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INTRODUCTION

The main transcontinental line of the Santa Fe 1
Railroad system crosses northern Arizona from east to 
west. Branches from the main line go south from Ash Fork 
through Prescott to Phoenix and north from Williams to the 
Grand Canyon. A study of the southern branch has been 
made in another thesis, Railroad Transportation through 
Prescott by Lucile Anderson (University of Arizona, 1934).
It is the purpose of this thesis to present the history of 
the main line of the Santa Fe Railroad in Arizona, Including 
the Grand Canyon branch, and to show its influence on the 
development of northern Arizona. The date, 1917, when the 
railroad was turned over to the government for operation 
during World War I, was chosen as a logical breaking-off 
point. During the years prior to 1917 the railroad was 
organized, built, and reached its full development. The 
story after 1917 is one of ever-increasing government regu
lation and the growing strength of organized labor.

The history of the railroad begins with the explorers

The official name is the Atchison, Topeka, and 
Santa Fe Railway Company.
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who proved, in the decade from 1850 to i860 that the thirty- 
fifth parallel route (over which the Santa Fe line runs) 
was suitable for railroad construction. The railroad 
across northern Arizona was built under a charter granted 
by Congress in 1866 to the Atlantic and Pacific Railroad 
Company. Controversies over the land granted in this 
charter have continued to 1942. In 1897, the Atlantic 
and Pacific was reorganized as the Santa Fe Pacific Rail
way Company and so continued until 1902 when it was in
corporated into the Santa Fe system.



CHAPTER I
SURVEYING THE ROUTE

To attempt a study of the history of the Santa Fe Rail
road in Arizona without realizing its position in the rail
road history of the West and its relation to the greater 
national scene would be to fall into the error of the so- 
called "local historian" who attempts to present his contri
bution as a complete and isolated picture rather than as a 
part of the great mosaic.

It is the puroose of this chapter to present the story 
of the Santa Fe Railroad in Arizona as a small scene in the 
greater drama of Western railroad history, and to point out 
its relationship to the general national development, as 
well as to fill in the background of the struggle to deter
mine a transcontinental route with the greatest emphasis 
on the route along the thirty-fifth parallel over which 
the Santa Fe was built.

The first imoortant railroad in the United States was
1the Baltimore and Ohio, begun in 1828. At first the growth 

was slow, but once it really began, momentum increased and

John B. McMaster, A History of the People of the 
United States, IV, p. l447
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railroad mileage grew by leaps and bounds. During the twenty
years after the Baltimore and Ohio was started, less than
five thousand miles of railroad were built in the United States.
In 1849 not a mile existed in Wisconsin, Iowa, Missouri, Ar-

2
kansas, Tennessee, or Texas.

By the close of 1849, things had changed. Interest in
transportation was sweeping the country, and the railroad
mileage rose from eight thousand six hundred miles in 1850
to ten thousand eight hundred miles in 1851. By the follow-

3ing year, the figure was over thirteen thousand miles. As 
the railroad grew from an unimportant to the most important 
method of transportation, it had a profound Influence upon 
many phases of national activity.

During this same period, the area of the United States 
nearly doubled with the addition of Texas, the Mexican ces
sion, and Oregon. This was the age of ‘'manifest destiny,"
when extreme nationalists saw visions of the United States

4
extending from the Artie Circle to Cape Horn. 2 * *

2 Ibid., VIII, p. 88.
^ Ibid., VIII, pp. 90-91• On January 1, 1853, the 

mileage was 13,817 miles and 10,418 miles were under construction.
^ In 1859, Congressman Davis of Mississippi said, "We 

may expand so as to include the whole world. Mexico, Central 
America, South America, Cuba, the West India Islands, and 
even England and France (we) might annex without inconvenience 
or prejudice...And this. Sir, is the mission of this Republic 
and its ultimate destiny." Congressional Globe. 35 Congress,
2 Session, p. 705.
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Hardly had the Western domain been acquired, when the 
cry of gold sent tens of thousands across the country to 
California. The prospective traveler was faced with a choice, 
if it could be called a choice, of several routes. Each had 
its peculiar set of problems, and all were full of hardships.
A traveler could go by ship around Cape Horn; go by ship ' 
to Panamacross the Isthmus and re-embark for California; 
or he might cross the continent by the Nicaraguan route or 
through Mexico. The most popular route, however, was over
land across the greatly exaggerated "Great American Desert."
In crossing the country, three main routes were generally 
followed; the northern route to Oregon, the central route
through South Pass, or the southern route along the Gila 

5valley. California, with a population of one hundred and 
twenty-two thousand by 1850, was ready to take her place in 
the Union as a state, and was asking for a railroad con
nection with the East.

To the average man in the 1850's, the railroad was what 
the stock market was to the man of the 1920's. There were 
fabulous fortunes to be made. In the East, investors and 
speculators alike were ready to put their money into any 
railroad scheme, while in the West, the railroad was the 
magic elixir that would make a little hamlet into the * 6

^ Robert E. Riegel, The Story of the Western Railroads, 
pp. 13-14.

6 McMaster, op. clt., VIII, p. 56.
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metropolis of the region. Cities, towns, and counties, as 
well as the various states, issued bonds to aid in building 
the railroads. Speculation and overexpansion led to the 
panic of 1857, and the growth of the railroad was slowed 
for a time. Reorganization soon was accomplished, however, 
and railroads were built with ever-increasing rapidity.

By 1850, the idea of a railroad to the Pacific had be
come more than a mere vision of a few people, and Congress 
was flooded with memorials, petitions, and bills advocating ̂ 
a railroad to connect the West to the rest of the country.
It was generally agreed that a railroad should be built,
but no decision could be reached regarding the terminus or

7form of government aid. Neither could a route be deter
mined. In the first place, comparatively little was known 
of the exact nature of the great expanse between the Missis
sippi River and California. Then too, the same sectional
ism that within a decade was to result in a great civil war, 
prevented the choice of a route. The North was unwilling 
to agree to any line that would produce a closer connection 
between the South and the new Southwest. In the South, the 
leaders were equally unwilling that the North be joined to 
the West. Already many of them were foreseeing the ultimate
breakdown of the Union and were unwilling to helo build a

' ' 8
railroad that might in the future be entirely Northern.

7 Ibid.. VIII, p. 95.
g Riegel, 0£. cit., p. 15.
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In general, the various proposals may be classified
under three major routes. The first, or northern route,

9proposed by Asa Whitney, was to run from Lake Michigan to
the mouth of the Columbia River by way of South Pass. The
central route ran through South Pass to San Francisco, and
the third route was to the south, gassing through the

10
mountains either at Yuma or at Needles.

Various advantages and disadvantages of the several 
routes were discussed. The Oregon route was so far north 
that it would be blocked with snow for a great part of the 
year. The middle route presented some very difficult en
gineering problems, while fear of the "Great American Desert"

. 11
was a factor against the southern route. The real reason12
that no decision could be reached was sectionalism. Sena
tor Davis, during debate on the G-wln proposal In 1853, 
ably describes the situation:

^ Asa Whitney is important in that he aroused interest 
in a transcontinental railroad from 1845 to 1850 and was the 
first to offer a practical plan for such a road. For in
formation on Whitney's proposal,.see George L. Albright, 
Official Explorations for Pacific Railroads, 1853 to 1855.
pp. 10-20.

10 Rlegel, op. cit.. pp. 13-14.
11 Ibid., p. 14.
12 "By 1850, the systematic lobbying of Asa Whitney and 

his allies had educated the public to an acceptance of the 
railway idea, but the emergence of slavery sectionalism had 
made a choice among particular routes impossible.* 11 Frederick 
L. Paxson, "The Pacific Railroad and the Disappearance of 
the Frontier in America," American Historical Association 
Annual Report. 1907. I, p. 109.
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We have fallen into a perplexity which 
was easily to have been foreseen. The mo
ment you come to discuss a particular route, 
and to fix the terminus of the road at any 
particular point, you will find the members of the Senate will have differences of opin
ion about it...I know that the moment we 
come to inquire where we shall begin, there 
will be a struggle in regards to different 3.3 
places which want advantages for themselves.

Of the many proposed routes, the one ultimately followed 
by the Santa Fe is the one that will be discussed in this 
chapter, with the greatest emphasis on that section of the 
route that goes through Arizona. This route was known as 
the thirty-fifth parallel route because it ran along the 
thirty-fifth parallel of north latitude.

In 1853, Senator Gwin of California introduced in the
Senate a bill for a transcontinental railroad along the

14thirty-fifth parallel route.
Senator Gwin marshalled convincing evidence in favor 

of his proposed route. He produced a letter from Richard 
H. Kern, who had been with Fremont. In the letter recom
mending the proposed route, Kern quoted Walker (who had.

Congressional Globe. 32 Congress, 2 Session, XXVl,
P. 343.

According to his plan, the western terminus of 
railroad was to be San Francisco, and the line would ra# 
through Walker's Pass along the thirty-fifth parallel ^
Zune (sic.), then eastward through Albuquerque to Fû 'tovored in the southwest corner of Arkansas. From there, he f9, 
branches to St. Louis, Council Bluffs, Memphis, and 
Orleans. Ibid., p. 281.
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traveled the route several times and after whom Walker's 
15Pass was named) as assuring him that it was the best route, 

Walker having followed it from Los Angeles to Santa Fe in
16

twenty-five days, and returned in 1851 in thirty-two days.
Endorsements of the route were also secured and presented
by Senator Gwln, from Captain Sitgreaves, Major Cunningham,
Lieutenant Parke, and Major Bachus of the United States
Army, as well as William S. Messervy, a former delegate
from New Mexico, and John Jones, a government contractor

17from that territory.
The debate on the Gwin bill ran along similar lines.

Each Senator was careful to state that while he was in fa
vor of a transcontinental railroad and interested only in 
seeing the best route chosen, wherever it might be, he
could not vote for any route without more complete know-18
ledge and therefore could not support the bill. It was

19sectional jealousy that killed the bill.

^ Joseph Reddeford Walker was one of the most famous 
of the mountain men, an.explorer, trapper, and trader. See 
Robert G. Cleland, History of California, the American 
Period.

^  Congressional Globe. 52 Congress, 2 Session, XXVI, 
p. 321.

1 7 Ibid., p. 422.
18 Ibid., pp. 280-287.
■*■9 McMaster, o p . clt.. VIII, p. 96.
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It was out of this same session of Congress, however, 
that the famous Pacific railroad surveys came. Towards the 
end of the session, an amendment was added to the army appro
priation bill for 1853-1854, authorizing the Secretary of 
War to employ the Topographical Corps to explore and deter
mine the most practical railroad route from the Mississippi
River to the Pacific Ocean. An aoorooriation of $150,000

20
was made to carry out the surveys.

Of the several possible transcontinental railway routes, 
two of the most practical crossed the Territory of Arizona.
In the north was the thirty-fifth parallel route, over which 
the Santa Fe was eventually built. Further south along the 
thirty-second parallel was another route, destined to be 
used by the Southern Pacific. While this chapter will be 
concerned with the northern route, it is well to remember 
that another excellent parallel route exists, a factor that 
will be of great importance in a later period.

The territory that is now Arizona was acquired in 1848, 
under the treaty of Guadalupe Hidalgo. Even at that time, 
the railroad was a factor to be considered. In an instruc
tion to Nicholas Trist on July 13, 184?, President Polk made 
the following suggestion:

I would suggest another and more important modification of the line...Either of these 
lines would include the whole course of the 
Gila. From information from Major Emory,

Albright, oo. cit., pp. 37-38.20
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the valley of that river presents a favorable route for a railroad to the Pacific; 
but this would sometimes pass on our side 
and sometimes on the other side of the 
bed of the stream. For this reason it is 
deemed important that the whole valley of 
that river should be included within the 
boundary of the United States. 1

Although Trist failed to get the territory as he was 
Instructed, Colonel James Gadsden, president of the South 
Carolina Railroad, was sent to Mexico on behalf of the 
United States in 1853 and purchased the territory south of 
the Gila River for $10,000,000, thus assuring a route that 
the South could whole-heartedly support.

The physiography of northern Arizona is entirely dif
ferent from that of southern Arizona. The north cent'ral 
and northeastern part of the state is a large plateau be
tween four thousand and eight thousand feet high. Near 
the southern edge of the upland lies the great San Francisco
mountain volcanic field covering three thousand square miles,

22dominated by the San Francisco Peaks.
In the middle of the last century this territory was 

dangerous and forbidding. Unexplored, inhabited only by 
savage, unfriendly Indians, the country was traveled only 
by the fearless mountain men who hunted and trapped

Hunter Miller, ed., Treaties and Other International 
Acts of the United States of America. V, p. 269.

2 2 Harold Colton and Frank Baxter, Days in the Painted 
Desert and the San Francisco Mountains, p. 1.
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throughout the Rockies. Yet through this country a rail
road could be built.

The principal Indian tribes in northern Arizona at
this time were the Hopis or Moquis, the Navajos, and the
Mohaves. Occasional bands of Apaches, Gomanches, and Utes
wandered through the area. The Hopis were a domestic people
and have been described as industrious and ingenious. They
were excellent dry farmers and raised surplus corn which

23they would bring to Fort Defiance to trade.
The Navajos were a semi-nomadic people who caused a 

great deal of trouble by their attacks upon settlements 
and travelers, robbing and murdering. Following the es
tablishment of Fort Defiance in the heart of their country 
in 1851, there was a period of temporary peace which lasted, 
fortunately, over the decade of the explorations.

The end of the route at the Colorado River, was in the 
country of the Mohave9, a simple agricultural people of rather
low culture. Whipple in 1853, describes these people as friend-

24
ly and comments on the welcome that they gave him. Five
years later, however, it was the hostility of this tribe that

25led Ives to cut short his exploration of the Colorado River.

Congressional Globe. 32 Congress, 2 Session, XXVI,
p. 320.

^  Pacific Railroad Reports. Ill, Senate Executive Docu
ment. No. 78, 33 Congress, 2 Session, p. l4.

pc3 Joseph Ives, Report upon the Colorado River of the 
West. Senate Executive Document, No. 96, 36 Congress, 2 Session.
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The Apache, Comanche, and Ute was to be feared through
out this period, and sharp lookouts were always posted for 
signs of unfriendly Indians. It was Impossible to travel
through the country except in large well-armed parties,

26
even as late as 1872, and it was not until the railroad
brought in the white man's civilization to stay that the
Indian was really subdued.

Besides the Indian pueblos, there were no towns or
villages in the territory prior to the American occupation.
Zuni, the beginning of the route across northern Arizona,

27had been occupied by Spanish missionaries, but they had
left no permanent mark upon the character of the town.
Fort Defiance, founded in 1851, and Fort Mohave founded in 

28
1858, were the first Anglo-American settlements in north
ern Arizona. Fort Whipple was founded in 1863, and Prescott
was located as the temporary capital of Arizona Territory in

29the following year. In 1876, several Mormon settlements
30were made in the Little Colorado Valley, but it was not

John Beadle, Western Wilds, p. 287*
27 Sitgreaves found and examined an altar there in 1852.
Oft. Hubert H. Bancroft, History of Arizona and New 

Mexico, p. 497.
29 Ibid., p. 522.
30 James McClintock, Mormon Settlement in Arizona, 

pp. 138-148.
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until 'the railroad came through in the years from 1880 to 
1883, that the present towns were founded.

The period from 1850 to 1858 might well be called the 
period of exploration in the history of northern Arizona, 
for it was during this period that a number of scientific 
expeditions explored and surveyed the thirty-fifth parallel 
route. The first of these expeditions was led by Captain 
L. Sitgreaves. He was to exolore and chart the course of 
the Zunl River, determine if it flowed into the Colorado, 
and then trace and chart the course of the Colorado River 
to the Gulf of California. The expedition was guided by 
Antoine Leroux. The list of personnel included: Lieuten
ant Parke of the Topographical Engineers; a physician and 
naturalist; a draughtsman; and five Americans and ten Mexi
cans as packers and arrieros (muleteers). Major Kendrick of

31the Second Artillery with thirty men was to be the escort.
Leaving Zunl on September 24, 1852, the expedition fol

lowed the Zunl River along a well-marked trail with evidences
32of former encampment by white men, until it reached the 

Little Colorado. The route followed the river as far north 
as the San Francisco Mountains, coming south on the north
western side of these mountains. From here to the Colorado,

Captain L. Sitgreaves. Report of an Expedition down 
the Zunl and Colorado Rivers. Senate Executive Document.
No. 59, 32 Congress, 2 Session, pp. 4-5.

52 Ibid., p. 6.
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It continued just north of the thirty-fifth parallel. Up
on reaching the Colorado the expedition proceeded on down 
the east bank to Fort Yuma. The country from the San Fran
cisco Mountains is described as being barren and devoid of
Interest, consisting of a succession of mountain ranges and 

33desert plains. Sitgreaves expedition resulted in the
first accurate map of the route across northern Arizona and
various scientific reports on a new region. It was the first

34
government expedition made across northern Arizona.

The next expedition along the thirty-fifth parallel
was by a private individual, Francois X. Aubrey, who started
eastward from Tyon Pass, California, on July 10, 1853, with

35a party of about eighteen. In an attempt to prove that
this would make a practical route for immigrant wagons, he
drove a wagon over the entire route. After many hardships
(many of the men were sick, their provisions were damaged
in the Colorado, their mules went lame, and two-thirds of
the party were wounded in an Indian attack), they reached
Zuni on September 6. For a month previous, they had had
only mule and horse meat and most of the time only half or

36quarter rations of that. Aubrey’s wagon road proved that * 3

53 Ibid., p. 17.
54 Bancroft, 00. cit., p. 481.
3^ James McClintock, Arizona the Youngest State, I, 

p. 117.
36 Ibid., pp. 118-119.
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the thirty-fifth parallel route was oractlcal, not only for
37wagons but for a railroad. The Atlantic and Pacific Rail-

38
road was built much on the line indicated by him.

These expeditions, while illuminating, were not primarily 
for the purpose of locating a railroad line. Extensive 
surveys of the West, to determine where the practical rail
road routes existed, had been urged prior to 1853« Congress 
had appropriated §50,000 for this purpose in 1849, and
President Taylor in the same year had recommended a survey

39in his annual message. There was a real need for a care
ful survey. The region west of the frontier states had been 
traveled in only a few directions, and these without in
strumental surveys to determine the most practical railroad 
route. The accounts of travelers, emigrants, traders, and 
even of army engineers, varied greatly. As late as 1853* 
while there was a good general knowledge of nearly all the 
West, there was a lack of accurate knowledge of the Far
West with regard to the facilities for railroad communi- 

40cation.
As it has been noted above (page 8), the Secretary of

37 .Thomas Farrlsh, History of Arizona. I, p. 353•
McClintock, 0£. cit.. p. 119.

^9 House Documents. No. 5, 31 Congress, 1 Session, 
pp. 12-14, cited by Albright, oo. cit.. p. 38.

Albright, oo. cit., pp. 38-39*



15

War had been authorized In 1853 to determine the most prac
tical and economical route for a transwestern railroad and 
|150,000 appropriated. The Secretary of War was Jefferson 
Davis, later president of the Confederacy. Under his di
rection, four routes were surveyed: the northern route be
tween the forty-seventh and forty-ninth parallels, the cen
tral route between the thirty-eighth and thirty-ninth para
llels, the thirty-fifth oarallel route, and the thirty-second

41parallel or Gila route.
The results of these expeditions were published in 

thirteen large volumes with numerous illustrations and maps, 
and they are full of valuable material on the history, anthro
pology, zoology, botany, and geology of the West.

The expedition along the thirty-fifth parallel was 
headed by Lieutenant A. W. Whipple, who had been a member of 
the Boundary Survey Commission in 1850-1852. Lieutenant 
Joseph C. Ives was his chief assistant, and Leroux, who had 
been with Sitgreaves, and Saavedra were his guides. Whipple's 
route across Arizona was south of that of Sitgreaves. He 
followed the course of the Zunl and Little Colorado, cross
ing the country south of the San Francisco Peaks to the 
Santa Maria River and along it and Bill Williams. River to

Ibid., p. 40.
Pacific Railroad Reports. Ill, o p . clt., p. 14.
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the Colorado. The route to the Little Colorado, he des
cribes as excellent, nearly devoid of hills, with frequent

42springs and streams of water.
A greater portion of the route examined by Whipple in 

1853-1854 is now followed by the Santa Fe Railroad. The 
route from the Rio Grande to the Colorado Whipple rendered 
practical by his discovery of passes through the mountains. 
But aside from the.fact that he worked out a practical 
railroad route, Whipple made a valuable contribution to the 
history of the West by his explorations, giving names to 
rivers, mountains, and passes, and classifying and system
atizing all pre-existing information concerning the thirty- 

43fifth parallel.
Perhaps the most Interesting of the expeditions through 

this country is the one led by Lieutenant Edward F. Beale 
to locate a wagon road for emigrants along the thirty-fifth 
parallel. On this expedition, camels, imported from the 
Near East, were used as an experiment.

Beale proceeded from San Antonio to Fort Defiance and 
then back to Zuni where he began his road. From Zuni to 
the San Francisco Mountains, his route followed closely 
that of Sitgreaves and Whipple. From Leroux’s Spring, he

^  Pacific Railroad Reports. Ill, on. clt.. p. 14.
^  Albright, oo. cit.. p. 118.



17

followed a more northerly route overland, crossing the 
Colorado near the present Fort Mohave, giving the place the 
name of Beale's Crossing. He had left Fort Defiance in 
August of 1857 and reached the Colorado in October. In 
January and February of the following year he returned to 
test the practicability of the road for winter transit.

It was Beale's belief that this road would eventually
become the great emigrant trail to California. In his
report, he states: "I presume that there can be no further
question as to the practicability of the country near the
thirty-fifth parallel for a wagon road, since Aubrey,
Whipple, and myself, have all traveled it with wagons,
neither of us in precisely the same line, and yet through

44
very much the same country."

Of the camels, he was very enthusiastic, stating that 
they were of greater endurance, speed and capacity than 
either mules or horses, and that they ate and preferred 
such things as mesquite and herbs and boughs of bitter 
bushes that the other animals rejected. "The more I see 
of them," he relates, "the more interested in them I be
come, and the more I am convinced of their usefulness.
Their perfect docility and patience under difficulties

Edward F. Beale, Wagon Road from Fort Defiance to 
the Colorado River. House Executive Document, No. 124,
3 5 Congress, 1 Session, XIII, p. 2.
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renders them invaluable and my only regret at present is
45that I have not double the number."

It is not with unjust pride that he could remark in 
February, 1858, upon his return to Zuni:

A year in the wilderness ended! Dur- 
• ing this time I have conducted my party 
from the Gulf of Mexico to the shores of 
the Pacific Ocean, and back again to the 
eastern terminus of the road, through a 
country for a great part unknown and in
habited by hostile Indians, without the 
loss of a man. I have tested the value 
of camels, marked a new road to the Paci
fic, and travelled 4,000 miles without anaccident.46

In March of 1858, Lieutenant Joseph Ives, having com
pleted his survey of the lower Colorado, started overland 
from Beale's Crossing and proceeded north and east along 
the route of the railroad today. Of this section, he re
ports that his examination of the route verifies the judg
ment of Lieutenant Whipple (who recommended that the railroad 
extend along that line, although he himself was unable to 
travel it). It shortened Whlpole's route from one hundred 
eighty to eighty miles, and during the whole distance there 
was found scarcely an irregularity uoon the surface of the

4?ground. Proceeding to the Grand Canyon, he turned south. * 1

45 Ibid., p. 21.
46 Ibid.. p. 87.
4? Joseph C. Ives, Report upon the Colorado River of 

the West. Senate Executive Document. No. 90, $6 Congress,
1 Session, p. 6.
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around the San Francisco Mountains to Leroux's Spring.
From here he went east to the Little Colorado River and 
north to the Hopl country, arriving at Fort Defiance on 
May 22, 1858.

This decade of exploration proved the practicability of
the thirty-fifth parallel as a railroad route. In 1867,
General William J. Palmer was placed in charge of a group of
surveys along the thirty-second and thirty-fifth parallels.
These surveys were under the auspices of the Kansas Pacific
Railway and were for the purpose of determining the best
general route for the extension of the company's road from
the end of the track in western Kansas, through New Mexico

48
and Arizona to the Pacific Coast.

The surveys were begun in July, 1867, and a large 
amount of scientific and practical information.concerning 
the topography, climate, and resources of the region was col
lected. The results of the surveys were favorable to the 
thirty-fifth parallel route, "...the results along the 
thirty-fifth parallel proved to be of such a favorable 
character that, with its great advantage in distance and 
accessibility from nearly every section of the Union to 
start with, its claims have been found decidedly to out-

49weigh those of the extreme southern line (Gila route)•1 *

48 William J. Palmer, Report of Survey Across the Con
tinent for a Route Extending the Kansas Pacific Railway, p. 3«

Ibid., pp. 5-6.
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The thirty-fifth parallel route was now firmly 
established as one of the routes for a transcontinental 
railroad. The question that arises next is what rail
road will control this route? The route was surveyed, but 
another decade was to go by before the iron rails came 
through.



CHAPTER II
THE ATLANTIC AND PACIFIC RAILROAD 

FROM 1866 TO 1880

Of.the large number of proposed and attempted railroads 
in the country during the middle of the nineteenth century, 
the Atlantic and Pacific Railroad may be counted as one of 
the many failures. Yet the history of this railroad is im
portant for it was under the Atlantic and Pacific charter 
that the present Santa Fe line was built across northern 
Arizona, and a number of dlsoutes between the railroad and 
the government that exist down to the present day may be 
traced back to the original charter.

On December 11, 1865, Senator Brown of Missouri intro
duced a bill calling for grants of land to aid in the con
struction of a railroad and telegraph line from the states 
of Missouri and Arkansas to the Pacific Ocean by way of the
Southern route. The bill was referred to the committee on

1
Pacific railroads. On March 1, of the following year, 
amendments were added to the original bill to the effee t 
that the corporation to build the pronosed railroad would

Congressional Globe. 39 Congress, 1 Session, p. 17.
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be known "in deed and in law" by the name of the Atlantic 
- 2and Pacific Railroad Comoany. The bill became a law by

3President Johnson's signature on July 27, 1866.
The terms of the charter of the Atlantic and Pacific 

Railroad Comoany made it very similar to the charters of the 
other transcontinental railroads of the time. The incorpor
ators were listed and instructions were given as to the 
route, termini, powers and privileges, amount and kind of 
stock, the officers and their duties, how the meetings were 
to be called and other details of organization. General 
John C. Fremont and the explorer, Edward F. Beale, were in
cluded in the list of incorporators. The act also had some
thing to say about how the road was to be constructed, pre
scribing the materials to be used, the kind of rails, the 
type of gauge, the rates to be charged, and other details.

The railroad was to follow a route
beginning at or near the town of Spring- 

field, in the State of Missouri, thence to 
the western boundary line of said state, 
and thence by the most eligible railroad 
route as shall be determined by said com
pany to a point on the Canadian River thence 
to the town of Albuquerque on the Rio del 
Norte, and thence by way of the Aqua Frio, 
or other suitable pass, to the head waters 
of the Colorado Chiquito, and thence along 
the thirty-fifth parallel of latitude, as 
near as may be found most suitable for a 2 3

2 Ibid., p. 1100.
3 Ibid., P. 4230.
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railway route, to the Colorado River, at 
such point as may be selected by aald 
company for crossing; thence by.the most 
practical route to the Pacific.^

The capital stock of the company was to be §100,000,000 
consisting of one million shares of one hundred dollars each. 
A right of way two hundred feet in width was granted through 
the public domain together with land necessary for station 
buildings, workshops, machine shops, water stations and 
switching yards. This right of way was to be exempt from 
taxation in the Territories. The railroad was further given 
forty alternate sections of public land per mile through 
the territories, and twenty alternate sections per mile 
within a state. Provisions were made for substituting other 
lands for lands along the railroad already claimed. Title 
to the land was to be obtained for the first twenty-five 
miles— after twenty-five miles of the railroad had been 
finished and inspected by commissioners appointed by the 
President; and, in the same manner, title to the land would 
be given for each additional twenty-five miles.

The land grants were made subject to certain conditions. 
The company must begin work on the railroad within two 
years of the signing of the act, and complete at least 
fifty miles a year after the second year. The whole main 
line was to be completed and equipped by July 4, 1878.

Statutes at Large. XIV, p. 293.4
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Under the game act, the Southern Pacific Railroad, in
corporated in California, wag authorized to connect with the 
Atlantic and Pacific near the boundary of California, and 
was granted lands on the same basis as the Atlantic and 
Pacific.

Acceptance of the terms of the act were required to be
deposited with the Secretary of the Interior within two
years, and thereafter the comoany must file annual reoorts

5with the Secretary.
The report of the Secretary of the Interior for 1866

noted that the Atlantic and Pacific Railroad Comoany had
done nothing to accept the provisions of the act, and it was-
not until the following year's reoort that it was announced .
that the company, by action of its board of directors passed
November 20, 1866, had accepted the provisions of the act
and filed a map showing the location of the road from
Springfield, Missouri, to the western boundary of that state.
On the basis of the map, the Commissioner of the General
Land Office was instructed to withdraw the lands along the6route.

From the first, the Atlantic and Pacific Railroad had 
difficulties. After this first report, no further reports 5 6

5 Ibid., XIV, pp. 292-299.
6 Report of the Secretary of the Interior, 1867,

PP. 17-18.
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were filed with the Secretary of the Interior until 1870.
At that time it was stated that work had begun on the Fourth
of.July, 1868, and that fifty miles of the road had been com-

7dieted, equipped, and opened for business on June 13, 1870.
By 1870, stock to the amount of §1,000,000 had been

subscribed on which ten percent was paid, and stock to the
amount of §3,008,200 was outstanding, having been issued in
payment for the southwest branch of the Pacific Railroad of 8
Missouri, which the Atlantic and Pacific acquired in October,
1870, thereby obtaining that comoany1s line from Pacific,

9near St. Louis, beyond Springfield to Pierce City. For 
the construction of this branch, the Pacific Railroad of Mis
souri had been given a grant of 1,161,235 acres, and had re
ceived a loan of §4,500,000 in state bonds. Failure to pay 
the interest on these bonds caused the foreclosure and sale 
of the branch for §1,300,000 in 1866, and it was sold again 
in 1868 for §300,000 to a new company, incorporated as the * 8 9

? Report of the Secretary of the interior. 1870, p. 64.
In a report of an investigating committee made in 1884, 

it was stated that the affidavits of the chief engineer on 
file in the Interior Department, show that the first twenty- 
five miles were not completed until November 27, 1870. House 
Report 1662, 48 Congress, 1 Session, pp. 2-3. I do not 
believe this report to be accurate.

8 Report of the Secretary of the Interior. 1870, p. xvl.
9 .................. . .Commissioner of Railroads Report. 1883, p. 129.
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South Pacific Railroad Comoany. After the Atlantic and
Pacific purchased the road, it was completed to Vinita,

10
Indian Territory.

Because the Atlantic and Pacific Railroad was unable
to raise enough funds through the sale of its stock. Congress
was persuaded to pass an act that became.law on April 20,
1871, authorizing the comoany to issue bonds on its road

11and land grants.
Taking advantage of this act, the company issued two 

mortgages amounting to $10,250,000, and by June, 1871, the 
line was complete from Pacific, thirty-seven miles west of 
St. Louis, across Missouri, and building had begun in the 
Indian Territory. Through train service had been estab
lished from St. Louis to Seneca on the state line, a distance
of three hundred and thirty miles, connections with St. Louis12
having been secured over the Missouri Paciflp.

In the report of the company to the Secretary of the 
Interior in 1872, it was stated that the line had been 
completed to Vinita, Indian Territory, a distance from 
Pacific of three hundred and twenty-seven and a quarter miles, 
and the road was surveyed through Texas, New Mexico, Arizona,

^  Report of the Commissioner of Railroads. 1882, p. 56.
Statutes at Large, XVII, p. 19.

12 Glenn Bradley, The Story of the Santa Fe, p. 212.
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and California.
On June 29, 1872, the company leased the entire Pacific

Railroad of Missouri, extending from St. Louis to Kansas City,
and its branches, for a period of ninety-nine years. At
that time $19,160,300 worth of stock had been subscribed and
paid in. The company’s total indebtedness was $17,871,885,
while the cost of the railroad and fixtures was set at 

14
$36,262,322.

Then came September, 1873» With the failure of Jay 
Cooke and Company, panic spread rapidly over the country.
The Atlantic and Pacific Railroad was forced to cease con
struction of its line. At this time the company had issued 
twenty-year bonds in 1868, Central Division First Mortgage 
bonds. Central Division Land Grant bonds, equipment bond's, 
six percent bonds, and land debentures, which, with the
assumed indebtedness of the South Pacific Railroad, brought

15the total indebtedness to $17,978,129.
The railroad continued its operations in the State of 

Missouri, but the burden of indebtedness was too great. On 
July 14, 1875, the Missouri Pacific defaulted the interest 
on $700,000 of its bonds, went into involuntary bankruptcy,

^  Report of the Secretary of the Interior. 1872, 
pp. 19-20.

14« Ibid., 1873, pp. xxiv-xxv.
15 Ibid., 1874, p. xxv.

13
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and was placed in the hands of a receiver* The Atlantic 
and Pacific also defaulted the interest on its own bonds.
St. Louis County brought action in the United States Circuit 
Court to foreclose a second mortgage on the property of the 
Atlantic and Pacific, in which the county had invested money, 
and on April 3» 1876, the court ordered the Missouri Pacific 
and the Atlantic and Pacific railroads separated and appoint
ed receivers for each property.

On June 7, the circuit court declared the mortgage'fore
closed and instructed that both the property of the Atlantic 
and Pacific and the South Pacific railroads be sold together 
as a whole. A small group of a few of the principal bond
holders met in New York and decided to try to reorganize the 
Missouri Division of the property after the foreclosure had 
taken place. A committee was chosen to buy the road for the 
benefit of the bondholders, and plans were made to form a 
new company. This comoany was the. Saint Louis and San Fran
cisco Railway Comoany, organized under the general statutes

17of Missouri on September 10, 1876. From the name chosen, 
it seems evident that the bondholders still had transcon
tinental aspirations.

16 Bradley, on. cit., po. 
17 Ibid., p. 215.

214-215.
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The property was sold on September 7, to William F.
Buckley, acting for the bondholders, and turned over to the
Saint Louis and San Francisco Railway on November 2. The
property, purchased for §450,000, included the line from
Seneca to Pacific, a distance of two hundred and ninety-
three miles, and all of the equipment that belonged to the
rail-road. The land grants, sold for §500,000 in the same

18
foreclosure, were also secured for the new company. The 
Saint Louis and San Francisco was now the owner of the proper
ty and franchises in Missouri of the Atlantic and Pacific and 
South Pacific Railroads, and also of about six hundred and 
fifty-five thousand acres of South Pacific lands and three

19hundred and six thousand acres of Atlantic and Pacific lands. 
Thus the Saint Louis and San Francisco became the successor 
of the southwest branch of the Pacific Railroad of Missouri, 
chartered December 25, 1852, and was entitled to all of the 
privileges of its charter, as well as owning the property and 
land grants of the Atlantic and Pacific Railroad in Missouri. 
The Atlantic and Pacific, however, retained its charter and 
the ownership of its line outside of Missouri, thirty-four 
miles of road from Seneca to Vinita, although this was oper
ated by the Saint Louis and San Francisco.

There seemed to be little hope that the Atlantic and

18 Ibid.. pp. 215-216.
Report of the Commissioner of Railroads. 1883, P* 133e
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Pacific Railroad would be the one to build along the thirty- 
fifth parallel route to the Pacific. On July 4, 1878, when, 
according to the terms of its charter, the whole line .was to 
be completed, the company owned exactly thirty-four miles of 
road under the operation of another company. Nor did the 
Saint Louis and San Francisco Railway Company have the re
sources to build across the wild and uninhabited country to 
California.

The Atchison, Topeka and Santa Fe Railroad now entered 
the story. Incorporated by the Kansas Territorial Legisla
ture on February 11, 1859, as the Atchison and Topeka Rail
road, the company was chartered by Congress on March 3, 1863, 
as the Atchison, Topeka and Santa Fe. While we have seen 
the Atlantic and Pacific, a transcontinental route, fail, 
the story of the Santa Fe was one of a local route that 
"made good.11 By 1880, it controlled and operated over two 
thousand miles of road in Kansas, Colorado, New Mexico, and 
Texas. In 1881, it became part of the second through trans
continental system by joining with the Southern Pacific

20
Railroad at Deming, New Mexico.

The railroad was in an unsatisfactory position, however, 
because it had neither an eastern nor a western terminus, 
and had to depend upon the lines of other companies. In the *

pQ The first route was completed in 1869, when the 
Union Pacific and Central Pacific Railroads were Joined.
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uncontrolled competition of the early eighties, such a situ
ation was hardly short of disastrous. Therefore the Santa 
Fe began to seek a way whereby it could extend its own lines 
to the Pacific and also gain a satisfactory eastern ter
minus.

The most available route aopeared to be the one along 
the thirty-fifth parallel— granted to the Atlantic and Pacific, 
and controlled since 1876 by the Saint Louis and San Fran
cisco company, which was willing to give up a half Interest 
in the Atlantic and Pacific in order that it might be com
pleted. So the old Atlantic and Pacific, which had been re
duced to a nominal existence, was revived in order that the 
road.might be built under the Atlantic and Pacific charter
with its franchises and land grants.
\ On January 31, 1880, the Santa Fe and the Saint Louis 
and San Francisco made an agreement whereby the Santa Fe 
would acquire one half of the capital stock and joint and 
equal control of the Atlantic and Pacific Railroad Comoany.
The stock was to be held by three trustees, one elected by 
each company, and the other elected jointly, who would have 
final authority in case of disputes.

Under the terras of the agreement, the Atlantic and 
Pacific was to begin building west at once from Isleta, New 
Mexico (just south of Albuquerque). As the Santa Fe had a 
line already from Tilchita to Albuquerque, a connecting line
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was to be constructed from Wichita to join the Saint Louis 
and San Francisco line at Pierce City, Missouri. This 
comoany was to construct a continuation of its line from 
Pacific, Missouri, to Saint Louis, thus furnishing the 
eastern terminus. Up to this time, it had been dependent 
on the tracks of the Missouri Pacific Railroad for entrance 
to Saint Louis. The road west from Isleta across New Mexico 
and Arizona to the California boundary was to be known as 
the Western Division of the Atlantic and Pacific, and plans 
were made to construct the Central Division from Vinita to 
Isleta, under the same dual agreement as for the western 
Division. .

For a period of thirty years, all traffic over the 
Western Division was to go over the Santa Fe line to 
Wichita. From there, the Saint Louis traffic was to go 
over the Saint Louis and San Francisco line, and the Chicago 
traffic was to go via the Santa Fe.

To finance the building of the Western Division, 
thirty-year bonds were issued at a rate of $25*000 per 
mile, secured by a first mortgage on the franchise, land 
grants, and property of the Western Division. If the net 
earnings of the Western Division should prove to be insuf
ficient to meet the six percent interest payments on the#e 
bonds, the Santa Fe and the Saint Louis and San Francisco
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companies guaranteed to make up the deficit up to twenty-
five percent of their gross earnings from all business
interchanged with the Western Division. Income bonds were

21also issued to the extend of $18,750 per mile. The pro
ceeds from the sale of the land grants was to be used sole
ly to pay the interest on the first mortgage bonds, to 
repay any advances made by the Santa Fe and Saint Louis
and San Francisco comoanles, and for the retirement of 

22the bonds.
It was charged by a House investigating committee

in 1884 that the bonds issued were purchased by peoole
interested in the Santa Fe and Saint Louis and San Fran-

23cisco Railroads, which as we have seen, already owned 
the capital stock of the Atlantic and Pacific. The At
lantic and Pacific Company had become little more than a 
figurehead used by these companies to obtain the land 
grants and privileges of its charter. But the original 
purpose of the charter was being fulfilled, for the build
ing began in 1880 and moved raoldly across northern Ari
zona to join the Southern Pacific at Needles in 1883. * 2

21 House Reoorts. No. 1663. 48 Congress. 1 Session,
VI, o. 4. 1

2 2 - - • .Report of the Commissioner of Railroads. 1881, p. 197.
2^ House Reports. No. 1663, 48 Congress, 1 Session,

VI, p. 4.



CHAPTER III
LAYING THE RAILS 

FROM 1880 TO 1883

The rejuvenated Atlantic and Pacific, in 1880, was
headed by President Thomas Nickerson of Boston, and Vice
President and General Manager E. F. Winslow, also President

1of the Saint Louis and San Francisco Company. Henry R. 
Holbrook, Chief Engineer, was in charge of the actual con
struction work. He had been one of General Palmer's princi
pal assistants in surveying the thirty-fifth parallel route 
in 186? and 1868, and he had been the Locating Engineer for 
the Atlantic and Pacific, previously, when the company built 
from Arlington to Springfield, Missouri, in 1871. For three 
years orior to rejoining the Atlantic and Pacific, he had
served as the orincloal assistant of A. A. Robinson, Chief

2
Engineer of the Atchison, Topeka and Santa Fe.

The leading Division Engineer was Lewis Kingman, whose 
task it was to make the final survey and fix the permanent 
location of the track between Albuquerque, New Mexico, and 
the Colorado River. With five wagons and a party of 2

Arizona Democrat. September 17, 1880.
2 Ibid.. August 6, 1880.
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twenty-one men, Kingman started from Albuquerque, and, by
Aoril 24, 1880, he was at Carrizo Station, fifty miles east

3of the present town of Holbrook. He made a permanent lo
cation of the line as far as the mouth of the Rio Puerco 
on the Little Colorado River, and there proceeded directly
to the Colorado River to establish a point for crossing be-

4fore the very hot weather. By the end of may, Kingman
had crossed the Colorado into California near Fort Mohave
and was locating the route a short distance west of the
river before returning to continue the survey east to where

5he had left off. Early in August, Kingman was reported
one hundred and forty miles east of the Colorado, having
passed up Sacramento Wash to near Beale’s Springs, through
Hualpai Valley near Hackberry, up Tuxton Canyon to Aubrey
Valley and then to Chino. The locating party under King-
man set stakes at every hundred feet, marking the line for 

6
the graders. The Laguna Indians in New Mexico tried null
ing up the survey stakes in their vicinity, but their action

7caused little delay in the "iron car-wheel of Progress.11
Grading on the Atlantic and Pacific Railroad began with * 4 5 6

 ̂Weekly Arizona Miner. April 30, 1880.
4 Ibid., May 14, 1880.
5 ibid., May 28, 1880.
6 Arizona Democrat. August 6, 1880.
7 Ibid.. August 27, 1880.
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appropriate ceremony, from Albuquerque at eleven o'clock
on April 8, 1880. Territorial Governor S. S. Stoyer, the
proprietor of the Meallla News, and others participated In
the ceremony, during which champagne was poured upon "the8turbid water of the Rio Grande." The grading was gener
ally hired out to private contractors who undertook to grade 
a specified section of the road. Grading followed the lo
cating party rather closely at first. By May 14, two grad-

9ing parties were at work, one of which was inside Arizona. 
The grading parties between Albuquerque and Rio Puerco were 
recalled early in May, when threatened by the hostile atti
tude of a large band of Navajos. The Indians' grievance, 
however, was about their agent, a Reverend Eastham, but
after they had beaten him and driven him off their reserva-

10tion, they made no further demonstrations.
While the Indians viewed the approach of the iron horse

with little enthusiasm, Mormon settlers in the path of the
oncoming railroad had quite another attitude, some of the
Arizona Mormons believing that the Atlantic and Pacific
Railroad was conducted by the guiding hand of Providence and11would bring the lost sheep of Israel back to their Canaan. * 9 10 11

Arizona Democrat. May 14, 1880.
9 ibid.
10 Ibid.
11 Ibid.. August 27, 1880.
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John W. Young, son of Brigham Young and President of the
Mormon church following his father's death, made a trip
from the Mormon settlements in Apache County, Arizona, to
Topeka early in June, 1880. He reported that about two
thousand Mormons were settled in the fertile region along
the border of Apache and Yavapai Counties. President Young
was on his way East to close a contract for grading the road
one hundred twenty-five miles west from Fort Wingate, with
a view of taking lands from the c o moany in D a y m e nt for the 

12
work.

Rail laying was to commence immediately, according to 
a newspaper announcement of June 12, 1880. The same arti
cle reported the bridge across the Rio Grande nearly com
pleted and sixty miles of grading almost ready for ties and
rails. The work was retarded by the fact that contractors

13experienced great difficulty in securing laborers.
By the first part of August, a force of sixty men were

at work laying track, with the expectation that the force
would be doubled within ten days. The company awaited the
arrival of twenty-eight boarding cars delayed because of14-
washouts, before increasing their force of men. Chief 
Engineer H. R. Holbrook, in an interview on August 9, stated

^  Weekly Arizona Miner. June 25, 1880.
13 Ibid.

Arizona Democrat, August 13, 1880.
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that track laying had just commenced and v/as progressing at 
the rate of three-quarters of a mile a day— with some fifteen 
miles laid. There were about one hundred men in the track
laying party and seven hundred men at work grading. The grad
ing parties were working as far as twenty miles west of Fort 

15Wingate.
By the end of October, 1880, thirty miles of grade west

of Laguna were ready for track. It was planned to halt
track laying at McCarty* s Ranch, twenty miles west of Laguna,16
until spring. Grading, however, was to continue all winter.

In the soring of 1881, track was laid one hundred and
twenty-seven miles west of Albuquerque. Delegates to a
New Mexico Editorial Convention in March, rode out to the
end of the track. After a visit of the Indian village at
Laguna they continued “rolling westward uo the valley of the
San Jose at the rate of thirty miles an hour" to Hall's catno

17at the end of the track.
The grading, in the meantime, was being pushed rapidly 

all along the route in northern Arizona. By August the rail
road bed had been completed to Canyon Diablo. A road ran 
along beside the grade so that the eighty-mile trip from the 
end of the track to Brigham City (Winslow) would be completed

'Weekly Arizona Miner. September 10, 1880.
Weekly Arizona Democrat. November 6, 1880#

17 Ibid., March 18, 1881
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18in less than a day and a night with good horses. Farther
west various contractors were pushing the work as rapidly
as nossible, although they were hamoered by a shortage of 

19labor. Five miles east of Flagstaff was the headquarters
of John R. Price and Oomoany, the largest contractor on the
line, with fifty-four miles of the roadbed under construction.
Continuing westward along the route were the camps of Fisher,
Bryant, Shlnfield, Woodruff, Corland and Simms. Work was in
progress as far west as the only tunnel on the road, a three-
hundred-foot passage cutting through a spur in Partridge

21
Creek Canyon, eleven miles.west of Williams.

The terminus of the Atlantic and Pacific Railroad was 
at Sanders, Arizona, on August 31, 1881. The month of 
August was a trying one for the railroad builders— with the 
elements seeming to conspire against them. Washouts were 
an everyday occurrence, and, to add to the unprecedented 
rain, the Aoaches went on the warpath. The railroad com
pany had a strong force of men at work rebuilding the road, 
but, as fast as a break would be repaired, the floods would 
wash it out again. At the end of August, the road between 
Albuquerque and Sanders was impassible. Brigham City

18 Ibid.. August 12, 1881.
19 Ibid., June 24, 1881.
20 Ibid.. August 12, 1881. .
21 Ibid., June 24, 1881.
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(Winslow), although only seventy-five miles from Sanders,
could be reached by mail and telegraoh only by sending all
the way around by way of Albuquerque, Doming (New Mexico),
Maricopa, and Prescott— a circuit of nearly one thousand 

22
miles.

The depredations committed by the Apaches during 
August, 1381, created quite a panic. A band of the Indians 
took some twelve to fifteen scalps near El Rito, about one 
hundred and twenty-five miles from Sanders, and the tele
graph operators on the Atlantic and Pacific line from 
Sanders to Albuquerque threatened to abandon their stations 
if not furnished with arms and ammunition. Although they
were characterized as "mostly 'tender-feet,* recently from

23Chicago^" the company sent them the required arms.
In spite of obstacles, the work went on, and, by Decem

ber 3, 1881, the steel rails reached Brigham City. This 
Mormon settlement of some eight hundred families was given 
the name of Winslow after General E. F. Winslow, Vice- 
President and General Manager of the Atlantic,and Pacific 
and President of the Saint Louis and San Francisco,Railroad 
Company. A single passenger train a day began service be
tween Albuquerque and Winslow. With the road being con-

24structed at the rate of ten miles a week. Canyon Diablo, * 2

Ibid.. September 9, 1881.
23 Ibid.

Weekly Arizona Democrat. December 23, 1881.
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about twenty-three miles beyond Winslow, was soon reached. 
This chasm, over five hundred feet wide and better than two 
hundred feet deep, proved to be the greatest obstacle of all 
in the construction of the railroad. Track laying was de
layed here for over six months while the huge gorge was 
bridged. Early in June, 1882, a United States Railroad Engi
neer went over the railroad from Albuquerque to Canyon Diablo
and found the three hundred and twelve miles of road in ex-

25cellent condition for a new track.
The Canyon Diablo Bridge was begun with work on the

26
heavy stone abutments on which the iron work was to rest.
The solid limestone sides of the canyon furnished the ma
terial for the masonry, which was done by men of the rail
road company, while the iron work structure of the bridge 
itself was built by a contractor. Completed about a year 
after it was begun, the structure was a deck bridge five 
hundred and forty-one feet long, composed of eleven spans 
ranging from thirty to three hundred feet each. It con
tained one thousand four hundred and eighty-nine cubic yards 
of cut-stone masonry. The base of the bridge was two hun
dred and twenty-two and one half feet above the bottom of

27the canyon. It cost about 1200,000 for bridge and masonry. * II,

Reoort of the Secretary of the Interior, 1882,
II, p.

^  Prescott Weekly Courier. July 1, 1882.
2? Reoort of the Secretary of the Interior, 1882,

II, p. 485.
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The bridge was finished on July 1, 1882, and the first 
train crossed the bridge at 3:37 p. m. While the bridge was 
under construction, the grading had been pushed ahead, and, 
at the time of the completion of the bridge, more than one 
hundred and eighty miles of roadbed were ready for track. 
Lewis M. Clement, the Atlantic and Pacific's Chief Engineer 
at the time, stated that with over two hundred miles of ma
terial (heavy steel rails and fastenings) on hand, track 
laying would be resumed immediately— at the rate of two miles 
a day. Besides the steel rails available— nearly enough to 
complete the Western Division— there were enough ties on the
ground to comolete the railroad to the Colorado River and 

28
beyond. Fully six hundred thousand pine ties were cut in

29the San Francisco and Bill Williams Mountains alone.
In anticipation of the completion of the Canyon Dia

blo Bridge, all of the contractors on the road had been 
issued orders, in March, 1882, to hasten the construction
of the roadbed. Work was in orogress along the whole sur-

30veyed line by the same month. While the grading was about 
finished to a point north of Prescott by May, there was 
still a great deal of work to be done before the rails could 
be laid. The route crossed Johnson's Canyon (in the vicin
ity of Ash Fork) twice, in about a mile, necessitating

^  Prescott Weekly Courier. July 8, 1882.
29 Ibid.. June 24, 1882.
30 Ibid., March 4, 1882.
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bridges. The first was just at the west end of the tunnel, 
and the second a mile farther west. The same outfit that 
constructed the stone work on the Canyon Diablo Bridge 
arrived at Johnson's Canyon about the first of nay to be
gin work. About one hundred and fifty to two hundred stone 
cutters, quarrymen, laborers, and others were divided into
two canros— one to work on each bridge— and the construction 

31went on.
In July, less than a month after the Canyon Diablo

Bridge was finished, the track was reported almost comoleted
to Walnut Creek, sixteen miles west of Canyon Diablo.
Williams was to be reached by August 18 and the tunnel by 

32
August 26.

Track laying was delayed for about two weeks in Novem
ber, 1882, while the bridge across Chino Canyon was con
structed. During that time the track layers were sent back

33to Winslow to "fill up" track westward. Work went on all
during the winter of 1882-1883. The Chino Canyon Bridge
was finished early in December, and, on January 20, 1883, the

34track had been laid to a point eight miles west of Yampai.

51 Ibid., May 13, 1882.
52 Ibid.. July 22, 1882.
55 Ibid., November 11, 1882.

Arizona Weekly Democrat. January 26, 1883.
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By March, 1883, the grading was completed, except for about
35two weeks work on the east side of the Colorado River.

The rails were only fifteen miles from Kingman on March 16,
and the work was progressing at the rate of two miles a 

36
day. Track laying was again delayed by a lack of steel
rails about eight miles beyond Kingman, or forty-one and a
half miles from the Colorado, on April 15. F. «». Smith,
General Superintendent of the Atlantic and Pacific, came
through to Kin-nnan on a special train from Albuquerque in 

"37eighteen hours. Finally, the track was comoleted to the
38

. bridge site on the Colorado River on June 8, 1883, and
the railroad company could turn its full attention to the
bridging of the treacherous Colorado River.

The railroad company had begun to ship piling for the
Colorado River bridge as soon as the road was completed to

Z>9~Kingman in March. This proved to be too expensive, how
ever, as each pile shipped by team to the river from King- 
man or.Hualpai Siding cost %40. As soon as the Southern 
Pacific branch railroad from Mohave Station to the Colorado

55 Ibid.. March 23, 1883.
^  Prescott Weekly,Courier. March 24, 1883.
57 Ibid.. April 21, 1883.
58 Ibid.. June 16, 1882.

Arizona Weekly Democrat. March 23, 1883.
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River was completed on April 10, the Atlantic and Pacific
sent to San Francisco for the rest of the necessary piling
and timber, as it could be delivered much more cheaply over 

40that route.
Pile driving began on April 15, and the bridge lacked 

only a few feet of completion when the June rise of the 
river swept away over four hundred feet of the structure. 
Before the washout, a plank had spanned the uncompleted 
portion.

Other problems arose as the railroad company proceeded 
to build a new bridge. A barge built especially to float 
a large pile driver was found to be too small for the pur
pose, so another was purchased; but this could not be held 
in place. Although the Southern Pacific Company sent the 
steamer "Mohave1* to hold the barge in position, the barge 
was wrecked. The problem was finally solved by building 
track to the water’s edge, loading the pile driver on a 
truck, and running it on the track out to the end of the 
bridge. The new structure lacked four hundred to five hun
dred feetxof completion on July 15, 1883. So the work went 

41
on. Early in August the river created another problem, 
when it began washing in the west aide of the river near

Prescott Weekly Courier. April 21, 1883.
^  Arizona Weekly Journal. July 20, 1883.



the bridge location. Piles were driven along the bank for
42

four hundred feet and succeeded in saving the structure.
While the Atlantic and Pacific was building across 

New Mexico and Arizona toward California, the Southern Pacific, 
alarmed at the threat of competition, quietly bought up the 
controlling Interest in the Saint Louis and San Francisco.
With the Saint Louis and San Francisco owning half of the 
Atlantic and Pacific, the Santa Fe was forced to come to 
an agreement with the Southern Pacific, whereby the Atlantic 
and Pacific would only build as far as the Colorado River.
The Southern Pacific was to build a line from Mohave east 
to Needles— to connect with the Atlantic and Pacific at

43that point.
The Chinese laborers of the Southern Pacific pushed 

through that line to the Colorado by April 10, 1883, and 
the company constructed yards, and an elaborate depot and 
hotel at Needles, California, the junction point of the two 
railroads, two miles up the river from the bridge.

Although the Colorado River Bridge had been completed 
and the tracks Joined three days before, the ceremony of 
driving the last spike did not take place until August 10,
1883. The first train of two special cars, containing 
General Superintendent Frank W. Smith, of the Atlantic and

^  Arizona Weekly Star. August 13, 1885.
^  Marshall, Santa Fe. The Railroad that Built an 

Empire, pp. 170-171.
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Pacific,,with hi3 staff and other employees, crossed over; 
the party Inspected the yards and buildings at Needles, in
cluding what was described as rtone of the finest depots and 
hotels in the west;" and, after exchanging courtesies with

44officials of the Southern Pacific, returned to Albuquerque.
Thus did the Atlantic and Pacific Railroad, fifteen years
after it began building West in 1868, connect with track
that would carry its cars-to the Pacific Ocean.

The new transcontinental line, advertised as the "All
the Year" route, was officially opened to passenger service
on October 21, 1883. On that date, Sunday morning, the
first train left Albuquerque for San Francisco. About two
hundred people turned out to see the first train, composed
of a railway postal car, smoking car, passenger coach, and
Pullman sleeper, leave Albuquerque. All along the line of
the road through northern Arizona, large numbers of people

45turned out to cheer the first through train.
The first east-bound through sleeper from San Fran

cisco to Saint Louis by way of the Atlantic and Pacific and 
Saint Louis and San Francisco roads left the Golden Gate 
City on October 20 for the two thousand four hundred and 
forty mile trip. With the opening of the new route, the

44 .....Prescott Weekly Courier. August 18, 1883.
4c
J Arizona Champion. October 27, 1883.
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Atchison, Topeka, and Santa Fe stopped running the express
train from Albuquerque to Deming, where it had made close
connections with the Southern Pacific. All through cars
for Saint Louis and Kansas City now were to run over the

46
Atlantic and Pacific across northern Arizona.

The importance of the building of the Atlantic and 
Pacific Railroad to the development of northern Arizona 
cannot be over emphasized. The railroad made possible the 
exploitation of the rich mineral deposits and timber lands 
of northern Arizona. While little settlements of sturdy 
Mormon pioneers, scattered ranches, small mines, and oc
casional prospectors were all that shared the country with 
tribes of semi-savage Indians before 5-880, by 1883, thriv
ing, prosperous towns dotted the map. In some cases a 
town was built around a stage coach station or trading post, 
or an older settlement was renamed and developed. In most 
instances, however, a new town was laid out wherever the 
railroad officials deemed one desirable.

The railroad entered Arizona on the east along the 
Rio Puerco of the West. At Sanders, Carrizo, Billings, and 
Houck's, the company erected station houses and water tanks.
At Navajo and Holbrook, section houses, water tanks, pump

47houses and tool houses were built. Sanders was named after * 4

46 Ibid.
47 Report of the Secretary of the Interior. 1882, 

II, p. 515.
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48
C. W. Sanders, Office Engineer of the railroad; Billings

49for an engineer with the first construction party; and
Garrlzo (Spanish for cattails or rushes) received its name
from a swamp full of cattails discovered "by the railroad

50
construction parties. Houck's had had a trading post run

51by J. D. Houck three years before the railroad arrived, 
and there had been a trading post at Navajo as well.

The town of Holbrook, named after Henry R. Holbrook, 
the Atlantic and Pacific's first Chief Engineer, was lo
cated at the converge of the Rio Puerco and the Little
Colorado River. An earlier town here had been known as

52Horsehead Crossing. ,
The first town of real importance on the railroad was 

Winslow, an Atlantic and Pacific division point. The town 
was originally a Mormon settlement called Brigham City, but 
It was renamed after the arrival of the railroad in December, 
1881. By 1883, the railroad had built a stone roundhouse, 
with room for nine engines; a two-story frame station house 
containing a telegraph office, various other offices, a 
waiting room, and a dining room; four frame cottages for

48 Will C. Barnes, Arizona Place Names, p. 89*
49 Ibid., p. 47.
50 Ibid., p. 78.
51 Ibid., p. 213.
52 Ibid., p. 208.
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agents and: oth-er employee&! a. warehouse; a aeetlon house;; 

a coal elev tor ; an a blaeksml th sho • Some oeoule l · ve4 

1n box car on s1-d'$ t racks, an the town ' .a water au· ~-ly wae 

brought 1n on oars . The ·· ater wa.s ased externally or tb.e 

mos~ part--as the town' s f ur saloons., one of .· h1oh waa. also 

a rest rant. a119plied 'the most, · · l.llar verages ror 1n

terna.i oon-sumpt1on. A lone mere ant also held 't e job cf 
5:, 

p:oatmaster. 

The early railroad t.owns ere 1ld ~ laee·a.- Flag. tart, 

1n 1881., w a typ1eal of the 8 end- o'f- the- l1ne~ towns that. 

spr·ang up ass the railroad pushed e-et. The 1nh b1tanta ot 
.. 

Flagstaff 1n Ootobe·r, 1881_. were railroaders. tie chopt:,ers, 
. ' 

and the gamblers and 0th.er hanger-a- on who tollowed them. 

W'ith a PO'!}' l.ation or t o hundred on w.eek days, that doubled 

on s .aturday n1g · t s and Sund.ay.e_. the troYll'l conets.ted of abou.t 

twen y f'rame buildings and a many tents,. 1th other frame 

bu1 :... in.... in the process -Of cons truction. A dance hall 

{ which some called by a harder name), saloons_, and gambl1ng 

houses ooerated ful · last from Sa urday n ght un\11 ~onday 

morning. Gun 1gbta were common, and 1 t YI as usually n ·ot 
54 

sate to go out aft,er darlt.-

described 

Two years later the. t-own waa 
55 

as being "aa qui~t as a Sooday aeho0l elaaa. tt 

53 Prescott lfeek.ly _Co·urter1 April 14, 1883. 

54 ~.eekly Arizona Democrat.,. Octf1ber 14. 1881. 

55 Arizona Champion.~ October 6, 188:,. 



There were about six hundred Inhabitants, with six general
stores, a newspaper, a hotel and the "usual number" of sa-

56
loons and club houses. The buildings of the Ayer Lumber
Company and its emoloyees, about a quarter of a mile from

57the town, formed a town as large as Flagstaff itself.
The next town of importance west of Flagstaff was 

Williams, another division point of the railroad. In 1883, 
besides the railroad offices, the town boasted of two gener
al merchandise stores, a druggist, three wholesale and re
tail liquor dealers, a saloon, and a restaurant. It was a
supper stop for west-bound passengers on the railroad and

58
a breakfast stop for east-bound passengers.

Ash Fork, was a town that sprang up after the com
pletion of the railroad to that point. It was originally 
important as the distributing point for all freight re
ceived over the Atlantic and Pacific for Prescott and the

59surrounding mining camps. F. W. Smith, General Super
intendent of the Atlantic and Pacific, gave the town its

60
name in 1882, because of ash trees on the town site.

In January, 1883, Peach Springs was already laid out,

Ibid., December 29, 1883.
Arizona Weekly Journal. July 27, 1883.

58 Ibid., August 3, 1883'.
59 Ibid.. July 27, 1883.
80 Barnes, op. clt.. p. 30.
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although the track had not yet arrived. It was designated
as the end of the Fourth Division— the third division point
in Arizona. The following Is a description of the town at
that time; "Ten whiskey shops are already running and
liquids are plenty, but solids scarce. It a man can live
on suction or drink he can get fat at Peach,...but good grub

61
or board is scarce." The town enjoyed a boom in February
after the trains arrived. A roundhouse, blacksmith shop,
repair shoo, and a hotel and eating house were constructed

62
by the railroad. The boom soon died out, however, and the 
town*s lone newspaper, optimistically started in September,
1883, moved to the greener fields of Flagstaff in February,
1884.

The next large town was named after Lewis Kingman, 
Locating Engineer of the Atlantic and Pacific. Kingman 
(also commonly known as Lizardville) was a new boom town in 
March 16, 1883, with the track still some fifteen miles 
away. Business houses were doing a thriving business, sa
loons and restaurants were going full blast, and buildings 
were going up on all sides. There was already talk of

63moving the Mohave County seat from Mineral Park to Kingman. 
Kingman was favorably located for permanent prosperity as

^  Arizona Weekly Democrat. January 26, 1883.
Arizona Champion. November 3, 1883.

^  Prescott Weekly Courier. March 24, 1883.



the center of a rich mining district and the site of the 
railroad shops. It was favored with an abundance of water 
and would be cooler during the summer than a location near 
the Colorado River.

The Atlantic and Pacific Railroad benefited other com
munities besides the towns along its main line. Until the 
completion of the Atlantic and Pacific all the freight for
the Territory came in over the southern route and was freighted

64
by mule team to the northern portion of Arizona.

Mining in northern Arizona received a great impetus 
from the completion of the railroad. Before the railroad 
was built, transportation charges were so high that shippers 
of high grade ore were left with only a small margin of 
profit and ores of average grade could only be mined and 
shipped at a loss. Many mine owners let their property lie
idle, waiting for the railroad; but they were not long,

6 5after its completion, in taking advantage of it. The
railroad had no sooner reached Fairview Station, about ten
miles west of Williams, than it began shipping ore at the
rate of a carload a day. This was the outout of two mines66brought to the railroad by team.

During the three years from 1880 to 1883, northern

64 Report of the Acting Governor of Arizona. 1881, p. 936. 
^  Arizona Champion. October 13, 1883.
^  Prescott Weekly Courier. October 7, 1882.
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Arizona went through a period of active progress. As the 
railroad was pushed steadily westward, towns sprang up; the 
population increased; the Ayer Lumber Company, with the 
largest mill west of the Mississippi, established itself 
in Flagstaff; mining was encouraged to greater output; and 
even a small tourist trade began to be attracted to the 
Grand Canyon. Beneficial as the railroad was for Arizona, 
it was less satisfactory to the Santa Fe Railroad. It had 
been blocked in its effort to reach California and the out
let to the Pacific that it needed if it were to prosper as 
a first-class railroad.



CHAPTER IV

- .

LAND GRANTS AND FORFEITURE 
FROM 1866 TO 1897

The policy of government aid is rooted deep in the- 
history of our country. As early as 1796, examples of
government aid may be noted, at first for the building of

1
turnpikes and later for canals. It was not until 1850,
however, that Congress adopted the policy of making immense

2
grants of land to aid in railroad construction. These 
grants of the fifties were all similar in their terms. Al
ternate sections of land, six sections in width, were grant
ed along the line of the proposed road. In the event that 
settlers had already taken up any of this land, there were 
provisions for indemnity selections within fifteen miles of
the road. Each line was to be constructed within ten years

3or the land was to revert to the public domain.
It was the demand of the West that led to increasing 

government aid to the railroads. The West has always been

Robert Riegel, The Story of Western Railroads, p. 54.
p -. . John McMaster, A History of the Peoole of the United 

States. VIII, p. 89. “
■$ Riegel, on. cit., p. 37.
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4
the section to ask for government action, and in the 1850's
and '60's, popular sentiment was so great that Congress had
little trouble in making lavish grants of the public land.
At first, the land grants were given to the States, who then
gave them to the railroads, but by i860, grants were being
given directly to the railroads. State boundaries were
frequently overlooked, as aid was given mostly to trans-

5continental, rather than to local roads. It was a grant 
such as this that was given to the Atlantic and Pacific 
Railroad.

In the original charter passed by Congress on July 27, 
1866, the Atlantic and Pacific Railroad was granted twenty 
alternate sections of public land per mile on each side 
of the road within a Territory, and ten alternate sections 
on each side of the road within a State. Mineral land, other 
than iron and coal, was excluded from the grant. The grant 
gave to the Atlantic and Pacific Railroad the odd-numbered 
sections within a forty-mile limit of each side of the line 
within the Territories, such as Arizona. (See map in front) 
In place of mineral land or land already claimed within 
the grant, alternate land could be chosen from a ten-mile

Ibid., p. 32.
Rlegel, on. cit., p. 41.
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strip beyond the forty-mile limit. The charter provided 
that as soon as the railroad filed a map with the Secretary 
of the Interior showing the proposed route, he was to in
struct the Commissioner of the General Land Office to with
draw the lands along the route from settlement. Then when
ever the company completed twenty-five consecutive miles of 
road, and had this Inspected by three commissioners appoint
ed by the President, patents would be given the company for6the land along that stretch.

The land grants were made on the condition that the
company begin building within two years, construct at least
fifty miles of road per year after the second year, and have
the whole line completed and equipped by the Fourth of July,
1878. Section 9 of the charter provided that upon any
breach of condition lasting more than one year, "the United
States may do any and all acts and things which may be
needful and necessary to Insure a speedy completion of the
said road." It was further provided that "Congress may* at
any time, having due regard for the rights of said Atlantic
and Pacific Railroad Comoany, add to, alter, amend, or re-

7peal this act." * 7

^ Statutes at Large. XIV, p. 294-295.
7 Ibid., p. 297.
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The route was to run from Springfield, Missouri,
through the Indian Territory to Albuquerque and from there
along the thirty-fifth parallel to the Colorado, Mthenoe by8
the most practical and eligible route to the Pacific.M 
The company evidently decided that the most practical and 
eligible route to the Pacific was to San Francisco. Per
haps their choice was influenced by the fact that San Fran
cisco was the most important port in California, and that 
the longer route would increase their total land grant to 
include some of the most fertile land in the State. Sur
veying was begun from Springfield and from San Francisco, 
and by August, 1872, maps of the general route from Spring-
field to San Francisco were filed with the Secretary of the 

9Interior, and public lands within the limits of the grant 
were withdrawn from sale.

Ibid.. p. 293.
^ Report of the Commissioner of Railroads. 1883, P« 132. 

Maps of General Route
On line from—  To—  Date
Springfield, Mo.......... West line of Missouri.... .Dec. 17,1866
West line of Missouri.....Mouth of Kingfisher Creek,
Mouth of Kingfisher Creek.Indian Territory......... Dec. 2,187V
Indian Territory..........East line of New Mexico...Feb. 7,1872
East line of New Mexico...East line of California...Mar.12,1872 
San Francisco, California.San Miguel, California..♦.Mar.12,1872 
San Miguel, California....Los Angeles County, west
Los Angeles County, west..line, California.........Aug.15,1872
line, California..........San Beraadino, California.Mar.12,1872
San Bernadino, California.Colorado River........... Aug. 15,1872
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As to the total area of the land granted, the following
statement furnishes information: "The grant made to the
Atlantic and Pacific Company is, according to the estimate
made by the company, the largest land grant ever made in this
country, the estimated number of acres being 49,244,803— an

10
empire in extent." The company’s estimate of the total
railroad mileage was 2,472.98 miles and 49,244,803 acres of
land. The estimate of the General Land Office was 2,544.65

11
miles of road and 50,067,600 acres of land. As the United 
States had no public land in Texas, and the land in the Indian 
Territory had "been otherwise appropriated" at the date of 
the grant, 20,480,000 acres may be deducted from the above 
grant. From this, probable deductions of 14,351,850 acres 
of mineral land and land otherwise disposed of in Missouri,
New Mexico, Arizona, California, and Arkansas, further re
duced the total to 17,008,150 acres, about 300,000 of which 
had gone to the Saint Louis and San Francisco Railway Company 
in 1876, and 200,000 acres more had been disposed of by the 
Atlantic and Pacific prior to 1876, the proceeds going to
ward building the road in Missouri. Of the 16,500,000 
available in 1883, about 527,000 acres had been certified

House Reports. No. 1663, 48 Congress, 1 Session, p. 1. 
Report of the Commissioner of Railroads. 1883, p. 133•

10
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12
or patented by June 30, 1883* By June 30, 1884, however,

„ 13959,206 acres had been certified or patented.
A contemporary estimate figured the land grant in

Arizona to be 8,200,000 acres, excluding an estimated 1,100,000
acres of private and Indian lands for which the railroad was

14
seeking comoenaation. The value of the land grant in

15Arizona was estimated at -f100,000,000* More conservative
government estimates figured the grant in Arizona at about
10,240,000 acres of which one-half was classified as "mineral"
or otherwise disposed of, leaving 5,120,000 acres to the 

16railroad.
As has been stated (Chapter II), the Atlantic and 

Pacific had financial difficulties from the start and was 
among the number of railroads that failed in the panic of 
1873• It was foreclosed and purchased by the Saint Louis

12 I M d . , P. 134.
Acres of land patented by the Atlantic and Pacific Railroad 1

Year ending June 30, 1871...11 II M II 1872... .... 3,131,71II 1# 1# M 1873...II ii 1* II 1874...II ti II II 1875...II it ll II 1876...II ll 1881...
1 *5 ^Report of the Commissioner of Railroads. 1884, ?. 226.
14 Arizona weekly Citizen. August 27, 1887.
■I C . . .Arizona Democrat. September 10, 1880.
-I /f

Report of the Secretary of the Interior. 1883, I,
P. 532.



and San Francisco Railway Company in 1876,. and revived in
1880 by a joint agreement of that company and the Atchison,
Topeka, and Santa Fe. By June 30, 1883, five years after
the entire line was to have been finished, of the twenty-
five hundred miles, only five hundred and seventy-five miles 
„ 17of road had been built. .

The road was actually constructed from Springfield, 
Missouri, to Vinita, Indian Territory, and from near Albu
querque , New Mexico, across northern Arizona to Needles. The 
section that remained unbuilt was across the Indian Territory, 
Texas, and New Mexico, and in California. It was brought 
out in congressional debate over the forfeiture of the 
grant that the company "has caused the work to be done on 
such sections of the road as would give it the best quantity
and quality of lands, and entirely neglected such parts as

18have no adjacent public lands."
The right of the company to the land along the line in 

Missouri was unquestioned, and, as has been seen, much of 
the land in Missouri was sold to provide funds to carry on

Ibid., p. 133.Mileage of the Atlantic and Pacific Railroad constructed during the year ending:
June 30, 1871 75" " 1872 50
" " 1881 175" " 1882 25
" " 1883 250

18 .....Congressional Record, 48 Congress, 2 Session, XVI, 
p. 5667. ....

miles w
ii M 
II



62

the building. When the company began building again in 
1880, after the time limit in the charter had expired, there 
was a question as to the right of the company to any further 
land grants. After the company had applied to the Department 
of the Interior for a commission to Inspect a section of 
twenty-five miles of road built west from Isleta, New Mexico, 
Secretary,Schurtz on October 15, 1880, requested the opinion 
of Attorney General Devons.

The Attorney General, basing his reply on the ease of 
Schulenberg v. Harriman (1875), in which it was decided that 
the grants to railroads were grants in praesentl and that 
action must be taken either by the legislature or by judicial 
proceeding to enforce a forfeiture of the grants, stated that 
he was "of the opinion that the grant to the railroad has not 
been forfeited by its failure to build its road within the 
time named in the act, no action by reason of its failure 
to perform conditions having been taken by authority of 
Congress. It having then a present grant, even if it be 
treated as one liable to forfeiture, it has still a right to 
proceed to construct the road and until in some form advantage 
shall be taken of the breach of conditions it would be the

19duty of the executive to give it the benefit of the grant." * 2

House Executive Documents. No. 29, 4? Congress,
2 Session, pp. 33-34. ...For case of Schulenberg v. Harriman, see Supreme Court 
Reporter. XXII, pp. 551-556. (Also 21 Wallace, 44).



In December, 1880, on the basis of the Attorney General'a 
opinion, Secretary Sehurtz recommended that the fifty-mile 
section of the road west from Isleta'be accepted. President 
Hayes approved the recommendation, and In January, 1881, a 
patent was Issued for 23,037 acres of land along that sec
tion. On April 18, 1881, fifty more miles were accepted; on 
January 5, 1882, one hundred miles; and on December 14, 1882, 
two hundred and fifty miles were accepted by the President;
but no patents had been Issued for the land along these sec-

20
tlons to January, 1883-

In the 1850’s and *60’a the railroads had been looked 
upon as agents of Midas, creating golden opportunities wher
ever their rails touched. Congress, reflecting the attitude 
of the people, made lavish grants of the public domain. By 
the early seventies, however, the public had come to be 
thoroughly disillusioned. The railroads had not brought a 
utopia. The same farmers who had mortgaged their farms and 
Invested their savings In railroads found themselves 
squeezed out by watered stock and financial manipulations.
Too often political corruption and demoralization were 
linked to the railroads. The Liberal Republicans, in 1872, 
first stated their objections to further land grants, and 2

20 ■House Executive Documents. No. 29, 4? Congress,2 Session, p. 7.
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21Boon the other parties had echoed their sentiments. In
1884, in both the Democratic and Republican platform were
planks stating opposition to further railroad land grants

22and demanding speedy forfeiture of unearned land grants.
As early as 1879, attempts were made in Congress to

forfeit the Atlantic and Pacific grant. On April 7, 1879,
Senator Booth of California introduced a bill to reoeal the

23 'Atlantic and Pacific grant. On April 19, 1880, Mr. Martin
of West Virginia introduced a bill in the House to forfeit
certain public lands conditionally granted to the Atlantic
and Pacific Railroad Comoany and to restore them to the 

24
public domain. On December 16, 1880, Mr. Martin proposed 
a resolution to investigate the land grants of the Northern 
Pacific Railroad Company and the Atlantic and Pacific Rail
road Company. The Committee on Pacific Railroads was in-

25structed to investigate and report. Bills to forfeit the 
grant were also Introduced on January 23, 1882, by Mr. Pacheco

Riegel, og. cit.. pp. 46-47.
22 Thomas McKee, The National Conventions and Platforms 

£f all Political Parties, pp. 206,213.
^  Congressional Record. 46 Congress, 1 Session, IX, p. 272.
24 Ibid., 46 Congress, 2 Session, X, p. 2528.

Ibid., 46 Congress, 3 Session, XI, p. 205.

I



26 27 of California, on March 13, 1882, by Mr. Pacheco, and on
28January 11, 1882, by Senator Voorheea of Indiana. All of 

these attempts died in committee.
It was not until 1884 that Congress took action. At 

that time the Democrats had a slight margin of control in 
the House, but the Senate was in the Hands of the Republi
cans. On May 28, 1884, a bill to forfeit the unearned lands 
granted to the Atlantic and Pacific Railroad Company (H. R.
7163) was introduced in the House by the Committee on Public 

29Lands. The bill provided that all granted lands (except 
the right of way and land for stations) adjacent to and co
terminous with uncompleted portions of the Atlantic and
Pacific Railroad were to be declared forfeit and cart of the 

30
public-domain. It passed the House without debate on 

31June 7, 1884. "
The Committee on Public Lands, in its report submitted 

with the bill, traced the history of the railroad, refuted 
the railroad's arguments, and recommended the forfeiture of

65

Ibid.. 47 Congress, 1 Session, XIII, p. 558.
27 Ibid.. P. 1838.
28 Ibid.. p. 347.

ibid., 48 Congress, 1 Session, XI, p. 4619.
30 Ibid., p. 5966.
31 Ibid., p. 4888.
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32
the land. The railroad was active In opposing the bill,
employing former Commissioner of the General Land Office,

33J. A. Williamson, as its attorney. It argued that under
the provisions of the charter the government had not reserved
the right of forfeiting the lands so as to recall the title
back to itself, that a permanent dedication of these lands
had been made to see that the railroad was built, and that
the title was thus irrevocable by act of Congress. It was
also claimed by the railroad that the government had fallen
down on its part of the contract by not fulfilling its
promise to extinguish Indian titles along the right of way,
and that it had failed to survey the lands of the grant, so

34
that the company’s land could not be identified or sold.

In the Senate the bill met with some opposition, in
spite of the platform stand of both major parties. It was
evidently the first question of 3-and grant forfeiture to
come before the Senate, and it was obvious that others were
bound to come. The bill was carefully discussed in order

35that a precedent might be set. Senator Henry W. Blair of 
New Hampshire, arguing against forfeiture, brought out how

House Reports. No. 1663, 48 Congress, 1 Session, VI. 
33 ibid.. p. 15.

^  Congressional Record. 48 Congress, 1 Session, XV,
PP. 5943-5944.

35 Ibid., pp. 5944, 5946.
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“the representatives, the officers of the company, and its
attorneys came before the committee. They stated to the
committee the efforts which they had put forth, the amounts
of money which they had raised, and the amount of road which
they had constructed and the great portion of it in a very
recent period of time, and they stated what they had done
as an omen, a pledge of good faith with which they would
proceed, if permitted to do so, to the comoletion of their

36
great enterprise." The chief opponent of the bill was
Senator John T. Morgan of Alabama, who finally killed it by
means of an unusual amendment requiring the United States
District Attorney to start a suit in equity with the United
States as plaintiff against any corporation claiming inter-

37est in the lands forfeited. On July 3* 1884, the bill as
38amended passed the Senate.

As could have been foreseen, the leaders of the House 
refused to accept the amendment. Two conference committees 
were appointed, in an attempt to reach some compromise on 
the matter, and finally in June, 1885, Mr. Thomas R. Cobb 
announced the failure of the second conference committee.
The cause of disagreement was the so-called Morgan amendment.

56 Ibid., p. 5957.
37 Ibid., p. 5684.
38 Ibid., p. 5966.



The representatives of the House were opposed to an amend
ment that would compel the government to go to law to settle

39the claims of other parties. Thus ended the first real - 
attempt to forfeit the unearned land grants of the Atlantic 
and Pacific Railroad.

The company’s apparent victory did not end the battle, 
however. Public opinion was Increasing its pressure, and, 
with both major parties committed on the issue, action could 
not long be postponed. In 1885, the first Democratic admin
istration since the Civil War took office with a good major
ity in the House. The Republicans, however, retained con
trol of the Senate.

There also appeared on the scene a new character in the 
story of land grant forfeiture. As an enthusiastic liberal 
and despiser of monopolistic corporations, Thomas Chipman 
McRae of Arkansas stands out from the dull and dusty pages 
of the Congressional Record as a colorful figure. Appointed 
to fill a vacancy in the Forty-ninth Congress, he was re
elected to the Fiftieth and seven succeeding Congresses,

• 40
serving from December, 1885, to March, 1903. His youthful, 
optimistic exuberance in 1885 showed up even in the Record, 
in contrast to the more practical stolidness of his * *

Ibid.. 48 Congress, 2 Session, XVI, pp. 163-164.
* . . .  . . . .Biographical Directory of the American Congress. 

1774-1927, 09 Congress, 2 Session, House Document. No. 783,
P. 1278.
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eolleaguea.
On December 9, 1885, Senator Plumb of Kansas Introduced

a bill to forfeit the unearned lands granted to the Atlantic
and Pacific Railroad Company. It was referred to the Com-

41
mittee on Public Lands and later reported back adversely
and indefinitely postponed. Attempts in the House by Hr.
Felton of California and Mr. Payson of Illinois died in 

42Committee.
It was Thomas R. Cobb of Indiana who proposed and

carried through the successful bill to forfeit the unearned
land grant of the Atlantic and Pacific Railroad. On December
21, 1895, he introduced H. R. 453, which was referred to the

43Committee on Public Lands.
The report of the committee submitted with the bill was 

identical with the committee's report in 1884, with the 
exception of an additional minority report. The minority 
led by McRae of Arkansas, was opposed to forfeiting merely 
that land along the uncompleted sections of the road, and 
proposed to forfeit all of the land of the Atlantic and 
Pacific grant except that coterminous with the section of

41 ......................Congressional Record. 49 Congress, 1 Session, XVII,
p. 136.

42 Ibid., pp. 371,378.
45 Ibid., P. 380.



44the road actually constructed by July 4, 1878#
Mr. Cobb explained that the majority of the committee 

recommended only the forfeiture of the land grants that 
did not adjoin the actual constructed road, for they be
lieved that the coterminous land grants were not forfeit- 
able because of the act of Congress of April 20, 1871, giv
ing the road the right to mortgage the land grants adjacent

45to the completed road.
An amendment by Mr. Holman of Indiana to the effect 

that the lands forfeited should be reserved for actual home
steaders, instead of allowing them to be sold for §1.25 an 
acre, was opposed by Mr. Cobb, on the grounds that it would 
defeat the bill in the Senate. He argued that the last 
time the bill passed the House it had been sent back with 
an amendment the"House could not pass, and the Senate had 
known they would not pass it. Mr. Cobb appealed; "Here are 
lands belonging to railroad corporations, and I am trying 
to wrest them from the grip of these corporations. I know
there will be obstructions placed in the way; but I appeal

46
to the House again to let the bill pass.* In spite of 
McRae's argument that the proposed act would forfeit only

^  House Reports. No. 193, 49 Congress, 1 Session, 
pp. 16-17.

k c Congressional Record. 49 Congress, 1 Session, XVII, 
PP. 1572-1574.

46 Ibid., p. 1711.



desert land and allow the company to retain the best lands,
. 4?the bill passed the House on February 23, 1886,

Discussion on the bill began in the Senate on May 25.
As the Senator from Alabama (John T. Morgan) was “necessari
ly absent and would probably be indefinitely absent,11 Senator 
Plumb proposed on his behalf the same amendment which killed 
the forfeiting act in 1884. Without Morgan to champion the
amendment— and as Plumb was not in favor of it, it failed to 48
pass. As there was no other opposition to the bill, It
passed the Senate with a few minor amendments the same day

49the discussion began.
When the bill with the Senate amendments was referred 

back to the House, McRae carried on his fight to attempt 
to forfeit the entire grant, with renewed vigor. He traced 
the history of the railroad and of the governmental policy 
of granting lands to aid In railroad construction. In the 
following picturesque language he stated his position:

It may be on account of the corporate 
phlegm now temporarily lodged in the 
pharynx of the people in the shape of 
representatives of railroads and other 
corporations that their wishes can not 
be spoken into law, but at the same time 
we should not despair. I have a strong 
and abiding faith in the institutions *

47 Aid', P. 1714.
48 .....Ibid.. p. 4877.
49 Ibid., P* 4878.
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bequeathed us by our fathers. I believe 
that there yet remains life enough in 
this old body-politic to expectorate, 
and that such injurious matter will be 
spewed out and the voice of the people 
again be heard in the shape of acts or c0 
resolutions of Congress on the subject.*3

Mr. Cobb, an older and more practical politician, op
posed the all-or-nothing policy and urged concurrence with 
the Senate’s amendments, in the belief that the bill ob
tained all that could be obtained. Also, he wanted to pass 
the bill in order to prevent the company from continuing 
to build more road and claiming more lands. MWe passed a 
bill two years ago to forfeit these lands," he remarked,
"and that bill went to the Senate and slept the sleep of
death. In the meantime the company has gone on and completed

51its road to which the lien has been attached.M
52

The bill finally passed the House on June 14, and be-
55came law with the President's signature on July 6, 1886.

The intention of the act was to restore to the public domain
54some 10,795,480 acres of public land. Most of the for

feited land was in New Mexico and California and had been

P.

50
51
52
53
54 

177.

Ibid.. p. 5669. 
liid., p. 5674.
Ibid.. p. 5675.
Ibid., p. 6639.
Congressional Record. 54 Congress, 2 Session, XXIX,
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withdrawn from settlement in 1872* According to the act, it 
would be reopened to settlers at the regular price for 
government land.

When, by December 7, 1886, it appeared that the for
feited lands had not been opened to settlement, Senator In- 
gals, acting on information received from "an eminent citizen 
of New Mexico, in sympathy politically with the administra
tion, but not in public office," proposed a resolution di
recting the Secretary of the Interior to inform the Senate 
whether the lands of the Atlantic and Pacific Railroad had
been restored to nubile entry, and if not, why not. The

55resolution was passed.
In response to this resolution, the Secretary of the 

Interior replied in a letter to the Senate, dated December 10, 
1886. He explained that upon receipt of the Act of July 6, 
1886, the Commissioner of the General Land Office had pro
ceeded to take the necessary steps to carry out the act.
Some delay had occured, however, in determining what land 
was to be restored. After the plan of the Commissioner had 
been examined by the law division of the department, the 
Secretary instructed the Commissioner to open the forfeited 
lands in New Mexico for settlement and entry at $2.50 an

Ibid., 49 Congress, 2 Session, XVIII, p. 18.
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acre, and to withhold from entry the land in California, as 
they were within conflicting limits of a grant to the 
Southern Pacific Railroad.

Mr. McRae, in 1889, continued to plague the railroad
company. On February 16, and December 18, he introduced
bills to forfeit the right to lands granted to the Atlantic

57and Pacific Company for a branch road. These proposals 
all died in committee.

The railroad had not yet given up the fight. It con
tinued to resist the application of the forfeiture act, con
tending that Congress had no authority to forfeit the grant—  
because of the act of April 20, 1871. To determine the 
question, suit was brought and the railroad continued its
battle in the courts, carrying the fight finally to the

58United States Supreme Court.
To test the constitutionality of the forfeiture act.

Senate Fxecutlve Documents. No. 2, 49 Congress,2 Session, pp. 1-3.
It was decided by the Supreme Court, in 1892, that the Southern Pacific had no claim to land formerly held by the 

Atlantic and Pacific and forfeited by the Act of July 6,
1886, overlapping the grant of the Southern Pacific.
United States Reports. CXLVI, p. 560, United States v. Southern 
Pacific Railroad Company, (Also 13 S. Ct. 152).

Congressional Record. 50 Congress, 2 Session, XX, 
p. 1988. Ibid., 51 Congress, 1 Session, XXI, p. 227.

5 8 " 'Senate Reports. No. 737, 54 Congress, 1 Session,P. 3



CHAPTER V
BANKRUPTCY AND REORGANIZATION 

FROM 1889 TO 1902

It has been shown how the Atchison, Topeka, and Santa 
Fe expanded, in the twenty years from 1869 to 1888, from a 
local Kansas road to a transcontinental system extending 
from Chicago to the Pacific, with branches to the Gulf and 
into Mexico. The money for this rapid progress was obtained 
from the sale of both stocks and bonds, but on the whole 
stock predominated, the directors considering it more con
servative to issue stock and sell it at par than to load

1
the road down with a heavy debt in the shape of bonds.

The period of the '80's and *90's was in general a 
period of financial mismanagement and chaos, and the record 
of the Santa Fe shows not only mismanagement, but outright 
dishonesty. The case for the Atlantic and Pacific, con
trolled by the Santa Fe since 1880, was as bad. **No rail
road," according to a Congressman who Investigated the sub
ject, "is so black with fraud and dishonor as the Atlantic

2
and Pacific Railroad."

Stuart Daggett, Railroad Reorganization, p. 195•
^ Congressional Record. 54 Congress, 1 Session, XXIX, 

p. 1320.
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It should be remembered, however, before rendering Judgment 
on the Santa Fe and the Atlantic and Pacific, that the prac
tices for which they are condemned were practiced by nearly 
every other railroad, and they should be considered as examples 
of the general character of the period than as any peculiar 
degeneration of these roads.

The early policy of the Santa Fe was one of expansion, 
and this policy was carried out so that by 1893, the Santa 
Fe had the greatest mileage of any railroad In the world.
This was not altogether a sound policy, for, besides build
ing to extend Its road Into new territory, It purchased many
lines and built roads in order to meet competition In what

4
the railroad considered Its rightful territory.

Competition was also met by rate wars. These rate wars 
of the late *80*s and early ’90* a were one cause for the 
precarious financial condition of the railroads that re
sulted in their collapse during the panic of 1893*

Competition among the transcontinental railroads had 
been restricted by a pool set up by the Transcontinental 
Association. In the pool the Southern Pacific had been 
allowed twenty percent, the Atchison, Topeka and Santa Fe 
twenty-three percent, the Union Pacific forty-two percent

3 E, G. Campbell, The Reorgan1zat1on of the American 
Railroad System. 1893-1900. o. 68.

4 Daggett, op. cit., p. 196.

s
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and the remaining lines divided the balance. The pool was
broken by the Santa Fe in February, 1886 after a demand for
a larger percentage was refused. The Santa Fe began by
cutting rates between San Francisco and New York, and the
other lines in the pool met the cut. The resulting rate
war was characterized as "one of the most bitter...that the

6western roads have ever known," The Santa Fe and its
satellite, the Atlantic and Pacific, cut passenger rates to
the lowest in the war when limited tickets from San Francisco
to Chicago were sold for sixteen dollars and to New York for
thirty-one dollars. Emigrant tickets were even lower. From
San Francisco to Chicago the rate for this class ticket was
fifteen dollars; from San Francisco to New York, only twenty- 

7six dollars. Freight rates from San Francisco to Saint
8

Louis or Omaha dropped to thirty cents per hundred pounds.
The rate war ended in April with a compromise under which
two pools were set uo and the oercentages left to arbltra- 

9tlon. This is an example of the other rate wars that 
followed. As late as September, 1893, the Santa Fe was

^'Arizona Weekly Star. February 25, 1886.
6 Ibid.. April 8, 1886.
7  ...Ibid.• March 18, 1886.
8 Ibid., March 11, 1886.
9 Ibid., April 8, 1886.
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engaged In a war with the Southern Pacific.
Of the seven thousand miles of the railroad by 1888,

over two thousand seven hundred had been added since January,
1886, primarily to match competitors. Added to the strain
of rate wars, the burden of the upkeep of these lines which
for the most part did not nay for themselves, was a severe

11tax on the finances of the company.
By 1888, the situation facing the Santa Fe was becoming 

critical. In four years the mileage of the system had In
creased one hundred and fifty percent, its bonded Indebted
ness two hundred and thirty-nine percent, Its fixed charges 
two hundred and sixteen percent, while Its gross earnings 
had increased only sixty-nine percent. The floating debt 
Increased from #3,317,446 in 1884 to #8,076,059 In 1888. 
Attempts were made to secure money by a note issue, econo
mies were effected, salaries cut, dividends reduced and 
finally eliminated— all to no avail. Nothing short of a
general reorganization could secure the radical reduction

12in fixed charges which the railroad required. * 11

Campbell, op. clt., pp. 71-72. Fares from Saint 
Louis to San Francisco were reduced from #51 one way to 
#27.50 and the round trip fare from #77.50 to #47.50. From 
Chicago the cut was from #57 to #32.50 one way and #85.50 to #55.50 round trip.

11 Daggett, on. clt.. p. 199.

10

12 Ibid.. p. 119.



79

10
engaged In a war with the Southern Pacific.

Of the seven thousand miles of the railroad by 1888,
over two thousand seven hundred had been added since January,
1886, primarily to match competitors. Added to the strain
of rate wars, the burden of the upkeep of these lines which
for the most part did not oay for themselves, was a severe

11tax on the finances of the company.
By 1888, the situation facing the Santa Fe was becoming 

critical. In four years the mileage of the system had in
creased one hundred and fifty percent, its bonded indebted
ness two hundred and thirty-nine percent, its fixed charges 
two hundred and sixteen percent, while its gross earnings 
had increased only sixty-nine percent. The floating debt 
increased from §3,317.446 in 1884 to §8,076,059 in 1888. 
Attempts were made to secure money by a note issue, econo
mies were effected, salaries cut, dividends reduced and 
finally eliminated— all to no avail. Nothing short of a
general reorganization could secure the radical reduction

12in fixed charges which the railroad required. * 11
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11 Daggett, 00. cit., p. 199.
12 Ibid.. p. 119.



In September, 1889* a reorganization committee was 
appointed which recommended an increase and simplification 
of securities, a decrease in fixed charges, and a cancella
tion of the floating debt. To replace the forty-one classes 
of bonds outstanding, the committee proposed two issues, one 
of four percent general mortgage bonds, and one of five 
percent income bonds. The returns from these issues were 
to be used to meet cash requirements and to retire the old 
obligations. While the exchange of these new securities 
for the old made an increase in the amount of securities 
outstanding, fixed charges were less than they were before 
because interest was obligatory on only part of the new 
bonds. President Strong, who had directed the policies 
of the company since 1877, was forced out in the reorganiza
tion, and a completely new administration, dominated by
President Allen Manvel and Chairman of the Board George

14
C. Magoun, was installed.

After the reorganization, the Santa Fe resumed its 
policy of expansion. In 1890, it took in the Saint Louis 
and San Francisco, a total length of one thousand three 
hundred and twenty-nine miles, and the Colorado Midlands,

Ibid., pp. 200-201.
14 Van Oss, American Railroads as Investments, cited 

by Campbell, op. cit., p. 6 8 ^



a road three hundred and ninety miles long In Colorado,
15valued chiefly for Its ore traffic. For the purchase of

the Saint Louis and San Francisco, the Santa Fe issued
|27,000,000 of new stock and exchanged it at the rate of
one and three eighths shares for one share of San Francisco 16
common. As a result of this purchase, the Atlantic and
Pacific Railroad, owned jointly by the Santa Fe and the
San Francisco since 1880, massed comoletely under the con-

17trol of the Santa Fe in May, 1890.
The reorganization soon proved unsuccessful, however. 

The issue of income bonds which had been more acceptable to 
the bondholders than preferred stock, and which had reduced 
the fixed charges, also had its disadvantages. By the con
ditions of their indenture, no bonds could be inserted be
tween them and the general four percent mortgage bonds. It 
was very difficult to put bonds after them since their lien 
was on Income, since Interest was payable only when earned, 
and since any regular mortgage would necessarily take pre
ference. From time to time, as the system needed additions 
and improvements that could not be supplied from current 
income, it was necessary to devise some means of borrowing

... ^  Daggett, 00. clt.. pp. 202-203.
^  Henry V. Poor, Manual of Railroads, 1890, p. 914.
17 Ibid., 1891, P. 21.
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18money.
To correct this difficulty, the directors of the com

pany decided to sacrifice the reductions in fixed charges 
to obtain new capital with greater ease. The conversion 
plan of 1892 provided for a new issue of four percent second 
mortgage bonds and the exchange of this security for the 
outstanding Income bonds. When put into effect after ap
proval of the annual meeting in 1892, the results proved 
most unfortunate. The annual burden of the company was in
creased at a time when the panic of 1893 was to reduce rail
road earnings, and the advantages of freer issues of new 
bonds were of little account in a year when the sale of new 
securities was practically impossible. On top of this, 
the disclosures of dishonest manipulation of figures in
the Atchison reoorts were to add to the general dislnte- 

19gration.
Throughout the early months of 1893, President Reinhart, 

who succeeded Manvel in that same year, issued optimistic 
reports as to the conditions of the railroad. In spite 
of a rate war.in which the Santa Fe was engaged, the 
statements issued to counteract the rumors that were spread
ing gave no hint of the coming collapse and insisted on

18 Ibid., p. 203.
19 Ibid.. op. 204-205.



83

the soundness of the road. On December 23, 1893, George
C. Magoun, Chairman of the Board, died and receivers were
appointed for the Santa Fe and the Saint Louis and San
Francisco Railroads. Soon the Atlantic and Pacific and20
the Colorado Midlands were also in receivership.

Shortly after the failure was announced, committees
of bondholders were formed, representing Interests from
Boston, New York, and England. A reorganization plan was
worked out and announced on June 19, 1894, in spite of the
fact that definite information in regard to the finances of

21the company was lacking. According to the plan, either 
the general mortgage bonds or the second mortgage bonds were 
to be foreclosed and a new company with the same capital as 
the old was to be formed. It would issue ^35,000,000 of 
second mortgage bonds, of which §3,000,000 were to be used 
to pay the floating debt and provide working capital. A new 
issue of Income bonds, paying five percent and having voting 
power until the bondholders were paid five percent interest 
for three consecutive years, was to be given in exchange for 
the second mortgage A and B bonds plus accrued interest. 
Stockholders were to be assessed twelve dollars a share, 
receiving Income bonds in return. The plan made no provision

20 Campbell, o£. cit., pp. 69-75*
21 Ibid., p. 218.
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for reorganizing the Atlantic and Pacific, the Saint Louis
22

and San Francisco, and the Colorado Midland* The plan
was generally acceptable to the bondholders, but it was
unfavorable to the stockholders, who formed a protective

23committee to oppose the plan.
Debate on the plan was ended in August by the publi

cation of the report of Stephan Little, an expert who had 
been selected to examine the books of the company. Accord
ing to Professor Daggett, “Few more disgraceful Instances
of the juggling of figures have been brought to light in24
the history of American railroad finance.M

Mr. Little found that in the three and one-half years
preceding the appointment of receivers, the Santa Fe had
overstated its Income §7,285,620.51 and the Saint Louis and
San Francisco had overstated its earnings #205,879.49, a
total falsification of #7,491,500. To conceal this, the
annual reports had been falsified in respect to the listings

25of cash on hand, bills payable, and similar items. It was 
also discovered that the Santa Fe had been violating the

Plan and Agreement for the Reorganization of the 
Atchison. Topeka, and Santa Fe. etc., dated June 19, TB94. 
Cited by Campbell, op. clt.. p. 218.

23 Campbell, op. clt.. p. 219.
24 Daggett, op. clt.. p. 208.
25 Campbell, op. clt., p. 79.



law for four years by the granting of rebates which it
charged to a “Special Auditor’s Suspended Account." All
in all, the books had been so systematically falsified as
to defy detection and to deceive not only the investing26
public, but the whole railroad world.

The report was handed to President Reinhart, and an
answer was requested by the following day. The answer was
made and proved inadequate, for, though Reinhart pointed out
some half dozen items that had been excluded, he failed to
meet any of the direct charges against him. While it is
evident that Reinhart was guilty, he was never prosecuted
for falsification of the books. He resigned, of course,
and escaped conviction for illegal granting of rebates on
the grounds that he.was only the auditor in the Boston

27office when the rebates were granted.
The Little report also brought out the fact that the 

Atlantic and Pacific Railroad and other subsidiaries of the 
Santa Fe were an expensive drain on the main company. The 
Atlantic and Pacific was described as a “wretched road, 
running as it does through an alkaline desert, where even 
the water for the locomotives has to be transported by

Daggett, op. cii., p. 209.
27 Ibid.. p. 209.



86

rail." Although the Santa Fe controlled the Atlantic 
and Pacific through ownership of a majority of the stock, 
it still retained the agreement whereby It guaranteed the 
bonds and operating expenses of the subsidiary. The re
ceivers after a year's further trial cancelled this ar
rangement and controlled the Atlantic and Pacific through
stock ownershio without continuing to bear the unnecessary

29burden of paying the fixed charges.
The report completely changed previous plans of re

organization, and a new scheme containing a more sweeping 
reduction in fixed charges and a more general distribution 
of losses was worked out. The new reorganization plan was 
dated March 14, 1896. Under this plan, the general mort
gage was to be foreclosed, and a new company was to be or
ganized. It would issue $102,000,000 of common stock, 
$111,486,000 of five percent non-cumulative preferred stock, 
196,990,582 of general mortgage four percent bonds, and 
$51,728,310 of four percent adjustment bonds. Of these se
curities, only the interest on the general mortgage bonds 
was a fixed charge, interest on the adjustment bonds and 
dividends on the stock being paid only when the income

The Economist. November 17, 1894, pp. 1403-04, cited 
by Campbell, 00. clt.. p. 81.

29 Railway Age and Northwestern Railroader, December 
21, 1894, p. 714, cited by Campbell, 00. clt., p. 82.

28
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30warranted.
These securities were to retire all previously existing 

issues. Old common stockholders were to receive an equal 
amount of common stock in the new company and were assessed 
ten dollars a share, receiving for the assessment ten dollars 
in new preferred stock. A syndicate guaranteed payment of 
assessments by engaging to take the place of defaulting stock
holders. The general mortgage bondholders were to get seventy- 
five percent of their holdings in new general mortgage four 
percent bonds and forty percent in adjustment bonds. The 
second mortgage and income bondholders were assessed four 
percent and were to get new preferred stock. Provision was 
made that $20,000,000 of general mortgage bonds might be
issued to purchase the Atlantic and Pacific, the Saint Louis

31and San Francisco, or the Colorado Midland.
.The reorganization sought to replace securities, the 

interest on which was a fixed charge by securities on which 
payment of interest or dividends should be optional. Accord
ing to Professor Daggett, "Examination of the plan shows
clearly that nothing was taken from either bonds or stocks

32which these securities had a right to retain." The plan 
was acceptable to a majority of the bond and stockholders,

30 Daggett, op. cit., p. 211.
51 Ibid., pp. 211-212.
52 Ibid., p. 214.
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and in November 1895# Edward P. Ripley, who was to guide the 
Santa Fe until 1933, was elected president of the new com
pany. On December 10, 1895, the property and franchises 
of the Santa Fe were sold at foreclosure and purchased for 
160,000.000 by representatives of the reorganization com
mittee. The old Atchison, Topeka and Santa Fe Railroad be
came the Atchison, Topeka and Santa Fe Railway Company, in
corporated under the laws of Kansas on December 12, 1895*
On that date the entire estate purchased at the foreclosure
was turned over to the comoany in return for the securities

33as worked out in the reorganization plan.
Besides the financial problems necessarily attending 

such a movement, the reorganization of the Atlantic and 
Pacific Railroad was complicated by the fact that, since this 
railroad was chartered by Congress, an act of Congress was 
necessary to permit a new corporation to be formed after 
reorganization.

In January and February 1896, identical bills were 
introduced into the House and Senate entitled “an act to de
fine the rights of purchasers under mortgages authorized by

,34an act of Congress approved April 20, 1871• It was stated
that the purpose of the bill was to enable the bondholders

55 Ibid., pp. 215-216.
^4 Congressional Record. 54 Congress, 1 Session,

XXVIII, pp. 2040, 1069*
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ro

under the first mortgage of the western division of the 
Atlantic and Pacific Railroad to purchase the property, 
soon to be sold at a foreclosure sale, and to organize a

35
new corporation with the same rights as the old company#
The only opposition to the bill came in the House, where the 
bill originally Introduced was withdrawn with the passage 
of the identical bill in the Senate. Opposition to the 
bill was led by those who had secured the forfeiture of the 
unearned land grants in 1886, for, at the time the reorgani
zation bill was introduced, the company was still resisting 
the application of the forfeiture act and a decision was 
pending in the Supreme Court.

The bill was introduced in the Senate on January 29, 36
1896, and on May 23, 1896, it passed the Senate with no debate.
In the House, opposition to the bill organized quickly, led 
by Thomas McRae of Arkansas, long-time foe of corporations 
in general and leader of the battle by which the land grants 
were forfeited, and William E. Barrett of Massachusetts, a 
young newspaper"man serving his first term in Congress. The 
chief proponent of the bill was H. Henry Powers of Vermont, 
former state supreme court justice and chairman of the House 
Committee on Pacific Railroads. The debate on the subject

35
36

Ibid..
Ibid.

p. 5064.
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became quite heated at times. McRae, referring to the 
court battle that the railroad was waging against the for
feiture act, argued, “They.shall not, with ay consent, 
stand In one branch of this government denying the right of
Congress to make a forfeiture and in the other branch ask-

,,37Ing permission from Congress to live."
McRae proposed a substitute bill which provided the

following: (1) that no relief be given to those men who
acquired the original charter and broke the conditions
imposed on them, (2) that the terms of the forfeiture act
be imposed on the new corporation as a condition precedent
and that the relief act should not take effect until the
company had returned the lands forfeited, (3) that lands
which had been earned and not sold should be sold to settlers
at Si.25 an acre, (4) that bona fide debts for work, labor,
material, etc., should be paid, (5) that stock should be
limited to the actual value of the railroad to prevent water-

38ing, and interest should be limited to four percent.
The substitute bill was rejected, however, by a vote of

seventy-one to one hundred and sixty-three, with one hundred
39and twenty-one not voting. Of those supporting McRae,

Ibid.. 54 Congress, 2 Session, XXIX, p. 178.
58 Ibid., p. 178.
39 Ibid., p. 181.



forty-seven were Democrats, nineteen Republicans, and five 
Populists. The great majority of these were from the South 
and Southwest. Of the seventy-one who voted for the sub
stitute bill, thirty-four were from the South, twenty-two 
from the Southwest and West, eight from the Middle West and 
seven from the East. Texas furnished nine votes; Arkansas 
and South Carolina, six each; Georgia, five; Virginia and 
North Carolina, four each; and Alabama, Louisiana, Mlssls- 
slpoi, Colorado, Tennessee, and New York, three each. The 
greatest opposition to the railroad came from agricultural 
states which had suffered the most from railroad financial 
manipulations. Several amendments were added to the original 
bill, and it was passed without a roll call or division.

The House amendments were rejected by the Senate, and a 
joint conference committee was chosen. In its report most 
of the House amendments were dropped. In the debate that 
followed in the House, Mr. Barrett charged that, while the 
plan was beneficial to the Santa Fe— which owned the majori
ty of the stock— it would wipe out the claims of the small 
stock- and bondholders. After some heated discussions, the
conference report was rejected and the House conferees were

40
instructed to Insist on the House amendments. On 
February 22, 1897, a conference committee report complying

40 Ibid.. XXIX, pp. 1333-1334.
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with the requests of the House was introduced into the41
Senate and oassed without debate. Two days later, the

42
report was accented by the House. President Grover

43Cleveland signed the bill, and it became law on March 2, 1897.
The act provided that, when any mortgage of the Atlantic 

and Pacific was foreclosed and the property sold, the pur
chasers should have all the rights and privileges, including 
the right to be a corporation, granted under the original 
chartering act of 1866. The new corporation was to be sub
ject to all the obligations and duties to the United States 
Imposed on the original corporation, but it was not to be 
liable for debts or claims against the old company, except 
those owing for tickets, freight balances, wages, work, 
labor, materials, machinery, fixtures, and supplies. The 
capital stock of the company was to be divided into shares 
of $100 par value and was not to exceed the amount of the 
mortgage debt due and unpaid at the time of foreclosure.
While additional stock might be issued uoon payment of 
cash, the total stock outstanding was not to exceed 
$100,000,000. As a condition orecedent to the reorganiza
tion, the company must relinquish any claim to all lands

Ibid., XXIX, p. 2093.
Ibid., XXTX, pp. 2203-2204. 

43 Ibid.. XXIX, p. 2724.



forfeited by Congress In 1886 and also be reaoonslble for 
fulfilling any land contract of the Atlantic and Pacific 
upon payment of the balance due. Where the road was lo
cated in a state or territory, that state, or territory
when it became a state, might require the company to incor-

44
porate under the laws of that state.

Under this act, the Santa Fe Pacific Railroad was or
ganized- as a subsidiary of the Santa Fe system. The Atlan
tic and Pacific road from Isleta, New Mexico, to Needles,
California, was sold on May 3, 1897, to the new company for 

45$18,130,000. The Santa Fe Pacific officially succeeded 
the Atlantic and Pacific on June 16, 1897, when a certifi
cate. of its organization was filed in the.office of the
Secretary of the Interior. It assumed possession.of the

46
property on July 1, 1897•

The Santa Fe continued to operate the railroad through
New Mexico and Arizona as a separate company until 1902.
All the capital stock and all the outstanding bonds of
the Santa Fe Pacific were owned by the Atchison, Topeka,

47and Santa Fe, however. As the line of the Santa Fe Pacific 

^  Statutes at Large. XXIX, p. 622.
4g Marshall, 0£. clt., p. 251.
^  Report of the Secretary of the Interior, 1898, 

p. 123.
^  House Reports. No. 1518, 57 Congress, 1 Session,

P • 1 •
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was ari integral part of the Santa Fe tranaeontlBental 
system, it seemed desirable to eliminate the satellite 
company. In order to do this, another act of Congress was 
necessary— as in the case of the reorganization of the 
Atlantic and Pacific. .

A bill (H. R. 10299) "authorizing the Santa Fe Pacific
Railroad Company to sell or lease its railroad property and
franchises .and for other purposes,11 was introduced in the
House on January 29, 1902, by Charles Curtis of Kansas. The48
bill was referred to the Committee on Pacific Railroads.
The bill was reported from committee with a report (H. Rent.

491518) on April 9. The report recommended the passage of 
the bill on the grounds that the Atchison, Topeka, and 
Santa Fe was the real owner of the Santa Fe Pacific anyway, 
and that the consolidation of the latter company in the 
Santa Fe system would provide a more economical adminis
tration of the property. The consolidation would enable 
the Santa Fe to effect real savings in keeping accounts 
and in avoiding the duplication of officers. It was em
phasized that the proposed bill would not enlarge any rights 
held by the Santa Fe Pacific nor confer any additional

48 Congressional Record. 57 Congress, 1 Session,
XXV, p. 1104.

49 Ibid.. p. 3920.



50privileges on the Atchison, Topeka, and Santa Fe.
The only opposition to the bill came from the delegates 

from the Territories of Arizona and New Mexico. Under the 
provisions of the original charter, the Santa Fe Pacific 
had claimed to be exempt from taxation in the Territories, 
but at that time it was paying an annual compromise tax of 
I125 a mile while the issue was before the courts. A com
promise satisfactory to Arizona and New Mexico was effected 
when an amendment was added to require the railroad to pay
an annual tax of $175 per mile to each of these Territories

51until they were admitted as states. The bill was further 
amended to provide that when the Territories became states 
the railroad would make no claim to any exemption whatsoever.

The various counties in Arizona through which the rail
road ran sent letters and dispatches to Congress, urging *

>

the passage of the measure in order that they could derive 
more revenue because of the increased tax rate. Delegates 
Marcus A. Smith of Arizona and Bernard S. Rodey of New 
Mexico expressed themselves as favoring the bill as amended, 
and it passed the House without a roll call or division on

50 House Reports. No. 1518, 57 Congress, 1 Session,
p. l«cî Ibid., p. 2.

Congressional Record. 57 Congress, 1 Session, XXXV,p. 5752.



May 21, 1902. It passed the Senate vlthoxxt onnoattloti cm 
54

June 16, and became law with the President's signature
55on June 27, 1902.

Under the provisions of the act, the Santa Fe Pacific 
Railroad was empowered to sell or lease Its road and prop
erty to the Atchison, Topeka and Santa Fe Railway Company. 
It was stipulated that the railroad would pay an annual 
tax of #175 per mile to the Territories of Arizona and New 
Mexico, to be apportioned among the counties through which 
the railroad ran. Unless the sale or lease authorized
took place on or before January 1, 1904, the act was to be-

56come Inoperative.
Under the terms of the act, the road and property of

the Santa Fe Pacific was deeded to the Atchison, Topeka
and Santa Fe, and, together with the San Francisco and San
Joaquin Valley Railway Company— another Santa Fe subsidiary
In California— became known as the Santa Fe Coast Lines and

57was operated from Los Angeles.
By the end of 1902, the Santa Fe was on a sound

53 Ibid., p. 5752.
54 Ibid., p. 6865.
55 Ibid., p. 7594.
56 Statutes at Large. XXXII, pp. 405-406.
57 Annual Reoort of the Secretary of the Interior. 

1905, I,"p. 1547" :



97

financial basis and had consolidated its entire system 
from Chicago to San Francisco. It was twenty years after 
the Atlantic and Pacific Railroad across northern Arizona 
had completed the Santa Fe's direct transcontinental route 
before the railroad came under the actual control of the
Santa Fe



CHAPTER VI
RAILROAD LAND, TAXES, AND LABOR TO 1917

The nerlod from 1902 to 1917 was filled with dis
putes over the land granted to the railroad In Arizona and 
over the tax rate on both the railroad land and the rail
road Itself. The situation Improved after 1912, when Arizona 
became a state and developed a uniform system of taxation.
In Its labor relations, the Santa Fe was neither more en
lightened nor more despotic than the other railroad corpo
rations of the time. In connection with the other rail
roads, the Santa Fe fought the unions, employed a private 
police force, secured court Injunctions against strikers, 
and hired strikebreakers. Labor welcomed government oper
ation of the railroad In 1917* -

By June 30, 1903, the railroad had received 1,431^489*87 
acres of public land in Arizona. According to company fi
gures, 1,719,436.48 acres had been patented, and of this
1,439,629*16 acres had been sold. The total receipts from

1
land sales were |5,014,605.99* An estimate by the Atlantic 
and Pacific Railroad’s Land Office In 1888, placed the 
total acres of land earned in Arizona at 10,048,230. Of * I,

Report of the Secretary of the Interior, 1903,I, p. 1 3 4 . .  ---------------



this land, 1,435,185 acres had been sold by October 1888,
leaving (according to the company's estimation) 8,623,055
acres unsold. As the land grant had not been completely
surveyed or exolored, it was impossible at that time to
determine accurately the quality of the land. Based on
the townships that had been surveyed, the Atlantic and
Pacific's land commissioner estimated that ten nercent of2
the land was agricultural and the balance grazing land.

A large area of grazing land sold for $1.00 an acre, 
with higher prices for smaller tracts. Agricultural lands 
brought from $1.75 to $5.00 an acre, depending on the lo
cation and character of the section. Terms were available 
to buyers of a large plot, consisting of a quarter of the 
purchase price in cash and the balance in three equal 
annual installments bearing six percent Interest. While 
the odd-numbered sections along the line went to the rail
road under the terms of the grant, the government retained
the even-numbered sections as public land, which was sold

4at the standard price of $2.50 an acre.
The railroad's camoalgn to sell its land in Arizona

J. A. Williamson, Atlantic and Pacific Railroad Land 
Commissioner, to Colonel J.F. Wilson, Arizona Commissioner 
of Immigration, October 24, 1888. In T. E. Parish, Northern 
Arizona. Its Forests. Arable and Grazing Lands, p. 10.

3 Ibid., pp. 10-11.
4 Parish, loo. clt.

17bG89
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was hampered by the fact that most of the land In the 
grant remained unsurveyed. This was a hardship not only 
to the railroad, but to the counties in northern Arizona 
as well; for, according to law, unsurveyed land grants were 
not subject to taxation. This left a strip of land one 
hundred miles in width across northern Arizona from which 
no revenue could be derived by means of taxation.

Section 6 of the chartering Act of July 27, 1866 pro
vided "That the President of the United States shall cause 
the lands to be surveyed for forty miles in width on both 
sides of the entire line of said road after the general
route shall be fixed, and as fast as may be required by

5the construction of the said railroad."
Maps of definite location of the road through Arizona

and New Mexico were filed in the General Land Office on 6
March 12, 1872. The reoort of the commissioners appointed
to inspect the last sections of the completed road was

7approved by the President in October 1883. Four years 
later. Congress passed the Act of March 3, 1887, Instruct
ing the Secretary of the Interior "to immediately adjust... 
each of the railroad land grants made by Congress to aid in * 1

 ̂Statutes at Large. XIV, n. 296. .
 ̂House Executive Documents. No. 250, 51 Congress,1 Session, p. 1.
7 Ibid., p. 2.
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0the construction of railroads and heretofore unadjusted.11
In a letter from the Commissioner of the General Land 

Office to the House of ReoresentatIves, dated February 27, 
1890, the Commissioner reviewed the history of the land 
grant to the Atlantic and Pacific Railroad and stated that 
he.was unable to comnly with the Act of March 3 , 1887, be
cause it was Impossible to adjust the land grant until the 
grant was surveyed. As the General Land Office did not 
have enough funds to carry out the survey, an appropria
tion from Congress was necessary. With the letter was 
submitted an estimate of the cost or surveying the land 
within the fifty-mile indemnity limits of the Atlantic and

f
Pacific grant in Arizona. It was estimated that $247,021.00
would complete the survey, and the Commissioner recommended

9that Congress appropriate the necessary funds.
Again in a letter to the Senate dated December 11, 1891, 

the Commissioner of the General Land Office urged an appro
priation to carry out the survey of the Atlantic and 
Pacific land grant, stating that no material progress had 
been made since the report of February 27, 1890. He in- > 
eluded a memorial from the Arizona Constitutional Convention 
to the President of the United States, urging the survey

8 Statutes at Large, XXIV, p. 556.
House Executive Documents, No. 250, op. clt.. p. 3 ,

9
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and pointing out that, as long as unsurveyed railroad 
land grants were not subject to taxation, the Territory 
would suffer from the loss of revenue. An estimate of 
the land grant in Arizona as of November, 1891, showed 
that 12,308 square miles, or 7,877,120 acres had been sur
veyed, whereas 24,557 square miles or 16,716,480 acres

10
remained unsurveyed. The communication was received by

11
the Senate on December 22, 1891, and by the House on

12January 5, 1892.
A resolution introduced by Delegate Marcus A. Smith

of Arizona requested the Secretary of the Interior to
Inform the House as to the number of acres in the Atlantic
and Pacific grant remaining unsurveyed in Arizona and
Mexico and the cost of surveying such land. The resolution

15passed the House on April 5, 1892. In response to the 
resolution, the Secretary of the Interior, on April 22, 1892, 
submitted to the House a letter from the General Land 
Office dated April 22, in which the unsurveyed land within 
the fifty-mile limits of the grant in Arizona was given as 
15,116,480 acres and the estimated cost of surveying this * 1

Senate Executive Documents. No. 10, 52 Congress,1 Session, pp. 1-3.
^  Congressional Record. 52 Congress. 1 Session. XXIII, v T W . ---------------
12 Ibid., p. 123.
13 Ibid.. p. 2970.
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, 14land as $268,233.00.
In the same session of Congress, Delegate Smith 

Introduced a bill (H. R. 2779) Mfor the relief of settlers 
on unsurveyed government lands lying within certain rail
road land grants." The bill was introduced in January 11, 
1892. In the report that accompanied the bill, it was 
stated:

The purpose of this bill is principally 
to relieve settlers on the Atlantic and 
Pacific land grant in Arizona. The grant 
is a very large one, running through the 
central portion of the Territory, and is 
unsurveyed. Every other section within 
the limits of said grant is public land, 
subject to occuoation and settlement as 
other public unoccupied land. Many 
settlers have made homes within the limits 
of the grant thinking they were locating 
on government sections, but are now, as 
alleged by the railroad company, found 
to be on railroad sections. °

The bill was reported out of committee and recom-
, 17mended for passage on April 5, 1892, and passed the

18
House without debate on June 13. It stipulated that 
United States citizens who had made homestead or pre-emption .

1

P.

P.

House Executive Documents.. No. 214, 52 Congress, Session, p. 1-2.
15 

253.
16
17 

2970.
18

Congressional Record. 52 Congress, 1 Session, XXIII,

House Reports. No. 987, 52 Congress, 1 Session, p. 1. 
Congressional Record. 52 Congress, 1 Session, XXIII,

Ibid., p. 5263.

i,
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House Executive Documents.. No. 214, 52 Congress,
1 Session, p. 1-2.

15
P. 253.

16
17

p. 2970.

Congressional Record. 52 Congress, 1 Session, XXIII,

House Reports. No. 987, 52 Congress, 1 Session, p, 1. 
Congressional Record. 52 Congress, 1 Session, XXIII,

Ibid., p. 5263.



settlement on unsurveyed government land should be pro
tected and should receive title to the land although sub
sequent survey should prove that the land be part of a rail
road land grant. A provision that the railroad corporation
be reimbursed by unoccuoled land adjacent to that already

19settled was struck out by amendment. On June 14, 1892,
the bill was received In the Senate and referred to the

20
Committee on Public Lands, In which committee It died*

Delegate Smith attempted to pass the same bill In the
next Congress. The same bill was Introduced In the House
as H. R. 3655 on October 3, 1893 and referred to the Committee21
on Public Lands. It passed the House as before, with no22
opoositlon, on July 24, 1894, and was sent to the Senate.
The bill was received In the Senate on July 26 and again 

„ 23referred to the Committee on Public Lands, from which it
never emerged. Other similar bills proposed in the Senate
or passed by the House and referred to the Senate likewise
died in the Committee on Public Lands.

It would appear that inherent Senate conservatism.

‘ 19 Ibid., p. 5263.
20 Ibid., p. 5271.
21 Congressional Record, 53 Congress, 1 Session, XXV,

p. 2102.
22 Ibid., pp. 7833-7834.

.. 25 Ibid., p. 7884.



rather than party politics or sectional interest, was the 
explanation for this. The Committee on Public Lands of the 
fifty-second Congress was composed of eleven members, all 
of whom were from the West and South. It was evenly divided 
between Republicans and Democrats with a Pooulist casting 
the deciding vote. Nine of the members had been lawyers 
or Judges, one a banker and president of a steamship line, 
and one a businessman. Three of the committee members were 
Union Army veterans, and three were veterans of the Confeder 
ate Army. By its oolicy of inaction, this committee pre
vented homesteaders on government land in Arizona that was 
discovered to be part of a railroad grant, from receiving 
any protection. Such homesteaders were forced either to 
come to an agreement with the railroad or lose their homes 
and the products of their labor.

In 1876, one section of the Sundry Civil Appropriation
Act for the fiscal year 1877 contained the provision that,
before any railroad could receive title to any land granted
by Congress, it must pay into the treasury the cost of 
« 2411 surveying, selecting, and conveying” such land. Under
the terms of the railroad land grants, the railroads had 
been granted the alternate sections of land within a cer
tain area— a checkerboard arrangement that resulted in 
half the land going to the railroad while the government

Statutes at Large. XIX, p. 121.24
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retained the other half. As it was impossible to survey 
the railroad land within a grant .without also surveying 
that held by the government, it was the practice, after 
1876, to require the railroad to pay for half the total 
cost of the survey of a grant while the government paid 
the other half.

As no time limit had been set in the Aot of July 27,
1876, Congress passed an Act of June 25, 1910, "to enable 
the Secretary of the Interior to complete adjustment of 
land grants made by Congress to aid in the construction of 
railroads." Railroad companies had delayed in paying for 
surveys in order to escape oaylng taxes which could not be 
levied on unsurveyed land. The act stated that any railroad 
company required by law to pay the cost of surveying lands 
granted by Congress should deposit a sum sufficient to pay 
the cost of surveying the land grant within ninety days 
from the time it was requested to do so by the Secretary 
of the Interior. Provisions were made to carry out arfor
feiture of the land grant if the railroad failed to make the 
, 25deposit within the prescribed ninety days.

In 1910, a total of 5,406,584 acres of land remained
unsurveyed within the limits of the Atlantic and Pacific

26
land grant, 5,044,740 acres of which were in Arizona.

25 Statutes at Large. XXXVI, p. 834.
Senate Reports. No. 609, 61 Congress, 2 Session, p. 2.
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In accordance with the acts of July 21, 1876, and June 25, 
1910, the Secretary of the Interior demanded that the Santa 
Fe Pacific Railroad Company, successor to the Atlantic and 
Pacific, deposit the sum of §5,000, the entire cost of sur
veying the land when it was only entitled to the odd-num
bered sections or one half the total amount. One half of 
the cost of surveying the land was tendered by the company 
but refused by the government. To protect its land grant 
from forfeiture without paying the sum demanded, the rail
road began suit in the District of Columbia to enjoin the 
Secretary of the Interior from insisting upon or giving 
effect to a demand that the railroad made an advance deposit 
to cover the entire estimated cost of surveying townships 
in which the railroad was only entitled to the odd-numbered 
sections. The Supreme Court of the District of Columbia 
dismissed the bill for injunction and was upheld by the 
Court of Appeals of the District of Columbia in 1915. The 
United States Supreme Court, however, ruled on June 11, 1917, 
that the Secretary of the Interior had no right to call for 
a deposit of the entire cost of the survey when the railroad 
company was only entitled to one half of the land. In such 
a case, it was ruled that the railroad could only be re-

27quired to deposit one half the estimated cost of the survey. '

27 Supreme Court Reporter. XXXVII, p. 714-717.Santa Fe Pacific Railroad Company v. Franklin K. Lane (Secretary of the Interior).



108

Closely connected with the problem of surveying the 
railroad land grant In Arizona was the problem of taxation—  
both of railroad land and of the railroad Itself. Section 2 
of the Chartering Act of July 27, 1866, granting the right 
of way through the public land, stated: "Said way is granted
to said railroad to the extent of one hundred feet In width 
on each side of said railroad where It may pass, through the 
public domain, Including all necessary grounds for station- 
buildings, workshooa, deoots, machine shops, switches, side
tracks, turn-tables, and water stations; and the right of
Pay shall be exempt from taxation In the Territories of the

28Baited States."
From the first, the railroad showed a willingness to 

compromise in regards to the payment of taxes, 'while claim
ing that under their charter, their right of way, plus fixed 
improvements, roadbeds, ties, rails, and houses were tax

29exempt they offered to pay a tax on their rolling stock.
The Southern Pacific in southern Arizona had been exempt 
from taxation for many years. When it became a through trans
continental road after Joining the Santa Fe at Deming, New 
Mexico, demands for the payment of taxes forced the railroad 
to come to compromise agreements with the various counties

2R Statutes at Large, XIV, p. 294.
^  Prescott Weekly Courier. August 4, 1883.
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through which it ran, but this type of taxation was a
matter of each county receiving as much as it could force

30out of the railroad.
From the time the Atlantic and Pacific Railroad was 

eompleted until 1898, the railroad paid the counties through 
which it ran a compromise tax of §4,000 and later $5,000 a 
mile. During this time, however, the question of tax exemp
tion was being settled by the courts. On December 5, 1898, 
the United States Supreme Court ruled in the case of Hew 
Mexico v. United States Trust Company (the receivers of the 
Atlantic and Pacific Railroad) that the Act of July 27* 1866, 
exempting the right of way granted to the Atlantic and 
Pacific Railroad from taxation in the Territories, operated
to exempt from such taxation not only the land in the right

31of way but all structures erected on the land as well.
The decision was a blow to the counties in northern 

Arizona through which the railroad passed. In his report 
for 1899, Governor Murphy of Arizona appealed to Congress 
for relief in the matter. He stated that to cut off this 
source of revenue wrought a severe nardahlp on the counties 
of Apache, Navajo, Coconino, Yavapai, and Mohave, and asked 
that Congress legislate to allow the Territory to tax the

50 Ibid.
51 United States Reports. CLXXII, p. 171.
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railroad. According to the Governor "The railroad company
has shown a commendable desire to meet the question fairly,
but unless Congress affords relief In the manner suggested...
full taxation cannot be secured until Arizona is admitted as 

,32
a State."

In spite of the court ruling, the Santa Fe Pacific Rail
road voluntarily paid.an annual tax of $125 per mile in the 
Territory of Arizona, although it continued the claim that 
it was exempt from taxation under the provisions of the
original charter of the Atlantic and Pacific Railroad to

33whose rights it had succeeded in 1897. The Act of July 27,
1902, permitting the incorporation of the Santa Fe Pacific
into the Santa Fe system, contained a provision that the
railroad was to pay an annual tax of §175 per mile in the

34Territory of Arizona.
When Arizona was finally admitted to statehood in

February 14, 1912, the local government for the first time
was able to tax the railroad effectively. In accordance

35with the amended Constitution, the Legislature passed an 
act creating the State Tax Commission. Consisting of three

3 0  -Report of the Governor of Arizona. 1899, P. 13.
House Reports. No. 1518, 57 Congress, 1 Session, p. 2. 
Statutes at Large, XXXII, p. 405.
Constitution of Arizona. Article IX, Section 11.
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members, the Commission was emoowered to ”exercise general
supervision of the system of taxation throughout the State.
* v In its first reoort in 1912, the State Tax Commission
noted that "railroads and other properties assessed on a
mileage basis are not oaylng the same prooortlon of municipal

37taxation as other classes of property. A definite system
of evaluation of railroad oroperty was worked out.

The system used by the Commission in 
valuing this class of property takes 
into consideration the gross and net 
earnings over a period of years. Ex- perlence has demonstrated that from a 
taxation standoolnt a railroad should 
be allowed to earn eight percent on 
its taxed value in this State. The 
Commission therefore allows all ex
penses of operation plus taxes, insurance, hire of equioment and a 
reasonable amount for excess terminal 
facilities, to be deducted from the 
gross earnings, capitalizing the re
maining net earnings averaged over a 
period of years, at eight percent, 
which gives the value of the entire 
line in the State.

Under this system the total valuation of the Atchison,
Topeka and Santa Fe Railway Company property in Arizona rose

3

xg Session Laws of Arizona. 1912, Chapter 12, pp. 45-53* 
37 First Resort of the Arizona State Tax Commission.1912, P.-52; ---------------------------------------

Third Report of the Arizona State Tax Commission.1912, 0.-52: ---------------------- *
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from #8,586,072 In 1912 to $26,256,840 in 1917.
The valuation of the "more than four million acres of 

railroad lands in the northern part of the state" proved to 
be more difficult. Since the railroad lands were scattered 
in a checkerboard fashion and neither the railroad company 
nor any contemplating purchaser was able to fence the lands 
to keep out trespassers, the valuation was extremely dif
ficult to determine. While some portions of the land were
practically valueless, other tracts contained good grazing

40
land, and there was even timber in some localities.

Before a satisfactory assessment could be made, it was 
necessary to classify the railroad land. In Territorial 
days a flat valuation of twenty-five cents an acre in Apacke, 
Mohave, and Navajo Counties, and thirty-five cents in Coronino 
County were the bases of taxation. When the State Tax Com
mission proposed to classify the lands in 1915, the Santa

39

307 Table of the assessment of the Atchison, Topeka, 
and Santa Fe Railway Company in Arizona, comoiled from the 
Annual Reports of the Arizona State Tax Commission.

Year Miles Rate Total Valuation
1912 386.76 $22,200 $ 8,586,072
1913 386.71 61,000 23,589,3101914 386.16 64,000 24,714,240
1915 386.16 65,000 25,098,450
1916 386.13 65,500 25,910,515
1917 386.13 68,000 26,256,840
^  Second Report of the Arizona. State Tax Commission

1914, p. 23.



Fe signified its willingness to nay a share in the expense
41

of such a classification. From 1913 to 1917, the valua-42tion on the railroad land grant fluctuated.
From a position as one of the most exploited classes of

labor, railroad employees have succeeded in attaining one
of the highest standards of living and one of the strongest
organizations of any labor grouo. The 11 Big Four" of the

43transportation Brotherhoods are known as the aristocrats
of organized labor. The position was not won without a
struggle, however. The early railroad magnates were "probably
the most anti-social. irresoonsible crew ever to apoear on

44the American scene."
Yihen the railroad was comoleted across northern Arizona 

in 1883, the railroad Brotherhoods already had strong

41 Ibid., p. 24.
4p Valuation of the Railroad Land Grant in Arizona from the Fourth Reoort of the Arizona State Tax Commission. 1918, p. 93:

Number of Average Value
Year Acres oer Acre Value
1913 2,746,530.08 § .881914 3,110,298.66 .98
1915 3,446,764.00 .781916 3,559,987.00 .791917 2,788,962.00 .83

#2,407,349.09
2,959,305.172,686,841.41
2,829,138.59
2,324,431.65

^  The Brotherhood of Locomotive Engineers (1863), The Brotherhood of Locomotive Firemen and Englnemen (1873), The 
Order of Railway Conductors (1868), and the Brotherhood of 
Railway Trainmen (1883)•

44 Herbert Harris, American Labor. p. 228.
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natlonal organizations. These Brotherhoods were founded in 
the 1860's and 1870's as insurance benefit societies to safe
guard the welfare of their families in case of injury or
death. Even as such those organizations were fought by the

45railroad dynasts of that day. Although the Atchison, Topeka,
and Santa Fe required its employees to sign so-called "iron

46clad contracts, the Atlantic and Pacific had no such re
quirement , and frequently Santa Fe men would "come down" and 
„ 4?join xup" with the Atlantic and Pacific.

Railroad wages were not high in the early days. Until
1851, the pay for tracklayers and railroad laborers was
seventy-five cents to eighty-seven and a half cents for a
sunrise to sunset day. This was raised to one dollar a day
by 1852 after strikes, riots and the destruction of railroad48
property. In 1881 and 1882, when the railroad was being 
built across northern Arizona, tracklayers and graders had 
Just received a raise and were getting §2.25 a day and

^  Ibid.. op. 226, 228.
46 The author has seen a contract between the Atchison, 

Topeka and Santa Fe and (name of employee) . dated 1884, 
under the terms of which the employee went to work on the 
conditions that he was not a member of any "secret organ
ization, union, or brotherhood, etc.," and that he would 
not join any such organization.

^  Interview with Edward Clark; May 31, 1942, Winslow, 
Arizona.

McMaster, on. cit.. VIII, p. 97.
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49•pikers and iron men, $2.50. The workers on the bridge 
masonry were more highly paid. In June 1882, workers on the 
Bridges in Johnson's Canyon were paid as follows: stone
flutters, $5.00 per day; plug and feather drillers, quarry- 
men, $3.00 per day; rock men, $2.65 per day; muckers (labor
ers), $2.45 per day; and sailors to rig and reef derricks,
$3.00 per day. The working day was ten hours, and board 

a 50cost #5.50 a week. Wage increases in 1883 brought the pay
of passenger conductors on the Santa Fe to $125 a month, that
of freight conductors to $100, and that Of brstfcemen to from

51
$55 to $60, according to class.

During the great Pullman Strike of 1894, the Atlantic 
and Pacific Railroad was in the hands of receivers who co
operated fully with the General Managers Association in 
stamping out the American Railway Union. The Pullman Strike 
began in May, 1894, when workers of the Pullman Company 
struck in protest against starvation wages. The less-than- 
a-year-old American Railway Union, headed by Eugene V. Debs, 
took up the struggle. In June, the members of the American 
Railway Union refused to handle Pullman cars on any railroad. 
The railroad's General Managers Association— an unincorporated

4q McMaster, 0£. cit.. VIII, p. 97.
50 Prescott Weekly Courier. June 24, 1882.
81 ,Arizona Champion. October 27, 1883.
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body drawn from the executives of twenty-four railroads
with termini in Chicago— came to the aid of the Pullman
Comoany and ordered the immediate discharge of any employee
who refused to switch a Pullman car. The result was that,
within four days, eleven railroad lines were at a standstill

52as the result of walkouts.
Strikebreakers were imported from Canada by the

Association and Pullman to destroy railroad property, and
such actions were blamed on the strikers. Mail cars were
attached to all-Pullman trains in order to place the strikers
in the position of interfering with the United States mails.
To break the strike, President Cleveland ordered Federal
troops to Chicago, and a court injunction was invoked against
Debs and the American Railway Union, restraining the entire
membership from interfering with the railroads involved in
the strike. Debs and other Union leaders were found guilty
of "conspiracy1* in restraint of trade under the Sherman

53Anti-Trust Law.
While many of the engineers, firemen, conductors, and

other railway employees walked out in sympathy with the
American Railway Union, officials of the Brotherhoods con-

54demned the strike and expelled any member who joined it. *

Harris, ojo. clt.. pp. 232-238.
53 Ibid., pp. 239-246.
54 Ibid.. p. 242.
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The majority of the American Railway Union's membership was
In the railroad shop workers and railroad employees not
organized by the Brotherhoods•

In Arizona, Judge Hawkins of the Arizona District Court
issued an injunction prohibiting employees of the Atlantic
and Pacific from interfering with the operation of the road.

Four strikers were arraigned for contempt of court on
June 30, 1894, and from seventy-five to one hundred others

55
were arrested soon afterwards. In spite of this traffic
on the entire Santa Fe line, including the Atlantic and Pacific

was brought to a standstill. On July 3, the United States
Marshall in Santa Fe called for two hundred United States
troops. At that time not a train had moved over the Santa

56
Fe system in New Mexico for a week. In Winslow, the strike
began on July 5, when the workmen streamed out of the round-

57
house at 10 a. m.

The Santa Fe and Atlantic and Pacific besides calling 
for injunctions against the strikers, imported "scabs" and 
strikebreakers and demanded the protection of Federal 

trooos. On July 7, the Santa Fe Overland, with Pullmans 
and loaded with passengers left Los Angeles. Fifty soldiers

55 Arizona Dally Star. July 1, 1894.

5^ Prescott Weekly Courier. July 6, 1894.
57 Ibid., July 13, 1894.
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were on board the train to accoaroany It as far as Needles
58

on the Gallfornla-Arlzona border. By July 9, La Junta,
Colorado, reported that Santa Fe trains, both passenger and
freight were running on time and that the shops had a full
force of men at work after Importing twenty men from Chicago.

59Quoted the newspaper: “No strikers will be taken back**
In Los Angeles the Santa Fe sent out another Overland manned

60
by a non-union crew. Pullman coaches were attached.

The strikers fought back— at Supal Station, west of 
lllliams, rails were removed and an engine ran off the track 
On July 11. Such acts of violence only brought United States 
soldiers to guard the road. On July 20, Company "E" from 
•hippie Barracks arrived In Winslow and camped on the rail
road’s right of way near the Harvey House. The newspaper 
reported: "Sentinels are posted at the roundhouse and other
points each night. Excepting this duty the soldiers have 
nothing to do but to consume their rations and play hall;
and they are doubtless enjoying their campaign on the 61desert."

The large shops of the Atlantic and Pacific In 
Albuquerque, where sympathy for the American Railway Union

58 Arizona Dally Star. July 8, 1894.
59 Ibid., July 10, 1894.
60 Ibid., July 10, 1894.
61 Prescott Weekly Courier, July 27, 1894.
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was strong, were closed for an indefinite time on July 21.
The reason given was the "falling off in receipts of the

62company caused by the strike." The closing down of the
shops threw about three hundred and seventy-five men out of
work. The men were paid off in checks on the following day.
On the same day it was learned that, as soon as new men
arrived from the East, the company would start up the shops 

63again.
Elsewhere on the Atlantic and Pacific, striking workmen 

were replaced. The Winslow Mall on July 28, reported: "The
A. & P. road has imported men to fill the vacancies caused 
by the strike and will soon have the various departments at 
different points on the road supplied with a full complement 
of men. Eleven machinists and one boilermaker arrived 
Monday from Richmond, Va., but...declined to go to work with
out instructions from their chief. Accordingly they wired 
Grand Master O'Connell, of the International Association of
Machinists and as they went to work Wednesday it is presumed

64they did so under instructions."
Thus did the Atlantic and Pacific Railroad succeed in 

breaking the American Railway Union Strike in Arizona several

^  Arizona Dally Star. July 26, 1894.
^  Arizona Weekly Citizen. July 27, 1894.
^  Prescott Weekly Courier. August 3, 1894.
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months before Debs was convicted of "consoiracy" to re
strain interstate trade by the United States Circuit Court 
in December 1894.

During the decade which preceded the Debs revolt,
the ..frequency of strikes was the result of the resentment of
the workers against fourteen- and fifteen-hour days, against
being on call at any hour of the day or night, against the
insecurity of a three- to five-day week, and against the re- 
, 65fusal of the roads to install rudimentary safety appliances.

The period from 1894 to 1917 is one of.increasing 
government regulation. The weak Interstate Commerce Act. of 
1887 was followed by the Safety Act in 1895, the Erdrnan Act 
in 1898, the Elkins Act in 1905, the Hours of Service Act 
in 1907, the Ash-Pan Act in 1908, the Transportation of Ex
plosives Act in 1909, the Safety Appliance Act in 1910, the
Boiler Inspection Act in 1911, the Valuation Act in 1915,

66and the Adamson Eight-Hour Law in 1916. As a result of 
these acts, both labor and the general public benefited from 
the increased control of the railroad corporations.

After the Pullman Strike of 1894, no major strike
67occurred on the Santa Fe in Arizona for nearly thirty years.

^  Harris, 00. clt.. p. 247.
66 Ibid., p. 248. „

Until the Railroad Shopmen's Strike of 1922.
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The transportation Brotherhoods grew strong during the 
period. Each of the "Big Four" had a lodge for each divi
sion of the railroad. For the Santa Fe in Arizona, the 
lodges were located in Winslow and Prescott. A Joint Legis
lative Board of Transportation Brotherhoods was formed, con
sisting of representatives of all of the transportation 
Brotherhoods in Arizona— both on the Santa Fe and Southern 
Pacific systems. The Joint Legislative Committee maintained 
representatives at Phoenix when the State Legislature was
in session and fought against or supported bills affecting68railroad labor.

In 1917, when the government assumed the operation of 
the railroads under Director General william G. licAdoo, 
railroad employees benefited from the change. Disputes over 
wages, hours, and working conditions were ironed out by the 
government.

The period from 1902 to 1917 saw the solutions to many
of the railroad's problems in Arizona. Land srant disputes,

69except in a few incidents, were solved, and the land grant

Interview with J. S. Hardwick; April 27, 1946, Tucson, Arizona.
A dispute between the ganta Fe and the Hualpai 

Indians over a conflict between the railroad's land grant 
and the Indian's reservation lasted until 1942. Supreme 
Court Reporter. LXII, p. 248. United States v. Santa Fe 
Pacific Railroad Company.
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surveyed. When Arizona became a State in 1912, the 
troublesome problem of taxation was settled, and a satis
factory system of evaluation and taxation was worked out 
both for the railroad Itself and for the railroad lands.
By 1917, with the aid of government regulations and through 
its organized strength, railroad labor, for the most part, 
had attained a satisfactory position. The three hundred and 
eighty-six miles of the Santa Fe Railroad in Arizona formed 
an essential link in one of the nation's largest transcon
tinental systems which became particularly vital during 
World War I.

\



CHAPTER VII
THE GRAND CANYON AND FRED HARVEY

Fred Harvey's meals and the Grand Canyon were the 
Santa Fe's two big drawing cards. While the Fred Harvey 
system covered the whole line of the Atchison, Topeka, 
and Santa Fe, the Grand Canyon of the Colorado River Is 
unique to Arizona.

Many individuals have written about the wonders of 
the Grand Canyon since it was discovered by Spanish ex
plorers in the sixteenth century, but it was not until the 
twentieth century that this natural wonder was exploited, 
when the Atlantic and Pacific Railroad was completed in 
1883, its managers and settlers along the line were not 
lonp; .in realizing the potential tourist value of this 
heretofore inaccessible "natural wonder of the world."
A glance at the map will show that Peach Springs was by 
far the nearest point on the railroad to the Canyon, and, 
as early as November, 1883, passengers of the Atlantic and 
Pacific were airbwed stopovers at Peach Springs to make 
the sixteen mile trip to the Grand Canyon. A hotel had

Arizona Champion. November 10, 1883.
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been built near the Canyon north of Peach Borings to
2accommodate tourists. The territory north of Peach Springs 

to the Grand Canyon had been set aside as a reservation 
for the Hualpal Indians by Executive order of President 
Arthur on January 4, 1883. This order, a few months be
fore the railroad was built to that point, resulted in a 
controversy between the railroad and the government that 
lasted until 1942. It also discouraged tourists from 
visiting the Grand Canyon at that point and led to the 
establishment of Flagstaff as the "jumping-off place" for 
visitors to the Grand Canyon.

Only the determined and hardy tourist reached the 
Grand Canyon prior to 1900. In 1892 a tri-weekly stage 
line was established between Flagstaff and the Grand Canyon. 
In 1897, it was advertised that the sixty-five mile trip 
could be reached in a single day’s Journey of eleven to 
twelve hours. With the exception of the winter months, 
the stage left Flagstaff at 7:00 a. m. on Mondays, Wednes
days. and Fridays, and reached the Canyon at about 7:00 
p. m. The return trips were made on Tuesdays, Thursdays 
and Saturdays. Three relays of horses were used, and a 
stop was.made at a dinner station at noon. At the Canyon, 2

2 Ibid.. October 16, 1883.
^ Also spelled Walapai, Hualapai, Wallapai, Huallapai.
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tourists were accommodated in a tent village consisting of 
small-floored tents furnished with bed, table, and chairs. 
These accommodations and meals were three dollars a day.

4
Stage fare from Flagstaff to the Canyon was fifteen dollars. 
By 1899, the trip could be made by "the latest mode of trans
portation , — 1The Auto-Mobile Carriage,1— or by the well-

5tried and thoroughly reliable Concord coach."
The advantages of a railroad to the "Titan of Chasma"

were obvious, for it was believed that tourist trade alone
would soon pay for a railroad. In 1889, the Fifteenth
Arizona Territorial Legislature passed an act "To Encourage
the Construction of Railroads to the Grand Canyon of the
Colorado." It declared that it was almost impossible to
visit the Canyon because of the long distance from the rail-6road and the "rough and rugged roads."

The act provided that any railroad incorporated in 
Arizona that would build from a point on the Atlantic and 
Pacific line to the Grand Canyon should be tax exemot dur- 
ing the period of construction and for six years after com
pletion. The act was to be valid for two years, and the

0. A. Higgins, Grand Canon of the Colorado River, 
p. 6, p. 24.

5 G. K. Woods, ed., Personal Impressions of the Grand 
Canon of the Colorado River, p. 19.

6 Session Laws of the Fifteenth Legislative Assembly 
of the Territory of Arizona, p. 37*
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benefits would be conferred only if the railroad was com
plete and in operation before January 1, 1893. The act

7was approved on March 21, 1889.
A bill (H. R. 7578) was Introduced in Congress on 

March 25, 1896 to the effect that the Flagstaff and Grand 
Canyon Railroad Company, a corporation created and existing 
under the laws of Arizona Territory., be authorized to con
struct a railroad through the Grand Canyon Forest Reserve.
The bill was referred to the House Committee on Public 8
Lands.

The committee recommended that the bill be approved
with the amendment that no timber should be cut by the rail-

9road outside the right of way granted, and the bill as
10amended passed without debate on May 11, I896. The bill

11passed the Senate without debate on June.1, and became
12law with the President’s signature on June 6, I896.

The Flagstaff and Grand Canyon Railroad must be counted 7 * 9 * 11 12

7 Ibid., p. 38.
Q Congressional Record. 54 Congress. 1 Session, XXVIII, 

P. 3207.
9 House Reports. No. 1212, 54 Congress, 1 Session, 

p. 3461.
TO Congressional Record. 54 Congress, 1 Session, XXVIII, 

p. 5065.
11 Ibid., o. 5926.
12 Ibid.-, p. 6291.
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as one of the unsuccessful attempts to build from the 
Atlantic and Pacific to the Grand Canyon. Lines were also 
surveyed from Ash Fork and Williams, but the actual con
struction of a railroad was started by the Tusayan Develoo-

13ment Company of New York. This company owned a group of
cooper mines around Anita, forty-five miles north of 

14
Williams.

The .Santa Fe and Grand Canyon Railroad Company was in-
coroorated under the laws of Arizona Territory on July 31,

151897. A bill (H. R. 9956) to grant the Santa Fe and 
Grand Canyon Railroad a right of way through the Grand 
Canyon Forest Reserve was introduced in Congress on April 20,
1898, by the delegate from Arizona. The railroad was to
begin at Williams, and the right of way was to include such
sours as might be necessary to reach various mines in the

16
forest reserve. The bill was reported from the committee
on April 22, accompanied with a report (H. Kept. 1149, 55

17Congress, 2 Session), The delegate from Arizona explained 
that the right of way was mostly over desert land devoid

George W. James, The Grand Canyon of Arizona, p. 11.
14 Marshall, oo. clt., p. 273.
15 Ibid., pp. 420-421.
16 Congressional Record. 55 Congress, 2 Session, XXXI,p. 4136.
17 Ibid., p. 4200.
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of forest, and the bill oassed the House without debate 
18

on April 26. The bill was passed by the Senate without
debate and became law by the President's signature on 

19May 16, 1898.
Construction of the railroad— only sixty-four miles

long— began in 1899 with the expectation that it would be
20

completed by January 1, 1900. The railroad met with dif
ficulties, however. On August 4, 1900, with some fifty- 
five miles built, the railroad went into receivership de
spite efforts of the Lombard Goode Company to retain the 
management of the road and complete it to the Canyon. The 
railroad's heaviest creditors were the contractor, R. R. 
Coleman, #75,000; M. Salzman and Company, #35,000; The
Manistee and Saginaw Lumber Company, 323,000. Others

21ranged from #1,000 to #10,000.
* The Santa Fe system took over the road, reorganized it

as the Grand Canyon Railway Company and completed the line
to the Grand Canyon. It was opened to through traffic on 

22
July 1, 1901. * 9

Ibid., p. 4278-4279.
9 Ibid., p. 5054.

nr\ Report of the.Governor of Arizona. 1899. p. 11. 
^  The Arizona Republican. August 5, 1900.
22 Marshall, op. cit.. pp. 420-421.
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With the railroad completed to the Grand Canyon, the
Santa Fe began constructing a hotel to supplement Bright
Angel Camp in handling the crowds of tourists that came to
the Canyon. Built by the Santa Fe, El Tovar was furnished,23
equipped, and operated by Fred Harvey. It was ooened in24
1903. With more than a hundred bedrooms, El Tovar was 
built to accommodate about two hundred and fifty guests. 
Architecturally a combination of Swiss chalet and Norwegian 
villa, the large structure of logs and heavy planking 
stained a deep brown, fitted perfectly into the surround
ings. The older Bright Angel Camo continued in use as a

25less expensive annex.
The story of Fred Harvey, a penniless English immi

grant whose name became synomous with good food and excel
lent service throughout the Southwest, is like a Horatio 
Alger novel that came to life. Fred Harvey worked at 
various Jobs, but his opportunity came through an idea that 
he sold .to the Santa Fe Railroad. In the I860* s and ’TO’s, 
eating houses along the railroads were privately operated. 
They were usually filthy and the food was intolerable.

James, op. clt.. p. 16.
O h H. A. Belt to author, unpublished letter, April 9, 

1946. ‘
25 James, o p . clt., p. 17.
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Fred Harvey sold the Santa Fe on the idea of co-operating 
with him to provide decent foor for the railroad's passengers.

The first Harvey House was set up in the Topeka depot 
in 1875, with the Santa Fe furnishing the space, materials, 
and supplies and Fred Harvey furnishing his ability and ex
perience. The next steps were to take over an old hotel in 
the small town of Florence, Kansas, hire a chef from Chicago 
at §5,000 a year, and operate a restaurant that would have 
been a credit to the East. The Fred Harvey reputation was 
won by selecting the best of food, hiring the finest cooks 
available, and maintaining a rigid system of ethics for 
waitresses and other employees. Even the patrons of a 
Harvey House were required to wear a coat while dining.
Harvey Girls, waitresses hired for the Fred Harvey res
taurants along the Santa Fe line, became famous. Only 
"young women of good character, attractive, and intelligent"
were chosen, and they were trained in and remained under the

26 „
strict discipline of Fred Harvey.

Harvey Houses were opened in Arizona: at Winslow,
Williams, and Peach Borings on the Atlantic and Pacific line

27prior to 1887, and at Seligman and Kingman about 1895*

26 Marshall, oo. cit., pp. 97-113.
H. A. Belt to author, unpublished letter, April 9,

1946.
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Winslow was a dinner stop and Williams a supper stop as
28'

early as October 1883• In later years, the Harvey Houses
29at Peach Springs and Kingman were discontinued.

Fred Harvey was a born showman. In 188\ a temporary
eating establishment was opened in Holbrook, Arizona. The
restaurant consisted of five old box cars, sun baked and
with peeling paint. People who shuddered as they got off
the train exclaimed with delight when they stepped Inside.
The cars were crisp and clean, painted in gaudy Indian
colors. The tables were set with the customary spotless
Irish linen, English silver, crystal and imported crockery.
There were pitchers of ice water, bouquets of fresh flowers
from California, and, of course, the usual excellent food and

30
flawless service.

Through its advertising of the Grand Canyon, the Santa 
Fe not only promoted its own interests but brought to 
northern Arizona new wealth in the form of the tourist 
trade. Many thousands of tourists have visited the Grand 
Canyon in Arizona since the turn of the century, by means

Arizona Champion. October 6, 1883.
^  The most recent listing of Fred Harvey Hotels in

cludes the following in Arizona: La Posada, Winslow; Fray
Marcos, Williams; El Tovar and Bright Angel Lodge, Grand 
Canyon; Escalante, Ash Fork; and Havasu, Seligman.

Marshall, o p. cit., p. 109.
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of the Santa Fe Railroad, and always while travelling on 
the Santa Fe they have been assured of the same high 
quality in food and service of the Fred Harvey system.



CONCLUSION

The Importance of the railroad as a factor In the 
development of northern Arizona can hardly be overemphasized. 
Prior to the coming of the railroad, northern Arizona was a 
scarcely Inhabited wilderness where the few white settlers 
were periodically terrorized by bands of savage Indians.
The rich mineral resources and huge forests of the region 
could not be orofitably exploited by means of the existing 
methods of transportation— ox or mule team. Transportation 
and communication for the few settlers and travelers— by 
horseback or stage coach— was difficult and uncertain.

The development of northern Arizona began with the con
struction of the Atlantic and Pacific Railroad across the 
region in the period from 1880 to 1883. As the railroad was 
built westward, towns sprang uo, settlers arrived to purchase 
railroad land, and homesteaders flocked in to occupy govern
ment land. No longer could a Victorio or a (Jeronimo lead a 
band of Indians on the warpath in successful defiance of the 
white man. Old mines increased production and new mines were 
opened. Lumber mills began operations. In the decades that 
followed, northern Arizona increased- in population and pros
pered through the exploitation of its wealth of natural
resources
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Although the railroad was largely responsible for the 
development of northern Arizona, it was not constructed across 
the region for that puroose primarily. Fate had decreed that 
the most practical, available transcontinental railroad route 
crossed northern Arizona, and the Santa Fe used that route 
to reach the Pacific Ocean and complete its transcontinental 
system. The financial difficulties that the railroad in 
Arizona was so often involved in may not be blamed on Arizona, 
but on the railroad company's directors in the East who 
carried on rate wars, granted rebates, and conducted finan
cial manipulations to the detriment of the small investors.

In an age when railroad magnates earned the title of 
"Robber Barons", the Santa Fe showed an unusual and com
mendable regard for the public interest. In Arizona, its 
policy in regards to payment of taxes, compares favorably 
with that of the Southern Pacific in southern Arizona. For 
the most part, the Santa Fe believed that a policy of pro
moting the development of the region through which it ran 
and maintaining friendly relations with the public would 
prove most profitable in the long run. In its early relations 
with labor, the Santa Fe was no better or no worse than the 
other railroad corporations of the time, and its policy of 
fighting unions and breaking strikes, for the most part, w as 
supported by the general public who suffered from an inter
ruption of railroad service.
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With the completion of a railroad to the Grand Canyon 
in 1901, a new source of prosperity for the region was 
opened with the growth of the tourist trade. The fine food 
and excellent service of the Fred Harvey Houses were another 
factor in attracting tourists to northern Arizona.

By December 1917, when the government assumed control 
of the nation's railroads in order to more efficiently co
ordinate their operation to carry on the war, the Santa Fe 
Railroad was in sound financial condition. The portion of 
the Santa Fe system that ran through Arizona was an impor
tant link in one of the largest transcontinental railroads 
in the country.
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