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INTRODUCTION

HE builders of Maine have been forgotten. The
inspirational traditions which form the back-

' ground of the recorded history of Maine have their
' sources in war and in politics. The younger genera-

tion, whose future must depend so largely upon the
solution of economic problems, has been deprived of
knowledge of the experience of its ancestors by the
omission from Maine education, and, indeed, from
Maine history, of accurate information bearing on the

| economic development of Maine. This volume, en-
| titled “Maine Railroads”, has been prepared in re-
| sponse to this apparent need. )

The railroad men of to-day will probably find this
book of little practical value in their work. I have
avoided the use of statistics and have consciously neg-

| lected the background of contemporary economic fac-
| tors necessary for an expert understanding of railroad

history. My purpose has been to prepare for the peo-
ple of Maine a short stery of Maine railroads, a story
containing no more than an intelligent citizen of
Maine ought to want to know.

The material for this history has been drawn from
so many sources that it is practically impossible to cite
references, or to prepare a bibliography. I have ex-
amined all of the annual reports of the Maine Central
and the Bangor and Aroostook Railroads, as well as
the reports of predecessor companies dating back in

some cases to 1840; also the annual reports of the
Maine Railroad Commissioners from 1859 to 1914;
also numerous circulars and pamphlets, many munic-
ipal histories, and several legal cases and decisions,
Everyone to whom I have applied for information has
been very helpful. Every clue has been followed in
search of important facts. If there are errors or im-
p}?rtant omissions, I should be glad to know about
them.

Epwarp E. CHasE.



CHAPTER ONE

THE experimental stage in the development of
'L railroads in the United States began about 1820.
In that year John Stevens built a small narrow gauge
railroad on his estate in Hoboken, New Jersey, upon
which he ran a locomotive and cars. On July 4, 1828,
Charles Carroll of Carrolltown, the last survivor of
the signers of the Declaration of Independence, laid
the first stone of the track of the Baltimore & Ohio
Railroad, which was the first railroad in America.
The first division of the Baltimore & Ohio, thirteen
miles long, was opened in 1830 and ran for about a
year, using sails, or horses when the wind was wrong,
for motive power. But the practicability of steam
locomotion had previously been clearly demonstrated
in England in 1829 by George Stevenson’s “Rocket”,
which had pulled a thirteen ton train at an average
speed of fifteen miles an hour; and in 1831, after
a demonstration by Peter Cooper’s engine, “Tom
Thumb”, the Baltimore & Ohio turned definitely to
steam. Many other experiments had been made dur-
ing the same period, and several railroad charters had
been granted. In 1832 there were 229 miles of rail-
road in the United States.

The rivalry of the coast cities, which had been des-
perately competing for the commerce of the interior
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by creation of and improvements in methods of trans.
portation, found a new inspiration in the planning
and building of railroads. In 1832 most of the im-
portant railroad lines in Massachusetts and New
Jersey were begun. The Boston and Lowell road, the
first railroad in New England, was running betv’veen
Boston and Lowell in 1835. The second railroad
op?rated in New England was the Bangor & Piscata-
quis Canal and Railroad, opened between Bangor and
Old Town in 1836.

I{l 1832 two railroad charters were granted in
Matme. One was to the Calais Railway Company
which later built and operated a horse railroad txx;a::
miles long between Calais and Milltown. The other
was to the Old Town Railway Company for the con-
struction of a railroad between Bangor and Old Town*
'.The-()ld Town Railway Company graded a portion of
its right of way and built piers for bridges. In 1835
the franchise was sold to the Bangor & Piscataquis
Cana‘I and Railroad Company, which ‘was a rival en-
t;jrpnse chartered in 1833 to build a road from Bangor
via Ol.d Town to the slate quarries around Williams-
burg in Piscataquis County; and this company in
1836 completed the road from Bangor to Old Town.
Thl_s enterprise was promoted by Edward and Samuel
Smith of Bangor and was financed and controlled by
Boston capitalists. The line ran by way of Upper

*'Lne incorporators of the Old Town Railway were Ira Wadleigh

Charies Ramsdell, Isaac Damons, Ford Whi
; 4 hitman, A M:
Ebenezer French, and others. i i



. ~Stillwater and came into Bangor along Harlow and

 the road until his death in 1868. General Veazie built
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Exchange Streets to the wharves. The track was laid
with wooden rails with a three-quarter inch strap rail
on top. The first engines used were built by the Stev-
ensons in England and weighed about six tons. In
1855 the name was changed to the Bangor, Old Town
and Milford Railroad. In 1854, General Samuel Vea-
zie, who was one of the largest lumber operators on
Penobscot waters, acquired the property and operated

a railroad bridge at Milford and contemplated an ex-

tension of the road up the river. In 1870 the road was
purchased from the Veazie heirs by the European &
North American Railway, and was discontinued.
"The superlatives affected by certain writers on
Maine history have created the impression that Maine
was a pioneer in railroad construction. "As a matter
of fact, with the exception of the unimportant and iso-
lated roads mentioned, there was no important rail-

. road construction in Maine prior to 1840 and it was

even five years later before Maine people were alive
to the necessity of railroad transportation. There
were a few leaders, however, who by their influence
gradually persuaded the minds of many of the import-
ance of railroads." The early plans contemplated a
railroad to Quebec from some Maine seaport, and
Portland, Wiscasset and Belfast were suggested as
“the Atlantic terminus of such a railroad. The Belfast
project actually attained to some dignity and stand-
ing. In 1836 a Maine charter was granted to the Bel-

~
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fast and Quebec Railroad, and the Canadian Parlia-
ment granted a charter to a Canadian company to
build a railroad from Quebec to the Maine state line.
The promoters held several meetings in Maine and in
Quebec, and the reports of their activities indicate
that success was confidently expected. A survey was
made in 1836, and the route was established through
Unity to Skowhegan, up the Kennebec and Dead Riv-
er, across into the valley of the Moose River, and west
in that valley to the state line where the route met the
Quebec survey in the valley of the Chaudiere. In 1837
'representatives of Belfast were at the legislature seek-
ing state assistance in the construction of this railroad.

/By the terms of its constitution, however, Maine was
| prohibited from a direct loan of its credit for this pur-
( pose, and private initiative and capital were lacking.

The charter was revived in 1845, but the enthusiasm

of the citizens of Quebec had then disappeared.
About this time several other ambitious projects ap-
peared on paper. The State Board of Internal Im-
provements had surveyed a railroad route from Port-
land to Bangor. The ambition of Belfast, not content
with its Quebec railroad project, expanded in an at-
tempt to establish that city as a railroad center, and
charters were granted for a railroad from Belfast to
Gardiner and from Belfast to Bangor. These pro-

- posed railroads, together with the projected Kennebec

and Portland Railroad, would have formed a line from
Portland to Bangor. Another plan proposed a railroad
from Portland to Lake Champlain, and this route was
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surveyed in 1839. Many other charters were granted
for railroad schemes of lesser magnitude. In 1836
Maine was enjoying one of those popular mental dis-
orders familiarly known as “booms”, attended by the
ysual features of extravagance, , speculation in real es-
tate, over-expansion of credit, and undue optimism.
Under such conditions no project was too visionary to
consider, and some railroad building might have been
accompl;shed but similar “boom” conditions in other
sections of the country led to the inevitable collapse,
and in 1837 the financial structure of the country fell

into ruin.
| The panic of 1837 was the culmination of a period

| of over-expansion in internal improvements. The tre-
mendous investments in turnpikes and canals, and
later in railroads, made on the credit of the states dur-

| ing the late twenties and early thirties, had resulted in
an increase in state debts from about $I3,oooooo in
1820 to about $200,000,000 in 1840. Under panic con-
ditions many states were unable to pay interest on
‘their debts, and several states, mcludmg Mississippi,

. Louisiana, Pennsylvania, Indiana and Michigan, re-

| pudiated their debts altogether. By the time Maine
! became definitely converted to the railroad idea the

theory of state assistance was anathema to the people.

throughout the country; consequently, until 1861 no
l important assistance was given to Maine railroads by

| the State Government, and then only in one notable

instance.
Another small, but nevertheless interesting, Maine

L6171

railroad enterprise was the Machiasport Railroad be-
tween Whitneyville and Machiasport. The Boston
and Eastern Mill and Land Company, organized in
1833 for the purpose of doing a general lumber busi-
‘ness at Whitneyville (then Middle Falls), started this
road in 1841 and completed it in 1842, for the purpose
of transporting its lumber from the mill to tidewater,
The track was 4 feet 814 inches gauge with 8 inch tim-
bers laid on 8 inch ties, and 2 x 3 joist, covered on top
with flat bars of iron, laid on top of timbers. The first
engine used, the Phoenix, was built in England, and
was leased from the Eastern Railroad of Boston. The
cars were four wheel m&mﬁmﬁg}i{d six feet
wide. The yearly traffic prior to 1866 was approxi-
mately ten million feet of long lumber, ten million
laths, one million shingles, and other small lumber,
After 1866 the business declined, and the railroad was
not operated after 189o. The Whitneyville Agency,
successor to the Boston and Eastern Mill and Land
Company, was dissolved in 1896, and the Sullivan
family of Whitneyville succeeded to ownership in the
entire property.

The first important railroad to be completed in
Maine was the Portland, Saco & Portsmouth Rail-
road. This company was chartered in 1837 to build a
road from Portland to Portsmouth and to connect |
there with a line to Boston. It was conceived by and
always partially or wholly controlled by the Eastern
Railroad during the active life-of-the-latter company.
The Eastem Railroad was incorporated in Massachu- |
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setts in 1836 to build a railroad from Boston to the
New Hampshire state line. The original plan of the
promoters was to build from Boston to Salem, but a
charter could not be secured without undertaking the
construction to New Hampshire. The available capi-
tal being insufficient for building the longer line, the

Commonwealth of Massachusetts issued script in total -

amount of $590,000 to aid in construction. The East-
ern Railroad of New Hampshire was incorporated in
the same year to build from the Massachusetts line to

. Portsmouth. In 1839, during the process of construc-
tion of its road, the New Hampshire company leased
its property to the Eastern Railroad of Massachusetts
for 99 years. The road was opened from Boston to
Portsmouth on December 31, 1840. The Portland,
Saco and Portsmouth Railroad was then under con-
struction, and was opened to Portland late in 1842.
The cost of this road was about $1,107,240.

During the time when the northern terminus was at
Portsmouth the Eastern Railroad operated steamship
lines from that city to Portland and to Kennebec Riv-
er points. After the railroad was opened to Portland,
the steamers connected with trains there, running to
the Kennebec and Penobscot River points, and to
Eastport, St. John and Halifax. For many years the

and wharf property in Maine. The Eastern and the
Boston & Maine owned a substantial interest in the
Penobscot Steam Navigation Company, which was

| Eastern Railroad had a large investment in steamers

L&l

organized in 1847 to operate steamers between Port-
land and Bangor.*

About two months after the completion of the Port-
land, Saco and Portsmouth road that company leased
its property to the Eastern and to the Boston & Maine
jointly at an annual rental of six per cent, with a pen-
alty of $200,000 on either party for breach of the con-
tract. This joint lease was modified in 1847 so that
the Eastern and the Boston & Maine shared equally
in the profits of the Portland, Saco and Portsmouth
over and above the guaranteed rental. Although the
Eastern and the Boston & Maine had equal rights un-
der the lease, the Eastern seems to have had the great-
er influence, and for several years the officials of the
Eastern held the same offices in the Maine Company.
The road was operated independently, but owned little
equipment except locomotives. The trains were made
up from Eastern and from Boston & Maine cars. The
station in Portland was located near the wharves at
the foot of State Street.

- The Boston & Maine Railroad was opened to South
Berwick early in 1843, but its line did not extend be-
yond that point in Maine until 1871, when the cancel-

- lation of its lease of the Portland, Saco & Portsmouth

Railroad, under conditions to be mentioned later, made
necessary the extension of its line to Portland.

* Railroad communication between Portland and Bangor was not es-
tablished until 1855,
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CHAPTER TWO

HE enthusiasm for railroad building, which had
-1 created in fifteen years 4633 miles of railroad in
the United States, had aroused in Maine no important
response. The only outstanding industries in Maine

' in 1840, outside of agriculture, were lumbering, fisher-

s . . . . . - g
ies, shipping and shipbuilding, all relying on water
transportation ; and the population was concentrated
around the harbors and along navigable rivers. To
the merchants of that day, trading in the markets of
the world, there was little romance in the idea of build-

ing a few miles of railroad. Maine capital was largely

invested in shipping and in lumbering and timber-

lands, and during the business depression in the late
thirties no funds were available for a project large
enough to arouse a general interest.

An interesting subject for speculation is how much
Maine’s tardiness in railroad development is reflected
in the present condition of the State. It is certain that
the increase in population after 1850 was at a much
lower rate than in the first half of the century. In the
early decades Maine had grown more rapidly than

Massachusetts, in spite of a large and constant stream

~ of emigration from Maine to the West. But in Massa-

chusetts had taken place a gradual development of
manufacturing establishments, fostered ‘and protected

Col
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by the “American System” of protective tariffs s on-
sored by Henry Clay, and later assisted by the dfvcl-
opment of railroad transportation facilities, whereas
Maine had been slow in- appreciating the ac’lvanta es
of manufacturing industry during the most fa\éﬁ;a%ie
period for its development. It is more than a coingi.
dence in da'ttes that, as soon as a railroad was assured
the Frax‘lkhn Company started operations in Lewiston’
in 1847 in developing water power for the cotton mills
which grew up immediately after the railroad was built, |
The dgvelopment of a railroad system tributary tc;
Boston had diverted to that city a large part of the
New Hampshire and Vermont trade that had formerly
come to Portland, and the realization of this f.;.-l'lan.yI
in t!le channels of trade caused a more general a rge
cxatlon‘of the economic necessity of a railroad s I')s}t)e;;
for Mame. It is certain that a tremendous char{ge in
sentiment toward railroads ‘took-place in Maine about

- 1844. The business depression, due to the panic of

1837 and subsequent deflation, had run its course. and
money was again available for new projects. Th;: en-
thys:asm of Maine’s leading men was directed toward
railroad building, the more ardently because so lon |
repressed. And the High Priest of the new econ e
go:sIEel was John A. Poor, — =
_There is no place in economic histo
b:ogra}?hy, but it is impossible to undcgt:iilel?;:: r:'cai?f
road history of Maine without a knowledge of the ca-
reer .o-f John Alfred Poor, and of his conceptions and
ambitions. He was born in Andover, Maine. Having



Cr]

studied law and become admitted to the bar, he was
practicing law in Bangor when the Bangor & Piscata-
quis Canal and Railroad Company opened its road in
1836. He had from the beginning of railroads an in-
tense interest in their development, and had travelled
from Bangor to Boston to witness the opening of the
Boston and Lowell road. He believed in the develop-
ment of Maine as the shippmcr center for the com-
merce of Canada and the Great Lakes district, and per-

' | suaded many persons to his oplnlon but he and his

friends could make little headway in combating the
anti-railroad sentiment which existed in Maine until
the early forties.

There was no important railroad built or building
in Canada at this time. The total population of Can-
ada was about 1,500,000. The commerce of the coun-
try moved on the Great Lakes and on the St. Lawrence
River and its tributaries. The navigation of these wa-
ters had been made possible by the construction of sev-
eral important canals, of which the most vital was the
Welland Canal around Niagara Falls. In 1845 the
cheapest route from Oh10___to England was by way of
the St. Lawrence River. The only defect in this sys-
tem was the impossibility of winter navigation. Itwas
divert the flow of trade to the opcn wmtcr harbors on
;he Maine coast.

' The conception of Maine harbors as the logical out-
let for Canadian commerce was not originated by Mr.
Poor. The same idea had actuated the promoters of

L1z ]

the Belfast and Quebec Railroad several years earlier,
But the basic conception of economic geography which
supported the idea had been promulgated early in the
seventeenth century by Champlain, the founder of the
French colonization in America. The fulfillment of
that destiny had been postponed by the interposing of
a political barrier. John A. Poor was the first to prove
that that barrier was not economic.

% In pursuance of this program, Poor explored the

country between the St. Lawrence and Maine in order
to satisfy himself as to the practicability of a railroad.
In 1844 he appeared in Portland, accompanied by a
delegation of citizens from interior towns, and made
public his plans for a railroad system for the State of
Maine, urg ing upon the citizens of Portland the wis-
dom of granting assistance to the enterprise.

Briefly stated, the original railroad program of John
A. Poor contemplated the immediate construction of a
railroad from the Atlantic Ocean at Portland to Mon-
treal on the St. Lawrence River, for the purpose of d1-
verting the commerce of Canada and the Great Lakes
country, and the construction of another railroad line
from a junction with the Portland to Montreal railroad
through Lewiston. to Gardiner, up the Kennebec River
to Waterville, across to the Penobscot River at Bangor,
and from Bangor east to St. John and Halifax. The
railroad through Maine would be a trunk line from
which branches would radiate, and thus connect the
United States with the Maritime Provinces.

The plan for a railroad from . Portland to Montreal
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was enthusiastically supported by the leading citizens
of Portland, and, under the leadership of Mr. Poor,
William Pitt Preble and Josiah S. Little, an organized
movement was made for the accomplishment of this
object. Montreal people were favorable to the idea of
an Atlantic railroad. A preliminary survey was made,
and in December, 1844, the engineer, James Hall, re-
ported that a road through Dixville Notch was feasible
and estimated the cost from Portland to the Canadian
Boundary at $2,500,000. An application was made to

the legislature which convened in January, 1845, for a
" charter to build a railroad from Portland to the Cana-
dian boundary in the general direction of Sherbrooke
and Montreal, to connect at the boundary with a Ca-
nadian railroad to be constructed from-the boundary
to Montreal. The charter was granted on February
10, 1845, in the name of the Atlantic & St. Lawrence
Railroad. i

The idea of a railroad from Montreal to the Atlantic
“was none the less captivating to the business men of
Boston because it had originated in Maine, and there
arose immediately a bitter controversy between Port-

land and Boston for the terminus of such a road. So-

much was said that was bitter, so much that was un-
true, and so much plain mud slinging was indulged in
that it is now difficult to determine the real compara-
tive merit of the two projects. The people of Montreal
were apparently indifferent to the question of the At-
lantic terminus so long as the construction of the road
to one port or the other was assured. Early in Febru-

[C14]

ary, 1845, five days before the charter was granted by
the Maine Legislature, John A. Poor learned that the
Boston group had gained the advantage and that defi-
nite action would soon be taken committing Montreal
to the Boston route. He started immediately from
Portland toward Montreal, driving in a sleigh in the
worst blizzard of the winter. By frequent changes of
horses and by almost super-human exertion, he broke
his way through the snow-blocked passes of the White
Mountains, and by constant and almost sleepless trav-
el arrived in Montreal on February tenthin time to ap-
pear before the Board of Trade at the meeting called
for the purpose of action on the Boston proposition.
He was successful in having the decision deferred; and
about a week later Mr. Preble arrived with the char-
ter granted by the Maine legislature. The Portland
railroad thereafter steadily grew in favor, and was
soon definitely started.

Subscriptions for stock in the Atlantic & St. Law-
rence Railroad were received during 1845 ; and the re-
sult was so encouraging that organization was effected
in September, 1845.* In the meantime the leaders had
decided against the Dixville Notch route, and had or-
dered a second survey which resulted in the location of
the present line. The estimate of cost on the new lo-
cation was higher, but since the people of Portland were
now committed to the enterprise, cost was a minor con-

*The first directors were William Pitt Preble, President; John
Mussey; John Anderson; Josiah S. Little; Eliphalet Greely; St. John

Smith; John B. Brown; Thomas Hammond; James L. Farmer; Ezra
F. Beal; John A. Poor; James Deering; and John Turner,
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sideration. In April, 1846, a convention was agreed
upon by the American and Canadian Companies, and
on July 4, 1846, actual construction was begun. The
ceremony of breaking ground for the Atlantic & St.
Lawrence Railroad was one of the most important
events in the history of Portland, and that its impor-
tance was fully appreciated at the time is proved by
the accounts of the tremendous celebration beld in
Portland on that day.

There was considerable difficulty in ﬁnancmg the

construction of the road..'T oad._ The ill feelmg in Boston

helped to undermine public faith in the undertaking,
and stock could not be sold readily. It was December
, 1848, before the road was opened to Danville Junc-
tion, where it connected with the Androscoggin & Ken-
nebec Railroad, already in process of construction.
On February 4, 1849, the road was opened to Mechanic
Falls, and in October to Oxford. During 1849 the pro-
ject received a tremendous impetus from the repeal of
the “Corn Laws” in England, and the consequent
opening of the English market to American and Cana-
dian breadstuffs. The road then built had already cost
nearly as much as the estimate for the entireline. The
comparny had neither funds nor credit, but faith in the
enterprise was still abundant in its promoters. A
contract was made with Wood, Black & Company for
the construction of the railroad from South Paris to
the Canadian boundary at $26,200 per mile, payable
half in cash, a quarter in bonds, and a quarter in stock.
The City of Portland had been authorized to loan its
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credit to the extent of $1,000,000, of which about $400,-
000 had been advanced to the company before the con-
tract was made with Wood, Black & Company. Leg-
islation was secured permitting the grant of additional
financial assistance by the City of Portland. Con-
struction under the contractors went forward rapidly.
The road opened to Bethel in March, 1851 ; to the state
line in July of that year; and to the Canadian bound-
ary in February, 1853. The Canadian company soon
completed its road; and the whole line was opened
from Portland to Montreal in July, 1853.

On August 5, 1853, the Atlantic & St. Lawrence
Railroad was leased to the Grand Trunk Rallway of
Canada for 999 years. *The capltahzatlon at that time
was $3,494,000 in funded debt and $2,494,900 par val- -
ue stock, the total cost being nearly $6,000,000. By
the terms of the lease the Grand Trunk Rallway as-
sumed all the debts, and guaranteed six per cent divi-
denf— the stock.

000,000, and thls amount was repaid in full after the
siccesstul conclusion of the unaertak_rng The rail-
road had made Portland a port of first importance. A
line of winter steamers to Liverpool was established as

* The Atlantic & St. Lawrence Railroad Company still maintains its
corporate existence, It passed to the cantrol of the Dominion of Canada
when the Canadian Government took over the Grand Trunk System in
1920, and is now a part of the Canadian National railway system.
A few odd lots of Atlantic & St. Lawrence dollar stock are held
in Maine, but the bulk of the stock is in pounds sterling denommat:on
and is listed on the London Stock Exchange.
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soon as the road was opened, and large e.xP?ndit.ures
were made in the creation of terminal facilities. The
Marginal Way, a new street now known as Commer-
cial Street, was built along the water front across the

heads of the wharves.

CHAPTER THREE

THE railroad program of John A.Poor had been well
received in most sections of the State, The same
legislature which granted the charter to the Atlantic &
St Lawrence later granted two other charters for the
construction of the two roads which, with a portion of
the Atlantic & St. Lawrence, would form a trunk line
betwecn Portland and Bangor, following closely the
line recommended by Mr. Poor. The Androscoggin
and Kennebec Railroad was chartered to construct
and operate a rzilroad from some point of intersection
with the Atlantic & St. Lawrence easterly through
Lewiston to some point on the Kennebec River between
the north line of Waterville and the south line of Hal-
lowell. The Penobscot and Kennebec Railroad was
chartered to build and operate a railroad from Bangor
to some point on the Kennebec River between the':
north lirce of Waterville and the south line of Gardiner.
Both charters were sponsored by the same group, and
from the charter description of the terminii, it is obvi-
ous that both projects were part of the same plan.

In 1836 a charter had been granted, and subsequent-
ly several times renewed, by the legislature to the Ken-
nebec and Portland Railroad to build a railroad from

Portland to Augusta through the towns of Yarmouth,

Freeport, Brunswick, Topsham and Gardiner. The

L8]
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promoters were citizens of Gardiner, including George
Evans and Robert Hallowell Gardiner; and their orig-
inal plan was to build a railroad from Portland to Gar-
diner and a railroad or a canal from Gardiner to Win-
throp. The influence of Augusta was used in opposi-
tion to the proposed charter, and it became necessary
to make Augusta the terminus of the proposed route.
The project was in a fair way to die altogether when
it suddenly became enlivened by the proposals of Mr.
Poor and of the friends of the Androscoggin and Ken-

nebec prOJect Reuel Williams of Augusta then be--

came the active head of the Kennebec and Portland
Railroad. The Augusta group came into conflict with
the Portland Lewiston and Waterville groups and

years. This long and bitter quarrel is general!y de-

scribed as the “War of the Gauges” but its causes were

deeper than a mere matter of gauge.

+ The partisan nature of the testimony afforded in
the arguments of the period furnishes so many direct
contradictions that it is difficult to find any reliable
statements of the real motives of the contending par-
ties. The Portland group, heavily interested in the

the main line through Maine to connect with the Mon-

treal road and bring it traffic, The promoters of the
Au??oscoggm and Kennebec originally contemplated
a line from Lewiston to Gardiner, Hallowell or Augus-
ta. The Waterville, group wanted the terminus in their

city. The Augusta group wanted a railroad terminus

[ 20 ]

in Augusta, and favored the Kennebec Valley route as
surveyed for the Kennebec and Portland Railroad.
They also wanted a railroad connecting with the Bos-
ton road, which involved the question of gauge, as the
proposed gauge of the Montreal road was different
from the Boston road. But the question of gauge was
not a vital matter at that time.

The impossibility of amicable adjustment of the dif-
ferences of the contending factions led to a decision by
the promoters of the Androscoggin and Kennebec
Railroad to ignore Augusta altogether and to locate
their railroad from Danville through Lewiston and
Winthrop to Waterville on what is now known as the
“Back Route”. Subscriptions for stock having been
secured in the necessary amount, the Androscoggin and
Kennebec Railroad was organized early in 1847, and
construction was started the same year.* The railroad
was put under construction in three sections, all to be
completed by July, 1849. The original estimate of
$1,000,000 as the probable cost of the road was less
than half the actual cost, and the difficulty of securing
additional funds delayed the construction program,

* The members of the first board of directors were Timothy Boutelle
and Jediah Morrill of Waterville; Samuel Taylor, Jr., of Fairfield, John
Ware of Athens, Josiah Prescott of Farmington, Samuel P. Benson
of Winthrop, Lot M. Morrill of Readfield, Josiah Little, Jr., of
Lewiston, Hobart Clark of Andover, Mass, William Goodenow of
Portland, W. B. S. Moor of Bangor, Reuben B. Dunn of Wayne.
The presidents were Timothy Boutelle, 1847-50; Ashur Ware, 1851;
Samuel Taylor, Jr., 1852; Samuel P. Benson, 1853; William Willis,
1854; Anson P. Morrill, 1855; Dennis L. Milliken, 1856; John Ware,
1857-62.
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while the expensive methods of financing materially
increased the cost. It was necessary to mortgage two
sections of the road in order to pay for the rails. The
road was opened to Lewiston in December, 1848; to
Winthrop in July, 1849; and to Waterville on Decem-
ber 5, 1849. The Kennebec and Portland Railroad,
the rival project backed by Augusta interests, had at
this time built its line only as far as Brunswick and
Bath, and the complenon of the Androscoggln & Ken-
nebec road to Waterville was celebrated by its friends
as a great v1ct0n
The stock of the Androscoggin & Kennebec was
pracncallv all owned by Maine people, and was at one
“time distributed among 1854 holders in eighty-seven
towns in Maine, with only four stockholders outside
of Maine. The earnings were disappointing, and for
several years the stock had only a nominal value.
When the road was completed to Watermlle, there was
no connection with the Boston road to Portland. The
Atlantic & St. Lawrence had agreed to furnish this
connection and did so in 1850, but the difference in
gauge made through traffic impossible, and all freight
and passengers had to be transferred. There was con-
siderable difficulty at first in securing a satisfactory
division of rates with the Atlantic & St. Lawrence,
. and it was not until 1855, after the lease of the Atlan-
tic & St. Lawrence to the Grand Trunk Railway, that
a definite and satisfactory contract was made.
The controversy regarding the route of the railroad

C22]

to Waterville and Bangor stimulated interest in the
Kennebec and Portland Railroad, and aroused its pro-
moters to action. The company was organized late
in 1846, the original subscription for stock totalling
about $625,000. The line from Yarmouth to Augusta
and the branch to Bath were located early in 1847, and
construction was started on the Bath branch in June,
1847. The estimate of cost for the entire road was
about $1,635,000. The road was opened from Bath to
Yarmouth Junction on July 4, 1848, connecting at
Yarmouth with the Atlantic & St. Lawrence. This
arrangement was naturally very unsatisfactory on ac-
count of the difference in gauge, and plans were made
for extending the road to a connection with the Boston
road in Portland. In 1850 this extension was made to
a connection with the York and Cumberland railroad
at Deering Junction, funds being secured by mortgag-
ing that part of the road, and soon after, with the as-
sistance of the Portland, Saco and Portsmouth Rail-
road which purchased $100,000 par value of stock, the
road was extended from the York and Cumberland
station in Portland to a junction with the Boston road
in Cape Elizabeth (now South Portland). In 1859
the legislature passed an act authorizing the cities and
towns along the route to grant financial assistance, and
about $750,000 was secured in this manner. In Janu-
ary, 1851, the road was opened from Brunswick to
Richmond, and the entire line from Portland to Au-
gusta was opened in 1852. Like most of the early rail-
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roads the cost was largely in excess of the estimates.
The geographical position of the towns along the route
seems to have been considered of greater importance
than the possible location of easy gradients in the de-
termination of the location.

In the late forties the question of gauge became a
vital matter in Maine. The gauge of 4 feet 814 inches,
now known as standard gauge, had been copied from
early English railroads. This dimension was said to
have been an accident in the first place; and it had cer-
tainly not been determined by any scientific demon-
stration. It had been adopted by the Massachusetts
railroads and by many other roads, but its merit was
questioned by many able engineers. Mr. A. C. Mor-
ton, the engineer in charge of the Atlantic & St.
Lawrence Railroad, had persuaded the Canadian au-
thorities to revoke their original decision in favor of
the 4 feet 81% inches gauge and to adopt a broad gauge
of 5 feet 6 inches. At that time there were only fifteen
miles of railroad in all Canada. The Portland, Saco
and Portsmouth had the narrow gauge, but no con-
nection was planned between the Montreal and the
Boston road. The construction of the Atlantic &
St. Lawrence with the broad gauge was the cause of
the existence of the broad gauge on the major portion
of the Maine railroad system for many years. In 1847
the Androscoggin & Kennebec had adopted the
broad gauge to connect with the Atlantic & St. Law-
rence, and the Kennebec & Portland had elected to
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connect with the Boston road on the narrow gauge.
“Soon after the organization of the Kennebec and
Portland Railroad Company its active head, Mr. Reuel
Williams, had tried to secure a charter authorizing the
extension of the narrow gauge system up the Kennebec
Valley and to Bangor; but, in the face of the active op-
positi.on of the broad gauge roads, he had not been suc-
cessful. The Penobscot and Kennebec Railroad had
the right of location in the Kennebec Valley as far
south as Gardiner, and this right was maintained un-
til 1852. The Somerset and Kennebec Railroad had
been chartered in 1848 to build a railroad from some
point near Carratunk down the Kennebec Valley.to
connect with the Androscoggin & Kennebec or with

the Penobscot & Kennebec at or near Waterville, and -

to connect with the Kennebec & Portland at Augusta,
provided the Penobscot & Kennebec had not built. to
Augusta within the time limit of its charter, which
limit was originally December 31, 1850, but was ex-
tended to December 31, 1852.

The Penobscot and Kennebec Railroad from the
Kennebec River to Bangor was an essential part of
the original plan of Mr. Poor; and this company .had
been chartered in the same year with the Atlantic &
St. Lawrence and the Androscoggin & Kennebec.
In 1850, shortly after the Androscoggin & Kennebec
was opened to Waterville, organization was effected
by the choice of George W. Pickering, Samuel P.
Strickland, Moses L. Appleton and Wyman B. S.
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Moor of Bangor, and Francis O. J. Smith, John M.
Wood and John A. Poor of Portland as directors. The
original subscription for stock totalled 4066 shares, of
which 2000 shares were subscribed by Francis O. ]J.
Smith and 2000 shares by John M. Wood. The early
construction of the Bangor road was then expected.

CHAPTER FOUR

N following the history of the railroad enterprises
which eventually came through consolidation to

compose the present Maine Central Railroad system,

it is easy to lose sight of contemporary events and of
the influence of one undertaking upon another. In all

the phases of the early railroad quarrels the only out-
~standing figure whose activities give the appearance of

cg'l_tl_ryl_lg_and of adherence to a definite plan is John
A. Poor. While most of the men active in Maine rail-
roads were content to consider local advantages the
scope of his conception of Maine railroads was inter-
national. He saw, perhaps more clearly than any man
of his time, the opportunity afforded by Maine’s geo-
graphical position on the American continent, and he
believed that the community of business interests be-

tween the United States and Canada would require

the solution of all the problems involved in interna- -

tlw Poor was a railroad bullder not an
operator. As soon as the completlon of the Atlantic

& St. Lawrence was assured, his activities were direct--

ed to the undertaking proposed in his original railroad
plan, the railroad through Maine to St. John and Hali-
fax. In December, 1849, the Androscoggin & Kenne-
bec opened to Waterville; and it was expected that
construction would start promptly on the Penobscot

[ 267
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& Kennebec road. In 1850 a charter was granted to
the European and North American Railroad to build
a railroad from Bangor to the eastern boundary of
Mame connecting there with a railroad to be built
frorn St. John. The tremendous influence of this proj-
ect upon contemporary enterprises entitles the Eu-
ropean and North American Railroad to a place in
Maine railroad history for nearly twenty years before
the road was actually built.

The European and North American Railroad proj-
ect was formally prcsented at a convention organized
by Mr. Poor and his associates and held in Portland in
1850. This convention was largely attended, and an
intense public interest in the plan was aroused. The
active men in New Brunswick and Nova Scotia were
enthusiastically interested, and undertcok the arrange-
ments for the construction of the Canadian portion of
the line. The State of Maine was asked to grant two_
million acres of the public lands to the railroad, on the
ground that transportation facilities afforded by the
road would largely increase the value of the remain-
ing public lands. Massachusetts was also asked for
assistance by a grant of part of her Maine lands. Al-
though this request was denied, a committee of the
Massachusetts legislature did recommend a loan of the
state’s credlt to the company, and a bill prowdmg for
such assistance was defeated by a narrow margin

through the influence of Boston merchants and the

actually passed a bill granting 1,350,000 acres of land

[ 28]

to the Company, but this bill was defeated in the
Senate.

In the meantime an interesting situation had arisen
in the Provinces. It appears that New Brunswick was
prepared to carry her full share of the burden of con-
struction ; but that Nova Scotia authorities started a
correspondence with the British Government in the
hope of securing the guarantee of Great Britain on the
bonds to be sold by the railroad company. This inter-
esting correspondence discloses the primary interest,

of the British Government in the construction of al
railroad from Halifax to Quebec through British ter-
ritory ; and considerable pressure was put upon the \
Provinces to support the Halifax-Quebec project. Nova. J

Scotia authorities were advised that the guarantee of
the British Government would be available for the Fu-
ropean & North American, provided arrangements
should first be made assuring the construction of the
Quebec road. The building of a railroad from Halifax
to Quebec was a military measure, pure and simple, as
there was no chance that such a railroad could pay,
and the Province authorities were not pleased that
military measures should be considered in priority to
the economic advantages of the Provinces. In 1851
the New Brunswick authorities definitely advised Earl
Grey that the provincial credit would not be pledged
as assistance for the Halifax-Quebec road.

It seems apparent that in the beginning of the Eu-
ropean and North American Railroad project there
was unanimity of purpose among its promoters. But it
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is no less clear that the enterprise was retarded by the
necessity of reconciling two conflicting ideas which
were diametrically opposed, The people of Bangor,
especially the lumbermen, had been in trouble with the
Canadians along the border for many years. The pub-
lic passions had been inflamed by the timber depreda-
tions which had caused the Aroostook War, and the
settlement of the Northeastern Boundary controversy
by the Webster-Ashburton' Treaty in 1843 had aroused
bitter resentment. Bangor could not be indifferent to
the European & North American project, but no en-
thusiasm was generated there by the vision of inter-
national conciliation and good will, which was the
basis for arguments advanced by Mr. Poor and others

in favor of the proposed railroad to Halifax. The rail-

road desired by the people of Bangor was a railroad
with a military purpose, running from Bangor to the
St. John River in the Aroostook region, and capable of
providing a means of communication for the defense

of the Northeastern boundary, The promoters of the -

European & North American came eventually to a
partial adoption of this idea.

In 1851 the construction of the European & North
American seemed assured. But the road from Wa-
terville to Bangor had not been put under construc-

tion, and this was an essential feature of the plan. Ef-

forts were made without success to hasten the building
of the Penobscot & Kennebec road, and in 1853 the
legislature authorized the European & North Amer-
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ican to lease the Penobscot & Kennebec. It was said
at the time that British capital was available to build
the road from Waterville to Halifax. The Bangor
group declined to grasp this opportunity, and the out-
break of the Crimean War later in 1853 caused the
withdrawal of the offer of British capital for the rail-
road.

From the time of the organization meeting of the
Penobscot and Kennebec Railroad Company until
July, 1852, nothing was done about building the road
or raising more money. This delay was irksome to the
three Portland directors who were all interested in the
European & North American project and, therefore,
especially eager for the completion of the railroad to
Bangor. The company was at war with the Somerset
and Kennebec Railroad Company which was associ-
ated with the Kennebec and Portland Railroad group
and which was considered a part of the plan of the nar-
row gauge interests for an extension of the narrow
gauge to Bangor; and the delay of the Penobscot &
Kennebec in finally locating its line made the con-
struction of the Somerset & Kennebec road practically
impossible. The preliminary plans of the Penobscot
& Kennebec contemplated crossing the Kennebec Riv-
er at Waterville, but after the Somerset & Kennebec
had filed its location between Fairfield and Waterville,
the Penobscot & Kennebec, by virtue of its prior right
of location, changed its plans and located on the exact
ground selected by the Somerset & Kennebec, and
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during 1852 and 1853 built a broad'gauge road between

Waterville and Fairfield (then Kendall’s Mills).*

In 1852 the Portland directors of the Penobscot &
Kennebec, Messts. Smith, Wood and Poor, attempted
to force definite action for construction of the road to
Bangor, and the proposal of John M. Wood to build
the road for $26,200 a mile was submitted to the di-
rectors.* The Bangor directors were unable to agree
to this proposition, and thereupon Mr. Smith and Mr.
Wood, each holding 2000 shares of the total original
subscription of 4066 shares, proceeded to elect a new
board of directors, composed of George W. Stanley of
Augusta, Thomas Pickard of Lewiston (probably Sam-
uel Pickard, as there was no one in Lewiston named
Thomas Pickard), and Ira Crocker, Nathan Cum-
mings, James C. Churchill, John M. Wood and Wil-
liam Kimbal! of Portland.

There was consternation in Bangor on account of
this action, as it was believed that Bangor would lose
control of the road. The Bangor group claimed that
the proceedings were illegal, and the old board—minus
* the Portland members-—continued to act and refused
to turn over the records to the new board. Upon legal
action being taken to compel delivery of the records,
the Court ruled that the new board was ineligible.

* The section of broad gauge road between Waterville and Fairfield
was known as Moor's Battery on account of a remark made by W. B,

S. Moor that “they would plant a battery at Kendall's Mills that would
blow the Somerset road to the devil.”

* John M. Wood was of Wood, Black & Co., Contractors on the At-
lantic and St. Lawrence Railroad.
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Messrs. Smith, Wood and Poor afterwards severed
their connection with the company.

While the control of the management of the Penob-
scot & Kennebec was still in doubt, Mr. Poor, who
apparently feared that the bitter quarrels of the day
would prevent any 1y railroad building, issued a call for
a railroad convention to z_gll the active railroad men in
Maine, in the hope that by conference some compro-
mise might be reached which would solve the most
serious problems and make possible a renewal of con-
struction. The convention was attended by represent-
atives of all the contending factions, and resolutions
were adopted by which it was agreed that the Somerset
& Kennebec should be free to proceed with the ex-
tension of the narrow gauge line up the Kennebec Riv-
er, and that the narrow gauge interests would abandon
their plan for the extension of the narrow gauge to
Bangor. In 1853 the Leglslature confirmed the right
of the Somerset & Kennebec to build to Augusta.

In 1852, shortly after the Bangor directors had de-
cided to refuse to retire in favor of the board chosen
by Mr. Smith and Mr. Wood, the Bangor directors
made a contract with Moor and Dunning of Bangor
for the construction of the railroad to Bangor at a price
of $1,000,000, part in stock, plus the excess cost of the
iron over $50 a ton, the contractors assuming the con-
tract already made for the construction from Water-
ville to Fairfield. At the annual meeting in July,
1853, the Bangor ticket for directors, composed of
George W. Pickering, Moses L. Appleton, Samuel
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Farrar, William Cutter and Rufus Dwinel of Bangor,
William Connor of Fairfield, and George W. Chamber-
lain of Carmel, was elected by a narrow margin.

The cost of the road overran all estimates by several
hundred thousand dollars. To aid in construction
the City of Bangor issued $800,000 in script, receiving
as security a first mortgage on the entire road. Second

and third mortgage bonds were issued and other loans -

note for $15,000 at fifteen per cent interest secured by
$19,000 City of Bangor bonds as collateral. The road
was opened to Bangor in August, 1855, and in 1856
the company leased the road to the Androscoggin &
' Kennebec. By the terms of this lease the Androscog-
gin & Kennebec received four-sevenths of the net
earnings. The remainder of the net earnings were not
sufficient to pay interest charges, and the company de-
faulted interest on its third mortgage and later on its
second mortgage. The road was operated by the An-
droscoggin & Kennebec until 1862 when both roads
were consolidated in the Maine Central.
The Somerset and Kennebec Railroad, although it
‘maintained a separate corporate existence which en-
abled it to have its share in the quarrels of the day, was

Ewere required. On one occasion the company gave a

during practically all of its existence operated by the -

Kennebec & Portland (later the Portland & Ken-
nebec), and its history is practically identified with the
history of the latter road. It was chartered in 1848
and organized in 1852. The first directors were Abner
Coburn of Bloomfield, Edward McLellan of Skowhe-
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gan, William Connor and Ezra Totman of Fairfieid,
Samuel P. Shaw of Waterville, Joseph Morrill of Au-
gusta and David Bronson of Bath. Financial assist-
ance by towns enabled the company to make a con-
tract, and construction was started in 1853. While un-
der construction the road was leased to the Kennebec
& Portland under an operating contract. The road
was opened from Augusta to Fairfield in 1855 and to
Skowhegan in December, 1856,

The operation of the Kennebec and Portland Rail-
road was not profitable. Interest having been default-
ed on its second mortgage bonds, in 1857 the trustees
for the bondholders took over the road, and in 1859
gave notice of foreclosure. In 1860 the same trustees
took over the road in the interest of the holders of the
first mortgage bonds. The road was operated by the
trustees from 1857 to January, 1864, when the Port-
land and Kennebec Railroad, a company organized by
the second mortgage bondholders, finally took posses-

- sion. Under the management of the trustees, the net

earnings had increased from $8,000 in 1858 to about
$103,000 in 1863. The contract with the Somerset &
Kennebec had not been binding on the trustees, and
during the period of trustee operation the relations be-
tween the two roads had been unsatisfactory and in-

definite. As soon as the Portland & Kennebec took

over the property, the new company leased the Somer-
set & Kennebec road for twenty years at a definite
annual rental of $36,000. -

The proceedings which led to the disappearance of
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the Kennebec and Portland Railroad Company and
the subsequent appearance of the Portland and Ken-
nebec Railroad Company as owners of the same prop-
erty were the subject of a long and bitter controversy,
and the rights of the parties remained unsettled until
1870. It was claimed that Richard D. Rice and as-
sociates had conspired with some of the directors of
the Kennebec & Portland and with some of the trus-
- tees of the mortgage in order to force a default on the
second mortgage bonds for the purpose of bringing the
road into their possession. Through an agent, Rice
had purchased from Reuel Williams for $113,000 all
of the securities of the Kennebec & Portland owned
by Williams, including a majority of the second mort--
gage bonds. It was said that Mr. Williams made this
sale with the belief that he was selling to assist the
railroad out of its financial difficulties, and that he had
been deceived as to the intent of the purchaser. The
charges were made that, in pursuance of the alleged
conspiracy, the trustees had used funds of the railroad
to assist in the purchase of these securities, for the
benefit of Rice and his associates and not for the benefit
of the railroad. The merits of the controversy cannot
now be accurately analysed. It was natural that the
restoration of the road to a prosperous condition should
have been irritating to the Kennebec & Portland stock-
holders whose investment had been wiped out in the
reorganization ; but there is no evidence to prove that
these stockholders had been willing to assist the old

company before or during the period of trustee opera-
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tion. Some of the actions of members of the Rice
group had undoubtedly been injudicious, but no wrong
doing or conspiracy was ever proved. The result was
that the second mortgage bondholders, Mr. Rice and
his associates, came into possession of the railroad, and
their title to the property was later confirmed by the
Supreme Court. The old Kennebec & Portland stock-
holders were wiped out, and Mr. Rice and his friends
presently emerged with a large profit on the transac-

tion and with the control of the Maine Central Rail-
road.
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THE Androscoggin Railroad was chartered in 1848
to build a railroad from some point on the An-
droscoggin and Kennebec Railroad in Greene or Mon-
~ mouth northerly through intervening towns to Jay
Bridge. In 1849 the charter was amended to grant the
‘right to build as far north as Phillips. The members
of the first board of directors were William Kilbourne,
President, Ensign Otis, Giddings Lane, David Benja-
min, Ezekiel Treat, Elisha Keyves and William Ghd-
den. Alonzo Garcelon soon succeeded Mr. Kilbourne
as President.

In the early days of railroad planning one of the pro-
posed routes for a railroad to Quebec was through
Franklin County; and the idea of a Canadian con-
nection and an extension to Moosehead Lake seems to
have been in the minds of the promoters of the Andros-

- coggin; but this plan was abandoned when the At-
lantic & St. Lawrence was started. In 1847 the lo-
cation of a railroad in this section was again proposed,

-and a charter was secured in the name of the Franklin
and Kennebec Railroad to build a road from Farming-

- ton 10 some point on the Kennebec River near Gar-

diner. Other efforts had as an objective the construc-
tion of a railroad from Bath into Franklin County.

Capital was not available for either project.

" 371
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When the Androscoggin Railroad was organized in
1848, the subscriptions for stock were secured with
difficulty on account of a competing proj;g!:_ to build
from Lewiston to Rumford Falls, but the rival enter-

prise never received a charter. The route from Jay to
Leeds Junction was surveyed by an engineer lc‘)a.ned
by the Androscoggin & Kennebec, and the ongln.a]
estimate of cost was $330,000, Contracts were let in
October, 1849, construction to be completed by Au-
gust, 1851.% More stock was offered, but could not be
sold, and in 1850 it was necessary to mortgage the
property to secure funds to pay for the rails. The road
was originally built broad gauge. )
While the problem of financing the construction
under contract was still unsolved, efforts were made
to secure the building of the road to Farmington, and,
the management having failed to raise sufficient funds,
it was voted to sell the whole property, provided the
purchaser would guarantee to build to Livermore Falls
within two years. No purchaser appeared, and eﬁqrts
made to secure assistance from towns along the lise
ended in failure. Many of the stockholders were dis-
satisfied with the progress of the road; and finally the
board of directors agreed to resign if funds could be
raised for building the extension to Livermore Falls.
A sufficient amount having been raised, the board of
directors did resign, and a new board was elected con-
* The prices for earth excavation were from IIc to 15¢ per yard; for

rock 7oc¢ to &oc. Culvert masonry was about $2.25 per yard; bridge
masonry $3.75 to $4.00, and arch masonry about $6.00.
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sisting of the men most active on the old board, with
the addition of Benjamin H, Cushman, who became
suRcrintendent. Construction went forward rapidly
during 1852, and the road was opened to Livermore
Falls in November of that year. In 1854 it was voted
to extend to Farmington when funds were available,
The money required having been raised in 18 56, a con-
tract was made in 1857 for iron on the new division :
but again serious financial difficulties caused delay’
and the road was not completed until June, 1859. The,
section from Livermore Falls to Farmington was cheap-
ly built and there were many defects in the engineering
work which were partially corrected later.

the Androscoggin and Kennebec Railroads had been
a source of dissatisfaction to the management of the
forme'r company, and after negotiations had secured
no relief and an appeal to the Railroad Commissioners
had produced no definite result, the Androscooein
Management decided upon a new construction ;?o-
gram, which would make the company more inde-
pendent by creating another outlet for jts traffic. In
1860 the legislature authorized the Androscoggin to
bl-u'ld a line to Gardiner or to Brunswick. The Bruns-
wick route, which was of the two apparently more fa-
vored, was surveyed, and an attempt was made to buy
the brar}ch of the Kennebec & Portland road between
Brunswlck and Bath. The City of Bath was author-
ized to loan its credit to the Androscoggin Railroad to
the extent of $200,000, which amount was later in-

The division of rates between the Androscoggin and -
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creased to $425,000. In April, 1860, President John
B. Jones resigned, and there were added to the board
of directors Oliver Moses, who became President,
Samuel I. Robinson and David Patten, all of Bath,
Washington Gilbert, also of Bath, soon became a di-
rector, and these men were the dominating influence
in the later affairs of the company. '
Immediately after the advent of the Bath directors
the road to Brunswick with a branch to Lewiston was
put under contract; and in 1861 the road was com-
pleted from Leeds Junction to Brunswick, narrow
gauge. It was the intention of the directors to change
the gauge of the line between Leeds and Farmington
as soon as connection was made with the narrow gauge
road at Brunswick, but this decision had been secret,
and the plan was not discovered until several months
later by the Androscoggin & Kennebec officials, The
credit of the company had been improved somewhat
by the prospect of business on the proposed extension
and by the assurance of assistance from the City of
Bath, but its financial condition was nevertheless seri-
ous. The road between Leeds and Farmington had
cost about $800,000, while the net earnings were about
two per cent on the cost. The existing property was
heavily mortgaged, some of the bonds were in default,
and the floating debt was about $175,000. :
In September, 1861, the Supreme Court, acting upon
a petition of the Androscoggin & Kennebec officials,
granted an injunction to restrain the Androscoggin
management from changing the gauge of its road be-
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tween Leeds and Farmington, The Androscoggin of-
ficials avoided actual service of the injunction, and on
the next day, Sunday, proceeded to change the gauge,
for which action some of the directors were held to be
in contempt of court, The right of the company to
change the gauge was in litigation for several vears;
and in 1864 a final decree sustained the right to change
the gauge. During the period of litigation the Andros-

coggin was doing most of its business with the narrow

gauge road at Brunswick.

. In 1865 the holders of the mortgage on the road be-
tween Leeds and Farmington obtained title to the
property by foreclosure, and organized a new corpora-
tion named the Leeds and Farmington Railroad Com-
pany. In 1867 this company leased its property to the
Androscoggin Railroad for fifty years, and the road
was operated by the latter company until 1871, when
both railroads were leased to the Maine Central Rail-
road, and subsequently were merged in the Maine )
Central.

CHAPTER SIX

HE Androscoggin and Kennebec and the Penob--

scot and Kennebec Railroads had been originally
conceived as part of | the same plan; and as soon as
the latter company had completed its road from Wa-
terville to Bangor, it was agreed that the two should be
consolidated. In 1856 the legislature authorized this
consolidation, -but the narrow gauge interests, the
Kennebec & Portland and the Somerset & Kennebec
railroad groups, managed to insert in the law author-
izing consolidation the famous “Ninth section”, which
provided that passengers between Fairfield and Port-
land were entitled to travel over either route at the
same rate of fare. The broad gauge roads refused to
consolidate under this law, and the Penobscot & Ken-
nebec road was leased to the Androscoggin & Kenne-
bec, which action placed both roads under one operat-
ing management.

The intersection of the roads at Fairfield caused
keen competition for the passengerbusiness. The nar-
row gauge line had an advantage because of its direct
connection with the Boston road, while the passengers
on the broad gauge road entered Portland on the
Grand Trunk and were obliged to transfer across the
city. In the legislature of 1857 an unsuccessful effort
was made to repeal the “Ninth section”. The Andros-
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eaggm & Kennebec, in order to secure the passenger
business from the west to points east of F airfield, ran
their passenger trains at a high rate of speed, and by
this method were usually able to leave Fairfield before
the arrival of the train over the narrow gauge route.
They also operated a stage line between Augusta and

Belgrade connecting with their trains, selling tickets

from all stations east of Fairfield to Augusta at a lower
price than the all-rail rate.

In 1858 the narrow gauge interests secured the pas-
sage of an act intended to compel connection between
trains at Fairfield, and established a board of railroad
commissioners with power to establish terms, times
and rates for connecting railroads when the parties in
interest were unable to agree.* The Androscoggin &
Kennebec refused to comply with the provisions of this
law, claiming that it was in conflict with the original
charters. The railroad commissioners were called up-
on to fix terms and times, and the superintendent of
the Androscoggin & Kennebec were arrested for vio-
lating the law. The question was argued before the
Maine Law Court, which rendered a decision to the
effect that the charters were contracts, the obligations
of which the legislature had no power to impair. The
decision led to the repeal of the “Ninth section” in
1862.

In August, 1862, the directors of the Androscoggin

and Kennebec and the Penobscot a_nQ_(_:_l_Ker'lr_lebec Rail- ]

* This was Jv beginning of the Board of Railroad Commissioners
which was ir - istence from 1858 to 1915,
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roads agreed upon Articles of Consolid_a_tior.l‘,.subse—
q{léﬁﬁy ratified by the stockholders, (':on_sohdatlne t%lc
two companies under the name of Maine CSDItl'al__‘R‘g—]::l:-_
road Company. The Maine Central acquired all the
properties, rights, privileges and franchises and as-
sumed all obligations and liabilities of the former
companies, The Maine Central Railroad Company
was organized in October, 1862. Maine Central stock _
was issued share for share for stocks of the consolidat-
ing companies. The first balance sheet issued ]u-ne,
1863, shows the total debt as $3,208,000 and capital
stock $1,050,860, and the construction account $4,-
211,877. . - ;
The Maine Central Railroad as originally consti-
tuted was by no means the dominating influence in
Maine railroading. Its gross earnings were about
$350,000 1n 1863 and about $600,000 in 1870. The
annual net earnings during that period were never
more than $250,000, barely covering the fixed charges.

. The combined traffic of the Androscoggin and Kenne-

bec and Penobscot and Kennebec Railroads in 1860
was about 111,000 passengers and about 73,000 tons of
merchandise. The stock was selling around $3.00 to
$5.00 a share between 1865 and 1868. The railroad
had no connection and no joint facilities with the Bos-
ton road, and all the westbound freight had to be
hauled across Portland with no assurance that it would
be received by the Boston road when delivered. The
rival Portland & Kennebec was of the two roads the
more prosperous and better managed, and although
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its relations with the Boston road were the subject of
complaint on account of unfair rates and inadequate
terminal facilities, its position in this respect seems to
have been much more favorable than that of the Maine
Central. The narrow gauge line had been directly
connected with the Boston road for many years, and in
1865 the connection was improved by an arrangement
for the joint use with the Portland, Saco and Ports-
mouth of the Portland station of the latter company,

William Goodenow was the first president of the Maine Central, In

1863 Hollis Bowman was elected. He was succeeded in 1864 by Anson
P. Morrill who served three years and again later,

’

CHAPTER SEVEN

URING the Civil War little attention was given

to railroad building in the East, but the pros-

erity of railroads during the war led to an era of rail-
road building in the late sixties, and several important-
roads were built in Maine about that time. Railroad
financing was especmlly easy, as European capital was
available in lammpunts while in Maine the cities

and towns, reflecting in their actions the preva1lmg
sentiment of the people, were very generous. in.their
assistance to railroad projects. This wholesale aid by
municipalities was made possible by a law enacted by
the legislaturc in 1867, which permitted cities and ‘
towns to raise by tax or loan any amount up to five per
cent of the assessed valuation and to appropr:ate the

funds to aid in construction of any railroad in Maine,

provided two-thlrds of the voters should so vote. Ad-
vantage was taken of this method to assure the con-
struction of several railroads; and a substantial por-,

ubstantial \

_tion of the present debt of several Maine cities and

towns is the result of unfortunate railroad investments |
made during the late sixties and early seventies. '
The most important pro]ect of the t time, which un-
fortunately never had any existence except on paper,
was the plan of the Portland, Rutland, Oswego and>
Chicago Railway. This company was mcorporatcd in
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1868 by John A. Poor, John B. Brown, A. W. H. Clapp,
William Deering, Charles Fobes, H. S. Libby, Israel
Washburn, Jr., A. K. Shurtleff, Frederick Robie and
other prominent men. The plan was to create a trunk
line between Chicago and Portland, and the ultimate
deslcrn seems to have been a Transcontmental Railway
connecting, as far as possible by land, the commercial
centres of North America, Europe and Asia. The
plan was presented to an international convention held
in Portland in 1868 and a:tended by more than three
hundred men prominent in the affairs of the United
States and Canada. The Chicago Board of Trade
adopted resolutions favorable to the project. The con-
summation of the railroad to Chicago was confidently
expected, as this required only the assent of seven rail-
roads, six of which had agreed to the main features of
the plan. The delay of one company prevented a defi-
nite agreement, and during this period of delay Mr.
Poor died. The plan had been his conception, and its
success required his vision and enthusiasm, so that the
project virtually died with him.

The European and North American Railroad had
not been forgotten by its promoters, in spite of the
keen disappointment caused by the withdrawal of the
British capitalists who had been expected to assist in
building the road. The charter was kept alive by leg-
islative enactment, and Mr. Poor left unturned no
. stone which might conceal a means for forwarding the
enterprise. The first of a series of events which even-
tually restored active life to the European & North.
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American was the incorporation of the Aroostook Rail-
road Company. It was the plan of the promoters of
this company to secure railroad communication with
Aroostook County, either by connection with the Eu-
ropean & North American near Mattawamkeag or,
in the event of the abandonment of that project, by
construction from the terminus of the existing railroad
at Milford. In 1859 the legislature passed “An Act
to aid the Aroostook Railroad Company, increase the
value and promote the sale and settlement of the pub-
lic lands”, subject, however, to approval by popular
vote. The election was held in that year, and the Act
was defeated by a vote of 18,795 against 14,922. In
1861 the legislature passed a similar Act, allocating a
portion of the proceeds of sale of all remaining public
lands in Penobscot and Aroostook Counties to be paid
to the Aroostook Railroad Company, conditional upon
the completion of the railroad to Mattawamkeag with-
in four years, and further conditional upon the vote
of the City of Bangor to loan its credit to the company.
The funds received from the state could be paid only
against actual construction on the road between Mat-
tawamkeag and the eastern boundary and on the
branch to Houlton. Terms were fixed by which the
European & North American could purchase the
Aroostook Railroad practically at cost. The City of
Bangor voted not to loan its credit upon the specified
terms, and the project failed again.

In the meantime Mr. Poor and his associates had
been busily seeking the means by which to build the
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European & North American road. The Maine rep-
resentatives in Congress continued to urge the na-
tional government to lend assistance. The old claims
of Maine and Massachusetts against the United States
were revived by Mr. Poor, and probably because the
claims had been practically repudiated for thirty years
and were generally regarded as of small value, he suc-
ceeded in persuading the two states to assign their
rights to his company, which ultimately collected about
$800,000 in settlement. He secured the repeal of a law
passed in 1860, which forbade the extension of the
broad gauge by laying a third rail west of Portland, in
order to appease the Massachusetts authorities who
refused assistance to the European & North Amer-

ican on account of this unfriendly act. And during the

Civil War, when the relations of the United States with
England became strained and war appeared probable,
the pronounced purpose of the European and North
American Railroad group became the defense of the
frontier, and to assist in that purpose the state granted
to that company in somewhat modified form the pub-
lic lands formerly granted conditionally to the Aroos-
took Railroad. The lands granted contained about
700,000 acres, of which about 70,000 acres in Piscata-
quis County were later assigned to the Bangor and Pis-
cataquis Railroad Company.* There is some humor
in a situation where a military exigency is assigned as

*The lands granted to the European & North American were for

the most part located in Aroostook County, and their value when granted
was about $1.50 an acre.
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a reason for granting assistance to a railroad which
had been so highly commended by its promoters as a
means for promoting international good will with the
only country against which there was color of excuse _
for defending the northeastern frontier. But in 1864
there was a real possibility of war with England, and
English troops had marched in the valley of the St.
John within the memory of many men then living,
The opinion once held by many that this land grant
was an organized steal of the public lands does not ap-
pear to be sustained by the actual facts..

In 1863 the company had bought out the Penobscot
Railroad, which had partially graded a line between
Bangor and Milford ; and this portion of the road was
completed and opened in 1868. In 1864 the City of
Bangor was authorized to aid in construction, and in
1869 the city loaned the railroad company $1,000,000,
which loan was secured by mortgage on the road be-
tween Bangor and Winn. In 1869, after obtaining
title to the public lands, a second bond issue was sold
in the principal amount of $2,000,000 secured by first
mortgage on the lands and on the portion of the road

> between Winn and Vanceboro, and by second mort-

gage on the road between Bangor and Winn. The road
was opened to Mattawamkeag in 1869, and in 1870
the net earnings of this portion of the road were sub-
stantially in excess of interest charges on the City of
Bangor mortgage. In 1870 a survey was made of a
route from Moluncus north into Aroostook County.
In 1871 the road wa: completed to Vanceboro. Dur-
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ing the same year the European and North American
Railway of New Brunswick was completed, making
the road continuous between Bangor and St. John.
President Grant and the Governor General of Canada
and many other notables were present at the ceremon
of formal opening of the railroad. John A. Poor had
died six weeks before.

The history of the Portland and Rochester Railroad
covers a period of about thirty years; but the influence
of this enterprise on contemporary events was so slight
and its part in the railroad quarrels so small that its
story can here' be fully written. The company was
originally chartered in 1846 as the York and Cumber-

land Railroad with the right to build from Portland

through Westbrook, Gorham, Buxton, Hollis, Sanford
and other towns to South Berwick or Berwick, to con-
nect there with a road to Boston, presumably the Bc -
ton & Maine which had its eastern terminus at South
Berwick. One of the advantages claimed for a rail-
road over this route was the military importance of
a means of interior communication. Construction
started in 1850. John A. Poor became president in
1851, and by reconciling the factions then struggling
for control, he was able to secure the construction of
 the road from Portland to the Saco River. The com-
pany maintained a precarious existence during four-
teen years of almost constant litigation which pre-
vented the further extension of the road. The bond-
holders eventually foreclosed and in 1865 organized a
new company called the Portland and Rochester Rail-

sz

road which took over the property, then -consisting_ of
eighteen miles of railroad in bad condition and having
an estimated value of $200,000 as compared with a
book value of over $560,000. . :

‘The management of the former company is credited
with the suggestion that the western terminus should
be changed from South Berwick to Rochester, New
Hampshire, to connect with a proposed road bt;:tween
Rochester and Nashua which would connect with the
Nashua and Worcester Railroad and form a contin-
uous line from Portland to New York and to the Wes:t. ;
This plan was approved by the new company, and in
1866 the legislature granted authority to changt? tl"lc
route. The City of Portland was authorized to aid in
construction to the extent of $300,000 on the condi-
tion that $150,000 should first be raised by sale of
stock. This condition was never fulfilled.

In 1867 the general law authorizing cities and towns
to aid in construction of railroads without specific
legislative action was passed by the legislature. Under

the provisions of this act the City of Portland voted to
loan $700,000 to the Portland and Rochester Railroad,
and in 1867 the city issued bonds to that amount, re-
ceiving as security for the loan a mortgage on the rail--

" road. With the proceeds of sale of the City of Port-

land bonds- and about $68,000 additional raised by
subscription in towns along the line the road was com-
pleted nearly to Springvale late in 1870. Addl.tlonal
funds being required, the City of Portland was per-
suaded to waive its rights as holder of a first mortgage
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and to permit the sale of $350,000 par value seven per
cent bonds secured equally with the former mortgage.
In 1871 more money was needed, and a new mortgage
for $450,000 was created, but the bonds secured by
this mortgage could not be sold. Ordinary methods
having failed to effect a sale of these bonds, the com-
pany ofat'ained a special act at the legislature in 1872
authorizing the City of Portland to grant additional’
ait.:l, and by diligent effort secured the necessary two-
thirds vote at the city election held the following sum-

mer. In this manner the new bond issue was sold to

the City of Portland.

The road had been opened to Rochester but was by
no means completed. Its earnings were very disap-
pointing when compared with the estimates of the
promoters. The railroad panic of 1873 injured its
I.:-usmess. and destroyed the small remaining vestige of
its credit, and in 1874 the management advised the
City 'of Portland that the company would be unable to
pay interest on its loans. The city promptly issued
bonds to secure funds to pay to the city the interest
on the mortgages held by the city, virtually lending
more money to the Portland & Rochester to enable
the railroad to meet its fixed charges. By this arrange-
ment the company’s existence was prolonged until
1876 when it finally and conclusively defaulted. The
Trustccs of the mortgage securing the$35<;,o<;0 bond
1ssue were requested to foreclose, and in February
1877, George P. Wescott, former president of the com-’
pany, was appointed receiver. The company was re-
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organized in 1881, and the holders of the bonds. re-
ceived stock in the new company, which was capital-
ized at $600,000. The stock held by the City of Port-
land was sold and passed into the hands of the Boston-
& Maine, which by this purchase secured control of the
railroad.—‘ The management was retained, and the road
was operated as a separate company. In 1885 the
Boston & Maine leased the Worcester, Nashua and
Rochester Railroad, and it was then expected that the
Portland & Rochester would also be leased and op-
erated as part of the Boston & Maine system, but this
lease was not executed. The affairs of the company
were directed by a Maine board of directors until 1900,
when the railroad was merged in the Boston & Maine.
By this purchase and lease the Boston & Maine came
into possession of the entire line of road, originally
destined for a direct line from Portland to New York
and for connection with western roads.* It is hardly
necessary to add that this destiny has never been
achieved under Boston & Maine management.

The plan of the promoters of the Portland and Og-
densburg Railroad was of the same pattern as the At-
lantic and St. Lawrence Railroad in its conception.
The design was to secure the commerce of the Great
Lakes district by a line of railroad from Portland to
the Lakes at Ogdensburg, New York} A similar route

* The McDonald plan, announced a few years ago by the President
of the Maine Central, contemplated the purchase of this road between

Portland and Worcester in order to give the Maine Central a direct
connection with the New York Central System.
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for a railroad to Lake Champlain connecting with
the Canadian canal system had been surveyed about
1839. The idea of Ogdensburg as a terminus attained
great popularity on account of the recommendation of
Charles Francis Adams that a road be built from Bos-
ton to the Lakes at that point. The distance from Og-
densburg to Portland was much less than to Boston,
and many prominent Portland men hastened to seize
the great opportunity which bore so strong an endorse-
ment as the approval of Mr. Adams.

It would seem that Mr. Poor did not favor the Og-
densburg project, although it was apparently in con-
formance with his railroad theories. He was at this
time working for the creation of his railroad to Chj-
cago, which followed a more southern route, and in the
absence of a clear statement his objections are liable
to the suspicion of a personal interest. Perhaps he
believed that the Grand Trunk Line from Montreal
answered the purpose well enough.

The Portland and Ogdensburg Railroad was incor-

porated in 1867. The leaders of the enterprise were
Samuel J. Anderson, who became president, and John
E. Anderson, who became chief engineer. To aid in
construction the City of Portland offered to loan the
company $700,000 on the same terms as the original
loan to the Portland and Rochester Railroad. But the
promoters refused the assistance in the form of a loan,
and by special act of the legislature in 1868, followed

by a city election, the city actually purchased $714,300
Par value of the capital stock The amount received
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from all other sales of stock was about $33 5,00:;. With
these funds available, the road was put un «:r1 chn_
struction in 1869 and was completec} to West Baldwin
during 1870. In November, 187_0, in order to ses}lure
additional funds, the company }ssue_d $800,000 h'm;
mortgage six per cent bonds, due in thirty years},lw 1cd
bonds were sold at about 82 per cent. When the roa:1
was opened to North Conway in 1871, all the phrocee s
of stock and bonds had been expended, and the com-
» was heavily in debt.

a?g \:aassthz des){rc of the promoters to extend th-e ro;d
to the Connecticut River in order to connect with the
Vermont division. In order to ﬁnancg further con-
struction another mortgage was created in the am::*unctl '
of $3,300,000, of which amount $80.0,000Tv;;as res?l?;]e
to provide for bonds then outstanding. The avai
balance of $2,500,000 was secured by first mortgaglsI o‘r:r
the proposed section from North Conwa};1 across 1-eti ¢
Hampshire and by second mortgage on t e'coinp o
road between Portland and North C.onwa}-. 1n : 7{0
the legislature by special act a1_1__t_h_or_1zec.1 Port antwo' _
grant further aid up to $2,500,000, .mfb]ect tic:_'a 2
thirds vote. There was strong opposition to t 1;‘; propS
osition in Portland, led by Thomas B. I-lcec.l “é 0 v:ﬁe
then beginning his political career, fmd it failed in o
first election, but in a second election it was Cfirrlf 3

the directors having agreed to call upon the city kz;

only $1,350,000. The remainder of the issue was ta

by the contractors. : - }
yA contract for remaining construction was mad
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with Fuller & Harding, who agreed to build the moun-
tain section for $2,000,000 in cash, or for $2,300,000 if
half in cash and half in bonds. The company elected
to pay the larger amount in the manner specified.
The contractors could not sell the bonds during 1872,
and the work was delayed for lack of funds. The fi-
nancial panic in 1873 caused serious losses to Fuller &
Harding in other ventures, and made the sale of the
Ogdensburg bonds impossible. In 1874 the contractors
failed, having built the road as far as Crawford Notch.
The company assumed charge of construction, and the
road reached Fabyan’s in August, 1875. In December
of that year connection with the Vermont division was
established by an arrangement with the Boston, Con-
cord and Montreal Railroad.

The building of the mountain section was consid-
ered an engineering accomplishment of great merit
which established the fame of John F. Anderson, the
engineer who planned the road. From tidewater at
Portland the road ascends to an elevation of 680 feet
at Upper Bartlett with a maximum grade of 8o feet to
the mile. Above Bartlett the height increases within
a distance of fourteen and one half miles to a maxi-
mur elevation of 1900 feet with the steepest grade
about 115 feet to the mile. The cost of operation on
such a grade, today practically prohibitive, was then
considered of minor importance, and special emphasis

was laid on the argument that the heavy traffic would |
move down grade as the products of the west moved |

on their way to Portland, “the ocean gateway of North
America”, —

Cs81.

The section of road between Portland and Bartlett
had been built without difficulty and at reasonable

by i ' ition. But the
t, and was by itself a paying proposition. but f
:E:na : bZing eager to reach the final objective,

had by continuing construction through the mountains_

~ burdened the p_[oﬁtg‘_ble section of road with the inter-

est C org_a_q__p:_?_p?_l'sE{ s_ec_ti'gn__o_f_u_r;.g;pﬁ}ablc
ro;c-l., had expended the entire amount received ;:m
Portland, and had created a floating debt of about
$400,000. In 1875 interest was defaulted on the con-

solidated mortgage, of which Portland hel_d $1,350,000.
The balance of $918,000 was pledged_ to secure loax;]s.
In July, 1876, interest was only partially _pald on the
first mortgage, and defaulted altogetl}er in ]anuarg,
1877. On that date the arrears in interest on the
bonded debt was about $155,000. (The subse-queln:t
history of the Portland & Ogdensburg appears in the
Maine Central history). ‘
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CHAPTER EIGHT

HE idea of a railroad from the Kennebec River
to Rockland first appears in the charter of the

' _Penobscot and Kennebec Railroad Company granted

by the Ieglslature in 1849. The confusion due to the
identity in name with the railroad chartered to build
between Waterville and Bangor was immediately rec-
ognized, and the same legislature changed the name to
the Penobscot, Lincoln and Kennebec Railroad. The
long list of incorporators includes the names of many
prominent coast families. The charter was kept alive
by legislative enactment, and in 1864 the charter was
amended by changing the name to the Knox and Lin-
coln Railroad Company. By the same act the location
of the road was authorized from Rockland through
the counties of Knox and Lincoln to a point on the
west side of the Kennebec River between the south
line of Bath and the north line of Richmond, to con-
nect with the Portland and Kennebec Railroad.

The town of Wiscasset was sponsor for a project
which then existed on paper in the name of the Wis-
casset and Kennebec Railroad, which company made a
survey in 1866 for a route from Wiscasset to Harwoods
Crossing on the Portland & Kennebec, and for al-
ternative routes to Bath and Richmond. Assurances
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of the early construction of the Knox and Lincoln line
caused the abandonment of this project.

to issue bonds to the r_a_.;_lroa_d CQII}E_I}}’ to aid in con-
struction in the following amounts: Rockland $400,-
000; Thomaston $200,000; Warren $50,000; Waldo-
boro $150,000; Damariscotta $100,000; Newcastle
$100,000; Nobleboro $25,000; Wiscasset $150,000.
These loans were to be secured by mortgage on the
railroad, and were conditional upon prior expenditure
of at least $300,000 raised by the sale of stock.

The original subscription for stock totalled $370,-
9oo, of which amount the City of Bath bought $125,-
000 ; Wiscasset $15,000; Waldoboro $10,000 ; Thomas-
ton $25,000; and Rockland $100,000. The survey
was complc{ed late in 1867, and a route was estab-
lished with a maximum grade of 53 feet to the mile.
The line finally adopted was so distant from thevillage
of Warren that aid could not be granted by that town.
The first estimate of cost was about $1,464,624. The
original city and town loans issued in aid of construc-
tion totalled about $1,300,000.

In 1867 by legislative action the City of Bath was
authorized to loan its credit up to $600,000, provided
the western terminus should be at Bath, and the Town
of Richmond $150,000 provided the western terminus
should be at Richmond. Before that time there had
been considerable argument regarding the best plan
for crossing the Kennebec River, and there were many
who favored a bridge at Richmond. However, the
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amount of assistance offered by Bath summarily dis-
posed of the Richmond bridge plan, and the project
went forward under the leadership of Oliver Moses of
Bath.* In 1870 the company was authorized to oper-
ate a ferry at Bath in connection with its railroad
business, and to erect wharves and acquire other nec-
essary property. In 1869 a charter was granted to the
Penobscot Bay and River Railroad to build a road
from Rockland to Bangor, and it was planned that this
road should be leased to the Knox & Lincoln when
completed.

The magnitude of this undertaking was not fully
appreciated by its promoters; and as the work pro-
gressed the original estimates of cost were found to be

far too low. There had never been a railroad built in ]

Maine, and indeed few anywhere else, through coun-
try possessing the characteristics of the coast of Maine
between Pemaquid and Penobscot Bay. Other Maine
railroads had followed the easy slopes of the river val-
leys, but no river route was available for any con-
siderable distance along this line. A large amount of
costly rock work was encountered, and expensive fills
and bridge work were necessary in crossing the heads
of the bays and the tidal rivers.

In 1870 all available funds had been expended, and

* Oliver Moses was one of the most active business men of that day.
He was President of the Androscoggin Railroad and had taken a lead-
ing part in building the Androscoggin extension from Leeds to Bruns-
wick. After this railroad was built he was active in the development ot

water power on the lower Androscoggin River, and was one of the
founders of the Worumbo Manufacturing Company in 186s.
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in the fall of that year the cities and towns by special
elections voted to raise their respective quotas of a new
loan of $475,000, and these votes were made valid by
the legislature 'of 1871. A second mortgage was put
on the property to secure these loans. But the esti-
mate of cost of completion had again been too opti-
mistic, and before the summer of 1871 it was apparent
that more money would be necessary. Again each city
and town voted its quota of a new loan of $650,000,
and these votes were made valid by the legislature of
1872. The total amount of city and town bonds out-
standing, representing loans to the Knox & Lincoln
and secured by first, second and third mortgages, was
$2,395,000.

Trains were running over the road in November,
1871, but it was not completed until the following year.
The final cost was about $2,700,000, about $55,000
per mile. An attempt was made to lease the property
to the Maine Central Railroad, but that company’s
best offer was to operate the road at cost for five years.
Independent operation continued under a board of
director@r’epresenting the cities and towns, which held
among them a large majority of the stock. (The sub-
sequent history of the Knox & Lincoln appears later).

It was natural that the citizens of Belfast, having
been the leaders in the first important railroad project,
should have continued their efforts to secure railroad
facilities. In 1848 a charter was granted for a railroad
from Belfast to Waterville, to connect there with the
Androscoggin & Kennebec road, which was then under
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construction ; but this plan was abandoned. In 1853
Albert J. Jewell conceived the ide2 of a railroad to
Moosehead Lake, and a charter was granted to the
Belfast and Moosehead Lake Railroad. The plan
was to build a road from Belfast to Newport and from
Newport through Dexter and Dover to Greenville.
The charter of the Dexter and Newport Railroad,
which was granted in 1853, authorized the Belfast
and Mooschead Lake Railroad to buy from or build
in the name of the Dexter and Newport Railroad the
railroad between Newport and Dexter. The charter
of the Belfast and Moosehead Lake Railroad expired
on account of the inaction of the promoters.

This charter was revived in 1867 when the popular
craze for railroad building made possible the financing
of railroad construction on the credit of cities and
towns. The City of Belfast voted to subscribe for
$360,400 in common stock of the company, and in-
dividual subscriptions were received totalling about
$156,000. The construction contract was for a broad
gauge road to Newport at $25,900 a mile, payable $21,-
428 in cash and $4,472 in preferred stock.

The towns along the line, which had been authorized
to buy stock in amounts up to twenty five per cent of
their respective valuations, were not enthusiastic to
the extent of voting any material assistance, and Bel-
fast was obliged to finance the company. In 1868 the
city purchased $140,000 par value of preferred stock
and later advanced a substantial amount for bonds
and notes of the railroad company. It soon became
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apparent that no money was available for building to
Moosehead Lake, although the Dexter and Newport
Railroad had built its part of the line in 1868. It was,
therefore, proposed to change the terminus to Fair-
field. This proposal was based upon an offer made by
the then independent Portland and Kennebec Rail-
road to lease the Belfast road, and it was believed that
the Portland & Kennebec management had in mind
the construction of a line from Brooks to Bangor.
This lease was approved by the citizens of Belfast, but
the Board of Aldermen acting for the city refused to
ratify it. This action caused great indignation, and
added to the financial distress of the railroad company.
It was claimed that the action of the Belfast aldermen
in refusing to ratify the lease of the road to the Port-
land and Kennebec Railroad was the result of influ-
ence brought to bear by the Maine Central officials to
prevent the consummation of the lease. It appears,
however, that the Maine Central had promptly pre-
sented a counter proposition offering to lease the road
upon terms which were regarded by the directors as
more favorable to the company. In 1869 an agree-
ment was made to lease the road, when completed, to
the Maine Central, and to change the location of the
terminus to Burnham. The annual rental agreed upon
was $48,000, but the Maine Central refused to accept
the road as at first constructed. After defects in con-
struction had been partially remedied the property
was leased in 1871 to the Maine Central for fifty years
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at an annual rental of $36,000. The cost of the road
was about $850,000.

For many years there was a dispute among the
stockholders which finally ended in litigation regard-.
ing the disposition of the annual rental. Some .Of the
stockholders favored the payment of dividends in the
Jargest possible amount without making any attempt
to reduce the debt, whereas the City of Belfast was
committed to the policy of reducing the debt as rapidly
as possible. The actions taken by Belfast in pursuance
of this policy were later sustained by the Court. ITh.e
debt was finally paid in full, and the present capitali-
zation consists of $267,700 par value preferred stock
and $380,400 par value common stock. The City of
Belfast owns 1396 shares of the preferred stock and all
the common stock, except 200 shares which is owned
by the town of Brooks.

" From 1871 through 1925 this road was operated as
part of the Maine Central system. The origina_l lease
expired in 1921, and was then renewed, sub.]ect to
termination by either party on six months’ notice. In
July, 1925, the Maine Central management gave no-
tice of its intention to terminate the lease on January
1, 1926. _

The Dexter and Newport Railroad was chartered in
1855 to build a railroad from Dexter to Newport to
connect with the Penobscot & Kennebec road which
was then under construction. This project was part
of the plan for the railroad from Belfast to Moosehead
Lake. The charter was kept alive, but the company
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was not organized until 1867, when the Belfast and
Moosehead Lake Railroad Company was revived.
Construction of the road was made possible by the loan
of credit of the towns of Dexter and Corinna in the
amounts of $125,000 and $50,000 respectively. The
railroad was opened in 1868; and in February, 1869,
apparently after the Belfast company had abandoned
its plan to build to Newport, the road was leased to the
Maine Central. Since that date this road has been
part of the Maine Central system. The lease was later
renewed for 999 years. This road was originally broad
gauge. '

The Somerset Railroad was chartered in 1860 to
build a railroad in the Kennebec Valley between
Waterville and Carratunk Falls through Fairfield,
Norridgewock, Anson and other towns.* Its proposed
route followed the original line of the Somerset and
Kennebec Railroad charter, the latter company never
having built above Skowhegan. The location finally
selected was to a connection with the broad gauge
Maine Central road at Oakland (then West Water-
ville). Most of the stock of the company was owned
by the towns of Norridgewock, Anson and Embden.
In 1868 the Maine Central purchased $50,000 par val-

* The members of the first board of directors of the Somerset Rail-
road were: John Ayer of West Waterville, President; Reuben B. Dunn
of Waterville; George C. Smith of Boston; Samuel Cragin and Edward
Rowe of Norridgewock; William H. Brown of Anson; Nicholas Smith
of Bingham; Frank W. Hill of Exeter; Benjamin Flint, Edward Gray

and Samuel Bunker of Anson; Nathan Weston of Madison; and John
Carney of Carratunk.
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ue Somerset Railroad stock; and it was the original

plan of the builders, apparently agreeable to both com-
panies, that the road would be leased to the Maine
Central, The Somerset road was opened to Norridge-
wock in 1873 and to Madison in 1875, and was gradu-
ally extended up the river. It was originally built
broad gauge.

The proposed lease of the Somerset to the Maine
Central was not executed. Contemporary railroad
history indicates that the builders of the Somerset
road soon became infected by the Quebec railroad
virus and succumbed to that insidious and often fatal
idea which has run through the record of Maine rail-
roads from the beginning. In the early seventies sev-
eral railroad projects were presented which were clear-
ly parts of one plan, and it would appear that the
parties had definitely established a community of inter-
est on a working basis. This grand plan was for a rail-
road from Wiscasset to Quebec.

Of the histories of the coast towns which have as-
pired to greatness by reason of natural harborfacilities
that of Wiscasset is perhaps the most disappointing.
After the capture of Quebec and before the Revolution,
when the British had established their supremacy on
the North American continent, the British Admiralty,
having made a survey of the harbor of Wiscasset, con-
templated making this port the principal naval base
in North America. In the early days of railroads Wis-
casset, with Portland and Belfast, was considered one
of the possible terminii for a railroad to Quebec. The
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town finally secured railroad facilities by joining in the
Knox & Lincoln enterprise, from which it emerged
like the rest with a large financial loss. But it never
abandoned its larger ambition, and in the seventies
some of its citizens made heroic efforts to establish the
town as the coast terminus of a railroad from the
interior.

The Kennebec and Wiscasset Railroad was origi-
nally chartered to build from Wiscasset through Alna
and Whitefield to the Kennebec River between Gar-
diner and Augusta. Wiscasset voted aid. to the amount
of $150,000; Alna voted $40,000, and Whitefield $150,-
000; and individual subscriptions were secured total-
ling $400,000. The success of the promoters depended
upon their securing financial assistance from Augusta,
which was denied. But it seems probable that Augus-
ta would have joined if the Quebec road had been as-
sured. Later the charter of the Kennebec and Wis-
casset Railroad was amended to authorize the con-
struction of a railroad north to a connection with the
Bangor and Piscataquis Railroad, and the name was
changed to the Wiscasset and Moosehead Lake Rail-
road. Towns along the line of the route were author-
ized to loan their credit to the extent of twenty per
cent of their valuations, and St. Albans, Hartland,
Canaan and Cambridge voted aid. Foreign capitalists
were ready to invest in the company, but the necessary
amount of municipal aid could not be secured.

Another link in the railroad to Quebec was to have
been built in the name of the Messalonskee and Ken-
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nebec Railroad, chartered in 1874 to build from Au-
gusta to West Waterville, there to connect with the
Somerset road; and the Somerset was authorized to
extend to the Canadian line. The Canadian portion
of the line was in the process of construction by the
Levis and Kennebec Railroad, which company built
in 1874 about forty-three miles of road between Har-
Jaka Junction and St. Joseph. It was the definite plan
of this company to connect with the Somerset road,
and it was stated that Wiscasset was the ultimate ob-
jective. The panic of 1873 practically stopped the
flow of capital into railroad construction, and the pro-
gram became impossible to carry out. The Levis &
Kennebec road was sold to the Quebec Central in 1881,
and is now part of the Canadian Pacific system. (The
later history of the Somerset road appears hereafter.)

The Bangor and Piscataquis Railroad was chartered
in 1864 to build a railroad from Old Town to Moose-
head Lake. The company was organized in 1867. The
principal promoters were Hannibal Hamlin, Isaiah
Stetson, George Stetson, Charles Stetson, A. G. Wake-
field, Franklin A. Wilson and N. C. Ayer, all of Ban-
gor, and A. M. Robinson of Dover. Hannibal Hamlin
was the first president, but he soon resigned and Isaiah
Stetson took his place. In 1868 the legislature author-
ized the City of Bangor to loan its credit to aid con-
struction and the town of Dover was also authorized to
assist. The company received about 75,000 acres of the
lands which had been originally granted to the Europe-
an & North American, and assumed the attendant
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obligation, real or implied, to build a railroad into Pis-
cataquis County. The road was opened to Dover in
December, 1869. It was built broad gauge, connecting
at Old Town with the European & North American,

~ The City of Bangor furnished most of the money that

built the road. The promoters were confident of being
able to secure a large amount of business through the
development of the iron and slate resources in the
territory. The company was soon in financial distress,
and in 1872 was unable to pay in full the interest on
the first mortgage. Probably the officers were, glad to
escape from the responsibilities when the opportunity
to lease the road to the European & North American
appeared. (The history of the Bangor and Piscataquis
Railroad appears later).



CHAPTER NINE

A_.L of these new railroads completed or in process
of construction from 1865 to 1870 brought again to
the front the question of gauges. Thirty five years of
American railroading had never demonstrated the
superiority of one gauge over another, although the
gauge of four feet eight and one-half inches had been
generally adopted as standard. It was vital to Maine
that the question should be settled before more new
construction should add to the already complex prob-
lem. And aside from the matter of gauge the advan-
tages of unity of operation were becoming apparent.
“The financial losses already incurred, the economic
wastes of the different gauges, the power of the Boston

\ road over its small feeders, and the constant quarrel-
ing among Maine railroads gradually led a large ma-
jority to believe that consolidation of the Maine rail-
road system was absolutely essential. '
___The only railroad company in Maine which had dis-
played any outstanding ability in railroad management
was the Portland and Kennebec Railroad of which
Richard D. Rice was president. This company had
acquired title to the Kennebec and Portland Railroad
(In 187 Reuben B. Dunn of Wayne was elected president of the

Maine Central and served about three years. Amos D. Lockwood was
president for a short time in 1870).
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through foreclosure proceedings, and had been suc-

cessfully operating the road and the leased Somerset

& Kennebec since 1864. The title of this company
to the property was still in question, having been in
litigation for several years, and there were many who
questioned the good faith in the original Williams
transaction by which the Rice group had come into
possession of the road.

Apparently those favoring consolidation believed
that the situation warranted desperate measures. In
May, 1870, the directors of the Portland & Kennebec
and of the Maine Central Railroad executed a lease of
the property of the former company and an assignment
of its 999 year lease of the Somerset & Kennebec prop-
erty to the Maine Central Railroad for 999 years. A
contract of the same date provided for the resignation
of at least four of the Maine Central directors and the
election of four of the Portland & Kennebec directors
in their places. The lease would become void in the
event of a court decision against the Portland & Ken-
nebec stockholders with respect to their title to the
property. The gauge of the Maine Central would be
changed to standard and a line of that gauge would be
built from Danville to connect with the Portland &
Kennebec main line near Yarmouth.

A special meeting of the stockholders to approve

~ this Jease was called on May 31, 1870. The advocates

of the broad gauge, the old stockholders of the Kenne-

(In 1870 Richard D. Rice succeeded Mr. Lockwood as president and
served three years).
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bec & Portland, and even the Maine Central stock-
holders were taken by surprise. Mr. Poor, the leading
advocate of the broad gauge, appeared at the meeting
and in a long speech denounced the whole proceeding
and the parties to it. A bare majority of the stock
was represented at the meeting and the motion for
ratification of the lease and contract was carried by
vote of less than half of the stock.

Mr. Poor commenced a suit in equity, seeking to
restrain the Maine Central directors from carrying out
the provisions of the contract, and he attempted to get
a receiver appointed, but the motion was dismissed, as
was also a later petition, the Court holding that a
change of gauge would be beneficial to all parties to
the contract. Other efforts failed to prevent the con-
summation of the lease, and in 1872 the legislature
passed an act expressly recognizing its validity.

In the meantime the provisions of the contract were
carried out. The title of the Portland and Kennebec
Railroad to its property had been confirmed by the
courts, and the new Maine Central board of directors
had been elected as follows: Amos D. Lockwood, Rich-
- ard D. Rice, Abner Coburn, George M. Patten, Reu-
ben B. Dunn, John B. Brown and James F. Rawson.
Richard D. Rice became president. In November,
1870, the gauge of the road from Waterville to Bangor

was changed to standard, and through trains began

running between Bangor and Boston, [Freight between

Bangor and Boston which formerly required fourdays

in transit now moved between these cities in one day.
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The extension from Danville to Cumberland Junction
was completed in November, 1871, and in the same
month the gauge became standard on the entire Maine
Central main line. In 1872 the only broad gauge
roads in Maine were the Atlantic & St. Lawrence, the
European & North American, the Bangor & Piscata-
quis, the Portland & Oxford Central and the Somer-
set Railroad. Within a few years all of these roads
changed to standard gauge.

The Maine Central Railroad, by reason of its lease
of the Portland & Kennebec and the Somerset & Ken-
nebec in 1870, the Androscoggin, the Leeds & Farm-
ington, and the Belfast and Moosehead Lake Rail-
road in 1871, became a railroad of considerable im-
portance, operating 357 miles of road with gross earn-
ings over $1,500,000. In 1871 the total interest-bearing
debt was $7,989,014 and the capital stock $3,434,520.
The new dignity of the company and the aggressive
policy of the Rice management first appeared in a
change in the railroad’s relations with the Boston road.

The owners of the Portland, Saco and Portsmouth
Railroad had become dissatisfied with the terms of the
lease of their road to the Eastern and the Boston and
Maine Railroads because their six per cent dividends
were being paid in depreciated currency instead of
gold, and they decided to pay the stipulated penalty
for breach of contract and to cancel the lease. The rail-
road system in Maine was beginning to produce a
large amount of traffic and more lines were building
with the promise of more business. The control of the
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Portland, Saco and Portsmouth road was essential to
any railroad which wanted the Maine business, and
this was fully recognized by its owners. It was said
that the Maine Central promoted the cancellation of
the Portland, Saco and Portsmouth lease by offering a
rental of five per cent in gold instead of the six per cent
rental then' paid in currency. However, this rumor
would seem to be at variance with the statement of
President Rice in his report to the Maine Central
stockholders.

In 1870 the lease was cancelled, and the owners of
the road wete free to trade with the three railroads, the
Eastern, the Boston & Maine, and the Maine Cen-
tral, and they traded so successfully that a lease to the
Eastern at a ten per cent rental was executed in 1871.
As soon as the Eastern acquired full control it refused
permission to. the Boston & Maine to run its trains
over the road, and as a result the Boston & Maine
was obliged to build its line from South Berwick to
Portland. This extension was completed in 1873.

Having secured control of the only western outlet
for Maine Central traffic, the Eastern made a contract
with the Maine Central for its entire western business.
Contrary to the intention and expectation of the East-
ern management, the terms of this contract became so
onerous upon the Eastern, especially in the item of car
demurrage, that Mr. Lothrop, the new president of the
Eastern, having exhausted all ordinary measures to
get the contract amended, conceived the idea of buxing
the control of the Maine Central for the Eastern in
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order to get out of the contract. In pursuance of this
plan 7619 shares of Maine Central stock were pur-
chased at an average cost around $70 a share. This
stock was sufficient to enable the Eastern interests to
control the election of the board of directors at the .
The purchase of Maine Central stock was contmued
until 1875, making a final total of 15,274 shares which
cost about $1,220,000.

dominated by the Eastern interests, amended the con-
tract of 1871, annulling the car demurrage clause,
Other traffic contracts were made in 1873, 1874 and
1875. The Boston & Maine road having reached
Portland, in 1874 the Maine Central executed a con-
tract with that road, but the Eastern Railroad had all
of the important advantages.

- (In 1873 the new board dominated by the Eastern elected Anson P.
Morrill as president. He served for two years).
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CHAPTER TEN

HE late sixties was a period of naticnal enthusiasm

for railroad building, and attention had been espe-
cially directed to'the building of railroads to the Pacific.
Direct financial aid was given by the national govern«
ment, but the more popular method of assistance was
by grants of land. About 240,000 square miles of
land, in area about eight times as large as the state of
Maine, was given to the railroads. The evidence of
this enthusiasm appears constantly in the records of
the times until the early seventies. About 1870 was
the beginning of a wave of discontent and an agitation
against railroads which came largely from the incep-
tion of the “granger movement” in the west. The op-
ponents of the railroads were not without ammunition
for their attacks. There had been many scandals con-
nected with the construction and capitalization of
railroads, of which the more notable instances were the
construction of the Central Pacific, the watering of
the Erie stock, and the Credit Mobilier scandal which
involved many nationally known men.

. The amount of railroad construction in progress was
beyond the resources of the nation to finance, and a
large part of the investment in American railroads was
European capital. The supply of funds from Europe
ceased at the time of the Franco-Prussian Warin 1871,
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The condition of national disorder, intensified by the
popular agitation against capital, aggravated by the
railroad wars, and increased by the conversion of liquid
capital into fixed assets in the form of railroads, finally
culminated in the panic of 1873.

From 1873 to 1879 there was no substantial im-
provement in business conditions. Railroad construc-
tion was at a standstill during these years; and many
receiverships and reorganizations of railroads occurred
on account of these events and conditions. In 1874
over $500,000,000 par value of American railroad
bonds were in default.

If the people of Maine had considered the railroad
problem in the light of Maine railroad experience,
there would have been found few reasons that could
justify the resentment against Maine railroads which
presently appeared. The promoters of railroad enter-
prises in Maine had been full of trouble and acquainted
with grief. The original stockholders of the Kennebec
& Portland had been wiped out. The Androscoggin
& Kennebec had never paid a dividend, and the Penob-
scot & Kennebec had defaulted on its bonds. The
Androscoggin Railroad had swallowed the entire for-
tunes of some of its promoters. The Knox & Lincoln
had cost nearly twice the original estimate. The Port-
land & Rochester and the Ogdensburg roads were al-
ready in serious difficulties. The Maine Central situ-
ation disclosed no more than a remote promise of divi-
dends. The war of the gauges had been fought and
won. Direct trains were running between Bangor and
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Boston. The railroad service in Maine was better
than ever before, and there were more reasons for
peacc than had ever before existed. But in the revul-

sion of popular feeling these considerations seem to

have been ignored.

The first tangible result of the agitation against rail-
roads in Maine appears in the acts of the legislature of _
1874, which imposed on railroads a tax of one and one

half per cent on the value of the corporate franchise,

and required Maine railroad companies to make a de-

tailed return of the results of their operations to the
Railroad Commissioners. By the law of 1874 the

value of the franchise was determined by deducting

from the market value of the stock the assessed value "

of real estate taxed by the cities and towns. The right
of the state to levy such a tax was the subject of much
heated debate; and Governor Nelson Dingley, whose
newspaper was then engaged in criticism of the Maine
Central management, considered the matter of suffi-
cient importance to justify special mention in his
annual message.

~ The Maine Central refused to pay the franchise tax
in 1874, ¢ Ialmmg ‘that it was in violation of the origin-
al charters, and that these charters were contracts be-
tween the state and the railroad companies which
could not be changed. The old railroad charters were
practically all drawn in similar form, and in most cases
the clauses relating to taxation provide that real estate
shall be taxable locally, and that the shares of stock
shall be taxable to the owner; that when the net in-
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come exceeds ten per cent of the cost the legislature
can take for the state any portion of the excess; and
that no other tax shall ever be assessed on said corpor-
ation or on any of its privileges or franchises. The
Maine Central management claimed that this meant
what it said. The question was in litigation for several
years and was finally decided against the railroad in
1878. In that year, although its current earnings were
not sufficient to cover its fixed charges, the Maine
Central had to pay five years back taxes.

In 1875, on account:of the business depression
brought about by the panic of 1873, the earnings of the
Maine Central declined, and continued to decline
steadily for four years. Railroad gross earnings are
considered a fair indication of the prosperity of the
territory served ; and a fair estimate of general business
conditions in Maine during these years can be formed
from the fact that the Maine Central gross earnings
were over $2,000,000 in 1874 and less than $1,500,000
in 1878. In the late seventies, largely on account of
curtailment in railroad operations and the consequent
loss of steady work by railroad men, there occurred a
series of railroad strikes. There were eight or ten of '
these outbreaks in different sections of the country..
In February, 1877, the Brotherhood of Locomotive
Engineers promoted a strike on the Boston and Maine.

(Abner Coburn became president of the Maine Central in 1875. It is
said that he resisted the efforts of the Eastern Railroad group to make

the Maine Central serve the Eastern's interest. In 1878 George E. B.
Jackson became president and served six years).
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The Maine Central operating department was then
/controlled from Boston, and although the strike did
not spread over the Maine railroads, the results were
seriously felt in the movement of Maine traffic. In
1879 there was a substantial improvement in business,
and the resumption of specie payments in that year
helped to a restoration of confidence. Capital was
again available for new enterprises, and railroad con-
struction was soon resumed on the western roads. In
Maine the ice business on the Kennebec was flourish-

ing, and train loads of ice were being shipped to points
~ as far west as St. Louis. _

For the first few years of operation things had gone
well with the European & North American. In 1872
the Maine and the New Brunswick divisions were con-~
solidated under one management. A mortgage was
created covering all of the property, subject to $2,000,-
000 in bonds on the New Brunswick division and $3,-
000,000 on the Maine division, and some bonds se-
cured by this consolidated mortgage were sold.

The program of the European & North American
management included the construction of a railroad
from the Penobscot River toward Lake Megantic into
Canada, thereby creating a direct route for commerce
between the Province of Quebec and New Brunswick
and Nova Scotia. In 1871, when the European &

North American road was 'ﬁ?'éét'icailly completed, a -

charter was secured for the Penobscot and Lake Me-

(Steel rails were beginning to come into favor. F ifty-three miles of
steel rail was laid on the Maine Central in 1879).
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gantic Railroad to build a railroad on a route which .
closely follows the present line of the Canadian Pacific
from Mattawamkeag to Megantic. Before any work
was done under this charter there appeared an oppor-
tunity to lease the Bangor & Piscataquis road upon
favorable terms, and it was decided to adopt this route
for the western extension. Accordingly, the European
and North American leased the Bangor and Piscata-
quis road in 1873, and extended the road from Dover
to Abbot.

About this time a railroad was in process of con-
struction between Bucksport and Bangor. The town
of Bucksport, an important community at the head of
winter navigation on the Penobscot River, had for
many years been considered as a possible railroad
terminus. As early as 1836 a railroad was proposed
between Milford and Bucksport to provide a means for
winter shipment of lumber. Many years later a char-
ter was granted to the Penobscot and Union River
Railroad to build from Bangor to Bucksport, and
through Penobscot and Surry to Ellsworth, and the
towns along the line were authorized to aid. The
name of this company was later changed to the Bucks-
port and Bangor Railroad Company, which built a
broad gauge road between Bucksport and Bangor. In
1874 the road was leased to the European & North
American.

The program of expansion was soon abandoned on
account of financial difficulty. In 1875, default having
occurred on the consolidated mortgage, the trustee of
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that mortgage, Benjamin E. Smith, took possession of
the road and operated it for about a year. Interest was
defaulted on the City of Bangor mortgage in July,
1875, and on the land grant bonds the following Sep-
tember. In 1876 the first mortgage on the New Bruns-
wick property was defaulted, and the trustees of that
mortgage took possession. The title to this property
conveyed to the trustees was prior to the act of consoli-
dation, and the result was a dissolution of the legal as-
sociation between the Maine and New Brunswick
companies. The New Brunswick Company was later
reorganized as the St. John and Maine Railway, and
is now part of the Canadian Pacific system.

On account of this action on the New Brunswick
division the holders of the $2,000,000 bond issue on
the Maine property requested their trustees to take
possession of the Maine division, and in 1876 the
trustees, Hannibal Hamlin and William B. Hayford,
took over the property and operated it for several
years. Under the management of the trustees the
earnings were devoted to improvement of the railroad
property which was put in excellent condition. The
leases of the Bangor and Piscataquis and the Bucks-
port and Bangor Railroads were promptly terminated.
The trustees changed the gauge to standard on the
European & North American in 1877, and the Bangor
& Piscataquis followed suit the same year. The gauge
on the Bucksport road was changed to 3 feet.

The trustees initiated proceedings for the foreclosure
of the mortgage in September, 1877, and in September,
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1880, the European & North American bondholders

organized a new company of the same name, receiving
stock in exchange for the $2,000,000 par value bonds
and unpaid coupons. The $1,000,000 mortgage to the
City of Bangor remained undisturbed. In 1881 the
directors of the new company were Noah Woods, Pres-
ident ; Sprague Adams; Nathan C. Ayer; Samuel H.
Blake; C. P. Stetson; Franklin A. Wilson; John 8.
Ricker; T. J. Stewart ; and H. N. Fairbanks. Ixn 1882
the European and North American Railroad was
leased to the Maine Central for 999 years.

After acquiring the European & North American,
the Maine Central system included 470 miles of rail-
road. The earnings of the company were steadily
improving, and in August, 1882, the first dividend of
two per cent was paid on the stock. A proposal to
lease the Knox and Lincoln Railroad was presented
to the owners but was defeated by popular vote in the
coast towns which controlled the road. The Bucks-
port and Bangor Railroad, having passed into the hands
of the bondholders and been reorganized by them as
the Eastern Maine Railway, was leased to the Maine
Central in 1883, and the gauge was changed to stand-
ard.

The Maine Shore Line Railroad was incorporated in
1881. Its charter granted permission to build a rail-
road from the St. Croix River to Bangor. In 1883 the
line between Brewer and Mt. Desert Ferry was put

* under construction and was opened in 1884. The road

was built by the Maine Central under the terms of a
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perpetual lease, and the company was later merged in
the Maine Central. A survey of a route through
Washington County was made, and the County of
Washington was authorized to guarantee $650,000 in
first mortgage bonds to aid in construction. It was
expected that the road would be extended eastward;
but this field was presently surrendered to the Wash-
ington County Railroad.

In 1884 the 524 miles operated by the Maine Central
was the largest mileage under one management in New
‘England. The improvement in earnings had con-
tinued, and six per cent dividends were paid on the
stock in that year. The popular agitation against rail-
roads had continued, and the tremendous losses in-
volved in the reorganization of the unfortunate Maine
companies seem to have aroused more derision than
sympathy. The principle of taxation of the franchise
had never been abandoned since the right was con-
firmed; but there had been several variations in the
method of determination of the value of the corporate
franchise.

During the period when the Eastern Railroad was
acquiring control of the Maine Central, the Eastern
management had incurred considerable criticism on
account of expenditures made for improvement of its
Boston terminal and for acquisition of many small
properties, including the control of the Portland, Ban-
gor and Machias Steamboat Company. These unfor-
tunate expenditures are examples of many other inju-
dicious actions which resulted in financial difficulties.
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There was a reorganization and many changes were
made in the active management. A consolidation with
the Boston & Maine was arranged, and in 1884 the
Eastern Railroad, carrying the control of the Portland,
Saco & Portsmouth and the Maine Central, was leased
to the Boston & Maine. At this time it was proposed
to lease the Maine Central to the Boston & Maine.
The proposal aroused great indignation among many
Maine people, and this idea seems to have been aban-
doned promptly. '

(In 1884 Arthur Sewall became president of the Maine Central and
served until 1893.) -



CHAPTER ELEVEN

HE Boston and Maine Railroad was at this time

committed to a policy of expansion which appears
to have contemplated the control of all the railroad
traffic in New England. As its railroad system grew
in mileage and in earnings, its influence naturally in-
creased, and the exercise of this influence in political
matters was an important factor in much of the legis-
lation of the states. To what extent the railroad po-
litical activities were inspired by ambition and selfish-
ness, and to what extent they seemed necessary in self
defense against popular agitation cannot now be deter-
mined. The railroad interests in Maine had an im-

portant influence on legislation ; but there was no con-

dition of corruption such as seems to have existed in

Massachusetts and New Hampshire.
It had long been apparent that state regulation of

railroads could not solve the question of the public -

duties of the roads or create any adequate or uniform
regulation of rates. The problem of regulation was
under consideration in Congress from the beginning
of the popular agitation in the early seventies. Dur-
ing this period the theory of government ownership
had many supporters. In 1887 federal regulation was
adopted as a necessary compromise between govern-
ment ownership and unrestrained private operation,
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and the Interstate Commerce Act was enacted by Con-
gress. This law provided that all charges should be
just and reasonable; forbade discriminations in the
form of special rates and rebates, and between locali-
ties and classes of freight; forbade a higher charge
for a short haul than for a long haul; prohibited pool-
ing; and ordered publication of all rates and fares,
The law was not a solution of the problem, and supple-

- mentary legislation gradually increased the powers of

the Interstate Commerce Commission. In Maine the
problem of readjustment to the new condition was the
more difficult on account of the competition of water
transportation which was not regulated by law. The
Maine Railroad Commissioners were frank in the ex-
pression of their opinion that attempts to regulate
business through commissioners were unwise and in
most cases unwarranted.

The first important evént in Maine Central history
during the period of Boston & Maine control was the

lease of the Portland and Ogdensburg Railway. The

great expectations of the builders of this road had °

never been realized, for the operations of ten years had
failed to produce any substantial amount of paying
business. Efforts had been made to join in a system
of roads to secure western traffic bound for the Atlantic
coast. In 1881 an agreement was made with the Og-
densburg and Lake Champlain and the Rome, Water-
town and Ogdensburg Railroads for establishing a
through route from Chicago and St. Louis to Portland,
but this plan failed to produce any favorable result.
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In 1883 the officials of the Canadian Pacific Railway,
in their search for an Atlantic terminus for their trans-
continental railroad, made an inspection of the Og-
densburg road and of the terminal facilities in Port-
land. Negotiations progressed to the point of securing
options on water-front property in South Portland.
The public statements made by the president of the

Capadian Pacific clearly indicate that the purchase-of.

the Ogdensburg road was being seriously considered.

The failure of the negotiations may have been caused, -

as many believe, by the activities of the Boston rail-
road interests, which were trying to block the sale of
the Ogdensburg to the Canadian Pacific in the hope
that Boston might be selected as the Atlantic terminus.
But it seems more probable that political considera-
tions were the more potent. The popular agitation
in Canada in favor of Canadian ports for Canadian
railroads must have been a strong factor, and was
probably the deciding factor, in the eventual decision
to establish the Atlantic terminus on Canadian soil.
The Portland and Ogdensburg Railroad Company
had defaulted on its consolidated mortgage in 1876
and had remained in default. Interest was paid on
the first mortgage until 1884, when a default on that
mortgage occurred and the company went into receiv-
ership. It was promptly reorganized as the Portland
and Ogdensburg Railway. The stock of the former
company was wiped out.” The holders of the consoli-
dated mortgage received stock in the new company of
a par value equal to the principai amount of the bonds
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plus accrued interest. The $80o,co0 first mortgage
remained undisturbed. .

The City of Portland had an investment of over
$700,000 in the stock of the old company which be-
came worthless. It owned $1,350,000 consolidated
mortgage bonds which it had borrowed money to buy,
and had loaned a substantial sum to the old company
to prevent the foreclosure of the first mortgage. After
the reorganization the city owned about 23,000 shares
of stock in the new company, which was all it had to
show for a cash investment of over $2,000,000, made
largely with borrowed money on which it had paid and
continued to pay interest. This stock was sold in
1908, most of it at $47.50 a share.

In 1888 the Portland and Ogdensburg Railway prop-
erty was leased to the Maine Central for 999 years.
The lease stresses the oblization of the lessee to work
for western business, and especially mentions the pos-
sibility of securing traffic from the Canadian Pacific.
By the terms of the lease the Maine Central guaranteed
the bonds and agreed to pay dividends on the stock at
one per cent annually for three years and at two per
cent annually thereafter. After acquiring the road,
the Maine Central extended the line from Fabyan’s to
Scotts Junction, which completed the road to the west-
ern line of New Hampshire, and established a connec-
tion with the St. Johnsbury and Lake Champlain Rail-
way. $1,008,000 bonds were issued in the name of
the Portland and Ogdensburg Railway and guaranteed
by the Maine Central to finance this construction. In
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1890 this division was extended by the lease of the
Upper Coos Railroad from North Stratford to the
Canadian border, and the Hereford Railway from the
border to Lime Ridge, Quebec. The twenty miles of
road between Quebec Junction and North Stratford
was built after the Maine Central leased the property
and was opened in 1891. '

As time proved, the lease of these roads was one of
the most serious mistakes in the history of the Maine
Central Railroad. The road had little in common

with the rest of the Maine Central system, and only a

small fraction of its traffic went east of Portland. It
was practically a separate railroad, involving new
problems_and new responsibilities. Apparently the
Boston & Maine arranged the lease because it did not
want the Ogdensburg for itself, but could not afford
to let anyone else have it.

The town of Dover had established railroad com-
munication with Bangor in 1869. About the same
time the Dexter and Newport Railroad was opened,
and the opportunity was presented for improving
transportation facilities in Dover by building a rail-
road to Dexter, only sixteen miles away. Other towns
became interested in the project, and it was finally
proposed to build a railroad from Dexter to Brown-
ville and to lease the road to the Maine Central. This
was in the days of hectic enthusiasm for railroad build-
ing; and this project became impossible under panic
conditions which soon appeared.

In the late eighties, largely through the efforts of
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Colonel J. B. Peakes, the project was revived, and the
construction of the Dexter and Piscataquis Railroad
between Dover and Dexter was made possible by the
offer from the Maine Central to lease the road if built.
In 1888 the Dexter and Piscataquis Railroad was
leased to the Maine Central for 999 years. The lease
of the Dexter and Newport Railroad was renewed for
999 years at the same time. The railroad between
Dexter and Dover was opened in 1889.

The bad business conditions of the early nineties,
which culminated in the “gold panic” of 1893, were
especially difficult for the western railroads, and many
prominent railroads went into receivership; but in
Maine there was no serious business depression until
1894. The lumber business was depressed on account
of decreasing construction, and the ice business had
begun to decline. With the exception of 1894 the gross
and net earnings of the Maine Central tended to in-
crease year by year. The credit of the company was
of the highest order. Its four per cent bonds were
selling around par, and in 1891, and again in 1893,
common stock was sold to its stockholders at par.

The operation of the Knox and Lincoln Railroad
under the supervision of the towns which owned it had
not been financially successful; and it had been neces-
sary to raise by taxation the money required to pay
interest on the railroad aid bonds issued by the cities

In 1800 the average monthly pay of railroad labor in Maine. was —

$60.46 for engfneers, $41.45 for firemen, $50.56 for passenger conductors,
$60.17 for freight conductors, $30.06 for brakemen.
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‘and towns. This unfortunate experience in railroad
| building by towns was the principal cause for the
 amendment to the Constitution of Maine which was

| made in 1877, and which limited the debt of cities and —

/towns to five per cent of the assessed valuation, except
\for war purposes or on loans in anticipation of taxes.
Efforts were made to sell or lease the railroad; but the
proposal made by the Maine Central in 1881 to lease
. the road at two and one-half per cent on the bonds for
twenty years and at three per cent for 979 years was
rejected. In 1883, by vote of most of the towns, it was
decided to sell the road outright for $1,400,000 if a
purchaser could be found. Several years later Mr.
Levi C. Wade, representing a syndicate which included
several men then prominent in Maine Central affairs,
bought the road for $1,300,000 in bonds and $200,000
in cash. The town of Waldoboro refused to confirm
the sale, but its interest was so small that the town was
eventually compelled to dispose of its interest along
with the other owners. This syndicate sold the rail-
road to the Penobscot Shore Line Railroad Company.
In 1891, the name of the company having been again
changed to the Knox and Lincoln Railway, the prop-
erty was leased to the Maine Central, the lessee as-
suming its bonds amounting to $1,380,000 and agree-
irg to pay an annual rental of five per cent on two
thousand shares of stock. In 1901 the Knox and Lin-
coln Railway was merged in the Maine Central.
When the Province of British Columbia entered the
union of Canadian provinces, the Dominion of Canada
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had agreed to build a railroad into that territory. The
Canadian Government preferred that this road should
be built by private enterprise. It appeared impossible
to secure private capital to undertake such an enter-
prise; and in 1881 Parliament granted to the newly
organized Canadian Pacific Railway a subsidy of
$25,000,000 and gave the company 25,000,000 acres
of land to aid in construction, and also turned over to
the Canadian Pacific about 700 miles of railroad pre-
viously built by the Dominion government. The ac-
tivities of the Canadian Pacific builders were early
directed to securing an Atlantic terminus.

With the Grand Trunk terminal in Portland it was
natural that the possibilities of that port should be
considered. The Ogdensburg road was for sale, and
this route provided access to Portland. Although over-
tures were made by the representatives of Boston and
of other Atlantic ports seeking the establishment of
the Canadian Pacific port in their respective cities, it
would appear that Portland was the port most serious-
ly considered. From Minneapolis to Portland via the
Canadian Pacific - Ogdensburg route was about sev-
enty-five miles shorter in distance than the then exist-
ing railroad route from Minneapolis through Chicago
to New York City; and a terminus in Portland, as
compared with Halifax, would save about 400 miiles
in distance. The economic advantages afforded by the
shortest route were sacrificed, however, by reason of
political considerations, and the decision was finally
made in favor of Canadian ports.
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In 1885 the International Railway of Maine, a com-

panion enterprise with a Canadian company of the -

same name, having acquired the old charter of the
Penobscot and Lake Megantic Railway, undertook the
construction of a railroad from Lake Megantic across
Maine to Mattawamkeag. The company was gener-
ously assisted by a subsidy from the Dominion of
Canada. In 1886 the company sold its property, rights,
and franchises to the Atlantic and Northwest Railway,
which company promptly leased the property to the
Canadian Pacific. The Canadian Pacific completed
the railroad, and it was opened to Mattawamkeag in
1889. The New Brunswick Railway, which controlled
the St. John and Maine Railway, was leased in 1890.
A contract was made between the Canadian Pacific

Railway and the Maine Central for joint use of the -
European & North American line between Matta- .

wamkeag and Vanceboro, giving the Canadian Pacific
a connection between its own roads, and this section
now forms part of the Canadian Pacific main line to
Halifax and St. John.

In 1892 the Bangor and Aroostook Railroad began
its activities by leasing the Bangor and Piscataquis
Railroad and the Bangor and Katahdin Iron Works
Railroad. The road was built to Houlton the next
year and was gradually extended. The connection
with the Maine Central was at Old Town until 190s.
From this source a large amount of business came to
the Maine Central.*

* The history of the Bangor & Aroostook appears later.
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The declaration of war with Spain caused a sudden
decrease of manufacturing in Maine, and as a result
there was a sharp decline in the gross earnings of the
Maine Central, but comparatively little change in the
net earnings. The textile and lumber mills curtailed
operations for a few months, but prosperity was soon
restored. In 1899 the total funded debt of the Maine
Central was $10,792,192 and of the leased lines $7,-
138,500. The par value of the outstanding Maine
Central stock was $4,975,600 and of the leased lines
$9,325,938. In that year Mr. Lucius Tuttle, for many
years president of the Boston & Maine, became pres-
ident of the Maine Central. In 1900 an issue of Port-
land and Ogdensburg 3)%s were sold around par, and
Maine Central 4s sold at a substantial premium.

(Franklin A, Wilson became president in 1893 and served for six
years).

(In 1880 the average passenger rate per mile on Maine railroads (not
including the Boston & Maine) was 4.055 cents. In 1900 the average had
been reduced to 2.24 cents. The average freight rate per ton per mile
was 5.35 cents in 1880. This rate was steadily reduced. In 1801 it was
down to 1.423 cents, and in 1900 it was 1.02 cents).
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CHAPTER TWELVE

N 1904 the Maine Central acquired control of the

Washington County Railway. The history of that
railroad had been one of grief. The citizens of Wash-
ington County had wanted a railroad for many years,
and had joined in supporting the European & North
American project when it was originally proposed to
build that road from Bangor to Calais. One of the
first Maine railroad charters was to the Calais Rail-
way in 1832, and a horse railroad was soon after in
operation between Calais and Milltown. In 1849 the

company became the Calais and Baring Railway Com-

pany, and the road was extended to Baring and put in
operation by steam in 1852. It was part of the original
plan of the European & North American to include
this road in its line to St. John. . The Lewy’s Island
Railroad was incorporated in 1854 and opened in 1856
between Baring and Princeton. The City of Calais
loaned this company $150,000, secured by mortgage
on the road. This mortgage was defaulted, and the
city took possession of the railroad in 1862 and oper-
ated it until 1870, when it was sold to the St. Croix and
Penobscot Railroad Company.

In 1870 the name of the Calais and Baring Railroad

was changed to the St. Croix and Penobscot Railroad

Company, and the company was authorized to extend
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the road through Princeton to some point on the Eu-
ropean & North American between Milford and Lin.
coln. The Lewy’s Island Railroad was immediately
acquired as the first step, and the plan was to build
to Passadumkeag, but nothing further was done. The
existing road was operated by the company with in-
different success.

The Washington County Railroad was incorporated
in 1893 to build a railroad from Calais to a connection
with the Maine Central Railroad in Hancock County,
with a branch to Eastport. The list of incorporators
includes the names of the most prominent men in
Washington County. A native of Steuben, John Moore,
then a member of the New York Stock Exchange firm
of Moore & Schley, took a prominent part in financing
the construction. The County of Washington pur-
chased $500,000 par value of preferred stock, issuing
its bonds to secure the money required.

The contractors acquired the St. Croix and Penob-
scot Railroad by purchase of the bonds of the Calais
and Baring Railroad and by foreclosure of the mort--
gage securing those bonds which was then in default,
and by purchase of the City of Calais interest in the St.
Croix and Penobscot Railroad. The road was com-
pleted in sections in 1898, and parts of the railroad
were operated during that year by the contractors.
The mileage built was about 119 miles, which with the
St. Croix and Penobscot Railroad made the total mile-
age about 136 miles. It was finally completed and
opened throughout in 1899. The cost of the road was
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nearly $5,000,000, which had been financed by the is-
sue of $2,320,000 five per cent bonds, due in 1948; by
the $500,000 subscribed by the county for preferred
stock ; and by the sale of $1,500,000 par value common
stock.

The earnings of the railroad failed to confirm the
estimates of its promoters, and were hardly sufficient
to cover the expenses of operation. The mortgage was
subsequently foreclosed, the original stockholders, in-

cluding the County of Washington, losing their entire.

investment; and the property was sold to a group of
New ‘_fork capitalists, by whom the company was re-
organized as the Washington County Railway Com-
pany, This company created a mortgage securing
$2,500,000 three and a half per cent bonds and issued
$2,5.oo,ooo par value of common stock. In 1904 the
Mamel Central secured control of the company by
assuming the bonds, of which the Maine Central re-
ceived $250,000 par value as a condition of the sale
alncl by taking over the stock. It was believed at that
time that the traffic would increase and that the road
could be made to pay if operated under the supervision
of the Maine Central management, and during the next
six years the earnings did increase substantially. The
raalroa.d was operated as a separate company until 1911
when it was merged in the Maine Central Railroad
Company.

/ The traffic on the Bangor & Aroostook Railroad had
increased rapidly, especially on account of the develop-
ment of the Great Northern Paper Company ; and by
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1904 it had grown to the point where the terminal
facilities at Old Town and Bangor were inadequate.
The only practical outlet for the freight business orig-
inating on the Bangor & Aroostook had been over the
Maine Central line, and the management believed that
a seaport terminal would be advantageous in handling
coal and other heavy freight and in securing favorable
divisions of rates on freight business with other rail-
roads. In 1905 the Northern Maine Seaport Terminal
line was built from South Lagrange south to a connec-
tion with the Maine Central at Northern Maine Junc-
tion, and to Searsport on Penobscot Bay. From an
operating standpoint the new road was an advantage
to both railroads by eliminating a large amount of
south-bound traffic on the steep grade out of Bangor.
In 1907 the Maine Central purchased control of the
Somerset Railway. This company was successor 1o
the Somerset Railroad which had built the railroad
between Oakland and Madison in the early seventies.
The former company had extended the road to North
Anson in 1877. In 1879 it defaulted on its mortgage,
and in 1883 the bondholders took the road and re-
organized as the Somerset Railway in 1884. The old
plan of including the Somerset road in a railroad line
from Quebec to tidewater was revived in modified form
when the Canadian Pacific system was being formed,
and the hopes of Wiscasset were renewed by the ac-
tivities of prominent citizens who tried to persuade the
Canadian Pacific management to make Wiscasset the
Atlantic terminus of that road. When it became ap-
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parent that this project could not succeed, an effort

was made to connect the Somerset with the Canadian -

Pacific by the construction of a railroad from North
Anson to Lake Megantic. This railroad was to be

built by the Carrabassett and Canadian Railroad up

the valley of the Carrabassett, crossing between Mt
All:uram and Mt. Bigelow into the valley of the D d
River, arfd following that river to the boundary ';'?1
survey d}sclosed a line more favorable in graat; th ;
any previously discovered. The promoters of this r:}{l
road company contemplated the construction of a r }I-
road line to an Atlantic terminus at Wiscasset ; buta1 ;
construction work was ever done on either lin; &
In the middle eighties, while the terminus'of th
Somerset was at North Anson, a project appeared A
paper known as the Boston and Quebec Airpﬁinc Ra?£

 road. The promoters of this project applied for a

charter to build a railroad f
: u rom Skowhegan u
Kennebec River to The Forks, north to M%)ose é’i:‘i}:’

: 2
. and from the Moose River valley northeast to the

kr)r?uc?dary near Bald Mountain. The Quebec Central
naz;.e al_survey for a railroad to connect at the Ca-
1an line. The management of the Somerset road

~opposed the granting of this charter and the Railroad

. . . . . .
[=

| Was practi i
practically obliged to agree to extend its own line :
tl

and the road was extend i
e nded to Solon in 1889 and to

In 1903 John F. Hill of Augusta became interested
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in the Somerset road, and with William T. Haines,
Weston Lewis, William M. Ayer and others he ac-
complished the extension from Bingham to Moose-
head Lake and opened the road to the Lake in 1906.
Under Maine Central control the railroad was operated
as a separate road until 1911 when it was merged in
the Maine Central Railroad.

In the same year when control of the Somerset Rail-
way was purchased the Maine Central leased the Port-
land and Rumford Falls Railroad which controlled
the line between Rumford Junction and the Rangeley
Lakes. The development of this railroad involves the
history of smaller roads which extends back to the be-

inning of railroads in Maine. §

The Buckfield Branch Railioad was chartered in
1847 to build a railroad {rom Mechanic Falls on the
Atlantic & St. Lawrence route to Buckfield, and to
extend from Buckfield to Canton. The road to Buck-
field was built in 1849. The original stockholders
sustained severe losses, having to pay double assess-
ments, and in 1857 the property was sold to Francis
0. J. Smith of Portland. The Portland and Oxford
Central Railroad was then organized and took over
the property with a charter authorizing the construc-
tion of a railroad from Mechanic Falls to Portland.
The road was idle for several years prior to 1863 when
operations were resumed; and in 1870 the road was
extended to Canton. Its operations were not profit-
able, and through neglect of the owners the road be-
came so unsafe that the charter was revoked in 1874.
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In that year the Rumford Falls and Buckfield Rail-
road Company was organized with authority to take
over the location of the Po:tland & Oxford Central
and to extend to Rumford Falls. In 1878 the new
company came into possession as receiver, and the
railroad was repaired, the gauge was changed to stand-
ard, and operations were again resumed.

In_1890 the Portland and Rumford Falls Railwa
was incorporated, and in the same year leased thi
Rumford Falls and Buckfield Railroad Company
Two years.later the road was extended to Rumfon:d.
Falls, and in 1893 was extended from Mechanic Falls
to a connection with the Maine Central at Rumford

Junction in Auburn. In 1897 a branch line was built -

from Canton to Chisholm, and in 1899 to Livermore
Falls. The Rumford Falls and Rangeley Lakes Rail-
road Company was incorporated in 1894 to build from
Rumford Falls to the Rangeley Lakes. The road was
gradually extended and reached Oquossoc in 1902
Both compani.es were controlled by the same interests.
. The'operatlons of Hugh J. Chisholm and his asso;
ciates in the development of railroads, water power
a.nd _mz'lnufacturing in the Androscoggin Valle 'Pes e-
cally in Rumford Falls, fall moreonaturali );n fh
ﬁelfi of industrial history; but it was the yraih‘c;a:;
which made possible the industrial development. Few
men have risked more for the accomplishmen't of
purpose, and fc:w have lived to see their efforts so ncnb]a
;'ewarfied, as did the group which followed Mr. Chis}:
1plm in these enterprises. The whole project was well
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conceived and ably managed, and, although the under-
taking involved considerable risks during the construc-
tion period, the profits began to be realized almost as
soon as the completion of the work.

In 1907 the Chisholm group, now fortified by the
success of all their enterprises, formed a company
called the Portland and Rumford Falls Railroad which
contemplated the construction of a railroad from Port-
land to the Province of Quebec, utilizing their ex-
isting lines between Auburn and the Rangeley Lakes.
For terminal purposes valuable real estate was pur-
chased in Portland. The creation of such a railroad
was apparently more than President Tuttle was pre-
pared to endure. Within a few months after its in-
corporation the Portland and Rumford Falls Railroad, |
which carried control of the Portland and Rumford
Falls Railway and the Rumford Falls and Rangeley
Lakes Railroad by lease, was leased to the Maine Cen-
tral at an annual rental of $328,000. The earnings of
these railroads at that time fully justified the amount
of rental guaranteed by the lease.

The extension of this line into Quebec was later
planned by the Maine Central management, and the
Rangeley Lakes and Megantic Railroad was formed
to build from Oquossoc to Lake Megantic, primarily
for the purpose of opening a new supply of pulpwood
for the paper mills on the Androscoggin River. The
Maine Central bought the stock of the new company
and with the proceeds the road from Oquossoc to Ken-
nebago was built. The plan of the extension to Que-
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bec was abandoned, and the railroad as built became
- the property of the Maine Central through consolida-
tion in I914.

In June, 1907, the New York, New Haven and.-
Hartford Railroad secured control of the Boston &
Maine. The New Haven management was committed
to a policy of expansion which involved the purchase
of properties directly or indirectly connected with rail-
road operation in New England, including electric

railways, steamship lines and tourist hotels. Under

- Boston & Maine influence the Maine Central had se-

. cured control of most-of the railroad system in Maine,

| and in the process had acquired some roads which later
| became a heavy burden upon the company. Mr.™
‘Charles S. Mellen, president of the New Haven, suc-
ceeded Mr. Tuttle as president of the Maine Central in
1910, and under his leadership the company adopted _
a program of expansion into new fields.
Early in 1911 the Maine Central acquired the Sebas-
ticook and Moosehead Railroad. The original com-
any of this name was incorporated in 1886, and it was
the plan of the promoters to build a railroad from
Pittsfield through Hartland, Harmony, Wellington
and other towns, connecting with the Bangor and Pis-
cataquis Railroad near Monson. The company built
eight miles between Pittsfield and Harmony and open-
ed this line in 1886. The company was soon in receiv-
ership, and the road was sold on execution to pay
debts. Operations were continued by a receiver. The
road was extended to Harmony in 1901. In 1903 the
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bondholders of the old company, having foreclosed the
mortgage, organized a new company of the same
name; but the new company never operated the road,
which remained in the possession of the receiver until
it was sold to the Maine Central.

On June 30, 1910, the par valué of Maine Central
stock outstanding was $4,976,300. A year laterit stood
at $9,950,000. And on June 30, 1913, the amount had

~reached $24,516,300, plus subscriptions unpaid which

presently brought the total to $24,888,100. During the
same period the funded debt decreased about $17,000,-
oco. In 1912 a large amount of bonds matured and
these were paid from the proceeds of the sale of com-
mon stock. " In 1911, by legislative act, the controlled
Washington County Railway, Somerset Railway, and
the Sebasticook and Moosehead Railroad were merged
with the Maine Central Railroad. i

Between 1880 and 1900 there had been byik in
Maine several narrow gauge railroads. The financial .
experiences in the railroad field in the early sevenues_y
had demonstrated the folly in the theory that a rail- |
road wWould in itself bring prosperity to the communi- |
Fics_ which it served, and the smaller towns were seek-
ing for a method of tran ‘portation which was within
their means.

The first narrow gauge railroad in Maine was built
bet:.veen Farmington and Phillips in 1880. The first
24 inch gauge engine in the United States ran on this
road. This was the Sandy River Railroad, and it was
built from the material formerly used on the New
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Be'dford and Billerica road. The owners of the Bil
lerica road, having failed to make it pay wher: ﬁl ¢
}ocated, lo?ded all the material on a train and shi 1'5;
itto F armington. During the next twenty years tip.’ee

was !)‘Llllt a system of narrow gauge roads above Ph'lie
lips into the Rangeley and Dead River regions El .
cepting the Sandy River Railroad none of thcse.smaxli

roads had paid. In 1908 Josiah S. Maxcy and Weston

Lewis, who had for several years owned and operated

profitably the Sandy River Railroad acquired and
merg.cd most of the small roads abox,re Farmington
forming the Sandy River and Rangeley Lakes Ig{ail-’
road. Mc‘ssrs. Maxcy and Lewis succesgfully operated
the consolidated properties until 1911, when they sold
the stock to the Maine Central. ’ i
The Brldgt?n & Saco River Railroad was built in
18.81 from a junction with the Ogdensburg road to
Brldgt'on and was later extended to Harrison. Th
most interesting material in the history of this., roa:;
E in the arguments relative to its proE;abI'e value to
rz.dgton. One advocate claimed that the small stream
which f.lows through the town of Bridgton was capable
of turning thf: wheels of all the mills gf Lewistonp 0 :
t%lt‘:‘ whole, this narrow gauge road was a payin ;'o 0n
sition. In. 1912 the Maine Central purchagsfd It:,h;
;teock of this company, and since that time the road has
?hoperat-efl by the Maine Central management.*
e ambition of Wiscasset for a railroad connec.tion

he Mamc El‘lt!all management ]|as rec ently announced 1ts 1nten-
* 'I" c .
tion to nbandon thC BI Idgton & Saco I{IVET Ral]road
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with the interior was not to be entirely denied. In
1804 construction was actually started on the Wiscas-
set and Quebec Railroad. But the name of the com-
pany was grander than its property, and its resources
were slender for its ultimate design. A roadbed was
graded through Alna, Whitefield, Windsor, China, Al-
bion and Unity to Burnham, and in 1895 rails were
laid to Albion. The road was built with a 24 inch
gauge, but the plan was to change to standard gauge
when justified by traffic. The road was unprofitable
and the company was soon reorganjzed. In 1901
Mr. Leonard Atwood of Farmington conceived a plan
for the creation of a narrow gauge railroad system
which would connect the narrow gauge lines in the
Rangeley region with the Wiscasset road. The Wis-
casset, Waterville and Farmington Railway was or-
ganized, and that company took over the Wiscasset
and Quebec road, the charter of the Waterville and
Wiscasset Railroad, and the Franklin, Somerset and
Kennebec Railway, the latter company having a char-
ter authorizing the constuction of a road from Water-
ville to Farmington. The Wiscasset line was extended
to Winslow and piers for a bridge across the Kennebec
were erected, while some work was done west of the
river. The new company soon failed, and the railroad
from Wiscasset to Winslow, having been mortgaged
to secure bonds, was sold under foreclosure proceed-
ings. Mr. Carson Peck of New York owned a sub-
stantial amount of the bonds and he purchased the
property to protect his investment init. The road from
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Albion to Winslow was later abandoned. The line
from Wiscasset to Albion was operated by Mr. Peck,
or by his heirs, until 1925, when the road was pur-
chased by a group of individuals in order to prevent
its abandonment.

The charter of the Portland Union Railway Station
Company was amended in 1911, and its powers were
enlarged and its name changed to the Portland Termi-
nal Company. This company acquired by purchase
and lease from the Boston and Maine and Maine
Central Railroads all of their railroad property owned
or leased in Portland, South Portland and Westbrook,
and has since operated this property for the joint bene-
fit of the Maine Central and Boston & Maine.

The Maine Central had acquired as part of the
Somerset Railway purchase the Kineo House and
other property at Moosehead Lake. In 1912 the com-
pany acquired the stock of the Ricker Hotel Company
(now the Sam O set Company) which owned “The
Sam O set” hotel at Rockland, and the Kineo property
was sold to this company which operates the hotel
properties. The Mellen management contemplated
the purchase and construction of other hotels, and for
that purpose acquired land at Bar Harbor. The Inter-
state Commerce Commission did not view with favor
this growth in the hotel business, and the activities of
the Maine Central in that field became restricted to

the supervision of operation of the existing hotel prop-
erties,

CHAPTER THIRTEEN

N 1914 the Boston & Maine and the New Haven
Railroads were in financial straits. The expan-
sion program of the Mellen management had been
viewed with misgivings by many in Maine; and when-
the result appeared in the insolvent condition of the
Boston & Maine, an opportumnity appeared for re- ,
storing the control of the Maine Central to Maine
people. The railroad had been controlled by capitalvl\y

foreign to Maine for more than forty years. The re-
acquisition of the Maine Central is one of the few in-

stances, and by far the most notable instance, where

Maine people have codperated in an effort to regain'y
control of their own economic destiny. ]

The Boston & Maine owned 159,601 shares of the
total amount of 248,881 shares of Maine Central stock.
The purchase of this stock was financed in the first
instance through Maine Railways Companies, which
was a trust with Charles O. Bancroft, Morris McDon-
ald, who had succeeded Mr. Mellen as President in
1913, and Harry M. Verrill, all of Portland, Trustees.
The Maine Central Railroad bought and paid $3,000,-
ooo for 30,000 shares, which was the entire capital of
the trust. The Maine Railways Companies issued
$12,202,000 in five per cent notes due April 1, 1919,
and with the proceeds of sale of the notes and shares
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this trust purchased at $95.25 a share the 159,601
shares of Maine Central stock. The stock purchased
was pledged as collateral security for the Maine Rail-
ways Companies notes.

It was beyond the capacity of Maine investors to
absorb the total amount of Maine Central stock avail-
able, and the problem of distribution was the more
difficult on account of the European war. The income
of the Maine Railways Companies from dividends was
more than sufficient to pay its interest charges and five
per cent dividends, and the trust made some progress
in retiring its notes from its surplus income. In 1913,
in order to facilitate the financial operations of the

Maine Railways Companies, the legislature authorized
the Maine Central to retire $10,000,000 par value of

its commmon stock and to issue in place thereof an
equal par value of bonds, notes, or preferred stock.
The Maine Central thereupon issued and sold $7,000,-
000 par value first and refunding mortgage four and
one-half per cent bonds, due in December, 1935, and
$3,000,000 par value five per cent cumulative preferred
stock,. and retired 100,000 shares of common stock.
The balance of the common stock held by the Maine
Railways Companies was distributed in 1916 by a
Maine syndicate of investment dealers. As a result
of these operations the number of stockholders almost
doubled in two years while the amount of common
stock outstanding became about half the previous
amount. The Maine Central in the process acquired
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28,815 shares which are held as an asset in the treasury
of the company.

Conditions which could not have been foreseen by
the men who sponsored this change in capitalization
and stock control caused substantial losses to the pur-
chasers of the stock and weakened the financial struc-
ture of the Maine Central Railroad Company. The
United States became engaged in the World War in
1917, and the emergency made necessary the operation,
of the railroads by the Federal Government. The
changes inaugurated during the period of Federa1. con-
trol, for which the corporate management was in no
way responsible, resulted in the railroad being returned
to private operation in 1920 in a desperate financial
condition, and it has required years to regain 1_‘01: the ,
compény a condition of prosperity a.nd sonlmd credit. ¥

The government Railroad Administration took over
the railroads on January 1, 1918, and returned them
to the owners on March 1, 1920. The government
guaranteed a “Standard Return” equal to the average
annual railway operating income for the three years
ending June 30, 1917, and in the case of the Maine
Central this amount was $2,955,696.88. Before and
during the period of Federal control there had been
tremendous increases in wages of railroad employees
by authority of the National Government. The agree-_
ment to return the railroads to their owners in as good
condition as when taken was not carried out in most
cases, and certainly was not with the Maine Central.

The Transportation Act, enacted by Congress before
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the railroads were returned by the government, estab-
lished a new basis of rates which caused grea’t hard-
ship for the Maine Central and other New .Engl;ari&
roads. Rates were established for groups of railroads
regardless of the effect on any one company. The
Ea§tern group included roughly all railroads east of
Chicago a-nd north of the Potomac and Ohio Rivers.
Increases in rates being absolutely necessary, the In-
terstate Commerce Commission authorized anincrease
of forty per cent in freight rates in the Eastern group
and a small increase in passenger rates. The burden
of fhe'lnglfff? being on freight, the result was to the
disadvantage of any railroad whose freight traffic com-
posed a lower percentage of its total business than the
average percentage of freight in the total business in

the whole Eastern group. The percentage of freight -

traffic was far below this average on the New Haven
Bo§ton & Maine, and Maine Central. These railroads:
petitioned for relief by readjustment in the division
of rates with the trunk lines on through freight traffic.

- It was nearly two years before this request was grant-

ed, and then the increase allowed was materially less
than aPpeared reasonable and necessary. f
Durmg. the period of Federal control and the Guar-
antee period the actual earnings of the Maine Central
resulted-in a deficit of $2,399,181 after paying fixed
charges in 1918, and in similar large deficits in 1919
and 1920. But the payment of the “Standard Re-
turp” by the government made possible the payment
of interest and dividends. Upon the termination of

. seventies, and the method of automatic assessments
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the “Standard Return” in the fall of 1920 it became
necessary to cease paying dividends on the preferred
and common stocks. This was the inevitable result of
conditions caused by government control.

In 1921 there was a deficit of $2,165,361 after the
payment of the fixed charges. Practically helpless to al-
ter the situation with rates and wages fixed by govern-
ment authority, the management devoted its efforts to
restoring the railroad and equipment to its former ex-
cellent condition, and directed its attention to the pos-
sibility of securing some measure of relief. The only
item in the company’s budget in which a prompt re-
duction could reasonably be expected was the tax paid
to the State of Maine.

Taxation of railroad franchises had been continued
by the state since its original adoption in the early
“based on a definite percentage of gross earnings had
been in effect since 1881. Prior to 1901 the maximum

rate had been three and one-quarter per cent. The

“Tate was increased steadily until 1911 when it became

five and one-half per cent. In that year the Maine
Central and controlled companies paid about $422,-
000 as an excise tax to the state. The tremendous in-
crease in gross earnings caused by rate increases dur-
ing and after the war were not an indication of greater
value in the railroad or in the franchise. The value of
of the franchise depended upon the profits from opera-"
tion of the railroad, and without profits the franchise
was a liability instead of an asset. In 1921, when
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operations resulted cit of over $2,000,000, the
excise tax paid to the State of Maine was $972,863,
and total taxes paid amounted to $1,263,982.

In 1921 a request was made to the legislature to

reduce the rate of taxation on gross earnings from five
and one-half to fourand.one-half per cent. This meas-
ure of telief was refused by the legislature. In 1925 a
new proposition was presented in the form of a pro-
posed tax law known as the “gross-net plan” by which
the rate of tax on gross earnings would vary in ac-
cordance with the ability of a railroad company to pay,
the proposed rates ranging from a minimum of three
per cent to a maximum of five and one-half per cent of
gross earnings. This measure was scientifically de-
vised and had been recommended by authorities on
taxation. It commanded the almost unanimous sup-
port of the leading business men of Maine and of many
members of the legislature, and its enactment was ex-
pected. The bill passed in both branches of the legis-
lature, but was vetoed by Governor Brewster.

The suspension of dividends on the stocks in 1920,
although inevitable under the conditions following the
termination of the “Standard Return”, was not likely
to increase the good-will of the stockholders toward
the management, and there presently appeared opposi-
tion to the policies of the management and criticism

of officials and directors. The first evidence of organ- -

ized opposition appeared in 1922 upon the announce-
ment of the management of its intention to cease pay-
ing interest on the bonds of the Sandy River and
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Rangeley Lakes Railroad and to abandon the road.

The bonds of this company were owned in large

amounts by savings banks, and many of these banks
had_substantial holdings of Maine Central stock.
Negotiations having failed to secure any compromise
on this matter, the Sandy River and Rangeley Lakes
Railroad defaulted on its bonds and went into the
hands of receivers, who have since operated a portion
of the road. _

After a tremendous loss in 1921 there was a sub-
stantial improvement which resulted in a surplus after
fixed charges in 1922 of $551,157; but the paralysis in
traffic on account of the severe winter in 1923 and of
the flood on Maine rivers which occurred the follow-
ing spring caused substantial losses, and the result for
the entire year showed fixed charges barely earned.

Many stockholders were discouraged by this show-
ing. Opposition to the management and to certain
directors had continued, and early in 1924 a campaign
was started among the stockholders to secure the elec-
tion of some new directors. On March 28 the manage-
ment issued an announcement of the financial pro-
gram of the directors which proposed the settlement
of accumulated preferred dividends by the issue of
additional preferred stock and the resumption of reg-
ular preferred dividends in December. It was inti-
mated that this action would make possible the pay-
ments of dividends on the common stock early in 1925.
The effect of such action would have been to compro-
mise the claim of the preferred stockholders to cash
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dividends in order that the common stock might soon-
er receive dividends.

The management, by virtue of its superior position -

and greater diligence in securing proxies, controlled a
large majority of the stock represented at the annual
meeting, and the old board of directors was re-elected.
The proposal for settlement of preferred dividends in
stock instead of cash was also carried, but this plan
was never put into execution. Regular cash dividends
on the preferred stock were resumed in December,
1924, and the accumulated dividends were finally paid
off in cash.

At the annual meeting in 1925 the directors form-
ally presented their plan for buying the stock of the
Hereford Railway in order to rid the Maine Central of

the burden of this lease. The Hereford had for many

years been a losing proposition, and the operating defi-
cit and part of the fixed charges could be saved by can-

celling the lease and abandoning the road. The saving

would represent a very substantial return on the money
required to buy the stock. The plan was approved b;r
the Maine Central stockholders, and later in the year
the Hereford stock was purchased, the lease was can-
celled, and the road was abandoned.
) During 1925 there was a substantial improvement
in the earnings of the Maine Central, and it now seems
possible that the road can be restored to a prosperous
condition. The vital problem is the necessity of fi-
- nancing the refunding of the maturing obligations.
Within the next few years mature a large amount of
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leased line mortgages, all bearing low rates of interest,
and within eleven years about $26,000,000 par value
of bonds will come due. The rate of interest which
the company must pay on the new bond issues will be
a factor of great importance in determining the future |
prosperity of the Maine Central. It is, therefore, the |
more necessary that the people of Maine should under-
stand the history of the railroad and the nature of its
present problems.

Experience teaches the lessons which must guide the
actions of the future. In the railroad history of Maine °
there is no lesson so strikingly presented as the record
of the Maine Central Railroad during forty years of
control by capital foreign to this state. When a major-
ity of Maine Central stock was acquired by the East-
ern Railroad fifty years ago, it is probable that the
citizens of Maine who sold the stock were blinded by
the profit of the moment to the future economic effect
of their action upon the state and upon themselves and
their descendants. There was not then, and probably
never will be, any reason to suppose that capital foreign
to the soil on which it operates will be employed in
accordance with sentimental considerations, especially
when a condition of warfare marks its public relations.
The Eastern and the Boston & Maine Railroads could
not reasonably have been expected to neglect the op-
portunity to strengthen themselves and their own city
and state at the expense of the State of Maine. Under
the Boston & Maine regime the Ogdensburg division
and the Coos and Hereford roads were handed to the




L 119 ]

Maine Central. Boston influence opposed the sale of
the Ogdensburg line to the Canadian Pacific Railway.
The loss to the Maine Central and to Maine on ac-
count of this foreign control has been millions of dol-
lars; and this was made possible by the sale of about
15,000 shares of stock for about $10.00 per shate more
than its fair value then appeared to be.

In view of recent developments in Maine and the
agitation on the part of politicians to enlist more
foreign capital in Maine’s development, this lesson
from experience seems particularly apropos.
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CHAPTER FOURTEEN

THE importance of railroad communication with
the Aroostook country had been appreciated from
the beginning of railror - development in Maine. The
forest and agricultural resources of the St. John valley
were the more fully realized on account of the promi-
nence attained by that region in the Northeastern
Boundary controversy, and during the years when the
settlement of that international argument rankled in’
the minds of Americans communications with north-
ern Maine were considered of military importance.
The claim of Maine for redress for the injury done her
in surrendering about 5,000,000 acres of her rightful
territory was constantly kept before the national Gov-
ernment by Maine’s representatives, and this was the
strongest argument presented in the request for na-
tional assistance for the building of the European &
North American.

When the European & North American received
from the State the land grant which made possible the
construction of the railroad, it was generally under-
stood that that company practically agreed to build a
branch line into Aroostook County; and, indeed, as
the land grant was made as a military measure for the
defense of the northeastern frontier, there could have
been little excuse for state aid unless such an under-

[ 120 ]




s |
f

13 [ 121 ]

% ng had existed. But the urgency for a military
é d became less after the Civil War, and the com-
%)\ of the line to Vanceboro as part of the route
% I hn and Halifax was then considered of pri-
‘f . portance. A survey was made of a route
4 1 oluncus north into Aroostook, which survey
Ig;':ﬂ s that the European & North American man-
g‘ ~ was not entirely unmindful of its obligation.
& 1 /e any definite plans were made, the panic of
95 % e railroad financing practicably impossible;
& ing the period of distress which followed the
10.4 1e European and North American Railway
).j;}g"ly failed.

y144lough the European & North American never
‘f"g  branch line into Aroostook County, the people
o rostook did secure railroad communication with

’r} >r by means of that line. The railroad lines in

¥ Brunswick were gradually extended northward,
*  the time the European & North American was
# J, the New Brunswick and Canada Railway had
% Huilt from St. Stephen to Woodstock, crossing the
3 sean & North American (New Brunswick Com-
) at McAdam Junction. The Houlton Branch
' road was opened in 1870, connecting with the New
* nswick and Canada Railway. The New Bruns-
< Railway, originally three foot gauge, was opened
ween Edmundston and Woodstock in 1878; and
. Aroostook River Railroad, built from a connection
-h the New Brunswick Railway, was opened to
iribou in 1876 and to Presque Isle in 1881. The
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New Brunswick Railway changed ownership in S0, |
and soon afterwards this company leased the :v; ;
Bru_nswick and Canada Railway and the St. Jr' 5;1 &
Maine. All of these roads became part of tI 1Ca-
nadian Pacific system when that company lea . he !
New Brunswick Railway in 1890. S
— For more than twenty years after 1871 the onl .., -
r?_ad outlets from Aroostook Co_unt-}; were over (ina-
d{_ﬁ:}_ra_i_lroads. At intervals during this period:t heigi-
tation for a railroad line within Maine was rep mfg;
but because the proponents of an independent ra.,'imad :
were not railroad men, and because p.atriotic W-oti\-s :
were not supported by economic necessity, these . -'nt;ve-
ments secured no definite result. But when the | jp. o
the Canadian Pacific across Maine was secured, ;:i
that company had leased the New Brunswick ’ Rl
way.and controlled lines, the prospect of econ f,;,iic
domination of Aroostook by a foreign railroad aro “.ed |
a pluf’;)_hfc sentiment which only required a lead . inf
order to accomplish great things. o
Franklin W. Cram of Bangor was general man. ., zer
of tbe New Brunswick Railway from 1885 to 1890,; 1
during this period had been in close touch witl; }
Pwple of Aroostook. A man of compelling person. ;i.‘
ity, with a vision which admitted no impossibiliti s
with long experience in railroad operation, and w:l,;:
firm faith in the future of Aroostook, Mr. Cram pos-
sessed the necessary qualifications for leadership in
such an undertaking. Consequently, when he pre-
sented to the leading citizens of Aroostook a definite
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plaﬂ for creating the railroad which they desired, he
received at once their enthusiastic support. Closely
associated with Mr. Cram was Albert A. Burleigh, who
devoted his time and effort to consolidating the senti-

" ment in Aroostook in support of Mr. Cram’s program.

To these two men is due in large measure the credit

'~ for creating the Bangor & Aroostook Railroad.

The Bangor & Aroostook Railroad was chartered

in 1891. “The first board of directors was composed of

Albert A. Burleigh, Charles A. Gibson, Hiram H.
Fogg, Frederick H. Appleton and Charles . Bragg.
Mr. Burleigh was president, and Mr. Cram was gen-
eral manager. The charter granted to the company
contained a covenant of the state that railroads paral-
lel within fifteen miles should not be built for twenty
years.* Also, the state agreed to repay to the railroad
company 95% of its state taxes for twenty years.
The County of Aroostook subscribed for $728,000 par
value preferred stock, and its financial interest was
represented in the management by three directors
elected by the Aroostook legislative delegation. $519,-
000 par value additional preferred stock was sold to
the public. The original subscriptions for common
stock totalled $1,050,000, of which $1,040,000 was ac-
quired by the Aroostook Construction Company for
cash and in payments under the original construction
contract.

The Aroostook Construction Company was formed
in 1891 for the purpose of building the Bangor &

* This was later changed to “thirty years.”
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Aroostook Railroad, and during the following twenty |

years did build practically all of the mileage now

owned by the railroad compary. There was nothing
unusual about this method of financing construction,
which had been in common use during the period of-
American railroad development. The Aroostook Con- |
struction Company built the railroad with its own
money, which was often secured by pledge of the per-
sonal credit of its promoters, and received its pay for |
the construction in the securities of the railroad com- |
pany. The value of these securities, especially in the |
early stages of development, was problematical and |
dependent upon the success of the railroad. In the |
case of the Aroostook Construction Company there
has been for many years a popular misunderstanding

of its functions, its financing and its profits: which has |

- For forty years a railroad into Aroostook had been |
wurgently needed and earnestly desired, but no one |

worked an injustice toward those men who created the
Bangor & Aroostook Railroad.

could be found to build it. The ﬁnw,nccsﬂ

of railroad builders in Maine were not encouraging to
the hope that such an undertaking could be financed
or that the railroad, when constructed, would pay.
Various attempts to secure state and municipal aid

& Aroostook in 1891 came forward with a definite
proposition to build this railroad they were Wc_l__c_:c_:mgg
by the legislature with open arms. It was generally
admitted that no group of men could be expected

had failed. And when the promoters of the Bangor °
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to devote their efforts to and risk their fortunes in
building a railroad, which would be by far the greatest
enterprise ever undertaken in Maine, unless an oppor-
tunity was afforded for profit from its successful oper-
ation ; and it was well understood in the beginning that
the reward of the builders would be the common stock
of the Bangor & Aroostook Railroad, to be issued at
the rate of about $6,000 per mile. The probable future
value of this stock no man could predict.

By the time when the Aroostook Construction Com-
pany had finished its job in 1912 the personal fortunes
of its promoters had been several times in danger, and
the construction company was heavily in debt. This
latter condition continued until 1924, when the Ban-
gor & Aroostook common stock was sold by the Aroos-
took Construction Company. The result of this ven-
ture in building over 600 miles of railroad was a
profit to the original promoters of about six per cent a
year on their actual cash investment in the enterprise.
This briefly is the story of the Aroostook Construction
Company.

(As the first step the Bangor & Aroostook leased
the Bangor and Piscataquis Railroad, which carried
control by lease of the Bangor and Katahdin Iron
Works Railroad built in 1881.] After the cancellation
of its lease to the European & North American, the
Bangor and Piscataquis Railroad was for some years
operated by its owners with fair success. In 1884 the
company had completed an extension from Blanchard

- to Greenville, which with the Bangor and Katahdin

Esabi gk J

Iron Works road made about 95 miles in operation,
The Monson Railroad, a narrow gauge line to the
slate quarries at Monson, was opened in 1884, and by
its connection with the Bangor & Piscataquis fur-
nished a substantial amount of business, often as much
as 100 cars of slate a month. In the late eighties, after
the Katahdin Iron Works were closed, the Bangor &
Piscataquis earnings were not as satisfactory, and the
property deteriorated. The lease to the Bangor and
Aroostook, executed in 1892, was at a rental which
provided for interest charges on its bonds, most of
which were held by the City of Bangor, and for the
rental of the Bangor and Katahdin Iron Works road.
The line from Old Town to Greenville was rebuilt by
the Bangor & Aroostook, which later purchased the
property outright.

The decision to follow the Bangor & Piscataquis
line to Brownville and to build from Brownville to
Houlton, rather than to adopt a shorter route north
from the Maine Central at some point on the old Eu-
ropean & North American road, came from several
motives. Mr..Cram believed, and truly as events
proved, that the logical development of manufacture
of forest products would move nearer to the raw ma-

terial and that the water power on the upper Penob-

scot waters, given railroad facilities, would be trans-
muted into commodities which a railroad could haul.
The dominant motive, however, was the desire for
economic independence, which could only be secured
by reaching tidewater at Bangor; and during the years
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. when the terminus was in Old Town the charter right

of an independent line into Bangor was preserved.

Construction was started from Brownville toward
Houlton early in 1893 and the road was opened to
Houlton on January 1, 1894. The following year saw
the road extended to Caribou and Fort Fairfield. In
1895 a branch was built from Ashland Junction to
Ashland, and in 1897 another branch was opened be-
tween Caribou and Limestone. The main line was ex-
tended to Van Buren in 1899. In the same year, the
old original Bangor & Piscataquis bonds maturing, this
line was purchased outright from its former owners.
The Bangor and Katahdin Iron Works Railroad was
purchased a few years later, as was also the Patten
and Sherman Railroad, a short branch line built in-
dependently in 1895 and 1896 by Albert A. Burleigh.
In 1902 Fish River Railroad was built from Ashland
to Fort Kent, and in 1903 this line was sold to the
Bangor & Aroostook, it having been built for and as
part of that system.

The builders of the Bangor & Aroostook encoun-
tered no serious natural obstacles. On the original line
there were several tangents from three to five miles in

 length, and there was one stretch of straight track

over thirteen miles long. Although modern improve-
ments have rendered obsolete much of the original
construction, the railroad was for its time a well built
road, and was so reported by the Maine Railroad Com-
missioners. The chief difficulty was to find the money.

Maine capital, as usual, was indifferent to the oppor-
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tunity for helpful emplgym;c_ngnatjomc, and with the
exception of a small amount of preferred stock which
was purchased by interested parties practically all of
the pe?ﬁiﬁb{_ni Eggr&lﬁ ‘was secured _outsid_e o_f I_\_/_Ia}'ine,
The construction of the main line from Brownville to
Caribou was financed in part by the sale of the first
mortgage 5s, due 1943, and by the issue of a second
mortgage on the same property. The American Ex-
press Company loaned the Company $600,000 at one
critical period. In the late nineties the credit of the
Bangor & Aroostook was fairly established, and the
various extensions were financed with little difficulty.

During the first five years of operation the Bangor
& Aroostook earnings showed a steady growth in
gross and net. About 1900 the Great Northern Paper
Company began its development at Millinocket, and
along the west branch of the Penobscot River, and
traffic from this source soon became the most impor-
tant item in the industrial freight business. This new
business, together with the traffic afforded by the in-
creasing population and steady agricultural develop-
ment in Aroostook County, resulted in the gross earn-
ings doubling from 1899 to 1904. The terminal facili-
ties at Old Town were inadequate for handling this
volume of traffic, and there were difficulties and delays
in moving it through Bangor on the Maine Central,
especially on account of the steep grade coming out of
the Penobscot valley just west of Bangor.

About this time there appeared in railroad operation
a new influence which might properly be called the
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“Harriman Idea” in honor of its leading exponent.
The supporters of this idea advocated the expenditure
of money on improvements, such as reduction of
grades, reduction of distances, and better terminal fa-
cilities. The theory, which had been clearly demon-
strated in practice, was that a railroad which was flat
and straight and carrying heavy trains at a high rate of
speed would produce a substantial increase in net
earnings through reductions in unit costs of operation.
Most of the mileage added to the Bangor and Aroos-
took lines after 1904 was built in response to this in-
fluence.
— The conception of the Northern Maine Seaport Ter-
minal was Franklin W. Cram’s. The plan involved the
construction of a railroad from South Lagrange south
twenty five miles to a connection with the Maine Cen-
tral six miles west of Bangor, and from that point down
the valley of the Penobscot to a tidewater terminal at
Searsport on Penobscot Bay. The important advan-
tages which President Cram expected to gain by build-
ing this railroad as planned were the solution of the
terminal problem on freight destined for Maine Cen-
tral and western lines, shortening the haul and the
time on through traffic, gaining independence of the
Maine Central by introducing the competition of wa-
ter transportation, and, in consequence of the last, se-
curing a more favorable division of rates on through
freight traffic. Incidentally an important advantage
was the elimination of a large amount of west bound
freight movement on the Bangor grade. Both the rail-

[ 130 ] ’

road and the industries in the territory which it served
would be assured of a constant supply of coal, which
would eliminate the expense incident to getting in all
the winter coal supply during the open water months
on the Penobscot River. In actual practice all of these
expectations were realized.

The Northern Maine Seaport Terminal was built

by the Aroostook Construction Company in 1905, and

was opened the same year. The property was leased
to the Bangor & Aroostook, which owned the stock of
the terminal company until the merger.in 1919. The
terminal company issued $4,743,000 first mortgage
five per cent bonds which were guaranteed, principal
and interest, by the Bangor & Aroostook. The high
cost of construction, approximately $5,250,000, was
largely on account of expensive approaches and fills
at Northern Maine Junction and the building of
wharves, store houses and other terminal property
at Searsport. It was believed that the creation of
this tidewater terminal would cause a tremendous in-
crease in real estate values around Searsport, where
the citizens had visions of the rapid growth of a great
city, but these dreams never came true.

The superficial examination which the general pub-
lic gives to great undertakings is likely to focus on
points of minor importance, and in the case of the
Northern Maine Seaport Terminal the prevalent opin-
ion seems to be that it cost a lot of money and was a
failure because Searsport never grew in accordance
with the predictions made at the time; and that the
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Aroostook Construction Company was the only party
to the undertaking that profited by it. As a matter of
fact, while several defects in the plan became apparent
in actual operation and the tidewater terminal was
disappointing in visible results, the advantages claimed
for the terminal from the standpoint of railroad opera-
tions were mainly gained; and although the effect can-
not be mathematically computed, it appears certain
that the net earnings of the Bangor & Aroostook have
been substantially increased by reason of the existence
of the Northern Maine Seaport Terminal, and that
business interests in Northern Maine have gained
great advantages by it.

From 1905 to 1912 new construction was almost
continuous. The extension of the Great Northern
Paper Company development to East Millinocket
caused the construction of a branch nine miles long
to Medway, which was built as the Schoodic Stream
Railway and later merged. The low grade “Medford
Cut-Off,” twenty-eight miles between Packards and
South Lagrange, was completed in 1907. This route,
together with the Seaport Terminal line, made possible
an increase in the average freight train load from 25 to
30 loaded cars on the old route to 100 loaded cars on
the new line. The Washburn Extension, consisting of
55 miles connecting the two northern branches of the
road, was completed in 1910. The principal purpose
of this extension was to improve the grades for south
bound lumber traffic out of Van Buren. When this
road was opened, the train load increased over 60 per
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cent. The St. John Extension, 60 miles along the St.
John River from Van Buren through Fort Kent to St.
Francis, was also completed in 1910. The same year
a survey was made for an Allagash Extension from
Seboois, by Chesuncook and Chamberlain Lakes,
down the Allagash Valley to St. Francis, but no con-
struction work was ever done on this line. With the
completion of these extensions the construction pro-
gram practically ceased. In 1912 there were 630 miles
of railroad in operation, which is approximately the
present mileage. )

The financing of this construction caused many
changes in capitalization. The common stock remained
at $1,050,000 par value until 1904, and was gradually
increased to $3,198,300 par value in 1911. The initial
dividend was paid at the rate of 3% annually in 1904,
and was increased to 4% in 1906, which rate was main-
tained until 1912. The rate varied from 3% to 4%
from 1912 to 1922, and is now 6%. The original pre-
ferred stock owned in part by the County of Aroostook
was finally retired in 1904. The consolidated and re-
funding mortgage was created in 1901, securing the 4%
bonds which were sold from time to time to acquire
the Fish River Railroad, to retire the preferred stock,
to finance additions and betterments, and for other
purposes. The Medford, Washburn, and St. John
Extensions were financed in part by bonds secured by
mortgages on these extensions. Considering the cap-
italization of the-company, which at one time was over
$24,000,000 in bonds with about $3,200,000 par value
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stock, it appears remarkable that bonds could have
been sold in such amounts at such prices as the records
disclose.

It was generally recognized when the Northern
Maine Seaport Terminal was built that the Maine
Central would share in some of its advantages over
the old route through Old Town and Bangor; and
recognition of this fact led the Maine Central to as-
sume a portion of the expense incident to the operation
. of the new facilities. This was known as the Northern
Maine Junction Operating Allowance. Under this
arrangement the roads continued to exchange traffic,
and although the Bangor & Aroostook management
accepted the Maine Central allowance under protest
that it was insufficient, nevertheless the business rela-
tions of the two companies were harmonious. Finally,
however, the Maine Central ceased to pay the allow-
ance. Thereupon the Bangor & Aroostook filed with
the Interstate Commerce Commission a complaint
against the Maine Central pertaining to this allowance
and to other matters in dispute. The differences were
finally adjusted by negotiation in 1913. Out of this
negotiation came the traffic agreement of 1913, which
has been remarkably well advertised, considering that

~ 5o little seems to be known about it.

This traffic agreement, which expires in 1928, es-
tablished the basis for division of rates on through
freight traffic. Many critics of the Maine Central
management have cited this traffic agreement as a
source of Maine Central ills, and the prevalent opinion

[ 134 ]

seems to be that the recent prosperity of the Bangor
& Aroostook has been due largely to this favorable
division of rates. This subject is important only be-
cause it involves the popular estimate of the future
credit of the two railroads. No analysis could under-
take to demonstrate what basis may be adopted for
the division of rates when the present contract expires,
But it is clear that the effect of existing rate divisions
has been greatly magnified in popular imagination,
and that the expiration of this traffic agreement }}olds
no threat of importance to any security holder in either
railroad company.

An important increase in traffic came to the Bangor
& Aroostook through the creation of the Van Buren
Bridge Company. This company was incorporated
in 1913, as a subsidiary of the Bangor & Aroostopk,
and in 1915 opened a connection with the Canadian

Railway lines in New Brunswick by the construction

of the international bridge across the St. John River
at Van Buren. This new route shortened the railroad
haul from Campbellton to Boston by about two hun-
dred miles, and from this line the Bangor & Aroostook
receives south-bound freight averaging about five hun-
dred cars per month. et
During the construction period the financing of the
Bangor & Aroostook had been ably managed. Al-
though the capitalization consisted in large part of
funded debt, the bonds had been sold at high prices.

But in later years the markets in various issues were |

neglected and prices declined. In 1917 an effort was
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made to correct the proportion of funded debt, and a
new seven per cent preferred stock was created, of
}Vhlch $3,480,000 par value was sold at par to a ba’nk-
ing. syn_dicate formed by Brown Bros. & Co. At the
same time the outstanding common stock was in-
creased by the sale of $411,400 par value. With the
proceeds of sale of these stocks the company paid
$2,000,000 of maturing notes and purchased about
$2,300,000 par value of the outstanding bonds, princi-
pally from the Aroostook Construction Company. The
result of this financing was a reduction in funded debt
from $25,315,000 in 1916 to $20,912,000 in December
1917. :
The Bangor & Aroostook preferred stock was not
oﬁ'ere_d to the public for sale for several years. Cor-
poration financing was practically suspended during
the war. After the war and until the passage of the
Tran_sportation Act the railroad situation was so un-
certain that only the roads of strongest credit could sell
bond.s to advantage. The New England railroads were
conmdex_‘ed almost hopeless from a financial standpoint
and while the Bangor & Aroostook had made a fai;
record _Of earnings during the most difficult period, its
securities were considered in the common geograph,ical
classification with the securities of the New Haven
Boston & Maine, and Maine Central. In 1920 Ban-’

sional mortgage bonds were
gag quoted between §5 and 6
and the main line bonds sold in the low 70’s. Of courssé
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this condition was due in part to the abnormally high ||

interest rates then prevailing. \ .
The Transportation Act and the subsequent rate in-
creases which brought hardship and distress to most
New England railroads were peculiarly beneficial to
the Bangor & Aroostcok. The increase of 40% in
freight rates and 20% in passenger rates in the Eastern
District was the cause of complaints from roads whose
revenues from freight traffic were less in percentage of
total revenues than the average in the district. But |
the Bangor & Aroostook, which secured about 80%

of its traffic revenue from freight, was more than pro- |{f

portionately benefited by the new rates, and the net

earnings were soon restored to the levels prevailing !
before the period of federal control. In 1921 the posi-
tion of the company was unique in New England, for ||

it was the only railroad in New England paying divi-

dends on its common stock. _
It was sometime before the favorable factors of the

Bangor & Aroostook situation obtained general rec-

ognition, and the bonds continued to sell at low price:s]I

until 1922, when there appeared a tremendous demand
from Massachusetts savings banks for the Bangor &
Aroostook bonds, which caused great advances in mar-
ket prices. Following this improvement in the market

standing of the securities the Bangor & Aroostook pre- i

ferred stock was publicly offered for sale.
In 1924 there was a strong market in railroad stocks,

and the shares of prosperous railroads rose to high §

figures. Taking advantage of the opportunity the

|

!
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Aroostook Construction Company sold its Bangor &
Aroostook common stock to Hornblower & Weeks. To
facilitate the distribution of the stock the par value
was changed from $100 to $50, and two shares were
issued in place of each old share. The stock was sold
to investors throughout the country. The offering was
not popular with Maine investors and only a small
portion of the stock was purchased by Maine people.
The recent earnings of the Bangor & Aroostook
are the more remarkable when considered in the light
of the conditions prevailing in that territory. The pa-
per mill traffic has been of normal volume; but the
lumber business has suffered from the keen competi-
tion with Pacific coast lumber which is shipped through
the Panama Canal, and which has been offered in At-
lantic ports at lower prices than the lumber from St.
John waters could be profitably marketed. In agricul-
ture Aroostook farmers have clung to specialization in
potatoes. With this crop they were on the whole suc-
cessful until 1922, which was the first of three consec-
utive unprofitable years resulting in a condition of
economic distress. The railroad, although it has con-
tinued to handle large shipments of potatoes, suffered
a loss in general traffic on account of the reduced buy-
ing power of the people in its territory. In 1925, how-
ever, there was a large increase in the price of pota-
toes, and the crop of that year has in large degree re-
stored agricultural values in Aroostook and a condi-
tion of prosperity is again becoming apparent.
ate in 1925 there occurred an incident which fur-
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Upper Stillwater, 3.

Van Buren, 127, 131, 133, 134.
Van Buren Bridge Company, 134.

¥ Vanceboro, 50, 95, 121.

Veazie, Gen. Samuel, 3.
Verrill, Harry M., 110.

Wade, Levi C,, 93.
Wakefield, A, G, 69.
Waldobore, €o, 93.
Warren, 6o.
Washburn, 131, 132.
Washburn, Israel, Jr., 47.
Washington County, 85, 97, 98, 99.
Washington County Railroad, 85, 97,
98, 99, 106.
Finances, 99.
Stock, 98, 99. T :
Waterville, 12, 18, 19, 20, 21, 22, 24,
26, 29, 30, 31, 32, 42, 59, 62, 66,
73, 108,
West, 69.
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Waterville and Wiscasset Railroad, Wiscasset and Kennebec Railroad, 59.

108.
Wellington, 105.
Wescott, George P., 53.
West Baldwin, 56.
Westbrook, 51, 109.
Whitneyville, 6.
Williams, Reuel, 19, 23, 35.
Williamsburg, 2.
Wilson, Franklin A., 69, 84.
Windsor, 108.
Winn, 50.
Winslow, 108, 109.
Winthrop, 19, 20, 2I1.

Wiscasset, 3, 59, 60, 67, 68, 69, 100,

101, 107, 108, 109.

Wiscasset and Moosehead Lake Rail-
road, 68.
_ . Wiscasset and Quebec Railroad, 108.
. Wiscasset, Waterville and Farmington
; Railway, 108.
Wood, Black & Company, 15, 16.
Wood, John M., 25, 31, 32.
Woods, Noah, 84.
Woodstock, 121.

Yarmouth, 18, 22, 72.
Junction, 22.

£,

York and Cumberland Railroad, 22,

1
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