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MED IB HISTORY Central Pacific road, to which ithad added
vast donations of land for each of the three
projected lines—the central, northern and
southern. A large number of prominent
gentlemen of the country, including a few
conservative capitalists, a few budding
speculators who have later developed as
daring and successful financiers, and many
eminently respectable and influential men,
had been incorporated as "The Northern
Pacific Railway company." These gentle-
men did not build the road or even make
a beginning.
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Missouri to the mouth of Milk river, up
the latter river 187 miles and then south-
easterly towards the mountain passes near
the forty-seventh parallel. Several moun-
tain passes were in part explored but the
reports do not give actual measurement.
The lines of exploration were connected,
however, by Lewis and Cadotte passes and
Clark's Fork. From the Coeur d'Alene
mountains itwas proposed to cross the
Spokane plain to the Columbia, and down
that river to the timbered table land west
of the Cascade mountains, across which
the line was projected to Seattle, on Paget
Sound. This line was estimated at 2,050
miles, which distance was to be re-
duced if the Bitter Root river could
be followed instead of the Jocbo river, and
if the Gatiena pass over the Cascade range
should be found practicable. It will be
observed that Governor Stevens' line of
exploration left the Mississippi south
of the present Northern Pacific cross-
ing of that river,and was laid in a south-
westerly direction to the Bois de Sioux,
whence the course was northwesterly, to
and up the Milkriver, and that itwas from
thirty to three hundred miles north of the
finally located line until it approached the
Columbia river. Itwas a longer hue and
it passed over a country less favorable for
construction and less inviting to emigra-
tion tan the finally located line. Gov-
ernor Stevens' report, however, showed the
route to be practicable and preferable to
any other route then proposed for a trans-
continental railway. The secretary of war
did not agree with him.

CONCLUSIONS OP SECBETABY DAVIS.

In the light of subsequent e vents we
may understand that Jefferson Davis
should have preferred and recommended a
southern route. His preference was the
southernmost route along the thirty- second
parallel. This, was explored from the Red
River of the South 283 miles from the Mis-
sissippi, but was considered as from a
point 150 miles from the Mississippi. It
was thus made the shortest route and the
great difficulty, not yet overcome, of con-
necting the right bank ofthe Red River of
the South by rail with the left bank of .he
Mississippi, was avoided. This line was
located through a barren country for 1,210
miles. Mr. Davis did not dwell upon this,
but in discussing the northern route he re-
marked that the characteristic of the
country from the ninety-seventh parallel
to the Cascade mountains was one of gen-
eral sterility. He dwelt upon the difficul-
ties of construction, the severely cold char-
acter of the climate throughout the whole
route, and the dangerous proximity to the
dominions of a powerful foreign sov-
ereignty. He also increased Gov. Stevens'
estimate from $117,000,00. to $150,000,000.
Settlement and cultivation have since
proved that the sterile lands are but a very
small part of the country traversed by the
Northern Pacific; that the arid regions
from the ninety-seventh parallel to the
mountains was a myth; that the climate is
favorable to northern agriculture, and that
the prevalent winds of winter with the
light snowfall make the northern route
best of all forrailway operation; while also
the construction of the road has shown
that its line is the shortest and its cost the
least.

The.Xorthern Pacific Railroad and th(

United States ofAmerica.

THE WEST UNKNOWN 40 YEARS AGO

But All America for Americans and
Pacific Railways Advocated. TEN YEABS AGO.

Jay Cooke & Co. of Philadelphia, the
famous fiscal agents of the government
when it was creating the national debt
had, under a reorganization of the com-
pany, been induced to act as financial
agents of the railway. Under their aus-
pices the Northern Paoific company had
issued its bonds to the amount of $30,000,-
000, bearing 7 3-10 per cent, interest. Five
hundred and fifty-fivemiles of track had
been laid, extending from Dnluth to Bis-
marck and from Kalama to Tacoma. The
western section was a local road from
Pnget Sound to tide water on the Colum-
bia. The eastern section was connected
with established lines of railway and river"
trafficby a lease of the St. Paul &Duluth
railway, then known as the Lake Superior
<_ Mississippi road. This country seemed
prosperous, the people were hopeful and
real estate valnes were estimated high;
Duluth was flourishing and St. Paul
counted the annual increase of her com-
mercial traffic by millions. But Jay Cooke
& Co. failed; there was a financial panic
throughout the country; the construction
of the Northern Pacific was suspended;
capital was withdrawn from the country;
Duluth was struck with a paralysis of busi-
ness; while St. Paul men of trade and
finance felt their way cautiously and waited
for future developments. Meantime,
however, this country had gained many
thousands in population; the hard wheat
product of the northwest was recognized
as the best flouring grain in the world;
lumber continued in great demand, and
fortunes were invested in milling and pine
lands.

HISTORICAL.

Tlie First Projectors.

It is said that Asa Whitney, a merchant
of New York city, was the first to propose
and diligently advocate the construction of
a national railway to the Pacific. But
about the same time Dr. Hartwell Carver,
of western New York was earnestly mov-
ing in the matter and he has produced ar-
ticles in favor of such a railroad which he
published as early as 1837-38. At that
time his project included "all America for
the Americans.'" In 1845 Dr. Carver and
his associates memorialized congress for
a charter. He then proposed to build a
road from about Dubuque on the Missis-
sippi through the South Pass of the Rocky
Mountains to two terminal points on the
Pacific coast. Subsequently he proposed
to bnild from Lake Micigan to the Colum-
bia, and this he designated as the Oregon
road. Mr. Whitney proposed to build a
Pacificroad for a land grant of thirty miles
wide on each side of the road. Dr. Car-
ver proposed ito build the road
for a land grant of twenty miles on each
side of the road. Mr. George Wilkes, of
New York, criticised their plans sharply,
and strongly argued that the Pacific rail-
way should be built, owned and controlled
by the national government. The specu- :

lative anticipations of these gentlemen
as to the benefits and dangers, the facili-
ties and obstructions, ; regarding the
location, construction and operation of
railways across the continent were much
like what has been written by all who have

ellowed them on the subject. The people
of St. Paul and the Northwest have read it
all many times within the last twenty
years— they have read their home news-
papers. Dr. Carver's speculations as to
the trafficof the East Indies may not have
inspired some late publications, but was
in the same vein. Here is a sample sen-
tence:

THE SURVEYS OF 30 YEARS AGO.

Favorable Reports on the Northern
Route.Opposed by. Jeff. Davis.

CHARTER GRANTED 20 YEARS AGO

Jay Cooke Begins the Road, Which Stops
With His Unfortunate Failure.

HENRY VILLARDCOMES TO FRONT.

Successful Financial Operations and
Rapid Construction.

THE GREAT RAILWAYCOMPLETED

Some of the Famous Men Connected
With Its History.

RETROSPECTITE.
Forty Tears Ago.

In 1843 California belonged to Mexico
and the jurisdiction of the United States
was disputed in Oregon and Washington.
Except at a few coast stations the only
recognized authority on the Pacific side
of the great mountains was that which was
exercised in the north by British and
American fur companies, and in the south
by Spanish missionaries and proprietors.
Daring explorers had here and there locat-
ed the mountains and their passes and had
traced the courses of the Oregon and its
large tributaries, while adventurous sailors
had surveyed and mapped the sea cost. But
little was known of the interior, yet it was
asserted that the mountains, having gen-
erally a north and south range, were in
fact three parallel ranges, the eastern ter-
minating in the north at what is now
known as the Black Hills of Dakota;
the central and main range
extending to the Arctic seas; and the west-
ern, broken by the Oregon or Columbia
river, extending to the sea coast in what is
now known ad British Columbia. On
some of the map of that time there was
depicted a great river, flowing from out
the main range in a southwesterly course
to the Bay of San Francisco. This river
was called the Buena Ventura, and when
Gen. John C. Fremont in 1843-4 penetrated
to Fort Vancouver, then a Hudson's Bay
company post on the Columbia, Dr. Mc-
Laughlin, tho governor of the post,
sketched the course of this imaginary
river for Fremont, who also believed in its
existence, and the latter in seeking the
valley for his winter quarters, exposed
himself and party to dangers and suffer-
ing such as they had never contemplated
—from which he only rescued them by
leading them for twenty days over snow
covered mountains where Indians and
trappers dare not venture in winter
time, On all of the maps of that
time most of tthe plains and prairie
lands between the Missisippi and the
Rocky Mountains were included within
the carelessly drawn outlines ofthe "Great
American Desert," which was supposed to
extend from near the Rio Grande on the
south to the Arctio river region on the
north. The political delusion of the day
was a claim that the United States title to
Oregon included the Pacifio coast up to
54 degress 40 minutes north latitude, the
southern point of the Russian fur compa-
ny's territory as granted by the Emperor
Paul—a claim, the extent of whioh may be
judged from the fact that it would—the boon dary being extended east on that
line to the longitude of the then settled
boundary—have included the most; of
British Columbia and the Northwest Terri-
tory, as well as all of Western Manitoba,
lakes Manitoba and Winnipeg. A presi-
dent of the United States was elected on
that extravagant and unsustained claim
but he wisely escaped the dilemma' his
party had placed him in by obtaining the
advice of the senate to accept the British
proposition to.fix the boundary at the for-
ty-ninth parallel on Puget sound, leaving
Vancouver's island a British possession.
About this time, however,British influences
were still at work to secure the Californias
for Great Britain.

Governor Stevens' exploration, with his
report and those of the officers, surveyors
and scientists of the party, have since
served as authorities for the friends of
the northern route, who have
drawn from all abundant statements of
fact encouraging to settlement of the
Northwest and favorable to the construc-
tion of the northern railway.

MEMOBANDA.

In the United States senate in 1858
Hon. Henry M. Rice, speaking to a reso-
lution authorizing the president to con-
tract for government transportation by
railway between the Missouri and Pacific,
presented his opinions and facts within
his knowledge favorable to the northern
route.

"Methinks Ican look forward through
the vista of time and see countless thou-
sands of our fair country-women sitting
of an afternoon leisurely sipping and
drinking their tea. until they become in-
toxicated with the sweet flavored aroma of
this delicious beverage, and cry out, in
sweet and musical accents, blessed be God,
and the projectors and builders of the
Oregon railroad, now and forevermore,
amen."

January 3d, 1859, a meeting was held
at St. Paul to promote the establishment
of an overland mail, semi-weekly, between
St. Paul and Pnget Sound.

January 22d, 1859, D. A. Robertson pre-
sented to the chamber of commerce a let-
ter from Commander Maury, United
States navy, advocating two transconti-
nental railways, one in the south and one
in the north.

In 1854, Edwin F. Johnson,
C. E., published with '\u25a0:• a pro-
file map a pamphlet j advocating
the northern route to the Pacific. His pro-
file begins his line at Chicago, reaches the
Mississippi at La Crosse, crosses it about
the mouth of the St. Croix, passes the Red
river jvalley about forty ; miles north- of
Lake Traverse, and proceeds to the moun-
tains by way of Milkriver and I the great
falls of the Missouri, crosses the moun-
tains by Louis Pass, descends Clark's
Fork and across the Cascade mountains to
the head of the straits of De Fuca. This
line he estimated at 1,960 miles, or about
550 miles , less than the actual distance by
the route he marked out.

Jan. 7,1859. In the United States sen-
ate Gen. James Shields delivered a speech
inwhich he strongly set forth the need of
Pacific railways and the advantages of the
northern route. -l< .j ' -•V.T J-v^T)"

April 16,1860. .In the house of repre-
sentatives Hon. Cyrus Aldrich presented
a report from a select committee, review-
ing Gov. Stevens' reports and recommend-
ing congressional action in favor of the
northern route. V "

May 20,1860. Gov. Stevens reviewed
criticisms on his report and presented new
facts and arguments in favor of the north-
ern route, to a railroad convention of
Oregon and Washington.

Dec. 31,1860. Josiah Perham, presi-
dent of the People's Pacific Railroad
company, ofMaine, memorialized congress
in favor of bis plan of uniting Canadian
and American interests on a northern
route to the Pacific.

In 1858 to 1862, Lieut. Mullen located
and constructed a wagon road over the
mountains, from Fort Walla Walla to Fort
Benton, 624 miles.

In 1861 to 1866, Capt. James L. Fish, of
White Bear, under government auspices,
conducted six emigrant trains from the
Mississippi into Montana and Idaho.

Oct. 19,1865, John Wilson, third auditor
of the general land office at Washington,
in a letter to Col. Rowland, expressed his
opinion that the land grant of theNorthern
Pacifio company would ultimately pay the
entire cost of building the road, and for a
fleet of steamers and vessels in connecting
Pacific trade, and leave a surplus of mil-
lions of dollars.

Nov. 27, 1865, the Boston board of trade
adopted an able committee report in favor
of additional government aid to construc-
tion of the Northern Pacific.

April9, 1866, Senators Ramsey, Norton,
Williams and Nesmith, and Representa-
tives Donnelly, Windom, Henderson, Den-
ny, Holbrook and McLean published an
appeal to their fellow members of con-
gress in behalf of the Northern Pacific.

In the same month Generals Grant,
Meigs and Ingals,in reply to George Gibbs,
chairman of a directors' committee, ex-
pressed the opinion that the Northern Pa-
cific would be a great military advantage.

Edwin E. Johnson, chief engineer, re-
ported detailed estimates of the cost of
construction by a line substantially the
same as that on which the road has since
been built. His estimates foot up $156,-
857,000, and include complete equipment
of the road, but no branches or equip-
ment for the same.

OOVEBNOB STEVENS' SUBVEY.

In 1853 congress authorized explora-
tions and surveys "to ascertain the most
practicable and economical route for a
railroad from the Mississippi river to the
Pacific ocean," which surveys were made
under the direction of the secretary of
war.in^l853-'54. The report of the secreta-
ry ofwar (Jefferson Davis) accompanying,
and reviewing the field reports and the
final reports of the chiefs of the several
expeditions was published by congress in
twelve large volumes in 1855. These re-
ports corrected most of the misinforma-
tion regarding the western part of the
United States, which had been popularly
believed until then, but they did not quite
remove that old idea that the center of
the continent was an arid region where
agriculture would never be an important
industry.

The Northern Pacific line, or the route
near the 47th and 49th parallels, was ex-
plored by two parties, under the general
direction of Gen. Isaac I. Stevens, of
Washington territory, who accompanied
the eastern party, while Bvt. Capt. Geo. B.
McClellan, United States corps of en-
gineers, conducted the principal explora-
tions west of the mountains. Among
others who were prominently connected
with the expedition were: John
Evans, geologist; F. W. . Lander,
civil engineer; A. W. Tinkham, civil engi
geer; Lieut. C. Grover, fourth artillery;
Lieut. J. Mullan, first artillery; Capt. Jo-
seph Roberts, fourth artillery; Lieut. Rufus
Saxton, fourth artillery; James Doty, me-
teorological observer; Lieut. J. K. Duncan,
third artillery; George W. Stevens and
Capt. A. Remenyi, astronomical and mag-
netic observers; Dr. George Suckley, natu-
ralist; and Lieut. R. Arnold, fourth artil-
lery.

Governor Stevens was instructed to
operate from St. Paul or some eligible
point on the upper Mississippi "towards
the great bend of the Missouri river and
thence on the table land between the trib-
utaries of the Missouri and those of the
Saskatchewan to some eligible pass in the
RoL-ky mountains." The second party was
to move from Pnget Sound, explore the
passes of the Cascade range and meet the
eastern party between that range and the
Rocky mountains. The route reported
upon began at St. Paul, ascended the left
bank of the Mississippi to Little Falls;
thence, crossing the Mississippi river and
directed to the Bois de Sioux prairie or
plain; thence south of the Sheyenne

THIBTY YEABS AGO.

In 1853 California, Arizona, New Mexico
and Texas had been acquired by the
United States; gold and silver had been dis-
covered in the newly-acquired mountain
regions, and the golden sands of California
were frightening some of the conservative
financiers of Europe into a fear that they
would yield so much as to make gold too
cheap for the commercial world's repre-
sentative of value. There had been an
immense overland migration, and nearly
all the passes of the mountains had been
explored and located. The limits of the
"Great American Desert" were narrowed
on the maps to insignificant proportions,
though it was still held on high scientific
authority that most of the upland
plains and prairies lacked rain and could
never be cultivated except by expensive
irrigating works in the vicinity of moun-
tain streams and the principal rivers.
An overland mail . had been established,
from the Missouri river to the Bay of San
Francisco, and the "pony express" was a
weekly wonder for the decreasing time in
which it conveyed news across the western
half of the continent. The need of bind-
ing the country together by railways con-
necting the Atlantic and Pacifio states had
been urgently advocated from about the
time the northwestern boundary was set-
tled and congress had provided for pre-
liminary surveys to determine the best
route for a transcontinental railway. At
this time there were no railways west of
the Mississippi river or reaching it from
the east, though several were projected and
St. Louis was rejoicing over the prospec-
tive coming of the Ohio & Mississippi
and over the beginning of work on the
Missouri Pacific. St. Paul, Min-
neapolis, and Stillwater were
small frontier villages with very
large expectations. West of the
Mississippi, the country now included in
Minnesota and all west of this state was
still in possession of the original proprie-
tors—the Indians. . -'

The Company's Charter.
July 2, 1864, the president approved an

act of congress granting lands to aid in
the construction of a railroad and tele-
graph line from Lake Superior to Puget's
sound on the Pacific coast, by the north-
ern route. This act gave the company
right of way and material of construction
on public lands, the width of the right of
way being 200 feet on each side of the
track ahd this right ofway being exempt
from taxation in the territories. It also
granted lands in aid of the construction of
the —every alternate section, not min-
eral, designated by odd numbers, to ' the
amount of twenty alternate sections per

TWENTY -EABS AGO.

In 1863 it had been conceded that the
opening of railway communication with
the Pacific states and territories was a
national and military neoessity. Congress
had made large loans of government bonds
to iiasten the building of the Union and
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mile, on each side of the line adopted by
the oompany, through the territories, and
ten alternate sections per mile on each side
within the states. In case of such lands
having been reserved or sold by the gov-
ernment the company was to be indemni-
fied by selections of odd sections not more
than ten miles beyond the limits of the
grant. Iron and coal lands were excepted
from the reservation of mineral lands, so
that the grant might cover coal and iron
mines. The charter and grant was made
conditional upon work being commenced
within two years, fiftymiles per year to
be built after the second year and the
whole was to be built and equipped by
July, 1876. The act was also to be void
unless the oompany obtained bona fide
subscriptions to its capital stock to the
amount of $2,000,000 with ten per cent,
paid in. The route as laid down by this
act was as follows: "Beginning at a point
on Lake Superior in the state ofMinneso-
ta or Wisconsin; thence westerly
by the most eligible railroad route, as
shall be determined by said company,
within the territory of the United States,
on a line north of the forty- degree of
latitude, to some point on Puget's Sound
with a branch via the valley of the Colum-
bia river to a point at or near Portland in
the state of Oregon, leaving the main
trunk line at the most suitable place, not
more than 300 miles from its western
terminus." The capital stock was fixed at
1,000,000 shares at $100 each. The com-
missioners or incorporators named in the
act were:

mote from the then settled portions of the
country, and little known to the
publio, had, with the many other
favorable provisions of the charter, proved
insufficient to induce capitalists to embark
in the enterprise; more particularly so
because other roads to the Pacific were
able to offer not only their land grant
security, but also the bonds of the United
States. The memorialists solicited simi-
lar aid for the Northern Pacific in govern-
ment bonds. Congress finally failed to
adopt legislation authorizing aid in gov-
ernment issues, and in May, 1869, and Jan-
uary, 1870, the company, then controlled
and directed by such men as J. Edgar
Thompson, president of the Pennsylvania
railroad, Thomas A. Scott, ite vice presi-
dent; William B. Ogden, president of the
Chicago & Northwestern; J. G. Smith, of
the Vermont Central; George W.Cass, of
the Pittsburg & Fort Wayne; B. Cheney,
of Boston, and William G. Fargo, of
Wells, Fargo &Co., made a contract with
Jay Cook & Co., then become eminent in
finance by their success in negotiat-
ing the war bonds of the government, to
act as the fiscal agents of the Northern
Pacific

Under the financial direction and con-
trol of Jay Cooke & Co., which lasted till
the fall of 1873, $30,000,000 of the com-
pany's bonds were negotiated, bearing
7 3-10 per cent, interest, in gold. During
the same period there were completed and
put in operation 555 miles of road, viz:
the Minnesota division, from Thompson
Junction to Fargo, 230 miles; the Dakota
division, from Fargo to Bismarck, 195
miles; of the Pacific division, 105 miles
from Kalama to Tacoma; also, jointly,
with the St. Paul & Duluth railroad, the
line from Thompson to Duluth, twenty-
five miles.

In September, 1873, the house of Jay
Cooke & Co. suspended a memorable
event, which precipitated a general finan-
cial revulsion, a sudden and enormous

Maine Richard D. Rice, John A. Poore,
Samuel P. Strickland, Samuel C. Fes-
senden, Charles P. Kimball, Augustine
Haines, Edwin R. W. Wiggiu, Anson P.
Morrill and Samuel J. Anderson.

Massachusetts — Willard Sears, I. S.
Withington, Josiah Perham, James M.
Becket, A. W. Banfield, Abiel Abbott, John
Newell, Austin L. Rogers, Nathaniel
Greene, Jr., Oliver Frost, John A. Bass,
John O. Bresbey, George Shiveriok, Ed-
ward Tyler, Filandtr S. Forristall and
Ivory H. Pope.

New York — George Opdyke, Fairley
Holmes, John Huggins, Philander Reed,
George Briggs, Chaunoy Vibbard and
John C. Fremont.

New Ephraim Marsh and John
P. Jackson, Jr.

Pennsylvania—S . M. Felton, John Foy,
O. J. Dickey, B. F. Archer, G. W. Cass, J.
Edgar Thompson and John A. Green.

Connecticut— M. Allyn, Moses W.
Wilson, Horace Whittaker and Ira Bliss.

New Hampshire A. Gilmore,
Onslow Stearns, E. P. Emerson, Frederick
Smyth ahd William E. Chandler.

Minnesota—Cyrus Aldricb, H. M. Rice,
John McKraiok, H. C. Waite and Stephen
Miller.

Vermont—E. A. Chapin, John Gregory
Smith and George Merrill.

Rhode Island —James T. Smith, William
S. Slater, Isaac H. Southwick and Earl P.
Mason.

Illinois—Seth Fuller, William Kellogg,
U. S. Grant, William B. Ogden, William G.
Greene, Leonard Sweat, Henry W. Blodgett
and Poter Sheldon.

Kansas —J. M.Mitchell, Elsworth Cheese-
borough and James S. Emery.

California— F. Perkins, Richard
Chenery, Samuel Brannan, George Row-
land and Henry Piatt.

Virginia—William F. Mercer and James
W. Bromley.

Maryland—John H. Latrobe and W.
Prescott Smith.

West Greenburg Slack and A.
J. Boreman.

Kentucky — E. Bramlett and
Frank Shorin.

—John Brougb, John A. Bingham,
Oran Follett, John Gardner, S. S. L'Hom-
medien, Harrison G. Bleker, and Philo
Chamberlain.

Delaware— A. Duncan and Samuel
M. Harrington.

Indiana — A. Morris and Jesse
L. Williams.

Michigan— L. Chase, Henry L.
Hall, David H. Jerome, Thomas D. Gilbert,
and C. A. Trowbridge.

Wisconsin H. Broadhead, Alex-
ander Mitchell, Benjamin Ferguson, Levi
Sterling and Marshal.

Oregon— C. Ainsworth, Orlando
Humason, H. W. Corbett and Henry
Failling.

Dakota—J. B. S. Todd. W. K.Armstrong,
J. Shaw Gregory and J. Le Berge.

Washington—John Mullan, Anson G.
Henry, S. D. Smith, and Charles Terry.

Iowa— W. Starr, Piatt Smith, Nixon
Denton, William Leighton, B. F. Allen,
Rueben Noble and John Davies.

—Willard P. Hall, George R.
Smith, H. Gale King and John C. Sar-
geant. T

Idaho—William H. Wallace.
District of ColumbiaJ. H. Lathrop,

Henry D. Cooke and H. E. Merrick.
The majority of these incorporators

were never after heard of in convention
with the Northern Pacific railroad, but the
act | constituted any fifteen of tbem a
quorum for the transaction of business,
which was to organize the company, open
books of subscription, call a meeting of
stockholders to elect directors and turn
over the books, etc., to the directors
whereafter the stockholders were to con-
stitute the body politic and corporate, and
the duties of the incorporators or com-
missioners and their officers ceased for-
ever.

contraction of prices ano values which had
obtained in the period of extravagance
and inflation engendered by the war debt
and the paper issues of the government.
The failure of Jay Cooke &Co., involved
the speedy bankruptcy of the Northern
Pacific. v.-".v '-.".'

Reorganisation.
Two years were required to complete the

readjustment of the company's affairs.
The foreclosure of its mortgage was ini-
tiated by the trustees, with the concurrence
of parties in interest, April 16, 1875. and
a receiver appointed by the court. Later,
during the same year, the entire property
was sold under decree of foreclosure, and
purchased by a committee of the bond-
holders. The reorganization was perfect-
ed, and a new board of directors elected,
September 29, 1875. The directory was
organized by the election of Charles B.
Wright, president; George Stark, vice
president; Samuel Wilkeson, secretary;
and by the choice also of treasurer and
general counsel. InMay, 1879, Mr.Wright,
for reasons of health resigned the presi-
dency of the Northern Pacific, which he
had held for more than three years, and
was succeeded by Frederick Billings. Dur-
ing the incumbency of Mr. Wright in the
office of president, the general
financial condition of the country, and
the difficulties opposed to extension into
Montana by continued Indian hostilities,
had long rendered the recommencing of
construction across the continent imprac-
ticable. Important renewals, improve-
ments and betterments in road bed, track
and equipment of the operated line had,
however, been made. Also a branch line
had been built sixty-four miles from
Brainerd to a connection with the cities of
St. Paul and Minneapolis at Sauk Rapids,
and thirty-one miles had been added from
Tacoma to Wilkeson, on the Pacific coast.
Itwas not until the closing months of Mr.
Wright's administration, in January, 1879,
that the active work of construction was
renewed by the commencement of grading
operations west of the Missouri river.
* Mr. Billings continued to be president
ofthe company for two years, or until
May, 1881, when he resigned the offi.e.
On the date of Mr. Billings' resignation
the Missouri division was completed about
150 miles, to the Little Missouri; the first
100 miles of which had beeen accepted by
the government, and the last fifty miles
accepted conditionally upon certain im-
provements required by the government
examiners. The Pend d'Oreille division,
beyond the Rockies, had also been graded
a distance of about 100 miles, and a few
miles of track had been laid. The Cas-
selton branch had been completed to Elm
river, thirty-one miles, and grading com-
menced on its continuation to Goose
river. >' .^-^-VT
j \ Mr. A. H. Barney temporarily succeded
Mr. Billings to the presidency, with Mr.
T. F. Oakes, vice president, until the next
regular meeting of the stockholders, when,
at the organization of the directory imme-
diately following, Mr. Henry Villard was
elected president, and Mr. T. F. Oake3 was
re-elected vice president.

Henry Villard.
Mr. Villardwas born in Speyer, Ger-

many, in 1835, the son of a Bavarian
judge, who, in his latter years sat upon
the supreme bench of that kingdom. He
received a university education, and at the
age of eighteen came to America to make
a career for himself, living tor a short
time with relatives in Belleville, 111. He
studied law, but soon turned to the more
congenial profession of journalism. At
first he wrote for American papers
but he found that they offered only a lim-
ited field, and he then set himself to work
to master the English language. This
task, always difficult for foreigners, he
achieved so well that in 1858 he obtained
an engagement to report the Lincoln-
Douglas political campaign for a leading
eastern paper. His occupation was now
fixed in the line of his tastes, and for
nearly a score of years he was an indus-
trious and successful journalist. In 1859
he went to Colorado to write about the
new gold discoveries for the Cincinnati
Commercial. In 1880 he did political cor-
respondence for the New York Herald and
after the close of the campaign spent the
winter in Springfield as a correspondent
in confidential relations with Mr. Lincoln.
During the rebellion he saw hard and haz-
ardous service in the field with both the
eastern and western armies as a repre-
sentative, at different times, of the New
York Tribune, New York Herald, Chicago
Tribune, Cincinnati Gazette, and other
papers, winning a reputation as one of
the most enterprising and reliable of the
war correspondence. After the close of
the war he did newspaper work in this
country and in Europe. For two years,
from 1868 to 1870 he was secretary of the
American Social Science association.

An act of congress of May 7, 1866, ex
tended for two years the time for com-
mencing, and completing the Northern
Pacific railroad. In the original act for-
feiture of the charter and grant by non-
compliance with its conditions was clearly
left to be determined only by an act or
declaration of congress, which was to be
for furtherance of the object of the char-
ter and grant, or the building of the rail-
road.
' July 1, 1868, congress amended its acts
by fixing the time for beginning work
within two years from the next day, and
requiring that one hundred miles per year
be constructed after the second year, and
that the whole be completed by July 4,
1877.

By resolution of March 1,1869, congress
authorized the company to issue bonds
secured by mortgage upon the railroad and
telegraph line, and defined the terms
"Puget Sound," as used in the act of in-
corporation, to mean all waters connected
with the straits of Juan de Fnca, within
the territory of the United States.

By resolution of April 10, 1869, the
company was authorized to extend its
branch line from at or near Portland to
Puget Sound, and to connect the same
with its main line west of the Cascade
mountains.

By resolution of May 31, 1870, the com-
pany was authorized to issue bonds secur-
ed by mortgage on its property and rights
of property of all descriptions.

February 27, 1873, the company was
authorized to construct and maintain a
drawbridge across the St. Louis river be-
tween Rice's Point (Duluth), in Minnesota,
and Conner's Point (Superior), in Wiscon-
sin. 9-91

While in Germany in 1874 events oc-
curred which brought him in connection
with railway affairs. The German bond-
holders of certain American railroad com-
panies, which had aultedjon their inter-
ests after the panic of 1873, sent him to
the United States as their representative
to report on the condition of the Kansas
Pacific and Oregon & California railroads.
He returned to Europe, was again sent to
America, and became president of the Or-
egon &California railroad and the Oregon
Steamship company in 1875, and from 1876
to 1878 was receiver of the Kansas Pacifio.

The First Company.
Pursuant to the charter the first direc-

tors were chosen December 6, 1864, and on
the following day they organized by choos-
ing officers, headed by Josiah Perham as
president. Mr. Perham and his associates
proposed to raise $100,000,000 by the sub-
scriptions of a million individuals, whom
they believed could be found willing to
take one share of stock each at par, - and
thus build the road. . That scheme failed.
The next set of directors, two years later,
headed by J. Gregory Smith as president,
memorialized congress to the effect that
the land grant being mainly located re-

in 1879 Mr. Villard organized the Ore-
gon Railway & Navigation company,
which obtained control of the steamship
and steamboat lines of Oregon and Wash-
ington territory, and at once began the
construction of a system of railroads to
occupy the valley of the Columbia river

and the new wheat and pasture country
east of the Cascade moontains. The en-
terprise was eminently successful, and Mr.
Villard conceived the masterly plan of
joining tha transportation lines thus estab-
lished to the transcontinental trunk road
of the Northern Pacific, under a common
management, and making them its west-
ern extensions and feeders. To carry out
this plan, he formed, in 1881, what was
known in Wall street as the "blind pool."
About ten millions of money were placed
in his hands by leading bankers and
other capitalists without his giving
them definite information as to the use he
meant to make ofit. He gave them, at
the time, only his personal receipt, without
security. With this money, and with his
own means, he quietly bought a controlling
interest in North Pacific stock. In the
fallof 1881 he was chosen president of the
company. He had previously organized
the Oregon & Transcontinental company,
to build branches for the North Pacific,
and to hold a large amount of the stock of
both that company and the Or9gon Rail-
way & Navigation company . Mr. Villard
has energetically pushed forward to com-
pletion his entire system of roads, and will
have the satisfacsion of diiving the last
spike of the North Pacific on the western
slope of the Rocky mountains early in
September.

In person, Mr.Villard is tall and robust,
with broad shoulders, a high expansive
forehead, blue eyes and brown hair. His
manner is frank and cordial. He lives on
Madison avenue, New York, and has a
country House at Dobbs Ferry, on the
Hudson. His wife is the daughter of the
late William Lloyd Garrison, the devoted
champion of the anti-slavery movement
in the days before the war. His operations
in Wall street, while often bold and on a
large scale, are usually confined to pro-
tecting the stocks and advancing the
interests of the companies over which he
presides.

Hie VillardControl.

Its passenger trains have all the improve"
ments of the age, and supply passengers-
with every essential of comfort in travel-
ing. Its extensive freight equipment has
been kept equal to the extraordinary and

: sometimes irregular demands resulting| from the rapid settlement of the country
and the production of immense crops for
which storage facilities along* the
line cannot be adequately
provided. Withal, the service
of the company has been admirably or-
ganized and has been steadily increased
and distributed as the road advanced to
completion. In this latter respect, espe-
cially, do we consider the management of
the Northern Pacific railway to be worthy
of admiration. Its announced policy is to
keep its faithful employes and officials and
to reward good service with promotions.
That is inpart at least why its service is
as excellent as itis.

THE NOHTHEBN COUNTBY.

In but little more than two years since
Mr. Villard and his associates obtained
control of the Northern Pacific property,
they have completed four divisions of the
main line of road, aggregating 798 miles,
of which they found less than 200 miles
graded. They have perfected the connec-
tion of their road with St. Paul by acquir-
ing the equivalent of over one hundred
miles of road. They have built and pur-
chased several important branches in Min-
nesota and Dakota. They have connected
the main line with Lake Superior by a sec-
ond track (the beginning of the Wisconsin
division), and have acquired valuable
and extensive terminal grounds
at Superior and St. Paul.
They have given their company first-
class credit in the leading financial mar-
ket? and they have interested in its con-
struction and in their large plans for im-
provement and extension of the property
the solid investors of this country, Eng-
land and central Europe.

The public history of the operations of
Mr. Villard and his associates, in connec-
tion with the Northern Pacific railway, is
so familiar to our readers that only a brief
statement of leading points need be made.
They began with Mr. Villard's call upon
his friends for the famous "blind pool"—
that they should entrust to him for invest-
ment without explanation, a sum of sev-
eral millions of dollars. The response was
in tenders of twice the sum asked. With
this sufficient control was obtained of the
Oregon Railway & Navigation company
and the Northern Pacific Railway company
to enable the Villard party (as it may be
called for convenience) to unite the inter-
ests and fortunes of those two companies.
Then an auxiliary company (the Oregon
& Transcontinental) was formed with a
paid-up capital of $30,000,000 to mainiain
control of the united companies.to advance
money on construction account and to
perfect their system by the construction
and purchase of branch lines. The bonds
ofthe Northern Pacific company for con-
struction of the main line, have been
favorably negotiated and the work of
building the road has been pushed as
fast as men am 1 monoy could push it.

Atthe close of the company's fiscal year
of 1882, under date of September 21st
President Villard in his annual report
wrote:

"The management can now point to the
fact that ithas finished two hundred and
seventy-five miles of road, graded one
hundred and fifty miles additional, bought
and paid for sufficient rails for the entire
gap between the two ends of the main
line, and made, besides, the . current dis-
bursements for motive power, rolling
stock, \ the Bismarck bridge, the : great
Bozeman and Helena tunnels, and [other
heavier portions of the work, without de-
livering a single bond to the syndicate from
December last till September 91th.". This
was accomplished by the aid of the aux-
iliary company, which has advanced mon-
ey as required forconstruction and is re-
imbursed on completion of track and ac-
ceptance by the government, when the
bonds of the company issue to the syndi-
cate which subscribed for them, and which
syndicate has had no delay in placing
them with conservative investors.

Since about the date of the President's
report of last year 485 miles of traok has
been laid on the main line, completing
the connection between the eastern and

western divisions and giving the company
a through railway line from Lake Superior
and the head of navigation of the Missis-
sippi river to Pacific tide water on the Co-
lumbia river.

The building and operation of the
Northern Pacific railroad has resulted in
proofs of the resources of the country,,
traversed by this line, and knowledge of
its climate, soil and water, which have dis-
pelled all the illusions which existed when
Gov. Stevens began his survey and which
Mr. Davis adroitly used in favor of the
southern route. There are no deserts and
but little of waste land. From St. Paul to
about one hundred and thirty miles west
of the Missouri the road is through an ag-
ricultural country which will ultimately be
closely settled by farmers engaged in
wheat raising and successfully cul-
tivating all crops of the northern half
of the temperate zone. The country along
the mountain section of the road, with ex-
ception of the river valleys and the bench
lands which may be irrigated, are chiefly
valuable for minerals, timber and exten-
sive areas of grazing lands. In Washing-
ton territory and Oregon there are exten-
sive areas of valuable agricultural lands.
The business of stock raising in western
Dakota and northern Montana already
furnishes the road a large business. The
mineral wealth of the mountain regions,
besides the precious metals, includes coal
mines in Washington which have an out-
put of 1,200 tons ofhard coal daily, large
beds ofbituminous coal in the Bozeman
range of Montana, and inexhaustible de-
posits of metal ores which will be shipped
over the road to smelting furnaces. The
road already has a large lumber trade east
and west of the mountains. In short
the Northern Pacific country has the re-
sources for employing and maintaining a
dense population and giving the railway a
larger traffic than can be had forany other
of the transcontinental lines.

ST. PAUL ITS EASTEBN GATEWAY .
Among the most notable acquisitions by

the Northern Pacific company during the
present year was its purchase of 320 acres
of ground for terminal uses within the
limits ofthis city, where the operating
headquarters of the company are located.
Here the company will . have
connection with all the railway
lines of the south and east and here will
naturally tend the commerce of all the
country the road traverses. St. Paul has
grown with the Northern Pacific and is
prepared to meet all demands upon its
capital and the enterprise of its citizens.
It is the eastern gateway of the new in-
dustrial enterprise and its commercial
capital.

The Northern Pacific System.

The Northern Pacific system, including
its branch and allied lines, (all operated
under the one management,) is as
follows: The main line, from St.
Paul to Portland, about 1900 miles
Branches east of the mountains —Little
Falls &Dakota; Northern Pacific, Fergus
<fc Black Hills; Fargo & Soutwe3tern;
Jamestown & Northern; and National Park

—in all about 400 miles. West ofthe
mountains —Portland to Kalama; Palouse
branch, to Moscow, Idaho; branches to
Lewiston, Idaho, and Baker City, Oregon;
Portland to the southern boundary of Or-
egon,and connection with the Union Pacific
branch from San Francisco—in all about
1,000 miles. To this may be added the
navigation of the Columbia, Williamette
and Snake rivers and Puget Sound, carried
on by thirty steamboats, and likewise the
whole of the coastwise trade of the North
Pacific coast, from the northern boundary
of Mexico to Alaska , carried on by twenty-
six ocean steamers —all owned or operated
by the allied companies.

The annual report of the company,
which will cover the construction account
to the present time, has not been publish-
ed and no accurate statement can now be
made of the total cost of the road, but it
is estimated that the Wisconsin and Cas-
cade divisions will'be built before the aggre-
gate cost of construction and equipment
willreach the early estimate of Chief En-
gineer Johnson. Up to this date the
expenditure on the main line is under
$80,0000,000, and the auxiliary companies
have expended less than $12,000,000 on
the branch lines.

EEQTJIFMENT AND SEBVICE.

Great as have been the efforts and large
the expenditures for construction, the
equipment of the Northern Pacific and its
tributary lines has not only been kept
equal to all demands of its traffic, but as
a completed road it enters the larger field
of a competing transcontinental line, tie
best equipped railway in the United States.

The Official List.
The principal officials of the Northern

Pacific company are as follows:
BOABD OF DIBECTOBS

Frederick Billings, New York.
Ashbel H. Barney, New York.
John W. Ellis, New York.
Rosewell G. Rolston, New York.
Robert Harris, New York.
Thomas F. Oakes, New York.
J. Pierpont Morgan, New York.
Henry Villard, New York.
August Belmont, New York.
J. L. Stackpole, Boston.
Benjamin J. Cheney, Boston.
John C. Bullit, Philadelphia.
Henry E. Johnston, Baltimore.

OFFICERS.

Henry Villard, president, New York.
Thomas F. Oakes, vice-president, New York.
Anthony J. Thomas, 2d vice-president, New

York.
Sa___el Wilkeson, secretary, New York.
George Gray, general counsel, New York.
Adna Anderson, engineer-in-chief, Brainerd.
Charles B. Lamborn, land commissioner, 8t.

Paul.
R. Lenox Belknap, treasurer, New York.
J. A. Barker, general auditor, New York.
Herman Haupt, general manager, St. Paul.
John Minor, superintendent of traffic. St.

Paul. \u25a0\u25a0\u25a0:\u25a0-

J. M. Hannaford, ass't superintendent freight
traffic, St. Paul.
G. K. Barnes, general ticket agent, St. Paul.
Herman Trott, general land agent, St. Paul.

P. B. Groat, general emigration agent, St.
Paul.

' J. M. Buckley, ass't general manager, New
Tacoma.

Charles S. Fee, ass't superintendent of passen-
ger traffic, St. Paul. :\u25a0\u25a0:/.

A. L. Stokes, ass't superintendent of traffic,
Portland.

E. P. Rogers, general agent passenger depart-
ment, Portland.

The Final Stroke.
When the final blow is struck which shall

complete the grand tie of the east with the
west it will be instanly announced at St.
Paul, Chicago, New York and in all the
leading cities of the United States. Im-
mediately upon the hammer coming in
contact with the golden spike ar-
tillery will announce at ail points
of these states at the supreme moment
the glorious fact. This will be accom-
plished by a simple and ingenious con-
trivance. There will be a wire fastened to
the golden spike which will confine to
Helena and return to the place where the
spike is being driven and will terminate
on the head of the hammar with which the
blow is to be struck. Immediately upon
the hammer coming into contact with the
golden spike the circuit will be complete
and the electric shock given. AtHelena will
be an automatic repeater which will in-
stantly convey the shock tc another circuit
extending to Mandan, where another auto-
matic repeater will send the swift winged
messenger through the wires to St. Paul,
and from St. Paul it will go on to Chicago,
Washington, New York, New Orleans, and
every other point. At the same time the
blow will in the same manner be announc-
ed at Portland, Oregon. At St. Paul and
Oregon and at New York the event will be
instantly announced to the public by the
discharge of cannon. This will be effect-
ed in the following way: At St.
Paul a cannon will be plac-
ed at Smith's point, near
the Northern Pacific offices and will be
connected with the offices by a telepraphio
loop. Connected with a dynamo at the
cannon will be a platenum wire which will
pass through the "touch hole" of the can-
non into the powder; the dynamo will be
working, when the blow struck upon the
gotten spike with the hammer bringing
the two ends of the telegraphic wire to-
gether and completing the circut, the
electricity will heat the platenum and dis-
charge the cannon. And although the
place wherejthe spike will be driven is up-
wards of a thousand miles from St. Paul
the cannon willbe fired at the very instant
of time that the hammer strikes the golden
spike. This seems inoredidle to many
people and yet, although marvelous is
simply explained. If a wire could be
placed girding the whole world without
obstruction and the two ends of the wire
werenpon the same table a message sent
by one hand of the operator would be re-
ceived by the other at the same moment,
not a thousandth part of a second inter-
vening so that the message traversed the


