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The most favorable point for crossing the Colorado was
at the Junctlion of the Gila where the river wac narrowest,
€50 feet wide, and had bluffs on both banks.

The direction that the road would take across the
desert intervening between it and the foot of the Coast
Range, depended in part upon the position of the pass by
which it crossed this mountain chain. There were two passes
known and explored. Warner's, the more southerly of the
two, would require five miles of excavation in granite and
mica slate for the full width of the road, the grades vary-
ing from 130 to 190 feet per mile. Thence to San Diego
by the San Luls River there was a practicable route, Lut
at a great cost oi cutting on the river to “au Luls Rey;
then along the seacoast numerous gullies would require
bridging. The distance from the mouth of the Gila, over
Liic desert, to the cntrance of this pass, was cishty mil s;
thence to San Diego vas 150 miles. The San Gorgonlo or
San Lernardino Pass, on tho contrary ‘ias rcrarkably favor-
able., It was an open valley, from two to five miles wide,
the surface, smooth and unbrckon, afforded in its forrn and
inclination every facility and no obstruction to the build-
in: of a railroad. Leaving the Colorado, tiie line pa:sed
upon the alluvial soii, to thc south of the sand hills, and

thus avolded the hard gravelly plain, where it would be



176

necessary to bore considerable depths for water, and where
the success of artesian wells wa: not certain. It vas al-o
desirable to avoid the drifting sand of the gravel plain.
But thi: obliged the road to pass over Mexican territory.
The entrance of the San Gorgonio Pass was 132 milez from
the mouth of the Gila in a straight line, over a smuot! and
nearly horigontal plain, which required scarcely any pre-
paration for the superstructure of a railroad. Thairty or
thirty-five milec of this lay upon tue gravel plain; the
remainder passed over the alluvial soil, .uich only neceded
irrigation to be fruitful. The first work was to construct
wells at every few miles for the uce of the working parties.
On the alluvial soil, water would, no doubt, be foupnd at

a depth of thirty feet; and should deep or artesian wells
fail to glve a supply on the gravzl plain, the expense of
hauling it to the working parties for that distance would
not be scrious. “ufficient fuel for culinary purposes vas
perhaps found on the alluvial plain, none on ti:» gravel
plain; but it could be supplied from the mountainc at

about double the cost in the eastern states.

The elevation of the mouth of the Gila wasc 1.3 fret,
and the grade acrocs the plain nearly horizontal. Approach-
ing the pass, the line followed for 10.5 niles an asce:dlng
slope of forty feet per mile; then for six 1.iles, one of

eighty-nine feet per 1ile. ‘e have reached thc point 133 riles
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from the mouth of the Gila. The natural slopes along the
line of survey are:
13 miles at 60 feet per mile
2 4] U] 132 L " ]
7 " " 75 " " "

Over a distance of 133 miles from’the mouth of the
Gila practicable grades could be had by following the
natural slopes of the ground without cutting and filling,
or side location, therefore, without great expense. The
greatest grade was 132 feet per mile, for a distance of
three and one-half miles. They could be modified, however,
and reduced without rock cutting, so as not to exceed, per-
haps eigchty feet per mile. Abundance of water could be
got by digging wells, either on the pass or on the Pacific
slopes. The San Bernardino and San Gorgonio Mountalns, north
and south of the pass, 9,000 and 6,000 feet high, afforded
pine and fir timbor at about one quarter the distance up
their slopes., On thcse two mountalns the growth of tiiier
was thick, consisting mostly of pine and flir.

chould it be concider-d nccecsar s to connect the larbor
of Can Diego, a distance of abo:t 120 miles, witl iris pasc,
the general features of ¢!  country tetween it and Sa. Luis
Rey (about seventy-five miles) were favorable to the con-
struction of a railroad. This region consisted of a creuat
plain, with numerous hills from 500 to 1,000 feet in height,
irregularly distributed on 1its ~arface, which somelines

assumed the form of a range several miles in extent, bel.c'n
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and around which & road could be carried with favoratle
grades without expencive cutting and filling., It vas plon-
tifully supplied with water. and fuel an< zood building
stone. From San Lulc Rey t5 Tan Diego (about forty or
forty-five miles) the unfavorablc topogrephical feature
along tlie e¢oast was the numerous, intricate, dce. zullies
cut into ihe plain by its drainage, and w.ich it would be
necessary to bridge, the average widti to be bridged teilng
between one hundred feet an: t:0o hundred feet; tiic bridging
might amoﬁnt to one~1tifth or one-tenth of the whole distance.94

seeretary of Var Davis presented the final re ortsz of
the surveyors to Congress. He personally reviewed the cur-
vey of each route, following the routes from the kississippi
to the Pacific, discussing all possible advartages, veigh-
ing comparisons of thewarious routes. Iiis final conclu-
sion foliows: ™A comparison of the result of the :urveys
conclusively shows that the route ¢f the thirt; -second
parallel is, of those surveyed, the moct 'racticable and
economical route for a railroad from the liississippl River
1o the Pacific Ocean.

"This i the clortest route; and not only is it. es-
timated cost less by a third than that of any ovtier of the

linec, but the character of the work rcquired is such that

941nformation concerning tiic turveys and cxplorations of
the ¢outhern route are in the Pacific Rglilroad I.c -ortis,

VOl'L“l.(\ oy I ’ II ’ VII, X and Al
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it could be executed in a vastly c.orter period. It ic
obvious that a road on any of thrcse routes, with thc ex-
ception perhaps of the forty-scventh perallel, muct le

built continuocusly from the two extremities, and an obstacle
that arrests its progress at any point deter: tiic comrence-
ment of all the work in advance. The tunnels an. much of
the other work on the core northerly routes in the rost
desolate regions are such as could not be commenced until

a road was constructed up to tihose points, an. would then
require a long period for their completion.

"On thé southernmost route, on the contrary, the pro-
gress of the work will be regulated chiefly by the speed with
which cross ties and rails can be delivered and laid, the
nature of the country being such that throuzhout the wiole
line the road bed can easily be prepared in advance of the
superstructurc. The fevw c¢ifficult noints, such a: the lass
of the Guadalupe and the Hueco Mountains, and the ja:ses
between the Rio Grande and Gila, would delay the .ork but
an inconsiderable period.

"Tihe peciliarity of the ~round presentc another ead-
vantéyn in the fact thav tewporary tracks could be laid
upon the natural .urface of the carth to alrost any cxtient,
to servc for the trowportation of material anda su;, iles.

"The climate on this route iz svch as to cavce less

interruption to the w.rk than on any other route.
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"Not only is this the shortect an’ lcast costly route
Lo the Pacific, but it 1s the chortest ard cheanest route
to San Franci:co, the greateczt comercial city on our
weslern coast; while tic aggregalc +2ngtl of rallroad lines
commecting it at ite eastern terminus with tie Atlantic
and Gulf seaports iz lesc than the aggregate connection
with any other route.

"With regarc to the circumstances w-hich affect the cost
of working and waintaining the road, they are morc favore
able than on any other route. In this dry climate the de-
cay of cross tles and other timber would be ver: siow, and
the absence of severe frost would lhave a most important in-
fluence upon the perranence of the road bed, and heavicr
grades could be adopted iore easily than in a climate
where Ice and snow prevail.

"The snows. on all the other routes, except ti.at ~f the
thirty-fifth parallel, could not fail at certain searons
to suspend the working of the road, for on all, suc! snows
are known to have fallen as would intergose an effecctual
barrier t> the passagce of treinc. ESuch an occurrence in
this desolate region would be attended with more serious
consequences than in inhabited districts.

"In only one important respéct is tids route supposed

to be less favorable than sone of the others, an.: that is
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in the supply cf fuel. The difference, hovever, in favor
of the other: is not great, unless the cxistence =i ceoal at
certain pointc along tl.oce routec wher:z it ic irdicated
chould te verified by further exa ination. The cost of
fuel is about one-fifth <f the vl.ole expense ¢f raintaining
and worklng e railrozd.t

Great consternation was immediate.y expres-ed by ad-
vocates of the Central route in particular. Concerning
the Becretary of Var's report and recomnendationc shomas
Hart Benton9% led in the denounciation of Davis a... the
reports presented tc Congress. Lenton said, "I disniss
this British route, with the rerar: that tic execution of
the survey wa: in kecping with the inapplication of funds
which made it as alsortive and costly as tiuc object it.elf
was useless and anti-national;"96 in referring to the
nor ther:. route.

Benton denounced the Southern route as becirng a 'cxican
route that passed through a aot an. dr, climave wiuere people
never went wunlecs nccessity forced taesi. to uce co.

Benton _roposed that the bullding ¢f the railrocd Le

withdrawn fro. legiclative cutiorit, cad placeu in the

(4

S : - , - '
°Cong. Globe, 03 Cong., & Secs., 73.

~
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hands of business men so that hvciness ccreiderations

only wovld prevail and =o insure the selection of a route
that would be most national, becauce most cvitable to the
greatest number. He quoted Fremont freely in his argunent
favoring the Central route after denouncing those resoon-
sible for the incompletenese of the survey alonz the
thirty-eighth parallel,

Benton's arsuments were csupported by rerresentatives
from 1l1linoiz, New York, and member: from other central and
northern states. The issve soon appeared tc be sectional.

Congressmen fron California and Texas led the delLate
in the support of the Davis report.

The devpression of 1857 rrevented further concideration
of the project.

When one considers thc great expense te which the
country had -one in nrecaration of the surveys, the obvious
adventazes of the Couthern route over al1ll others fron the
standpoint of climate, soil fertility, topogra-hy, agri-
cultural resourcces, ninercls, .imber, shortiesc o:r tue
route, and greater populution, and then considers the v.ry
definite recommenlation of Seccretar of Var Davis that th
road should be built along the route of the tiuirty-vecund
parallicl, 1t is natiral te woader iy Cengrose did not

decide ronntly to authorize the road along the Soutuern

/

/
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route and push its progress with all speed.

The answer is found in the fact that sectional anta-
gomism over slavery had broken out again with the contest
over the Kansas-Nebraska bill, and was at its createst
height during the months following the Davis report to
Congress on the surveys. The evident interest of Jefferson
Davi? in a railroad project which would benefit the South,
his leadercship in the mission resulting in the Gadsden Pur-
chase, which brought into the Union territory would enhance

ae advantages of the Southern route, and tie obvious ade
vantages wiich would come to the Southern states if the
Texas route should be used, were all carefully considered

by the Northern Congressmen. ILany of them discounted the
enthusiastic recommendation of Davis, because of iiis Southern
interests, while others were unwilling to see the Slavocracy
given any advantage, even 1f its refusal siiould be a definite
loss to the entirc nation.

Members of Congress were convinced that sevceral of the
routes surveyed were practicable, and all of the data securecd
wac used during the next generation in building transcontinental
railroads. It 1s probable that the Soutliern route would luve
becn the flrst to be utilized for a railroad built at govern-

ment expense if the Civll Var "ad not interrupted plax:s.97

i — [P e s e oo < e A iy

97See Haney, L. H., A Corvrecsional lister of Rail-
'xlva\( S, II’ 55' 114.




CHAPTER V

With the outbreak of the Civil War and the withdrawal
of the Southern representatives from Washington, the dif-
ferences concernirg the proposed transcontinental route were
soon adjusted. The conflicting claims of Chicago, St. Louls,
and a group that wanted a Northern Pacific Rallroad were
satlsfied by making an eastern terminus of the railroad a
point near Fort Kearney on the one hundredth meridian, 249
miles west of Omaha and Council Bluffs., From this point
four branch roads were to be constructed eastward to Sloux
City, Omaha, Atchinson and Kansas Cilty.

The Union Pacific Railroad Company was created for the
purpose of constructing a rallroad and telegraph westward
from the one hundredth meridian to the California border
from which point the Central Pacifle Conpany of California
would extend it to Sacramento. Ca>ital stock of the company
was to be one hundred thousand dollars each with not morc
than two hundred shares to be held by one person.

The railroad was given a two hundred foot right of
way on each side of the track through the public lands and
the right to use materials from gov ernment lands. Land was
granted to the company to the amount of ten alternate seclions
per mile of road constructed--excepting mineral lands.

Bonds at the rate of sixteen thousand dollars per

mile were is.ued for the constriction of the road in the
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plains section. For three hundred miles of the most moun-
tainous, and therefore the most difficult, district bonds
Were issued at the rate of forty-eight thousand dollars a
mile. For a distance of some 150 miles on the mountainous
sections, thirty-two thousand dollars a mile were allowed.
These bonds amounted to fifty million dollars. The bonds
were issued for thirty years and drew an interest of six
per cent. They would serve as a first mortgage on the road
and rolling stock. The road must be finished by July 1,
1874, 1In case of default, the road could be taken over by
the government.

The Act of 1862 was not sufficiently liberal to attract
capital. In 1864 a more generouc bill was passed. The
par value of stock was decreaced from one thousand dollars
to one hundred dollars a share and the total number of
shares increased from one hundred thousand sharec to a
million shares., The board of directors was made to consi-t
of fifteen elected members anu five covernment rejresent-
atives. The land srant was doubled and made ten sections
on sach side for each mile of road constructed. The land
was to be taken wit.in twenty miles of the railroad.
Patents for tliese lands vere to be issued upon the comjl:-
tion of each twenty-inile section instead of the forty mile
section of the ict of 1862,

Thec Company was authorized to issue its own bonds to

the amount of United Statec bonds granted it by tuc previous
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act and these were to constitute a prior lieu, thus re-
legating the government bonds to the position of a second
mortgage., The bonds were to be issued on the completion
of twenty-mile sections.

The width of the rignt of way was reduced to two
hundred feet. Time for completion of the road was extended;
and the provision that comnpensation received from tu:- govern-
ment service, (mails, etc.) chould be ap;lied on the govern-
ment bonds was modiflied to require only one-half of such
compensation. Congres:c specifically reserved the right of
altering or amending, or repealing the act.

Active work of grading and track laying under the
plans as outlined above began in 1866, one group dirccted
by the Credit liobiller starting at the cast end of the
project, the other beginning: at the coast and going east=
ward under direction of Leland Stanford, gsresident of the
Central Pacific, On the western project Chinesc coolies
were used, and on the eacter: part ex-soldiers and Irish
laborers predominated. Hostile Indians delayed tne work
of the eastorn project, and the engineering probleuns .ure
next to inpossible in solution. Deep tunnels and rock
cutting were made necessary, while 1lon;,high trcstles had
to be constructed across mountain gor_es. The construction
gangs worked without steam shovels, steam derricks, and

other modern ap;liances. The road was almost euntirely

hand made.
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Finally, on May 10, 1889, the two tracke met and
were merged near Ogden, Utah, and a great celetration was
staged. The completion of this first transcontinental rail-
road had reduced the time needed to zo from ocean 1o ocean

from one month to approximately a week.
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