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Railroads 
• 

the United States Transcontinental In 
The Seven Great Systems Which Radiate from Chicago to the Pacific Coast 

By \iVilliam E. Hooper, Associate Editor, Railway Age Gazette 

I
F by the term "transcontinen
tal railroad" one means a line 

from the Atlantic coast to the 
Pacific, then there is no trans
continen.tal railroad in the United 
States, the only one in America 
in operation being t.he Cana
dian Pacific, mentioned elsewhere. 
T'ranscontinental, however, as ap
plied to railroads, is generally 
understood to mean a road run
ning from an eastern terminus, 
somewhere on the north and 
south ·line drawn from Chicago to 
1 ew Orleans, to the Padfic coast. 
B:ocause the traffic of the United 
States, both passenger and freight, 
has been built up in the way it 
has, there is very little, if any, 
advantage to be gained by the 
operation of a railroad from the 
Atlantic coast to the Pacific. 

A practical traffic man will tell 
you that there is no advantage 
for a transcontinental road (mean
ing a road. running from the Pa
cific coast to Chicago or St. 
Louis) to have an eastern connec
tion of its own; in fact, he would 
probably tell you that such a con
nection would be a disadvantage, 
in so far as i,t would hamper a 
free bargaining on the pant of the 
western road as between the dif
ferent trunk lines in eastern ter
ritory. The accompanying map 
shows representative transconti
nental roads, but no eastern con
nections are shown, because the 
map would not permit showing 
all of them, and it would be mis
leading to show only part of them. 

The transcontinental roads in 
the United States all have certain 

The horseshoe curve in the natural coliseum o f  the Deschutes River_ On opposite banks 
'are seen the two lines now being built by the Harriman and Hill systems. 

'COMPETITION IN A CANYON 

characteristics in commOn. They 
a.Jl have to climb over ihe conti
nenltal divide; they all have to 
cross long stretches of country 

which furnish little, if any, local 
traffic, and they all have to com
pete on through freight from the 
Atlantic seaboardrto the Pacific 
coast with wruter-borne freight 
going from the eastern United 
States through the Straits of l\1�
gellan to the Pacific coast, or wit!l 
freight that moves by water down 
the eastern coast of the United 
States to the narrow part of Mex
ico and crosses this strip of land 
by the Tehuantepec National Rail

way, and then moves again by 
water up the west coast. When 
the Panama canal is finished they 
will h[f;ve to compete with a much 
shorter all-water route. 

The first of the transcontinen
tal railroads across rthe western 
deserts were built rather more for 
military and governmental rea
sons than through any hope of 
their immediately earning a suf
ficient a.mount to make the enor
mous investment in their con
struotion profitable. Since private 
owners of capital were not in
clined to be philaruthropic, the 
government had to hold out in
ducements to them to invest their 
money by giving them land grants 
and making them loans. Of the 
seven roads shown on tne map, 
five were extended to the Pacific 
coast by government help and the 
other two without. The write;
has taken the Chicago, Milwaukee 
& St. Paul, with its subsidiary, 
the Chicago, Milwaukee & PlIget 
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Sound; the Northern Pacific; the 
Great Northern; the Union Pa
cific; the Denver & Rio Grande, 
with its subsidiary, the Western 
Pacific; the Atchison, TO'peka & 
,santa Fe, and the Southern Pa
cific, as the more important trans
·continentals. Of these the Denver 
& Rio Grande and the St. Paul 
were extended to the coast with
out government aid. In the ac
companying table, in which cer
tain rather inlteresting character
istics of each road are shown, the 
Denver & Rio Grande is omitted 
because it is impossible to give 
any figures for the newly con
structed Western Pacific, and it 
would be quite misleading to give 
the Denver & Rio Grande's figures 
by themselves. The Denver & Rio 
Grande itself only runs from 
Denver, Col., and Pueblo, on the 
east, to Ogden, Utah, and Salt 
Lake City, on the west, with a 
great number of hranches through 
Colorado. From Salt Lake City 
west the Goulds, using the Den
ver & Rio Grande credit, built a 
line paralleling in many places 
the SOUJthern Pacific from Salt 
Lake City to San Francisco. It 
was bunt without any govern
ment aid, and built with modern 
standards and with modern 
standard grades; so that its ac
tual initial cost was far higher 
than that of the other transcon
tinental roads. The other roads, 
with the exception of the St. 
Paul's Pacific coast extension, 
were built as cheaply as possible 
at first, and slowly, as ·the years 
have gone on and the freight 
traffic and passenger business has 
increased, the properties have 
been im),Jr(wed, rebuilt and often 
relocad:ed. ;lO that to all intents 
and. purpose3 they are entirely 
different 'lines than those orig
inally bunt. 

Even with its Western Pacific, 
the Denver & Rio Grande would 
not be a transcontinental road if 
it were not for the fact that it 

. is ,controlled by the Missouri Pa-
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This type of bridge rendered possible the rapid construction of pioneer railroads in the western 
country where steel was costly and timber plentiful and cheap. 

HOWE TRUSS TIMBER BRIDGE ON THE PORTLAND & TILLAMOOK 
RAILWAY, OREGON 

Two competing railroads being built through the desolate Deschutes River Canon. On the 
right is Harriman's Deschutes Railroad; on the left Hill's Oregon Trunk Line. 
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cific as well as by the Goulds; 
and the Missouri Pacific, which is 
also controlled by the Goulds, 
runs from Denver and Pueblo 
east to Kansas City and St. Louis. 

The Chicago, Milwaukee & St. 
Paul's Pacific coast extension is 
the other transcontinental that 
was built without government aid. 
The Chicago, Milwaukee & St. 
Paul Railway proper runs from 
Chicago and St. Pa ul to the Mis
souri River at Mobridge, S. D., 
with a mass of branch lines 
t h r 0 u g h  Wdsconsin, Minnesota, 
Iowa anc1 South Dakota, and with 
a line extending as far as Rapid 
City, S. D., ,which takes it into 
the Black Hills. From Mobridge 
weslt through the southwestern 
corner of North Dakota, through 
the length of Montana and 
through the breadth of Washing
ton, the St. Paul built a line to 
T'aeoma and Seattle on Puget 
Sound. 

The Chicago, Milwaukee & St. 
Paul is generally understood to 
be controlled by the Rockefeller 
and Standard Oil interests; the 
Missouri Pacific, Denver & Rio 
Grande and Western Pacific, as 
has already been mentionec1, are 
controlled by the Goulds; the 
Great Northern and the Northern 
Pacific are both what are known 
as HHI lines, controlled largely 
by James J. Hill; ,the Union Pa
cific and the Southern Pacific are 
Harriman lines; and the Atchi
son, Topeka & Santa Fe, once con
trolled largely by the English 
banking house of Baring Broth
ers, is now not controlled by any 
one interest. 

The competition between these 
seven roads, both for freighlt and 
passenger business, is very keen, 
and although it might seem sur
prising at first, the competition 
is nearly as keen between the 
Union Pacific and the Southern 
Pacific, for instance, which are 
controlled by the same financial 
interests, as it is between the 

(Continued on parle 598.) 

A track-laying machine which places ties and rails on the roadbed, advancing at the rate of four miles a day. The 
material is brought forward continuously from the loade� train in the rear and deposited in place. 

RAILWAY BUILDING UP TO DATE 
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not permit the publication o f  these tables for 1910. 
It can be stated, however, that although the figures 
were changed slightly because most of the roads raised 
wages during the intervening period, the same gen
eral variation obtained; the ,highest and lowest fig
ures for that year (1910) being 17% and 8.1 cents per 
mile for .locomotive reopairs, 8.7 and 2.5 cents per 
mile for passenger car repairs, and 34.1 and 10.3 for 
freight car repairs. 

It would have been interesting to have had the 

rates paid workmen published along with these re

markable differences. Some light would probably 

have been thrown on the relation between high or 

low costs of work .and high or low monthly wage 

rates. of the workmen. I say monthly wage rates, 

for when work is paid for by the piece the unfor

tunate and widely prevalent ,custom of cutting piece 

rates often results in all sorts of deception on the 

part of the workmen. And a high hourly rate one day 

will
' 

be followed by the workman decreasing his out

put the next. He feels, and with justification, that 

the rates will 'be cut if he is able to make an unusu

ally high amount in a month. Diminished output of 

the workmen, with attendant expensive delays, are 

the results, all of which are paid for dearly by the 

stocl,holders. 
It would seem from the tables that there is ample 

opportunity for the railroads to recover several times 
the twenty-seven million dollars expected from the 
rate income by effecting reform from within. 

After aH roads have attained the lowest figures of 
the "low" road by using that road's methods, the 
habit of saving will probably have become so fixed 
that perhaps the "efficiency doctors," as they have 
been called, will be sent for. 

Transcontinental Railroads in the United 
States 

(Continued jrrnn page 089.) 

Union Pacific and the Atchison, Topeka & Santa 
Fe . .  Some idea of what this competition and the 
potential and often active competition by water has 
done. for freight rates may be gained by under
standing that the rate on first class freight from New 
York city to San Francisco is $3 per 100 pounds, or 

$67.20 per long ton, while the rate on fifth class (high
est class) merchandise from London, England, to 
Birmingham, about 125 miles, is 49s 4d ($9.84) per 
long ton. 

Transcontinental freight rates are really much lower 

than is 'shown by this comparison, because only a 

very small part of the freight that moves from the 

Atlantic seaboard to the Pacific coast moves on what 

are called class rates; and even at these rates only 

a small 'part takes the first class rate, there being six 

classes and each succeeding class is proportionately 

cheape�. The great bulk of the freight moves on what 

are called commodity rates; that is, so much per 100 

pounds is charged fo.r a certain commodity---'Oranges, 

for instance, or lumber; and commodity rates in gen

eral are much lower than class rates. 
Competition and the genius of American railroad 

men have worked alon.g the line of reducing the charge 
for the freight business, and the results are probably 
more strikingly shown by the transcontinental roads 
than by' any other class of roads. 

Competition and the genius to meet this competi
tion have been just as active 'in the passenger business 
as in the freight; but with the result that instead of 
reducing the cost per passenger per mile as the cost 
per ton per mile for freight was reduced, the rail
roads have found that what the public wanted was 
not so much cheaper passenger rates as a very high 
class of service. Of course, in the case of each one of 
the transcontinental roads the freight business is a 
far more important source of revenue than the pas
senger business, but the passenger business is abso
lutely essential to the roads; and to the great ma
jority of the public, passenger service is the criterion 
by which the efficiency of any given railroad is 
judged. 

The varying seasons have a considerable influence 
on the movement of freight over the northern or 
southern lines. For instance, oranges first begin to 
move east from California in considerable quantitieg in 
the early part of January. At this time the southern
most route, the Southern Pacific, can bid successfully 
for the business. A little later the Atchison, Topeka 

& Santa Fe puts in its bid also for this business, and 
by the time spring has come the Southern Pacific
Union Pacific route through San Francisco and Ogden 
to the East is hauling solid trains of oranges. 

In the summer the northern lines-the Northern 
Pacific, the Great Northern and the St; Paul-get 

their share ()f the fruit business, canned fruits, dried 
fruits, apples, etc., moving from California to the 
East. 

The seasons make a big dUference also as .to which 
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Great Union Atchison, Southern 

Pacific. Northern. PacifiC. 
Topeka and 

Pacific. and St. Paul." Santa Fu. 

Le n�th of main line from East to Pacific.' . . .. ... . , •. , .. (miles) 
Tota road mileage.. . . . . . . . .. . .  . .... .. .. . . . .. . . ... . .. .... . . . 

otal capitalization .. .. .. . . . . . . . .. . . . . .. ..... . . ... . . . . . . . ... { 
umber of locomotives ................................... 

Number of �assenger cars, .............................. : : :
. 

Number of reight cars .............. , ' .. .. . ... .. .. . . . . . . 

T 
N 

Total tons of freight . ... ... . . ... .. . . . .  . . . ... ...... . . .. . . 
Total ton miles. .. .. . ..... .  . .. .. . . . .. . . . .... .. .. . . . ... . . . . 
Average length of haul ...... " .......... ....... ..... (miles) { 
A verage train load of revenue freight'. ........ ..... . . (tons) { 
Total number of passengers carried .. . . .. . . .. .. . .. . . ... . . . . . � 
Average receipts per passenger per mile (cents) .. , . .. . . . . . . .. 

1,771' 8,714 $25,000,000 } 424,813,231 1,567 1,217 5,644 32,236,798 6,242,879,692 596 174 
38'j 276 

18,182,361 
2.50 1.88 

1 The length of main line is from eastern terminus to west
ern terminus of the route. 2 The Chicago, Milwaukee & St. 
Paul main line runs from St. Paul to �'acoma. This includes 
the Chicago, Milwaukee & ruget Sound, which is the oper
ating company for the Pacilc Coast extension of the St. 
Paul. 3 The Northern Pacific main line runs from St. Paul 
to Tacoma. • The Great Northern main line runs f.rom St. 
Paul to Tacoma. 'The Union Pacific main line really only 
runs from Council Bluffs to Ogden. The mileage given in our 
table is the main line mileage from Council Bluffs to· San 
Francisco. 6 The Atchison, Topeka & Santa Fe main line 
runs fro m Chicago to San Francisco. 'The Southern Pacific 
main line runs from New Orleans to San Francisco. 8 All of 
the figu,res in this column are the total figures of the St. 
Paul itself and the Puget Sound, with the exception of the 
figures for capitalization, and the averages for length of 

route .gets the bulk of the passenger service. In the 
summer the St. Paul and ' its northern neighbors
the Northern Pacific and Great Northern-can flood 
the New York city ticket offices with highly colored 
literature describing the cool breezes, the cool nights 
and the magnificent s·cenery on their lines. In De
cember and January the Southern Pacific'·s southern 
route, which in point of time cannot compete at all 
with the other lines, gets nevertheless a large passen
ger business because it can offer the prospective trav
eler a journey' through the semi-tropics almost all the 
way from New York. The Southern Pacific's south
ern route for passengers is to take . them by boat from 
New York down into the Gulf of Mexico and transfer 
them at New Orleans to trains. 

Few people realize how keen this cOp1petition for 
passenger traffic from the eastern cities to Califor
nia has become, and few indeed re;:tlize how much the 
railroads have done, or in how manY little ways they 
have extended their activities in order to make their 
road the more attractive. The fact, for instance, that 
the Yellowston.e Park is on the line of the Northern 
Pacific is as truly an asset of the Northern Pacific's 
as is its passenger station at Seattle; the' fact that 
the Grand ,Canyon of Colorad'o is on the line of the 
Atchison, Topek,a & Santa Fe is as truly an asset of 
the Atchison's as is its interest in the union passenger 
station at Los Angeles. 

A very inter,esting development fur instance in this 
competition fO'r the California p·assenger business is 
shown in the case of the Atchison and thEOl Southern 
Pacific in the development of meal service. The South
ern Pacific, taking its hint from the deservedly well 
known and well advertised Fred Harvey meals, has 
made its own dining car service, apparently 'regard
less of cost, an achievement truly to be proud of. The 
money loss from operation is more than made up by 
the gain in populoarity'. 

The ordinary traveler does not make the trip from 
Chicago to California so O'ften that he can form any 
fair judgmen-t of -the percentage of ,through trains that 
are on time. His judgment is based on 'a single trip, 
and if, therefore, his train is two hours late, he feels, 
at least, that the A. & B. road thM he has traveled 
on usuaHy has its trains two hours late. Since there 
is no double-tr·ack transcon,tinental road at present, 
although the Union and Southern Pacifi.c are pl,anning 
to have their connecting lines between Ogden and San 
FranciscO' double-tracked, this fast passenger traffic 
has to be handled over a single-track line, already 
pretty fully taxed to take care of the local passenger 
and local and through freight business. Nevertheless, the 
road's reputation, and therefore the passenger depart
ment's abiHty to get increased business, depends on 
getting the fast train through ·on -time, 'and the efforts 
on the part of the operating man that are used in doing 
this are sometimes almost beyond belief. 

One of the first things -that a traffic man wants to 
know about a road is what commoditie,s it carries. 
An expert can get a pretty good idea of this from 
study,ing a map of the road. Most roads' repO'rt the 
tonnage of each general class of commodities to their 
stockholders in their annual reports, and all roads are 
required to report this to the Interstate Commerce 
Com mission. 

Of the tota,J tonnage carried on -the Great Northern, 
19 per cent is products of agriculture, such as grain 
and so on. Of the tO'tal tonnage of the Northern Pa
cific, 19 per cent is products of agriculture; on the 
Chicago, Milwaukee & St. Paul, 19 per cent is products 
of agriculture; on the Union Pacific, 24 per cent is 
proclucts of agr·f.culture; on the Denver & Rio Grande, 
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1,9073 1.855' 1.783' 2,5766 2,4877 5,814 7,020 6,401 9,961 ]0,077 
$546,566,000 $429,610,909 $613,594,360 $581,697,183 $399,483,171 

1,430 1,127 1,134 1,923 1,821 1,119 885 825 1,375 1,958 44,506 44,832 26,043 57,781 45,185 18.268,998 23,224,972 15,312,211 19,448,590 25,962,704 5,419,084,365 15,678,787,816 5,997,233,894 7,012,896,589 6,628,685,724 
! } 297 245 346 361 24311 

! } 429 518 4511 389'0 396 

9,639,994 8,343,557 8,306,930 13,675,343 i 21,196.32412 40,190,200" 
} 2.18 2.20 2.122 2.06 2.19 

haul, train load and receipts per passenger per niile. The 
$424,813,231 capital is the outstanding capital of the Chicago, 
Milwaukee & St. Paul, and the $:!5,000,O'00 represents the 
outstanding bonds of the Puget Sound not held in the treas· 
ury of the parent company. In the ave.rages, the 
first figure is for the Puget Sound and the second figure for 
the St. Paul. 9 Does not include company freight. 10 Includes 
company freight. This makes the average train load of the 
Atchison appear considerahly larger in comparison with the 
other roads than it really is. For instance, the Southern 
Pacific train load as shown in our table is 396 tons. If com
pany material. were included in that figure, it would he 476 
tons. 11 The tonnage of company material is included in 
arriving at this average; hut it is rather hard to say whether 
the average is much affected or not. 12 Omitting ferry and 
suburban. '. Including ferry and suburban. 

4 per cent; on the Atchison, 23 per cent, ·and on the 
Southern Pacific, 20 per cent. 

On the Great Northern, live stock and animal prod
ucts, such as dressed meat, etc., form but 1 per cent 
of the t otal tonnage; on the Northern Pacific, 2 per 
.cent; on the St. Paul, 5 per cent; on the Union Pacific, 
6 per cent; on the Denver & Rio Grande, 1 per cent; 
on the Atchison, 8 per cent, and on the Southern 
Pa'cific, 4 per cent. 

Products of mines furnish 58 per cent ,of the total 
-tonnage of the Great Northern; 24 per cent on the 
Northern P.acific; 32 per ,cent O'n the St. Paul; 34 per 
cent on the Union Pacific; 84 per cent on the Denver 
& Rio Grande; 28 per cent on the Atchison, and 28 
per cent on the Southern Pacific. 

Lumber and products O'f forests furnish 12 per 
cent of the total tonnage on the Great Northern; 38 
per cent on the Northern Pacifi·c; 13 per cent on the 
St. Paul; 14 per cent on the Union Paci1i();: 2 per 
cent on the Denver & Rio Grande; 12 per cent on 
the Atchison, and 21 per ·cent on the Southern 
Pacific. 

Manufactures furnish 6 per cent of the total ton
nage on the Great Northern; 10 per cent on the 
Northern Pacific; 18 per cent on the St. Paul; 13 per 
cent on the Union Pacific; 6 per cent on the Denver 
& Rio Grande; 17 per cent on the Atchison, and 17 
per cent on the SO'uthern Pacific. 

This is all carload
; bils-Ines's, that is, each shipment 

consists of at least one ·carload. The less than carload 
freight business is generally ·caned merchandise, and 
of the total tonnage

' 
of freight carried by the Great 

Northern but 3 per cent was merchandise; by the 
Northern Pacific but 5 per cent; by the St. Paul but 
10 per cent; by the Union Pacific but 5 per cent; by 
t.he Denver & Rio Grande but 1 per cent; by the 
Atchison but 7 per cent, and by the Southern Pacific 
but 8 per cent. The rest of the total tonnage, besides 
the carlO'ad business -that we have cla.,ssified, and the 
miscellaneous less than carload business, called mer
.chandise, is made up of mis·cellaneous carload ship
ments. It should be noted here that the very high 
per·centage of ,products of mines, carried by the Denver 
& Rio Grande, is caused by the great quantities of 
ore which the Denver & Rio Grande hauls out of the 
mountains in ColoradO', and this business is not trans
continental .business in any sense of the word. Of 
course, in giving the above averages, it wa's. impossible 
to include the W·estern Pacifi·c's or Missouri Pacific's 
business with that of the Denver & RiD Grande, and 
we have not included the St. Paul's Pacifi·c Coast ex
tension with the figures for the St. Paul itself. The 
only way to get any comparison between roads of 
different lengths as to what they are earning, is to 
reduce earnings to' a per mi·le basis. As a matter of 
f'act, a per mile 'basis does not make even a fairly 
accurate comparison. Difference in conditions, differ
ence in c·ommodities carried and differences in physical 
location must be taken into consideration to make 
any sort of comparison, so that there is shown here
with total earnings in the year ended June 30th, 1910, 
of each of}he roads discussed: 

Great Northern . . .  
Northern Pacific . .  
C., M. & St. P . . . . 
Union Pacific . . .  . 
D. & R. G . . . , . .  . 
A., T. & S. Fe . . .  . 
Southern Pacific . .  

Freight 
Revenue. 

$46,675,734 
48,758,736 
44,909,137 
61,479,680 
17,306,613 
71,194,056 
77,018,554 

. Total, In
Passenger clud'g Mall, 
Reven ue. Express, etc. 

$17,025,682 $64,465,370 
24,250,818 74,525,826 
18,689,198 64,846,894 
25,324,254 88,506;465 

6,020,407 23;563,437 
32,013,919 104,993;195 
45,221,129 124,523,905 


