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Whea the paper published in the Feb-

ruary Arena, entitled "T.he Farmer, the
Investor, and Railway,", was written, the
writer was not ready to accept national
ownership as a solution of the railway
problem; but the occurrences attending
the flurries of last autumn In the money

markets, when half a dozen men, In order
to obtain control of certain railways,

entered into a conspiracy that came near
wrecking the entre Industrial and com-

mercial interests of the country, having

shed a lurid light upon the enormous and

lileful power which the corporate con-

trol of the railways places in the hands
of what Theodore Roosevelt aptly termed
"the dangerous wealthy classes," has had
the effect of converting to the advocacy
of national ownership not only the writer
but vast numbers of conservative people

of the central, western, add southern
states to whom the question now assumes

this form: "Which is to be preferred: a
master in the shape of a policlcal party
that it Is possible to dislodge by the use
of the ballot, or one in the shape of ten
or twenty Goulds, Vanderbllts, Hunting-ton- s,

Rockefellers, Sages, Dillons and
Prices who never die and whom it will
bo Impossible to dislodge by the use of

the ballot?" The particular Gould Van-darbl- lt

may die, as did that Vanderbilt
to whom was ascribed the aphorism "The
public be damned," but the spirit and
power of the Goulds and Vanderbilts
nevar dies.

objections to national ownership.
The objections to national owenrshlp

are many; that most frequenty advanced

and having the most force being the pos-

sibility that, by reason of its control of a
vastly increased number of civil servant,
the party in possession of the federal ad-

ministration at the time such ownership
was assumed would be able to perpetu-
ate Its power Indefinitely. As there are
more than 700,000 people employed by

the railways, this objection would be
well taken; and Indicates serious and

results unless some way can be
devised to neutralize the political power
of such a vast addition to the olllclal

'army.
In the military service we have a body

of men that exerts ltttleorno political
jiower, as the moment a citizen enters
tha army he divests himself of political
functions; and it is not hazardous to say

that 700,000 capable and efficient men
vza be found who, for the sake of employ-

ment, to be continued so long as they are
capable and will forego

the right to take part In political affairs.

If a sufficient number of such men can

be found, this objection would, by proper
! halation, be divested of all its force.

At all events no trouble from such a
rource has been experienced since Aus-

tralia railways were placed under control

of commissions, such a
ccmmlaslon, having had charge of the
Victorian railways since February, 1884,

era little more than one term, they
! :ing appointed for seven years Instead

cf for We, as stated byMr.W.M.Ac-- .
crth in his argument against govern-.- -

:ct control.

The second objection is that there
-- juld be constant political pressure to

1 -- ke places for the strikers of the party
I power," thus adding a vast number of
i :;lo33 men to the force,, and
r :.uerlng it progressively more difficult

effect a change In the political com- -

slon of the administration.
Ihat this objecttloa has much lees force

than la claimed la clear from the conduct
of the postal department which is un
questionably, a political adjunct of the
administration; yet but few useless men
are employed, while Its conduct of the
mail service la a model of efficiency

after which the corporate managed rail
ways might well pattern. Moreover, if
the railways are put under
control, this objection will lose nearly if
not quite all its force.

A third objection Is that the service
would be less efficient and cost more than
with continued corporate ownership.

This appears to be bare assertions, as
from the very nature of the case there
can be no data outside that furnished by

the government-owne- d railways of the
British colonies, and such data negatives
these assertions; and the apvocates of

national owershlp are justified in assert
ing that such owership would materially
leesen the cost, as an expert can readily
point out many ways In which the enor
mous costs of corporate management
would be lessened. With those familiar
with present methods, and not interested
in their perpetuation, this objection has
no force whatever.

The fourth objection is that with con
stant political pressure unnecessary

lines would be built for political ends.
This is also bare assertion, although it

la not impossible that such results would

follow; yet such has not been the case in
the British colonies where the govern-
ments have had control of construction.
On the other band, it is notorious that
under corporat ownership, and solely to

reap the profits to be made out of con-

struction, the United States have been
burthened with useless parallel roads,
and such corporations as the Santa Fe
have paralleled their own lines for such
profits. It is quite safe to say that when
the nation owns the railways there will
will be no nickel-platin- nor will such
an unnecessary expenditure be made as
was Involved in the construction of the
"West Shore"; nor will the feat of Gould
and the Santa Fe be repeated of each
building two hundred and forty miles,
side by side, for construction profits,

much of which la located in the arid
portion of Kansas where there is never
likely to be traffic for even one railway.
Much of the republic is covered with
closely parallel line which would never
would have been built under national
ownership, and this process will continue
ai long as the manipulators can make
vast sums out of construction.

A fifth objection is that with the
amount of red tape that will be in use, it
will be Impossible to secure the building
of needed lines.

While such objection is consistent with
the fourth it may have some force; but
as the greater part of the country is
already provided with all the railways
that will be needed for a generation, It

is not very serious objection even if it is

as difficult as asserted to procure the
building of new lines. It la not proba-

ble, however, that the government would

refuse to build any line that would clear-

ly subserve public convenience, the con-

duct of the postal service negativing such
a supposition; and for party purposes
the administration would certainly favor
the construction of such lines as were
clearly needed, and it is high time that
only such should be built: and what In-

strumentality so fit to determine this as a
commission acting as the

agent of the whole people?
The sixth objection is that lines built

by the government would cost much
more than If built by corporations.

Possibly this would be much better
built and cost far less for maintenance
and "betterments," and would represent

no more than actual cost; and such lines
as the Kansas Midland, costing but $10,'

200 per mile, would not, as now, be
capitalized at $53,024 per mile; nor
would the President of the Union Pacific
(as does Sidney Dillon, in the North
American Review for April,) say that
"A citizen simply as a citizen, commits
an impertinence when he questions the
right of a corporation to capitalize its
properties in any sum whatever," as then
there would be no Sidney Dillons who
would be presidents of corporations, pre
tending to own railways built wholly
from government moneys and lands, and
who have never invested a dollar in the
construction of a property which they
have now capitalized at the modest sum
of $106,000 per mile. After such an
achievement, in making much out of
nothing, it Is no wonder that Mr. Dillon
is a aud thinks it an
impertinence when a citizen asks how he
baa discharged hla trust In relation to a
railway built wholly with public funds,
no part of which Mr. Dillon and his asso-

ciates seem in haste to pay back; their
indebtedness to the government, with
many years of unpaid Interest, amount
ing to more than $50,000,000, which is
more than the cash cost of the railway
upon which these men have been so

sharp as to Induce the government, after
furnishing all the money expended in its
construction, to accept a second mortgage,
and now ask the same accommodating
government to reduce the rate of inte-
restwhich they make no pretence of
paying to a nominal figure, and to wait
another hundred years for both principal
and interest. To make sure that the
government's second mortgage shall be

no more valuable than second mortgages

usually are, and to make it more comfort-

able for the manipulators, Messrs. Gould
and Dillon now propose tc put a blanket
first mortgage of $250,000,000 on this
property, built wholly from funds de
rived from the sale of government lands
and bonds, and to pay the Interest on
which bonds the people are yearly taxed,
although Mr. Dillon and his associates

contracted to pay such interest. In his

conception of the relations of railway

corporations to the public, Mr. Dillon is

clearly not In accord with the higher
tribunals which hold, in substance, that
railways are public rather than private

property, and that the shareholders are
entitled to but a reasonable compensation

for the capital actually expanded in con

btruction and a limited control of. the
property; and. in this connection it may

be well to quote briefly from decisions of

the United States Supreme Court, which,

in the case of Wabash vs. Illinois, uses

this language:
"The highways in a state are the highways

of a state. The highways are not not of pri
vate but of public institution and regula-

tion. In modern times, it is true, govern-

ment is in the habit, in some countries, of
letting out the construction of important
highways, requiring a large expenditure of
capital, to agents, generally corporate
bodies created for the purpose, and giving
them the right of taxing those who travel
or transport goods thereon as a means of
obtaining compensation for their outlay;
but a superintending power over the high-

ways, and the charges imposed upon the
public for their use, always remains in the
government."

Again, in Olcott vs. the Supervisors, it
is held that:
G "Whether the use of a railway is a publio
or private one depends in no measure upon
the question who constructed it or who owns

it. It has never been considered of any im
portance that the road was built by the
agency of a private corporation. No matter
who is the agent, the function performed is

that of the state."
Mr. Justice Bradley says:
"When a railroad is chartered it is for the

purpose of performing a duty which belongs
to the state itself. . . .It is the duty
and prerogative of the state to provide
means of intercommunication between one
part of its territory and another."

If, as appears, such is the duty of the
state (nation) why should not the etate
resume the discharge of this duty when

the corporate agents to which it has
delegated power for the purpose of op-

pressing and plundering a public which
it is the duty of the government to
protect?

The abilities of the man who cannot
become a multi-milllona- with the free

use, for twenty five years, of $33,000,000

of government funds, must be of a very
low order, and it is no wonder, that after
having for so many years had the use of
such a sum without payment of interest,
Mr. Dillon and his associates are very
wealthy, and, like others who are retain-

ing what does not belong them, think it
an impertinence when the owner inquires
what use they are making of property to
which they have no right. Had the
nation built the Union Pacific there
would have been no "Credit-Mobllie- r"

and its unsavory scandal, and It is safe
to say that the road would not now be
made to represent an expenditure of
$106,000 per mile, and that Mr. Dillon
and some others would not have so much
money as to warrant them in putting on

such insufferable airs. When it la re-

membered what use Oakes Ames and the
Union Pacific crew made of issues of
stock, it is not at all surprising that the
president of the Union Pacific should
think it an impertinence for a citizen to

question the amount of capitalization or
the use to which a part of such issues
have been put, some of which are within
the knowledge of the writer, so far as re-

lates to issues of that part of the Union
Pacific lying in Kansas and built by
Samuel Ilallett, who told the writer that
he gave a member of the federal cabinet
several thousand shares of the capital
stock of the "Union Pacific Railway,
Eastern Division," now the Kansas
Division of the Union Pacific to secure
the acceptance of sections of the road
which were not built in accordance with
the requirements of the of Congress,
which provided that a given amount of
government bonds per mile should be
delivered to the railway company when
certain officials should accept the road;
and it was a quarrel with the chief engi
neer of the road in relation to a letter
written. by such engineer to President
Lincoln, informing him of the defective
construction of this road, that caused
Samuel Ilallett to be shot down in the
streets of Wyandotte, Kansas, by engineer
Talcott. It Is within the knowledge of
the writer that the member of the cabinet
to whom Mr. Ilallett said ho gave several
thousand shares of stock, held an amount
of Union Pacific shares years afterwards,
and that 'many years after he left the
cabinet he contlued to draw a large salary
from the Union Pacific Company. Mr.
Hallettalso told the writer what were the
arguments applied to congressmen to in-

duce them to change the government lien
from a fir8t to a second mortgage of the
Pacific Railway lines, and what was his
contribution in dollars to the fund need
to enable congressmen to see the force of
the arguments. When issuea of railway
shares are used for corrupt purposes it is
certainly an Impertinence for a citizens
to make inquiries or offer any remarks
in relation thereto.

The seventh objection to state owned
railways is that they are incapable of as
progressive improvement as are corpor-
ate owned ones, and will not keep pace
with the progress of the nation in other
respects; and in his Forum article Mr.
Acworth lays great stress upon this phase


