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THE STATE AND THE RAILROADS. 

II. 

CHICAGO and its marvelous railroad 
system have of late years been account
ed almost chief among the marvels of 
material progress in America. I t was 
Professor Goldwin Smith who, about the 
close of the war of the rebellion, first 
brought the " Queen City of the Prai
ries " into fashionable notice, and gave 
the world to understand that among the 
wonders of America he considered her, 
always excepting Niagara, as best wor
thy of a stranger's attention. Not im
probably the English scholar was right. 
Yet, even more than the city itself, the 
railroad system of Chicago then was and 
now is a wonderful result both of pub
lic spirit and of private enterprise, and 
indeed it may well be questioned wheth
er, in a purely material way, the United 
States has anything more remarkable to 
show. More than all else, it is a most 
perfect example of the method of Amer
ican railroad development. Founded on 
the principle of free, unembarrassed con
struction, favored and stimulated in its 
growth by the whole elaborate system of 
artificial inducements, — through land-
grants, exemptions, and subsidies, — left 
for its sole regulation to the influence of 
competition, the Chicago railroad sys
tem sprang into existence with mushroom 
growth, and was intended to and did 
make the whole great region of the North
west tributary to that favored spot at 
•which its numerous members found their 
point of concentration. 

Under all these circumstances it is 
certainly not among the least curious or 
notable events of the day that Chicago, 
par excellence the far-famed city of rail
roads, should suddenly be heard com
plaining loudly and bitterly of unjust 
and unbearable railroad discrimination 
against her. Such, however, has re
cently been the fact, and, strange as that 
fact seems, and indeed really is, a stran
ger fact yet is that this cry of complaint 

against its railroads, raised from Chi
cago, the railroad centre of the West, 
was echoed back by an exactly similar 
cry from New York, the railroad centre 
of the entire country. The railroads were 
charged with discriminating against the 
railroad centres, of all possible places, 
and giving to mere local points undue 
advantages over them. Such an unex
pected turn of affairs as this would be 
curious under any circumstances, but 
is just now particularly deserving of 
thoughtful consideration. Its cause can
not lie upon the surface. It miast needs 
indicate some radical defect in the sys
tem, or the incipient stages of some con
siderable revolution. It is not a thing 
to be disposed of by denunciation of the 
" railroad kings," or the " thieves of 
Wall Street ," or the " stock-gamblers " 
and the " Shy lock moneyed in teres ts" 
of the East. All that is well enough in 
its way, and is indeed apparently a nec
essary part of every discussion on these 
topics, but it is open to the objection 
that it does not account for the exist
ence of the phenomenon. 

Here, apparently, was one of the final 
results of a system of railroads construct
ed on the theory that competition would 
necessarily bring about moderation in 
charges and equality in treatment; the 
very cities where the greatest number 
of railroad lines concentrate, where con
sequently competition should be strong
est, were complaining most loudly that 
all other places were more favored than 
they, and that they were, through the 
adverse action of the railroad corpora
tions, even driven out of the arena of 
business competition. Nor was the com
plaint groundless. There was, on the 
contrary, good cause for it. During the 
winter of 1875 and 1876, both New York 
and Chicago were discriminated against 
in the matter of railroad charges between 
the interior and the sea-board, and to 
such a degree also that, while shipments 
were made from New York to the West 
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by the way of Boston, in like manner 
shipments East from Chicago were made 
through Milwaukee. At the moment 
this was regarded as merely a phase, 
and a passing phase at that, of railroad 
competition. This it was, too, but it was 
also something more. It was an outward 
manifestation of one of the most import
ant of the changes now quietly working 
themselves out in the complex system of 
machinery through which the industrial 
movement of the country is carried on. 
The whole railroad system was trying, 
certainly unconsciously to the country 
and perhaps unconsciously to those who 
managed it, to pass through a great 
change. I t was struggling to get away 
from the false principle of political econ
omy upon which it was first established, 
and with us has always been developed, 
and to find its way to some other eco
nomical basis upon which it might hope 
to live and prosper. In fact it was, in 
its own way, following out the irresisti
ble law of its existence, and working it
self out through competition into combi
nation. 

I t would hardly be possible that the 
subtle connections between a great eco
nomical revolution of the nature of that 
just referred to and its superficial symp
toms should be easy to understand. In 
the present case, also, these connections 
are confusingly complex. To develop 
the subject fully requires space; to under
stand it at all requires patience. It in
volves a realizing conviction of the truth 
of some of the most abstract and para
doxical politico-economic truths of the 
day; which have hardly yet found their 
place in the treatises, but which are none 
the less working themselves out in all civ
ilized countries with an inexorable and 
sometimes, as in the case of Chicago, 
with a cruel logic. A great deal has of 
late been heard of the newly developed 
school of political and economic think
ers, which is making itself felt in Ger
many, and the tendency of which is 
supposed to be reactionary against En
glish free trade and laissez /aire. These 
German thinkers have been laid hold 
of in this country by the protectionists, 
and claimed by them as allies. In truth 

they are nothing of the sort. They are 
free traders themselves, but they de
clare that the principles of free trade 
also are not of unlimited application; 
that, on the contrary, experience, and 
especially the experience of the last few 
years, has definitely shown that, in the 
complex development of modern life, 
functions are more and more developed 
which, in their operation, are not sub
ject to the laws of competition or the 
principles of free trade, and which in
deed are reduced to utter confusion 
within and without if abandoned to the 
working of those laws. The moi'e tlior-
ough ascertainment of these limitations 
on principles generally correct is one of 
the important studies of the day. Thir
ty years ago they were not understood 
at all; they are now understood only in 
part. John Stuart Mill had a clear 
though limited perception of them, and 
how limited his perception was will be 
realized from the fact that of the twelve 
hundred pages of his work on political 
economy he devotes just four pages to this 
subject. Yet t o - d a y these limitations 
are asserting themselves in a way which 
cannot be ignored. It was the ignorant 
disregard of them years ago which led 
to the discrimination last winter against 
New York and Chicago. It is the fact 
of the existence of these limitations to 
the possibility of leaving everything to 
private enterprise and the law of supply 
and demand which now, more than any
thing else in this country, threatens the 
permanence of our political institutions. 
It works in this wise. 

The traditions of political economy to 
the contrary notwithstanding, there are 
functions of modern life, the number of 
which is also continually increasing, 
which necessarily partake in their es
sence of the character of monopolies. 
This they do and always must do as the 
fundamental condition of their develop
ment. Now it is found that , wherever 
this characteristic exists, the effect of 
competition is not to regulate cost or 
equalize production, but under a greater 
or less degree of friction to bring about 
combination and a closer monopoly. The 
law is invariable. It knows no exceptions. 
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The process through which it works it
self out may be long, but it is sure. 
When the number of those performing 
any industrial work in the system of 
modern life is necessarily limited to a 
few, the more powerful of those few will 
inevitably absorb into themselves the less 
powerful. The difficulty of the process 
is a mere question of degree; its duration 
is a mere question of time. That the rail
road system of any country is in its es
sence a monopoly, although not necessa
rily a strict monopoly, has been pointed 
out ad nauseam. In America a great 
many agents are employed in the work 
of transportation, hence the monopoly 
is looser than it is in many other coun
tries; hence, also, the process of bring
ing about a thorough combination of 
the monopolists is rendered more diffi
cult and requires more time. None the 
less it goes on. The essential spirit of 
monopoly reveals itself even in the com
petition which is carried on; for, while 
the result of ordinary competition is to 
reduce and equalize prices, the result 
of railroad competition, as is perfectly 
well known and as was clearly seen in 
the case of Chicago and New York dur
ing the recent winter, is to produce local 
inequalities and to arbitrarily raise and 
depress prices. 

This important truth is precisely what, 
through a long series of years, Chicago 
and New York have demonstrated at the 
expense of other points; and other points 
are now, for the time being, demonstrat
ing it at the expense of New York and 
Chicago. I t remains to sliow directly 
how this came about — through what 
process these cities were thus brought 
to a realizing sense of the unstable char
acter of that railroad competition which 
had created their prosperity. When 
the railroad system of this country was 
established, more than forty years ago, 
it was established with an entire faith, 
shared by the whole community, in the 
effective character of railroad competi
tion. The people of the country in their 
political capacity had faith in it. In
deed, not to have had faith in it at that 
time would have seemed almost to im
ply a doubt of the very principles upon 

which the government was established. 
The whole political experiment in Amer
ica was based upon the theory that the 
government should have the least possi
ble connection with all industrial under
takings, that these undertakings had 
been regulated in other countries far too 
much, and that now, in the New World, 
it was to be proved that they would 
regulate themselves best when most left 
alone. The exceptions to this rule had 
yet to develop themselves. Forty years 
ago they had not begun, or had hardly 
begun, to develop themselves at all. If 
the people, and through the people the 
government, had faith in competition, 
the private individuals who constructed 
the railroads seemed to have no fear of 
it. They built roads throughout the 
country, apparently in perfect confidence 
that the country would so develop as 
to support all the roads that could be 
built. Consequently railroads sprang up 
as if by magic, and after they were con
structed, as it was impossible to remove 
them from places where they were not 
wanted to places where they were want
ed, they lived upon the country where 
they could, and, when the business of the 
country would not support them, they 
lived, as best they might, upon each 
other. In their case an essential prin
ciple had been ignored; or rather a prin
ciple generally correct had been misap
plied. To make this perfectly clear re
quired time. The country was of im
mense extent, and its development under 
the stimulus of the new impetus was un-
precedentedly rapid, while the evils sure 
to ensue from the violation of a funda
mental law revealed themselves by slow 
degrees: At first, and during the lives 
of more than one generation, it really 
seemed as if the community had not re
lied upon this fundamental law of com
petition without cause. Nevertheless, 
there never was a time, since the first 
railroad was built, when he who sought 
to look for them could not find in almost 
any direction significant indications of 
the violation of a natural law. Local in
equalities always existed, and the whole 
system was built up upon the principle 
of developing competing points at the 
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expense of all others. There were cer
tain localities in the country known as 
railroad centres; and these railroad cen
tres were stimulated into an undue growth 
from the fact that competition was limit
ed to them. The principles of free trade 
did not have full play; they were con
fined to favored localities. Hence re
sulted two things: in the first place the 
community suffered; then the railroads. 
Under the hard stress of local and through 
competition the most glaring inequalities 
were developed. The work of the rail
road centres was done at a nominal prof
it, while the corporations recompensed 
themselves by extorting from other points 
not competing the highest profit which 
could be exacted. Nor was this all. 
The effect of competition and of the un
naturally rapid construction which had 
been going on was to force many railroad 
corporations into bankruptcy. Bank
ruptcy, again, became merely the process 
through which absorption was carried 
on, and from which combination result
ed. The undue severity with which 
the railroads were forced to combat each 
other inevitably resulted either in al
liances between them or in the fact that 
the larger took possession of the small
er. As long as the business of the coun
try was good and development rapid, 
this might continue. Railroad construc
tion went on with greater and greater 
speed. At times thei'e were business 
disturbances, but the great crash did 
not come until the year 1873; then, sud
denly, from various causes the country 
for the first time for many years practi
cally stood still. All business seemed at 
once to die away, and the movement of 
the community was relaxed. Accord
ingly the railroads found themselves in 
a most difficult position. There were al
ready too many of them for the largest 
amount of business which the community 
could do even in speculative times, and 
when that business fell away they found 
themselves in a position in which, being 
no longer able to live legitimately upon 
the country, they were forced to live 
upon each other. Not only was the com
petition between them therefore uncon
trolled and beyond all control, but a new 

element entered into it, the effect of 
which could not well be calculated. 

While competition existed in the main 
between solvent roads, it might be said 
to be carried on subject to some limita
tion. There was a point at which the 
owners of the railroads ceased to be 
willing to do business in a manner which 
seemed likely to result only in their in
evitable ruin. The moment that point 
was reached, and the conviction was 
fairly forced upon the minds of the con
tending parties that a conflict further 
prolonged would lead to this result, and 
that shortly, then the moment for an 
agreement or for a combination had ar
rived. They invariably came together 
and sought to save themselves at the 
expense of the community. In other 
words, there was always a point, as long 
as solvent roads only were concerned, 
at wliich competition naturally and quiet
ly resulted in combination. This, how
ever, was true only of solvent corpora
tions. But the effect of the crisis of 
1873 was sharply to divide the rail
road system of the whole country, and 
more particularly the railroad system of 
the West, into two classes: the solvent 
roads and the insolvent roads. The 
trunk lines mainly belonged to the for
mer class, and the latter class comprised 
certain of the trunk lines and many, if 
indeed in the West not a majority, of 
what are known as the cross lines and 
the side lines. 

Between the solvent roads and the 
roads thus bankrupt a new form of com
petition then developed itself. The 
bankrupt roads were operated not for 
profit, apparently, but to secure business; 
business at any price seemed to be their 
object. If it was paying business, so 
much the better; if, however, the busi
ness would not pay, it was better than 
no business at all. Accordingly, the 
position of the trunk lines soon became 
almost untenable. They found them
selves forced to decide whether they 
preferred to lose their business entirely 
and to see it pass away from them to 
rival lines, or whether they preferred to 
retain that business by doing it at a 
dead loss, which seemed inevitably to 
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endanger their ultimate solvency also. 
Such competition as this could not have 
its natural termination in a combina
tion, and, therefore, either the difficulty 
had to be left to solve itself, or some 
new effort for its solution had to be de
vised. 

Accordingly, in the summer of 1873 
those managing the principal through 
lines running east and west met togeth
er in conference. Commodore Vander-
bilt, who was supreme in the control of 
the most important of these lines, was 
then passing the vacation-time after his 
usual manner at Saratoga. There also 
the chiefs of the other lines found their 
way to meet him, and there took place 
that consultation among them which be
came subsequently famous as the " Sara
toga conference." That conference re
sulted, it is true, only in a scheme which 
soon proved abortive; nevertheless it was 
deserving of all the temporary notoriety 
it achieved, for it will probably be found 
to have marked an era in the history of 
American railroad development. There 
were five rival through routes. Chief 
among them was the New York Central. 
North of the New York Central was the 
Grand Trunk, the through route of Can
ada. South of it lay three other com
peting lines: the Erie, the Pennsylvania, 
and the Baltimore & Ohio. Of those 
lines three only, with their connections, 
were represented at the Saratoga confer
ence, or agreed to its conclusions. These 
were the New York Central, the Erie, 
and the Pennsylvania. At the time, the 
results of the Saratoga conference excited 
an amount of alarm and a popular clamor 
throughout the country which has rarely 
been equaled. I t was looked upon as a 
movement against public policy, and the 
plan for operating the combined roads 
which resulted from its deliberations 
was denounced as one which, if success
fully carried out, must necessarily result 
in the destruction of all competition for 
carriage between the sea-board and the 
West, and as consequently turning over 
the vital work of transporting the cereals 
of the interior to their market to a band 
of heartless monopolists. The cry of the 
" railroad kings " and " railroad extor

tioners ' ' was at once raised from almost 
every quarter. Meanwhile this clamor, 
like most popular clamors, had little real 
cause. The essential principle of the 
Saratoga combination lay in fact merely 
in the substitution of an open and re
sponsible organization for a secret and ir
responsible one, which had for years been 
in existence. To any thoughtful and 
reflecting man it must at any time have 
seemed very questionable whether, after 
all, such a change was not directly to the 
advantage of the community; even more 
to the advantage of the community in
deed than of the railroad corporations. 
That the whole business of transportation 
between the West and the sea-board, and 
the prices which should be charged for 
doing it, had long been performed under 
common tariffs binding on all the roads 
represented at Saratoga, and made by 
their agents at stated times, was a mat
ter of common and public notoriety. 
The newspapers had for years contained 
among other regular news items the re
ports of the meetings of these freight 
agents of the different corporations, for 
the purpose of effecting these common 
tariffs, just as regularly as they had re
ported the doings of the state legislatures 
or of Congress. That such meetings 
should have been held and such common 
tariffs prepared and published was ob
viously a matter of mere necessity to the 
railroads. It would have been utterly 
impossible for them to live under the 
pressure of a war of rates, knowing no 
limitation, — a war in which rival lines 
would be continually forced to combine 
against each other until, as has actually 
been the case, freight of every description 
should be transported long distances ab
solutely for nothing. There was a time 
when cattle were brought over the com
peting roads in New York at a dollar a 
car. Such competition as this plainly 
opened the widest and shortest way to 
insolvency, and it was to avoid it that the 
conventions of freight agents met. There 
was no secrecy about their proceedings. 
The tariffs arranged by them were pub
lished in the papers. They took effect 
at stated periods, and they were subject 
to mollifications at other periods. There 
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was no more concealment about them, if 
indeed so much, as there was about the 
regular local tariffs in operation on the 
several roads represented. The only dif
ference between the local and the through 
tariffs was that, whereas the former were 
fixed and rarely changed, the latter were 
subject to sudden and violent fluctuations. 
These fluctuations were known as rail
road wars, and to these it was proposed 
to put a stop through the machinery de
vised in the Saratoga conference. It 
was not intended as the result of that 
conference to, as it is called, " pool " the 
profits of the different lines which were 
parties to it. On the contrary, each line 
was to be left free to procure all the 
business that it could, and charge the 
agreed-upon rates therefor, and to keep 
to itself all the profits that it could real
ize from it. There was nothing which 
looked to a common-purse arrangement. 
The attempt was solely to do away with 
wars of rates through the agency of ar
bitration. In place of leaving each com
pany to assert its own rights and to main
tain them if it was able, a central board 
was organized, the duty of which was to 
establish rules and tariffs which should 
be binding upon the various companies, 
and this central board it was intended 
should be clothed with sufficient powers 
to hold the companies firmly. It was an 
attempt in the first instance to substitute 
arbitration among railroads for a condi
tion of perpetual warfare; consequently, 
though the roads through this board se
cured a much closer combination than 
had ever before bfeen effected, yet, from 
the very fact of their so doing, they also 
concentrated responsibility upon the 
board and consequently upon themselves. 
The board of arbitration was their rep
resentative. I t acted openly and pub
licly, before the whole country. I t es
tablished rates, and it was responsible to 
the country and to public opinion for the 
rates thus established. Upon it, there
fore, the whole force of public opinion 
could, at any time, be brought to bear, 
in place of being dissipated as before 
among a number of wholly irresponsi
ble subordinate agencies. Apparently, 
therefore, to any one who looked below 

the mere surface of things, to any one 
who was not led astray by empty cries 
against railroad kings, and by the equally 
empty denunciation of monopolies, the 
Saratoga conference had resulted in no 
insignificant public benefit. It had sub
stituted the responsible for the irrespon
sible; publicity for secrecy; it seemed, 
at last, to promise to bring the railroads 
together under one head, and that head 
directly accountable to public opinion. 

Obviously, the adhesion of all the 
trunk lines was essential to the success 
of this experiment. The position would 
not be greatly altered from what it had 
been before, if, while the three central 
through lines between the West and the 
sea-board had effected a combination, 
they were yet flanked, as it were, on the 
one side and the other, by lines not 
parties to the arrangjement; by the Grand 
Trunk Railroad upon the north, and by 
the Baltimore & Ohio on the south. This 
proved to be the fact. At the time of 
the conference, Mr. Garrett, the presi
dent of the Baltimore & Ohio road, was 
absent in Europe. Immediately on his 
return, ostensibly to pay him a visit of 
compliment, but in reality to induce him 
to give in his adhesion to the new arrange
ment, the representatives of the other 
lines paid a visit to Baltimore. It soon be
came apparent that trouble was impend
ing. Mr. Garrett declined to surrender 
what he called the independent policy of 
his line. He stated the willingness of the 
corporation which he represented to agree 
to adhere to the rates established by the 
combined lines, but he refused to subject 
his company to the jurisdiction of the 
board of arbitration. He sought, in fact, 
to avoid all entangling alliance, keeping 
the Baltimore & Ohio in a position of ab
solute independence, to do what it pleased 
in view of the local interests which it had 
always been its policy to foster. The 
representatives of the three central lines 
returned, therefore, from Baltimore in 
no good humor. Nor were their appre
hensions of impending trouble unfound
ed. Hardly was the board of arbitra
tion under the Saratoga conference or
ganized, when a bitter railroad war arose 
between the lines which they represent-
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ed and their southern neighbor. The 
more active hostilities were necessarily 
confined to the Pennsylvania road, which 
was brought immediately in contact with 
the Baltimore & Ohio. The war, though 
short, was very severe, and, for the time 
being, seemed to disorganize the rail
road relations of half the country. It 
ended, as Trars between solvent corpo
rations always have ended and always 
must end, in an agreement. The Bal
timore & Ohio became one of the com
bination of roads, upon the old footing 
of tariffs agreed upon in conferences of 
freight agents. It retained its independ
ence. It was not subject to the juris
diction, or bound by the action, of any 
board of arbitration, and consequently 
the board became a useless piece of lum
ber. Thus the one thing, practically, 
which the furious struggle had resulted 
in was the destruction of that which 
was best in the Saratoga arrangement. 
The worst features of the old system of 
irresponsible combination were restored. 
The railroads, in fact, returned into 
what might be called a state of nature; a 
condition in which it might be said that 
the railroad companies became again Rob 
Roys, so far as business was concerned: 
for " t heymigh t take who had the pow
er, and they might keep who could." 
With the board of arbitration the two 
great principles of publicity and direct 
responsibility, which that board of ar
bitration necessarily represented, had 
also disappeared; there remained noth
ing but a loose understanding, such as it 
was, between four of the five through 
routes, which was binding upon them as 
long as they saw fit to be bound by it. 
Even this, however, did not perfect the 
combination. The Grand Trunk of Can
ada still refused to enter into it; and the 
Grand Trunk of Canada was not only 
thus a recusant road, but it also so hap
pened that it was bankrupt. This, for 
the reasons already stated, sorely com
plicated the struggle. The combined 
and solvent roads were very loath to 
enter into a war of rates with an insolv
ent through line, aided, as it necessa
rily was, by the whole system of bank
rupt Western connections. Therefore 

railroad competition in the winter of 
1875 developed itself to its full extent, 
and hence the complaints of Chicago and 
New York. The Grand Trunk road led 
directly neither to the one nor to the 
other of these cities. Consequently, the 
combined roads being unwilling to meet 
that line in a war of rates at other points 
which it did not reach, it was left at lib
erty to compete at those points almost 
without restraint. Its rates, and those 
of the roads which connected with it, 
accordingly were marked down low 
enough to cause business to be turned 
away from the combined lines. This 
meant that business was diverted from 
Chicago and from New York, the cen
tres which those lines especially con
nected. Meanwhile, though the Grand 
Trunk did not reach either Chicago or 
New York, it did through connecting 
roads reach the rival cities of Milwau
kee and Boston. Hence it was that so 
long as that war of rates was suffered to 
continue, both New York and Chicago 
looked on, not without dismay, while 
the stream which flowed through their 
own channels seemed rapidly to be dry
ing up, and that which flowed through 
the channels of their rivals was swollen 
beyond all precedent. 

That such a condition of affairs should 
long be endured in silence was not to 
be expected. Accordingly the business 
communities of both cities soon began 
to bestir themselves, and the press of 
each to make itself heard. The course 
pursued in the two cases was almost di
ametrically opposite. In New York the 
merchants met together in conference, 
and a committee was appointed to wait 
upon the managers of the New York 
Central line and to point out to them 
the damage which was being done to 
what must after ail, under any circum
stances, remain the natural terminus of 
that line. The duty of protecting their 
own best customer, which devolved upon 
those managing the line, scarcely needed 
to be dwelt upon. The meeting between 
the committee and the ofBcials was a 
very friendly one. No complaint was 
made as to the rates then charged by the 
New York Central. These were freely 
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acknowledged to be reasonable and suffi-
cientlj low. But the competing rates 
of the other line were lower. On this 
point there was no dispute, the railroad 
officials freely admitting that the rates 
west from Boston were some fifty per 
cent. less than the rates at that same 
time from New York. I t was not de
nied, either, that this condition of af
fairs necessarily resulted in great hard
ship, and must involve the destruction 
of many branches of New York busi
ness. 

Under these circumstances, the Van-
derbilts at once recognized and acknowl
edged the public duty which devolved 
upon them. They stated to the com
mittee the circumstances under which 
they were placed, and promised at once 
that, at whatever cost, the interests of 
the city of New York should be pro
tected. 

A fierce railroad war now seemed im
pending. A bold announcement was at 
once put forth that the New York Cen
tral was prepared to enter into the field 
of competition, even with its bankrupt 
rival, and that rates would be marked 
down to any point necessary for the pro
tection of New York interests, however 
low that point might prove to be. Ac
cordingly they were at once reduced 
some sixty per cent. It was obvious that 
events must take one of two courses. 
Either there must be a destructive war, 
in which the New York Central, as the 
solvent line, would suffer the most; or 
it must be made worth the while of 
those managing the Grand Trunk to 
enter the combination and retire from 
the struggle. Events moved rapidly. 
Scarcely were the newspapers filled with 
the rumors of war and with the loud 
notes of preparation for it, when they 
also announced that a conference of the 
competing parties was about to be held 
in the city of New York. It was held 
there. The usual discussion took place 
in public, which promised, apparently, 
to produce small results. The parties 
seemed to stand too far apart from each 
other. These things, however, are not 
generally arranged in public, or in the 
presence of newspaper reporters. While 

the representatives of connecting roads, 
East and West, were discussing and hope
lessly differing, those representing the 
three corporations most immediately con
cerned withdrew to the parlor of a 
neighboring hotel. In an hour or two 
they separated. What had taken place 
in that brief interview, no one knows. 
The deliberations have never been made 
public. All that is known is that the 
evening papers of New York for that day 
announced that all diilerences between 
the competing lines were adjusted, and 
that rates would at once be restored to a 
paying basis. 

Thus in the East, so far as the through 
business to the interior was concerned, 
competition had played its full part and 
had resulted in combination — a combi
nation crude, indeed, and imperfect; 
liable to fall to pieces at any moment, 
and inherently defective, so far as the 
community was concerned, in that it 
lacked the two essentials of publicity in 
its proceedings and an acknowledged 
and responsible head. Under its op
eration, however, local discriminations 
ceased, and the gross injustice of having 
forty and fifty per cent, difference in the 
rates between neighboring cities and the 
same points in the interior was no longer 
tolerated. In the West, however, even 
this distant approach to system and jus
tice could not be attained. The process 
of evolution through which the railroad 
system has to pass could be studied 
there in one of its earlier phases. While 
at the East combination was possible, at 
the West competition was uncontrollable. 
At the very beginning of its sessions, 
therefore, the committee of the Chicago 
Board of Trade, to which the matter of 
the freight discriminations against that 
city had been referred, found itself con
fronted by a problem impossible of pres
ent solution. That problem involved 
the whole question of American rail
road development, not only economical
ly but politically. It included the rela
tions which the system was in future to 
bear to the state, as well as the method 
in which it was to perform its duties to 
the community. The committee wholly 
failed to take in the situation. In its 
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report it showed not only an inability to 
grasp the cause of the difficulty it had un
dertaken to investigate, but also its in
ability to suggest a remedy for it. The 
experience of New York and the pro
ceedings of the Eastern roads ought ap
parently to have thrown some light on 
the course which events were inevitably 
taking. Apparently, however, they did 

not. It was a lesson lost. But the sub
ject is one possessing an unusual interest 
for the people, not only of Chicago and 
the West, but of the whole country. The 
views about to be advanced upon it in 
these pages will to most appear para
doxical in the extreme, nor can they be 
properly developed in the space allotted 
to the present article. 

Charles Francis Adams, Jr. 

A SHAKER VILLAGE. 

I T was our fortune to spend six weeks 
of last summer in the neighborhood of a 
community of the people called Shakers 
— who are chiefly known to the world-
outside by their apple-sauce, by their 
garden seeds so punctual in coming up 
when planted, by their brooms so well 
made that they sweep clean long after 
the ordinary new broom of proverb has 
retired upon its reputation, by the quaint-
ness of their dress, and by the fame of 
their religious dances. It is well to have 
one's name such a synonym for honesty 
that anything called by it may be bought 
and sold with perfect confidence, and it 
is surely no harm to be noted for dress
ing out of the present fashion, or for 
dancing before the Lord. But when our 
summer had come to an end, and we had 
learned to know the Shakers for so many 
other qualities, we grew almost to resent 
their superficial renown among men. 
We saw in them a sect simple, sincere, 
and fervently persuaded of the truth of 
their doctrine, striving for the realiza
tion of a heavenly ideal upon earth; and 
amidst the hard and often sordid com
monplace of our ordinary country life, 
their practice of the austerities to which 
men and women have devoted them
selves in storied times and picturesque 
lands clothed these Yankee Shakers in 
something of the pathetic interest which 
always clings to our thoughts of monks 
and nuns. 

Their doctrine has been so often ex

plained that I need not dwell upon it 
here, but the more curious reader may 
turn to the volumes of The Atlantic 
Monthly of 1867 for an authoritative 
statement of all its points in the auto
biography of Elder Evans of Mt. Leb
anon. Mainly, their faith is their life; 
a life of charity, of labor, of celibacy, 
which they call the angelic life. Theo
logically, it can be most succinctly pre
sented in their formula, Christ Jesus 
and Christ Ann, their belief being that 
the order of special prophecy wa^ com
pleted by the inspiration of Mother Ann 
Lee, the wife of the English blacksmith, 
Stanley. She is their second Christ; 
their divine mother, whom some of their 
hymns invoke; and for whom they cher
ish a filial love. The families of Sliir-
ley and Harvard, Massachusetts, were 
formed in her time, near the close of 
the last century; at the latter place they 
show the room in which she lived, and 
whence she was once dragged by the 
foolish mob which helps to found every 
new religion. 

In regard to other points their minds 
vary. Generally they do not believe in 
the miraculous birth or divinity of Christ; 
he was a divinely good and perfect man, 
and any of us may become divine by be
ing godlike. Generally, also, I should 
say that they reject the Puritanic ideas 
of future rewards and punishments, and 
accept something like the Swedenbor-
gian notion of the life hereafter. They 
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