






























































































































































































































































































































































174 

Bui lding s tone , l i r x , sand, e t c e t e r a , v/ere found a t 

variouí convenient po in t s along the r o u t e , 

The e l eva t ion above the sea of the Gila , sevei- rciles 

above the Pimas v i l l a g e c , was 1,365 f e e t . From t h i s point 

t o i t s j unc t ion with the Colorado, the va l ley of the r ive r 

was highly favorable to the cons t ruc t ion of a r a i l r o a d . 

There would be no necess i ty for en.bankments agains t f r e she t s , 

but t r i f l i n g occasional c u t t i n g and f i l l i n g ; and in those 

in s t ances where the h i l l s closed in upon the r i v e r , there 

was ample space for the road without heavy c u t t i n g . The 

e l e v a t i o n a t the niouth of the r i ve r was 108 fee t , and the 

d i s tance between the two poin ts 223 railes. The general 

slope was 5.6 feet ccr r i l e , which from the favorable char-

a c t e r of the ground, may be assuraed as the grade of the 

road. 

Water and fuel for workins p a r t i e s wcre s u f f i c i e n t , 

though there wac no g r a s s . Logs could be driven down tlie 

Gila from the Moc;oyon Mountains a t i t s source, iroi: the 

P i n a l ' L l e n o , and down the £an Francisco and Sal inas Rivcrs , 

fron. the plne fo re s t s on t::e forner , and the raount..in^ a t 

ttic sources of the l a t t e r . But i t r/iight ce found raore 

econoniical to rece ive a l l the cuppl ies ol xun.ler nceded 

frora the westera por t ion of the road, e i t h e r frora t i c San 

Bornardino llountains and Fass, cr iroi.i the dc^ e t ne..r the 

niOuth ûf tiic Gi la . 
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Th® most favorable point for crossing the Colorado was 

at the Junction of th® Gila where th® rivsr wac narrowost, 

650 f®®t wid®, and had bluffs on both banks. 

Th® dir®ction that the road would take across th® 

desert int®rvening between it and the foot of the Coast 

Rang®, dep®nd®d in part upon tho position of the pass by 

which it cross®d this raountain chain. There were two passes 

known and explored. Warner's, the raor® south®rly of th® 

two, would r®quire five railes of ®xcavation in granite and 

mica slate for the full width of th® road, the grad®s vary-

ing from 130 to 190 f@ôt per rail®. Th®nc® to San Di«go 

by th® San Luis River there was a practicable route, hut 

at a great cost oi cutting on the river to ran Luis Rey; 

then along th® seacoast numerous gullics would require 

bridging. The distance from the mouth of the Gila, ovor 

the desert, to the cntrance of this pass, was cichty mil s; 

thenc® to San Diego was 150 rnilcs. The San Gorgonio or 

San hernardino Pass, on thc contrary v.-as rcmarkably favor-

able. It was an open valley, from tv/o to five miles wide, 

the surface, sraooth a:id unbrokcn, afforded in its forni and 

inclination every facility and no obstruction to the build-

iru: of a railroad. Leaving the Colorado, the line pacsed 

upon the alluvial soii, to thc south of the sand hills, and 

thus avoided tho hard gravelly plain, v/here it would b® 
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necessary to bore considerable depths for water, and where 

the success of a r t e s i a n wells wac not c e r t a i n . I t v.as a lco 

deå i r ab l e to avoid the d r i f t i n g sand of the gravel p l a i n . 

But t h i s obliged the road to pass over Mexican t e r r i t o r y . 

The ent rance of the San Gorgonio Pass was 153 railes from 

the raouth of the Gila in a s t r a i g h t l i n e , over a sracoth and 

near ly ho r i son t a l p l a i n , which required scarcely any p re -

p a r a t i o n for the super s t ruc tu re of a r a i l r o a d . Thir ty or 

t h i r t y - f i v e railes of t h i s lay upon the gravol p l a in ; the 

reraainder passed over the a l l u v i a l s o i l , ..hich only needed 

i r r i g a t i o n to be f r u i t f u l . The f i r s t work was to cons t ruc t 

wells a t eYery few railes for the use of the working p a r t i e s . 

On the a l l u v i a l s o i l , water would, no doubt, be fouj^d a t 

a døpth of t h i r t y fee t ; and should deep or a r tes ia i i wells 

f a i l to give a supply on the gravcl p l a i n , the expense of 

hauling i t to the working p a r t i e s for tha t dis tance would 

not be s e r i o u s . huf f i c ien t fuel for cul inary purposes was 

perhaps found on the a l l u v i a l p l a i n , none on thc gravel 

p l a i n ; but i t could be supplied from the raountains a t 

about double the cost in the eas tern s t a t e s . 

The e l eva t ion of the rr;outh of the Gila v/as 1.3 i c e t , 

and the grade acrocs the p l a i n nearly ho r i zon t a l . Approach-

ing the pa s s , the l i ne followed for 10.5 n l l e s an ascei.ding 

slope of for ty feet oer mile; then for s ix r . i l e s , one of 

e igh ty -n ine fee t per r i l e . v.e have reached thc point 133 r.ilei 
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from th® mouth of th^ Gila. The natural slopea along the 

l i n e of survey a r e : 

13 miles at 60 feet per rail® 
2 « M 3 ^ 3 2 « M M 

7 '* " 7 5 H H H 

Over a distanc® of 133 miles from the raouth of th® 

Gila practicabl® grades could b® had by following th® 

natural slopes of the ground without cutting and fillinc, 

or sid® location, th@r®for@, without grcat exp®nse. Th® 

gr®at®st grade was 132 f®et per raile, for a distance of 

thre® and on®-half miles. They could be raodified, however, 

and reduced without rock cutting, so as not to exceed, per-

haps eighty feet per raile. Abundanco of water could be 

got by digging wells, either on tho pass or on the Pacific 

slop®s. The San Bernardino and San Gorgonio Mountains, north 

and south of the pass, 9,000 and 6,000 fect high, afforded 

pln® and fir tirabcr at about on© quarter tho distance up 

their slopes, On thcs® two raountains the growth of tit.her 

was thick, consisting raostly of pine and fir. 

Should it be concidcrcd nccecsary to connect thc taibor 

of .Oan Diego, a distance of abo:t 120 railes, wJ th this pasc, 

the general features of C country hetv/ecn it aiid £.:i Luis 

Rey (about seventy-five railes) were favorable to the con-

struction of a railroad. T:IÍS region consisted of a rreat 

plain, with nuraerous hills frora 500 to 1,000 feet in hoight, 

irregularly distribut®d on its uuface, which coin̂ tin.es 

assura®d the form of a rangc several raiies in extcnt, bct: CÍ n 
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and around which a road could be ca r r i ed v/ith favora t le 

gradee without expensive c u t t i n g and f i l l i n r . I t wac plcn-

t i f u l l y supplied with water.and fuel and r^ooâ bu i ld ing 

s tone . Frora San Luic Rey trj San Diego (about for ty or 

f o r t y - f i v e miles) the unfavorablc túpog.raphical feature 

along the coas t was tlie nuraerous, i n t r i c a t e , dce^ c u H i e s 

cut i n t o the p l a i n by i t s dra inage , and wc.ich i t would bc 

necessary to b r idge , the average width to be bridged heing 

betwaen one hundred feet anc two hundred feet ; the br idging 

might araount to o n e - í i f t h or one- tenth of the whole dis tar .ce . 

Seore ta ry of V.ar Davis presented the f ina l r e^or t s of 

the surveyors to Congress. He personal ly reviewed the cur-

vøy of each r o u t e , following the routes frora thc I/Iississlppi 

to the P a c i f i c , d iscuss ing a l l poss ib le advai.tages, veigh-

ing coraparisons of t h e m r i o u s r o u t e s . h is f inal conclu-

s ion fol lows: "A comparison of the r e s u l t of the :urveys 

conc lus ive ly shows t ha t the route of the th i r ty -second 

p a r a l l e l i s , of those surveyed, the moct crac tJcable and 

economical route for a r a i l road frorn the m s s i s c i p p i River 

tc t ic Pac i f i c Ocean. 

••This i s the s h o r t e s t rou te ; and not only is it^. es-

timated cos t l e s s by a t h i rd than tha t of any cther of the 

l i n e c , but the cha rac te r of the work required i s such tha t 

94 

^^lnformatlon concerninc thc curveys and cxplorations of 
the íouthern route are in the Pacific Railroad hc.-orts. 

Volui.cs, I, III VII, X and '^^' 
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it could be executed in a vastly s:orter period. It ic 

obvioun that a road on any of thcse routes, with thc ex~ 

ception perhaps of the forty-seventh parallel, p.ust he 

built continuously fron the two extreraities, and an obstacle 

that arrests its propress at any point deterc thc conii.ence-

raent of all the work in advance. The tunnels an^ much of 

the other work on the r.:ore northerly routes in the n:ost 

desoiate regions are such as could not be commenced until 

a road was constructed up to those points, anc would then 

require a long period for their completion. 

"On the 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, tiie 

nature of the country being such that throu':;hout the w::ole 

llne the road bed can easily be prepared in advance of the 

superstnacture. The few difficult points, such as the Pass 

of the Gnadalupe and the Hueco Mountains, and the pa ses 

between the Rio Grande and Gila, would delay the v.ork but 

an inconsiderable period. 

"Th.G pecc iarity of the croun:̂  presentc another e.d-

vantape in thc fact that te/,;porary tracks could bo laid 

upon the natural . urface of the earth to aln.ost any cxtcnt, 

to serv'/ foi' the trc u .'Ortation of D:aterial and sU;:̂ iies. 

"The cliraate on t'.ic route ic such as to cause lecs 

interruption to the w.rk than on any other route. 
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"Not only is this the shortest and loast costly route 

to the Pacific, but it is the shortest and cheapest routc 

to San Francicco, the greatest comnercial city on our 

western coast; while the aggregatc length of railroad lines 

connecting it at its eastern terrainus with thc Atlantic 

and Gulf seaports is less than the aggregate connection 

with any other route. 

'̂ Wlth regaro to the circurastances wnich affect the cost 

of working anu inâintaining the road, they are raorc favor-

ablo than on any other route. In this dry cliraate the de-

Cay of cross ties and other tirnber would be ver: sxow, and 

the absence of severe frost would have a most iraportant in-

fluønce upon the perranence of the roac bed, and heavior 

grades could be adopted ore easily than in a climate 

where ice and snow prevail. 

"The snows on all the other routes, except t::at cf the 

thirty-fifth parallel, could not fail at certain seacons 

to suspend the working of the road, for on all, such snov/s 

are knovm to have fallen as would interpose an effectual 

barrier tc the passage of tr:cinc. Such an occurrence in 

this desolate region would be attended with more serJous 

consequences than in inhabited districts. 

"In only one important respect is t'iis route supposed 

to be less favorable than soiîe of the others, an ; tbat is 
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in the supply cf fuel. The difference, ho\.ever, in favcr 

of the ûthers is not great, unless the cxistence ci coal at 

certain points along t:.oce routes wherc it is irdicated 

should hc verified by further exa;. ination. The cost of 

fuel is abûut one-fifth cf the wI:ole expense cf raintalning 

and wcrkir:.g a railroad.« 

Great consternation was immediateiy expresced by ad-

vocatec of the Central route in particular. Concerning 

the Secretary of h'ar»s report and recomn.endationc rhon.ac 

Hart Benton^^ led in the denounciation of Davis a.̂u the 

reports presented tc Congress. Eenton said, "I disniss 

this British route, with the re/.arh that the execution of 

the survey wac in keopinc with the inapplication of funds 

which raade it as ahsortive and costly ac V^c object it..elf 

was useless and anti-national; "^" in rcícrrinp, to the 

norther.c route. 

Benton denounced the Southern route as being a ̂ 'cxican 

route that passed through a hot an^ dr;, clir.:ai-c where people 

never went unle:s necessity forced the . to co so. 

Benton ^roposed that the huildinp cf th^ railrcc.i be 

Wi.thdrawn fro;. legidative authority a..d placeu in Lhe 

•̂̂ Ĉong. Globe, o3 Cong., £ Sess. , 73 

^^lbid. 



182 

hands of bus iness men so t h a t husiness ccn.c idera t ionc 

only would p reva i l and so insure the se l ec t ion of a route 

t h a t would be raost n a t i o n a l , because raost cu i t ab le to the 

g r e a t e s t nuraber. He quoted Fremont f reely in his arguraent 

favoring the Centra l coute a f t e r denouncing those respon-

s i b l e for the incorapleteness of the survey alcng the 

t h i r t y - e i g h t h p a r a l l e l . 

Benton*s arguments were supported by r e j r e s e n t a t i v e s 

from I l l i n o i s , New Tork, and raeraberc from other centreú. and 

nor the rn s t a t e s . The issue soon appeared tc be s e c t i o n a l . 

Congressmen frorr. Ca l i forn ia and Texas led the dehate 

in the support of the Davis r epo r t . 

The depression of 1857 prevented furt ' ier concidera t ion 

of the p r o j e c t . 

When one considers tlcc grea t expense t c .vhich the 

country had gone in p recara t ion of the surveys, the obvious 

advantages of the Southern route over a l l others frct' the 

s tandpoin t of c l ima te , so i l f e r t i l i t y , topography, a g r i -

c u l t u r a l r esourccs , i::inerals, oimber, shortnesc oi the 

r o u t e , anJ g rea t e r populat ion, and then considers the v,ry 

d e f i n i t e recomriiCnJation of Secretarp of V.ar Davis tha t th® 

road should be b u i l t along the route ci the th i r ty-cecond 

p a r a l l c l , Í t i s n a t r r a l tc \/jnder w::y Ccncrcsc did not 

decide ror p t l y to au t ' io r i se tlie road along the ooutliem 
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rout® and push its progr®ss with all speed. 

Th® answar is found in th® fact that s®ctional anta-

gomism ov®r slavery had broken out again with th® contest 

over th® Kansas-Nebraska bill, and was at its sreat®st 

height during the months following the Davis report to 

Congress on th@ surveys. The evident interest of Jefferson 

Davis in a railroad proJ®ct which would ben®fit the South, 

his leadershlp in the raission resulting in th® Gadsd®n Pur-

chas©, which brought into the Union territory would enhance 

th® advantages of the Southern route, and tiie obvious ad-

vantages v/hich would come to the Southern states if the 

Texas rout® should be used, w®re all carefully considercd 

by th® Northern Concressmen. Icany of thcm discounted th® 

©nthusiastic r®corara©ndation of Davis, because of his Southern 

interests, while others were unwilling to see the Slavocracy 

given any advantage, even if its refusal ŝ -ould be a definit® 

locc to th® entirc nation. 

Members of Conpress wcre convinced that sevcral of the 

routes surveyed were practicable, and all of the data securcd 

was used during the next gcneration in building transcontinental 

railroads. It is probable that the Southcrn route would Icive 

becn the first to he utilii-cd for a railroad built at covern-

97 
mcnt cxpense if the Civil har 'mci not intíjrruptcd plans. 

^ See Haney^ L. H,, A^ Co?.''resslonal Hi''tcr-.; of Rail-
•ays, II, 55, 114. 



CHAPTER V 

With th® outbreak of th® Civil War and th® withdrawal 

of the Southern repres®ntativôs from Washington, the dif-

ferences concerning th® proposed transcontinental rout® w®r® 

soon adjusted. Th® conflicting claims of Chicago, St. Louis, 

and a group that wanted a Northern Pacific Railroad w®re 

satisfied by making an eastern terminus of th® railroad a 

point n®ar Fort Kearney on the one hundredth meridian, 249 

milêø west of Oraaha and Council Bluffs. From this point 

four branch roads wer® to b® constructod eastward to Sioux 

City, Omaha, Atchinson and Kansas City. 

Th® Union Pacific Railroad Company was croated for th® 

purpos® of constructing a railroad and telecraph westward 

frora the on@ hundredth meridian to th® California border 

from which point the C®ntral Pacific Corúpany of California 

would extcnd it to Sacram®nto. Capital stock of the company 

wac to be on® hundred thousand dollars each with not morc 

than tv/o hundrcd shares to b® held by one personé 

The railroad was given a t\/o hundred foot right of 

way on each sid® of the track through the iDublic lands and 

the right to use materials from gov ernment lands. Land was 

granted to the company to the araount of ten alternate secLions 

per mile of road constructed--exccpting mineral lands. 

Bonds at the rate of sixteen thousand dollars per 

raile were Í6.;u®d for the constrcction of the road in th® 
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plaina s®ction. For thre® hundr®d miles of the most moun-

tainous, and th®r®fore th® most difficult, district bonds 

w®r® issued at th® rat® of forty-®ight thousand dollars a 

mll®. For a distanc® of some 150 miles on the mountainous 

s®ctions, thirty^two thousand dollars a mile wcre allowed. 

Thes® bonds amounted to fifty raillion dollars. The bonds 

w®r@ issued for thirty yoars and drew an interest of six 

p®r cônt. Th@y would serve as a first raortgag® on the road 

and rolling stock* The road raust be finished by July 1, 

1874. In case of default, the road could be taken over by 

th® governraent. 

Th® Act of 1862 was not sufficiontly liberal to attract 

capital. In 1864 a raoro generous bill was passed. Th® 

par valuø of stock was d®cr®aE®d frora one thousand dollars 

to on® hundr®d dollars a shar® and th® total nurab®r of 

shares incr®as©d from on® hundred thousand sharas to a 

mlllion shares. Th® board of directors was raad® to consict 

of fift«®n ®lect®d riieriibers anc five covernmcnt roprøs®nt-

ativ®s. Th® land crant was doublod and raado ten sections 

on «ach sid® for each raile of road constructed. Th® land 

was to be tak®n wit̂ iiii twcnty railes of th® railroad. 

Patents for tîisse lands wore to be issued upon the corapl -

tion of each tvvent̂ -i::ile section instead of the forty ralle 

section of th® Act of 1862. 

T:IC Corapany was authorized to issue its own bondo to 

t!îe araount of United States bonds granted it by thc previouo 
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act and thes® were to constitut® a prior lieu, thus re-

l®gating the govemment bonds to th® position of a socond 

mortgage. The bonds were to be issued on the coraplction 

of tw«nty-rail® sectlons. 

The width of th® right of ¥/ay was reduced to two 

hundred f®®t. Tin.® for corapletion of th® road was ©xtendod; 

and th© provision that coicpensation received frora thc govern-

ment servic©, (malls, ctc.) should be applied on tho govern-

m®nt bonds was raodified to requir® only one-half of such 

corapensation. Congress specifically r®s®rved th® right of 

altering or araending, or repealing the act. 

Âctiv® work of grading and track laying under the 

plans as outlined abovø began in 1866, one group dlrccted 

by the Cr©dit liobilier starting at the cast end of the 

project, tho other beginninc at thc coact and going east-

ward under direction of Leland Stanford, president of the 

Ccntral Pacific. On the western pro^ect Chinesc coolios 

wer® uced, and on the easter; part ex-soldiers and Irish 

laborers predorainated. Hostile Indians delayed the work 

of th® ©astcrn project, and the ®ngin®ering probloms c re 

n®xt to i possible in solution. Doep tunnels and rock 

cutting wer® raade necessary, while lonc, high trestlcs had 

to bc constructed across mountain [̂or ;es. The construction 

gangs worked without ctearn shovels, steam derrich.'̂ , cmd 

other raodcrn ap:>lianceE. The road was almost entirely 

hand raade» 
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Finally, on May 10, 1869, the two tracks raet and 

w«re merged n®ar Ogd®n, Utah, and a great c®l®bration was 

stagftd. The c<»npletÍon of this first transcontincntal rail-

road had r«duc®d the tira® needed to go from ocean to ocean 

frora one month to approximately a week. 
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