avoid speculation in the adjacent lands, ioo acres 
might well be allotted to each laborer and mechanic who 

helped blaze the trail. 
Either plan was as feasible, at this time, as that of 

the indefatigable Senator Benton, who presently de-
manded the reservation of a strip a mile wide along the 
whole course of the track, for a chain of army posts 
and, maintained at Government expense, " a plain old 
English road such as we have been accustomed to all 
our lives—a road on which the farmer in his wagon or 
carriage, on horse or on foot, may travel, without fear 
and without tax, with none to run over him or make 

him jump out of the way." 

Nevertheless, Senator Benton, the OM Bullion of 
National finance, was no unreasonable visionary. For 
a dozen years the National Turnpike, well graded and 
macadamized, had extended from Washington to St. 
Louis, as a great thoroughfare for emigrant wagons 
and stage-coaches. He may rest secured by the buckler 
of time : when he advocated his extension of a national 
road across the then unknown West he was the pilot 
of the pleasure-car and the auto-truck. 

As a matter of fact, seven years later, or in 1856, 
the astute Captain William Tecumseh Sherman, then 
a San Francisco banker, emphasized the need for such 
a transcontinental wagon-road under military protec-
tion, and forwarded a California petition to Congress, 
upon the subject. 

" And," supplemented the Senator, again referring 
to the railroad itself, " let it be adorned with its crown-
ing honor, the colossal statue of the great Columbus, 
whose design it accomplishes, hewn from the granite 
mass of a peak of the Rocky Mountains overlooking the 
road, the mountain itself the pedestal, and the statue 
a part of the mountain, pointing with outstretched arm 
to the western horizon, and saying to the flying pas-
senger, ' There is the East! There is India! ' " 

In regard to the engineering bogies that hedged a 
route from St. Louis west almost as the bird flies, to 
San Francisco—no scientific figures were required! 

" There is a class of topographical engineers older 
than the schools and more unerring than the mathe- 

'9 

18 
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matics," pronounced the sturdy rule-of-thumb pro-
moter, although Fremont himself was an engineer. 
" They are the wild animals—buffalo, elk, deer, ante-
lope, bears—which traverse the forests not by compass 
but by an instinct that leads them always the right way 
to the lowest passes in the mountains, the shallowest 
fords in the rivers . . . and the shortest prac-
ticable lines between remote points. A buffalo road be-
comes a war-path . . . and finally the macadamized 
or rail road of the scientific man." 

But the crowding events of the past span combined 
to minimize the once splendid vision of the Emigrant 
contributor, whose railroad should make his United 
States " the first nation of the world " ; and of Asa 
Whitney, who would " civilize and Christianize man-
kind," and " compel Europe on the one side and Asia 
and Africa on the other to pass through us." They 
began to color the florid word-pictures of Benton, and 
place politics above patriotism, prejudice above presci-
ence, spoils above principles. 

The claim of the United States to the Oregon Coun-
try had been substantiated ;Texas had joined the Union ; 
California had warmed to the Stars and Stripes, and 

all the intervening land east to the Rocky Mountains 
was American soil. Without a break the Republic ex-
tended from ocean to ocean, and from the Rio Grande 
to the accepted 49° north. 

The Mormons were cultivating once sterile Utah ; 
a great westward inflow of population, flooding the 

emigrant trails to Oregon and the California gold-fields, 
had astounded the wastes of deserts and mountains ; 
and realizing full well that a people's destiny might 
ride triumphant upon the first overland train, the North 
and the South became rivals. 

For the question of slave labor or of free labor, to 
erect edifices and till the waiting soils, weighted the 
national balances. The answer lay in preponderance 
of citizenship—the voice of the polls. 

With the engaging Pierce and the cautious Buch-
anan in the executive chair, Jefferson Davis as secre-
tary of war and later as senator ; with Floyd of Tennes-
see his successor in the War Department and Brown 
of Tennessee as postmaster-general, and the debaters 
of the South not a whit inferior to those of the North, 
during this period from 185o to 186o the South more 
than upheld its end of the argument. 

Out of singular blindness, brought on by the egotism 
of thirty years' national prominence, Benton thus ad-
dressed the young Charles Sumner, Massachusetts' new 
senator, in 1851 : 

" You have come upon the stage too late, sir ; all 
our great men have passed away. Mr. Calhoun and 
Mr. Clay and Mr. Webster are gone. Not only have 
the great men passed away, but the great issues too, 
raised from our form of government, and of the deep-
est interest to its founders and their immediate descend-
ants, have been settled also. The last of these was the 
National Bank, and that has been overthrown forever. 
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BUILDING THE PACIFIC RAILWAY THE START 

Nothing is left you, sir, but puny sectional questions 
and petty strifes about slavery and fugitive slave laws 
involving no national interests." 

In defiance of the prophecy, as a burning question 
the route of the Pacific Railroad flamed forth to rival 
the heat of the Missouri Compromise. It engaged the 
best minds of the day—and those minds were among 
the best that the halls of Congress have ever fostered. 

Calhoun and Webster and Benton had spoken, but 
Douglas, Houston, Seward. Rusk of Texas, Salmon P. 
Chase, Lewis Cass, Thaddeus Stevens, Curtis of Iowa, 
James Mason of Virginia, John Sherman of Ohio, 
Henry Wilson of the Massachusetts Know-Nothings, 
Sumner himself, and their peers in Senate and House 
proposed, objected, sparred and parried, in the interests 
of a constituency large or small. The columns of the 
Congressional Globe bristle with the magic titles " The 
Pacific Railroad," " Central National," " Atlantic and. 
Pacific," a " Southern Pacific," a " Northern Pacific," 
and so on. 

The topic obsessed public thought until Senator 
Butler of South Carolina compared the worship of 
it to the worship of the god Nile, and Senator Rusk's 
appellation " Colossus of Rhodes " brought the happier 
appellation " Colossus of Rail-Rhodes." 

The United States, like the Omnia Gallia of Caesar, 
was divided into three parts. A faction, voiced chiefly 
by Seward, favored the northern route of 'Whitney, 
running through Chicago to the Pacific coast ; a faction, 
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with Benton as first spokesman, favored a central route, 
out of St. Louis, to operate across the Rocky Moun-
tains by a pass assumed to have been discovered at the 
head of the Rio Grande by the errant Fremont in his ill-
fated expedition of 1848, and by the expedition of 1853 
transferred to the Cochetopa Pass, farther north in 
Colorado ; a faction representing the alarmed South, 
championed by Houston and Rusk of Texas, Jefferson 
Davis, and their compatriots, through word of mouth or 
of pen and influence more subtle, advanced the claims 
of the southern route, with emphasis upon a line by 
way of El Paso to San Diego. 

Chicago, Memphis, St. Louis, Charleston, Vicks-
burg, the mouth of the Ohio—these were among the 
eastern terminals; New York sat expectant of the large 
end of the cornucopia. San Francisco, Monterey, San 
Diego, were the western terminals, with a branch line 
north to the mouth of the Columbia. 

But California wished only the road, and the road 
it was determined to have. Senators Gwin and Fre-
mont had their instructions. The plea of 1853 to 
Congress rang poignant: 

The distance to California by way of Cape Horn 
was more than the entire circumference of the globe 
on the latitude of San Francisco. The other carrying 
route, across the Isthmus, equalled the distance from 
Washington to Pekin. Great Britain was projecting a 
railroad of 1600 miles out of Halifax. 

" Shall we who have beaten them [the British] in 
23 
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clipper ships, swift steamers and other useful notions 
yield to them the palm of building the longest railroad 
on the American continent? Never ! " 

Many an aspiring traveller across from east to west 
spied out the proper route for the Pacific Railroad. 
Captain Howard Stansbury, exploring to the Salt Lake 
in 1849, had made official recommendations. By direc-
tion of Congress in 1853, Secretary of War Jefferson 
Davis had sent out those notable five columns, under the 
auspices of the Corps of Engineers, " to ascertain the 
most practicable and economical route for a railroad 
from the Mississippi River to the Pacific Ocean." They 
were officered by capable men, several of whom, such 
as Lieutenant George B. McClellan and Lieutenant 
John Pope, were slated to make national history. 

The trial routes selected for reconnoitre were popu-
larly known as the Northern Trail (of Whitney), the 
Mormon Trail, the Benton " Buffalo " Trail, the Thirty-
fifth Parallel Trail, and the Southern Trail. The re-
sultant reports fill twelve large volumes with fascinat-
ing narrative, pictures and maps, forming a classic of 
Government exploration. 

The estimate upon the Northern route, from St. 
Paul to Vancouver by way of the Upper Missouri, was 
1854 miles, at $117,1 2 poo—inc reas ed by the War De-
partment to $130,781,000. The estimate upon the 
Mormon route from Council Bluffs to San Francisco 
by way of the South Pass and Salt Lake City was 
2032 miles, at $116,095,000. The estimate upon the 

Buffalo (or Central) route from old Westport (Kansas 
City) to San Francisco by way of Fremont's Cochetopa 
Pass of the southern Colorado Rockies was 2080 miles, 
at a cost " impracticable." Thus fell from grace Senator 
Benton's pet scheme. The estimate upon the Thirty-
fifth Parallel route, from Fort Smith of Arkansas to 
San Pedro (Los Angeles) by way of the present Pan-
handle of northern Texas, northern New Mexico and 
northern Arizona across to Needles at the Colorado 
River, was 1892 miles, at $169,210,255. The esti-
mate upon the Southern route, from Fulton at the Red 
River of southwestern Arkansas to San Pedro by way 
of central Texas and southern Arizona, was 1618 
miles, at, $68,970,000. 

The majority of these routes have been approxi-
mated by the lines of the Northern Pacific, the Santa Fe, 
the Southern Pacific, and the Union Pacific from Coun-
cil Bluffs to the mountains. But although an estimate 
of the Asa Whitney route from Chicago and through 
the north, including a bridge across the Mississippi and 
equipment and maintenance during construction of the 
road, had placed the cost at only $69,226,000, the re-
ports of the Pacific Railroad surveys were clearly a 
feather for the cap of the South. 

The Northern Trail and the Mormon Trail were 
declared almost impossible by reason of the snows. The 
Buffalo or Central of Benton had been summarily 

disposed of. The cost of the Thirty-fifth Parallel Trail 
out of Fort Smith, a terminal that would satisfactorily 
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draw upon the trade of Little Rock, St. Louis, Memphis 
and other Southern centres, was prohibitory. The only 
route left, according to the recommendations of the 
Mississippian, Secretary Davis, was the far southern 
route. By climate, resources and first cost it stood 
forth paramount. 

But the surveys soon took on the phase of twice-told 
stories. The Northern interests yielded not an inch ; 
the Southern interests fervidly declaimed that if public 
lands were to be apportioned to a railroad, the South 
was entitled to equal benefits with any other section. 
The spectre of Free Soil or Slave Soil dominion would 
not down ; and the character of the immigration into 
the new States and Territories was the crux of the 
long-threshed matter. 

Events were shaping. Supporting California, the 
Utah Mormons twice petitioned Congress for railroad 
connection with the East. Out of Chicago the iron 
rails were racing for the eastern border of Iowa, and 
thence keen eyes were peering across westward for the 
Missouri River and the Great Plains beyond. Com-
mencing its traverse of Iowa, the Mississippi and Mis-
souri Railroad Company, parent line of the Chicago, 
Rock Island and Pacific, already had dispatched a 
young engineering thief, Grenville M. Dodge, to de-
termine the best point at which to strike the Missouri 
on Iowa's western boundary, and to survey onward 
into the Platte Valley. 

The M. and M. was bolstered in its Washington 
26 

lobby by other Chicago roads, and the Mormon route 
sprang again into prominence. In 1855 the first legis-
lature of the new Territory of Nebraska memorialized 
Congress in behalf of a railroad by the trail of the 
Platte Valley. In 1856 the Fremont Republicans and 
the Buchanan Democrats inserted Pacific .Railway 
planks into their National platforms—with the pur-
pose, each, as states Colonel Alexander McClure, of 
winning the trans-Missouri States. The Republican 
plank declared for Government aid without qualifica-
tions; the Democratic plank, for the Federal aid to the 
extent of the constitutional power. 

In 1859 a tall, homely man by the name of Abraham 
Lincoln seeks young Dodge, in the Pacific Hotel at 
Council Bluffs, Iowa, and !earns all that he has learned 
of the plains country from the Bluffs to the Rockies. 

This same year the Pike's Peak Rush founds the 
magic city of Denver, more isolated and unprotected 
than even San Francisco ; and here is a new half-way 
station in the vista of the Pacific Railroad. 

Samuel R. Curtis, of Iowa, prepares for Congress 
a bill that bears the name " Union Pacific." 

Horace Greeley, in his old white coat and dingy 
white hat, tours by Leavenworth and Pike's Peak stage 
to the Colorado gold camps, to the Mormon capital, and 
on to the Coast, preaching to plains and mountains and 
valleys upon that salient text, the Pacific Railroad. 

Denver, Gregory Gulch, Salt Lake, Placerville, 
Sacramento and San Francisco cheer him. 
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THE START 

 

The pendulum had not definitely swung. St. Louis 
(Chicago's rival) and the Central route still were 
strong. The Pacific Railroad convention there of 1849, 
attended by delegates from fifteen States and Terri-
tories, had strongly petitioned Congress; the first 
Pacific Railroad (in due time the Missouri Pacific) had 
been organized, liberally subscribed, and with Govern-
ment aid in lands had built 200 miles to Sedalia, its next 
goal Kansas City, but its mind upon California by 
either the northwest trail or the southwest trail ; with 
the Southern Overland Stage line carrying the Govern-
ment mail, and with the advantages of a snowless route 
shrieking to be heard, it is not improbable that the first 
of the through Pacific Railroads would have crossed 
the Rio Grande and the Colorado instead of the Platte 
and the Green had not the split in the Union seated the 
North firmly in the legislative saddle. 

The Butterfield Overland Stage mail contract was 
transferred by the Government to the Platte trail, 
whereon the new Central Overland California and 
Pike's Peak stages, under Majors, Russell and Wad-
dell, were manfully proving that the snows and the 
northern mountains had no terrors for the resolute. 

The Union was in doubt. Rumors flew like storm-
driven snow-flakes--a Western Empire threatened and 
the loyalty of the Pacific Coast appeared uncertain. It 
was imperative, now more than ever, that California 
should be bound indissolubly to her distant sister States. 
The Republican party in its platform of 186o declared 
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vigorously for absolute Government aid that should 
insure the immediate construction of the Pacific Rail-
way. The Douglas and Breckinridge Democratic 
parties were advocates reiterating for such aid as might 
be supplied " under the constitution." 2  

California, reading the writing of the stars, rose to 
her opportunity. 

Theodore D. Judah, contemporary of the young 
engineer Dodge, had explored the Sierra Nevada Range 
for a railroad route out of and into California He 
had addressed a railroad meeting in San Francisco, 
September, 1859, attended by delegates from Washing-
ton Territory, Oregon and California; the meeting had 
called upon Congress to note that the stages by the 
Oregon and California Trail had been operated regu-
larly, summer and winter, and that California was 
prepared to welcome an incoming railroad at the State 
line with another railroad. Judah himself had ap-
peared before Congress without results. 

In June, 1861, the Central Pacific Railroad of Cali-
fornia was incorporated. Engineer Judah and his plans 
were again sent forward to Washington, by the Panama 
route, to help the California Congressmen. Vice-
President Huntington of the new company soon has-
tened overland by stage. 

 

'In his "Recollections of Half a Century" Colonel A. K 
McClure states that the broad scope of the Republican avowal, 
as compared with the more cautious utterance of the two 
Democratic parties and the prevalent belief in Democratic circles 
as to constitutional limitations in the matter of a National 
railway, was what swung California and Oregon into the Repub-
lican column. 
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r 
THE START BUILDING THE PACIFIC RAILWAY 

The hour had struck. From the wreak and wrack 
of the Free Soil contest that marked the travail of 
Nebraska and Kansas Territories the Pacific Railway 
had emerged disfigured but still in the ring. The waste-
paper baskets of the Senate and House select commit-
tees were crammed with railroad bills—bills for one 
road, for two roads, for three roads, by private enter-
prise, by State enterprise, by Government enterprise; 
the Northern Pacific route, the People's Pacific Rail-
road of the Perham Construction Company of Maine, 
and the old-time Central route were ready topics; but 
the apparition of a California and an Oregon tributary 
to the Confederacy or to foreign invasion crystallized 
sentiment into hard fact. 

The " Little Congress," reduced now all to North-
ern iron, had before it apparently more pressing ques-
tions than a National railroad until in January of the 
new year Sargent of California gained the floor of the 
House, and immediately stepped from the war discus-
sion into the older well-beaten trail. 

He won attention, and with the tireless Judah's 
help prepared still another railroad bill for the approval 
of the select committee. 

" Do I understand the gentleman from California 
to say that he actually expects this road to be built? " 
challenged Lovejoy of Illinois. 

" The gentleman from Illinois may understand me 
to predict that if this bill is passed the road will be 
finished within ten years," was the instant response. 
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The new bill, House Roll 364, was a revision of the 
Senator Rollins Missouri bill, which provided for sev-
eral building lines from the borders of Iowa and Mis-
souri to unite at the IO2nd meridian—the Rollins bill 
itself being a substitute in the House for the Samuel 
R. Curtis (Iowa) bill. McDougall of California and 

the grand Harlan of Iowa adapted it to the demands 

of the Senate. 
St. Louis as the main terminal lost out ; Missouri 

was a doubtful State. The bill as amended passed the 
Senate June 20, 1862; passed the House June 24; Presi-
dent Lincoln signed it July 1; and after all those years, 
now at a troublous time, when capital would be shy 
and labor scarce, and the nation was suffering within 
its bowels the pangs of impending dissolution, in this 
summer of 1862 the Pacific Railroad at last was a 
potential entity. 

The title of this " Act of 1862 " reads : 
"An act to aid in the construction of a railroad and 

telegraph line from the Missouri River to the Pacific 
Coast, and to secure to the Government the use of the 
same for postal, military and other purposes." 

The bill named 158 men, more or less prominent 
in business and finance, appointed from Rhode Island, 
Connecticut, New York, New Jersey, Pennsylvania, 
Ohio, Missouri, California, Nevada, Michigan, Iowa, 
Illinois, Massachusetts, Kentucky, Maine, Vermont, 
Oregon, Wisconsin, Indiana, Maryland, Minnesota, 
New Hampshire, Kansas, Nebraska and Colorado, 
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