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Alright so the first 30 pages basically came out of journal entries from the
love interest of Mr Stephenson, the creator of the locomotive engine in
England. Not interested in British personal drama ngl what the freak
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First locomotive steam engine debuted in the US on January 15th, 1831
named the Best Friend. It ran between 16 and 35 mph

-

d down which the cars
From the foot of that
terminus. There was
nothing in its construction which partook of the character of a

end there was a stcep incined plane, u

moving stone from the quarres to the iver was reduced
sith partof what it was whilethe highiway alone was in use.

Stuch was the famous Quiney railway, the construction of which is
stll referred to as marking an era of the first importance in
‘American history. Such, also, it remained down to the year 1871
mere tramway, operated exclusively by means of horses. In that year
the franchise was at last purchased by the Old Colony Railroad
Company, the ancient structure was completely demolished, and
modem rairoad built on the right of way. Through the
incorporation into it of the old Granite railway, therefore, the line
which connects the chieftown of what was once Plymouth Colony
with the chief town of what was once the colony of Massachusetts
Bay has become the oldestrailroad line in America. In this there is,
So'tospeak,a manifesthistorical propriety

Apart, however, from the construction of the Granite railway,
Massachusetts was neither particularly early nor _particularly
ergeti in is railroad development. At a later day many of her
pecally was this true of |
con for believing that the |
Carolina Rairoad was the first ever constructed in any

Steam power. But in America there was not—indeed from the very
circumstances of the case there could not have been—any such
dramatic occasions and surprises as those witnessed at Liverpool in
1829 and 1830, Nevertheless the people of Charleston were pressing.
close on the heels of those of Liverpol, for on the 15th of January
r the formal opening of the |
e first anniversary of the South |

Manchester & Liverpool 1o

3

L

Railroad was celebrated with due honor. A queer looking
 outline of which was sufficient in itself to prove that
ntor owed nothing to Stephenson, had been constructed at
Point Foundry Works in New York during the summer of
first attempt to supply that locomotive power which the
d had, with a sublime confidence in possibiltes, unanimously
voted on the 14th of the preceding January should alone be used on
the road. The name of Best Friend was given to this very simple
product of native genius. The idea of the multitubular bailer had not
yet suggested itself in America. The Best Friend, therefore, was
Supplied with a common vertical boler “in form of an old fashioned
porter-bottl, the furnace at the bottom surrounded with water, and
al filled inside of what we callteats, running out from the sides and
tops.” By means of these projections, or “teats,”a portion at least of
the neces ting surface was provided. The cylinder was at the
front of the platform, the rear end of which was occupied by the
boiler, and it was fed by means of a connecting pipe. Thanks to the
indefatigable researches of an enthusiast on railroad construction,
we have an account of the performances of this, and all the other
pioneers among American locomotives; and the pictures with which
Mr. W. H. Brown has enriched his book* would alone render it both
curious and valuable. Prior to the stockholders’ anniversary of
Jamuary 15th, 1831, it seems that the Best Friend had made several
trial trips “running at the rate of sixteen to twenty-one miles an
hour, with forty or fifty passengers in some four or five cars, and
miles per hour” The
day was, however, occasion, and the papers
of the following Monday, for it happened on a Saturdy, gave the
following account of it

3

]

‘The History of the First Locomotive in America.

“Notice having been previously given, inviing the stockholders,
about one hundred and fifty assembled in the course of the morning,
at the company’s building in Line Street, together with a number of
invited guests. The weather the day and night previous had been

. and the morning was cold and cloudy. Anticipating a
ment of the ceremonics, the locomotive engine had been
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The epic dividends of slavery in the South was that you get your nice

locomotive train engine blown up by a negro who sat on the safety valve
because steam was coming out of it

-

taken to pieces for cleaning, but upon the assembling of the
packed, and, at th
11

th
roughout the da

hilarityand good humor pr

‘The “great hilarity and good humr” of this occasion no one can
doubt who studies the supposed contemporaneous picture of it
contained in Mr. Brown's book. The pl

old ashioned porte

W cinders, there was nothing but a “small

y *a field piece,” while a band of music

enlivened the whole—taking all these ingredients together, it would

Dot at this time seem ¢asy to compound from them a day of high
of simpl

It was not long, however, before the Best Friend came to serious
grief, Naturally, and even necessarly, inasmuch as it was a South
Carolina instittion, it was provided with a negro fireman. It so
happened that this functionary while in the discharge of his duties
was much annoyed by the escape of steam from the safety-valve,
and, not having made himself complete maste of the pr

pow t
of a temporary absence of the engineer in charge to effect a radical
remedy of this cause of annoyance. He not only fastened down the
valve lever, but frther made the thing perfectly sure by sitting on it
The consequences were hardly less disastrous to the Best Friend
than to the chate fireman. Neither were of much further practical
use. Before this

ishap chanced, however, in June, 1831, a second
ocomotive, calld the Wes

Charleston; and

In its general aspect, indeed, it greatly resembled that already
famous prototype. There is a very characteristc and suggestive cut
ting a trial trip made with this locomotive on March sth,
1831. The nerves of the Charleston people had been a good deal
disturbed and their confidence in steam as a safe motor shaken by
ter which had befallen the Best Friend, Mindul of this

d very properly solictous for the s
directors now had recourse 1o a very simple
expedicnt. They put what they called a “barier cr” betw
Tocomotive and passenger coaches of the train. This barrer car
consisted of a platform on wheels upon which were pild sx bles of
catton. A fortfication was thus provided between the passengers
and any future negro siting on th safety valve, We ae lso assured
that “the safety valve being out ofthe each of any person but the
il contribute to the prevention of accidents n future,

the Best Friend! Judging by the cut which represents

st have been even more marked for its

s the locomotive and the barrier car there are four passenger
coaches. In the first of these was a negro band, in general
appearance very closely resembling the minstrels of a later day, the
members of which are energetically performing on musical
instruments of various familiar descriptions. Then follow three cars.
full of the saddest possible looking white passengers, who were

an ter miles of road were passed over in the short space of
clght minutcs—about the seed at which god horse woud ot fo
the same distance.

‘This was in March, 1831. About six months before, however, there.
had actually been a trial of speed between a horse and one of the.
pioneer locomotives, which had not resulted in favor of the
Tocomotive. It took place on the present Batimore & Ohio road upon
the 28th of August, 1830. The engine in this case was contrived by
 Cooper. And it affords  stiking illustration

! s those events which now seem so remote relly were,
isa st was construced on the principle of Stephenson’s Rocket, e y were,
this at st s constructd on the principle of Step man stil living, and among the most amilir to the
w | %
N
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America was much more receptive to a future with railroads because it
desperately needed better transportation. Its roads were few and lacked
quality. England was compact and had decent roads, and so railroads were

more fitting to the US.

-

From this point it was determined to have a race home, and the start
being even, a horse and engine, the snort of the one and
the puffof the other keeping tune and time.

steam would be applied

the horse, and a great hurrah hailed the victory. But it was not
repeated, for just at this time, when the gray's master was about
ind which draws the pulley which moved the blower
the safety valve ceased to scream, and the
th, began to wheeze and pant. In vain Mr.
“ooper, who was his own engincer and fireman, lacerated his hands
o eepting 5 eglce the o spoa the whiokthe bocse eined
on the machineand pased i, and although theband s prsently
Jaced, best,
P it A 2 Ao
Poor and crude as the country was, however, America showed
itself far more ready to take i thefa reaching,consequences of the
Britain gave in 1830 than.
 enlightened rule of King Leopold, did
34,

the world. Belgiun

They abendy had exstont ystms of oeds wiich uiieed for all
their present needs. In America, on the contrary,the roads were few
and badly built; while in England, though they were good enough,
the volume of traffic had outgrown thei capacity. America suffered
from t0o fow roads, England from too much trafic. Both were
mwNv, casting about fo some form of el Accordingly, al
throw

37

the locomotive, America, as if in anticipation of his victory, v
building railroads. It might almost be said that there was a railro
mania. Massachusetts led off in 1826; Pennsylvania followed
1827, and in 1828 Maryland and South Carolina. Of the great trur
lines of the country, a portion of the New York Central wa
chartered in 1825; the construction of th
‘begun on July 4th, 1828, The country, t
accept the results of the Rainhill cont
them with eager hope. Had George St
in America he would not when writing o his son in 182
ed his anticipation of orders for locomotives to “at leas

Accordingly, after 1830 trial trips with new locomotive engines
followed hard upon each other. Today it was the sensation in
Charleston; tomorrow in Baltimore; the next day at Albany

tain of March sth, 1831, on the South Carolina Railroad. There i
however, a much more famla pictureof sl trip made on e
h of from Albany

‘Mohawk Valley road. This sketch, moreover, was made at the time
and on the spot by Mr. W. H. Brown, whose book has already beea
refered to. There are few things of the sort more familar to the
‘general eye, and, cither in shop windows or in the offices of ralros
o panie, ot everyone hascurioudly studied the tain, wit s
snorting litle engine and barrels of pine-knots for fuel—the highiy
respectable looking, engineer, standing up and - meditativ;
ins adress

o nsde

d

an of iy yersofse and e of the poltcal powers ot theland
while he upon the outside seat, with his hat on the back of his head
is, as we are informed, Mr. Billy Winn, the penny post man. The
history of this now famous excursion has been preserved almost &5
‘minutely as that of the more widely known affair which had taken

~
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The Stourbridge Lion, an early train, would have cost nearly $159k today,

and its opening was attended by Winfield Scott.

-

answer the purpose when the signal was again given and the engin.

started.”

In spite of these trifling annoyances the engine, which was a it
thing weighing but three and a half tons, accomplished the distang,
from Albany to Schenectady in less than an hour, and, during a pay
3 of the way, ran at as high a speed as a mile in two miny
Schenectady the members of the party refreshed themselves, ani
then, resuming their seats, reached Albany in due time and withoy
delay or accident of any kind. In spite of dilapidated garments an]
lost umbrellas, the passengers were on the whole well pleased with
their trip, and in this respect at any rate far more fortunate tha
those who a year before had helped inaugurate the Manchester &

Liverpool road.

The DeWitt Clinton, as well as all the other engines used on the
oceasions which have been described, were of American make. But
the fame of the Stephenson works at Newcastle-upon-Tyne had
crossed the ocean, and to possess a specimen of their products was
the ambition of every enterprising railroad company. As early as
September 1820 one of their earlier engines—the Stourbridge Lion
by name—had been landed in New York and set up as an object of
curiosity in an iron-yard on the East River. It was one of the old
models, however, of ante-Rocket construction, and was alway:
regarded as a failure. Orders for locomotives of the new model wer
sent over as soon as its success was demonstrated, and at about the
time of the Schenectady excursion, which has just been deseribed
one of these was landed in New York. Its whole eost, includin

freight, duties and insurance, was $4,869.59. This

40

“powerful
Stephenson locomotive,” as it was called, weighed about seven tons
but, light as this now seems, it was far too heavy for the structure
upon which it was to run. Early in September, however, it w
placed upon the tracks, and on the 16th and 17th made its trial trips
using coal for fuel. And now another, and this time more formal an
brilliant excursion, was planned in honor of the event, and was fiseS
for the 24th. Tt was to be to America what the Manchester &
Liverpool opening had been to England, and the presence of th
Duke of Wellington there, was to be offset here by that of Gen. Sco!!
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If railroads never took off, a canal-tunnel method would have been

implemented as a way to get across New York. It would have cost many
billions of dollars and decades to build. Rails made jobs that much easier.




-

‘manifest success of the Erie canal had given a new and portent
significance to the Berkshire hill, causing them to throw a d
shadow over the future of Massachusett. They seemed stationed on
the western border of the State, an insuperable barrier agains
which the castward tide of commerce struck and then with s
deflected course flowed quietly in the direction of New York. Either
in some way thatbarrier must be overcome or the material progress
of the State would in the future be seriously threatened. So much
was obvious. Befor the year 1826 this difficult problem had already
occupied the attenton both of the public and of the legislature. &
commission had been appointed to survey a canal route from tide
water at Boston tothe Connecticut, and thence to some point in the
State of New York, near where the Erie canal emptied into the
Hudson. The report of this commission was submitted by Gov
Lincolnto the legidature in January 1826, and today, after the lapse |
of more than fift years, the document has a peculiar interest and
significance
“The survey was made by Col. Loammi Baldwin, a civil engineer
who has lef his mark cut deep on the Massachusetts system of
i e

on|
‘what s snce bcome vell-known as the Hoosac Tunnel line as|

by Col. Baldwin upon which s laid down a canal-tunnel exactly |
where the rairoad tunnel now is. This canal-tunnel project was
adopted by Col. Baldvin as a dreadful alternative to a system of
locks crossing the mountains at the same point. Not that he
considered the lock scheme impracticable; on the contrary, he |
demonstrated in his report its perfect feasibility on paper He |
objected 1o it soley on the score of expense. He accordingly had

recourse 1o the cheaper expedient of a tunnel, and proceeded to
estimte its cost. That long forgotten estimate is now one of the
curiositesof enginceringlteature. It was made, be it remembered

and without the aid of any explosive more powerful than
‘gunpowder. In making his estimate Col. Baldwin, as an engineer of
character having a reputation at stake, was extremely cautious, He
said, “in a tunnel, four miles in length, of the size named, there will
be 211,200 cubic yards of stone to excavate, which at $4.25 per cubic
yard, amounts to $920,832. But this he took pains to state was
“beyond a doubt; the highest price” having been assumed. Even at
the time, this conclusion, to which subsequent bitter experience has
lent a grim humor, did not pass unchallenged. A writer in the
Boston Courier, for instance, calculated that, on the data given in
the report, it would take fifty-two years and nineteen days to finish
the tunnel. The present Hoosac Tunnel was in fact finished a little
over fifty years from the time when this report was lsid before the
Legislature; but, instead of having proved “not more difficult than
the cut through the ‘Mountain Ridge * on the Erie canal,” the
expense of which per cubic yard had been $1.7, each ner difficulty
which developed itself was overcome only to make way for another,
until the ultimate expense was about $20 per cubic yard, and the
total cost some ten times the original estimate.

Naturally enough, however, nothing was done in consequence of
Col. Baldwin's report towards extending the Erie canal to a
connection with tide-water at Boston. That such an idea should ever
have been gravely entertained seems now almost beyond belif, Yet
there, on file among the public documents of that day,is the record
showing that sane men actually dreamed that water could be made

current of the Hudson! Four years more passed by without
contributing anything 1o the solation of the problem. In October
1829, however, the crucial test at Rainhill gave a new direction to
men's thoughts in other places than in England. Nathan Hale at that

the commissioners under whom Col. Baldwin had made hs survey.
An editor of a school which has long since passed away, he not only
‘oceupied a prominent position in the business circles of the day, but
by force of individual character he exercised through his paper a

inth caryday beoretuneling had become a science, and whe |
he whole work would ecssarly have been done by hand.-driling
« |
| |
.. I

a3

wide and useful influence. The Advertiser was Nathan Hale; and, as
regarded this question, Nathan Hale moved in the front rank of

/
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“We have tunneled the Alps and bridged the Mississippi”. Charles Adams

leaning into that Faustian Spirit to conquer nature

-

thousands of miles of road, which yearly carry millions of tons of
freight and tens of millions of passengers, while they wield hundreds
of millions of capital —to men accustomed to the presence of these
leviathans, the little original roads, the longest of which was but fifty
miles, seem little more than toys. They were, however, the beginning
of great things. We today are familiar with the names of enterprises
which stretch out into what was then the undiscovered West, and
the fabulous East. We can, whenever we please, read the last

ion of stocks rej ing a property lying on the shores of
the Euphrates or among the steppes and gorges of the Roeky or Ural
Mountains. We have tunnelled the Alps and bridged the Mississippi
These great accomplished facts, however, only make the fresh, new
impressions with which our fathers viewed the gradual completion
of the little original lines more quaint and more interesting. The
gossip, as it were, of those days is by no means the least attractive
thing about them,

The Lowell was the first organized of the Massachusetts roads, as
well as the first upon which the work of construction was actually
begun, though the Boston & Providence was the first completed. But
it was upon the Worcester road, and towards the latter part of
March, 1834, that the first locomotive ever used in Massachusetts
was set in motion. On the 24th of the month Mr. Hale advised the
readers of the Advertiser that “the rails are laid, from Boston to
Newton, a distance of nine or ten miles, to which place it is propased
to run the passenger cars as soon as two locomotives shall be in
readiness, so as to ensure regularity. One locomotive, called the
Meteor, has been partially tried and will probably be in readiness in
a few days; the second, called the Rocket, is waiting the arrival of the
builder for subjecting it to a trial, and the third it is hoped will be
ready hy the first of May.” The last named locomotive, the Rocket,
was built by the Stephensons at Newcastle-upon-Tyne, and “the
builder” whose arrival was looked for must have been an English
engineer sent out to superintend the work of putting it in operation.
No allusion is made in the papers to the first trial of these
locomotives, but we have the impressions which one who claims to
have been an eye-witness of it long afterwards gave:—
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Early trains were going from New York to Boston in 14 hours.

-

at Boston, left there at 2 A. M. and arrived in this city off Dry Dock
in eleven hours and fifty-nine minutes from Providence—
performing the entire distance in less than sixteen hours, and
bringing with us the Boston daily papers of yesterday morning for
the benefit of our readers and those of our cotemporaries.”

In other words, General Webb had left Boston at two in the
morning and arrived in New York at six o'clock on the evening of the
same day, being the shortest time which had ever been made
between those two cities. He then proceeds, in a strain of
enthusiastic exultation over the prospect of “reducing the time of
overcoming the distance between New York and Boston (250 miles)
to fourteen hours,” and closes with a tribute which, though offered
nearly half a century ago, still has an amusing significance:

“Other sections of the country will be equally benefited by this
improvement of steam navigation by Captain Vanderbilt, and his
name will in future be classed with those of Fulton and Stephenson,
to the latter of whom we owe nearly all the improvements which
have been made in the steam engine, since the death of that great

~




man to whom the world is indebted for that most important
discovery which has ever been made except the art of printing.”

Having given one side of the picture: it is but fair to present the
other. The advent of railroad locomotion was not even in America
hailed by ail in a similar spirit of exuberant satisfaction. A little over
a month after the time when General Webb went from Boston to
New York in sixteen hours, a gentleman of the very old school, then
in his sixty-fourth year, made the same trip; and in his diary thus
freshly recorded his experience and sensations:

“July 22, 1835.—This morning at nine o'clock I took passage in a
railroad car (from Boston) for Providence. Five or six other cars
were attached to the locomotive, and uglier boxes I do not wish to
travel in. They were made to stow away some thirty human beings,
who sit cheek by jow] as best they can. Two poor fellows, who were
not much in the habit of making their toilet, squeezed me into a
corner, while the hot sun drew from their garments a villainous
compound of smells made up of salt fish, tar and molasses. By and
by, just twelve—only twelve—bouncing factory girls were

55
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By the 1840’s railroads had become commonplace, their genesis
complete.

-

evening of December goth, 1841. Of the toasts and speeches given
utterance to on this occasion there is little enough to say. In them
honest astonishment had given place to a mouthing eloquence.
Every one realized fully the importance and the far reaching
consequence of the event they were met to celebrate—the fire
companies and the military were all paraded and the air was filled
with the strains of music—but none the less it was all a twice-told
tale. Railroads had grown to be commonplace affairs. The world had
already accustomed itself to the new eonditions of its existence, and

whally refused to gape in childish wonder at the thought of having |
accomplished a journey of fifty miles more or less between the rising |

and setting of even 2 December sun. The genesis of the system was
complete,

60
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The railroad problem, according to Charles, is the monopolistic nature of
their owners.

-

THE RAILROAD PROBLEM

DURING the last ten years there has been so much vague

of what is ly known as the Railroad Problem,
that many people, and those by no means the least sensible, have
begun gravely to doubt whether after all it is not a mere cant phrase,
and whether any such problem does indeed exist. Certainly the
discussion has not been remarkable for intelligence, and the
currency question itself has hardly been more completely befogged
in clouds of indifferent declamation, poor philosophy and worse
logic. No fallacy has been too thin to pass current in it; and the
absolute power which certain words and phrases have held over the
public mind has throughout seemed to set both argument and

patience at defiance. Under these circumstances, before beginning
o disenss the Railrnad Prohlam it miaht caam neanar tn nffar cnma

~




definition of what that problem

61

amas s L L A v
. To do this concisely is very
difficult. As an innovating force the rallmad has made itself felt and
produced its problems in every department of civilized life. So has
the steam-engine; so has the newspaper; so has gunpowder. Unlike
all these, however, the railroad has developed one distinctive
problem, and a problem which actively presses for solution. It has
done so for the reason that it has not only usurped, in modern
communities, the more important functions of the highway, but
those who own it have also undertaken to do the work which was
formerly done on the highway. Mareover, as events have developed
themselves, it has become apparent that the recognized laws of trade
operate but imperfectly at best in regulating the use made of these
modern thoroughfares by those who thus both own and monopolize
them. Consequently the political governmemts of the various
countries have been called upon in some way to make good through
legislation the deficiencies thus revealed in the working of the
natural laws. This is the Railroad Problem. Thus stated, it hardly
needs to be said that the questions involved in its solution are of
great magnitude and extreme delicacy. To deal correctly with them
requires a thorough kmowledge of intricate economical laws,
superadded to a very keen insight into political habits and modes of
thought. For not only is there a general railroad problem for all
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Duke of Wellington compares railroads to the “kings highway” of old, and
is a common-carrier which has gotten too big for its britches. Its actually
much more than that, Adams says.

-

countries, but this problem has to be dealt with in &
each country. One mode of treatment will not do for all. Before
discussing, thercfore, the form this problem has assumed in
America i will be wellto briefy eview s development, and the

can hardl il t thow a side lgh a least on the direction events
are taking here.

din England, and in
ighest presen stage of developme
railroad system and the English experience mus, therefore,
described. In one of the earlier parliamentary debates on the subject
of ralroads the Duke of Wellington is reported to have said that in
dealing with them it was aboveall el necessary to bear in mind the
analogy of the king's highway. The remark was certainly
characteristic, both of the individual and the race. Without any
careful analysis to ind out whether it was real or apparent only, the
analogy was aceepted and upon it was based that whole elaborate
system of legislation through and in spite of which both in Great
Britain and in America the railroad system grew up, and in the

3
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essentially a false one. In no respect did the railroad in reality
resemble the highway, any more than the corporation which owned
and operated it resembled the common carrier. The new system was
not amenable to the same natural laws which regulated and
he princip
s s of e ich bd rovn cutof he o st were applied
ierous in this

England the truth davned in time o the minds of those upon whom
the work of legislation devolved. After more than forty years of
blundering it was there at last realized in 1872 that the railroad
system was a thing sui generis—a vast and intricate formative
influence, as well as & material power, the growth of which was to be
curiously watched in the expectation that in due time it would
develop some phase which again would call forth a corresponding.

development in the machinery of government, through which its
politcal and cconomical relations with the community would be

: |

established on some rational and permanent _basis
Meanwhile at the very time this result was reached in Great Britain,
and the railroad problem consequently ceased to be a matter for
was clinging,

h had thus been finally abandoned in the

to that false analogy whict

y got the monopoly of a highway, and,
eing;crazed by sudden and il-gotten gains, has forgotten his proper
place in life; of which he must forthwith be reminded through an
exercise of political power. The old analogy suggested by the Duke of
Wellingt

on the legislative mind and belitles  great question.

Upon it, however, the whole railroad system of Great Britain was
founded. In the first place, the proprietor of the road-bed and the
cartier over it were to be different persons. Provision in this respect

was especially made in all early charters, and it was supposed that

certain fixed terms, would make impossible any monopoly of the
business over it. Experience, of course, quickly showed how utterly
fllacious this reasoning was. No glimmer of doubt, however, as to
the correctness of the analogy drawn from the king’s highway
suggested itself to the parliamentary mind. O the contrary it was
only the more tenaciously clung to. Recourse was had to a system of
fixed maxima charges, and the old tollboards of the turnpikes were
incorporated at enormous length into the new charters as they were
‘granted. One of these, for instance, which wen through Parliament
in which, among other things, it was prescribed that for the carriage
of a “horse, mule, or ass” the company might charge at a rate not to
exceed three pence per mile, while for acalf or a pig or “other small
‘animal,” the limit was a penny. Naturaly, this attempt at regulation
proved no more efficacious than the other; but it served its tum
until yet_ another theory, that of parallel highways controlled by
competing common carriers, was ready to be developed. This was
about the year 1840. The chaotic condition of the English railroad
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“An enlightened view of their own interest would always compel managers
of railroads to have due regard for the general advantage of the public” the

free traders said, and to no ones surprise, free traders were wrong once

again when owners abused the public with their railroads

-

legislation had then begun to attract public notice, and this led to »
reference of the whole subject to the first of those many special
parliamentary committees which have taken it into consideration
Sir Robert Peel was a member of this committee, which apparently
fell back on the principles of free trade as affording all the regulation

of railroads which was needed.

It was argued that “an enlightened view of their own interests
would always compel managers of railroads to have due regard to
At the same time, to afford
railroad managers a realizing sense of what the principles of free
trade were, numerous charters were granted and
encouragement given to the construction of competing lines. Then
came on the great railroad mania of 1844, and, as other countries
have since done, England awoke one day from dreams of boundless
wealth to the reality of general ruin. Free trade in railroads was then
pronounced a failure, and in due time another parliamentary
committee was appointed, and the whole subject was again taken
into consideration. Of this committee Mr. Gladstone was the guiding
spirit. Meanwhile Sir Robert Peel, who was then prime minister, had
changed his mind as respects the efficacy of “an enlightened self-
interest” stimulated by competition, and had come to the conclusion
that railroad competition was an expensive luxury for the people
indulging in it, and that there might be something in state
management of railroads; a system which his friend, King Leopold
of Belgium, was then developing with much judgment and success.

the general advantage of the public.”

Z O\

liberal




Accordingly Mr. Gladstone's committee made a series of reports
which resulted in the passage of a law looking to the pessible
acquisition of the railroads by the state at the expiration of twenty-
one years from that time. With this measure as the grand result of
their labors the committee rested. Not so the railroad system. The
twenty-one years elapsed in 1865, and during that time Parliament
sat and pondered the ever-increasing complication of the railroad
problem with most unsatisfactory results. Competition between
railroads through all those years was working itself out into
combination; and, as the companies one after another asked and
secured acts of I; i bstinately refusing to 13
was clearly perceived that something was wrong. The parliamentary

64

O 1 n 2 Q 14 i 230

-

Reactionary Retard @TomBess1783 - Jun 27

Either the railroads would dominate the state, or the state dominate the
railroads.

4 N

mind was sorely troubled; but no way of deliverance revealed itself.
In 1865 a new commission was appointed, which went again over
the familiar path, this time in the direction of state ownership. The
ery now was that the process of amalgamation, or consolidation as
we in America term it, had gone so far that the time was close at
hand when the railroads would manage the state, if the state did not
manage the railroads. In truth there was something rather alarming
in the speed with which illustrations followed one upon another of
the truth of George Stephenson’s aphorism, that— Where
combination is possible, competition is impossible.” The thing, too,
was now done upon a scale of magnificence which was not less
startling than novel. The world had seen nothing of the kind before,
and naturally paused to ask what it all meant and wither it was
tending. For instance, one committee pointed out, as an example of
what the process might lead to, that a single amalgamation was
suggested to it through which a union of 1200 miles of railroad
would be effected, bringing under one control £60,000,000 of
capital with £4,000,000 of annual revenue, and rendering
impossible throughout one large district the existence of an
independent line of railway. A few years later, when the next
committee sat, all this had become an established fact; only the
mileage was 1500 instead of 1200, the capital £63,000,000 instead
of £60,000,000, and the annual income £7,000,000 instead of
£4,000,000, Nevertheless the commission of 1865 followed closely
lii the steps of its predecessors.” It dumped upon the tables of
Parliament an enormous “blue-book,” which left the matter exactly
as dark as it was before. Still the amalgamations went on. All
England was rapidly and obviously being partitioned out among
some half-dozen great corporations, each supreme in its own
territory. Then at last, in 1872, a committee on railroad
amalgamations was appointed, the Marquis of Salisbury and the
Earl of Derby being two of its members, which really gave to the
whole subject an intelligent consideration. Unlike its predecessors,
that committee did not leave the railroad problem where they found
it. On the contrary, they advanced it by one entire stage on the road
to its solution. In the first place, after taking a vast amount of

\__ _
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The English did not wish to intervene in railroads monopolizing, and held to
a laissez-faire policy towards them. Tariffs, they concluded, were not
practical to be applied to return rates on trains.

' I




exidence,they proceeded o review the forty years of experience. The

result of that reviess may be stated in few words,

They showed with grim precision how, during that period, the
English ralrad legisation had never accomplished anything which
it sought 1 brin about, or prevented anything which it sought to
hinder.
had been enormous, amounting to some Seoioing, 6% b

3300 in number and filled whole volumes. Then  the

committee examined in detail the various ps
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In Belgium, the state developed and maintained railroad lines under the
Belgian King. This policy helped to regulate the lines.

-

abservers have come to reaiz a st that concentration brings with
rger the railroad
a result, therefore, of
t Britain has on this
mmencement. It has

corporation, the more cautious i ts pol
forty years of experiment and agitatio
head come back very nearly to its poin
settled down on the docrine of lassez faire. The river is not to be
crossed until it is eached; and, perhaps, by the time it is reached a

an opportunity s
ly different policy.
d with King Leopold,
and bears to this day marks of the creating mind. When the
Manchester & Liverpool railway was completed the Belgian
revolution had not set taken place, and Leopold was still a resident
of England. His attention was naturally drawn o the possible

Turning now from G
offered to observe the

dominions. He was strongly persuaded, however, that the English
System of private construction was not the correct one. He, as well
s the Duke f Welingo,scdily adhere 10 the analogy o the

and not a turmpike. Accordingly he plannc(l a system o m||w..1)
communication in which the roads~the steam-highways—were to
be constructed, owned, and operated by the state. With some
diffculty legistative assent to his scheme was obtained, and the
earlest lines were undertaken in 1833. The government then went
on year by year developing the system, but failed to keep pace with
the public demand. Accordingly, in a few years, though not until
after the principal and more remunerative routes were oceupicd,
concessions, as they were called, being the equivalent of English
charters, were made to private companies, which carried on the
work of extension.

One peculiar feature in all these concessions had, however, a
direet and sagacious though somewhat distant bearing on  the
fundamental idea of the Belgian railroad system—that of ultimate
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In France, six railroad companies were given exclusive territories to build
in, eliminating competition and the tendency to monopolize.

-

long, recoiled from the idea of following the bold example set by
Belgium d decided in favor of a system of concessions to private
companies, instead of construction by the state, These companies
were organized g nd an appeal was made to the public. The
public, still timid and lacking confidence in itself, failed to respond,
and the companies, frightened at the liabilities they had incurred,
renounced their concessions. Then at last, but not until 1842, the
government definitely took the lead. A division of risk was effected.
Nine great lines were mapped out, seven of which were intended to
connect Paris with the departments of the frontier or the sea-board,
while two were provincial. As respected some of these the state
assumed the expense of acquiring the necessary lands and building
the stations, while the companies undertook to furnish the
superstructure and material, and to operate the roads; as respected
others the companies took upon themselves the whole burden. The
political disturbances of 1848 and the years immediately ensuing
greatly retarded French development in railroads, as it did in
everything else. It was not until 1850 that the system assumed a
definite shape. Then at last, under the inspiration of the imperial
government, a new and final arrangement was effected. The existing
lines were consolidated, and France was practically partitioned out
among six great companies, to each of which a separate territory was
allotted. The fundamental distinetion between the French and the
English and American railroad systems was now brought into sharp
prominence. Not only was no provision made for competition, but
every precaution was taken to prevent it.. No company was to trench
upon the territory allotted another, and, in consideration of this
immunity, each line undertook within its own district a railroad
development proportionate to all reasonable demands. Again
however, the companies found the burden they had assumed out of
proportion to their resources. Once more recourse was had to the
state. The ¥y was forthcoming, but on condition,
The lines to be constructed and operated by each company were laid
down, and arbitrarily divided into classes, designated as the ancien
réseau and the nouveau réseau, the first of which included the older
and more profitable, and the latter the additional routes the
eonstruction of which was deemed essential. Upon the securities
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A sharp divide is now drawn in contrast to Germany’s railroad systems,

which were markedly protectionist and served the state’s interests due to




their usefulness during the unification of Germany. Bismarck applied
various tariffs on railroads, which free traders kvetched about.
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“The government, under imperial forms, being nothing more nor less than a
trustee managing a vast industrial organization for the general public
benefit”
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I love how Charles talks about Germany’s political-economic order, “itis a
mass of raw material, out of which order is to be evolved”
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Charles says that the free trade rails of America have worked great (free
trade at home, protection abroad?) however free trade was flawed in that it
did not protect the public from abuses of the owners.

- T

the latter are pariamentary; in other
are essentially executive in their

. competition, if allowed perfectly free pla
rotect the community from abuses. The

, though conclusions
cannot be adopted in the gross, there may be in them much good
food for reflection.

m of the United States, with all ts excellences
hly characteristic of the American
db to h

Looked upon 25 a whol
be said to have passed,
phases of growth the lim

5
people,
e

though their order of succ
period of const
with the comple
o

land where they
support them, th

‘The country was of immense extent, and its develops
the stimulus of the new power wa
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Adams goes on to say the German protectionists are actually free traders
who understand that free trade has limitations (I think | disagree). He also




mentions that John Stuart Mill dedicated just 4 pages out of 1200 to the

ideas of protectionism.

-

did not have full pay; they were confine
Hence resuled two things: in the first place the community
suffered; then the railroads. Under the hard stress of local and
through competition the most glaring inequalities were develope.
“The work of the railroad centres was done at a nominal profit, while
the corporations recompensed themselves by extorting from other
points where competiton did not have t0 be met, the highest profit
wehich business could be made to pay. It thus gradually became
a , al the fact, that

essential matter of securing to all reasonable and equal rates of
payment for similar services performed was involved, it did not
produce the ffect confidently expected of it. On the contrary, it led
directly to systemati discriminations and wild fluctuations, and the
more active the competition was, the more oppressive the
discriminations became and the less possible was it to estimate the
fluctuations. In other words, while the result of other and ordinary
prices, that of railroad

competiton was to producelocal inequalities and to arbitrarily raise
and depress prices. Th teachings of politcal cconomy were at fault.
i p factor

in the problem had been overlooked.

Though in the case of the railroad system the  disturbance

produced by this false application of a correct principle was far more

sensibly et in America than in any other country, yet the reason of
[

. but they declare that the principles offree trade also are-
imited application; tht, on the contrary, experience, and
the experience of the last few years, has definitely shown
that, in the complex development of modern lfe functions are more:
‘and more developed which, in thei operation, are not subject to the
i free trade,
are reduced o utter confusion within and without if bandoned to
the working of those laws. The more thorough ascertainment of
these limitations on_principles generally correct is one of the
important studies of the day. Thirty years ago they were not
derstood at all; they a Joh

Mill had a clear though limited perception o them; and how limited
n was will be realized from the fact that of the twelve

of his work on political economy he devotes just four

Pages 10 this subject. Yet today these limitations are asserting
themselves in a way which cannot be ignored.

‘The traditions of political economy, therefore, to the contrary
notwithstanding, there are functions of modern lfe, the number of
which is also continually increasing, which necessarily partake in
their essence of the character of monopoies. The supplying railroad

ol
as the supplying cities and large towns with water and gas
examples of them on a smaller scal. Al of these, and other
could be named, partake of the character of monopol
fundamental condition of their development. Now it is found that,
wherever this characteristic exist, the effct of compettion s not to
regulate cost or equalize production, but under a greater or less
degree of friction to bring about combination and a closer
monopoly. The law is invariable. It knows no exceptions. The
process through which it works itself out may be long, but it s sure.
When the number of those performing any industrial work in the
system of modern life is necessarily limited 1o a few, the more

powerful of those few will inevitably absorb into themselves the less
powerful,

tendency of which i supposed to be reactio
trade and lassez fare. These Germs
of in this country by the protectionists, and claimed by them as
allis. I trth they are nothing of the sort. They are free traders

86 &

The difficulty of the process is a mere question of degree; its
duration is a mere question oftime. In America a reat many agents,
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America is such a large mass that free growth of rails was almost
necessary for them to cover it, however more was built than necessary and
went unsupported, leading rails to find ways to make money any way they
could.

—

)

though by no means an unlimited number, are employed in the
work of railroad transportation, hence the monopely is looser and
the struggle between the monopolists is fiercer than it is in many
other countries; hence, also, the process of bringing about a
thorough combination is rendered more difficult and requires more
time. None the less it goes on.

Where the extent of country to be oceupied was so vast and the
necessity for some means of transportation so great, it naturally
took a number of years for a theoretical error at the bottom of a
system to work its way to the top. For a long time all went
apparently well. The people of the country saw only the manifold
advantages which flowed from a railroad construction which was
stimulated by every inducement which could beheld out to avarice,
Thousands of miles were built each year—the interior was opened to
the seaboard with an energy which outdid expectation—new
appliances, whether of speed, of safety or of economy were
introduced as fast as ingenuity could invent them—rates of fare and
of freight between distant points became lower and lower, until what
seemed reasonable yesterday was looked upon as exorbitant today—
and altogether the development was so surprising that it could not
but exeite sensations of wonder and gratitude which for the moment
alone found expression. This state of things could not be permanent.
The mania for railroad construction which began in 1866, and
culminated in the crash of 1873, brought matters to a crisis. As lines

Itiplied, the ition i d. The railroads had been built
much too rapidly and the business of the country could not support
them. Those immediately in charge were under a constant and
severe pressure to earn money; and they earned it wherever and
however they eould. They stopped at nothing. Between those years it
is safe to say that the idea of any duty which a railroad corporation
owed* to the public was wholly lost sight of. In the eyes of those
managing them the railroads were mere private money-making
enterprises. They acted accordingly. If they were forced to compete,
they competed savagely and without regard to consequences:—
where they were free from competition, they exacted the uttermost
farthing. There naturally ensued a system of sudden fluctuations
and inequitable local discriminations which has scarcely ever been
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Massachusetts developed its own solution to the railroad problem which
was based on public opinion and a board of arbitration. It was unlikely to
work in Western states due to the railroad owner’s disregard for public
opinion of them.
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the large pecuniary interest the goven had in the railroad

propertics. It was a partner, and s such concerned in all their

transactions. In Massachusetts a different ground was taken. The
!

and so far removed from the owners of their securities, and the

community i so deeply concerned in their doings and condition,

that the law-making power both has a right and s in duty bound to
5 e

cannot be guarded against, Nowhere has the soundness of this

last few years. Singularly enough, also, ths act was passed not only
without opposition from the railroad companies as a body, but with
the active assent of many of them. When it took effect the
corporations were summoned together by the commissioners and
invited to assist, through a committee of their accountants, in
preparing a uniform system of accounts. They did so; and the
system thus prepared by them, aftr being approved by the board,
was put in operation. The accounts of al the Massachusetts roads
have since been keptin practical accordance with it

This meaure crid the Massachsets metho of dealing with
the riroad question t it ultimate point of developme
State government, No greater degree of publicity was o
system was perfectly simple, but none the less logical and pracical
It amounted to ltle more than the establishment of a permanent

K

and delay of courts of aw. On each question which came before it—
whether brought o its notice by means of a postal card or through
the action of a city government—this board was to make an
ation. If wrongs and grievances were made to appear, and no
e of redres could be secured, the appeal was 1o the courts o
e lgisatre he bosrd tll beng the motie force. Thus on all
ity ey g out of the relations of the
ralroad _corporations—whether among _themselves, with the
community as a whole or with individuals—a body of experts,
supposd o beskilled, wasprovide, who were cothed with
inquitoral powes nd whase duty it was, whether
by s wihin sk av knowled o brought {0 their Coowledse

through the intervention of others, to investgate the doings or
condition of the corporations, and to lay the resulting acts in detail
before the public. Without remedial or corrctive power themselves,
behind them stood the legislature and the judicary ready to be
brought into play should any corporation evince an unreasonable

“The policy thus described would seem to have worked suffciently

ly. The particular messures recommended by it have not, of
ways been looked

adopted by the legislature. This also has been fortunate, as the
oppositon and consequent delaysths excouteed v given the
x many of the conclusions which
ed and, if need be, to revise them. This they have.
Thata commisionorpnized na ke basi i ay
tween the years 1870 and 1875, could have.
wccomplahed the work hes 1 s dos b e say the least,
improbable. It could have commanded the confidence of neither

exlsl. succeed in the more western states on the ground that the
railroad corporations of that section are not so sensitive to the
Massachusets. They are not
 absentee owner s currenly supposed to
care nothing or he West, 1. 3 inerety g o sntiments. s 0
the local management, that
who are neither ex
one at all acquainted with the real facs i the case e perfectly
wel o how litle weight this lne of s et T
are, on the contra
machlm.r) a5 that in use in Masachusetts would b pcaary

01

Adams says that railroads cannot be tamed yet because they are still the

defining force in society, however they could eventually be reined in with a
policy of regulated combination. The goal should be stability and utility of
rails to the public and business.

—

No comprehensive solution of the American railroad problem
ieed, howewer, now or at any time, be anticipated from action of the
government. The st
G but build with the mate
cannot call things into existence nor, indeed, can he even greatly
1f he is to succeed,
necessary t0 success. So far as the railroad system of ths country is
omemel a1 e I gomntyeray g i 2 et
dlearly in the formative n. Nothing is ripe. That
o, vith far greater force and iy, thas eve bt
shaping all the social, political and economical conditions which
surround it. The final result s probably yet quite ricioch i i b
reached only by degrees. When it comes, alo, it will assuredly work
iy n ¢ ey cooum

other. Whether travelling on lines nearly paralll, or which seem
gently to converge or to sharply diverge, or even o run counter to
each other, we may rest assured that, whether we sce it r no, they.
are steadily in the United States, as in France, England and
Germany, doing this now.

0 the attempt has been to show how far the process of
orernmenta devlopaent ha e go0e I Amrica owards this

de. The laws intended to abstractly solve the diffculties

presented have been mere copies, whether intentional or not, of

similar acts long since passed elsewhere, and the utter futility of
which is denied by no one. Passing on to the more pos
the essential fact that railroad corporations are am

Ieltv power ha be compllt

Juence of publicity and

power adequate to al necessary control of the railroad

corporations have been tested 10 a certain extent, The real issue,

however, has not yet been touched; for all that has yet taken place is

litle more than the skirmishing which precedes a decisive

103

combination of railroad companies, for the avowed purpose of

fon, might prove a most useful public agency.
These persons contend that railroad competition, if it has not
already done its work, wil done it at a time now by no means
remote. An enormous developing force, during the period of

portance will be muchles in e pade o
pore sable adjustment. Und and
iagotiomdaciatiateihenparmvosr et oso

regulated combination the surestif not,indeed, the only way of
reaching a system in which the advantages of railroad competition
\x secureds ad s abuse,mch s s,
and b
ot wholly gotien id of. In mmlu‘nng its traf
road or combination of roads
concert with other roads o combinations,o i mayrefuse o do 50
It may make rates to one place, where it may think it for ts interest
that business should go, and may refuse to make them to another
place where it is for its interest that business should not go. Allthis
is essentially wrong. Yet the business community of America, from
ane end of the country to the other, has been from the begining so
thoroughly_accustomed to the extreme instabilies of railroad
compeition, that it has wholly lost sight of what ts own i
requires. What it needs is certaintya stable economy  in
trnsportation—something that can be reckoned on in al business
calulations—a fixed quantity in the problem. This, of al results the
most desirable, is now even looked upon with apprehension. There
isan idea, the result of long habit,in the public mind, that so far as
transportation is concerned, prosperity is to be secured through
succession of temporary local advantages—an unending cutting of
rates. The idea of a great system of internal transportation at once
asonable, equitable, and rmittng trafic to flow and
inerchanges to be made just ho and where the interest of buyer
and seller dictate—never  discriminating—rarely, and then on
slowiy, luctuating—this is a conception very far removed from the
realiy, and it may well be doubted whether now it even commends
itsef when stated to the average man of business. He dlings, on the
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Railroads need to be amenable to the law. A solution must force railroad
companies to be legal, public and responsible, of which they were not at
the time.

—

contrary, to the burden of inequalites to which he is accustomed,
and isinclined to doubt whether he could ive without them. Itis as
if a mariner had become so habituated to a constant succession of
squalls and simooms, that he questioned whether it would be
possble o stfctorly navigaea ip i trade-vids; cspecally
the trade-winds blew for all. Accordingly, equal rates, no matter how
reasonable, the moment they are applied are Tooked upon by e

regard it s a species of vested interest. Their boards
upon their legislatures to secure it to them. They have even gone

wasteful methods of doing business should be prevented from
bringing forth their legitimate results through an unending railroad
war. So possessed are they, in- deed, with this idea, that it may
safely be prdicted tht theprncipl o absolue freedom and strit

ussion and in the

a whole vill ony be eached as  resul oflong,

repet
ruious discriminations which have just been described in det
iesoun f the e compllcatons s 1673 Nothing o the
Sort exists in any other portion of the world.

1, however, any approach is ever to be made towards that ideal
st of afars i as st ben sugestd it can apparely be
made onyin e vy T incident to unhealthy railroad

competition must cease; nnd ndoubedy the firt ep tovars

s to render the rairoad system,

s ense (0 some ety contol. The
1 compeitive chaos must be reduce hing ik

g T he eyt 14 tlcied Wi

Systemis changed ito one onderly, confederated whole. To attempt

o bring it about during an epoch of wars, and local pools, and

H
E
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conflicts for traffic, would be as ftile as it would have been to enact
a code of laws, unsupported by force, for the government of the
Scotch Highland clans in the sixteenth century, o a parcel of native
Aftican tribes now. A confederation, or even a general combination
among all the railroad corporations having some degree of binding
force, might, therefore, as has been suggested, not improbably prove
the first step in the direction of a better and more stable order of

confederation must, in three respects, difer radically from
everything of the same sort which has hitherto preceded it: it must
belegal; it must be public; it must be responsibl.

Tried by this standard, i
bis .

fe to say that none of the
it 9

public policy, or have in them the clements of permanence, They
are, in the first place, secret combinations of quasi public agencies;
in the next place, as respects the ends they have in view and the
‘means they use to attain those ends, they are amenable to no law;
and, finally, they are allin greater or less degree irresponsible even
to public opinion. They fail, morcover, even to accomplish the one
result which, if practically brought about, might justify their

apparent in them all, and is not ignored even by those who are
parties to them,

Indeed, every d\slurb\mz element which has heretofore broken up.
other combinations i latent in those now existing; the individuality
of organization, the distinct separation of traffc the armies of local
freight agents, the extending of connections. While the processes of
pooling are going on and during the veryperids o rc,ther s
line

b always anxiously looking about to strengthen tselfin case of
an ever-expected renewal of war. Under these circumstances, they
will probably last only so long as the recalection of recent losses and.
costly pressure of the last railroad war is fresh in the minds of

e
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Railroads were in a state of anarchic war, which Adams says is comparable
to the politics of Spain or Mexico. To this, Adams says, there is one
solution: a Caesar or Napoleon is necessary.

-

iependence. Corparatons, ke commnies, secustomed 10 s
necessarily remain for a long time restive under any sense of
oo, They need constntly o fo that  polceman's e spon
them, and that there is a station-house in the nextstreet. No one or

o gret compratons bave 3
fent to assume a coerciy
m,.cl obedience. The coml
recent action towards the
sppronch vt made towards his resu
r

subordination, the mill of competition has got to keep on grinding
for some time yet. s work is not done. Indeed it will not be done
i, through the process of s grinding, the great principle of the
survival of the fittest is

i proses s el topove a i ne, e ot anly
Poiecltierl hemiaibod as been long in a state of
mrchy. Insuch cases the demoralization becomes seer; hetooe
b mlwul\ml deteriorates. This is what is now 4
it T ———
A oot ool et o B
tosecure the advantage over others, have, as they usually do, bred a
general spirit of distrust, bad faith and cunning. until railroad

large 9 scale. There are notable individual exceptions to_this
sttement, but, taken as a whole, 1
indisputably low. The
other, that easy good faith, that espr

system and order can rest. On the contrary, the leading idea in the
mind of the active railroad agent is that someone is ahvays cheating
him, o that he is never getting his share in something, If he enters

spirt. Peace is with him aliways a con
honor fo ts own sake and good faith apart from self-nterest are, in
a business point of view, symptoms of youth and defective

education. Under such circumstances, what is there but force upon
which to build? It was the absence of the element of force w
caused the failure of the Saratoga association, and. probably will
cause the failureof those which have succeeded it

‘Napoleon is necessary. When, however, the time s ripe and the man
comes, the course of affairs can even now be foreshadowed:; for it is
always pretty much the same. Instead of the wretched condition of
chronic semi-warfare which now exist, there will be one decisive

e, in which, from the beginning to the end, the fighting will be
forced. There wil be no patched- up truces, made only to be broken,
for the object of that struggle il be the complete ruin of someone
i the shortest possible time. Then will come the combination of a
few who vl be suficently powerful to restrain the many. The
result, expressed in few words, would be a railroad federation under
a protectorate. The united action of the great through lines is
necessary to bing this about; and how to secure that action is now
the problem. If the clder Vanderbit were alive and in the full

Vanderbilt is dead, there are very significant indications that his
work is going on. His vast property, in the peculiar shape in which
he left it and as it is now handled, seems to be little else than an

ooy, dcpaind umoeg
mmlmcrll)h'\(mkho\dcn as is the case with the other trunk

announced that ope
Erie, the Atlantic & Great Western and the Wabas
be the next in order. The precedent established by the father in
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The Southern Railroad is a potential model for the rest of the country: legal,
open to public, responsible. Adams also remarks that the solution needs to
be a natural outgrowth of the problem; theorycelling about how to control

railroads would not be practically implementable.

—

buying up the Hudson River road in one lump in order to put a stop.
10 its competition with the Harlem, is apparently being followed on
alarger scale by the son.

While this is going on in the East under the Vanderbilt lead, two
ther nd pr
shape~

e
1
P
4]

not 10 the support of stockholders. Accordingly
compatiton dacs ot new et within e sphce of mfoemee ot
these combinations, and its existence is rapidly becoming
impossible; for, as soon as it makes itself ell* the competing line is
bought out of the way. In this way the Union Pacific combi
Row controls seven corporations owning and operating 3,000 miles
of track in the heart of the continent—an absolutely controlling,
intrest—while on the westen cost the PacieCentral ocupis n
even more c ing position.

In presnc of such  palcy a s comman 10 all these nterests,
backed by such resours, the
prope evel. Hisday isovr. Th peio of it rerond wars
&5 drawing o2 lose. Th deslopment  theecases b orcn
mad with eady moneys—hat i o cxings of e combimaions
ar continually accumulatedin the e Thre & o o
e Those a.1n
view of these facts. there woud e 1o b some oond fo
Supposing, 4 was sugsesied i antos conetion. tht e
st of this couniry s o o e (hecho of s ot it snd
meinted g oot bt
he survival of the ftst among rlroads my hre be dcied
les remoteday than s wdl seppocd.

But, however this may be, it is a question of the future and
certainly has no immediate bearing on the exiting combinations. OF
these the only one which seems entitied to any thoughtul
consideration is the Southern Railroad and Steamship Association.
S0 far as the public is concerned, everything essential as a safeguard
st abuse seems in the case of that association to be provided. It
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comleg et ot ot v i
of p e purposes for which it w
e ein et il ey b eyl
o pemenlfcberation To s 1t & would only be
legal recogition. By its originators it is
Couenyy dmed i, f yoopy doveloped end recogetead by
legislation, it would afford a complete and practical solution of the
Ameionrod probe. Whthr Kk vl o 0, i o ceralely 3
great advance on any other form of solution which has yet been

‘might not fairly be accepted as the natural and logical outgrowth of
i sl devlpnt, 2 b g ot 99 0 this time.
“The diffculty with all of the many other solutions which have from
{ime 10 time been suggeted has bn that they dsregarded what
had gone before; they were none of them in the nature of a logical
sequence or natural outgrowth. Those who originated them sought
t0 deal with a vast and complicated system s if it were 50 much
plastic material, to be handled and shaped at will. Both the scheme
fr the stae omersipofaloads and the mesures of Granger
Iegisltion faled and were abandoned, for this reason—they

it soquencs, and vl e fist could ot sand the st of
di n, the last ea of regulating
Taionds throvgh the st ownersi of nc-the Blgan
vas some years ago bought fovard, and urged o e
attnton by the ts commi 2 ot last wothy of

i o' T, U 1 WG the
already held a controlling interest, and the practical difficulties and

objections, both political and financial, which presented themselves.
were of such a mature tha these engaged n the investigation
them was a member of d as such

‘committed to the theory, unanimously found themselves compelled
“by the logic of their investigations, regardless of preconceived
theories,to another resul

T
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There would need to be a railroad confederation, accountable to the law
and state government on behalf of all railroad lines in the country.

-

Irresponaibie and secrt combiaations smong riroeds sheaya
have existed, and, so long as the railroad system continues s it now
i they unquestionably alvays will sy No iy
than
any market i they do not wish o do so. But they can nnly
grsingin public o nprivte on  prce,below
Which neither wil cl. T they cannot da ublily, they will
assuredly do it secretly. This is what with alternations of conflct,
the railroad companies always have done in one way or anothe
this is what they are now doing and must always continue to do,
until a complete change of conditions s brought about. Against this
ractice, the moment it begins to assume any character of
responsibiity or permanence, statutes innunerable have.been
ed, and clauses  strictly interdicting it have of late been
Tocorgorated fnto an perience of the
last few years, if it ha conclusively
demonstrated how uterly impotent and fslesuch nacments and
ly are. Starting, then,
what is and what must continu to be—the fundamental idea of the
Southern Steamship and Railroad Association is to legalize a
practice which the law cannot prevent, and, by so doing to enable
the railroads to confederate themselves in 2 manner which shall be
at once both public and responsible. This is the railroad side of the
‘question. The other side of the question—that of the public—adm
of 8 statement exually clear.ls essential poit however, s that,
rocess, and 1 s only, can the railroad system
S iialiaim e any public and
controlling force, whether of law or public opinion. Once let the
railroad companies confederate in accordance with law, and the
process through which this all-important confronting result would
be brought about is apparent. The confederation would be a
responsible one, with power to enforce its own decisions upon its
‘own members. The principles upon which it could act, as a creature
of the law, would be formulated in the low. It coud compel
, but obedience only to legal decrees, and the question in
p it be whether the decree was legal. At exactly this
point the machinery for state supervision would come into play in
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e form of a special ribunal; like those which have already been
pmndcd in England and France, or that now being matured in the
Prussian parliament, The field of discussion before this tribunal

il i

estions not only of law but of economy. Then, at

including qu
1. the comee princpls govrning raload traffic would b in
The cssential features of what

equalized, however, s
ded to be public and permanent, would then have to be

fixed upon, just as it s today fixed upon in each of the local pools

whichhave beendescibed This i, however, waud,of ncssiy,

fluctuate throughout under the pressure of competition at any or

Dot erthmte s et baet e hicago oul 4o

Louisvll; i it i not, one point would be
I

from Chcag. Tth the principle of the all-pervading action of
mpetition would be generally established through a
confederston, as it s Toall established through combinations
today. In this way, full effect would be given to that natural and
healthy competition which is now so successfully localized, while
railroad  discrimination _would  be effectually  repres
Discrimination being thus disposed of, it would then 9* only remain
to guard against extortion. That would not, apparently, be difficult
In the first place, it would probably be found that the effect of
natural compeition would, once the play of its forces was made al-
aff did not, the
penly, and by a responsible
might and

perv:
extortion would have to be p
ukent upon whom the whoke force o pubic opin
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Adams says that governmental supervision is the solution of the Anglo-
Saxon people to the railroad problem, whereas continental Europe took a

much heavier handed approach using state power.

4 N

everywhere the same—away from a reliance on the beneficial effect
to be derived from the uncontrolled competition between railroads.
In America only does any considerable body of reflecting persons
continue to have faith in it. In France and in Belgium the principle
never was recognized, and the later tendency is distinct and strong
agai admission. In Great Britain, where it originated, it is now
definitely abandoned. It has been abandoned in Germany also, and
the experiment of exclusive state ownership and management is to
be substituted for it. Thus the tendency of events is all in one
direction. It varies simply in degree, and as it is affected by the
political habits and modes of thought of the nationali In one
country the direct principle of exclusive state ownership is accepted,
while in another a system of close public supervision is assuming
shape. Thus supervision, always increasing in efficacy, would seem
to be the practical Anglo-Saxon solution of the problem, while, upon
the eontinent of Europe, that solution is abandoned in favor of a
purely governmental system. The paths diverge, but the end is the
same—the restraint of an e ive competition resulting in a
perpetual chaos. Order is evol n different ways, but it is evolved
at last.

Owing to the extremely complicated character of the American
railroad system, renderi; hing like a territorial division among
corporations impossible, results here work their way out slowly.
When they do work their way out, however, it is apt to be on a large
seale and in a way not easily susceptible of change. So far as any
progress has yet been made, it is obviously in the direction
indicated—the development of government supervision on the one
side, and the concentration of railroads to escape competition ort
the other. The manner, indeed, in which, starting from different
stand-points of interest and opposite seetions of the country, the
Massachusetts commission and the Southern Railroad and
Steamship Association have unconsciously worked towards a
common ground, is noticeable. On the one hand the whole effort of
the commission has been to develop a tribunal which, in all
questions affecting the relations of the railroad system to the
community, should secure publicity and that correct understanding
of the principles upon which only legislation of any permanent value
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Allin all, solid read from an Adams on an important subject.
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"Rationalizing the railroads" was a big theme in the early days of the USSR
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Its no wonder given how central railroads are to an industrial society.
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