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CHRONICLES OF THE BUILDERS.

CHAPTER L

ROUTES AND TRANSPORTATION—INTRODUCTORY.

EarLy MOVEMENTS AND MIGRATIONS OF PEOPLES—DISCOYERY OF AMERICA
AND VOYAGES OF CIRCUMNAVIGATION—CONTINENTAL TRAVEL AND INFLU-
o
ENCEOF THE ISTHMUSES—SPREAD OF INTELLIGENCE—BUILDING OF TowNs
—TIDE OF TRAFFIC—ROADS AND RAILROADS,

Tae westward march of empire, as emphasized in
the expansion of the United States domain, may be
traced back to the generally accepted migration of
the Aryans, which was followed by certain Turanian
pursuits and invasions, causing such, partial refluxes
as the crusades, which sought in vain to stem the
current. A long, medizval repose supervened, which
was broken by a momentous revival of maritime expe-
ditions under the Portuguese. .ot

Migration had been stayed by the séa at the west-
ern world’s end, to drop to minor movements confined
within circuitous areas. The indented outline of
Europe favored intercourse by water, but the progress
of navigation was slow, long depending on oared gal-
leys, with only a partial use of sails, and the compass
still unknown. Hence, seamen skirted the coasts, as
for example the Pheenicians, on the way to their
Ultima Thule, and .round the dark continent. The
vikings on their depredatory tours struck across the
deep with a certain boldness into the North sea, or
Mediterranean, or even to America.

The attempt of the Portuguese was a new departure
rather then a revival, and owed its origin to a great
extent to the scientific awakening which had brought

improved methods to navigation, notably in the com-
C.B~V. 1 B$Y)
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2 ROUTES AND TRANSPORTATION—INTRODUCTORY.

pass. It resulted in the discovery of America.
Enterprise received a great stimulus from the open-
ing of so vast a field for traffic and adventure, for
conquest, commerce, and settlement. Exploring ves-
sels increased in number, and became trading fleets;
stately galleons took the place of the ancient ships of
the desert and levantine caravans; rakish pirate craft
followed like sharks in.their wake; stately clippers
vied with freight steamers in the rush of traffic, con-
necting with the railway to form a girdle round the
world, and reduce its circumnavigation in time to a
few weeks.

The first direction of the current of population in
America was from the southeast to the northwest, to
the silver regions, and in search of the ever-eluding
interoceanic passage. The great interior remained
for centuries impenetrable, by reason of hostile savages
and other barriers. The movement therefore followed
the seaboard, and this in America endowed the dis-
coverers with something of the supernatural in the
eyes of the natives, for sails and sea-going vessels
were unknown to the aborigines. Balsas or rafts,
dugouts or canoes, rarely of any great size, were
their sole water craft, which appeared insignificant
before the huge, winged ocean-houses of the strangers.
The trappers adopted largely the native birch canoe,
though using also regular boats for their river expe-
ditions. With these they gradually pushed across
the continent, shooting the rapids of unknown streams,
and forming by the opening of the present century
routes of travel, with boatmen or voyageurs between
the two oceans

A similar route was established between Europe
and the orient and the Spanish western main, by
means of formidable galleons, ponderous and heavily
armed, for defence against the numerous marauders
attracted by their rich cargoes of treasures and spices.
They gave rise, in fact, to the notorious buccaneers,
who from their lairs in the West Indies ravaged both

SO :



ON SEA AND LAND. 3

_ sea and coast, and contributed not a little to the decline
of maritime enterprise among the creoles.

With less need for water traffic in his portion of
the new domain, the Anglo-Saxon retained the viking’s
love of navigation. He preferred smaller and swifter
craft, adaptmﬁ himself to circumstances, however, and
]aunchmor in due time the stately clipper, which sur-
passed all ocean vessels in beauty and speed. It met
the requireménts of progress, reducing the passage
from New England to California to three or four
months. The northern Pacific coast favors sailing
vessels with its steady trade winds, so that the steamer
with its costly coal is less mdlspensable ‘than might-be
expected from the bustling disposition of the inhabit-
ants,

The ocean steamer came just in time to assist
the greatest of migrations—to the new El Dorado.
Indeed, it drew the passenger traffic from the Cape
Horn route, and left the tedious overland journey
with its hardsh1ps ‘chiefly to travellers from the west-
ern states. The difference in time likewise gave
steamers a share in the transportatiome.of freight, of
which they were deprived to some extent in their
turn by the railway, though the Pacific mail company
found some compensatlon in the augmenting inter-
course with the trans-pacific countries.

On the inland and coast waters steamers multiplied
rapidly after 1849, and, reénforced by the shallow
stern-wheeler, they pushed the head of river naviga-
tion to Red Bluff on the Sacramento, to Yale on the

o the Stlkeen to Fort Ben-
ton on the Mlsso.m,aa.nd—nfh& -the Colora.do and
other streams, providing fa.cﬂltles and cheaper rates in
all directions—boons alike to the interior of British
Columbia and Montana, and to Arizona and Spanish
America.” Each step in advance was marked by the
extension of surveys, the improvement of harbors, the
dredging .of rivers, and the erection of l]crhthouses
which tendeﬂ to lessen the risk attendant on traffic in
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4 ROUTES AND TRANSPORTATION—INTRODUCTORY.

strange waters. Yet the recklessness bred by com-
petition was chiefly to blame for accidents. The con-
solidation of rival interests,as effected in Oregon, Cali-
fornia, and elsewhere, while adding to the tax upon the
public, provided superior accommodations.

Few navigable canals have as yet been constructed
on the Pacific coast. Oregon has its river locks,
which serve to open a wide region extending to join
different states, besides promoting intercourse with
transmontane territories. In several directions irri-
gation canals promise to become important factors in
moving products, as illustrated by the timber flume,
which renders accessible remote and otherwise useless
mountain forests, thus cheapening lumber in those
localities. In the south the idea is taking the impos-
ing form of interoceanic communication, the dream of
civilization since the days of Columbus. -The belief
in a natural passage between the two seas was held
until the last decade of the preceding century. Explor-
ations of the isthmuses were made to seek an artificial
remedy. At Panamd the problem has obtained a
partial solution since the fifties, in the railway which
it is hoped may be followed by a ship canal in due
time. The ancient Nahuas were well advanced in
this direction on a small scale, for Tenochtitlan
boasted its canals, with locks and basins, to accom-
modate the rush of canoes from the several lakes of
the valley, which were connected by passages. Their
suspension bridges, although flimsy, possessed intrin-
sic scientific merits, which might in time have borne
better fruit.

_ The roads, rivers, and trails across isthmuses con-
stituted for over two centuries the great arteries
for American traffic. Then began the straight lati-
tudinal advance under the fur-traders, who opened
routes for the migration soon to follow. The Nahuas
and Mayas, unlike the Peruvians, possessed no beasts
of burdgn, and their not inconsiderable intercourse




TRAILS AND ROADS. . ]

by land had to be performed with caravans of carriers “

N

unaided even by a wheel. o <

The well-paved causeways and roads exhibited by
them in several districts were long unequalled by the
indolent Spaniards, chiefly from the prevalence of
conveyance by mule-trains, in accordance with the
custom of the peninsula. The system harmonized
likewise with the tastes of the creole, whose eye for
the picturesque dwelt upon the serpentine course of
the train as it wound along by the cliffs and hillsides,
riders and animals alike often arrayed in gay tra
pings, the course being marked by the tune%ul jingle
of the leader’s bell. In California it prevailed during
the period of flush times, and in Colorado and other
mountain regions it proved indispensable.

The Ang%o—Saxon on the other hand adhered
firmly to the economic vehicle. His first task in the
wilderness was to blaze a trail for future guidance,
and to connect his backwood cabin with the nearest
settlement by means of a road. It was a habit
implanted by the more level surface of the English-
speaking sections of Europe, and by the denser occu-
pation which precluded the use of many animals.
The Mormons followed the example with precision.
They sought to cover with settlements as much
ground as possible, and in founding a village a com-
mittee was early detailed to prepare a road to the
nearest base for communication. In British Colum-
bia the government wisely availed itself of a host of
miners, blocked in their advance by the roughness of
the Fraser region, to open a highway into the inte-
rior. The Columbia had hitherto served as their
roadstead, but the custom-house restriction and trou-
ble imposed by its new owners turned traffic up the
Fraser. ‘

Good roads were pronounced a boon of civilization,
In pew territories the legislatures were lavish with
charters, and good toll roads were constructed on
. every side, Some complained of the charge, particu-
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larly when a small outlay for improving odd bits of
natural roadway and covering some brooks with a

, few logs became an apology for a bridge. Ferries

sometimes added to the extortion by controlling the
exclusive crossing-privilege for several miles on either
side. In this manner the movement of poor emi-
grants was at times checked for lack of means to meet
the different road tariffs. Nevertheless the roads
proved a blessing.

The picturesque mule-train of the Mexican found
its' counterpart in the ungainly wagon, the so-called
prairie schooner of the American, sometimes of sev-
eral tons capacity, and conspicuous for its dingy white
cover, within which a large family was frequently
sheltered. A line of these vehicles, with drivers and
escort, presented by no means an unimposing feature
on the western prairies. The inhabitants of New
Mexico were the first to compare it with their own
less unwieldly trains at the opening of the Santa Fé
trade. Shortly afterward the continental range was
crossed, and in 1849 the tented wheels began to stretch
in an almost unbroken line to California, in well-regu-
lated processions, with officers and guards. The suc-
cessive opening of mining fields in the interior was
marked by similar movements, attended by rivalry,
from different quarters. Thus Idaho,formerly entered
from Oregon, was soon reached by roads direct from
California, while the eastern states sent goods up the
Missouri to Fort Benton, and along one of the few
military roads westward. The traffic with Montana
alone, mainly by this route, employed between 2,000
and 3,000 men, and; nearly~tenfold that number of
animals, while Colorado claimed at one time 10,000
freighters, a very turbulent class, ever prepared for an
encounter with the savages on the road, and with
whiskey at the station.

The stage for passenger conveyance acquired its
highest perfection among the Americans, like many
other contrivances for the accommodation of the pub-
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lic. In some districts sprinkled roads added to the
comfort of the elegant coaches. Here, also, monopoly
effected combinations to sustain prices, while some-
times giving certain compensatory advantages in
return. Lines extending from the Missouri river
branched midway, one going to California and another
to Oregon.

The development of the express business was
particularly striking, one leading company possessing
branches throughout the length of the coast. Urgency
and high pay stimulated it to efficient service, the
official operations of the government being widely sur-

assed in the carrying of letters. A remarkable
branch of service was the pony express, composed of
relays of solitary riders, who sped across the conti-
nent in face of hostile savages and other dangers.
Expressmen must be equally courageous, for highway
robbers were numerous. There are frequent instances
where a resolute expressman bade defiance to several
assailants and saved the property entrusted to his
care. In Mexico, the home of footpads and maraud-
ers, surrender was the usual procedure of the minority.

More widely sung was the fame of the stage-driver
of the mining regions, whose skill with the reins and
gallantry toward women- have been the theme of
many tourists. The guides of the early explorers and
immigrant parties live in history, and in the moun-
tains and streams dedicated to their memory.

The supremacy of wagons and steamboats was of
short duration, for new territories, owing to the large
influx of population attracted by successive gold dis-
coveries, led to the construction of railways, and
reduced to tributary position the stage and express,
the. steamboat and minor craft, while augmenting
traffic in general by its greater speed and cheapness.
Although Spanish America displayed the least enter-
prise in progressive measures, the first interoceanic
railway was constructed across the isthmus of Panams4,
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but by and for the accommodation of the people of
the United States.

The spanning in like manner of the broader north-
ern section of the continent was agitated at a still
earlier date, but the distance, cost, and obstacles kept
back capitalists, even after the government had pro-
posed its aid. Finally the prospective remunerations
of the road assumed more attractive colors, under the
experimental efforts of the branches within the settled
districts, and subscriptions were secured, and in 1869
the greatest of railway feats was accomplished.

The road quickly demonstrated its value to the
owners as well as to the public. The exploration for
routes contributed a vast fund of information to geol-
ogic and other scientific knowledge, besides informa-
tion which hastened the development and occupation
of the great interior. The work of construction served
to promote settlement along the line. Wyoming, for
instance, was practically built up by the road, which,
on the strength of the expected traffic, founded sev-
eral towns. Cheyenne sprang up so rapidly that it
was called the magic city. Railway shops and a
branch southward gave solidity to the place, which
was sustained by traffic with the mining districts.
The same road made it possible to develop coal and
iron mines at other points, which gave employment to
hundreds of men, the mainstay of several additional
towns. Nevada and Utah gained in similar manner,
the latter also from the money distributed for wages
among the Mormons. A number of branch roads,
now alone feasible, lifted to intercourse and prosperity
a number of outlying districts.

The disturbance created in manufacturing and cer-
tain commercial circles was slight as compared with
widespread blessings. Panamd, whose early Spanish
transit trade had been revived with the California
traffic, saw its prospects clouded by the diversion of
passengers and goods to the new channel along the
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forty-second parallel. Even half of the exports took
this route. As for the imports of the coast, partly
turned by the war into a foreign channel, the eastern
states regained the ascendancy.

San Francisco lost much interiar tradé, which for-
merly passed through her port, but' which now was
distributed en route. She retained much entrepdt
traffic with the coast, however, and secured an enlarged
commerce with China, Japan, and Australasia by vir-
tue of the overland liné;her central geographic posi-
tion, rare harbor facilities, and command of rich valle
outlets. Her rise upon the sandhills at the gate of
the bay, rather than upon the more favored strait
of Carquinez, was due greatly to the accident of & well.
known name, and to the haste of the fleets to anchor
at the first available point.

In the north the hopes of the fur-trading emporium
of Vancouver had been shattered by the dangerous
bar at the mouth of the Columbia river, which earl
drove the shipping to Puget sound. The transfer of
the territory gave rise to the new British entrepdt of
Victoria, with its several advantages of harbors and
controlling situation.  Portland, Sacramento, and
Stockton are sustained mainly by the command of

rich valleys. The absence of better ports gives prom-

inence to Vera Cruz, as does:the isthmus position tg
Panamd, and the harbor to San Diego.

The railway has proved a power in creating or lift-
ing towns to importance, particularly in the interior.
Several of the county and state capitals owe their
existence to railways, as Cheyenne, Modesto, Tacoma.
Denver’s future was doubtful until her enterprising
citizens, by dint of personal efforts and negotiations,
assured her as the railway centre of the state, Other
illustrations of decadence can be given, where the iron
road passed by a once flourishing settlement, whose
sole dependence was agriculture or exhausted mines.

The conditions governing the selection of sites vary

considerably in Spanish and American countries, In

~
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10 ROUTES AND TRANSPORTATION—INTRODUCTORY.

the former the government has had a voice in such
matters, and the proximity of certain natural features
regulated development. *In the other the predomi-
nance of vehicles, the readiness with which natural

- defects were remedied, as in bringing water, levelling

or climbing hills, and the manipulation of interested
speculators have had their decisive influence. Paper
towns, floated or collapsed, belong to the United
States, and are unlike such centres as Guanajuato,
Helena, and Nanaimo, which are based on mineral
resources; or Salem, San José, and Puebla, founded
on agriculture; or Guerneville and Alvarado, dependent
on manufacture; or suburbs and resorts, like Oakland,
Jalapa, and Santa Cruz. They conform more closely
in their selection to the general aspiration for traffic,
in being located at heads or outlets of: navigation, or
swayed by the fickle projection of some road rather
than of prospective industry; the application of a sug-
gestive or attractive name contributed not a little to
success, as instanced by San Francisco.

The success of the first transcontinental road led to
numerous projects for tributaries and for rival lines.
The railway through Montana to Washington made
its way, despite bankruptcies and delays, relieving the
isolation of a vast interior. Two other roads profited
by the experiment, and pushed their way through the
southern sections, with branches dipping into Mexico.
In the matter of alternate sections of land which in
new and unsettled regions were usually donated b
the government, a lesson might be learned from Col-
orado, which arranged with the grantees to so im-
prove their tracts as to benefit the state lands, and
raise their sale value.

British Colunrbia took advantage of its geographic
position asa new highway to the orient, and of Brit-
ish fear and jealousy of the United States, to obtain
from Canada and England the construction of a trans-
continental line in advance of requirements. It seeks,
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however, to atone for its haste by bidding at low rates
_for the trade of the southern countries, to be carried
by this circuitous route in and out of the United
States.
The effect of the competition has been to divert
stilL more of the trade once passing through California
.to ‘intermediate points and termini in the south and
north. . San Diego receives cargoes direct from abroad
as the entrepdt for a region fast filling up with people,
and Victoria is striving to secure a portion of the
oriental and Australian transit trade for the Atlantic
shores. The prospective completion of an interoceanic
canal, with cheaper water carriage and saving in the
bandling of goods, must interfere with transhipments,

and force the railways to rely more upon their regu-.

lar business, and consequently to direct more of their
efforts to local development.

In common with general development in other di-
rections throughout western North America, it is
doubtful if ever again the world will see such pro-
gress as has been made in the laying out of roads, the
construction and equipment of railroads, and the im-
provement in sailing vessels and steamships during
the last half-century. True, much remains to be
done, but not so much as formerly, nor in latitudes
so favorable. The facilities for migration and:trans-
portation which we to-day enjoy were not so much
as deemed possible of accomplishment a generation
ago. ‘

In this part of the biographical section of my his-
torical series is presented a more full and thorough
account of the rise and progress of all that relates
to the subject of transportation, the routes and meth-
ods of travel, and the results thereof in the way of
town-building and the transformation of the wilder-

ness, together with the attendant telegraph, mail,.

and express facilities, than has ever before been pub-
lished.  The information comes mainly from original

nl’
R
kS
S



12 ROUTES AND TRANSPORTATION—INTRODUCTORY.

sources—largely from the individuals themselves who
have performed these gigantic tasks.

And as railways and railway traffic have come to
the front in the transportation business, have in-
deed risen in volume and importance superior to all
other kinds of business, it is most appropriate in the
selection of biographies and portraits for the embel-
lishment of such a work to choose those most con-
spicuous in railway circles, as we are certain thereby
to secure for our instruction and profit the lives of
those most conspicuous in business circles of what-
ever kind or distinction. ,

Among the writings of antiquity, we find no more
brilliant conceptions, whether of men or”gods, no
vaster achievements, whether on earth or in heaven,
than the swork accomplished in our very midst by
those who have spanned the continent with their
lines of travel, laid iron tracks over plains and
through mountains, and on them placed rolling pal-
aces of comfort and pleasure, for the furtherance of
commerce and the better intercommunication of the
race. No effort is more sublime, no accomplishment
more humanizing, no result more civilizing, than this
bringing of the earth’s ends together, and the mak-
ing of one language and one people all the nations
of the world. Those in whose minds originate such
ideas, and in whose hands they are executed, are the
true embodiments of progress, the true civilizers of
mankind.. Throw, even now, round nations, great and
small, the ancient walls of feudalism, barring human
intercourse and the interchange of ideas, and straight-
way we relapse into a new dark age.

Nor can this vast and important subject’ be better
begun than by placing at the title-page of this vol-
ume the portrait of Collis P. Huntington, and giv-
ing his biography here. The subsequent parts of
the work will Ee illuminated by the lives of others
conspicuous in like or kindred undertakings.
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INFLUENCE OF RAILROADS ON GENERAL DEVELOPMENT—MEN WHO AGGRAN-
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CONSUMMATE SKILL IN THE FACTORSHIP AND MANAGEMENT,

Amone the phenomena of the universe. the
strength of the strong man most of all commands
attention. For in the possession of this faculty
exists all; in its exercise lives and moves all, material
and immaterial. Herein all men and things, nat-
ural or supernatural, are nearest akin. Nature is
charming; it is a most interesting study to penetrate
her secrets and watch the display of dynamic
influences. The author of nature is far from us, and
we understand so little ; but man is our brother, and
his strength our strength. The ever-widening

dominion of man over nature, the ever-increasing’

subordination of the material to the mental, is god-
like, or more than god-like; for there is no spirtual
force, as yet appearing, which can in any degree
retard human progress. The march of mind more than
keeps pace with the evolution of all other entities.
The great men of the present age are greater than
the great men of antiquity; for the reason that it is
more difficult to build up than to tear down. It is more
difficult to lay a track for a. steam-engine over the
Sierra Nevada than to cross the Alpson horseback

(13)
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—more difficult to construct that engine than in the
olden time to stir up the pride and passions of the
people to wars and butcheries, resulting in great
so-called glory.

The industrial, and consequent social, development
of the Pacific coast, during a comparatively few
years is more striking and important than has ever
taken place in any other country during an equal
period of time. Among the agencies which have
contributed to this deve%opment, particularly in its
later and better aspects, that of transportation has
been the most potent and far-reaching in its opera-
tions and influence. Unquestionably, also, the chief*
agency in the department of transportation has been
railroads. I apprehend that the correctness of these
three propositions will be admitted without argument.

By way of further introduction to this biography
a fourth proposition may not be out of order, for the
soundness of which the facts, as they fall incidentally
into the record, must be allowed to speak for them-
selves. It is this: That in railroad affairs on the
Pacific coast Collis Potter Huntington has been
among the foremost of creating and controlling spirits,
and has contributed to this phase of Pacific coast
development talent of the rarest order. If this be
true—and there is not the remotest doubt of it, not-
withstanding any popular fancy that may exist to the
contrary—what follows? This, that his has been
among the greatest individual forces contributed to
the materia% and social growth of western North
Anmerica; that in this building up of empire, under
conditions new and strange, he has been conspicuous
among the great factors associated with him. ‘

Still he does not come into this history solely on
account of his identification with railroad work on
the Pacific slope, though this is the central idea of
the study, for, apart from transportation, his individ-
uality was otherwise felt and recognized in California
and the east.

.

3
~ J
.
A
;o
dat
1
il
|
i
i
]
: )
\
N i o]
B 1 !
A 1 1
. ;%
!
;
: ]

t

+




COLLIS P. HUNTINGTON. 15

His influence has been that of the practical man
of business. He began his career in this wide realm
of complex activities doing whatever his hands found
to do, and doing it with a will, almost at an age when
most boys are still in the nursery. Thenceforwarda
law unto himself, as though offering by Fﬁls inborn
powers an instance of natural selection for a great
work, he has worked out his destiny with a certain
fulness and perfection of development. But the
conventional man of letters may demand upon what
ground historical importance is claimed for such a
character. If an apology be demanded for an
endeavor to look into and perpetuate the life--
work and spirit of such an agent in human affairs as
this question implies, I have but to ask if it be
a thing worthy of the approbation of mankind,
whose enlightenment . and progress depend more
than all else upon garnering up the lessons of experi-
ence, to seize and save a vital record of these Pacific
States during the last forty or fifty years, for of this
striking epoch he is a conspicuous exponent. Men of
war, scientists, philosophers, explorers, poets, rulers,
and princes have as a rule monopolized the attention
of their fellows. I deal with méen who, though
uncrowned and untitled, are kings in the actual sense
of that Word——soverelgns by peaceful conquest, crea-
tors of dominion, industrial and intellectual. I look
more to the substance of things than to the form. It
rather stimulates than daunts me to realize that the
actualities of life which I would present through a
study of the chlef/éh-l ersonages of the drama have been
slighted by the generality of those upon whom we
depend for the chronicles of the human race. It
has ever been that he whose deeds stir the emotions
or startle the sensibilities is apt to engross the public
mind. But is this all the food that literature has to
feed upon? Do even the philosopher, the mathema-
tician, the orator, and the poet contribute all to the
en]a.rgement of men’s minds and the improvement of
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society? Is not intellectuality, of whatever form, an
essential in belles-lettres? Is the genius of com-
merce to be eschewed ? By what energy have nations
risen ; by a misapplication or waste of what energy
have nations fallen? . _

If commerce may be considered as the super-
structure of community life, so may inter-communi-
cation be termed its foundation. It is more potent
than all the missionaries and all the schools. This
is a practical truth and will be accepted as such
by all those who do not pay arbitrary tribute to
conventionality or precedent. 'What, then, may we
not fairly assume regarding the calibre and qual-
ity of men who have engendered, broadened, and
controlled, in its various intricate and, perplexing
forms, the commerce of a vast community ¢ 1 deal
exclusively with those who actually augment, who,
in working out the problem of individual life,
expand the resources and contribute in large measure
to the wealth and happiness of the country of which
they are a part. If among men there be a more
substantial, a more useful, or a more commendable
agency than this, an agency requiring stronger intel-
ligence or better character, I confess my inability to
perceive it. In what the intellect required for suc-
cess in business differs from that which succeeds in
science or art is, at best, speculative. I am convinced
that the consummate man of business possesses capa-
bilities that would have won eminence for him in
letters had his talent been developed in that direc-
tion ; in fact, men of business have won laurels in
literature while distinguished scholars have proved
themselves excellent men of affairs. But whatever
else may be said, there is no question that the former

are the bone and sinew of every land and that in

the United States they dominate in the affairs of
the nation, not only through the channels of trade,
but personally in the legislatures of the states and
the general government. For the most part they
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are not only the body, but the mind of our insti-
tutions. These stalwart men, educated in the broad-
est sense, their abilities developed by friction and
their minds expanded by observation, which an emi-
nent writer has defined as genius itself, possess a
wisdom which Bacon declares is outside of books and
above them. Type of this class, exemplifying Ameri-

can aristocracy of character, may be found in Mr .

Huntington. In my thoughts of him and other New
Englanders, who have either made or revitalized their
family names in a new country, it has sometimes

seemed to me a special act in the economy of provi-

dence that there should be reserved such a nursery as
New England—a necessitous region of inhospitable
climate, in which the struggle of life begins almost at
the cradle—in which to rear men of iron .frame, keen
wit, indomitable spirit, and uncompromisigf loyalty
to morals and good government, who should go out
in their strength to settle and build up civilization in
the wildernesses and waste places of the far west.
The distinction and virtue of such service to mankind
should be crystallized and perpetuated in the name of
the pioneer. In our society and government a man’s
name of itself alone gives him no title to considera-
tion. This is as it should be; but true worth every-
where gives vitality to the name of its possessor. As
an expression of the man his name becomes, by virtue
of his career, a living power. A good name fairly
earned should not be, and is not, less prized in
America than in Europe; for pride of character,
which is inseparable from pride of name, is universal,
natural, and manly. Such a name is a sacred inheri-
tance; there is no other heirloom half so precious.
To the extent that it is appreciated for its moral force
it is a tonic. Wendell Phillips, who was one of the
fairest exponents of republican spirit, charges us to
garner up the experiences of our ancestry. “I can
conceive of nothing more unfortunate,” said he, “than
a lack of desire to understand the early founding of

C. B.=V. 2
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our societies or to explore the sources of individual
power, which are the sum of national greatness.”
There is a text for many admirable practical sermons
in a single name, about which cluster the associations
of a long, active and valuable life—a name which is
the index to character. Especially is this true if
eminence has been attained by means of self-help,
which is at the root of all genuine growth in .the
individual and which, exhibited in the lives of men,
constitutes the true source of national vigor and
strength. It manifests unmistakably what 1t is in
the power of each to accomplish for himself, enabling
men of even the humblest beginnings to work out
for themselves a rank and position commensurate
with their talent and industry.

The life of every man is as the well-spring of a
stream, and it is a solemn thought thatthis influence,
which has had a beginning, will never have an end.
There is indeed an essence of immortality in the life
of every man even in this world. No man’s acts die
utterly ; and though his body may resolve into dust
and air, his good or his bad deeds will still be bring-
ing forth fruit after their kind and influencing future
generations for all time to come. It is therefore
the supreme duty of the historian and biographer
thoroughly to comprehend and analyze the indestruct-
ible human force which he studies, in order that he
may, as far as possible, preserve it in its individu-
ality, in its organic entirety, so that here among
men its beneficent influence may be enjoyed now and
forever. ‘The life of the lowest mortal,” says Car-
lyle, «“if faithfully recorded, would be interesting to
the highest, then how much more interesting when
the mortal in question is already distinguished in
fortune and natural quality so that his thinkings and
doings are not significant of himself only, but of
large masses of mankind.” ¢ How inexpressibly com-
fortable is it to know,” he says, “our fellow-creature,
to see into him, understand his goings forth, decipher
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the whole heart of his mystery; nay, not only to see
into him, but out of him ; to view the world altogether
as he views it, so that we can theoretically construe
him and almost practically perSonate hiwn.”

Deep in the green midlands of Connecticut, inac-
cessible by any means of communication more modern
than the old wagon-road of primitive days, slumbers,
as it slumbered a hundred years ago, the little hamlet
of Harwinton. Here C. P. Huntington was born
October 22, 1821.

Huntington is an old name which is said to have

®reached England with the Normans in the eleventh
century, and among the noted men of this stock in
A merica was Samuel Huntington, who was one of the
signers of the declaration of independence, president
of the continental congress, and chief-justice of Con-
necticut. Ebenezer Huntington was a lieutenant-
colonel in the revolutionary war, and in 1799, when
the French war threatened, was, on the recommenda-
tion of Washington, appointed brigadier-general. To
the same stock belong the right reverend Frederick
D. Huntington, bishop of New York, and Daniel
Huntington, the distinguished painter, president of
the national academy of design. The Huntington
family first emigrated to America early in the seven-
teenth century.

Experienced educators have declared that while
intellectual brilliancy and scholarly attainment are
possible in a single generation, long sustained mental
activity and constantly augmenting mental power
are legacies which may be inherited only by the
descendants of an educated ancestry. Thus 1t has
been found that while individual specimens of barbar-
ous or semi-barbarous races, may manifest apti-
tudes for learning, they invariably fail in con-
-tinuous mental effort. When the long sustained
activity of Mr Huntington is considered, even were
aknowledge of his progenitors less definite, the appli-
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cation of this test would indicate for him descent from
an educated and intellectual ancestry.

Mr Huntington’s father, William Huntington, was
a man of large frame, standing six feet two inches in his
stockings. A man of severe character, his puritanism
expressed itself in an austere virtue based upon radi-
cal convictions of right and wrong. Strikingly orig-
inal and independent in his views, and cherishing exact
ideas of justice, he did not give himself up to the reli-
gous conventionalities and dogma that dominated
New England in his day. He went to church ‘only
occasionally ; and even this compliance with the prev-
alent custom was due almost wholly to the deference
be always manifested for his wife, who was a devout
presbyterian, for he himself had no leaning to any
sect. At the same time he was thoroughly versed
in scripture. He had the bible at his tongue’s end,
and delighted in controversies touching scripture;
so keen was his mind and so ingenious was he in argu-
ment that few could stand up agajast him. He was
radical in his opinions on whatever subject, and if he
was severe, he was so conscientiously. His ideas of
training his children were rigid and practical, and in
these days would be considered hard and narrow ;
still it is a régime to which we owe some of the
strongest men of our country. He did not believe in
wasting time with them, as he called it, holding that
if a boy had anything in him and had been taught
to read, write, and cipher, he would make his own
way in the world. '

His wife’s ambition was that her children should
grow up to be moral, religious and useful members of
society. Her influence over them was through sym-
pathy and affection. In her sphere she did her whole
duty. She was a woman of exalted character,
and had her responsibilities been greater and her
opportunities commensurate, doubtless she would
have manifested adequate capabilities. Her larger
life, in some respects, may be looked for more
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properly in her son, whose field of labor afforded him
the opportunity of fully developing the good traits
which he inherited from her. The virtues thus trans-
mitted to and confirmed in him by her loving exam-
ple have probably been more instrumental than all
other moral agencies combined in forming his charac-
ter and governing his acts. The mother is so often
repeated in her children. Acts of affection, counsel,
patience, self-control which they daily exemplify, live
when all else that may have been learned has long
been forgotten.

As showing' the astuteness as well as the self-
confidence of the elder Huntington, it may be
noted that among the sage maxims through which he
expressed his knowledge of men and business was
this: “ Do not be afraid to do business with a rascal
—only watch him ; but avoid a fool, for you can never
make anything out of him.” There was much more
of exggdiency or common-sense in his composition
than reverence for form or rule; hence he did not go
much beyond his own judgment or conscience to
determine the propriety of his own acts. Altogether
he was a marked personage of singular and powerful
individuality.

From this parentage the boy Collis derived the
blood and iron that made up so large a part of his
constitutional outfit, though from his mother’s gentle
nature he inherited a group of softer tendencies that
were destined later in life to blossom and expand into
practical benefactions which will make him long
remembered as the friend of the oppressed and
unfortunate.

From the father, who, besides, had unusual mechan-
ical ingenuity, he inherited also that fondness and
genius for barter which made the son distinguished
as a merchant no less than as a railroad financier.

From early childhood the boy Collis led a busy

life. He was the fifth of nine children, and industry
was the motto of the household. His native town
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was a hard-working community. Labor was the
criterion of respectability. ~Children who were too
young to bring in wood brought in  chips. Mr
Huntington, speaking of those early days, has said
that he could not recollect the time when he was not
doing something useful. It is a tradition in the
neighborhood that when only eight yearsold he yoked
up a pair of oxen and brought 1na load of wood from
a hill close by.  Another story told of him when he
had attained his ninth year, is that, being employed
by a neighbor to pile up in a woodshed a quantity of
wood, he did it neatly, and then with that liking for
good work which has since distinguished his railroad
constructions, he picked up all the chips in the wood-
yard and put them into barrels. His employer was
so well pleased that when he gave him his dollar—
the first that the boy had ever earned—he patted
him on the head and said: “You have done this so
well, I shall be glad to have you pile up my wood
again next fall.” It may be truly said of him, as
Hugh Miller said of the mason with whom he served
his apprenticeship : “He put hisconscience into every
stone he laid.” He who told the story as being
within his own remembrance added, and “Collis was
much delighted with the praise and with the dollar,
but he said to me with a bright laugh: ‘You don’t
suppose I am going to pile wood for a living the rest
of my life, do you?’”

During his boyhood he attended school for four
months In the year and worked the rest of the time.
There was much taught that he took no interest in
learning. Mathematics, geography, and history he
liked and studied, but he did not give much time to
anything he did not like. There is little doubt that
he knew more of history and geography than any
other pupil in school. There were many older than
he. When reading history, which had for him all
the charm of fiction, he always kept a map at hand,
making topography and locality the basis of his study,
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in order to comprehend' precisely the migrations of
the race, the lines of commerce, and the relative

positions of contending armies in the field. He

delighted in analyzing the motives that influenced the

great military leaders in their strategic movements.

His taste for this phase of study, which he still

retains, induced him to follow the campaigns of the

war between the states with great interest, and made

him'strikingly familiar with the character of the con-

spicuous men and events of that period. Ancient his-

tory he knew well, and he became most closely

familiar with the physical features of the earth, its out-

lines, capes, headlands and rivers, and, having a very

impressionable and retentive memory for locality, he.
even now recollects anything in the topography of a

country or region that he has ever examined, and

that with marvellous clearness and particularity. In
answering a friend’s question Mr Huntington said :

“I once drove a pair of horses from New York to
Vicksburg, and to this day I can almost map out that
country as I saw it then, with its hills and valleys,

villages and rivers. Yes, I naturally attribute some-

thing of my success in railroad building to the inter-
est I take in such things.” As his Jjourneyings
during the last fifty years have led him into nearly
every part of the United States, it is safe to say that
there is not a man living whose topographical knowl-
edge of the country is so comprehensive and precise
as his.

Always enjoying the perfection of health, and pos-
sessing the physique of a young Hercules, there was
no boy in school, old or young, who was a match for
him in a tussle. But it is stated to his credit that
the gift was not abused. The milder traits inherited
from his mother impelled him habitually to protect the
weak. So abundant was his physical strength that
his first impulse in seeing a wrong done was to right
it by force. But this proclivit belonged to his
youth only. In his later life self-control became a



2 . ROUTES AND TRANSPORTATION.

distinguishing feature in his character, and his influ-

ence over men has been due-entirely to the exercise of

intellectual and moral suasion. No one deprecates
’ more than he any recourse to brutish strength, believ-
é’ ing it possible to control men always by the influence
: of mind over mind. His peculiar power over all
those about him, amounting, in some instances, . to
a cheerfully recognized sovereignty, has been*due
mainly to his control of himself, coupled wiflt the
force of a subtle and commanding intellect.

The conservative nature of the New England com-
munity in which he passed his boyhood helped toward
this conformation of his character, while his inborn
powers soon made him conscious of his superiority,
and rendered it fairly easy for him to mature into
the practical philosopher. As he grew up he cared
but little for association with other boys. He pre-
ferred often to wander off alone—to think out schemes
of life for nimself. This is the first indication he gave .
of that secif-reliance and independence of both thought
and action which years afterward expressed itself in
combinations of startling boldness and’ extraordinary
magnitude. To some persons, therefc e, he may
have seemed to be a speculative man. Not so; his“®
speculations have been really careful calcu ation, based
upon the immutable laws of trade, and carried out
in accordance with the argument of probability.

As a boy, he was full of mischief, though never
vicious. Fond of adventures that required caution,
presence of mind, and ready wit, he never let such
chances go by, and yet he was seldom caught
mapping. , :

When he was fourteen years of age his school life
ended, and his father consented that he should be his
own master on condition that he should thenceforth
support himself. It was the custom: in New England
at that time for boys to serve their parents until they
were of age. That year Collis worked for a neighbor
for seven dollars a month and board. .




COLLIS P. HUNTINGTON. 25

He saved all he earned—eighty-four dollars. When
a friend remarked to him: “ Why, that's all the
money you received for the whole year's work!”
« Exactly,” he replied, “that’s the reason I didn’t
save any more.”

His introduction to the world of trade and commerce
was in the country store of Phineas W. Noble—and
thus at a plastic age he began to serve his apprentice-
ship in the rigorous commercial atmosphere of a village .
store, which was a world of commerce in miniature.
It encompassed all the essential elements of trade,
and comprised within its range of business activity
the ultimate and fundamental principles which, when
once mastered, need only be expanded to fit the
broader theater of the world’s exchange. What the
deck, the masts, and broad expanse of ocean were to
the self-helpful and assimilating mind of Midshipman
Nelson, himself starting at the bottom and finally
earning the world’s recognition by force of his unaided
genius, that country store was to the young merchant.

The next year, with a stout heart and $175 in his
pocket, he left his birthplace and turned his face
towards the great metropolis. :

As he was bidding his mother good-bye she drew
him to her bosom, and in her sweet way blessed him
with these words of practical and holy counsel:
“Collis, you are going away now, probably forever.
My dear child, remember that your future will be
largely as you make it. Do anything you have a mind
to do, but never ask anybody’s opinion of what is right

. or wrong; for should you do so, I know it will be
because you want an excuse to do something that
your own conscience does not quite approve of.”

Did mother ever express greater confidence in her
son? Was there ever a more eloquent good-bye ?
Was ever counsel more discreet? Her words sank
deep into his mind, and he never forgot them. As
yet he had never tasted liquor, and, in fact, until he was
nearly forty years of age the taste of intoxicants was
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unknown to him, and all his life he never smoked or
used tobacco. Speaking of the former habit he has
often said later in life: “T have seen so much of
the evils resulting from the use of intoxicants that I
consider it the wisest policy to keep them out of the
sight of young men, and I believe that society has
the right to protect itself by a legal suppression of
the traffic. This has always seemed to me a simple
question of self-preservation.” -

He started for New York a youth splendidly
equipped for the battle of life—quick-witted, self-
reliant, and courageoys. He had the muscles of a
young giant, and a p&ver of endurance that can be
acquired as well by constant and laborious exertion
in the open fields of New England as anywhere
else, or by any other means, in the wide world.
He was ready to take the work that lay nearest to
him, and anxious to do it better than anybody else
could do it. “This has been his ambition, or as
he would, perhaps, prefer to say, his policy, all
through his life. The poorest part of his outfit
was the $175 that he had in his pockets, though
the manner in which he earned and saved this nucleus
of his future millions reveals the man in the boy. In
the college of life, department of economy, by
denying himself immediate gratification for the sake
of future benefits, by placing reason above appetite,
he becomes master, not of the arts, but of himself,
which is the highest mastery of all.

In New York young Huntington at once put to a
practical use some letters of recommendation that he
had received from home. Mr Noble of Harwinton
was a well-known customer of certain firms in the city
which supplied his store with stock. The old gentle-
man had taken a great liking for the boy, and helped
him with hiscredit. Looking around for merchandise
that he thought he could sell to advantage, he finally
hit upon watch-findings, and presenting his “letters,
received credit for what was to him a large stock of
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goods to begin with, amounting in all to about $3,000.
In disposing of these goods he worked with such vigor,
ingenuity, and persistency that at the age of sixteen
he had reason to feel quite satisfied with his gains.
The next that his friends knew of him he was in the
south, where he took what he describes as *‘a large
number of clock-notes” for collection. These notes he
had purchased at a heavy discount from a man who
had employed a hundred salesmen to dispose of his
clocks in the southern states. In this undertaking
he displayed more conspicuously than ever that
confidence in himself to do things which are diffi-
cult and discouraging to others—a confidence, how-
ever, that was reasonable, being strictly in accord
with his ability to accomplish. He was very suc-
cessful in his collections, and the work of turning his
notes into momey proved an admirable exercise for
his faculty of negotiation, while his extensive travel-
ling made him very familiar with the southern country.
In fact, he became in a short time better acquainted
with the United States generally than, perhaps, any
other person of his age in America. He mastered
thoroughly the geographical relations of trade between
the different parts of the nation, and it was thus that
his attention was so early called to the general sub-
ject of transportation in its relation to commerce.
Besides, also, he was introduced to many phases of
character and to a variety of transactions that were
new to him, and which being learned practically
enlarged his views of men and things. Especially
did it bring him into contact with commerce and
exchange at a point suggestive of the functions of
transportation in the distribution and consumption
of the commodities that pertain to human need and
luxury.

His wanderings through the south were full of
incident and were keenly enjoyed, as he was thrown
among people different from those with whom his
earlier life had been passed. Fond of the study of
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human nature he embraced the opportunity thus
presented and profited by it in more ways than one.

Mr Huntington tells many capital stories about his
wandering life in the interval between his departure
from Connecticut and his twenty-first year. No one
could better appreciate the picturesque characters
that he encountered in the various states where his
business of collecting notes directed him. He was too
cheerful and of a nature too happy not to extract sun-
shine from his surroundings, and too philosophic to
waste his energies in missionary labor. His feelings
and his judgment were décidedly against slavery. - He
could not find in his heart or mind any apology for
such an institution. In bis soul he was grieved to see
human beings in bondage. Yet he knew that the
negroes in the south, taken as a whole, were in bet-
ter condition than they had ever been anywhere else.
His sympathies went out to them, however, because
by instinct as well as by education he-cherished indi-
vidual liberty as a natural and inalienable right, and
because he believed the black man could be made a
good and useful citizen. His good-will and discrim-
inating charity to them he has amply proved by his
acts. Toward the white people of the south™ he felt
no ill-will. He saw that the maintenance of slavery,
while it was the basis of refinement and a high sense
of personal dignity and honor among the slave-hold-
ing aristocracy, tended to demoralization -from a lack
of incentive to general industry, and consequent idle-
ness and apathy. As between the two he thought
slavery a greater curse to the white man than to the
negro.

When Huntington reached his twenty-first year he
found himself possessed of considerable means, consid-
ering his age and the times. He had travelled exten-
sively in the states east of the Mississippi; he was
familiar with every county in almost every state, and
had a fund of interesting and valuable recollections of
personal experiences in many of them; but he now
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felt like settling down to steady business and steady
profits. He went into merchandising with his brother
Solon, at Oneonta, Otsego county, New %drk. It was
a solid establishment, and its business rapi&y increased,
until it grew to be among the most prosperous in the
county. The old farmers of that section were keen
at a bargain, and perhaps not quite so scrupulous with
regard to their word as they were in respect to their
profits, but one member of the firm at least was quite
competent to cope with them. A born diplomat, his
tact never failed him. On one occasion he went to
New York city to dispose of a large stock of butter.
His competition with, and final triumph over, the
principal dealer in that staple,who brought his shrewd-
est tactics to bear to crowd him out, would make a
good story of itself; suffice it to say that when Hunt-
ington got ready to withdraw, it was with his antag-
onist’s respect and with large profits,

In September 1844, Mr Huntington married Eliz-
abeth S. Stoddard, of Litchfield county, Connecticut,
a most charming woman of sterling.character, of one
of the oldest and best families of New England, with .
whom he lived very happily.

During the years spent in Oneonta the young mer-
chant never frequented the saloons or hotels,but passed
his evenings at home. The domestic ties have ever
been to him the sweetest. The magnificent physique
with which nature had endowed him he took great care
of. His great muscular powers gave him the undis-
puted distinction of being ““the best man in the county.”
He could take a barrel of flour by the chimes and lay
1t on his shoulder, aud every year he sawed and piled
up for his own consumption twenty cords of four-foot
hard wood, working before breakfast. This exercise
brought all the muscles of his body into play, and was
better than practicein a gymnasium. Years afterward,
when he had attained to a commanding position in the
world of financiering, he was accustomed to speak of
this habit of regular and hard exercise as one of the
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best tonics for the system. When some persons
sought his financial assistance in establishing a certain
college gymnasium, his reply reflected the influence
of the severe school in which his life had been spent.
“Tell your young men,” said he, “that I will buy
enough timber land for them to erect a gymnasium
on, and put up the gymnasium myself, on condition
that they will cut off all the timber, saw it and split
it and pile it up. In this way they can make enough
money to pay for a good part of the work, and besides
get some good hard exercise such as you say they
need, and a good deal better than they can get in a
gymnasium.” At last accounts he had received no
notice of the acceptance of his proposition.

One of the secrets of Mr Huntington’s success as
the best business man in Oneonta was his excellent
judgment of the character of men. He trusted
people whom his neighbors would not trust, rarely
suing a customer, and generally allowing his debtors
to be their own collectors. He adhered then, as in
later life, to the maxim, ¢ Trust all in all or not at
all,” and he found that in the long run it paid, for
during the fifty years and more in merchandising he
lost less than any of his acquaintances in business. He
believes in the observation that a man will fill the
niche that you put him in. If you make him feel
that you depend upon him, and trust him, he will not
disappoint you. If he perceives that you lack confi-
dence in him, your mistrust is apt to be the standard
that he will live up to. So stimulating is the approba-
tion of our neighbors that the rogue will strive to live
honestly if he is sure of it, while the honorable man has
often fallen short of his duty for lack of appreciation.

It was inevitable that the small field for business
offered by this interior country town should sooner
or later become inadequate and distasteful to a man
of Mr Huntington’s abilities and spirit, and when, in
1848, the eyes of the whole country were turned
feverishly in the direction of California, he made up
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his mind that he would judge for himself as to the
prospects of that country. In October of that year
the firm made a shipment of goods around Cape
Horn to California, where the rush of gold-seekers
was creating a sudden demgnd for all sorts of com-
modities. Huntington went forward by the way of
Panamd. He was but slightly affected by the Cali-
fornia fever, but he argued that if there was a great
deal of money in circulation’ and a lively market for
goods, he would be willing to take his chances of
getting a share of the golden shower. How matters
stood, he would find out by investigation. He was
neither overcredulous nor excited.

When it became known that Huntington was
really going to California, many of his townsmen
showed the respect they had for his leadership and
judgment by going directly to him to induce him to
organize and take charge of companies, but he
declined, telling them frankly that he preferred to go
alone .and unhampered. Five delegates from the
Delaware district came.to tell him that, if he would
organize a company, twenty-five or thirty would go
. from their section, but Huntington turned a deaf ear

“to all solicitations, and on the 15th of March 1849
he sailed for the Isthmus on the steamer Crescent City.

The narrative of a voyage to California via the
Isthmus in those early days has an interest far beyond
that of the present. Mr Huntington must often
think, as he now whirls over the vast fields of his
youthful travels in his own comfortable car, sur-
rounded by his family and friends, of the vexatious
episodes of that first long and tiresome Journey, when
it took him five months, instead of five days, to reach
the Golden Gate. Thousands made the voyage
under all sorts of conditions, and-their story is com-
prehended in the history of the crowd, but Mr Hunt-
ington’s experience was unique. Hundreds of anxious
imn}igrants, landing on the Isthmus, stampeded across,
having their baggage transported by burres, or

C
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whatever other means were possible, they themselves
going over afoot under the scorching tropical sun. At
Panamd multitudes arriving from all parts of the
world awaited transportation to the gold-fields.
Thrown together in a small foreign city, a promiscuous
company of adventurers, far from home and the
restraints of society, many fell todrinking and gambling.
Weakened by dissipation and the enervating influences
of the climate, many succumbed to disease.

Among these painful histories the experience of
Mr Huntington affords a wholesome lesson. On the
trip he had made an agreeable impression among
his fellow-passengers, as a man who had thoughts of
his own which he could put into practice. There had
been great trouble in procuring boats to ascend the
Chagres river, as high as $30 being paid for a single
passage, and a committee of three was appointed to go
ashore and contract for boats to take about a thousand
passengers up the river. Huntington was selected as
one of them. Before accepting the appointment,
however, he said : “ Gentlemen, it is all well enough
to go ashore, but I know that as soon as we land
everybody will try to hire his own boat. Now I
dou’t want to go on a fool's errand. I propose to
contract for boats for as many as are willing to pay
ten dollars apiece, and for no others.”

The force of his proposition was seen and accepted,
and nearly everyone paid his ten dollars into the
fund. The committee, on which Hastings of Detroit
and a man named George R. Parbert served with
Huntington, went ashore and made a contract with
the native boatmen to take each passenger and his
baggage to Gorgona for $7. This was in United
States c cy, which was then worth about 27 per
cent. more than the Spanish money. Parbert and
Hastings went up the river in about the first boat to
Gorgona, and enggaged horses and mules for transpor-
tation, taking the money to be paid out at the end of
the route. Huntington remained behind three days
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and finally followed in the last boat. Half-way up to
Gorgona he was met by some of the returning boat-
men, who, on recognizing him, became furious,
exclaiming,  Mucho malos Anericanos! ” and demanded
back the money out of which they claimed to have
been defrauded. Parbert, it appeared, had bought
the money of the country on his arrival at Gorgona,
left the Spanish currency in the hands of another
person to pay for the boats, and had himself gone
to Panamd, pocketing the difference of exchange.
Pacifying the swindled boatman as well as he could,
Huntington wasted no time in reaching Panam4, and
with intense irritation confronted Parbert, whom,
with scant ceremony, he compelled to give back to
every passenger his proportion of the money with-
held.

Before Huntington secured passage from Panamé
three months had elapsed, and some eight thousand
Americans had collected there, many of whom fell
ill. Numerous organized companies arrived, with

captains and lieutenants, but the members generally
~ quarreled among themselves when they reached the
Isthmus. Many came to Huntington to sell out,
and he bought their outfits wherever he could see a
chance for a trade. His energy and vitality were
such that he walked across the Isthmus, twenty-four
. miles, twenty times, starting early in the morning,

making about half the distance before the" heat
~ became intolerable, and the remainder during the
latter part of the afternoon and night. While on
- the Isthmus, hearing of a little schooner that was
- offered for sale at Astabula, he went on foot to see
her. With Carmichael, from Montgomery county,
- New York, he weat up the Bogot4 river, and walked

some 39 miles under an equatorial sun. Arrived there
- he purchased the vessel and had her loaded with sup-

plies. Carmichael meantime had been attacked with
brain fever, and was delirious during the five days’ pas-
sage back to Panamd. Huntington nursed him all

C. B~V. 8
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the way down, but the poor fellow died shortly after
they reached Panamd. Many others, and in fact a
large proportion of the delayed passengers, fell victims
to tropical fever, while Huntington actually gained
ten pounds in weight, because, as he said, he always
kept himself too busy to be sick. His experience,

" in contrast with that of others, shows the value of

having and working constantly toward a well-defined
object. It is a tonjc for mind and body.

At last Huntington, with about four hundred
others, took passage for San Francisco in the sailing-
ship Humboldt. He had left New York with $1,200.
During his detention on the Isthmus he added nearly
$4,000 to that sum. Mr. Huntington’s reminiscences
of his trip on the Humboldt are interesting. It was
a strange experience to the young merchant. Of
the crowd on the ship there were many restless, ner-
vous, eager men, who, as a rule, had not had any
business experience east, and who had been unsuc-
cessful there.

By avoiding every needless expense and observing
striet economy, coupled with his genius as a trader
in San Francisco, where he remained only a few
days, he had increased his capital by the time he
reached Sacramento to $5,000, and all expenses paid,
while many others arrived there impecunious, or, in
the less elegant parlance of 49, “dead broke.” He
hadritnde’ substantial progress towards fortune, and
had given unmistakable evidence of his ability to suc-
ceed before he reached his destination. N

His first study was the commercial geography of

the country. The entire business activity was in the .

mines. The first great mining enterprises had the
region now comprising the counties of El Dorado,
Yuba and Placer for their field of operation. Mr
Huntington, already a student of transportation as a
factor in business, saw at a glance that Sacramento
was the best point from which to supply the interior
market with goods. The distribution from that point
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would be with teams. The country merchants, com-
ing from the mountains to the Sacramento river to
obtain supplies, could not afford to leave their teams
at that point and come down to the seaboard to pur-
chase goods. To do so involved the expense of
sending the goods up by steamer. They could not
avail themselves of the cheaper transportation by
schooners, because the time of arrival was uncer-
tain, and because by that method too long a period
would be required. A merchant establishing him-
self at Sacramento could avail himself of the cheap
transportation offered by the sail-vessels, but the small
trader, keeping his store of miners’ supplies for the
immediate use of miners in the mountains, could not
await that slow method of transportation. The rate
by steamer was more than three times that by sail-
ing-vessel. The commercial advantage of using the
slow craft of the river, which a merchant doing busi-
ness in Sacramento could afford as against the more
costly and more expeditious method of steamer navi-
gation, then the only resort of the small trader, was
at once perceived by Mr Huntington, and influenced
his decision in favor of Sacramento as the base of his
proposed mercantile enterprises.

But in order to get as comprehensive a view
of the resources of the country as possible he
made a trip to the mines. A brief investigation
confirmed him in his first opinion and, also, thor-
oughly satisfied him that the life of a miner would
not be either congenial or advantageous to himself.

Very many pleasant incidents are even to this day
related by the old residents of Sacramento, illustrative
of the peculiar tact and the restless activity of Mr
Huntington to forecast and take advantage of com-
mercial contingencies, which soon placed him in a
commanding position among business men, and which,
later, distinguished the house which he founded, that
of Huntington and Hopkins.

He went forward from the very beginning, discov-
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ering and developing bonanza after bonanza, where
others either slept upon or had not the faculty to per-
ceive and grasp the opportunities about them. While
great fortunes were being made and lost in uncertain
mining ventures, his investments, based upon the
principle of the ebb and flow of trade, upon the law
that the pendulum having swung to its limit on one
side must rise pretty nearly to the same hight on the
other, were in every instance successful.

In the early days of California, in the absence of rail-
road and telegraph communication, speculative ship-
ments were frequently made, causing extraordinary
variations in the prices of staple articles. His sagac-
ity enabled him, in many instances, to take advantage
of these fluctuations with startling strategy and mag-
nificent profits. For instance, when shovels, anindispen-
sable article in mining, were a drug in the market, he
would buy up, on their arrival, all that were offered,
and as storage was very scarce and dear, others hesi-
tated to follow his example. With the recurrence of
the demand, his would be found the only source of
supply, and himself absolute master of the situation;
in other words, he was a persistent and active buyer
of shovels when nobody else wanted them, and
the only seller when everybody else wanted them.
By eternal watchfulness and careful study of the
market, he always had on hand a sufficient stock
of potatoes to meet all requirements at remunera-
tive profits; while others, taking the current of trade
at the wrong time, found themselves, as a rule,
either overstocked or understocked. When cargoes
of potatoes began to come in from remote islands of
the sea, he stepped out of the trade for the time;
those who were not warned went on buying and suf-

‘fered. In the purchase and sale of powder in large

quantities, shiploads of hard bread, and almost every
other necessary commodity, all varying extremely in
price, as well as small articles for which he could create
a value by handling, his foresight and adroitness, joined
with carefulness and hard work, were scarcely less
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than marvellous. In 1854 his net gains would have
been considered a fortune. -

Yet, in the midst of these large transactions; there
is a lesson to be learned from his punctilious regard
for business principles as regards details. “ Watch
the small economies,” was the motto of his life. Says
he: “I have always looked after the little things of
my business; weightier matters will take care of
themselves. I told one ot my clerks in Sacramento
to pick up a four-penny nail that had been lying on
the floor for some time, remarking to him, ¢ The
time taken by you to pick it up is worth more than
the nail, perhaps, but if you don’t save the four-
penny nail, pretty soon you will attach no value to the
six-penny ; next the eight-penny will be swept out,
the ten-penny will follow it, and finally you will not
care for spikes.”

Mr Huntington divided his time, in the earlier
days, between his principal business house in Sacra-
mento and his three trading-posts at Weaver creek,
Martheness creek, and Mud springs. He frequently
traveled by night, as well as by day, back and forth
over the intervening country, which was beset with
the dangers peculiar to a new and comparatively law-
less mining community.

He was seemingly unconscious of the risks he
incurred, especially as at times he carried large sums
of gold about his person. The consciousness of his
own great strength, coupled with characteristic dis-
cretion, relieved his mind of every fear. In one case
of emergency he walked fifty-four miles in one night,
carrying with him forty-five pounds of gold dust.

Before passing to the formation of the historic
house, the good name and wide scope of which are
still familiar to the -Pacific coast under the present
title of the Hun,tington Hopkins company, a feature
of Mr Huntington’s early life on .this coast may
.be noted, as showing him to have been not only
a wise business manager, but also a true friend
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of young men. Sacramento in 1850 numbered 12,000
souls, a population made up almost entirely of high-
spirited adventurers and sanguine men from twenty
to thirty years of age. There were only two families
in the 3l’ace, that of William H. Watson and Dr Bird-
sall. EIome life was unknown. On many of the most
important corners was.a gilded palace of infamy.
Gambling and drinking were almost universal. There
was no evening resort in which these body and soul

destroying vices, and those evils which they lead to,-

did not constitute the sole recreation or pastime. Few
pioneers withstood altogether the allurements of dis-
sipation that environed them. The young man who
possessed the moral strength to resist the temptations
that beset him on every hand was an anomaly as
rare as was the presence of a pure woman. Cut off
from almost every restraining influence many plunged
into a delirium of speculation which ignored to-mor-
row, staking all upon the issue of to-day. Sacra-
mento, like the rest of California at that date,
presented a spectacle of headlong abandonment and
dissipation, her total recovery from which, even by
this time, would not be possible but for the marvellous
vitality and recuperative energy of Americanism.
Such were the conditions of Mr Huntington’s intro-
duction into California life. It is an attestation of
the solid and rational moral principles upon which he
fashioned his behavior that he walked through this
atmosphere unharmed by the contagion with which
it was poisoned. And the moral law that was
wholesome for him in his New England training, he
applied rigidly but kindly to all his business house-
hold. It was a part of his contract with every one
of his employés that they should remain in the store
from supper time until breakfast. In the upper story
they were provided with the most comfortable lodg-
ings, and the meals served for them and himself at
the same table in these quarters were superior to any

_that the restaurants of Sacramento could furnish.
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His household were supplied bountifully with food
for the mind also, for he deemed it a good investment
to provide a first-rate general library and a number
of newspapers, with which his clerks might while
away the evenings profitably in company with him-
sclf.  For years his store was probably the only one in
Sacramento that remained closed on Sundays. This
rule he always observed, not less because he deemed
it a measure of health and good policy, than because
he retained a sacred regard for the observance of the
day. The effects of this wise régime, by which a
cheerful home was provided for many young men in
his large establishment, in a community of general
homeleness, can be better imagined than described.
Suffice it to say, briefly, that a number of the most
worthy business men and citizens of California who
were schooled to usefulness and integrity under his
roof, acknowledge a profound obligation to their dis-
criminating and practical benefactor. That he pros-
pered marvellously is not to be wondered at. He
commanded success, and he was entitled to it. His
course led up legitimately to the point of founding a
_ commercial house which became a prominent factor in
"the greatest feat of commercial and social develop-
ment of its kind that the world had ever known.

As the result of his ceaseless and well-directed
effort we have the great hardware house at 54 K
street, and later the still larger establishment in San
Francisco. Next door to him Mark Hopkins kept
a store. In this way the two men became well
acguainted, and formed a lasting attachment for each
other.

Mr Hopkins had formerly been in business in
Lockport, New York. He and E. H. Miller, Jr, the
" present secretary of the Central Pacific railroad com-
pany, formed a partnership at an early date at Sacra-
mento. The firm of Hopkins and Miller was dissolved
by the retirement of the former from business in 1853,
when he returned east, but drifted back again to Cali-
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fornia. Hopkins then said that the only thmg that
would ever induce him to go into active business again
would be a partnership with Huntington; ‘and as this
was agreeable to both, the firm of Huntington and
Hopkins was formed in May 1854, and the two friends
remained associated in business for twenty-four years,
until the death of Mr Hopkibs.

There were never two men better fitted for each
other. They were friends in the truest and deepest
sense, and it is pleasant to hear Mr Huntington speak
of this long partnershlp

“ During this period,” he says, “ we did a business
amounting to hundreds of millions of dollars in
hardware, railroad building, and various other enter-
prises, but not an unkind word, so far as I remem-
ber, ever passed between us. Mark Hopkins was
one of the truest and -best men that ever lived. He
had a keen analytical mind; was thoroughly accurate,
and took general supervision of the books, con-
tracts, etc. He was strictly the office man, and never
bought or sold anything. I always felt when I was
in the east that our business in his hands was
entirely safe. I recollect when our articles of copart-
nership were drawn up and signed by us, each took
a copy and placed it in his private safe, and there these
copies remained unexamined and unread by either of
us during our entire association. I have never seen
mine. I believe it is in the old safe in Sacramento
yet.”

Mark Hopkins told an acquaintance that they
had never owned a dollgr of stock in a mine, never

_sent out & drummer to get business, and had never

sued a man for debt. Notwithstanding the flush times,
a very large percentage of the business done by the
house of which Mr Huntington was the head, was on
credit. The fact is recorded, and one which speaks
highly for the commercial integrity of early Califor-
nians, that the minimum of its book accounts were
lost ; that while mining enterprises were character-
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ized by great vicissitudes of fortune, sooner or later
these accounts were nearly all collected. This expe-
rience, however, was not common to all ‘business
houses, but was rather an evidence of superior judg-
ment and care.

The population of California had been drawn
about equally from the free and slave sections of
the nation. It wasa commingling of elements, there-
fore, directly and irrepressibly antagonistic. The
first issue which confronted the suddenly acquired
population of California, was whether the state to be
formed should be free or slave. The influence of
early associations in the establishment of canons of
thought was in this casc thoroughly exemplified.
Young men from the north, who, when at home, were
perhaps in.a measure apologists for slavery, at once
took position in favor of the institutions in which
they had been educated; and likewise, young men
from the south, who when at home entertained man
doubts as to the justification for the peculiar insti-
tution of their native states, were as readily classified
by early associations and home sympathies with the
institutions of the south. Mr Huntington, by instinct
a lover of freedom, espoused the free state side of
the controversy with characteristic energy and enthu-
thusiasm.

Edward Baker, the leading champion of the free
state cause at that time, found in the firm of Hunting-
ton, Hopkins, and company a reliable source of finan-
cial supplies. To the leading men of the free state
party Mr Huntington was bound by the strongest
ties that bind men in a common cause. He was
mainly instrumental in the establishing, maintaining
and shaping the policy of the first out-and-out
republican newspaper in the state, The Times, James
McClatchie, editor, and published from the quarters
gratuitously furnished him in the upper story of
52 K street, Sacramento. ‘

In the first campaign after the admission of the
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state, the general party alignment taking form in
consonance with party divisions in the eastern states
was whig and democrat, the latter party being, how-
ever, as much under the domination of southern
sentiment as the former. There was scarcely a
perceptible difference between the professed principles
‘of the two parties. But the free soil movement in
the eastern states found an echo in California, and
the irrepressible conflict of the time was slowly but
surely engendering those forces which were eventu-
ally to relegate the whig party into oblivion, and give
birth to the great national republican party.

A stand was erected on which speeches were to be
made in advocacy of the formation of this party, com-
mitted to the doctrine of resisting the extension of
slavery, and by logical sequence to the doctrine of its
eventual overthrow. The time for the meeting was
appointed ; but the crowd which the occasion called
round the platform was so antagonistic that it .was
overturned, and the small crowd of sympathizers
routed. The attempt to hold a republican or anti-
slavery meeting was on each occasion frustrated.
A like meeting, appointed at Folsom, however, was
attended with better success. Mr Huntington had
rallied a contingent of supporters, and the right of free
. speech was vindicated through his vigorous leadership.
The southern whigs were less pronounced in favor of
the perpetuation of slavery than democrats from the
same section. Some of the most brilliant supporters of
the slavery cause, however,were southern whigs,but the
issue of slavery and anti-slavery was generally made
between northern and southern men. These matters
are referred tohere chiefly because they constitute the
genesis of an intimacy between C. P. Huntington,
Mark Hopkins, E. B. Crocker, Charles Crocker, and
Leland Stanford, which culminated in the enterprise
with which these names are inseparably associated.

By the, period of 1855 the agricultural capabilities
of California began to be recognized. The American
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occupation of the territory had continued long enough
to make the peculiarities of the climate partially
understood. It had begun to be perceived shat the
period of verdure in the broad valleys and fertile
hills west of the central axis of the Sierra Nevada
was longer than a like period in the northern,
middle, and western states. The great diversity
of horticulture, so favored by the clemency of the
climate, had begun to be seriously considered, though
no one then dreamed of its capability as understood
to-day. The settlement, which up to the time of the
recognition of the natural resources of the country
had been regarded as:nomadic, began to lose its
ephemeral character, and the American population
turned its attention seriously to the great question of
laying the foundation of a civil and soeial fabric.

Perceiving that the discovery of gold and the
resultant hegira from the eastern states was soon
to become a mere incident in the settlement of a
country possessed of really great natural resources,
the thoughts of far-seeing men were turned to the
question of establishing cheap and expeditious com-
munication with the main body of civilization of our
country. . . .

In the minds of a few great spirits the practicabil-
ity of building a railroad across the continent began
to take precedence of all other subjects. To whom
the honor of first proposing a plan of a railroad from
the Mississippi river to the Pacific ocean belongs is
hardly known reliably. It has been recently claimed
by Mr Smalley, in his history of the Northern
Pacific railroad, that as early as 1834 Dr Samuel
Bancroft, of Granyille, Massachusetts, advocated the
~ construction of a railroad from New York to the
mouth of the Columbia river by direct appropriations
from the treasury of @)e United States. In 1836
John Plumb, a Welshman by birth and civil engineer
by profession, calledthe first public meeting at
Dubuque, Iowa, for the purpose of agitating the sub-
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ject of building a transcontinental railway, and in

1837 Dr Hartley Carver published in the New York
Courier and Enquirer an article advocating such a
construction. But the first person to formulate a
practicable scheme to bring the project into public
notice was Asa Whitney, who, between the years
1844 and 1850, agitated it in addresses to legislatures
and public meetings, his prﬁi)osition being to con-
struct a railroad which should begin at Prairie du
Chien, on the Mississippi river, cross the Rocky
mountains at South pass, and have its principal ter-
minus on the Columbia at Vancouver, with a branch
from some convenient point west of the mountains to
San Francisco, his principal object being to make the
route of Asiatic commerce to Europe through the
United States.

In these later days, when travellers accustomed te
luxuries at home can almost duplicate those comforts
while crossing the continent in magnificent vestibule
trains in five days’ time, it is interesting to look
back and note in what light the possibility of such an
accomplishment was regarded by the practical men

and political leaders of thirty years ago. The subject-

was discussed freely in the session of 1842-3, but
while some declared their belief in the practicability
of the scheme others derided it, and among them
Senator McDuffie, who opposed the project and ridi-
culed the idea that steam could ever be employed to
facilitate communication across the continent. In the
fall of 1849 the Pacific Railway convention at St.
Louis, presided over by Stephen A. Douglas, con-
demned Whitney’s project. genator Benton, of Mis-
souri, earnestly advocated, however, for many years
a transcontinental railroad, but it was not 'until the
gold excitement brought to California a large influx
of population from the Atlantic and Western states
that the matter was brought up so prominently before
the government that its discussions resulted in
positive action. In 1851 Senator Gwin gave notice
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in the senate of a bill for the construction of a Pacific
railroad, and in 1852 Senator Douglas reported a
bill on the same subject. On May 1, 1852, the legis-
lature of California passed an act granting the right
of way to the United States for railroad purposes,
and in March 1853 congress made its first appropria-
tion, $150,000, to defray the expense of the necessary
surveys, and the same year parties were organized
and sent out by the war department. In 1854 con-
gress made two more appropriations, of $40,000 and
$150,000 respectively, and three more parties were
sent out. Both the republican and democratic con-
ventions adopted resolutions in their platforms of 1856,
pledging the parties to aid in appropriate legislation
on this subject. Prior to 1860 the legislatures of
eighteen states had passed resolutions in aid of a
Pacific railroad.

The subject continued to grow in importance in the
minds of the nation’s legislators, and other influences
were at work to make it a measure not only of
advantage -but of necessity. The first gun was fired
on Sumter, followed soon by the battle of Bull Run.
California might well have been forgotten then, but
the attention of the country was called to its distant
possession through the arrest on the high seas of
Masonand Slidell, who were on their way to England
. and France as the accredited representatives of the
confederate government; for immediately afterward
| the harbor at Victoria, Vancouver Island, was occu-
pied by the Asiatic fleet of Great Britain, and the
| fleets of Russia made their appearance at San Fran-
f cisco. It was then that the leaders of the nation

awoke to the startling fact that the United States
. government was powerless to hold its golden posses-
t sions on the Pacific coast in the event of a collision
| with any great foreign power, to say nothing of the
danger of civil commotion because of the lack of
facilities to throw troops and supplies into California
on short notice. Meanwhile the shipments of gold



H
{
3
H

R

DT by e e

®

46 ROUTES AND TRANSPORTATION.

from California, though sorely needed to maintain the
national credit, had steadily fallen off, much of it
being diverted to England, on account of the risk of
transportation caused by confederate cruisersgind the
insurance rates went as high as fifteen per cent to
cover war risks. .

The exciting debates in the senate during these
eventful years all evidence the temper of the nation
and its realization of the urgent necessity of estab-
lishing a transcontinental railroad. In 1862 the war,
navy, interior, and postal departments were paying
for transportation across the continent more than
-$7,000,000 per annum. -

. Meanwhile in the far west, while the agitation of
the subject of a transcontinental railway had been
less general, perhaps, the desire for the accomplish-
ment of such a result had been growing more and
more intense as the din of war grew louder.
News reached the coast slowly and unsatisfactorily.
California seemed in these times of profound excite-
ment almost out of the world, so that the conception
of a transcontinental line was looked forward to with
a feeling hardly less than ecstasy. The huge and
bold project developed in the minds of a few power-
ful natures there into actual plans and calculations.
It is certain that Mr Huntington, as soon .as he
reached the west coast in 1849, perceived the tre-
mendous advantages that would accrue from a rail-
road connecting California with the east. The project
grew more and more feasible and attractive to him as
the years went on and the discussions on the subject
began to take root in the enterprising minds about him.

rom 1850 to 1860 the population of the far west-
ern states and territories had increased from a mere

handful to more than a half million persons, and.in the -

whole area of 2,000 miles from the Mississippi to the
Pacific ocean there had been built only 232 miles of
telegraph and 32 miles of railway. Mr Huntington,
accustomed all his life to dealing in the things that
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people must have, saw clearly the benefits that would
accrue to the people of the United States when easy
and quick communication should be established with
the Pacific coast, since it would make the United
States an exporter of food and bring under cultiva-
tion such portions of the magnificent country west of
the Missouri river as were suitable for agricultural
and grazing purposes. It has been said that the
patriotism of the present day is a tame sentiment
compared with that which actuated the citizens of the
republic thirty years ago—a mistaken idea, which
arises from the fact that the necessity for its expres-
sion does not exist in such degree in times of pro-
found peace as in times of threatening and danger;
but in those days Mr Huntington, while mindful of
the personal emoluments that might and ought to
result from an achievement of such magnitude-as the
Central Pacific railroad, entertained a feeling of patri-
otic pride in its success, and was willing to take the
great risks involved. In the agitation on this great
subject that ensued in California the southern men
naturally favored a southern line, while the northein
men insisted upon a northern line. There had been
for years a lively dispute as to where the road should
- run, but it was a dispute that up to 1860 resulted in
nothing. Huntington and Hopkins were now a
wealthy firm, perhaps the strongest in California.
They had not onli accumulated what were fortunes
for those days, but their credit was unimpeach-
able, and their business brought them into contact
with men from all parts of the state, and made their
names and standing well known in the east. They

had become absorbed in the problem of how to get a
road across the Sierra Nevada. -~

Theodore D. Judah was an engineer who was so
enthusiastic on this subject that he was called Pacific
railroad ¢razy. One day he /startled the people of
Sacramento by announcing without qualification that
he had found a long and easy ascent of the mountains ,

¢
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by way of Dutch flat which was practicable for a rail-
road. He wanted subscriptions to enable him to make
a reconnoissance, and finally called meetings for the
purpose ; but in the midst of his work, after many
had promised aid, there came the presidential election
of 1860, and with it more and more startling rumors
of war. People stopped giving, and in the presence
of the more absorbing topic lost for the time all
interest in the project. In 1861 Judah went to Sac-
ramento and again began his agitation on the subject.
A meeting of the citizens at the St. Charles hotel
followed, and at this discussion Huntington was pres-
ent, but a listener only. Judah assured the meeting
that he had made” many reconnoissances over the
mountains and had-found all the lines rough, but
would like to make a thorough survey. Subscriptions
were tendered of small sums of money, barrels of
flour, and sacks of potatoes. Huntington subscribed
nothing. Several approached him and said, “Look
here, Huntington, you are the man to give to this
enterprise.” He had already donated something to a
wagon road and an overland telegraph; but he had
little faith in Judah’s methods. He did not believe
that a transcontinental road could be constructed by
contributions to a picnic, or a charity entertainment.
As he left the meeting he quietly drew Judah aside
and remarked to him, “If you want to come to my
office some evening I will talk with you about this
railroad.” Judah called the following evening, and
the matter was fully discussed, with the result that
Huntington agreed to secure six men who would
pledge themselves to pay the expense of a thorough
instrumental survey across the mountains and to
furnish him the money to make it, which Judah then
estimated would cost about $35,000; but Huntington
distinctly told him that he would agree to nothing

" further, only when the work was done he would look

ahead and see what there was in the enterprise. This
meetir(? between financier and engineer may be
termed in a sense the origin of the Pacific railroad.
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Many a night after that Huntington and Hopkins
sat up long past midnight, in their rendezvous over
52 K street, discussing the outlook. Hopkins was
very much in doubt whether the gigantic difficulties
presented by the Sierra Nevada could be overcome,
but Huntington was in a mood to try it. He saw
and talked with Leland Stanford, who agreed to join
the enterprise, and pay one seventh of the whole
expense of a survey. Judah also came into the
agreement, as well as L. A. Booth, Charles Marsh,
and James Bailey, and at last these seven men bound
themselves to do the initial work. ’

Early in 1861, as the result.of carefully perfected
plans long discussed, the Central Pacific. railroad
company of California was organized under a general
law of the state, with a nominal capital of $8,000,000,
to construct a railroad from Sacramento to the eastern
boundary of the state of California, and the five men
who organized it were Huntington, Stanford, Mark
Hopkins, Charles Crocker, and James Bailey, E. B.
Crocker coming in later, Mr Booth having retired. -

The surveying party decided at last upon the Dutch
Flat or Donner Lake route, which contemplated an
ascent of more than 7,000 feet in less than 100 miles,
although the difficulties staring them in the face were
appalling. Judah had made what Huntington called
a superficial estimate. He had got too much earth-
work in the first place, and not enough rock. Hunt-
ington went over his figures and made such changes
in the Cclassifications as his judgment dictated. The
accuracy of his figures was borne out in the final cost
of the work. :

Congress was now in session, and Huntington and
Judah started for Washington, armed with maps and
charts, to render what assistance they could to the
friends of the measure in congress, which at its ses-
sion of 1861--2 was agitating the subject.

*“The idea of a Pacific railroad,” said Mr Hunting-
ton, in narrating the story to a friend some years ago,

C. B-V. 4
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“originated when I was a boy, but the projectors of |

the Central Pacific did not at first fully entertain
such a gigantic undertaking. They did not know
definitely where they would build to, but expected
that their road would be a part of the transcontinen-
tal line. To those who had considered such an enter-
prise the Rocky mountains had seemed to offer no
serious obstacles, but the Sierra Nevada had always
been a formidable barrier in their way. 1 felt that,
if they were once crossed, our road would then be-
come the nucleus of a Pacific system. I used to say
to my immediate associates, ‘Don’t let us talk about
a Pacificroad. Let us always keep in control what we
build, and pursue such a conservative policy as will not
bring us into financial difficulties or harm our credit.
We will build continuously until we meet a road coming
from the east, even if we have to build to the Missouri
river, but let us go slowly, so as to be sure that we shall
own what we build.” And had I then known as well as
I do now the character of the country east of the
Sierra Nevada, I would have arranged from the start
to build to the Missouri river. The desire for a trans-
continental railway was general. Everybody on the
west coast wanted better facilities for returning to
visit their homes in the east. The water line was
objectionable to a great many. In April 1851, I
went to California with my wife and sister, paying
$1,500 for three tickets, and ten years later a single
fare was $250. Accommodations were indeed poor,
compared with those of the present time, and there
was the danger of delay and sickness.

“Senator Benton and other prominent men were
strong advocates of a railroad to the Pacific coast,'in
order to bring California closer to the eastern states.
The depredations and loss of life by Indians, while the
emigrants who traversed the 2,000 miles of plains in
wagons, was a serious consideration. Between the
Missouri and Sacramento rivers, a distance of 1,800
miles, there was not a single navigable stream, and a
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vast portion of this territory was unknown and unin-
habited except by savages.”

While in Washington looking after the Pacific rail-
road bill, Mr Huntington carried a weighty respon-
sibility. From his associates, who had dared to
undertake with him the huge enterprise, he bore a
power of attorney to do for them anything whatever
—made him their plenipotentiary to buy, sell, bargain,
convey, borrow, or lend without any condition except
that they should share with him in everything. A
more momentous trust was perhaps never confided to
a single man. 'With what fertility of resource, reso-
lution, and persistence he showed their faith in him
well grounded is now recorded in history.

The result of his work on the threshold of the
undertaking, in the national legislature, due largely to
his personal efforts among the controlling minds at
Washington, is summed up in the act of congress of
1862 and 1864. By this act the Central Pacific rail-
road company entered into a contract with the govern-
ment to construct a railroad and telegraph line from
the Pacific coast at or near San Francisco or the
navigable waters of the Sacramento river to the east-
ern boundary of California, having the right to build
eastward until it met the Union Pacific, the Union
Pacific having the right to build westward until it met
the Central Pacific. In aid of such construction the
United States agreed to donate every alternate section
of public land, designated by odd numbers to the
amount of five alternate sections per mile on each side
of the road, the title to said land to be vested in the
company when it should have completed forty consecu-
tive miles of railroad and telegraph, and on completion
- of said section, the secretary of the treasury should

issue to the company bonds of the United States, pay-
able thirty years after date, bearing six per cent in-
terest to the amount of the bonds per mile; but from
the western base of the Sierra Nevada the bonds to be
issued should be $48,000 per mile for 150 miles east-
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wardly, and between the mountainous sections at the
rate of $32,000 per mile, the company to complete fifty
miles of said railroad and telegraph line within two
years of filing their consent to the provisions of the
act, and fifty miles each year thereafter; the entire
line between the Missour: river and the Sacramento
river to be completed so as to form a .continuous line
of railroad, and ready for use by July 1, 1876.

The act provided that the issue of bonds and
delivery to the company should ipso facto constitute
a first mortgage on the whole line, its equipment and
property of every description. The grants of lands
and bonds were made upon condition that the com-
pany should keep its line in repair and use, and at all
times transmit despatches, transport troops, mails, and
munitions of war, supplies and public stores for the
government whenever required to do so by any de-
partment; and that the government should at all
times have the preference in the use of the road at
fair and reasonable rates, not to exceed the amount
paid by private parties for the same kind of service,
and compensation for such services should be applied -
to the payment of the bonds and interest until the
whole amount should be fully paid ; and after the com-
pletion of the railroad, until. both bonds and interest
were paid, at least five per cent of the net earnings of
the road should be applied annually in the payment
thereof; but there was an implied understanding
between the two parties to the agreement which is
very clearly shown in the debates of congress during
this period, and in the undercurrent of popular opinion
regarding this enterprise. This understanding was,
that, except for the five per cent of net earnings to be

paid annually after the completion of the road, the

government would look only to the performance of
that portion of the contract by which the railroad
company undertook to do its telegraph business, and
transport its mails, troops, and munitions of war and
public stores, for the repayment of the principal
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and interest of the bonds. As a matter of fact, from
an examination of these debates, it would seem evi- +,
dent that not a single vote was cast for the act of
1862 with any expdctation that the government would
receive from the rallroad companies in reimbursemetit
one dollar in addition to the five per cent and the ser-
vices rendered in transportation. This becomes an
important consideration in view of the stand which
Mr Huntington took in later years, when the incal-
culable risks and difficulties connected with the con-
struction of the Central Pacific railroad, and the
magnificent services performed by the daring actors
1n this stupendous achievement, had been apparently
forgotten by the nation’s legislators, who, ignoring the
spirit of the contract, demanded its literal fulfilment.

In 1860 Samuel R. Curtis, then chairman of the
Pacific railroad committee in the house of representa-
tives, reported that the aggregate amount which was
paid by the government for the transportation of
mails and military and naval stores from the Missis-
sippi river to the Pacific ocean reached more than
$7,000,000 a year, and in the very yearof the passage
of the act, 1862, Mr Campbell of Pennsylvania, then
chairman of the house committee, reported that the
amounts which the war, navy, Indian, and postal de-
partments were paying for transportation across the
continent aggregated more than $7,300,000 annually,
which computed at six per cent would represent a
capital of $125,000,000. Henry Wilson, senator
from Massachusetts, said he would be willing to do-
nate that sum, supported the railroad bill, and asked
whether the company would guarantee to build the
‘road if the government would grant it $100,000,000
outright! While urging: the passage of the bill Mr
Huntington gathered statistics to show the cost to
the government of policing the country so as to pro-
tect the emigrants, and also care for the Indians, on
the line of the proposed road. This expense was
$16,000,000 during the year that General Johnson



54 ROUTES AND TRANSPORTATION. >

was at Salt Lake. He showed that Wells, Fargo,
and company were paid $1,750,000 per year for carry-
ing mails; that Ben Holliday received large amounts,
and that Russell and company had one contract
amounting to more than $7,000,000 for transporting
supplies to Salt Lake City. He made the point that
after the road had been built the country would be
settled rapidly, but that under existing conditions it
would long remain a wilderness. Troops could be
transported in seven days by rail, while Lewis and
Clarke were more than a year in reaching the Pacific
ocean. This was an important consideration after the
civil war had commenced, and doubt was felt in regard
to the stand that California would take. He showed,
further, that if the road were built through ‘the aid
of a loan, and the government paid interest on the
amount, the reduction of its military expenses would
more than offset the interest. Mr Huntington made
it clear to members of congress how taxable property
-would be developed, how settlers would come in, and
"how easily the Indian problem would be solved, and
tragedies of the plains made a thing of the past. A
consummation devoutly to be wished, for in the years
1864 and 1865 the quartermaster’s department spent
over $28,000,000 for military service against the In-
dians, these two being a portion of the thirty-seven
years in which Indian wars cost the nation twenty
thousand lives and more than $750,000,000.

The cost of the Mormon war in Utah was fre-
quently alluded to in the debates preceding the act
of 1862 and that of 1864, and while the records of the
war department do not disclose any tabulated state-
ment giving the amount actually paid out, it was
estimated in army circles, soon after the termination
of the campaign, that the entire expense to the gov-

ernment was not much less than $30,000,000, more’

than the entire amount of bonds loaned to the Central
Pacific. Certainly this expedition made the fortunes
of the Mormons, who sold for the use of the troops

*
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their spare agricultural products at enormous prices,
and acquired the outfit of the expedition with ouly a
small outlay, a financial result which induced Brigham
Young to say that he had made war successfully on
the United States. It is needless to say that, with-
out the building of the Pacific railroads, the control
of the Mormons would have been as costly as the
subjugation of the Indians.

The famous bill of 1862 finally became a law; and
while its passage, with all defects and inadequacies,
which were foreseen by none so clearly as by Hunting-
ton himself, was a trimmph for him and his associates,
he was not unduly elated. It was unlike him to exult
over what was a mere beginning, however propitious,
or yet to commemorate with pomp and ceremony the
complete success of an undertaking. The accomplish-
ment of a great end was of.itself a sufficient grati-
fication. B

Thoroughly progressive in his ideas, he found but
slight pleasure in looking back. Things done might
be good enough, but in his policy the greatest value
of an achievement was the point of departure it
affords for new work. He saw no more importance
in throwing up the first shovelful of earth or in driv-
ing the last spike than in throwing up any other
shovelful of dirt or in driving any other spike during
the progress of the work. His despatch to the other
members of the Sacramento syndicate is characteristic,
“We have drawn the elephant: now let us see if we
can harness him up.”

With the attainment of the first great result sought
by Huntington, the passage of the act, his labors at
Washington being for a time at an end, he hastened
to New York to take up the still more diffigult part
of his work, that is, to inspire confidence in others so
as to get them to assist in the great work; His pre-
liminary fight had been to overcome opposition to
needed legislation; now the struggle was to ovércome
the inertia of doubting capitalists. / »
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Under the act forty miles of the road were required
to be completed and accepted by the government
before the guaranteed aid could be secured. Hence
money had to be obtained from some other source
before contracts for material could be entered into.
The moneyed men of New York, many of whom
regarded the scheme as visionary, were not disposed
to aid the work until some parts of it were in opera-
tion. Stock subscriptions came in with painful slow-
ness. Huntington had faith larger than a grain of
mustard-seed. But he could not move the mountain

~ this way. With all his honesty of purpose,.as the.

time passed on, with all his rare ability in finance and
negotiation, with all his persistency and eloquence, he
could find no support for the enterprise in the skep-

tical minds of the money kings. There was never a.

time, however, when he was at a loss for an expedient.
He boldly announced that he would not surrender a
dollar of the company’s bonds for anything but cash;
also, that he would pay cash for all materials that he
might: purchase. In order to support himself in his
'E)sition, he made himself and his four associates,

eland Stanford, Mark Hopkins, Charles Crocker,
and E. B. Crocker, personally responsible for the
whole amount, whatever it might be, kuowing that
they had the power to make it good. In other words,
they deliberately pledged their private fortunes.to the
construction of the road. On this basis they went to
work, from the beginnin% always keeping within their

igations. And he is known

unless he got a sound price for them, for only by so
doing could he make them good. At no time was
their pay-roll thirty days in arrears.

Huntington’s first negotiation of bonds was with
Boston parties. Flint, of Flint, Peabody, and com-
pany, an old shipping firm there, came to Huntington

his
reputation as a negotiator, to help him in selling a
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million and a half of the bonds. Huntington had
understood. that Flint was connected in some way
with a sale of bonds on Wilson’s road at Marysville,
- - California, which really was not worth anything, and
hesitated ; but being assured by Flint that he was not
mixed up in that matter, Huntington told him if he
would sell the million and a half he would give him
$20,000. After that Huntington would every now
and thén spend a day in Boston, to learn how matters
were progressing, but nothing seemed to be done.
Flint said things were working very nicely, but it
took time. It took so much time that it finally wore

out Mr Huantington’s patience. He began to inves-

tigate on his own account, and found that Flint had
been connected with the negotiation of the bonds of
the road from Folsom to Marysville, was conse-
quently not in good standing, and could accomplish
nothing.

It was galling to him to learn this, and he went to
Flint straightway. “Mr Flint,” said he, “we have
been backing and filling long enough. You say you
know all the capitalists, but you baven’t sold any-
thing. I was to give you $20,000 if we succeeded in
selling the bonds. Now you have not the influence
you claim to have, and I want you to release me,
because you can’t fulfil the agreement on your part.”

“Oh! T couldn’t do that,” said the polite Mr Flint.
“You will if you are an honest man,” said Hunting-
ton, sharply. “You can’t help me any, and I am
going to sell those bonds.” ““You can’t sell them
now,” Flint interjected. ~ “Come, I'll tell you “what
I'll do,” replied Huntington. “I'll give you twenty
of the bonds, and you shall not offer them to anybody
until I have negotiated the rest. As you are not able
to help me I'll dispose of them myself.” Flint readily
agreed to this, but still insisted that the bonds could
not be sold at that time. “Give me a hundred out

of your safe!” said Huntington, and taking them in
his hand he marched out.

e
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“I was just mad enough to'be interesting,” he con-
tinued, in telling the story, “and in less than an hour
I returned with all the bonds I had taken out at par
and interest.” '

On another occasion ‘Huntington went to Lombard,

* Ames; and others, wishing to interest them in hlS

bonds, offered them one half at 85 and the remainder
at 1.15° After many consultations, they told him
they had made up their minds that they could give

" but 60 cents. Huntington was mad, as he describes

it,” “although,” he adds, “T wasn't quite as mad as
I appeared to be. I only said: ‘Now, gentlemen,
you have kept me dancing attendance nearly four
weeks I tokf you my price, and you said you thought
we could deal, and now you offer. me 60 cents. I tell
you, gent]emen you can’'t afford to buy them at that
price, as they cannot be made good with the money
they will bring. Give me my price and I will give
you as good a security as the government’s. Give
me your price and you have not made a good pur-
chase.” I got madder and madder as I kept on talk-
ing; and said something perhaps I ought not to have
sald to let them know how long they would have to
wait before I would come to their terms. Oakes
Ames said: ‘Huntington, give us a little time to
talk it over’ Isaid: ‘Tll give you a whole year if
you want it!” Well, they came back in twenty min-
utes and took half of the million and a half, and later
some of them paid as high as 1. 42-& so that the whole
loan averaged considerably over
Mr Huntington felt that he was rlght upon prin-
ciple, apart from the mere satisfaction of dxsposmo'
of his bonds. He has ever been consistent in hold-
ing bonds on new roads at high prices, knowing that
in this class of work it is almost impossible to make
a sound security that is sold at an unsound price.
He has been known to say: ‘I never like to offer a
bond at $25,000 when I know it is gomg to take
$40,000 in bonds to complete the road,” as no party
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would be willing to advance $15,000 a mile to com-
plete a road when there was $25,000 per mile ahead
of such advance. It must be admitted that in such
cases his judgment has proved to be not only correct,
but the wisest possible course financially for the own-
ers of the road and those investing in its securities.
He never regarded the technical completion of a rail-
road as the actual end of the task, for he knew by
experience the endless disasters that may Jbefall a new
road-bed, and call for continual and often immens

expenditures in reconstruction or renewal. g

Mr Huntington’s views on this matter are we
known in railroad circles. On the occasion of a din-
ner, at which a number of railroad men were present,
Andrew Carnegie relates that one of the guests was
congratulating himself on a road he had just com-
pleted, when he, Carnegie, rose?aéd said: “ A new
road is the devil."—Huntington.

Huntington’s labors were not confined to raising
money in the east. The responsibility devolved upon
him alone of expending immense sums in the purchase
of rails, locomotives, and all other materials for the
newroad. Some ideaof the tremendous outlay which
‘was involved in the counstruction of the Central Pa-
cific may be gathered from a few statistics concerning
the ultimate cost of these supplies.

This company labored under great disadvantages,
which were not shared by the Union Pacific. The
work ‘was separated by two oceans and 18,000 miles
from the manufactures and the place of their use, over
the route they had to take by the way of Cape Horn.
Owing to the delays and dangers of the sea, it could
not predict within months, if at all, when the mate- -
‘rials for its construction would arrive from the east.
On account of the great distance around the Cape
some supplies were sent across the Isthmus; and
being at such a distance from its base of supplies, it
was compelled to keep material for nearly a year’s
construction constantly in tramsit. It had upon the
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ocean, for the greater part of the time it was'engaged
in the construction of its road, materials valued at
from one to three millions of dollars, against which a
high rate of interest was running. As the company
was confined to the use of American rails, the prices
rose during the course of its construction 100 per cent.

‘The circumstances of one of his notable purchases
of material are as follows: Dr Durant having sent
out a printed circular calling for 60,000 tons of rails
to be delivered in six months for the Union Pacific,
the iron-makers met in New York and discussed the
situation, with a view of taking advantage of the
demand to advance prices. They estimated that
the Union Pacific would want 60,000 tons, the Cen-
tral the same, the Kansas Pacific 40,000, the Sioux
City 10,000, and the Central Branch 10,000, 180,000
tons in all. Now was their opportunity. This was
outside of the regular demand, while the combined
capacity of all the American mills was only 250,000
tons a year. -

‘Mr Davis, a middleman, controlling the largest
quantity of rails, asked Huntington how many tons
he would require during the year. Huntington saw
what was in the wind, and replied promptly: “Don’t
talk to me, Davis; for I am mad. I have rails on
the way to California to lay 150 miles, but my people
write me they cannot lay more than 100 miles this
year; but they can, and I believe they will, lay
the 150 miles.” Davis replied that Durant of the
Union Pacific intended to lay 60,000 tons, but
Huntington only laughed as he answered: “You know
he will do nothing of the kind. The Kansas people
are in litigation. They won’t want arail. Sioux City
won’t start to build until Governor Blair has extended
his Cedar Rapid road far enough out to transport.the
material for the Sioux City branch. The Central
Branch is not organized, and there will be nothing
done on that this year.” Subsequent events proved
that all he said was true.
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Davis went back to the iron-makers, and it was
decided not to advance the price of rails. But some
few days after, Mr Huntington called for prices from
the different rolling-mills, each for about such an
amount as he thought they would bid upon, and as
gsoon as he had heard from all the parties he tele-
graphed to each, and so in one day bought sixty thou-
sand tons. In this and in other instances of Hunt-
ington’s strategy he used against his competitors the
weapons of his wit. It was a species of warfare, in the
emergencies of which the success or failure of the great
enterprise which he carried .upon his shoulders de-
pended largely upon his ability to cope with the adver-
sary on the latter’s own ground, and mainly in accord-
ance with his own meth That Huntington gained
supremacy was due to his superior resources and origi-
nality. Had they with whom he struggled been more
ingenious or astute, he must have succumbed, and per-
haps the great railroad project with him. It wasa
case of the survival of the fittest, and natural con-
ditions determined the character of the fight. It
should therefore be judged rather according to the
exigencies of trade than the principles of abstract
ethics. Such a discussion, however, involves what
has always been, and always will be, & vexed question,
with necessity or expediency on the one hand, and
the requirements of theory or speculation on the other.

As these rails would require a large number of
ships for transportation, the next question was how to
secure the vessels at satisfactory rates, and Hunt-
ington’s business shrewdness was again brought to
bear "His tactics can only be outlined. The details
must be imagined. It would not do to let it be -
known that such a quantity of freight was to go for-
ward. He called on his ship-broker, and said to him:
“I want a 500& ship, one that will be steady and safe.
Go out and see what you can find.” He went out,
and returned with three or four, and named the rates
for each, but Huntington shook his head. “It is too
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high,” said he; “ships are coming in all along, and 1
am not in a hurry.” 'The broker went out again, and
presently returned with a much larger list, some of
which were on their way to Liverpool then. He
went out the third time, and came back with twenty-
three. Huntington quietly noted down the vessels
while talking, and suddenly said: “Tll take them.”
“Take them! Take what?” said the bewildered agent.
«J will take all those ships,” was the reply. “Oh! I
can’t let you have them all,” expostulated his broker,
almost in a fit of consternation; ‘“it is impossible. I
thought you wanted one; I must have two or three
of them myself.” ¢ Not of these,” said Huntington,
with a quiet assurance that was invincible; “ 1 have
engaged them myself” And he got them without
further parley. . o

The -vessels took out to California some 45,000 .tons
of rails, and the ship-broker afterward said that had
the ship-owners known what Huntington intended,
the ships would have cost the company at least $10 a
ton more—a clear gain of $450,000 for Huntington’s
company. ,

In the mean while how had affairs been prospering
in the extreme west? The city of San Francisco had
been empowered by an act of the legislature to sub-
scribe for $600,000 of the company’s stock, and - to
issue its bonds for that amount in payment. The city
of Sacramento had been aughorized to subscribe for
$300,000 of stock, and the county of Placer for
$250,000 of stock.

The legislature of California had enacted that it
would pay the interest on $1,500,000 of the bonds
issued by the Central Pacific for the period of twenty
years. No aid was granted by Nevada.

On the 8th of Januray, 1863, the company com-
menced the coustruction of its road at Sacramento. -
At this time its directors, besides Mr Huntington,
vice-president, were Leland Stanford, president;
Mark Hopkins, treasurer; Charles Crocker, second
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vice-president; James Bailey, Theodore D. Judah, L.
A. Booth, D. W. Strong, and Charles Marsh. Be-
tween Sacramento and Newcastle there were nine
contractors. Charles Crocker was one of them.
‘When Huntington’s work for the time was done in the
east, and he came back to California, he did not find
affairs in a satisfactory condition. Each of the origi-
nal associates was to pay one-seventh of the expense,
as government aid under the act of 1862 would not
be forthcoming until forty miles had been completed;
but now one of them refused to pay. Money was
_ then exceedingly tight, and gold was worth a very
heavy premium. Besides, the Sierra Nevada, instead
of growing smaller in the eyes of the timid associate,
had loomed up higher and higher in the exact ratio of
the assessments called for. He had been looking at
them through the big end of the telescope so long
that the reversion of the instrument overwhelmed
him. Huntington pleaded with him not to withdraw
for his own sake, although mentally disgusted with
his lack of courage. He even offered on behalf of
Huntington and Hopkins to lend him money .on the
security which he had, and made the same proposition
to Judah, who was also half-hearted, but Judah and
Bailey both declined. Thereupon Huntington lost
his patience, and bluntly told them both that there
were just four alternatives, and one of them would
have to be chosen, as he and the others had made up
their minds that the company, as a company, was not
going to borrow money for work in California until
they had built. to Newecastle; that each man should
pay his share of the construction until that point was
reached, when- the company would . have an income
and a basis for credit. “Either you have to pay in
Your assessment with the rest, or sell out your inter-
est, or buy men out, or the work stops.” They were
ready to accept none of these propositions; and the
next morning Huntington took measures to bring the
matter to an issue. Taking a span of horses he drove
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out to see the nine contractors of the road, who were
under an agreement that work could be stopped at
any time and (Fa.yment made for what had been done.
As he reached each one of them he ordered him to
stop work, and by nine o’clock at night he had com-
pleted his round and returned to Sacramento. - He
had stirred a hornet’s nest. The first man that ar-
rived in town reported what had been done, and great
excitement followed. Efforts were made to buy out
Huntington and Hopkins, who in fact granted two
weeks’ time for the purchase. Bailey and Judah
went to San Francisco, and two or three days later
telegraphed back that they had found ies that
would take their interest. But when Charles Me-
Laughlin, the principal man among the parties referred
to, learned who was oflering to sell, he said: “If Hunt-
ington is going to sell out, I am not going in. Just
what sends him out will keep me out.” MecLaughlin
subsequently confirmed this report to Huntington
personally. In the light of subsequent history it is a
fortunate thing that the negotiations fell through, as
Huntington suspected they would.

On their return to Sacramento Bailey and Judah
received back the money they had paid in, and with-
drew.

During that first year, 1863, twenty miles of road
were completed, and the company continued slowly
building, using their own private credit to do so, until
thirty-one miles had been finished, and Newcastle
reached. “s

As in the case of every new project of such a
nature, the originators of the Central Pacific found
themselves opposed by virious elements of an un-
friendly character. One of these was the hostility of
the owners of a railroad running a short distance
easterly from Sacramento, who were hostile because

they thought the building of the Central Pacific would

injure their property, but later sold out to Huntington
and his colleagues. This opposition was not large,

i
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but persistent; and its hostility could be traced in the
antagonism to all the financial negotiations and local
legislation in which the overland road was interested.
In addition to this the citizens of San Francisco annoyed
the company by declining to fulfil the contract they
had made to exchange their bonds for the stock of the
company. This matter was finally compromised by
the city’s giving $400,000 to the company rather than
fulfil its agreement to exchange $600,000 of its bonds
for the same amount of the railroad company’s stock.
Had it stood by its contract it would have lost
nothing, as the stock sold later at par and over.

When Huntington entered the railroad company
the credit of Huntington and Hopkins stood very
high in New York; but capitalists there did not hesi-
tate to tell him that he was placing himself in a very
critical position. One day a member of a firm with
which he had had extensive buisness relations said to
him: “Huntington, you are really going into this big
enterprise, are you? I suppose it is all well enough,
but California is a long ways off.” “Look here, my
friend,” smiled Huntington, “ I suppose you are afraid
to sell me goods?” “Oh, 1 don’t want to say that
exactly,” was the embarrassed reply, “but California
1s a great distance from here.” “Yes,” replied Hunt-
ington, a little stung by his hesitancy; “the trouble
is, it is a great way to California overland, and then
it is so much farther around Cape Horn, that I think
you had better send me a memorandum of what I owe
you, and I'll give you a check forit.” A few days
afterward a representative of the firm called on him at
his hotel to say that his employer did not desire to -
close up the account with Huntington and Hopkins.
Mr Huntington answered, “It is closed.” -

As the construction of the road was to cost a ver
large amount of money, and as California was vitally
interested in its completion, it was thought that
the state should render some financial assistance.

Therefore the builders of the road asked that Califor-

C.B-V. 5
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nia pay the interest on a million and a half of dollars
for twenty years. This aid was freely granted, for the
officers of the state knew it was a wise and proper
thing to do, and that it would be, as it was, approved
by the people. ‘
The inadequacy of the act of congress of 1862
being recognized, a plan for further aid by the govern-
ment was devised, and largely by Huntington’s efforts
the supplementary act of 1864 was passed. To his
personal exertions the Central Pacific may perhaps
be said to owe -its existence as a completed road, for
without this additional legislation it would have been
simply impossible to build the first of our transcon-
tinental thoroughfares. Finding it impracticable to
work under the act of 1862, Mr Huntington got it
amended in important particulars. :

On the construction between Sacramento and New-
castle the directors had found it impracticable to ob-
tain manageable labor under the system of letting out
the work to contractors, and on account of this dif-
ficulty the company let the work eastward as far as
the west line of Nevada to Charles Crocker. Mr
Crocker began the work, and advanced fairly well
until the fifty miles were reached. At that point he
saw the necessity of associating with him other con-
tractors who had more experience than himself in
railroad-building, and who could also furnish capital
adequate for so great a work; but it was soon found
that none could be induced to join in an enterprise of
such magnitude under an open copartnership. As
soon as Mr Crocker showed the railroad company the
difficulties under which he was laboring, it at once
organized a contract company, and called it the Con-
tract and Finance company, hoping that men would
be induced to take stock in such a company, in
which they knew their responsibilities would be lim-
ited to the amount of stock subscribed by them.
When this Contract and Finance company had been
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organized, Mr Huntington made great efforts to in-
duce capitalists in the east to subscribe to its stock,
such men as C. K. Garrison, Moses Taylor, W. E.
Dodge, D. O. Mills, and many others of large means;
but the answer in every case was substantially ‘the
same: “Mr Huntington, we are disposed to think
that this is all as you say; that there will be large.
profits to those who go in, but these profits are
remote, and the risks are certainly very great. We
think we shall have to confine our investments to
things nearer home, not with the chance of such
‘large profits, perhaps, but with less risks.” It was
thus finally made plain that the road could not be
completed except by the original parties taking the
stock of the Contract and Finance company, and
travelling with it, so to speak, to failure or success, as
the case might be.

It was to this season of anxiety that Charles
Crocker had special reference when he testified as
follows: “I would have been glad to take a clean
shirt, lose all I had, and quit.”

Huntington foresaw that if he waited until eastern
capitalists were convinced of the soundness of the
undertaking, there was little hope of its accomplish-
ment, and that, if it were necessary, they must put
all of their money and personal credit into the work,
and so push the construction across the Sierra Ne-
vada at the earliest possible day. That done, and
the work over the mountains finished, there would
be no trouble in making eastern capitalists acknowl-
edge the soundness of the enterprise, and no other
argument could be so good as that the builders of the
road themselves had risked their own means in the
construction of a road across the most difficult moun-
tain range in the world. When they had thus mani-
fested their confidence, it would be comparatively easy
to procure from the moneyed men of ‘the eastern
states all the funds needed, at the minimum rate of
Interest, to complete the road to Salt Lake City, and
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possibly beyond that point, before they should meet
and make actual connection with the Union Pacific
on its way westward.

Eighteen hundred and sixty-six was a laborious
and eventful year for Mr Huntington. In addition
to his duties as the financial and purchasing agent
of the company, he was called upon again to watch
its interests in the national legislature. The act of
1862 had proved radically at fault; and now certain
provisions of the act of 1864, which the company
found to be inimical, must be corrected. To procure
the proper amendments was naturally the task allotted
to him. During all the long session of that year he
spent four days edch week in Washington, including
Sunday, two days in New York, and one in Bos-
ton, which required him to pass four nights out of
the seven on the cars. His days were full of work,
and his nights broken and uncomfortable. But his
cheerful adaptability and his exceptional vitality
enabled him to pass through the ordeal without any
perceptible tax upon his strength. According to his
plan of avoiding a divided responsibility, he talked to
congressmen one at a time, until he had laid his case,
with all his ingenuity and force, before every one of
them, except those who were interested in the Union
Pacific or the Credit Mobilier. His bill passed the
senate by a vote of 34 to 8. It passed, in the house,
by a majority vote of 61, Thaddeus Stevens having
charge of the measure in that branch of congress.
In him Mr Huntington, to use his own words, found
“a man who dared to stand up for the right, as he
understood it, regardless of clamor, prejudice, or any
other influence which sways the mere politician or
time-server.” His freedom from restraint in acting
out his judgment, his boldness in antagonizing false
sentiment, however general or popular it might seem,
affords a striking ‘contrast with the subserviency and
trepidation of another member of the national legis-
lature, who apologized to Mr Huntington for having
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voted for the passage of the Thurman bill. Said the
former, “I really-believe it was an unjust bill, but the
pressure of public opinion was such that I could not
withstand it.” Huntington’s reply was, “I pity you,
sir; from the bottom of my heart I pity you.”

Mr Huntington’s encounter with a congressman,
whose name it is not necessary to give, during his
presence in Washington in 1866, is an incident which
shows with what readiness and crushing force he used
the argumentum ad hominem. After the passage of
the bill, while Huntington was standing inside the
chamber, the congressman strode up to him and
abruptly said: “ Mr Huntington, there has been cor-
ruption here, sir; in passing that bill! There has
been corruption, sir!” Huntington quietly smiled, and
with a look of apparent concern replied, “Why, I am
surprised to hear you say so.” “Yes, sir,” the man
continued, growing irritated, ‘“there has been corrup-
tion here, and money has been used, a great deal of
money—to pass that bill!” “Well, now,” good-
naturedly replied Huntington, “I am pained to hear
you speak in- this way of your associates here ; but I
will be frank’ with you and tell you that I came pre-
pared to pass that bill. I saw a large majority of
the members, and explained to them the nature of the
bill, and they said they would vote for it, and they did
so on its merits, without one dollar. We wanted to
get every-vote. I went into the gallery, and through
my glasses I carefully scrutinized the face of every
man who was not committed to the passage of the
bill, and T am a good judge of. faces. I saw but one
man in all that assembly whoge vote I thought it
might be possible to purchase with money, and you
Xknow very well that I did not endeavor to purchase
that one.” .

Like all men of vast property interests which are
subject to unfavorable legislation, Mr Huntington
has been charged with unduly influencing the action
of the government and of states and cities. But he
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has often declared that he never tried to buy or
influence a vote in any legislative body, or elsewhere,
with money, for a vote is a sacred thing, and not a
commodity to be bought and sold.

The expression, ‘influencing legislation,” as com-
monly understood, is a term .of reproach, and yet
every citizen who declares his preference for one can-
didate for a legislative office over another actually
influences legislation, and his representative is cer-
tainly influenced in his course on public questions
by the views of that constituent. The necessities of
men sometimes make it imperative that they exerg
their influence in obtaining fair, or forestalling unfair,
legislation. When persons interested in important
matters before a legislative body live at a distance, it
becomes necessary for them to employ agents to take
care of their interests. Effective service of this kind
is not gratuitous.

Parliamentary agents are a recognized institution
in London. It was proved before a commission that
the parliamentary cost of explaining to committees
and obtaining the necessary legislation for the Brigh-
ton railway averaged over £4,800 per mile, and of
the Manchester and Birmingham £5,000 per mile.
Of the Blackwall railway it was £14,400 per mile,
while the solicitors’ bills for the Southeastern rail-
way amounted to a total of £240,000. In America
the announcement of such an expenditure would startle
and alarm the people. Not soin England. In the
instances adduced, there was no evidence that any
of the money was used illegitimately or for corrupt
purposes, or with any other object than to explain
fully and particularly to parliament the nature of the
measures proposed, in order-that the members might
legislate intelligently thereon, rather than vote blindly
for the lack of proper information, which information
could not be obtained from any other sources than
those from which it was offered. It is a fact patent
to all who have had much to do with law-making,
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that there are many things, especially in the matter
of railroading, that Jaw-makers know but little about
—things in which. they must be taught by practical
men and interested parties. .

Wadsworth, at the beginning of the Nevada desert,
192 miles from Sacramento, was finally reached, but
this was not accomplished until July 1868, more than
three years after the road was fairly started at New-
castle. From Wadsworth to Promontory, over 500
miles, the road was built in less than a year—an
almost inconceivable rapidity when the difficulties of
construction are considered. )

The construction of the road across the mountains
and plains was marked by many startling incidents,
but the main fact on record is, that the rails of the
Central Pacific and Union Pacific companies were
brought together at Promontory May 10, 1869, about
seven and a half years earlier than the act of congress
called for completion. ‘

‘Before  this meeting of the roads took place, Mr
Huntington had made a contract with the Union
Pacific people that the Central Pacific would allow
.them to build to Promontory, if they would sell to
the Central Pacific that part of the road lying between
Promontory and Bonneville table—about fifty miles;
and before any knowledge of this contract was made
public, he telegraphed to one of his associates to buy
up the land at Bonneville for depot purposes for the
Central and Union Pacific roads; but his associate
did not secure this land until it had become known
that here was to be the point of junction. When
Brigham Young learned where the contract called for
the junction, he would not allow his people to sell
land there, but insisted that the junction should be
at Ogden, a city that the Mormons had laid out in
building lots. This made it expensive to procure
sufficient ground for depots. .

In adjusting the relations between the Central and
Union Pacific roads it was necessary for the former



Wi Caere e e kL e

N AL TR S,

e BTEG G T e e

P R LT P RN 2

A4

72 ROUTES AND TRANSPORTATION.

to secure certain bonds, amounting .to upwards of
$2,700,000, which were held by the secretary of the
treasury, McCullough. Huntington’s persistence and
patience were well illustrated in the campaign that
he carried on in pursuit of this object.. He brought
to bear all the influence he could on the obstinate
secretary, got a report from the attorney-general that
his company” was entitled to the bonds under the law,
obtained another of the same .tenor from the solicitor
of the treasury, and had to have it brought before a
cabinet meeting, a majority of whom decided that the
Central was entitled to this portion of the subsidy.
While, therefore, the secretary had to admit thad

‘he was legally entitled to them, he declined to deliver

them. ¢That is all right, Mr Secretary,” said the
patient caller, ¢ but there are parties interested with
me in these seécurities who will want to know the
reasons. Please give me your reasons. I don’t want
to. go back to New York without the bouds or the
reason why I have not got them. - Your attorney-
general says we are entitled to them.” “Yes,” hesi-
tated McCullough, “you do seem to be entitled to
them.” “Then give them to me.” “I can’t do it

- just now, Mr Huntington, but—" “Then give me the

reasons, Mr Secretary;” but the secretary was obdu-
rate. Daily, for nearly a week, Huntington kept
pressing the high functionary for reasons or the bonds.
At last, in great irritation, he gaid: “Mr Huntington,
if you don’t let me see these oZer gentlemen who are
Wa.it’i’ng beltind you I will decide this matter against
you.” A | ‘
“Now, Mr Secretary,” said Huntington, “rather
than the secretary of the United States should do a

“ thing so foolish as that I would stay here indefinitely.”

After he had made this speech he stepped aside with
becoming deference and sat down to wait.

As soon as Mr McCullough had seen his “other
visitors he sent for the officer who had charge of the
bonds and told him to deliver them. - He did so, and
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with the securities in his possession Huntington left
‘Washington the same evening. ]

Meanwhile the construction of the Western Pacific
railroad, which was to run from Sacramento to San
José, had been progressing. This company was
organized in 1862, and was to receive a subsidy from
the government of $16,000 per mile for 123 miles.
In the spring of 1867 the contractors became embar-
rassed, or did not like to put any more money into
the enterprise. An agreementwas made between them,
Huntington and his associates, and the Western Pacific
railroad company, by which the contractors assigned
all their interests to the Contract and Finance com-
pany, which completed the road.

Perhaps no honester praise has ever been given
than that of the senator from Missouri, Mr Bogy,
who, speaking in favor of the Thurman bill, passed
in 1873, whieh the directors of the Central Pacific

claimed to be an unwarrantable interference with the -

contract between the government and the roads, was
compelled to yield this tribute to the genius that
" originated and carried out the great enterprise:

“I look upoun the building of the railroad from the
waters of the Missouri to the Pacific ocean, at the time
particularly in which it was built, during the war, as
perhaps the greatest achievemeut of the human race.
I am old enough to remember when the scheme of a
railroad from the waters of the Missouri to the Pacific
ocean was looked upon as a wild dream, as a thing
nearly impossible, if not entirely so. . . . . Yet it was
accomplisheé. Anud, in truth and in fact, it was ac-
complished at a comparstively-small cost to the gov-
ernment. ~ The lands donated to the road were not
worth a cent without -a railroad. The government
had an empire lying west, between the waters of the
Missouri and the Pacific ocean—an empire which has
sprung into great states and territories from that day
—a countg which has become of great advantage, and
which would have been utterly worthless without the

o
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railroad. It has bound to this portion of the union
the Pacific coast with bands of iron, and no one can
tell what might have been the destiny of that section'
during the war if it had not been for the railroad.

. I give to the men who originated and carried - -

through this great enterprise all possible credit for
doing & great thing, at the critical moment, in a very
short space of time.”

It might naturally be supposed that, having finally
completed the great link which bound in iron bands
the east and west, the promoters of this work would
sit down and enjoy the fruits of their labors; but
railroading is a business that differs from every other.
When the dry goods merchant and the banker have
stocked their establishments and placed themselves
in readiness for barter and exchange, they may
be said to have completed their circle, and can sit
down in the middle of it; but the railroad company
is ever confronted with new and varying necessities.
As the country grows they must widen with it. As
people form communities, and have the products of
their farms and factories to dispose of, they demand
railroad facilities. Thus the work of a railroad com-
pany, like that of a good housewife, is never done.

There are few subjects more interesting to the stu-
dent of his country’s growth and civilization than a
railroad map, whereon from small beginnings can be
traced the development of great systems, indicated
by long through lines, with their feeders, or branches,
bringing to them the accumulated produce of the
sections of country which they traverse. If one
would like to know where lie those countries that are
foremost in the arts, refinements, sciences, manufac-
tures, and other civilizing agencies that make a
people great and powerful, he has only to note where
the most lines of railroad cross and recross each other

These lines represent both the cause and the effect o

progress.
The California of to-day is a sturdy figure com-
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pared with the infant of 1849. Her advancement
has been scarcely less than marvellous. Her future
no man can estimate. Her phenomenal growth is
very largely due to the facility of railway communi-
cations with the east and all parts of the United
States, brought about by the men who did the work
of building the first overland road. The sagacious
insight into the future which led Huntington and
his associates to devote themselves to the construc-
tion of a national highway over the Sierra Nevada,
beckoned them ever onward to new fields of en-
deavor and conquest. The fertile valleys whose soft
Spanish names conjure up visions of entrancing skies,
balmy air, luxuriant vegetation, and delicious fruits,
have now been opened up to the invalid, the tourist,
and the husbandman by the entranceof the railrcad
tracks, and towns, cities, and counties, all over the
vast area of California; vie with each other in mar-
keting the products of their soil. The names of
Huntington, Hopkins, Crocker,-Miller, and Stanford
form an integral part of the history of this great
advance in civilization and enlightenment, while, also,
their various enterprises, since the completion of the
road, reveal the rare foresight and faith upon which
they built for the benefit of themselves and their
fellow-citizens.

At this point, a word in review to bring out Hunt-
ington’s particular factorship more clearly.

In its every aspect, whether in the direction of the
details, or in the solution of the broader and Higher
problems involved, the construction of the Central
Pacific railroad was a gigantic undertaking. To fully
appreciate its magnitude, the discouraging features of
the times, which bave been noted, must be held in
mind. The government had granted aid in lands, and
had granted bonds, but the preservation of the union
was in doubt. The national credit was little better
than that of solvent individuals. However feasible
the undertaking, however aided by national credit, it
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must depend for its character upon the personality of
those directing it. The men who stood sponsors for
this enterprise were citizens of the most remote and
most obscure anglo-saxon civilization. What infancy
is to manhood, their entry into the financial world at
that time is to the broad credit they have since
achieved. All the mechanical difficulties which con-
fronted the construction of a railroad across the
Sierra were dependent upon the solution of financial

roblems. The pecuniary phase of the undertaking

came, therefore, the supreme consideration.

At the time of his arrival in New York to enter
upon the serious duties which he had assumed,
no railroad line had penetrated west of the Missouri
river, and but a single line of telegraph was to be
depended upon for communication. The line from
the Missourl river to tide-water on the Pacific coast
lay through a country occupied by untamed savages,
whose hostility would seriously complicate the ‘task
in hand. There was then no other name for this
intervening. region but the great American desert..
The South pass was the only geographical designation
on any map, indicating. a gateway through the
Rocky mountains. Few believed i the practicability
of a railway through that pass. The territory to be
opened by the construction of the road was greater
than that subdued by Cesar in all his wars of con-
quest. ' o

The condition of affairs in California, the Pacific
coast end of the route, was signally unfavorable to
the prosecution of such a work. The settlement of '
the Pacific States had been confined to an.enterpris-
ing pioneer class, and the condition of the labor
market was hopelessly deficient for such an under-
taking. The region was equally destitute of raw
materials, for the manufacture of rails or iron, for
locomotives,- etc., in short, for every part of-the
equipment except rock and timber, and for hundreds
of miles even these were wanting. California pos-
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sessed neither the labor nor the manufacturing skill
and capital which could be relied upon for the
equipment or even the construction of a railroad.

ecessarily all thest things had to be supplied from
abroad. All the iron laid -down, all used in con-
struction, all demanded by mechanical appliances to
operate the road, had to be shipped from the Atlantic
seaboard, either around Cape Horn, the longest
voyage made for commercial purposes on the face
of the globe, or across the Isthmus, by rail, to connect
with steamship lines on the Pacific ocean, at an enor-
mous expenditure of money for freight and insurance.
The belligerent condition of the country augmented
greatly these complications.

As the financial agent, by whose finesse, address,
and skill the funds necessary for the prosecution of

the work must be obtained, and as purchasing agent,.

who must procure and ship everything used in the
construction and equipment of the road, Mr. Hunt-
ington confronted difficulties compared with which
the mere mechanical feat of removing earth, con-
structing bridges, and drilling tunnels sinks into
insignificance. The execution of the trust committed
to him demanded the combined ability of the financier,
the diplomat, and the negotiator. The successful
- wconstruction of a railroad, however great the diffi-

culties encountered, is but a triumph over inanimate
things, but the financiering, the diplomacy, and the
negotiations necessary to the obtaining of capital for
the prosecution of an untried and doubtful experiment
is a contest in which success is achieved only by a
triumph of mind over mind. The manner in which
these difficulties were met and overcome by Mr
Huntington proves the possession on his part of
ability equal to that of any American who has gained
distinction upon these fields. The masterly manner
m which the problems committed to him were solved
entitles him to a foremost rank among those by whom
has been accomplished the greatest financial and en-
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gineering feat in an age which surpasses all others in
such achievements.

If the construction of the first overland road was
hastened by the outbreak of war, it is equally certain
that the same cause delayed for many years the com-
pletion of the Southern Pacific line, which, skirt-
ing as it did the frontier of Mexico and forming the
shortest possible route across the United States, should
have been naturally the first transcontinental line to
be built; for it had the approval of the army and of
the secretary of war, not only as the shortest line
and the least difficult in the amount of work to be
done, but as the most necessary from a military
point of view. In 1871 congress made certain grants
to a Pacific road which should be distinctively a
southern line. These grants included lands west of
Texas, congress having no power to dispose of land in
that state, and were made to the Texas and Pacific
railway company, which was vested with a federal
franchise. “The act provided, for a railroad from Mar- |
shall, in northeastern Texas, along the 32d° parallel,
by the most direct and eligible route, via El Paso
and Yuma to San Diego bay in southern California,
with an extension at the east end from New Orleans”
2 s to a point near Marshall, and with a connection at
i E the west end from Tehachapi, half-way between San
L f Francisco and Fort Yuma, into San Francisco. The
i | extension in Louisiana was to be built by a corpora-
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tion of that state, and the extension to San Francisco
by a corporation of California, namely, the Southern
Pacific. This latter company was in existence several
il - years prior to the formation of the Texas and Pacific,
i and bad a part of its road built when the act of 1871
was passed. Under the law the company was re-

" quired to build after the first year not less than twenty
miles annually on the northerly portion or main
stem, and on the southerly portion from Tehachapi

pass to Fort Yuma not less than fifty miles a year.

. This was a hard requirement, as money in those days
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was difficult to get; and in the 350 miles or there-
abouts between those two points, there lay two
mountain crossings full of topographical difficulties,
including some seventeen tummels, one of them, the
San Fernando, being 7,000 feet long; two dry deserts
affording neither water nor sustenance of any kind
for man or beast; while at one point the road had to
cross what had been an ancient arm of the sea below
the present ocean level, where the heat was-almost
insupportable, and where water for the engines on
certain portions of the road had to be hauled a hun-
dred miles.

Huntington and his associates realized fully what
the establishment of a southern line threatened with
respect to the Central Pacific, if built by others than
themselves; for they knew that the building of it could
but result in taking from the Central a portion of its
business. He saw quickly the necessity of the mo-
ment, which was to control this line, and thereby
reduce to its minimum the power of harming the
Central. il

There was another incentive to this construction in
the hostility of San Francisco, which had frustrated
many of the company’s projects. Mr Huntington,
when the Central Pacific was completed to Oakland,
saw the necessity of having it continued to Goat
island, as it would then reach deep water, and make
the transfer so short that it would be almost equiva-
lent to being in the city, for in fact the island is in the
corporate limits. But the city opposed the railroad’s
occupation of the island. Mr Huntington then told the
citizens that they were making a great mistake; that
it would be largely to the city’s benefit to have the
island for the west terminus of the railroad, and that
if the railroad was confined to the dry land of Oak-
land with its wide, margin of shoal water, the great
tonnage business of the road would be left at the
straits of Carquinez, where deep water could be found
along the margin of the dry ground on the shore of
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the strait;, and warehouses could be erected at small
cost for the storage of the vast inland tonnage of Cal-
ifornia. San Francisco prevented the use of Goat
island ; the immense storehouses were built at the
point to which commerce was sure to gravitate. This,
too, without the expenditure by the company of large
sums of money, which outlay would have been neces-
sary had the road been allowed to make its terminus
at Goat island.

In 1866 congress passed an act granting large tracts - .
of land for the construction of the Atlantic and Pa- N
cific railroad, the same act giving a land grant to the
Southern Pacific company to build from San Fran-
cisco to a point on the Colorado river near the Nee-
dles; but very little was done toward building, except
to get control of the road from San Francisco to San
José, and build from/ San José to Gilroy, when the
owners offered to sell their property to the builders
of the Central Pacific. Huntington and his associates -
bought it. After this purchase the road was built in

. every case accordipg to the requirements of the acts
uander which it was built. When the Texas Pacific
bill passed in 1871, making a large grant of land to
build a road from northeastern Texas to San Diego,
California, the same act gave a laz% -grant to the
Southern Pacific to build from Mojave station, on the k-
line of the Southern Pacific from San Francisco, to
the Needles, and to Fort Yuma on the Colorado river, : 5
in the extreme southeastern part of California, which =
was built according to the act making them the land
grant. - After building to Fort Yuma, the Texas and
Pacific, which had not been able from financial and
other troubles to build east through the territories,
disputed for some considerable time the rights of the
southern road, but finally assigned their land grant in
the territories to the Southern Pacific company, ’
which continued building eastward until they reached
El Paso, thereby securing the right to the land grants
in Arizona and New Mexico, and continued further
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building and purchasing lines until they reached New
Orleans, their present eastern terminus. In this
brief statement is compressed a world of railroad his-
tory, in which Huntington was the central figure and
dominating force.

The construction of their road by the Southern
Pacific company to Yuma was not without incident,
in which his characteristic foresight and fertility of
resource were called into requisition; but it was the
struggle to get beyond that point to a desirable east-
ern connection which brought him into the memo-
rable conflict with Colonel Scott, of Pennsylvania
railroad fame, who, as the president and controlling
spirit of the Texas and Pacific road, was the Hercules,
or rather the Ulysses, with whom he had to contend.

‘Scott, having failed to comply with the act providing

for the construction of the Texas and Pacific road by
the date fixed, appeared before congress to ask for an
extension of time. Huntington met him in the
chamber of the Pacific railroad committee, where
chiefly the issue was made and determined.

One day during the controversy between the two
railroad -magnates, which was a national sensation as
long as it lasted,  Scott met Huntington and said,
“ Huntington, we’re beating you!” ¢ Yes,” said
Huntington, in his quiet way, stroking his beard,
“that’s the way I should state it, Scott, because you
are beating me.in many things, but in the actual
building of the railroad I shall beat you.”

The difference in the methods of the' two men
in their contest was noticeable and characteristic.
Scott would spend three or four hours before a con-
gressional committee, while Huntington said his case
was so fair and plain he could present it in a few
minutes—in fact, it stated itself.

_ Bitter as the fight was between these two men,
it never reached the point of personal animosity.
Huntington told a friend afterward: “I liked Colonel
Scott very much. Qur railway interests were opposed,

S C.B—V. 6
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that was all. Scott was one of the best fellows that
ever lived—a whole-souled, large-hearted man. If it
had not beén for others, whom I will not name, Scott
and I would have made an arrangement. When we
got pretty well toward Fort Yuma, I told him I
would meet him at Yuma, and we would make a close
alliance and work together. His people dissuaded
him from doing it, and so he kept on badgering con-
gress for the sixty-eight millions that he wanted
m order to build through to San Diego. A year
later we got to Yuma. ¢Then, said I, ¢I will
meet you at Tucson. We can’t wait for you to
build clear through.’ He would not do it. His
friends just knew he was going to beat me. The
next year, I think, we were at Benson. I told him -
finally: ‘Now we will meet you at El Paso. You.
have six hundred miles to build, and we have two
hundred.” But he said: ‘No, I will not doit. I've
got you now, Huntington. I have eight out of the
thirteen men on the railroad committee sure.” There
were twenty men in the room at the time. Said I:
‘Colonel, I am surprised to hear you say that. 1
don’t own a man of the thirteen, and don’t know what
they are going to do, and here you say you have got
eight of them sure. The committee were to meet
the next day. That night Scott and I had a long
talk together, and at midnight he had practically
agreed to form an alliance with me, by which we were
to meet at El Paso, and he was to stop there. But
at the last minute he refused to say decisively
whether he would do it or not, and when we parted
he said: ‘TNl give you my final decision to-morrow
morning at 7 o'clock.” ¢All right,’ said I.

“The next morning at 7 o'clock I had a trusted
agent at Scott’s room in the hotel. Scott hadn’t got
up yet. My agent said: ¢ Well, Colonel Scott, I have
come to get your answer to Mr Huntington’s propo-
sition.” Scott raised himself up in bed on one elbow
and rubbed his eyes. ¢Ah, yes,’ said he, ‘tell Hunt-
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ington I'll see him in a little while.” ‘But,’ said my
man, ‘Mr Huntington wants yes or no.” ‘Yes, yes, I
know,’ said the colonel, ‘I am going to get right up,
and I will be down in a minute or two.” ‘That won’t
do,’ said my messenger; ‘it’'s yes or no, colonel, and-
I would advise you to say one thing or the other.
Remember what I say; it's your last chance!” Still
Scott evaded the issue and shifted around to get-
time. He had been talking with his counsel and
other friends, and they had told him that Huntington
was scared or he would not be so anxious about this
matter at the last moment, and that he, Scott, had
the committee sure. When my representative left
him, the colonel was slowly getting into his clothes,
but it was too late. I had decided to take my chances
of the fight, and when the committee met it was
found that instead of standing eight to five in favor
of Scott, they stood eight to five in favor of my com-
pany, and his bill was effectually smothered.” E

Years after this incident, Scott, chatting one day
with the well-known Nevada millionaire, J. W.
Mackay, said: “Mackay, that man Huntington is the
hardest block I ever stumnbled against!”

While Mr Huntington was deep in the contest
“with Mr Scott, the Central Pacific was the object of
much solicitous discussion on the part of congress.
The act of 1862 had long since been shown to be in-
adequate in its provisions to insure the building of
the railroad. The act of 1864, which was passed to’
remedy the defect and to give better facilities to the
company for raising money, had also been found
insufficient so far as the return of the money to the
government was concerned. As the years passed by,
1t was seen that the requirements concerning the
transportation of government supplies, and the five
per cent of net income to be paid to the government,
would not result in the payment of the debt.

The question being put to Mr Huntington, “ How
did it happen that the road fell so short in this
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respect ?” he answered: “It was overlooked by the
builders of the road and by the government that
when the railroad was completed it would of itself do
the policing of all that section of country through
which it was built. This proved tp be the case;
hence it was not necessary for the government to
send troops or supplies for the purpose anticipated.
Therefore the company was not called upon, and con-
sequently derived but little revenue from the govern-
ment for the service contemplated in the act of con-
gress. The result proved that the government
builded better than it knew.” _

An attempt was made, through the so-called Thur-
man act, to force the Central Pacific and the Union-
Pacific roads to repay to the United States the inter-
est on the bonds, as the same was gaid by the gov-

ecided that the
two companies were under no obligation to refund to
the United States the interest paid before the matu-
rity of the principal of the bonds. In point of fact,
the payment of the interest or the principal of these
bonds in money was an afterthought, and by the terms
of the contract contained either in the act of 1862 or
the amendment of 1864, they were called upon to pay
only in services and without regard to time.

It is particularly interesting at this point to look
back at the debates on those two bills, and note the
temper of congress and its evident intentions and
purposes, at a time when the whole country regarded
the enterprise of a-Pacific railroad in the-light-of a
difficult problem, the solving of which meant incalcu-
lable benefits to the nation. During the discussion of
the bill of 1862, Mr Howard of Michigan, chairman of
the senate committee on Pacific railroads, who reported
the bill, said: /

“When the road shall have been completed, assum-
ing the bonds issued to be $62,880,000, the maximum
estimate and the entire interest will be but $3,773,-
800 per annum. The present able chairman of the
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housé committee took occasion to inquire directly of
the government the exact cost to the government of
" the transportation provided for by this bill, and
. found it to be $7,357,000, or about one hundred per
cent more than the full charge of interest against the
government when the road shall have been com-
pleted. I now call the attention of senators to this
consideration, or rather to this pregnant fact, not to
be ignored or avoided, that the difference between
the interest, $3,773,800, and the present cost, $7,357,-
000, with the five per cent reserved to the govern-
ment by the bill, would necessarily pay the government
bonds and interest years before the government bonds
would mature.”

Senator Wilson of Massachusetts said:

“As to the security the United -States takes in
this road, I would not give the paper it is written on
for the whole of it. I do not suppose it is ever to
come back in any form except in doing on the road
the business we need, carrying our mails'and muni-
tions of war. 'We ought not to vote for the bill with
the expectation or with the understanding -that the
money which we advance i1s ever to come back into
the treasury of the United States. I vote for the
bill with the expectation that all we get out of the
road, and I think that it is a good deal, will be the
mail carrying and the carrying of munitions of war,
and such things as the government needs. I believe
no man can examine the subject and believe it will
come back in any other way than is provided for in
this bill, and that provision is for the carrying of the
mails and doing certain other work for the govern-
ment.

“I have little confidence in the estimates made by
senators or members of the house of representatives
as to the great profits which are to be made and the
immense business to be done by this road. I give no

dging vote in giving away either money or land.

would sink one hundred millions of dollars to build
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the road, and do it most cheerfully, and think I had
done a great thing for my country if I could bring it
about. What are seventy-five or a hundred millions
in opening a railroad across the central regions of this
continent, which will connect the people of the Pacific
and the Atlantic and bind them together?”

Said Mr Wade: A

“Sir, your money will not be lost. In a pecuniary
point of view it will be a gain to this government to
maké these facilities for setdling this wilderness. It
will strengthen us in a military point of view. It will
strengthen” the union, which is more than all. It

- will do more for the country than we have done for
an{{number of years past.”
r Collamore said = '

“The bill carries the idea, and this section pro-
vides for the repayment of the loan, as gentlemen
call it. In a"subsequent section it is provided that
the payment shall be made in the carrying of the

. mails, supplies, and military stores.for the government

~ at fair prices, and also five per cent of the net pro-

ceeds or sums to be set apart for the government.

That is all the provision there is in the bill for re-
payment.” R e ‘ :

Mr White of Indiana, when he spoke the following
words, certainly expressed the views entertained at the
time by a majority of the representatives in congress:

“Now, sir, I contend, that although- this bill pro-

. vides for the repayment of the money advanced by the .
government, it is not expected that a cent of the
money will ever be repaid.” If the.committee in-
tended that it should be repaid, they would have re-

3 . quired it to be paid out of the gress earnings of the
4 - road, as is done with the roads in Missouri, Iowa,
- and other states, and not from the net earpings.
There is not, perhaps, one company in a hundred where
the roads are most prospercus that has any net at all.
T undertake to say that not a cent of these advancés
will ever be repaid, nor do I think it desirable that
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they should be repaid. The road is to be the highway
of the nation, and we ought to take care that the rates
provided shall be moderate. I think, therefore, that
this will turn out a mere bonus to the Pacific rail-
road, as it ought to be.” -

Mr Huntington and his associates, notwithstanding

the members of congress who made the legislation
did not expect to get anything in return, except the
five per cent of the net earnings of such service as
the government should need, did not wish to have this
large balance running against the company, and there-
- - ‘fore passed resolutions in their board creating a sink-
-~ -ing fund whereby this snm should be reduced; but
Before this could be fairly organized, Senator Thur-
man, of Ohio, introduced a bill, which passed through
congress, taking this sinking fund out of the hands of
the company, and compelling its payment into the
treasury of the United States, to be handled by the
treasurer, whose investments up to 1890 were a loss
to the company instead of a gain, while if the com-
pany had been allowed to handle their own sinking
fund the accretions would have been millions of dol-
lars. '

When the government chartered these roads it was
believed by the builders and by the government that
there would not be another railroad constructed across
the continent; but before the overland road had been
completed, the government gave to another road—
Northern Pacific—a competing line, a subsidy in land
and bonds of greater value than had been granted to -
the Central and Union. Moreover, the Northern
Pacific not only divided the volume of business with
the Central line, but reduced rates very largely.
Also a little later the government granted to-the
Atlantic and Pacific, another competing road, land

-that was of “more value than the ]a.nfs' it granted
and the bonds it loaned to-the Central and Union
Pacific, which again divided the volume of business
and reduced rates. Of course the government knew
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that it was destroying the power of the Central
and Union to repay the large advances it had
made, as these roads were built when railroad mate-
rial was at war prices, while the others were built
when roads could be constructed for less than one-
half what the Central and Union cost. While this
was proper for the sovereign power to do, as it made
it possible to police those high, dry regions in the
centre of the continent, which was difficult to be done
without the roads—admitting even this, still the gov-
ernment must have known that it would lessen the
ability of the Central and Union to pay their debts
to the government. The amount due the govern-
ment is large, and has to be paid out of the earn-
ings of less than 300 miles of the road, between
Reno, Nevada, and San José, California, as the
rest of the aided road between Reno and Ogden,
say 600 miles, has no earning power, and is simply
used as a bridge to connect the rails between the

- east and the west. The payments to.the govern-

ment will have to be very small and extend over a
long time, if paid at all, as the earnings of the road
are from the people living along its line, while the
government itself has destroyed its powes to earn any
net money on its throu%h business by giving greater
aid to other competing lines, and by the passage of its
interstate commerce law, which allows the Canadian
Pacific to do much of the overland business at cut
rates, as it is outside of the control of the United
States government, and virtually bars the Central
and Union Pacific from competition.

Mr Huntington claims, in view of these general
facts, that the action of the government in its treat-
ment of the Pacific railroads raises many equitable
considerations. How these will be disposed of is a
matter for subsequent history.

While the railway system of California owes its
existence and perfection, in such large measure, to the
talent and industry of Mr Huntington, to the same
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- agency is due the conception and development of

another vast system east of the Mississippi. The
old landings on the Ohio river had been the ter-
minus of what used to be known as the Breckenridge
bridle path, for many years the only trail leading’
from Kentucky into Virginia. Afterward it was
called the James river aﬁ Kanawha turnpike; then
it became the James river and Kanawha canal, and
still later grew into the Virginia Central railroad.
With its ultimate evolution into the well-known
Chesapeake and Ohio line, the history of Mr Hunt-
ington’s railroad construction in the east begins.

The state of Virginia had nearly bankrupted her-
gelf in the endeavor to build a line of improvements
from the Hampton roads, on the lower Chesapeake
bay, to a connection with the navigable waters of the
Ohio river. After all others interested in the work
withdrew, Mr Huntington continued, and advanced
sufficient means to complete the road and keep it
open through the Kanawha and New River moun-
tains to the Ohio, and thence to Memphis. It was
the most expensive work ever done east of the Missis-
sippi river. Some idea of the enormous outlay
involved, and the prodigious obstacles encountered,
may be gathered from the fact that in the neighbor-
hood of Jerry’s run, where there is one vertical fill of
200 feet, twenty-three miles between Covington and
White Sulphur springs cost a little over $6,900,000.

Hampton roads, on the lower Chesapeake, are
waters where more ships go for orders than perhaps
to any other port in the United States. The road-
stead is a good harbor, except for the fierce north-
easters, when all that need be done for safety is
to run around Newport point into Newport news,
which is a perfect harbor, with an area almost with-
out limit, and the waters of which have frozen over
only twice in a century. At Newport news, the deep
water terminus of the-Huntington system, he has
built & dry-dock, a marine railway, and a ship-yard,
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which is probably the largest and most perfect in the
world. The details of thg various industries and the
enormous business done gt Newport news, dependent
upon and deriving life from his enterprise, may be
left to the imagination of the reader.

Mr Huntington, wio had built the line of rail-
roads, 1,040 miles ip/ length, as indicated, west to
Memphis, construct¢d, as one of a syndicate, the
Louisville, New Opleans, and Texas railroad from
Memphis to New (rleans, where it connects with the
Southern Pacific foad to San Francisco, completing
a chain of railroads, known as the Huntington system,
from Newport gews to New Orleans. Thus the boy
who left home/to do for himself, single-handed and
alone, with bt one hundred and seventy-five hard-
earned dollags in his purse, rides in his own car from
ocean to ocfan, nearly 4,000 miles, over roads created
or owned jn large part by himself, and under or sub-
Ject to higcontrol. There is no other such achievement
in the history of the world. Yet its consequences to
humanity are, in the aggregate, vastly more important
and béneficial than to himself. One man’s quantum of
what the world can afford of comfort or happiness dif-
ferg in but slight degree from that of another. The

ssibilities of fruition are actually determined by the

equirements of human nature; and the requisites to
contentment are much alike in all persons. In the
case of every one possessing wealth, especially if it
be kept actively employed, the measure of personal
needs and uses being readily filled, there is an over-
flow of the world’s goods which he commands to
those who are involveg in his activity. The greater
his riches and the wider his enterprise, the larger
the number of those whom he makes happy by
affording them the means of supplying their needs
and satisfying their proper desires. This is one of
the most substantial ways in which a man’s worth
can be manifested. I speak without regard to phi-
lanthropy in the ordinary acceptation of the term;

G0
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yet of what avail is the spirit of benevolence without
the means of doing good? These means are fur-
nished, first or last, by those who, in the pursuit of
their own ends, have made themselves the source of
pecuniary benefits. So far as the result to others is
concerned, their lives are a benefaction, whether they
so intend or not. I look upon those who contribute
to the well-being and prosperity of a community,
though they may do so only in consequence of their
efforts to promote their own interests, as benefactors,
nevertheless, by virtue of their lives. There are
many sorts and degrees of selfishness, from the sordid
worship of self and antagonism to all else that is
human, to that noble phase of self-interest which the
philosophers themselves labor to distinguish from
disinterestedness. But Huntington has not been a
heedless or unconscious factor in building up a great
many persons, creating values and enlarging civiliza-
tion and happiness within very wide limits. It has
always been to him a source of much pleasure to
anticipate the general usefulness of every enterprise
upon which he proposed to embark; and his greatest
satisfaction is to realize that he has been instrumental
in helping and elevating others. It is pleasing to
note that in his struggle with the elements of nature,
human and material, the conflict has not made him
* bard and unsympathetic. His life has been a long
series of benefits to the many within the range of his
influence as a developer of industry, while his quietly
bestowed and discriminating charities make it plain
that he enjoys planning for the happiness of others.

Such a life cannot be scrutinized too closely. The
lessons to be derived therefrom are a contribution to
all that is most valuable in human experience, which
is our best knowledge.and guide.

Among the other great enterprises in which he is
engaged in the east, apart from his associates in the
building of the overland road, who confined their
operations to the Pacific coast, may be mentioned
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his interest in the United States and Brazil Steam-
ship company, which runs a line of steamers from
New York to Brazil. Three other lines had been
put on this route, but all were withdrawn on account
of losses. Huntington and his associates lost large
amounts of money, but, influenced largely by his
patience and determination, the company continued
until the undertaking was made to pay. He is inter-
ested in the Old Dominion Steamship company, and
also in the Pacific Improvement company, and the
Morgan line, now owned by the Pacific Improvement
company, which owns and employs the best freight
ships that run out of New York. ~

Thus with the brevity consistent with the serious
nature of the subject, I have endevored to present
the experience and life-work of this most important
study among the builders of the Pacific coast. A
few of his distinctive traits of character have been
already noted. He should be seen from as many other
points of view as possible, for in all things, though
strictly practical, his originality is striking. His
whole life has been one of self-imposed and cheerful
labor. He has loved work not only for its results,
but for itself, philosophically cherishing the belief
that without personal effort there is no development
commensurate with a man’s capabilites. Yet his
intellectuality has been of that distinct order which
is elastic, restful, and recuperative; hence his endur-
ance, which otherwise would appear inexplicable.

“I do not work hard,” he says. “I work easy.
There are very few people who work too hard, but .
there are a ‘great many who do not work . right.”
He leaves his business 1n his office, and, divested of
all care, when he goes to bed it is to sleep, not to think;
applying even in this way the principle of economy,
which has been the rule of his life, to the preservation
of health and strength. Every day he is a new man.

¢Each morning sees some task begun,
- Each evening sees it close.”
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Of warm and sympathetic temperament, fortunately
his home has not only been his castle, but a haven of
rest and recreation. At its threshold whatever load
may have oppressed him drops from his shoulders;
under its peaceful roof a truce to commerce and the
contentious world. He is patient withal. Recog-
nizing the inevitable—that art is long and time is
fleeting—he has exemplified the invincible power of
one who is able to labor and to wait. His life, there-
fore, at every point, has been in the future, and con-
tinues to be so. His aspirations have all been large,
involving faith and confidence in his plans for remote
results. Distinct from the ordinary man, immediate
or proximate things have not concerned him except
as essential means to important ends. Hence the
characteristic stability of his creations. ~ His enter-
prises, requiring time for their completion, must
stand when finished; to contemplate less than the
maximum duration for his work would be to him
hardly less than mental suicide. In all his railway
building the excellence and permanency of the road-
bed are regarded by him as the cardinal virtue; he
builds railroads to operate, not to sell. His predispo-
sition in this respect is wholesome, and in contrast
with the ambition of many other railroad men, who
regard their property as speculative, and prize it
mainly as an instrumentality of fortune by manipula-
tion or wreckage. -

The wider the scope, the greater the comprehen-
siveness of a scheme, the better it comports with the
character of his mind—the more gratifying it is to
his marvellous faculty for generalization and analysis.
In the gradual combination of his interests west of
the Mississippi into one great corporation—the South-
ern Pacific company—and those east of the Missis-
sippi into another—the Newport News and Mississippi
valley company—Mr Huntington expresses his judg-
ment regarding the advantage of copsolidation. He
believes that the great nee§ of the commercial and
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travelling public in America is the consolidation
of the great competing trunk lines. This, he insists,
would benefit every one, instead of resulting, as
the present policy does, in the instability of rates
through reckless competition, the extravagant losses
caused by the railroad wars, and the consequent
deterioration of property values occasioned by the
feeling of insecurity on the part of those having
money invested in railroad bonds and stocks. He
expresses the opinion that probably twenty-five per
cent of the profits of the railroads of the United
States is paid in the way of rebates and drawbacks to
ticket agents, brokers, and middlemen, a great part
of which would be saved by joint ownership, which
would give a profit to railroads, which are now really
losing money, without. the necessity of advancing
present rates; hence the benefit not only to the own-
ers of the road, but their patrons; that if this idea of
joint ownership could be so carried out so as not to_

have more than the carrying companies in the United
States, i ¢ largely beneficial, not only to the

—owners of these properties, but to those who use them.
A consolidation involving principles- and details of
such an intricate and complex nature would over-
whelm and dismay almost any other man, even in the
United States, where boldness of enterprise is pro-
verbial; but in his mind the problem is reduced to
perfect simplicity. Said a cormpetent critic: “Nobody _
but Huntington would have the boldness to marc% '
squarely up to a proposition like this; but he demon-
strates its feasibility with a lucidness peculiarly his
own.

Men having the genius for originating great enter-
prises, devising general policies, and possessing the
administrative force necessary to execute their plans,
have seldom been credited with the mastery of de-
tails. The possession of eminent administrative
ability presupposes an habitual mental attitude com-
manding a general rather than a specific view of things.
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It is like the study of topography from a commanding
summit, wherein the minutiz of detail are obscured
by distance. However true this may be of men in
general, Mr Huntington affords a conspicuous ex-
ample of one equally master in the conception of gen-
eral policies and the direction of the smallest details.
The possession of these characteristics is due chiefly
to the clearness and incisiveness of his mind, which
perceives with a glance all the bearings of a business
proposition at once. Endowed with the faculty of
concentration, with a directness of method which is
intolerant of any digression from the subject under

consideration, he reaches the end of a negotiation di-

rectly. Thus affairs of the largest magnitude, in the
consideration of which other men consume days, are
with him concluded in as many hours.

» B

It is the general belief that one possessed (;f such

__ability for—the practical affairs of life can have but -

slight interest in things beyond _the  realm of his
immediate cares. Mr Huntington 15 a striking
exception to this rule. The controlling motive in
some of the most notable schemes of ‘his active and
busy brain. has been the accomplishment of results
for the public good. One of the incentives to the
construction of an overland railroad was the influence
its completion would have upon the solution of the
slavery question, by reason of the creation of new
free states. Mr Huntington saw clearly that the
construction of a great highway of commerce from
the Atlantic to the Pacific seaboard, along the lati-
tudes of freedom, would extend settlement along this
highway, which would carry with it the institutions
of the free states of this republic; that northern set-
tlement and sympathies would be first in possession
- of the great unsettled territory west of the Missouri
river, if it secured first and most important commu-
nication. In making a subscription to the construc-
tion of a railroad in the Congo basin, Mr Huntington
remarked that if the investment were wholly lost he
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would find his compensation in promoting the civili-
zation of the dark continent. The profession of this
motive was referred to derisively by some of the
public journals of the country, whose doubt of its sin-
cerity proceeded from their inability to recognize
philanthropic motives in one so distinguished in the
financial and commercial world.

The great public has known nothing of Mr Hunt-
ington’s personality, except that which is disclosed
by the splendid energy displayed in public enterprise,
owing to the absence in his mind of that species of
vanity which constantly obtrudes itself upon public’
attention in the form of published papers, speeches,
and newspaper interviews. He has been indifferent
to comment; and being satisfied with the rectitude
of his own conduct, he has never had, nor would he
have, what most men of his rank seem to regard as
indispensable, that is, an “organ.” He might escape
the strictures of the press if he would, but he is too
independent to explain for the sake of conciliation.
Among those whose knowledge of his character is
derived from personal acquaintanceship, the expression
of his feelings regarding the Congo investment was
regarded as in perfect consonance with the controlling
motives of his life. ]

Another distinctive feature of Mr Huntington’s
intellectuality is the abnormal retentiveness of his
memory. He not only remembers the minutiz as
well as the general facts regarding a subject that he’
is specially interested in and has investigated for a
purpose, but affairs, events, names, and dates, casually
mentioned within his hearing, find a permanent lodg-
ment in his sensitive mind, as thongh through his
ears and eyes the process of mental photography had
been continuous, forming upon his brain indelible and
vivid pictures. Upon this vast repertory, accumu-
lated during a long life of activity and variety, he
draws for information in emergency at an instant’s
notice, sometimes with startling effect. This mar-
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vellous faculty simplifies and expedites his work, and
makes easy to himn the administration of vast affairs
which would bewilder and crush most others.

Possessed of such dominant mental characteristics,
he is aptly described by Max Nordau as one of
“those men who, combining genius in judgment with
genius in will, rank the highest of all. These are men
of action, they who make history, who form nations
intellectually and materially, and dictate their fate for
years to come—organizers, creators of states.” Such
men cannot endure the restraint of interference; in
whatever they undertake they must control. They
are born leaders. It is but the natural consequence
of his peculiar ability and disposition that, never
shirking but always pleased to assume responsibility,
he has been the controlling as well as the creating
power in all the great enterprises of his life.

In the formation of the railroad syndicate at Sac-
ramento, the directory of which continued so long un-
changed, except by the death of its members, Mr
Huntington chose to be vice-president; so, also, in
the directory of the Southern Pacific company, in the
creation of which his factorship was perhaps even more
conspicuous, though not more distinct, than in the
Central Pacific. He could not but feel that in the
conception and promotion of these undertakings his
had been the greater part, but he did not covet that
conspicuity of station which most others delight in.
Were it not requisite, in the nature of things, that he
should be the actual incumbent of a commanding ex-
ecutive office, it would be a matter of no special con—--——
cern to him whether or not his name were known in the
administration of the companies’ affairs. From the
outset, there never was a question as to his occupy-
ing whatever place in the directory he might desire.
“The bubble reputation,” therefore, did not attract
him; nor did he, on the other hand, by reason of
any sentiment, prefer the shade of ostensible second
place. The underlying fact is, that he has looked-

C. B—vV. 7 .
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upon railroading at all times asa purely impersonal
business proposition; and he has been totally
indifferent to that sort of distinction which, in
the superficial,public mind, is associated with nominal
functions. “The world is still deceived with orna-
ment,” says Shakespeare, and, in the sense intimated,
no one has a finer appreciation of the poet’s philos-
ophy than Mr Huntington. It is not surprising,
therefore, that in certain regards he holds what is as-
sumed to be the estimate of the masses, who judge
by appearances alone, in utter disregard. Subservi-
ency to popular sentiment, in whatever forms, arouses
an 1rrepressible antagonism in him, and he is not slow
to characterize demagogy according to his mind or
the occasion, crushing its mask with the blunt weapon
of facts, or making its very disguise an advertisement
of its hypocrisy by his quaint irony. It is constitu-
tionally abhorrent to him to wish to enlarge himself
in the estimation of others by any of the prevalent
methods of form or affectation, sham, or pretence.
His hostility to every unsubstantial process of self-
aggrandizement distinguishes him from the majority
of men, among whom there are some who, occupying
eminent position and accredited with greatness, lay
much stress upon the influence and dignity which
office or station confers upon them. Certain it is,
however uncomplimentary it may be, that a large part
of aspiring humanity are puffed up by the prestige of
position, satisfied with themselves, either because they
are not wise enough to realize that their preferment
is adventitious, or because they are so weak as to in-
dulge themselves in the conceit that the place they
occupy derives its character from their personality.
Mr Huntington’s selection of office for himself in
all his enterprises has been determined solely with
reference to business utility and fitness, uninfluenced
by any thought or care whether he might be magni-
fied or diminished thereby in the appreciation of the

outside or the inside world. Although he has con-
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trolled in every undertaking in which he has partici-
pated, and has had the option of placing his name at
the head of the official list, he has scarcely ever seen
fit to do so, good-humoredly indulging with this honor
wsome associate more ambitious in this direction than
himself, yet at the same time eligible; while, however,
his own weight in the administration of affairs would
be none the less because of apparent inferiority in
rank. This extremely business-like view of business
has been a marked feature of his career. It has been
his standard from the inception of the first overland
railroad, at all times, and never more so ‘than when,
at the annual meeting of the Southern Pacific com-
pany, in April 1890, he deemed it best for the
common interest that he should be elected to the
presidency. On various occasions during the thirty
vears’ history of the railroad system on the coast he
has found it necessary to take a firm, strong hold of
the helm in order to restore the colossal business ship
to her bearings, although the management of the
Central and Soutliern Pacific roads 1s on the whole
considered first-class in railroad circles. In asserting
his control, however, he has been always careful and
deliberate, never interfering to change the course of
affairs unless change or correction were positively
needed. At all times he has been patient and toler-
ant, for no one realizes more clearly than himself the
difficulty of maintaining perfect service in all the de-
tails of a vast commercial enterprise; but whenever
he has perceived that business required it, he has not
hesitated to interpose and insist upon radical and com-
plete reform, and to see that it was carried out to the
letter. Living for the most part of the year in the
east, at a distance from the home office, he had pre-
ferred that the presidency should be filled by one of
his associates who resided in California. = When,
therefore, he became president, it was not because he
had any greater inclination to occupy the office then
than he had previously had. He assumed it at some
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personal sacrifice, and for strictly business reasons, the
chief of which was to re-establish the Pacific railroad
system upon an: exclusive and radical business basis.
He deemed it unwise and demoralizing for the com-
pany, in the personnel of the directory or its employés,
to allow their ‘minds to be diverted in any manner
from the legitifate and clearly defined objects of rail-
roading, whick’ is altogether a commercial enterprise.
A railroa(i is a business institution, and, as such,
whatever thosg who are connected with it may do as
individual ecitizéns, it should hold itself aloof from
politics. Its alliance with any political party is not
only unnecessary, but injurious to its best interests.
Among candidates for those offices in which it is in-
terested, it can select fair, unprejudiced, capable men
upon whom it can rely for the security of its rights
and privileges; while the identification of a railroad
with either party cannot fail to excite the animosity
and make it the object of attack of the opposing party.
In other words, a railroad company which becomes a
partisian in politics stakes its vital interests upon a
speculation. It must suffer serious loss if its part

wins, while if that party is beaten at the polls, 1t has
at once to encounter the hostility of the new govern-
ment.  The inevitable effect of mixing partisan poli-
tics with railroading or any other business is to
degrade the latter and injure 1t by turning it from its
proper channel. For years Mr Huntington had ob-
served the railroads on the coast in which he was
deeply interested gravitating into a permanent and
recognized alliance with the republican party, of
which he himself has been a consistent and earnest
member from the date of its foundation. His objec-
tion was not to the party that his associates chose to
espouse, for it is his own, is now the strongest at the
polls, and may continue so indefinitely; but to affilia-
tion with any party which had tended to make the
railroad organization a political machine and caused
its offices to be turned into a rendezvous for politicians.
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This was the state of affairs which he discussed in
his address to the board of directors at the annual
meeting referred to. He spoke plainly, hewing to
the line, the chips falling where they would. His
address was widely published and commented upon,
and is written upon the minds of the people of the
coast. The policy enunciated, which will surely be -
put into execution, will allay the popular irritation
and ill-will caused by a gigantic corporation’s going
unnecessarily -beyond its province to influence elec-
tions, and will add to the railroad securities whatever
value there is in the respect and good-will of its pa-
trons.

This incident in Mr Huntington’s career is note-
worthy as showing the great value of single-minded-
ness and consistency in the pursuit of an object.
The perfect control and successful promotion of a great
enterprise require an exclusiveness and concentration
of purpose which admits of no division of energy or
dalliance with collateral .issues. To what degree his
ability to so centralize his thoughts and keep his activ-
ity confined to the work on hand as to give him the
mastery of whatever he undertakes is due to his supe-
rior mental and physical organization, or to what ex-
tent it is the result of his experience and friction among
men in overcoming obstacles, is a question too psycho-
logical in character to be answered with definiteness.
But I apprehend that although he possessed the nat-
ural equipment for supremacy, he owes the develop-
ment and availability of his inherent strength to pains-
taking observation and the practice of those virtues
which, brought into full play, give force and char-
acter to every man in accordance with the gifts with
which he is endowed. From this a lesson is deduced,
to point the moral of which more generally literature
affords no _illustration more beautiful or more practi-
cal than the scripture parable of the talents. There
are no two definitions of genius that are identical or
_ that can be made to harmonize entirely. It is ob-



102 ROUTES AND TRANSPORTATION.

vious that without original endowment of heart and
brain, no amount of labor, however well applied,
could have produced a Shakespeare, a Newton, a
Beethoven, or a Michael Angelo; still we have this
testimony from the mathematician just named- “If
I have done the public any service, it is due to noth-
ing but industry and patient thought.” We have
indeed but to glance at the biographies of illustrious
workers, in whatever department of labor, to find that
the most distinguished among them owe their success
to 1i{ndefatigable application and devotion to special
tasks.

So with Mr Huntington, in the sphere of his great
success, he has acquired power and compelled admira-
tion by persistent, exclusive application of his strength
to the perfection of his undertakings. Possessing
sound judgment, tireless spirit, and indomitable will,
and moving continuously, i%telligently, and cheerfully
towards a single, fixed, and high standard, it is not
surprising that he should rémove mountains, figura-
tively and literally. The magnitude of his achieve-
ments would excite less' surprise if the man were
better known in his strength, and could be seen ap-
plying his wealth of resource methodically and with-
out strain to a well-defined purpose. He is more
remarkable than all his works, for they are not the
full measure of his capabilities. Without any dispo-
sition or ground for disparagement of others, who,
among his associates, would have been a safe and
competent man in his place—who so able as he,
always consistent, single-minded, and intolerant of
unbusiness-like distractions, to smile at cares and
difficulties, and carry the burden of vital responsibili-
ties with so little wear and tear?

Yet it would be difficult to find a man more con-
gsiderate of others. Withéut aflectation, he is the
same Huntington now as formerly. Of all the men
of his business circle he is perhaps the most acces- -
sible. No one coming with a legitimate object in view
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is denied admission to him,and a are heard patiently
and with discriminating consideration. e is so
scrupulously careful to answer all proper communica-
tions addressed to him, that a sure way of securing
his attention is to write him a letter.

Among those who call upon him at his business
headquarters are people in all stations of life, from
the most exalted to the humblest citizens of the land.
His hours are precious, but he isinvariably courteous,

~insisting only that his visitors come to the point of
* their business at once. And he is very little annoyed
in this way, for the person who should try to impose
upon him or engage him in empty talk must be
a prodigy of impertinence and ingenuity as well, and
~who, finding himself pleasantly weighed and measured
and stripped of indirection and verbiage, would find
one call enough. He is fond of anecdote, and has
an original way of telling a story for the purpose of
clinching an argument or bewildering an adversary,
his power being similar to and not less than that
possessed by Mr Lincoln. It is a happy expedient,
which he often finds effective in difficult negotiations,
making himself impenetrable, and rarely, if ever,
failing to obtain the advantage of position by throw-
ing his adversary off his guard. Only recently a
German capitalist, after an interview with him con-
cerning a transaction involving many millions of
dollars, was completely nonplussed, and naively
remarked, “Mr Huntington seems to have been
very successful in business, but he is a queer man.
At the most important point in our negotiation he
stopped to tell a story.”

His self-control is so great that no one has ever
seen him give vent to passion or show alarm at
danger. During what is called the rich men’s panic
in New York city, in 1884, his imperturbability
was subjected to the supreme test. During that
crisis no man’s reputation was safe, and the greatest
distrust prevailed. “Is it true,” asked a reporter of
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Mr Huntingon, “that you have suspended pay-
ment?” The annoyance caused him by this impu-
tation upon an unimpeached credit of half a century
was extreme, yet there was no perceptible change in
the expression of his countenance. After a moment’s
deliberation he replied with full courtesy, but just a
little dryly: “Young man, I have been in business
nearly fifty years, and have always paid my debts;
you will bave to look somewhere else for a failure.”

A prominent banker of New York, speaking of
this remarkable period, said: “I consider that C. P.
Huntington was the key of the arch that held up the
people here all the way from May to the close of the
year. It seemed to me as if all the imps at one time
were trying to break him down; but he met all calls
on him without wavering. Yet the shrinkage of his
properties must alone have amounted to millions;
still he never asked any special favors, and paid up
whenever the money was wanted.”

Mr Huntington, to6, had some instructive com-
ments to make upon the situation during these excit-
ing days. ‘“The number,” said he, “of really great
financiers in the banking business is small. The
times when the release of money will ben -fit the com-
munity are the very times chosen by a majority of

" bankers to lock up money. What is their reserve

for but for just such emergencies as the depression of
1884? Naturally the course they adopt precipitates
disaster, and to it may be attributed many of the fail-
ures of good, honest business houses, which only need
wise treatment on the part of the banks to enable
them to tide over their temporary embarrassments;
but such firms, through the weakness of what should
be their bulwarks in, times of trouble, are compelled
to go to the wall, dragging down others with them,
and involving perhaps a whole community in disaster.”

As heretofore intimated, the element of faith, in
the sense of self-confidence, which is rational and not
egotistical, enters largely into Mr Huntington’s com-
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position. = His temperament is hopeful, ana perhaps
sanguine in consequence; at any rate he borrows no
trouble from apprehension. Having to pay out mils
lions of dollars on the morrow, he has gone to bed ndt
knowing how in the world he will be able to meet the -
obligation, but he sleeps as soundly as if he had the
required funds deposited to his credit for the purpose.
The emergency at hand, he meets it. He never fights
with obstacles until he encounters them. . One of his
favorite maxims is, that whatever ought to be done
can be done; and that it does not matter so much
what you have to do, the important thing being how
to do it.

This assurance, which is a source of tremendous
reserve force, renders him bold, decisive, and withal
calm and certain of his position when others fret, and
in common parlance lose their heads. The fears that
disturb capitalists generally have never given him -
any alarm. :

The vexed questions arising out of the antagonism
created between labor ‘and capital he thinks ought
not to exist, and can in almost all cases be removed
if the supposed differences which divide the parties
in interest be fairly presented. But with agitators,
whom he regards as the printe cause of such mischief,
he has no patience. He once said, after an impend-
ing strike on one of his lines had been averted: “There
are no employés on my roads in whom I take more
interest than in the engineers. I have a high regard
for them, and on my trips like to'go to the cab and
talk with them. They are an excellent class of men
in physique, intelligence, spirit, and loyalty, and if a
case cannot be laid before them so plainly as to remove
any- cause of bitterness or discontent, there must
be something wrong.” Mr Huntington has always

~enjoyed the respect and esteem of his many employés,
because of his appreciation and justice, as well as his

:};mﬁ'ected and straightforward manner in dealing with
em. T
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He has always been in sympathy with men who
labor, especially so if they were subjected to unfair
treatment. While he was friendly to the Chinese, it

- was not because they were Chinese, but he has fre-

quently said that any one born of woman who obeys
the laws of the country should have equal protection
under its laws. “Cheap labor,” continued Mr Hunt-
ington, speaking more particularly of the Chinese
agitations in California, “is said to be one of the
causes of communistic doctrines; but this is only
another expression of the strife between providence
and improvidence, thrift and waste, which has been
going on ever since the world began. It is the effort
of those who do not accumulate anything to obtain
some of the savings of those who do. It seems as
though it were ordered that wickedness and improvi-
dence should not have the power of organization. I
have no fear of any serious or lasting trouble from
this source.” ' S

Mr Huntington’s condemnation of the Chinese ex-
clusion law he does not hesitate to express publicly.
And when in 1890 congress was occupied with legis- .
lation intended to discriminate against the Chinamen
still further, by requiring each of them, already in
possession of every title to undisturbed residence in
this country, to obtain from the census-taker a cer-
tificate of this right, failing to have which at any fu-
ture time he would be considered as a trespasser, and
forced to quit the soil of this our ostensibly free and
generous domain, he denounced the measure with un-
qualified indignation.

Suppose the case reversed, and state it in thiS way,
if you would get the force of his views on the subject:
The Chinese government has ordered a census of
the inhabitants of the Chinese empire, and as part
of this proceeding it proposes that the census-takers
shall make an accurate descriptive list of every
American found in China on the day the census is
taken. To every American thus present is to be
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given a card of identification, and any Americad found
in China thereafter, whether merchant, student, mis-
sionary, traveller, or laborer, without such card of
identification, is to be deported at his own expense
to the United States, or imprisoned for not more than
five years; and shall be kept in prison until his de-
portation. After the date of the census no more
Americans are to be allowed on any excuse to enter
China. ~ ,

And suppose China were to follow our example and
shut out American merchants, travellers, and mis-
sionaries? We could not complain; yet such an act
by the Chinese government would be savagely de-
nounced. in this country, and would cause very great
loss and inconvenience.

Our diplomatic history was once the most honor-
able part of our national career, because we had dealt
with nations asan honest and Christian people. The
Scott act was disgraceful, and the next step proposed
is both disgraceful and stupid.

He would not favor the unlimited immigration of
Chinese, but he thinks it unwise to create irritation
~ between a great nation like China and our own until
some signs of danger should appear from such immi-
gration. He sees no reason why the Chinese should
be excluded, and more objectionable people from
other nations allowed to come in, even if those others
do have a vote. He is proud of his own country, be-
cause it allows the people of all nations to come and
go, asking only that while they are here they obey
our laws.

He feels a natural home pride in the fact that he
had seen thoroughly his own country before he vis-
ited the old world. A few years ago he found it
necessary to go to London on business. He was de-
lighted with the vast capital, and expressed his ad-
miration of it as a well-managed city. “The success
of London,” said he, “is assured by two things alone,
if by nothing else. One is its magnificently paved
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and well-ordered streets, the other its cab system.
They are very shrewd and far-sighted, these English-
men, and know well the worth of a dollar. Their
conservatism is something wonderful. I think if you
should give an Englishman a dollar for fifty cents,
and on examination he should find that the dollar
had a hole in it;reducing its value to ninety-nine cents,
he would feel as though he had been injured. But
they are excellent traders, and they make the whole
world pay tribute to Liondon.”

In Paris Mr Huntington was less interested, per-
haps because he had no special business to Joccupy his
mmd while there. “These Frenchmen,” said he,

“are a thrifty and saving people, and cultivate their
country as I have never before seen a country cul-
tivated.”

From France he made a ﬁymg trip to Amsterdam
and the Hague. For the honest toil, thrift, cleanli-
ness, and economy of the Hollanders he could find
only words of praise. Straining his eyes backward,
as the carriage took him rapidly through the quamt
streets of the Hague, he watched with intense satis-
faction the gamba%s of a child in wooden shoes, who
while hard at play kept her knitting in her hands.

In politics Mr Huntington bega.n as a whig, when the
party represented what he regarded as the great moral
sentiment of the community; but upon the demorali-
zation and death of the whig party he went with the
free soil wing of the democratic party. When in
1852 the whigs introduced a clause in their platform
apologizing for slavery, Huntington said: “This is
the last that will be heard of the whigs as a na-
tional party.” He has always acted with the re-
publican party from its organization, although his
friends say he is a republican who usually votes the
democratic ticket. He denies this; but says that
when the republicans have a candidate who' is infe-
rior to the democratic candidate for the same position,
he cast his vote for the latter. Holding firm ideas
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about the equal rights of all men, he has been ready
with his influence and money to aid the party which
in his judgment is the best for the whole people.
His sympathy with and friendship for the negro
has been manifested by frequent and large benefac-
tions in their interest. Among these none stand out
so prominently, as an’illustration of wise and judi-
cious charity, as the institution at Hampton, Virginia,
called the Huntington Industrial works, where, it may
be said, he has carried into a happy realization his
practical ideas concerning the edycation of the colored
man.

In 1877 his attention {was drawn to the normal.
school there by the excellent results obtained. He
had previously contributed liberally in its aid, and"
this year he added to his donations in order to found
a permanent scholarship, the interest on which sum
would forever pay the tuition of one colored student.
Later he made special inquiries about a plan
suggested for starting a saw-mill in connection with
the institution. More and more pleased with the
practicability of the idea, he looked carefully into the
school organization, and had the legal title of the
corporation to its property investigated. It was a
period of philanthropic bubbles, but Mr Huntington
at last became satistied that here was a noble oppor-
tunity to elevate the negro -in the direction most
essential to his moral and physical well-being.

After contributing munificently to the improve-
ments of the various other departments of the insti-
tution, in the year 1882 he provided a sum sufficient
for the building and the equipment of the Huntington
Industrial works, so named, not at his request, but by
a voluntary act of the trustees. The history of the
school’s subsequent progress shows that the concep-
tion of the enterprise was a happy one. .

In the Huntington Industrial ‘works thirty-five
colored students are employed, each of whom, by day
labor and night study, makes a living, receives an
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education, and acquires a manual skill of untold
value. '

These works are to the trustees most satisfactory,
from the fact of being self-supporting, while indus-
trial education, asa rule, is the mest costly of all. Mr
Huntington is the recipient of many grateful letters
from the young graduates, who go forth yearly from
the institution independent, self-reliant, educated cit-
izens, and who have become useful examples among
and educators of their less fortunate brethren. Their
success is a cause of deep gratification to him, fér it
has proved his faith in the negro to be well-grounded,
for, said he, “Let the negro once learn habits of thrift
and economy, then give him a fair chance, and he
will turn out a good and trustworthy citizen, able to
hold his own anywhere.”

The demands of charity made upon the conspicu-
ously successful man of affairs are, of course, great,
and the appeals to Mr Huntington are sufficiently
numerous. In most of such cases his left hand
knows not what his right hand does; but no one who
is aware of the tender-and generous sympathy which
characterizes him would question either the volume
or heartiness of his giving. An old acquaintance of
’49 writes and asks for a little money, without which
he must go to the poorhouse. “Well, well,” Mr
Huntington will say, “this man was once a clerk of
mine, a real good fellow, who spent his money as he
went along, and never had anything to show forit. 1
gave him $250 a month; then raised his salary, then
he secured a position that brought him a large in-
come, and still he spent it all. T used to tell him
he would end in the poorhouse. Yes, that'’s what I
used to tell him.” But it leaks out after a while that
he sent the petitioner, notwithstanding his impatience
with improvidence and waste, an order on Hunting-
ton, Hopkins & Co. to pay the bearer fifty dollars a
month, “only a little money to make his last days
comfortable.” Still, his purse is apt to close against
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the appeals of those who live beyond their means.
“If 1 had only fifty cents a day,” he will say, “I
would live on half of it, and so can other people.”

His daily mail also brings him numberless descrip-
tions of good things to be made by the combination
of genius and capital, the writer professing his will-
ingness to furnish the former if Huntington will put
up the latter. Such allurements the financier declines,
on the ground that he does not believe in capitalizing
genius. ‘
~ On the 12th of July 1884 Mr Huntington mar-
riel Mrs Worsham, a native of Alabama, whose
.maiden name was A. D. Yarington. In this union
~were brought together two types of development

that distinguish two widely different sections of the
United States, each of which is marked by an intel-
lectual and physical character that is superior in
originality, independence, and strength, he being an
exponent in his personality of the possibilities of
New England stock, the eulogy of which is the history
of the United States, she of rare beauty, imperial in
form and carriage, and full of charity and tenderness,
idealizing an aristocratic and scholarly ancestry pecu-
liar to the best blood of the south. Though differing
in the details of sentiment, opinion, and manner, owing
to dissimilarity of early environment, yet strikingly
alike in the sterling elements of character, they are
at once the complement and supplement of each other,
manifesting in mutual affection, loyalty, and apprecia-
tion the excellency and charm of perfect wedlock.

The children of Mr Huntington are.Clara Eliza-
beth, the beautiful princess Hatzfeldt Wildenberg, and
Archer Milton Huntington, a young man of mag-
nificent physique, and possessed of fine mental gifts.
He is an earnest student, devoting himself exclusively
to literary pursuits.

High among the hills of Connecticut, in the quaint
and airy old town of Harwinton, stands a beautiful
chapel erected by Mr Huntington in memory of his
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mother. In presenting the deeds to the property,
October 22, 1887, he made a brief and informal address
to those of his former townsfolk who came to witness
the dedication ceremonies. In it the man stands out
as he is. Every one who reads it will be impressed
with its unaffectedness, its truth, and its honesty. In
its simplicity is its strength, it comes from the heart,
which 1s the source of all eloquence.

“I am glad to be with you here in this place of
my nativity. I see before me many men and women
whom I knew as children when I was a child, before
I went out from this good old town of Harwinton.
Years, more than half a hundred, have passed away
since those days, and in that time great changes have
come over us. Then I, and some of you, were bare-
footed children, and those that were then of middle
age have passed on to that other land, and we who have
stayed have become gray with years. In my child-
hood days my mother was here, and she often worked
into the small hours of the night that her children
might be comfortably clad on the morrow; and in the
years that came later, her children worked so that her
last days might be made, like herself, bright and full
of sunshine; and in that was her reward. And as
often as I have returned to these my native hills have
I been made glad that this was the place where I was
born, and that I was born poor; for I think that that
was the reason, at least in part, of such success in life
as I have been able to achieve. It was long years
ago when 1 said to myself that what ought to be
done could be done, and that success in life only
meant labor with honesty of purpose and an intelligent
economy; but I think most of the real joys in life
come from doing good to others, in helping to raise
those who fall, those who are below us to come up a
little higher. Now as to this little chapel ; I have built

it .because I wanted to_build it for you who were
children with me, and I also wanted to build it in
memory of my mother, who was® one of the best
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women that ever lived; and I ask you to care for it,
because I think it will do you and your children
good; and I ask you to care for it also because it is in
memory of my mother. I only hope it will give you
as much pleasure in the receiving as it does the giver
in giving.”

. T can readily picture to myself his striking and sug-
gestive personnel on this occasion. Those who knew
him only through his reputation as a conqueror in the
war of commerce felt themselves in the presence of
a great power—an aggressive force. To those who
knew him well enough to take him all in all he Was
a manifestation of the truth that the mightiest are
the tenderest. A massive figure, symmetrical and
erect, slightly over six feet tall, his every movement
bespoke domination and control. His hands dark and
muscular, but well-shaped and comely, expressed his
virile nature. Surmounting this stalwart frame is the
magnificent head seen in the accompanying portrait,
perfect in form and refinement of features, a head
which we may travel a long way before finding its
superior. From the expansive forehead the hair has
retreated, and only a fringe of iron gray encircles the
cranium on a line with the temples. The jaw, covered
with a thick gray beard cut rather short, is square
and solid.

Seen in three-quarter pose the countenance is
rather stern and unyielding, and it is for this reason
that the photographs of Mr Huntington fail to catch
the expression that is so attractive to his intimate
friends. Seen directly in front, the gray-blue eyes are
kindly in their expression, and the light of an invaria-
ble good-humor shines in them. They question you
with a penetrating look, and again beam with a
swift intelligence. People who have met him for the
first time have expressed an agreeable surprise upon
finding him different from the picture they had men-
tally formed. Instead of being cold and uncompro-

mising, they have found him a charmingly affable
C.B—V. 8 :
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man, full of a deep, practical earnestness, yet so buoy-
ant in his spirits as to seem youthful, and above all,
appreciative and sympathetic, or, as an old New
England provincialism well expresses it, folksey.

Mr Huntington is not a society man in any sense
of the word, though none the less sociable. Of sim-
ple tastes and strong domestic instincts, the serenity
and comfort of his beautiful home are all in all to
him. But, always buoyant and good-humored, he is
ready at any time to accompany his family and take

a hearty share in their social and other diversions..

Wherever he is found he is the life of the company.
His genial temperament and his never-failing wit
naturally win for him, with the spontaneous recogni-
tion of others, a leading réle in every party. Like
most men of ample wealth, he has a city and a country
residence, living during the winter months at 65 Park
avenue, New York, and hastening with the first
breath of summer to his homestead at Throgg’s neck,
in Westchester county, on the shores of the sound,
where he remains until late in the fall. There, amid
the stately trees, beneath whose lofty boughs the
panorama of passing ships forms an unending picture,
he surrounds himself with the things he loves best of
all, and spends his limited leisure in unostentatious
ease. Fond of country life, he exprésses his taste in
his strong, finely bred horses, his Alderneys aud Hol-
steins, his thoroughbred dogs, and other stock. Lov-
ing equally well the beautiful in art, he covers his
walls with costly paintings representing the best work
of native and foreign artists. He is passionately fond
of a good picture, and is a liberal though a discriminat-
ing patron of the arts, unhesitatingly paying a large
price for what suits his fancy rather than for what
the world may think about it. His collection of
paintings represents the expenditure of at least half
a million of dollars, and he still keeps on buying.
Though modestly disclaiming everything in the way
of a technical knowledge of art, and depreciating
~
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his ability as a critic, it is nevertheless exhilarating to
hear him discuss his paintings, for he comprehends
and appreciates as few can the spirit of each of his
masterpieces. His comprehension of human nature 1s
- so accurate and profound, and his sympathy so strong
and warm, that he analyzes-the ideas embodied in a
picture with a clearness and vividness that are intui-
tive and eloquent. The creations of genius which
adorn his home are not to him mere ornaments; they
have a life into which he enters. His favorite among
all of his pictures is a representation of two beautiful
children, who, just waked up from their wholesome
and untroubled slumbers, idealize the freshness, inno-
cence, and sweetness of babyhood. “My children,”
he fondly terms them, and he salutes thew as tenderly
as though they were of flesh and blood. To children
he seems scarcely older than themselves, so unreserv-
edly does he enter into their little games and antics,
even to rolling with them on the floor, if they wish.
Apropos of this, his unselfish and aflectionate interest
in friendless boys is a notable indication of the man.
They frequently call on him to ask for employment,
and it is singular and pleasing to know that he will
give up to conversation with them whole hours at
-times, when these hours have a large commercial
value. Had he no sentiment in the matter, he would
find it cheaper to give them hundreds of dollars, and
dismiss them with a word. Of course he can find
work for but few of the boys that come to him, but
his talks with them have often revealed opportunities
which they never dreamed of, and sent them out
from his presence bold and hopeful, to take hold of
whatever lay nearest to them, so long as it was
honest labor. His experience and his kindly manner
render him an agreeable and helpful adviser. In
more than one instance has he been the means of
making a useful man out of a boy with the “right
stuff” in him. Where such a result has come from
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his aid I verily believe he enjoys the contemplation
of it more than the building of a new railway.

A boy stood before him one day in his private
office while a crowd waited in the anteroom. He
could not give him work; this he had told the lad,
who, being destitute, far from his home in the country,
and without a relative or friend in the great city of
New York, saw no hope for himself save in the
fatherly and sympathetic man, who, step by step, was
getting closer and closer to his heart, and finding out
all about him. When there seemed no alternative
for him but a direct appeal for aid, for he was hungry,
he said: “ Mr Huntington, won’t you let me have
fifty cents to get dinner!” ¢ Fifty cents!” replied
Mr Huntington, with well-feigned amazement; “ why,
you could live in New York a whole week on fifty
cents.” And he showed him how he could do so
if need be, and added: “If T were to give or lend
you fifty cents it might ruin you. You should never
borrow unless you can give good security; you can’t
do that. And there is nothing in the world so bad
for a boy starting out in life as to depend on anybody
but himself for the money that he needs and can earn.
I would give you fifty cents, because you have a
good face, but I am afraid to. Your worst enemy
could not do you a greater harm than to give you
money. If you will, you can go out and earn it,
and I know you will. You want to be your own
master. You want to be independent. You can’t
afford to owe anybody any money. You want all
your strength and courage, don’t you? Yes; well,
charity or borrowed money would make you weak
and dependent. Now, TI'll tell you. As I came
along this morning I saw a lot of men paving the
strdet with_esbbles. I'll tell you where they are
worki You go there and say to the head man
you arc hunurv and want to work long enough to
earn three cents and that he can tell you when he
thinks you have done enough work for that much
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money. He'll give you the job, surely. But there
are other ways of making a start. Follow the
first cart you see loaded with coal. Be on hand
when the cart stops, and help to stow the coal away
for whatever you can get. I like your face. You
are a good, bright boy. You can get on if you will,
and 1 am sure you will.” The lad went away bold
and strong, and it was not long before he was carrying,
in a dry-goods box, a load of coal up to a fifth story
lodging. His first job made him master of himself,
with seventy-five cents to demonstrate the fact. Mr
Huntington did not know just what had become of
his young friend from the country until several years
had gore by, when the latter accosted him one day
as he was passing, and with grateful acknowledgments
told him his story of substantial success already, and
of flattering business prospects for the future. The
moral involved was so practically brought out that
some benevolent people in New York prepared a
tract with this incident for its text. The good that
it has done and ever will do no one can measure.

Mr Huntington is a reader of books, and has a
large library of well-selected volumes. He has known
how to use the leisure at his command wisely, and
has made himself familiar with the best authors. It
is not strange that the boy who found Plutarch’s Lives
an entertaining friend of his solitary moments should
through life retain a great love for history, and learn
to know intimately the great men who have impressed
their personality upon the world; but it seems almost
incongruous that a man who during his whole life
has been engrossed in commerce should find consola-
tion and delight in the poets. Yet such is the fact,
and it affords a pleasant approach to the sunny side
of this strong and pronounced character. Poems that
sound the depths of the human heart, appealing to its
sympathies at once tender and noble, fascinate him.
Among his favorites is George Crabbe. The notes
of war and strife, and the praises of valor fall upon
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his ears rather indifferently; but in the babbling of
the brooks, and the soft murmurings of ‘the great fir-
trees in the Sierra, among which he loved to wander
alone in the earlier days of his pioneer life, there is
the perpetual voice of music and scng.

Like most men of marked character, he is reveren-
tial; and in the presence of nature contemplates with
awe .and a keen sense of his littleness these things
which he cannot control or comprehend. If he has
no positive religious opinions of his own, he never dis-

‘gztes the right of others to possess and express theirs,

lieving it to be wholesome that everybody should
have the privilegeof enjoying his own faith. Although
h#& parents were presbyterians, he has himself leaned
somewhat toward the universalists, a tendency to
sectarianism influenced, no doubt, quite as much by
the preacher as by scripture, for he had a profound
respect and admiration for his friend Dr Chapin of
New York, and enjoyed hearing him talk, because he
said things that one had to remember. In other
words, Mr Huntington is a man of judicial mind, a
patient listener to the evidences of christianity, sym-
pathetic in disposition, and appreciative of all who,
honest in belief, make religion an actuality by leading

. })ure lives. He is not disputatious in any regard, and

east of all with reference to that which transcends

"his reasoning powers.

Mr Huntington calls himself unlettered, but I
consider him educated in the broadest and deepest
sense of the term. No collegiate course could, in my
judgment, have enabled him to succeed as fully in
the enterprises undertaken by him, or qualified him
to fill as useful a position in life, as he has grown
into by his own native force and individual efforts.
Indeed, the chances are that a collegiate education,
particularly a classical course, would have proved the
ruin of his finest qualities, originality and indepen-
dence. For the accomplishment-of all the great
things he has done, not only a great nature was
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needed, but a mind asserting itself largely in its own
way, and unhampered; in contrast with this force a
mere artificial product of the schools is a lame and
impotent creature.

Had his environment been suitable, he would cer-
tainly have earned success in scholarship, or any
other department of: life, and would have won, as
in railroading, a leading place among the first men of
the nation. What he has achieved is a sufficient
criterion of his capability. His life affords an instance
of exceptional faculties, symmetrically developed in
the school of observation and experience. ‘“Heaven

helps those who help themselves,” as exemplified in

his life, is a well-tried maxim. It embodies, in a
.small compass, the results of. vast human experience.
The spirit of self-help is at the root of genuine growth
in the individual, and as an element in American
character it constitutes the strength of our nation.
Mr Huntington furnishes an example of what all may
accomplish according to the measure of their natural
gifts, by the power of patient purpose, resolute work-
ing, and steadfast integrity, for their own proper
aggrandizement, and, at the same time, for the still
wider benefit of others. He must, therefore, be
Jjudged by his own standard. :

- There are those whose claim to .distinction rests
upon the place they fill in the public mind by virtue
of official position. At no time in Huntington’s life
could he be classed with the politicians. This has
been due largely to a singular absence in his mind
of any desire for distinction merely for its own
sake. TIf at any time he has been beset by personal
ambition, it has been for the accomplishment of large
undertakings in finance and commerce. High station
in public life, in the common mind, justifies the claim
to individual distinction. The discharge of public
functions affords a standard of comparison among men
who have filled.the same office. A president of the
United States may leave the impression of his per-

.
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sonality upon the history of his country, and the
measures of public policy inaugurated by him may
be brought into comparison with the policies of
the long line of presidents in which he stands. A
senator roay disclose the great qualities of his mind
by originating measures of statesmanship; in short,
official stations, having a direct bearing upon the
affairs of all men, bring those occupying them under
general observation. %he fact that a man is presi-
dent, or United States senator, carries with it the
presumption that he possesses fitness for the office.
The extent to which this presumption is fair no one
knows better than Mr Huntington, for there are
few notable men in the politics of the nation during
the last twenty-five or thirty years whose measure
he has not taken. But there are many to whom
such a classification among the presumptively great
is sufficient. Of one who has achieved wealth by
great enterprises, as broad in their beneficen® as
the entirc basis of modern civilization, it may be said
that he has won a more solid distinction than can
possibly be conferred by mere official prominence.

The history of human progress presents a constant
succession of dramatic spectacles. The representa-
tive thought of any time determines the dramatic
plane. The chief actors become the heroes of history;
to them are committed the great réles, and around
them revolve the minor parts. Thus the history of
any distinguished individual, and the times in which
he achieved distinction, are so completely introactive
as to lose almost entirely dramatic coherency, unless
presented at a single view.

The distinguishing feature of the times in which
Mr Huntington has borne so conspicuous a part was
that of material developmae®t. ~During the past fifty
years, and covering the period of his prothinence upon
the stage of public affairs, the American republic-has
grown into a vast empire of wealth and population.
1ts strides have been marked by a constantly advanc-

A
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ing frontier, and vast areas have been laid under the
subsiding sceptre of industry and enterprise. It will
remain forever a remarkable period of our country’s
growth. Hereafter its progress will be by less
phenomenal steps. The development of the past fifty
years has produced on this continent-conditions in
some respects more nearly analogous to those of the
older civilizations. The tidal wave of progress has
already passed over the most fertile and most import-.
ant areas of national domain. The social, financial,
and commercial conditions of the future will be less
alluvial in their character, and resemble more the
ranite formation of longer historic periods. The
uture history of our growth must supervene upon
developed rather than primitive values. The past
fifty years of our history will. therefore, as already
indicated, mark the most phenomenal period of our
growth. It was a time rich in opportunities for dis-
tinction. Its history when fully written will present
a succession of eras far more interesting in their
dramatic action than the crimson pages which record
the triumph of arms or embellish the annals of con-
quest. In common with all great historic eras, it will
not be wanting in great personalities; men whose
- strong character and symmetrically rounded great-
ness appear as the controlling moving spirits -of the
time; men to whom were committed the great parts
of the actual drama as the great parts on the stage
are committed to the highest genius; and among
these the name of Collis P. Huntington will take
rank second to none.

To have filled the most exalted station among men
can be of itself, however, only an unsubstantial achieve-
ment, if the virtues which led to that exaltation, as
exemplified in one’s acts, were confined to the mortal
limits of existence. Were the indestructible forces
engendered and applied by the most powerful and best
man if the world re-distributed at his death, his exist-
ence would not be superior only in finite value to that
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of the weakest and most insignificant of his contem-
poraries. “True distinction is tested by the lasting and
infinite quality of our acts. A rare individuality, the
organism of an age, should be transmitted in its en-
tirety as an actual and ever-acting power for good -
among our fellow-beings on this earth. This is an
immortality upon which, being terrestrial and tangible,
all may agree. If the spirit of the great actor can be
breathed into a perpetual and universal monument,
such as it is the highest function of the student of
character to erect, and save the results of a useful life
from that dissolution which no pen can arrest, the in-
dividual intelligence, the moral agent, the social factor
shall outlast even the hills, for the edification and
delight not only of those who personally cherish
the name about which this history clusters, but co-
extensively also, for the help and admiration of the
entire brotherhood of man.




CHAPTER IIL

ROUTES AND TRANSPORTATION—CALIFORNIA.

ABORIGINAL AND PASTORAL CALIFORNTIA—THE MEX10AN CARRETA—THE ERA
OF GOLD—STEAMBOATING ON RIVER AND Bay—BoaT-BUILDING—COMPE-
TITION—DISASTERS—CALIFORNIA STEAM NAVIGATION CoMPANY—PROS-
PERITY AND RaPID Dnvm)orm‘r—}hvxuuon oF THE CoLORADO RIVER
—FREIGHTING —WAGON-ROADS AND WaAGON-RoAD TrA¥FIO— EARLY
FERRIES AND BRIDGES.

CHiLprEN of earth have no conception of transpor-
tation, and the ideas of the Franciscan fathers, who
introduced "beasts of burden in California, were but
little in advance of them. True, they had horses,
oxen, and the carreta, but no wagon roads.

Before mining was begun in California, and extra-
ordinary requirements for transportation were called -
for; horses were slaughtered by thousands simply
to reduce their numbers; but their value rose with
their usefulness; and although the sullen-tempered
and often too vicious Californian horses were less
esteemed than imported stock, they became a source of
wealth to their owners. When overland immigration
set in, on & number of ranchos purchased by or granted
to Americans were placed the superior draught ani-
mals of the United States, with the wagons which
had rolled all the way from the Missouri to the Sacra-
mento. In the autumn of 1848 caravans of ox-teams -
with wagon-loads of provisions, tools, and lumber,
pioneered their way into California from Oregon, and
were eagerly purchased for transportation by the sea-
- brought gold-seekers and merchant-adventurers who
had cargoes for the mines. But owing to the want
of improved wagon-roads, pack-animals were chiefly
relied on, and particularly the mountain-scaling mule

(128)
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brought a good price for his qualities of toughness
and surefootedness.

While this was the condition of land traffic no com-
munication by water could be said to exist, although
Captain Sutter of New Helvetia kept a schooner of
seventeen tons which he had some time purchased
from the Russian American company. This launch
had an Indian crew, and was used for trading pur-
poses and also to bring letters or news from Yerba
Buena. But the common carrier was unknown in the
land before the advent of the gold-seekers.

The strict chronicler must not forget to mention
that the schooner Isabella, of the Hudson’s Bay com-
pany, spent eight days in the Sacramento river in
1839, sailed up to Sutter fort and afforded the natives
the sensation of beholding this white-winged stranger
from they knew not where, and whose mission was to
them a mystery.

In October 1847 the Russian bark Noslednich came
down from the north, having on board a small steamer
which had been disjointed for the convenience of
stowing. It was owned by Captain William A. Lei-
desdorff, who had it put together and set afloat to
gather hides, and perform any profitable service. It
was never properly christened according to shipmas-
ters’ customs, but was commonly known as the Sitka.
It made one trip to New Helvetia, starting November
28, 1847, and was sunk by 4 southeast gale the day fol-
lowing its return some time in Decem%)er, where now
is Battery street, San Francisco. It was hauled up
by oxen to the present Montgomery street; the engine
was taken out and the boat altered into a schooner-
yacht, which was christened the Rainbow ; after the
discovery of gold it ran as a packet on the Sacramento
river.

Previous to the gold discovery at his mill, Sutter
had in his service the White Pinnace, an open yacht-
boat, rowed by six aboriginals, which in 1847-8 ran
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in connection with a boat from Yerba Buena ‘as punct-
ually as your Marysville boats do now with the San
Francisco steamers,” said a former agent of the line.
The Indian Queen was a sloop of ten tons, commanded
by Perry MicCoon, which in busy seasons made occa-
sional trips up the river. These vessels ran up the
Yuba as far as New Mecklenberg, now Marysville.
The Mormons in San Joaquin valley in 1847 owned -

a small sloop, Wimmer master, which navigated that -~

stream ; and Peter Lassen used to come down from
his rancho once or twice a year in a dugout made
from the trunk of .a sycamere tree, and this completed
the mosquito fleet of those years. The points at which
the trading vessels touched were Nicholas Algiers’
place, the embarcadero of Bear creek ; Hardy’s, at the
mouth of the Feather river; Sutterville, Brazonia,
Montezuma, and Benicia. In 1848-9 a wagon ran
between New Mecklenberg and Daniel Silles’ rancho
in the upper valley of the Sacramento, which con-
nected with the sloops, and this is probably the ear-
liest wagon route for the use of the public in California.

The schooner Providence, of about 100 tons, was the
next common carrier; and in March 1849 the Chilian .
brig Eliadora, owned by Sam Brannan, and the Peru-
vian bark Guipuzcoana, owned by Hensley, Reading
& Co., both of a tonnage excéeding 250, ascended the
river to the newly laid out town of Sacramento, where
they were deserted by their crews, and left to decay.
The next square-rigged vessel to ascend the Sacra-
mento was the bark Whition, Captain Gelston, of 241
tons, which in May 1849 went up with her royal
yards crossed, drawing nine and a half feet of water,
in seventy-two hours from San Francisco, “a feat
unprecedented in river navigation,” said the Placer
Temes of May 18, 1850. She carried up the first
cargo “direct from the United States.” Before mid-
summer there were as many as twenty vessels at the
Sacramento landing, and from June to September a
regular line of schooners plied between that point and
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San Francisco. In the latter half of the year steam
on the rivers began to take the place of oars and sails.

A stern-whee% scow was built at Sutter’s embarca-
dero in September 1849, owned by Simmons, Hutch-
inson & Co. and Smith, Beasley & Co. of Sutterville,
to run on the river above the mouth of the American.
Her first trip was to Coloma, and on her return she
struck a snag, and was sunk, but was afterward raised,
refitted, and her name changed from Lady Washington
to Ohio. The first side-wheel steamer on these waters
was the property of the Boston and California Min-
ing and Trading expedition, which incorporated with
a membership of 150, each member subscribing $300.
With the resulting capital the company purchased the
ship Edward Everett, of 700 tons, loaded her with an
assorted cargo, in which was a boiler, engine, and
machinery, with lumber to build a small steamboat.
The frame of the boat was worked out on the deck of
the ship after striking the trade winds this side of
Valparaiso. The Everett arrived in San Francisco bay
July 6, 1849, and the same month, after the cargo was
disposed of, went up to Benicia, where the keel of the
little steamer was laid on the 13th. On the 12th of
August, being completed with the exception of her
boiler, she was launched, and made her trial trip on
the 15th. She made three trips to Sacramento, when
she was purchased by some quartz-miners from Nevada
City, who transferred her machinery to their mine,
where it was used to run the first steam quartz-mill
in the state. The hull was used as a ferry-boat at
Frémont, twenty miles above Sacramento. There
has been a controversy about-the name given to this
steamboat. By some she is called the Pioneer, and
by others the Edward Everett, Jr. She was about
eighty feet long, and had a capacity of sixty tons.
Her history from first to last well illustrates Ameri-
can enterprise and readiness of invention.

The next side-wheel steamboat in the inland waters
of California was also brought out by ship, and put
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together here. She was named the Sacramento, and

ran between that city and New York-of-the-Pacific, a

town located near the mouth of the San Joaquin, and
which never became distinguished. There connection
was made with the schooner James L. Day and others to.
San Francisco. She was partly owned and was com-

manded by John Van Pelt, and her owners realized

from her sale the sum of $40,000. Soon after followed

the Mint, a small affair; then the propeller McKim,

Captain Brenham, of 400 tons burden, which was

received on her first trip to Sacramento with shouts

of joy, cannonading, and speeches. The McKim was

sent from New Orleans in 1848 via Magellan’s straits,

and did not arrive until late in 1849. She was sunk

near Benicia in the summer of 1850, but was raised,

and sent out into the ocean. She was once beached

in a gale at Crescent City, but floated gently off on

the next tide, and was in San Francisco before the

arrival of those sent thither to report the disaster.

Closely following her career on the river came the
Senator, Captain Lafayette Maynard, of 500 tons,
owned and brought out to this coast, via Cape Horn,
by Jmaes Cunningham of East Boston, afterward
father-in-law of D. O. Mills. After an uneventful
voyage, she arrived on the 27th of October, 1849. The
sluggishness of the McKim caused the Senator to be
preferred by passengers. Both boats made a great deal
of money. During her first year the Senator’s net profit
was $60,000 a month, with fare thirty doliars to Sac-
rawento, ten dollars extra for a stateroom, forty to
fifty dollars a ton for freight, and two dollars for a
meal. These prices were lowered a year or two later,
to ten dollars passenger fare to Sacramento, and eight
dollars a ton fcr freight.

The next boat that appeared in these waters was
the Lawrence, brought out by a New Bedford company
in November 1849, and put on the route between San
Francisco and Stockton, but subsequently sold to
another company, and sent up the Feather river to
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Marysville. Above Feather river, on the Sacramento,
was running the Lucy Long, named in admiration of
the negro melody whose refrain was,

‘0, take your time, Miss Lycy,”

and it is said that this craft, which was a flat-bottomed
scow, did take her time, being nine days in making a
voyage from Benicia, where she was built, to Sacra-
mento. Her passengers having no protection from
the weather, which was inclement at this season,
except that afforded by a shed erected over the engine,
found the excursion anything but agreeable.

Next after the Lawrence was the Linda, followed
quickly by the Gold Hunter, 175 feet in length and 26
feet beam, with two spacious cabins and berths for 100
passengers. Conillard was her agent and Joseph-Spin-
ney master or first mate under Conillard. T. A. Hall
afterward commanded the Gold Hunter. Steamboats
multiplied with marvellous rapidity in 1850. For some
time after shipping began to arrive and steamers were
running to Sacramento and other towns, there were
no wharves to accommodate commerce. In this exi-
gency a barge was rented at $150 a day, and employed
in lightering vessels. Such a barge was sold in 1849
for $4,000 to a company organized to land cargoes,

while on the same day a large three-masted shipbsold

for $3,000, being of less value than the lighter. The
demand of course regulated the price.

The first ferry-boat between San Francisco and
Oakland was a little side-wheel steamer—the Hector—
Captain Brown, in 1849. The Dolphin, little larger
than the fish it was named after, ran between San
Francisco and Napa in 1850. The Contra Costa
Ferry company was organized by Charles Minturn, -
who came out on the Senafor as agent for her owners,
and who put on the iron steamboat Erastus Corning,
which was brought out from the eastin pieces and
put together here. Subsequently he had running
across the bay the steamers Contra Costa, Red Jacket,
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and Jack Hays. Minturn died in 1873 at which time
the Contra Costa, Clinton, and Petaluma were still
owned by the company he founded in 1849.

The rapidity with which boats and vessels were
placed upon California waters is almost past compre-
hension. The Alta of August 31, 1849, gives the
following names of sailing craft plying upon the Sac-
ramento and San Joaquin rivers: Kanai, Odd Fellow,
Placer, Rialto, Olivia, Constellation, Felix, Iowa, Caro-
lina, San Blasina, Adelia, Mazatlan, Empire, Eclipse,
Valasco, Phoeniz, Sagadahock, Elbe, Liberto, Chance,
Spry, Rawnbow, Alice, Veloz, Lola, Union, 6th June,
Zack Johnson, Laura, Emily Jane, Louisa, Nuevo Her-
manos, Milman, Plymouth Star, Mary, Charles and
Edward, Diana, Sophia, Roe, Ann, Sea Witch, Patuxet,
and Enterprise.

The construction of small sailers was extensively
carried on, and in 1850 important works for the con-
struction and repair of boats of all classes were in
operation in the suburb of Happy valley, fronting the
bay of San Francisco, south of Market street. Most
of the work done here was in putting together num-
erous steamboats, the materials for which were sent
out from the east by sailing vessels. Some, however,
were built altogether, except the engines, on the
ground. The steamer Tehama, 120 feet 1n length, was
designed and completed ready for her machinery in
twenty days, and was safely launched by her owner,
Captain Farwell, May 10, 1850.

Following are steam vessels employed in 1850:

VESSEL. TONNAGE. | VESSEL. TONNAGE.
Senator............c....|ieinnn 755 ||Phenix.....ccovvieeeeei)enennn. 24
told Hunter............|...... 435 [Linda.............cc.oc]ienen, 523
El Dorado........couuifoenae, 153 [New England...........|....... 21
McKim..............o ol 326% | Lawrence...................... 36%
Hartford.......ccoeenafoinnn. 251 IStar.......coveeveennifiinnnns 20
Governor Dana. «c.......{...... 67 i Excel and ScoOW..cear..feunnane s
Sacramento ....c....o00f.. ..., 383l ABtDa. ... iieiirenienne]ennnns 19

uba...ieieieeiiiiiiiniiiaaa.. 28 [Jack Hays.......covvuuifennnnnn 42
Steamers.................... 16. Total Tonnage............. 2,2694.
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If sailing craft multiplied so did steamboats. These
were chiefly at first of small size and capacity, but
their number made up for any lack of tonnage. With
the high rates of freight prevailing and the immense
volume of traffic, it became apparent that steamers
could be employed at a profit, notwithstanding the
great cost of fuel and of their voyage or transporta-
tion around the Horn. Many of them indeed cleared
their first cost within a year or two, for freights for
short distances averaged nearly one dollar a ton per
mile, and the charge for passengers was about in the -
same proportion.

Sea-going sailing-vessels as well as sea-going steam-
ers ran up as far as Sacramento to unload their car-
goes. In 1850 there were lying at the landings for
this place the Crescent ; the barks Dudley, Agnes, Dimon,
William O. Alden, America, Laura Snow, San Francisco,
Success, Anna Reynolds ; brigs, Forest, Christina, Ceylon,
Globe, Margaret, Metropolis, Anna Julia, Crocus, G. W.
Cater, Arcadian, Perfect, Quaddy Belle ; brigatines, Wol-
cott, Cayuga, San Jacinto, Ruth, Samuel French, Amelia,
Agate; schooners, Lambert, Suydam, Ada Marye, Cur-
lew, Sarak Lavinia, Elizabeth B., Montague, E. L. Frost,
E. A. Slicer, Chesapeake, Francisco, Santiago, and Gen-
eral Worth, besides the abandoned vessels La Grange
used as a prison, and the Guipuzcoana, Orb, Eliza, and
Elioden, used as storeships. On the north bank of
the river were the barks New England, William Joy,
Natalie, Ezpleta, Ninns, Perseverance, Bolton, Linda,
Harriet Thompson ; brigs, Gulnare, Sterling, Tecumseh,
Sea Eagle, Hodgson, Oniota ; schooners, Mexican and
Eugene, the total tonnage of all of which added to that
of the steamers was 14,475. -

Sacramento was in early mining times the inland
metropolis of California, although as mining discov-
eries extended other points became termini of river
navigation. Thus Stockton was the capital of the
southern mines, and had its lines of vessels and stean-
boats, The first navigation to Stockton was per-
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formed in 1848 by whale-boats belonging to C. M.
Weber. These were followed by the sloop Maria,
owned also by Weber, followed by numerous sailing-
vessels, which being abandoned and dismantled in the
stream, obstructed navigation to such an extent that
the merchants of Stockton in February 1850 peti-
tioned Weber for their removal, the town-site belong-
ing to this enterprising pioneer. The first steamer
which visited this port was the Merrimac, in August
1849, which was built in Newburyport, Massachu-
setts, taken to pieces and shipped to-San Francisco
where it was put together again. Following soon
after were the Mint and Maunsell White. The John A.
Sutter, Captain Warren, was put on the Stockton
route about the same time, and was withdrawn in June
1850, having netted her owners $300,000, and while
on a trip to Marysville not long after exploded her
boiler and became a total wreck. The El Dorado, a
side-wheel steamer, Robertson captain, took the place
of the Sufter, under the same captain, charging $18
cabin passage, $12 deck passage, and $20 a ton for
freight. Traffic increasing, the William Robinson,
Charles Emmerson captain, was put upon the route in
June 1850, and the Mariposa, Captain Farwell in
July—the latter as an opposition to the two former
boats, which had combined to keep up prices. Stock-
ton merchants agreed with the Mariposa’s captain to
give him all their freight at a reasable rate if he would
run regularly on this route; but their hopes were
dashed by the manceuvre of the combination in put-
ting freight down to four dollars a ton, when the Mar-
iposa joined the combination and prices went up to
former figures. In 1851 there followed the Union,
Captain Thomas Seeley, in January, and the Sagamore
in October. The latter exploded her boilers Novem-
ber 1, 1851, as she was leaving her wharf in San
Francisco, heavily loaded and crowded with passen-
gers, over fifty persons being killed or severely injured.
On the same evening the Mariposa collided with the
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West Point, Captain D S. Kelsey, in Suisun bay, and
sank to the water level, but her passengers were safely
transferred to the El Dorado. The Tehama took the
place of the Sagamore, also reducing the fare one-third.
In December the Erastus Corning was placed upon the
San Joaquin, and the Mariposa being repaired resumed
business in 1852. The Erastus Corning put deck pas-
sage down to $1.50.

The Yuba river had also its share of the early
transportation business, and began it even earlier than
the San Joaquin, for in April 1848 an advertisement
appeared in the California signed by T. Cordua, to
the effect that he would run monthly a ‘“safe and
commodious launch” from New Mecklenberg, to San
Francisco, touching at several points along the route,
which connected at the upper and with “a horse-
wagon,” which ran regularly to Mr Daniel Silles’ in
the upper valley of the Sacramento. Why to Mr
Silles’” does not appear, but it is fair to suppose that
Mr Silles owned the wagon, and besides liking to get
the monthly news from below, he made a few dollars.

The early part of the winter of 1848-9 being a dry '
one, and the water in Feather river very low, vessels '

could sail up no farther than the mouth of this branch
of the Sacramento, where cargoes were landed for the
northern mines. In thespring, however, heavy rains
having fallen, whale-boats carried passengers up as

far as Johnson’s crossing of Bear river, passing over
=)

inundated lands, and a number of vessels unloaded at

the mouth of Yuba river, where a cjty had been laid

out. By July the river was again low, a launch of

fifteen tons, belonging to Nicolaus Allgeier being the

best means of freight transportation to Yuba City or

Marysville, while whale-boats continued to carry pas-
sengers. However, in the autumn schooners which
had come around the Horn went up Feather river as
far as Nicolaus, and a government vessel with supplies
for Camp Far West landed its cargo at the same
place, whence it was carried in wagons to the fort.
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The winter of 1849-50 being a season of flood
greatly assisted transportation, and steamers having
become sufficiently numerous to seek out all the trav-
elled routes made their appearance at Marysville. An
association called the Linda company, which came
around Cape Horn in a vessel named Linda late in
1849, brought with them the machinery for a small,
stern-wheel steamer, which”was transferred to a scow
at Sacramento, and the steamer Linda was the result,
which was immediately loaded with a cargo for a
merchant at Barton bar on Feather river, and made
two trips before the year was out, David Hall being
captain. She was soon followed by the Lawrence,
which has disputed priority with the Linda, and in
April 1850 by the Governor Dana, a stern-wheeler of
about eighty tons. This boat was built by General”
Veazie and Nathaniel Lord at Bangor in 1849, to ply
on the Penobscot river in opposition to a monopoly
to which the legislature of Maine had granted the
exclusive right of navigating that stream. An injunc-
tion being issued which prevented her running on this
river, she was taken to pieces, and sent out to Cali-
fornia on the bark Rio Grande. On being recon- --
structed she was commanded by W. R. Young. Such
curious individual histories had many of these early
steamboats.

. In April 1850 the fare to San Francisco from Marys-
ville was thirty-five dollars. On the 27th of August
there were twenty-four sailing-vessels at the landin

at Marysville. In the latter months of 1850 the
Feather river was again low, and steam navigation
was suspended, sail-boats and stages taking passen-
gers above Sacramento until November, when the
Governor Dana resumed business on this stream. In
1851 the Marysville, Captain J. A. Payne, ran twice
a week between Marysville and Sacramento, and
the Miner weekly between Marysville and San Fran-

cisco. The Union line also ran the Congdawe, Cap-
tain J. P. Gannett, and the Wilson G. Hunt on the

/N



T

134 ROUTES AND TRANSPORTATION—CALIFORNIA.

same route. The Hunt was sent out from New York
in March 1850, but meeting foul weather, and having
to put in to the Bermudas for repairs, arrived late in
the year. She was commanded by Captain E. C. M.
Chadwick. In July the Orient, which was built in San
Francisco expressly for the route between Sacramento
and Marysville, started on its mission in July 1851.
During the twenty-four hours previous to August 2d
seven steamers with full freights were landed a:%\larys-
ville, namely, Kennebec, Yuba, Marysville, Maunsell
White, Benicia, Orient, and Game Cock. Later in
August the Gabriel Winter ran between Sacramento
and Vernon City, connecting with stages for Marys-
ville. The Fawn, a small steamer, was blown up on
Feather river August 16th. In November the
steamer Camanche, owned by Captain J. A. Grant,
who commanded her, and Major P. B. Reading, and
which was built at Pittsburg for shipment to Sacra-
mento, was put on the upper Sacramento, touching
at Marysville. The Jack Hays, Captain W. Maine,
was also on this route, and was the first steamboat to
ascend the river to Tehama. '

So crowded was the river front at Marysville that
the court of sessions ordered to be prosecuted all per-
sons who kept boats and vessels at the landing an
unnecessary length of time, to the prejudice of the
convenience of others. Yet in December the Ameri-
can Eagle of the Merchants’ line, Captain William M.
Lubbock, commenced running on the route between
San Francisco and Marysville; and in January 1852
the Urilda, Captain Frisbie, twice a week. The J.
Bragdon, Captain Thomas W. Lyle, also made regu-
lar trips to San Francisco, while the Fashion, Captain
W.H. Taylor, belonged to the mail line between Sacra-
mento and Marysville. During January and Febru-
ary 1852 the Wilson G. Hunt, Confidence, and New
World were laid up for repairs.

The New World was one of several steamers which,
like the Hunt, Antelope, and Senator, rounded Cape




COMPETITION AND COMBINATION. 135

Horn, and plied either ocean or inland waters, but
was best adapted to the latter service. The com-
mander of this boat was Captain Hutchings, and she
was said to have run away from New York creditors.
However that may be, she had a varied experience
altogether, and has served in a number of companies
in California, and as far north as Puget sound and
British Columbia.

With all these steamers and many not yet mentioned
crowding the California bays and rivers, all eager to
secure a share, and a large one, of the golden profits,
active competition must ensue. Before 1851 there
was business for all, but after this period there were
more steamboats than were needed to take care of the
business —more, at all events, than could ask from
twelve to twenty dollars a trip to Sacramento, and
nearly twice that to Marysville. In 1852 the usual
fare was five dollars; often it was two ar two and a
half, and when the strife was greatest people were
invited to travel for nothing at all In May 1852 a
combination was made to raise fares and freight rates.
Formerly freight had been carried to Marysville for
fifteen dollars a ton weight, while now a ton measure-
ment was charged the same. A number of different
“lines” under various names divided the patronage.
Racing was indulged in, and sometimes with disas-
trous results. The steamer R. K. Page, while trying
her speed with the Governor Dana, exploded her boiler
March 22, 1853, killing and fatally wounding a con-
siderable number of passengers, and all her officers
and people except the bartender. She was rebuilt,
and put on the Sacramento and Marysville route under
the name of Nevada. The Plumas, a small steamer,
owned by E. G. Davis and A. A. Redington, which
appeared in August, having been built at Happy val-
ley, was wrecked in 1854 by running on a snag in the
Sacramento river, and totally lost. The Pike, built
in San Francisco in 1853, was a larger and handsomer



P

136 ROUTES AND TRANSPORTATION—CALIFORNIA.

vessel than any preceding it, except the sea-going
steamers before mentioned.

The steamboats not already named which were
employed in California inland waters in 1853 were the
Magor Tompkins, D. B. Moseby master; H. T. Clay,
William S. Murray master; California, Boobar mas-
ter; San Joaquin, William Moore master ; Santa Clara,
Warren master; New Star, Sampson master; Jenny
Lind, P. E. Le Fevre master; Helen Hensley, Chad-
wick master; Julia, Conklin master; Hartford, A. J.
Averill master; Dantel Moor, W. H. Taylor master ;
New Orleans, Wakeman master; Anielope, John Van

- Pelt master; Free Trade, Isaac Warren master ; Gazelle,

John Farish master; the Gem, Belle, Cornelia, Thomas
Hunt, -Missouri, Star,- Latona-Firefly, Phoenix, New Eng-
land, Bute, Grinnell, Goodman Castle, Martha Jane,
Boston, Colusa, Victor Constant, Kennebec, Commodore
Jones, Georgiana, Ion, Etna, Libertad, Cleopatra, Eudord,
Empire, Express, Caleb Cope, Willamette, Enterprise,
Martin_ Whate,  Dimon, Surprise, Queen City, a large
and finepsteamer built as an opposition boat by the
citizens of Marysville, and the Defender, also an oppo-
sition craft. Of twenty-five steamboats running on
the rivers in 1853,.four had an aggrega:: tonnage of
5,075, and a value of $1,086,000.

Of these early steamboats, hastily constructed and
imperfectly officered, not amenable to law, or, if so,
disregarding it at pleasure, comparatively few met

- with disasters. In 1850 the Pheenix, Mission, Star,

Martha Jane, and Sacramento were snagged on the
upper Sacramento, and the Marion had the same ill-
fortune at a later period. The Camanche was sunk
by colliding with the J. Bragdon January 5, 1853.
Ten lives were lost, and the cargo destroyed.. The
steamer was raised, and being refitted was put on the
line again. The Helen Hensley burst a flue while lying

Tat her wharf in San Francisco, with no loss of life.

The Pear! was blown up near the mouth of the Amer-
ican river, coming down from Marysville with a hun-
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dred passengers on board, sixty-seven of whom were
killed, and many wounded. Notwithstanding the
recklessness of the times, the steamboat losses on the
Sacramento and San Joaquin rivers bore no pro-
portion to those on the Mississippi and Missouri dur-
ing the same period. Greater care and improved
machinery in a great measure overcame the danger
of explosions, although on the 4th of April 1857 the
Contra Costa, a comparatively new boat, burst her
boiler, killing about a dozen persons, and severely
wounding many others. On the 29th of September
1866 the Julia, in the Stockton trade, exploded her
steam drum, scalding to death eight of the crew, and
injuring several others. In April 1863 the Ada Han-
cock, used as a lighter at San Pedro to take passengers
off to the ocean steamer, exploded, killing about sixty
persons.

Other disasters were recorded which had not even
carelessness, 1t was said, to excuse them. The Nevada,
an opposition boat on the route to Sacramento, which
was commanded and partly owned by Captain Kidd,
was wrecked, it was rumored, by the connivance of
the California Steam Navigation company. Another
boat, the Washoe, took the place of the Nevada, and
was run into while lying at the wharf at Benicia July
1, 1864, by the company’s steamer Yosemite, her pas-
sengers barely escaping with their lives, and some of
the crew being killed. In September following, hav-
ing been repaired and put again upon the route, the
Washoe exploded its boiler, causing the loss of one
‘hundred and fifty lives. The hull was sold to the
Oakland Ferry company, and converted into a ferry-
boat. In October following the Sophie McLane blew
up as she left the wharf at Suisun City, killing several
persons and wounding others. On the evening of the
5th of October 1865, the Yosemite, in the moment of
backing out from the wharf at Rio Vista, exploded
her boiler, shattering the whole fore part of the boat
above water, and killing thirty-four persons, chiefly
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Chinamen. By the explosion of the Pilot, in Petaluma
creek, in May 1883, twelve lives were lost, and by a
similar accident to the ferry-boat at Vallejo, in 1887,
about twenty-five persons met instant death.

One of the most appalling accidents connected with
steamboating in the inland waters occurred in 1868,
on the 4th of July, when, by the giving way of the
bridge or apron between the ferry-house and the
steamer El Capitan, one hundred persons were precip-
itated into the bay, and half of them drowned before
they could be rescued. Thus, over four hundred lives
have been sacrificed, which sufficient care and knowl-
edge might have saved. The percentage, statisticians
would assure us, is small compared to the great numn-
bers who travel, a consolation not appreciated by the
surviving friends of the lost. In 1872 the Pioneer
was sunk by a gale in San Pablo bay, but was subse-
quently raised. The S. M. Whipple sank in the bay
in 1875; and a considerable number of laden barges
have met with a similar fate at different times.

The profits of steam transportation for the first two
seasons were, as I have indicated, enormous, but the
multiplication of boats which competed for the carry-
ing business reduced fares and freights below a satis-
factory margin of earnings above expenses, and decided
the leading steamboat proprietors to combine their
property in an association, which, under the name of
the California Steam Navigation company, organized
March 1, 1854, with a capital stock of $2,500,000.

The associates were Charles Minturn, representing
the steamers Senator and New World, running to Sac-
ramento, and the Cornelia running to Stockton ; David
Van Pelt, representing the Antelope ; Richard Chenery
and R. M. Jessup, representing the Wilson G. Hunt,
Confidence, and Thomas Hunt, all running on the Sac-
ramento route; S. J. Hensley, James Whitney, and
William Norris, representing the Helen Hensley, and
Kate Kearney running to Stockton, and the Hartford
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a propeller running to Sacramento, the American
Eagle owned by William Lubbock and his brother
Henry Lubbock, and the Sophia, owned by Louis Mec-
Lane, the two last named on the Stockton route;
Thomas Liyle, representing the J. Bragdon, Urilda, and
Camanche, which were owned by Lyle, George Bar-
clay, Thomas Hope, and John Bosworth, and which
ran when the stage of water permitted it to Marysville.
The H. T. Clay and the Pike also belonged to the
original company, and subsequently A. A. Redington
conveyed to it the Gazelle, Plumas, Belle, Cleopatra,
and Gem. John Bensley was also one of the company.
The aggregate value of the steamers represented
was fixed at $1,250,070, and stock issued to the vari-
ous owners in sharesof $1,000 each. The entire capi-
“—talof $2,500,000 was paid up before August 1859, the
company ~hawvi aid in scrip to the stockholders
about $1,250,000 in~four.and a half years, besides
about fifty-eight per cent cash for the same time.
#The first. board of trustees consisted of Richard Che-
nery, Charles Minturn, Walter B. Minturn, H. N.
Squire, R. M. Jessup, Thomas W. Lyle, R. Hope,
Samuel J. Hensley, and James Whitney, Jr. The
first officers were: Chenery, president; Squires, vice-
president; Norris, secretary. Lyle was first agent
at Sacramento, soon succeeded by Redington, who
remained in this position until the disincorporation
of the company. F.F.Low was agent at Marysville,
and James Johnson at Stockton. The directors at
different times were Charles L. Low, F. F. Low, A.
. A. Redington, B. M. Hartshorne, William Norris, A.
Hayward, Louis McLane, Louis Cunningham, Sam-
_uel Soulé, William C. Ralston, N. C. Paddock, G. C.
Bodie, William H. Taylor, Lloyd Tevis, S. F. Butter-
worth, and William H. Moore, who are all well-known
business men of the Pacific coast. The tariff adopted
by the compauny after some rivalry with other lines
was : Passage to Sacramento, $10.00; to Stockton,
$8.00; Marysville, $12.00. Meals and berths were
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extra. Freight to Sacramento, $8.00 per ton; to
Stockton, $6.00 ; to Marysville, $15.00 ; to Red Bluff,
$50.00. Free passage was allowed to stockholders
owning ten shares, but the privijege being abused by
renting it to hotel runners and others, it was with-
drawn.

Soon after tha organization of the California Steam
Navigation company the merchants of Marysville, not
satisfied with the rates of passage and freight, formed
an association known as the Citizens’ Steam Naviga-
tion company of Marysville, with a capital of $200,-
000, of which $60,000 was at once subscribed, the
object being to break the older combination. Its offi-
cers were: John H. Jewett, president; William
Hawley, vice-president; H. Richardson, secretary;

. trustees, Jewett, Hawley, M. Cheeseman, M. Brum-

agim, Peter Decker, C. B. Macy, J. M. Ramirez, J.
T. O’Farrell, and J. E. Galloway. :
The first boat put on by this company was the
Enterprise, of 120 tons, which began running July 26,
1854, the charge for freight at this time by the old
company being twenty-five dollars per ton, which the
competition brought down to one dollar, while its
adherents supported a rate of twelve dollars by the
Marysville or Citizens’ line. The Sacramento com-
pany put fares down to twenty-five cents, and the
Citizens’ company to a dollar, both running their boats
to Marysville. The temptation of the merely nomi-

nal prices caused many merchants not in the new

combination to desert it for the more powerful oppo-
nent. Before the year was out the Citizens’ company
built and put on their line the Queen City, already
mentioned, a high-pressure boat which was capable of
a high rate of speed. In January 1855 the city of
Marysville voted, almost' unanimously, to subscribe
$100,000 to the stock of the Citizens’ company, and
the explosion of the Pearl which belonged to the old
line, the same month, gave a temporary advantage to
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the new company. It was soon found, however, that
both companies suffered by the too sharp opposition,
and a compromise was finally effected on the schedule
quoted above. _

In 1855 the California Steam Navigation company
subsidized the Queen City, and also placed on its line
to Marysville the Governor Dana, a new boat of that
name, J. S. Johnson master; the Cleopatra, W. H.
Taylor master; and the Sam Soulé, Henry Gilman
master. In the summer of 1858 the James Blair,
Captain W. S. Somers, and the Governor Dana, Cap-
tain M. Littleton, plied between Sacramento and
Marysville ; in the winter there were the Cleopatra
and Young America, the latter a large stern-wheel
boat built by the Citizens’ company, with the same
commanders, which was sunk near Marysville in
1865. In 1861 the Defiance, J. C. Gibson master,
belonging to the Citizens’ company, was on the Marys-
ville route, connecting at Sacramento with the J. T.
Wright for San Francisco. A small steamer, the
Swallow, was also running in this line at the same
time, and in the years between 1861 and 1870 the
Banner, Flora, and Yuba City Belle were put on this
route.

In 1871 the rivalry between the two companies
was ended by a transaction to be referred to presently.
A new line of steamers between Marysville and Sac-
ramento was started by D. E. Knight, W. T. Ellis,
and J. R. Rideout, who purchased the California-built
steamer C. M. Small, of 120 tons register, and placed
it on the route to San Francisco, and in 1875 built
the D. E. Knight, of 160 tons register, at Marysville.
These were both stern-wheel boats, intended for low
water, and for many years used as freight boats.
This company-ewned, besides, four barges which were
towed by their steamers, carrying from 100 to 350
tons each. The gradual filling up of the channel of
Feather river with mining debris finally rendered it
impossible for boats to reach Marysville landing, goods
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being deposited either at Yuba City or on the oppo-
site bank of Feather river, where they were trans-
ferred to wagons. But in 1887-8, some time after
the passage of an act by the legislature preventing
miners from washing debris into the streams in cer-
tain parts of the state, the navigability of the Feather
river had shown evidence of returning.

Coming back to the history’ of the California
Steam Navigation company—it pursued a career of
monopoly successfully for seventeen years. The pro-
gressive steps by which it accomplished its conquest
of the water transportation is succinctly shown in the
ensuing record. In 1855 the Eclipse, a large high-
pressure steamer, was sent out from Cincinnati, and
owned by Captain Lyle and others, was subsidized, laid
up, and finally broken up. The Thomas Hunt was
sent to China and there sold. The low-pressure
steamer Surprise, sent out from New York in 1856,
was purchased for $105,000 and with the Wilson G.
Hunt sent north to make money during the Fraser
river excitement. The latter remained on Puget
Sound, and the former was sent to China and sold.
The large low-pressure steamer Chrysopolis was built
by the company here in 1860, her engines being
shipped from New York. After running on the river
for a time she was remodelled and became the ferry-
boat Oakland, still in the service of the ferry company,
between Oakland mole and San Francisco. In Jan-

. uary 1863 the large high-pressure boat Nevada, built

by Kidd and others to run in opposition to the Cali-
fornia Navigation company, was wrecked at Cache
creek. The same year the company built the large
low-pressure steamer Yosemite for the Sacramento
trade; but in 1864, while leaving the landing at
Benicia, she collapsed her flues, causing great loss of
life. This boat was transferred after being refitted
to Fraser river, where she remained. In 1864 the
Washoe, built by Captain Kidd, after running a short
time collapsed her boilers, causing a great loss of life




CALIFORNIA AND MEXICAN STEAMSHIP COMPANY. 143

and being totally wrecked. About 1865 the company
purchased from Captain Wright the sea-going steam-
ers Brother Jonathan and Pacific, both of which have
since been lost, the former the same year and the
latter in 1875; and in 1866 purchased the propellers
Ajax and California, which had been used as transports
during the war, and were sent out here to be sold by
J. B. Dickinson. The 4jax ran for a short time to
the Sandwich islands, and afterward in the Oregon
trade, as did also the California. The same year the
company built the large low-pressure steamer Capital.
In the mean time the Orizaba and Active had been
added to the company’s fleet of sea-steamers, and in
1867 were sold, along with the Pacific, Senator, Ajax,
and California, to the California and Mexican Steam-
ship company, in which Ben Holladay owned the
controlling interest, the California Steam Navigation
company receiving $650,000 worth of the steamship
company’s stock 1n consideration of the sale. Two
years afterward Holladay purchased the company’s
interest for $450,000; and in 1871 the company sold
its entire property to the California Pacific Railroad
company for $620,000.

During the existence of the California Steam Navi-
gation company there was paid in dividends, in cash
and stock, about 324 per cent or 20 per cent per
annum ; and in the final closing up of the business 45
per cent of the capital stock was paid to the stock-
holders in cash, being about the amount originally
subscribed.

Some personal memoranda may not be out of place
here., Richard Chenery resigned the presidency in
1855, when S. J. Hensley was elected. Benjamin
Hartshorne was elected president in 1865, and Mr
Norris resigned the secretaryship, and S. O. Putnam
was elected in his place. In 1866 Hensley died. Of
the captains who have passed away are John and
* David Van Pelt, Ned Pool, Gannett, Seymour, George

Barclay, Ned Hope, Thomas Lyle, Thomas Seely,
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Chadwick, Weeks, Moseby, and Clark. Of the rest
there were living Thorne in 1888 in San Francisco,
Benjamin Hartshorne in New York, Spears in Bos-
ton, William H. Taylor of the Risdon Iron Works,
San Francisco, and Averill in Chicago. .

Of other men concerned in the company’s affairs,
Louis McLane resided in Baltimore; John Bensley
engaged in a variety of enterprises such as water and
gas companies and iron works in San Francisco, and
an irrigating canal scheme in San Joaquin county,
together with other projects for developing the coun-
try’s resources in a practical manner. William Norris,
who had been captain of a steamboat on the Missis-
sippi, after resigning the office of secretary in the
California company, became agent of Holladay’s line,
and finally vice-president of the North Pacific Trans-
portation company, in which office he remained during
the existence of this corporation, after which time he
became secretary of the Spring Valley Water com-
pany. Others connected with the navigation com-
panies as shareholders and directors were R. J.
Vandewater, P. B. Cornwall, John Bidwell, Thomas
O. Larkin, James Blair; and as captains,S. P. Put-
nam, Robert Haley, George S. Wright, William
Moore, Frank Cobner, Martin Bulger, James Free-
born, Charles Thorne, Baird, Hurlbut, Lewis, Foster,
Burns, Leslie, and Gorman.

That efforts were made to lessen the influence of
the California Steam Navigation company upon
business affairs, and how futile were those efforts, is
shown by the action of the legislature in 1856, which
appointed a committee to investigate the subject of
corporations, and of navigation companies in particu-
lar. It was declared that the entire carrying trade
of the Sacramento and its tributaries was performed
by two companies, and that they charged nearly six
cents per mile for first-class passage, and five cents
per ton per mile for freight. Some reduction had
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been made from former rates, but, contrasted with the
prices charged on river boats beyond the mountains,
they were still extortionate. Cabin passengers were
carried 1,600 miles on the Ohio and Mississippi, and
boarded and lodged for six or eight days, for twelve
dollars, or less than a cent a mile. The committee
therefore proposed to the legislature tb reduce the
tariff to three and a half cents per mile for first cabin
passage, two cents for deck passage, and three cents
per ton per mile for freight. It was shown that
twenty-one counties depended upon these two lines
for transportation, and that at the lowest estimate
Sacramento paid $172,800 more on freight annually
than it would pay if the rate were reduced to the
committee’s schedule. Multiplying this difference by
the number of counties supplied would show some
approximation to what they paid over and above what
they considered a fair profit to steamboat companies
on freight alone, while passenger fares amounted to
quite as much. Dividing the whole amount thus
paid by the number of persons in the counties served,
1t constituted a tax upon every man, woman, and child
of four dollars and nine cents per annum, or divided
among the actual-voters of these counties, it amounted
to twelve dollars and twenty-seven cents per man.
“Thus,” says the report, “it will be seen that twenty-
one counties pay annually a tax to two corporations
which amounts to a sum nearly one hundred thousand
dollars greater than the yearly revenue of the state.”

I quote this to show that at this early period the
people had commenced their attempts against trans-
portation companies which continued to a later period.
The report.referred to the fierce opposition which
had attempted to break the combination, but without
avail, and even named the following steamers which
were laid up, being hired by the California Navigation
company to lie still: Queen City, Enterprise, Defender,
Anna, Abernethy, and Eclipse.

I can ouly state further that the suggestions of the

C. B—-V. 10
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committee were not adopted, for in this legislature
the corporation seemed to have more friends than the
people? In 1860 the company, finding it an onerous
burden to be compelled to purchase “or subsidize all
the boats which might be placed upon the rivers, set
free all the tied-up steamers, and for a time freight
and fares were kept at low rates by an active compe-
tition. There were at that time forty-eight river-
boats completed, and four in process of construction.
Of these, twenty-four belonged to the California Steam
Navigation company, two to the Citizens’ company,
two to the Merchants’ Transportation company, two
to the Sauzalito Steam-tug and Water company, six
to the Contra Costa Ferry company, and twelve
were miscellaneous. But in 1868, when the California
Pacific Railroad company desired to purchase some
steamers to complete its line from Vallgjo to San
Francisco, it was compelled to go out of the state for
them. The company, which would permit no rival
in the state, did much to develop trade and improve
navigation, as well as to make travel agreeable by
elegantly appointed and commodious steamers, and to
give employment to a large number of persons. That
it might have done all this with smaller dividends its
critics were agreed. For seventeen years it continued
to tax the country for its three per cent a month, and
surrendered at last only to a superior power.

It was a change which revolutionized some kinds
of business, although the river trade being a sec-
ondary object with the railroads, the waters were free
to such companies or individuals as desired to venture
their means. Passenger traffic and fast freight fol-
lowed the railroads, but grain and produce from the
two great valleys were carried to San Francisco on
the light-draught steamers or the barges which they
towed, returning laden with merchandise. A new
California Steam Navigation company, with head-
quarters at Stockton, afterward sought to gain th(
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control of river transportation, but its history has
never resembled very closely that of the original.
California has few rivers navigable for any great
distance except the Sacramento and San Joaquin, and
few inland bodies of water besides. An attempt was
made to relieve the wants of the miners of San Joa-
quin county, after the great flood of 1861-2, when
the state of the country roads was such that no com-
munication could be had with fhem by land. Flour
was at a dollar a pound in the mines, and merchants
were anxious to take a cargo up while prices were
high.  In this emergency D. J. Locke, of Lockeford,
on the Mokelumne river, went to San Francisco and
chartered the Fanny Ann, commanded by John Hag-
gerty, a steamer 110 feet in length, which he loaded
with supplies, and despatched February 12th, with
orders to take two weeks if necessary in reaching his
town. The Fanny Ann met with no serious obstacles
in ascending the Mokelumne as far as Woodbridge, a
town owned by a Mr Woods, who, wishing to fix the
head of navigation at his place, made such represen-
tations to Haggerty that he was induced to unload at
Woodbridge, and when six days still remained of his
allotted time turned his back on these perilous waters
and returned to San Francisco. But Locke was not
the man to give in to such impediments, and going a
second time to San Francisco, he purchased a steamer
on condition that it should go to Lockeford. Loaded
with fifty tons of freight and sixty passengers, the
Pert, Captain Allen, made the trip successfully, and
was welcomed with loud plaudits at her landing. A
company was soon formed, consisting of D. J. Locke,
George D. Locke, Edwin Foster, and James Tall-
madge, called the Mokelumne Steam Navigation com-
pany, which purchased the Pert, the O. K., and the
~ Mary Ellen, which continued to ply on this river,
although not always able to ascend to Lockeford.
Out of the success of this organization grew the
Mokelumne River Improvement company in 1865,
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whose members were the steamboat owners and oth-
ers, and whose capital was eight hundred . shares, rep-
resenting $40,000; the benefits to be the right to
collect ten cents per ton on all freight which passed
on the river; and to entitle them to collect this tax
for twenty years they were bound to clear the river
for a certain distance, and within a given time. This
they did, and collected their tolls, having one suit at
law, but maintaining their right, which expired in
1885. But long before the twenty years had passed,
circumstances had so altered that there was nothing
for the:Mokelumne Steam Navigation company to.do.
The mining population whose wants first stimulated
its founders to the effort has passed away, a railroad
now carries freight as well as passengers, and there is
nothing left worth contending for, whife the Pert, the
pioneer in the company’s service, lies dismantled,
sunken, and filled with sand at Staples’ ferry, at the
crossing of the old trail from Stockton to the southern
mines. : :

Lake Tahoe is the only inland body of water on
which steam navigation is used, and that only since
1873. On the bay of San Francisco ply unnumbered
steam craft, running to the numerous minor bays,
inlets, and creeks which surround this magnificent
harbor. They help to make up the great sum of
transportation, but individually they are without any
interest. '

The Colorado river, owing to its wildness, and its
Ezsition on the southeastern border of the state, and

ing without settlements on either bank until more
recent years, has been slow in coming into repute asa
navigable stream. It is, nevertheless, a most interest-
ing river, with a not insignificant history, and it will
continue to influence commerce throughout this sec-
tion more and more as the centuries roll by. Born in
mid-continent, and interlocked with the Platte, the
Arkansas, and the Rio Bravo del Norte by its eastern
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branches, which drain the northwest portion of New
Mexico under the name of Grand river, its tributaries
on the north which form Green river intertwine with
those of the Yellowstone and other branches of the
Missouri, and with the Snake river branch of the
Columbia. After receiving the Grand, it flows through
a deselate land, and enters a cafion hundreds of feet
in depth and more than a hundred miles in length,
with abrupt walls of rock for long distances, and where
the force of the current dashing against them grinds
into smallest fragments any trunk of tree which the
floods of spring may have washed down from the crest
of the continent into its upper waters. Issuing from
this chasm, it flows more than four hundred miles
through an arid country, with but one tributary,
the Gila, something over a hundred miles from the
gulf of California. After receiving the Gila, its course
1s through a valley which is five hundred feet lower
than the level of the sea, and which eviderntly was
once a portion of the gulf into which the river
debouches, but is now a hot and waterless desert,
except in seasons of heavy rains, when the river
overflows its self-made dykes, and forms here and
there a bayou, the largest of which has been mistaken
for a river, although 1t flows from instead of into the
Colorado. Its shores are apparently simple mounds
" of sand or mud, with gullies between them, making
the country adjacent, to, the river entirely impracti-
cable for roads, and the river itself impossible to be
bridged, except at a few places at long distances apart.
The mountaiis in the lower Colorado region rise
abruptly from the plains, resembling large dykes, ter-
minating at top in sharp ridges, which a man could
bestride as he would a horse’s back. The current of
the Colorado is swift, and the water in the dry season
shallow ; in the rainy season it is a rushing volume of
red mud, resembling, except for its greater liquefac-
tion, the country through.which it flows bank-full,
the strange, uncompleted” appearance of the treeless
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landscape suggesting the world just after the Noah-
chian deluge. Its entrance from the gulf is obstructed
by an island parting its waters, which here also meet
a tidal wave nine feet in height which causes the
current to set in om one side with great velocity,
‘ and to ebb with equal force on the other; the nar-
5, row channels and the contrary currents making it
most dangerous ground for sailing-vessels. Such are
some of the natural features of this wonderful stream,
one of the four great rivers of the North American
continent and the least attractive of them all to the

navigator. .
Fernando Alarcon, who discovered the river in
1540, ascended it with twenty men in two boats 255
miles, according to his account, but possibly farther,
as he alleges that he came to where the mountains
through which the river ran made it impossible to
draw the boats, which could only be at the great
cafion. The navigator describes the narrow escape
from destruction which threatened his fleet of three

. vessels at the mouth of the river, and other explorers
later vainly attempted to stem the powerful current
at the entrance. :

About 1828 or 1829 Lieutenant Hardy of the
British navy, connected with a pearl-fishing company
in the gulf, surveyed the entrance and ascended the
river for ten or more miles, having a perilous expe-
rience. The tide running at the rate of nine miles an
hour threw his vessel on shore, where she lay for eight
days, being left on one occasion 150 feet from the
water, the flood and ebb tides having the same veloc-
ity and impinging upon each other, “ boiling up full

S eighteen inches above the surface, and roaring like
the rapids of Canada.”

"~ Following the conquest of California and the close
of the Mexican war, the different military expedi-
tions and the immigrations which followed the gold

N discoveries familiarized the American mind with the
crosging of the Colorado, and no more. - This was
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established at the junction of the Gila, where the
road from the Rio Grande near El Paso touched the
Colorado, and where the nature of the ground was
favorable. It was here that Fort Yuma was estab-
lished by Major Heintzelman in 1850—a mere camp
then—for the protection of the immigration, and the
problem of how to supply this post was that which
suggested the effort to navigate this river.

Camp Yuma was situated upon the bottom land
near the crossing, but Fort Yuma, constructed a little
later, was located on a rocky elevation at the junction
of’the two rivers, and about seventy feet in height,
through which the united rivers have forced their
way, although it would have seemed more natural
had they flowed around the obstruction, which is of
no great extent.

- Camp Yuma, which was abandoned during 1851,

had at first to be supplied by land from San Diego at

an enormous expense; but in June 1852 the letting -
for the transportation was given to contractors at

Benicia, who proposed to take the route by the gulf

and river at $120 per ton for the first cargo, and $50

for all that was required during the remainder of the

year. The schooner Capacity was loaded with stores,

and reached the mouth of the Colorado in safety. .
From this point a steam-tug was employed to tow
lighters up to the camp, Which was, however, unable
to reach that point on account of the low stage of
water; and the stores had to be landed, and conveyed
in wagons from the lighters to the fort at almost as
great an expense as if they had come all the way
from San Diego on wheels.

In the mean time Heintzelman and Sackett, of the
Colorado Ferry company, had made a survey from
the Gila to the gulf, and pronounced the river navi-
gable, and the United States schooner Invincible had
ascended it for a distance of thirty miles; and it
appeared from all the observations taken that the
river was subject to great changes of volume, and
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that at one season it might have ample water, while
at another it had not more than three feet in the
channel at no great distance from the gulf.

By degrees this incertitude disappeared before the
determination of enterprising men, and in the spring
of 1854 George A. Johnson and company placed
a small steamer, the General Jessup, on the river
between the gulf and the fort, carrying freight or
towing government schooners to and from such points
as they could reach and the waters of the gulf. The
General Jessup, commanded by Johnson, had an engine
of twenty horse-power, and drew only sixteen inches
of water, although 105 feet long and with side wheels.

Having settled the question of the navigability of
the Colorado to Fort Yuma, efforts were next made
to determine what use could be made of the stream
as far up as the Rio Virgen, which was crossed by
the old Spanish trail from New Mexico via Salt Lake
to Los Angeles. According to the testimony of a
trapper, Antoine Leroux of New Mexico—who in
1837 descended that portion of the river in skin
canoes, until he reached a place where he found tim-
ber, when he made wooden ones—there was nothing
to prevent a small steamer from navignting it, the
most shallow part having from three and a half to
four feet of water in January, which is the season of
low water, when the mountain streams that feed the
river are frozen. S

Captain Johnson had meantime interested himself
in getting the legislature of California to instruct the
delegation in Washington to attempt to procure con-
gressional action in the matter of official exploration
of the Colorado, or an appropriation to cover the
expense of a semi-official survey by Californians.
Johnson even went to Washington to urge the
importance of the subject upon the attention of the
secretary of war. As a result of these importunities
an expedition was set on foot in 1857 intended to set-
tle the question of the navigability of the Colorado,
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under the command of Lieutenant J. C. Ives of the
United States Topographical engineers. An iron
stern-wheel steamer forty-five feet long, drawing
thirty inchés of water and capable of running ten
nfiles an” hour, was built in Philadelphia for this
expedition. It was brought across the Isthmus at a
cost of $7,000, and on arriving in San Francisco was
reshipped on board the government transport Monterey
for the Colorado river, which was ascended a distance
of seventy-five miles to the hedd of navigation for
sailing-vessels. Here the material of the steamer
was landed and put together in sixteen days, when it -
was named the Explorer, and started December 31st
for Yuma, carrying the freight of the expedition.
The officers of the exploring party after Ives were
J.S. Newberry, geologist ; F. W. Egloffstein, topogra-
pher; C. Bielawski, hydrographer ; Mollhausen, natur-
alist ; P H. Taylor assistant topographical engineer ;
and C. K. Booker, assistant surveyor. - A steamboat
engineer and a number of men composed the remain-
der of the expedition, which was until the 11th of
March 1858 in reaching the Rio Virgen, ‘“beyond
which it was impracticable to proceed in boats.” A
portion .of the party were sent back to Fort Yuma,
striking a rock in the descent, while the explorer pro-
ceeded by land with a pack-train to examine the
country on the upper tributaries of the river.

The report which he made in November 1858 was
on the whole favorable, and helped to an understand-
ing of the peculiarities of the river. He paid a just
tribute of praise to ‘the enterprising company which
for three or four years had been transporting govern-
ment. stores in steamboats from the mouth of the Col-
orado to Fort Yuma, whose persevering energy had
so far succeeded in overcoming the natural difficulties
of the navigation as to enable them to perform their
trips with entire regularity and certainty.” .

On the 31st of December, the day on which Ives
commenced his steamboat voyage seventy-five miles
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" below Fort Ytima, Captain Johnson, president of the

company referred to, set out from that place in the
General Jessup, with thirty-five men, fifteen of whom
were soldiers under Lieutenant White, detailed to
escort Johnson’s expedition. The party ascended the
river without accident as far as Beale’s crossing of
the Colorado, about where Fort Mojave was once
situated, and where is the present crossing of the
Atlantic and Pacific railroad. From here the expe-

.dition after examining a cafion thirty miles in length

returned down the river. They encountered at the
end of the first day Lieutenant Beale with an escort
of fifty dragoons whom they ferried across, phd 160
miles above Yuma met Ives’ expedition,/ When
within fifty miles of Yuma the steamer struck a rock
and sank in three feet of water. Johnson proceeded
in a skiff to the fort and, taking a working party back
with him with the necessary appliances, had the Gen-
eral Jessup afloat again in two days.

One result of these expeditions was the ascertaining
that there was a considerable amount of excellent
land in numerous valleys, though of no great extent,
situated laterally to the river as well as in the bottoms
of the Colorado itself. The Mormons of Utah had
extended their settlements down to the Rio Virgen,
farms had been opened in the neighborhood of forts
Yuma and Mojave, and increased transportation was
demanded, not only immediately upon the river, but
to accommodate the interior of Nevada, Utah, and
Arizona. :

In 1864 Samuel Adams of the latter territory vis-
ited San Francisco to endeavor to direct the attention
of commercial men to the neccessity of further explor-
ations of the upper Colorado. The only person who
%a.ve much heed to his suggestions was Thomas E.

rueworthy, who purchased a steamer with his pri-
vate means, and entered upon the business of trans-
portation on the river, running his steamer, the
Esmeralda, and towing freight barges as far as Collville,
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a short distance below the Rio Virgen, and 200 miles
above Fort Mojave, or 600 miles from the gulf, while
from Collville to Salt Lake City was only 350 miles.
Surely this was an achievement deserving of honor;
and so thought the legislature of Arizona, which in
1866 passed a resolution of thanks to Captain True-
worthy, ‘“for his untiring energy and indomitable
enterprise in opening up the navigation of the Colo-
rado river, the great natural thoroughfare of Arizona
and Utah territories.” The California legislature also
two years afterward complimented Trueworthy, and
instructed its senators and representatives to endeavor
to obtain aid from congress in perfecting the naviga-
tion of the river.

Nor was this an idle demand. The surveyor-gen-
eral of California and the surveyor of San Diego
county had in their reports to the legislature more
than once assured that body of the mineral wealth to
be found in the Colorado and Gila region. Private
exploration and capital had in a measure developed it.
In 1862 there was quite a fleet of schooners and light-
draught steamboats and barges engaged in carryin
freight to and on $he Colorado river. 1In 1866-7 the
Salt Lake trade{ said the Arizona Miner, employed
between six and eight millions of dollars in capital,
and required for its handling nearly 6,000 men, with
5,000 wagons, and mules, horses, and oxen innumer-
able, while the freighting business carried on with
San Francisco was worth a million and a half yearly,
besides a considerable trade by way of San Bernar-
dino; and still the transportation was inadequate,
goods and ores lying for months on the banks of the
river awaiting shipment. The magnitude of the con-
tinually increasing commerce with the great basin, of
which the Colorado was the natural outlet, called for
the aid of government to afford relief to its plethora.

The first corporate company to be formed for, trans-
portation on the Colorado was the Colorado Naviga-
tion company, It owned three light-draught stern
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wheel steamers, namely, the Colorado, Mojave, and
Cocopah. The second was the Pacific and Colorado
Steam Navigation company, organized in June 1865,
which grew out of the enterprise of Captain True-
worthy, and which made Collville the head of naviga-
tion. The capital of the company was $200,000,
divided into 4,000 shares at $50 each. The trustees
of the company were George S. Marvin, James Lin-
forth, C. S. Hobbs, George Plummer, J. N. Risden,
J. W. Store, and K. C. Eldredge. It owned the
steamers Esmeralda and Nina Tilden, and the schooner
Victoria. Both the companies transported all their
heavy freight in barges towed by their steamers.
The steamers received their freight at Fort Isabel,
their stopping-places being Fort Yuma, Castle Dome,
Eureka, La Paz, Williams’ Fork, Fort Mojave, Har-
dyville, El Dorado Caiion, and Collville, all small
villages or.trading-posts, where the miners of the

-surrounding .region came for supplies. In 1867 the

Pacific and Colorado Steam Navigation company
reorganized as the Arizona Navigation company, the
following San Francisco capitalists being interested
in it, namely, J. W. Stow, R. G. Sneath, Albert Dib- -
ble, and Hobbs and Gilmore. Merchants and man-
ufacturers of this city subscribed toward increasing
the facilities of a regular trade with Utah and An-
zona by further surveys of the river. . In the autumn
of this year the Mormon church ordered a community
of thirty families to settle on the Muddy branch of
the Rio Virgen, and gave other evidence of interest
in the promised increase of transportation. The rapid
advancement of the Central Pacific railway about this
time, pointing out to the merchants of Salt Lake
and San Francisco the future route of transportation
between these two cities, operated as a check upon
the enthusiasm necessary to carry forward undertak-
ings of an uncertain result. .

It happened also that in September 1867 the ques-
tion of the possible navigation of the great cafion above
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Collville was settled by an accident. A party of three .
prospectors from Colorado City, in the territory of %ﬂ
Colorado, were exploring for gold on the San Juan -
river in the southwestern part, when they were attacked =
with such suddenness by a party of Indians that their g
leader, Captain Baker, and all their mules were killed
at the first fire. The other two men seized as quickly
as possible their lariats and a few pounds of flour, and
ran toward the river, where they hastily constructed
a raft, to which they as hastily and unthinkingly com-
mitted themselves for a voyage down the San Juan,
which brought them into the Colorado river. On the
third day one of the men, George Strobe of St Louis,
was washed off and drowned, and the flour being lost
at the same time, the sole survivor was left without
food. He immediately lashed himself to the raft.for’
greater security, and it being impossible to’ return,
allowed himself to be borne along with the current,
which carried him entirely through the dreaded cafion,
from which it was impossible after entering to -escape.
In passing over rapids he was several times nearly -
drowned, and for seven days he had no sustenance
except that derived from chewing the leather scab-
bards of his hunting-knives, nor any rest except when
he tied his craft to a projecting rock in some bit of
slack water for a little sleep. When he arrived at
the mouth of the Rio Virgen he was pulled ashore by
some Indians, who robbed him of one of his pistols
and a hatchet, and sold him some dog-meat for his
other pistol. He was unable to stand erect; his hair
had changed to a yellow-white color, from being con-
stantly wet; his lower limbs were “one solid scab
from his feet to his hips,” and although still a young
man; he appeared to be seventy years old. -Such was
the wretched plight of James White, of Panosha,
Towa, the first white man to navigate one of the upper
branches and the grand cafion of the Colorado. From
his account of the rapids in the cafion, all thought of
its ever being made passable for steamboats was aban-
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doned, if any had ever been seriously entertained. A
few years later the carrying trade of the gulf of Cali-
fornia and the Colorado river fell into the hands of
the Southern Pacific railroad company, under the
: name of the Colorado Steam Navigation company.
i As river navigation on our western seaboard must
always remain limited, let us hope that good use will
be made of this stream.

i B
i

I will follow steamboating with freighting, since
that is its natural sequence. I have mentioned that
goods as well as passengers arriving at San Francisco
p by sea before the era of steamboats were conveyed to
T up-river points as near to the mines as it was possible
or convenient to go in whale-boats and ship’s launches,
or on board barges impelled by oars and sails, Sacra-
mento, Stockton, and Marysville being the chief dis-
tributing entrepdts. A passage to Sacramento in the
ante-steamboat era cost from $50 to $200, notwith-
standing the passenger assisted if required in propel-
ling the vessel against the stream. Fares to places
about San Francisco bay were as high as $30, and
freight was $50 per ton to Benicia, while from eigh-
teen to thirty-six hours were consumed in a single
trip, the risk to life being almost the same as when
the padres used to be ferried across‘to San Rafael on
rush balsas.

While people poured into California from the sea,
armies of pilgrims to the Mecca of Mammon were
toiling painfu%ly in straggling columns from the Mis-
souri to the Sacramento with“every summer. They
suffered as all great migrations have suffered, from the
date of the Jewish exodus from Egypt or the flight
of a whole Tartar tribe from a more recent despotism.
Weakened by famine and decimated by disease, the
graves of those who perished by the way and th
bleaching bones of overworked oxen served as milee-‘
stones for those who next year trod in their wake.
Still they literally planted civilization a8 they went,

P a3
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for they left a narrow belt of flowering plants and
familiar dooryard weeds from the Missouri to the
Sierra. Wherever the wheels of their heavily laden
wagons broke the tough prairie sod there sprang up
the homely witnesses of their passage. Whence came
the seed? Are there certain plants that, like certain
insects, the house-fly and the bee, follow as a conse-
quence men’s earth-conquest ?

Thenative Californian must have beenas indignant as
he was surprised at this irruption of another nation
into the midst of his hitherto slumberous land, but his
indignation availed him nothing. They were here, and
a more energetic, restless, migratory mass of human
beings never yet peopled any country. Young and
intensely alive but not perennial, alas, as testified by
the nameless graves on many a hillside, they rushed
hither and thither after every ignus fatuus floating on
the rumor-laden air ; and many fell stricken by illness
which at home would have been easily subdued, but
which here was fatal from lack of treatment and
care. Each had his little story, often highly drama-
tic. He had braved the perils-of the sea or encoun-
* tered the dangers of the wilderness to court the fickle
goddess, while mother, wife or sweetheart waited at
home for the fruition of their hopes and his. The
widowhood that these too often rudely broken dreams
entailed upon the nation was but little less than that
inflicted by the civil war ten years later. It was the
first general disruption of home circles sinee our, gov-
ernment was formed, the effects of which are destined
to reach down to distant generations, counteracting
much of the good which has resulted from these two
great events in our history. -

As I have said, land transportation in California
previous to and during a part of 1849 was conducted
almost altogether by means of pack-animals and rid-
ing-horses. In 1850 there was an improvement con-

sequent upon the large number of draught animals

-and freight or farm wagons introduced the year pre-
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vious across the plains. In the mountains, for lack of
roads, mule-trains continued to be used until that want
was supplied a few years later. But whether a mule-
train or a wagon-train performed the service, it was
excessively costly to the owner of the goods who
5 had just paid the extraordinary charges which were
[ imposed upon him by the navigation agents. One
L merchant relates that he paid in ten consecutive days
$65,000 in gold-dust for the transportation of goods
from Sacramento to Coloma, his freight being princi-
pally flour and pork carried in wagons. What won-
der that since the merchant was anxious to make a
profit, flour was $1 and $1.25 per pound ; pork, $1.50;
boots two ounces of gold-dust, and blankets the same.
The charge for packing goods from Coloma to the dif-
ferent bars on the river was from 50 cents to $1 a
a pound. Certainly no eountry ever paid out so much
, for transportation as California.

It would be a difficult matter, an impossibility
indeed, to give any statistics or well-arranged facts
concerning pack-trains and wagon-trains. A distinc-
tion, however, should be made 1n one respect. Pack-
ing might be, and was, taken up as a means of
acquiring money by any one, from a Mexican muleteer
who was perfectly au fait in this business, to the grad-
uate of an eastern college, who turned from unprof-
‘itable and uncongenial labor in the mines to the
profitable if disagreeable business of transporting goods
from some river port to the déggings where they were
to be exchanged for gold-dust. en occupying posi-
tions of honor-and trust to-day, or possessing hundreds

E 1 « of thousands, if not millions, can relate personal ex

= rience gained when they packed from Stockton to the

i _ southern mines, from Sacramento to Coloma, from
- - Yuba City or from Marysville to the northern mines,
and so on. , ,

. The Mexican trains were altogether the most pic-
L turesque in appearance, the tinkling bell of the lead
‘ mule, the jingling spurs of the Mexican guard, dressed
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in the never-failing sombrero, serape, and gay-colored
sash, with a little armory of weapons in his belt to
warn off Indians and highwaymen, and the general
air of being to the manner born which no American
was ever able to assume. The college-bred young man
might wear a broad-brimmed hat, but it gave him a
disreputable air, like that of the cowboy of a later
period ; he might go well armed, but it was at the risk
of looking like the outlaw he would avoid ; and his
clothing instead of imparting any grace to his appear-
anee had a look of having ‘been picked up helter-
skelter from the débristof a fire or the flotsam of a
marine accident. But it was no matter—there was
money in it if he escaped accident, which as a rule he
did, although the roads were bad enough in the rainy
season, and the crossing of streams dangerous.

*Take, for example, the firms in Marysville that were
engaged in packing in 1853: Boardwell & Co., Cum-
mings & Myers, Clark, Wagner & Stickney, Carr
& €o., Frank Drake, Benjamin Drake, Dean & Co.,
J. W. Easterling, Ferdinand & Gustavus, Fletcher,
Gordon & Co., Hurd & Hubert, James Hutchinson,
Jackson, Johnson & Hicks, Johnson, Keiler & Brock,
Long & Co., Lloyd & Co., Love & Co., Mayot, Fox
“& Co., M. Myers, L. R. & E. J. Magee, Reuben
Russell, Root, E. Slossen, Tipton & Lloyd, Tainter
& Hewitt, William Tell, Hiram Utt, W. C. Vineyard,
and twenty Mexican owners of mule-trains. The

whole number of mules owned in Marysville, and"

which were packed there for the snrrounding mines,

was over 4,000, and the wagons employed in trans-

porting merchandise over 400, with their teams of
from two to six horses, or perhaps oxen. Think of
what the railroads have relieved us in the feeding
and caring for such vast numbers of animals.

The wagoner was.a different sort of person from
the packer. He was neither Mexican nor college
man out of place, but a plodding westerner, who had

crossed the continent, and who understood freight-
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ing pretty well from experience. He was dressed in
rough but comfortable costume, was sunbuyned and
covered with dust, walking along beside his team, or
mounted on top of a high load, driving six:in-hand
with a loose rein. At night he encamped beside a
spring or a stream, and having attended to the wants
of his team, brewed himself a pot of strong coffee,
toasted a flitch or two of bacon by the camp-fire,
which he ate contentedly with his bread, and having -
N refreshed himself thus rolled himself in his blankets
b and turned his face up to the stars, sleeping soundly
b with his pistols within reach of his hand. - He was
i I -+ seldom molested, for he did not carry much gold. He
i led a not altogether enviable life, breathing the incan-
- descent dust, indulging in classic oaths, yet saving a
good income out of his transportation contracts, which
he afterwards invested in cattle, or applied to a toll-
road, a ferry franchise, or a farm, as became a useful
citizen.

This form of transportation continued, and was
modified by circumstances. The wagoners of 1850-3
remained no longer in the business than was required
to start them in some other, as just suggested. Later,
when communities grew more fixed, there arose a class
of freight contractors who carried merchandise from
the river ports to the interior towns, making it a reg-
ular business, and being provided with great wagons,
carrying from 8,000 to 12,000 pounds, and hauled by
from four to eight spans of large mules. Not infre- <
quently a train of two of these immense wagons was
S hauled by a single one of these multiple teams, and
RS the streéts of the mountain towns were daily crowded
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