CIADTER XI
A DREAM FULFILLED

N the 24th of Junuary, 1847, the stock markets of
Boston, New York, and London announced for sale
$15,000,000 first mortgage 59 gold honds of the Chieago,
Sants I%e and Culifornia Railway Company.  These bonds,
which were to run 50 years, were gusranteed by the Atchison,
Topuka & Santa Fe Railvoad Company, and were ﬁt.zcurcd
by o fiest mortgage on the entire new rond as 1‘).1‘n‘mcted,
excepting about 100 miles of existing rnm'lb on w'vbwlx thm:e
was o prior lien of $1,500,000, As a ummulum‘l,mn for this
guarantee, the Atchison wus to receive the entire $:3'0,()O('),~
000 stock issue of the Chicage, Santn Fe & California,
thereby gaining control through a direet ownership of two-
thirds of its authorized eapital,

At the beginning of the year 1887 the Santa Fe system
ineluded through direet ownership, joint interest or control
about 5,850 miles of railwny with the Missourl River as an
castern terminus,  Ylaving obtained an outlet to the Pacifie
Coast and the Gulf of Mexico, the seeuring of a sul:isfﬂctor?r.
eastern terminal soon beeuwme a fixed problon, which Pl‘(‘,“ﬁk
dent Strong was not long in solving, Over its extens}ve
mileage the Santa X'e Company was ercating and handling
an enormouns traffic, which justly demanded an castern out-
let beyond the Missouri, Toward the close of the year 188,6
the directors unanimously decided that the interests of their
Company required the absolute control of an independent
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line to Chicago, The natural growth of the road had been
west and south and so long as the lines of competing rail-
roads had ended on the Missouri River, the management
were content to accept that river as the dividing line for
traffic between the Santa Fe and Eastern roads. But now
some of the lines cast of the Missouri had become aggressive
and had invaded or were about to invade Santa Fe territory
in spite of that Company’s efforts to solidify its system of
lines in Xansas, Building across northeastern Kansas, the
Burlington had extended its main line to Denver. The Mis-
souri Pacific and the Rock Island had started operations
in Kansas and besides building extensive branches, both these
companies were soon to eross the state and enter Colorado,
All this activity was lawful competition, yet such an -
precedented invasion of Santa Te territory by eastern lines
to whom the Santa Te hitherto had delivered its east-bound
traflic at the Missouri River simply meant a division of the
Atchison’s business, which business that Company had
sought through the construction of an elaborate system of
extensions and feeder lines to protect. In view of its vast
interests and far-reaching mileage such an invasion would
simply place the Santa Fe in an inferior position as to the
making of rates, And since the Company had a number of
new lines as yet unproductive, it must safeguard its busi-
ness to meet its heavy interest obligations.

Vigorous action was necessary. The easiest method for
solving these potential difficulties was to make traffic agree-
ments with the invading companies. But the directors be-
lieved that a traffic agreement was at hest uncertain and
unsatisfactory. Such an agreement, it was held, generally
fell into neglect or became odious, and only so long as each
party had equal powers to enforce it, was a traffic arrange-
ment safe. A temporary makeshift arrangement was worse
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than useless. ‘And traffic agreements to proteet the interests
of the Atchison Company must be permanenty yet no um()u.n-t;
of expurience or skill could provide fur future contingencies
that were likely to arise. The history of mwh.ccmtracts
showed that they were effective only so long as it was the
interest of the parties concerned to make them so; and they
were generally broken as soon as they beeame burdensome
to cither party. Moreover, it was extremely doubtful 't;lla'h
o traffic agreement, however drawn, could be enf m:cv.d xf.gmnst
the member breaking it, since the Inw looked with dmfuvo.r
upon such contracts, holding tlmm contrary to the public
interest, which interest naturally dt.ﬁhl(lﬂ(]l*(.l the ul:mos‘t free-
dom of action on the part of transportation companies,
Not to mention these important considerations the exten-
sive Santa Fe mileage with its heavy and i{:(-.rusmi.ng traffie
converging on the Missouri would make a C)l\mngrz line onc of
much value, The great trafic center of the Middle ‘Wcst,
Chicago, then as now, was the great central market; it was
the natural source of supply and the natural t}mvkut for
the territory served by the Santa e Tt Wiy Juﬁy.ly 'lmld
that for all Santa Fe patrons west of the Missouri River,
Chicago offered attractions to Mxippc'r nnd“‘t‘,o 't:f'n.vclqr, su-
perior to those of any other western c:u'.ér. For Chicago was
not merely the leading eentral murlu:lz; 1_3; wag the great cen-
tra] point of concentration and distribution for' nll 'ltlm W(\mt,
the Great Lakes, Canada and the East. Atn(l in view o.f the
wonderful growth of the Santa Fe railroad, President
Strong declared, that “The people along our whole system,
above all other things, want direet, rapid, and Llllf)l)ﬁ‘trxxtztecl
communication with Chieago, with only one carrier 'tio deal
with in the entive trangaction; and they will patronize .'blm
road which furnishes it,” In short, Chicago was the lo.g,xcal
eastern terminus for the Santa Xe system, A Chicago
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extension would relieve the Atchison Company of any fur-
ther dependence upon connectiong at the Missouri River and
make it independent in competing for all business to and
from the East in so far as its own territory was concerned.
Furthermore such an extension would enable the Santa Fe
to make its rates over its own lines between Chicago and the
Pacific Coast, and between the Great Lakes and the Gulf of
Mexico, a position to which no other railroad hag yet at-
tained. To do full justice to itg traffic requirements, to
protect its interests by making itself independent of destruc-
tive competition, and to fulfill its ambition for a railroad
that would extend from the Lakes to the Gulf and to the
Pacific Coast, the Santa Fe must then strike directly from
Kansas City to Lake Michigan, and under the indomitahle
leadership of William B, Strong, the dream of building to
Chicago became a splendid reality in the year 1887,

To carry out this pro Jject the Chicago, Santa Fe and Cali-
fornia Railway Company was incorporated under the laws
of Tlinois on December 3rd, 1886. During the previous year
surveys had been made between Kansas City and Chicago
under the nominal dircction of C. F. Morse of the Kansas
City stock yards. At the outset three propositions for get-
ting to Chicago had presented themselves, One plan which
was advocated by Chief Engineer Albert A. Robinson in-
volved the immediate construction of an air line, substan-
tially the same as the present route from Kansas City to
the Mississippi River, and thence running into Chicago on a
course nearly parallel with the Burlington railroad. Such
a route would have been considerably shorter than the line
actually in use to-day. Another plan proposed was to buy
the Chicago & Alton Railway, which would have given the
Santa Fe access to St. Louis as well as to Chicago. But the
Alton Company, it is said, wanted $38,000,000 for their
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road nnd the dominant interests in the Santa e directorate
thought. this price too high, so the Allon plan was dropped,

A thivd propusition aimed to construet only ns mueh of o
diveet line as was necessary nd to purehiase such minor lines
as could be used to advantmge,  This was the plan which
finally was adopted. With o compromise policy thus agreed
upon, it was found possible to reduce the amount of main
line whout 100 miles through the purchase of o small road
leading into Chicago from Pekin, Hlinois, :‘*’»Ixcwl’lx after its
fncorporation, in December, THSG, the Clieago, Szu’x‘m Te
& California Railway Company aequived the road and other
prapertivs of the Chieago & St Louis Railway Company,
which extended from Clieago to Peking about 154 miles, in-
cluding o short spur from Streator to (*nuflvillc?. fl}y"t'h‘e
explicit terms of its clueter the Chieago, Santa Fe &.‘Culk
fornia was nuthorized to build an extension of the Chicago
& St Louis line from Strentor, Tneis, to Tort Madison,
Towa, connecting at the lnbter place with the (Thimgo, Santa
e & Californin Railway Company of Town, which in tum
was to be joined to an extension of the Atehison, Topekn &
Santa Fe from Kansas City, Tt was authorized, further,
to construet o line from Pekin to Springficld, Ilinois,

The Chiengo & 8L Louis Railway Company, which the
Santa Xe absorhed, was known originally in railway circles
as the “Yinckley rvond”  This line was firsl chartered as
the Chicago & Plainfield Railroad on Felvuary f‘}:‘l»‘lh. 1859.
Nothing worth while seems Lo have been aceomplished 'untll
about the yenr 1869 when Francis 1o Hinekley, o Chicago
promoter assaciated with Thilip B, Shumway uﬂml (7:)101:(:1
Ralph Plamly, beenme intevested in the enterprise. l.hezfe
gentlemen, with Ilinckley as President, and some of *the'u“
friends, organized the Chieago, Pekin & Soulhwestern Ral%-
way, and with the financial backing of Moses Taylor, Presi-

A Dream Fulfilled 261

dent of the National City Bank of New York, started build-
ing in the early Seventics. In January, 1878, the road
was completed from Pekin to Streator, about 64 miles north-
east in the direction of Chicago; and in 1876 it was opened
to Mazon Bridge near Coal City, Illinois, about 80 miles
farther. Subsequently, the road got into financial troubles
~—ithe usual fate of small railvoads—and in May, 1881, was
sold under mortgage foreclosure.

On May 10th, 1882, the Chicago, St. Louis & Western
Railroad Company was chartered to establish a line from
Chicago to Pekin, a distance of about 154 miles. Construc-
tion began shortly afterward and before the close of the fol-
lowing year this company had built a railroad between Coal
City and Chicago. On the 1st day of January, 1882, the
new corporation absorbed the Chicago, Pekin & South-
western with all the latter’s property and effects. A year
later still another railway company, the Chicago & St. Louis,
was formed, which in turn took over the property of the
Chicago, St. Louis & Western on May 1st, 1885; and on
the 21st of the following December the entire Chicago & St.
Louis railroad was opened for traffic from Chicago to Pekin?
only to pass to the Chicago, Santa Fe & California Railway
Company within a year.

As was stated, the last mentioned company had $1,500,-
000 outstanding against its securities in the form of a prior
lien and this sum represented the bonded debt of the Chicago
& St. Louis road, which obligation the Santa Fe naturally
assumed when the final transfer took place. The Chicago
& St. Louis was practically without terminal facilities in
Chicago, since its tracks ended at an old frame depot on
23rd Street. TFurthermore, having been strictly a pro-

1The road was still under the presidency of F. E. Hinckley, its chief
promoter—hence the *Hinckley road.”
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moter’s road, this Hne was not in good condition, Tt had
numerous heavy grades and wos Iaid with inferior rails,
which, together with a defeetive roadbed, made it wholly
inadequate for the traffie of a transcontinental system,

At Kansas City the terminal situation was less diffieult,
Already wy was pointed out, the Santa Fe had acquired an
interest in the Knusas City Belt Line which extended east
to Big Blue Junetion, cight miles out, Phe final problem
of getting into Chiengo therefore was reduced to the con-
struction of 850.6 miles of new line between Big Blue June-
tion, Missourl, and the town of Ancona, Illinois; the re-
building of about 100 miles of the main line of the Chieago
& 8t Louis railvoad; and the seeuring of terminal rights
and freilitivs in Chiengo,  This plan of operation also neces-
sitated the constraction of numerous bridges, together with
many overhend evossings,  In the matter of bridge build-
ing, the Missouri and Mississippi vivers alone furnished a
big undertaking, sinee both have wide channels, while the
Missouxri is one of the most trencherous and diffieult of all
stremmms in which to erceb piers. No unusual problems in
rowdbed construetion were presented exeept about 100 miles
of glaeial drift between Buekling Missouri, and TFort Madi-
gon, Towa, which was to prove heavy work.

With the inception of the Chicago, Sants Fe & California
Railway Company of Illinois, a company by the same name
had been chartered in Towa to construct a railroad from
Fort Madison, shout 16 miles acyoss the southeast corner
of Towa and through northern Missouri to conneet with the
Atchison, Topeka & Santa Fe at or near Kansas City, On
the 15th of July, 1887, this Town company was merged with
the Chicago, Santa Te & California Railway Company of
Tllinois and operations were carried to completion under the
latter name,
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To facilitate the work of bridging the Missouri and Mis-
sissippi Rivers, and for the privilege of collecting tolls when
the structures were finished, the Sibley Bridge Company and
the Mississippi Railroad & Toll Bridge Company, capitalized
at $1,000,000 and $900,000, respectively, were organized
under Federal charters. The actual capitalized indehted-
ness of the Sibley Bridge Company represented $850,000 of
first mortgage bonds; while that of the Mississippi River
Railroad & Toll Bridge Company was $650,000 in similar
bonds. The securities of these companies were owned by the
Chicago, Santa Fe & California Railway Company, which
guaranteed the interest on the bonds as a rental of the
bridges when finished. ,

Having organized for business, the task of putting a rail-
road into Chicago was thus reduced to field operations—to
the exccution of plans that had been so -carefully laid. The
president, directors and the attorneys for the corporation
had perfected their organization, It was now left for the
engineers to build bridges and make the dirt fly. And they
did. In February, 1887, President Strong ordered Chief
Engineer Robinson to go shead, to push the line through
and have it ready for operation by the end of the year, This
order was carried literally into effect, and work started all
along the line with tremendous energy.

The grading and bridge building were let to private con-
tractors, and approximately five thousand men were em-
ployed along the entire route. This force was increased
later by about two thousand railroad track and structural
workers. The organization of the engineering staff and
this body of workmen was not unlike that of an army. Over
the entire enterprise with headquarters in Topeka, but al-
most continually in the field, was Albert A. Robinson, Chief
Engineer, In charge of the Eastern Division from the
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Mississippi to Chicago wag P. F. Barr, with headquarters
at Fort Madison, The so-called Western Division between
Big Blue Junetion and the Des Moines River was under B,
I, Booker, whose offices were in Kansay City,

Complete harmony prevailed between the Santa e and
the various competing lines, and this nmatual goad-will aided
greatly in the construetion works for it therehy heeame pog-
sible Lo use the tracks of other lines for nssembling supplies
at erossing points. At Carrolton, Missouri, materials were
reeeived from the Wabash and Burlington roads, At Buck-
lin, Miksourd, the Burlington tracks were again used, and
similar serviees were obtnined from the Northwest line of the
Wabash at Lo Plata, 20 miles east,  Still farther eastward,
gimilar teackage faeilitien were obtuined as follows: At
IMurdland, with the Quiney, Missouri & Preifie; ab Medill,
with the Keokuk & Westerny at Dallas City and Galesburg,
Iinois, with the Burlington, and at Chillicothe, Tinois, with
the Rock Island,  These respective stations range from
thirteen to forty-cight miles apart, and it was the poliey of
the Santn Ie engincers to converge at one place enough
track materialy and supplivs with whieh to meet the consbrue-
tion gangs huikling from the nest point, this seheme making
it possible to hurry the work along the entive roule ab the
some time,  The whole course of operations was thus divided
into so many construetion divisions at the ends of which
the various gangs of men were continunally working toward
each other to close the intervening space,  Splendid progress
was mnde, the track being put down at the vate of four
miles a day,  The last gap was closed at a point not far
from Medill, Missourd, on Deecmber 81st, 1887, at ¢ o’clock
in the evening, Bul as winter had now set in, it was de-
cided not to open the line for regular through traffic until
spring.
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Coincident with the general work of construction and in
accordance with the plans adopted, the Chicago & St. Louis
road was rebuilt. Not only was heavier steel put down, but
the maximum grades were reduced from six-tenths to three-
tenths per cent., or from thirty-two to sixteen feet per mile,
thus making a railroad fit for heavy traffic.

Building the Santa Fe to Chicago required the construc-
tion of five large bridges; 2 those spanning the Illinois, Missis-
sippi, Des Moines, Grand, and Missouri Rivers. References
will be made only to their general dimensions, together with
a brief discussion of the Sibley bridge, the largest and most
representative of the list, The Illinois River bridge had a
total length of 14,175 feet, comprising a channel structure
of 52 feet with three 150 foot spans and one of 802 feet,
The approaches aggregated more than 200 yards. The
TFort Madison bridge erected over the Mississippi River was
authorized by Congress in an Act approved March 8rd,
1887. Commenced that same month, the bridge was prac-
tically completed December 7th, 1887, at a bare initial
cost of over $580,000. It had an extreme length of 2,963
fect, consisting of eight spans and an east approach of
about 850 yards. 'The channel structure comprised four
spans cach 28714 feet, one of 275 and two of 150 feet,
and one draw span 400 feet long. 'The approach had
seventy-four 14-foot spans. The Des Moines River bridge
was 900 feet in length, while the structure crossing the
Grand River was 459 feet in the clear.

The Sibley bridge deserves special mention because the
shifting course and peculiar geological conditions of the Mis-
souri River bed presented serious engineering problems. This
structure is probably the most imposing bridge of the Santa

3Not to mention a large number of small structures and overhead
crossings.
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Fo aystem, It was built under an Act of Congress which
beeame w low July Hrd, TH8E, gennting to the Kansag City,
Topeka & Western Railroad Compuny,® its assigns and suc-
cessors the right to build and maintain o eailroad bridge *
with appronches thereto over the Missouri River at or near
Sibley in Jackson County, Missouri,  The Company was
given an alternative of building either a low bridge with
spany nob less than 160 feeb in the elear, or a high bridge
with spans at least 800 feet in the clenr, the lowest part of
the super-structure in the lutter case to be ab least 50 feet
above high water mark,  Wilh the ovgroization of the Chi-
engo, Santa Fo & Californin Railwny Company these rights
were bransferved to the Ribley Bridge Company, with Albert
A, Robinson, chief engineer, and Octave Chanute as con-
sulting engineer in charge of the enterprise,  Associnted
with Mr. Chanute was Jolm . Wallnee, resident engineer,
assisted by Wo Go Breithaupt, Although a low bridge had
previously been favored, it way at lnst decided to build a
high bridge.  Through enreful surveys it was learned that
the river bed had shifted about 1,800 feet during the years
1878 to 1886, Under such eireumstanees a low strocture
nob only wonld have enused heavy expenditures for control-
ling the ehnnnel, but it would have been unfavorable for
navigation,

Two points of loeation, the upper, known as Sibley Point,
ppery

and the lower, ealled Sibley Reof, were considered favorably
as a site for the hridge, The upper point was in the general

*This will be remenhered ag the corporntion wherehy the Santa Fe
gecurad entranee Lo Kansns Cily and the one In the name of which the
Southern Knnsag system was purchanaed,

*In addition, the huilders were empowered o provide for the passage
of velleles and foob passengers at reasonnble vales of toll, The act of
18687, authorlzing the constraetion of the Fort Madison bridge over the
Misslostppl, was substantinlly the same In its main provisions,
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direction of the railroad and it would have shortened the
route about one mile, yet this point was rejected because
it was located at the upper end of a curve in the river, where
the channel was extremely unstable and much wider than at
the point below. The lower point, or Sibley Reef, although
requiring a more circuitous route, was chosen because the
channel here was about 550 feet narrower than at Sibley
Point, The location of the site selected furthermore of-
fered bed-rock ranging from 42 to 47 feet beneath low water,
as against a depth of but 80 to 40 feet at Sibley Point. Sib-
ley Reef, where the bridge was located, derived its name from
& recf of boulders stretching nearly half way across the
river,

The bridge rested on eight piers of masonry, for the erec-
tion of which ground was first broken on March 23d, 1887.
These substructures were finished December 15th of the same
year. The work of building the iron superstructure was
begun on the viaduct or east approach July 25th, 1887, and
was completed, between piers No. 2 and No. 8, on the 11th
of February, 1888. Both the masonry and the superstruc-
ture of the bridge were let to private contractors and in
order to transport the necessary materials and supplies, a
service or work track was connected with the Wabash rail-
road, three miles distant. Work proceeded rapidly from
the beginning and the whole structure was finished in quicker
time than any bridge of similar size that had as yet been
put across the Missouri River.

The first carload of material for the superstructure
reached the bridge site July 5th, 1887, and the first tower
for the crection of the viaduct or east approach was raised
on July 25th, Operations were hurried throughout the late
summer and the autumn months, until December 19th, when
a blizzard interrupted matters, For about four weeks, prog-
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ress was impossible beeause of heavy storms which covered
the strueture with anow and iee while the thermometer
ranged from 10 to 25 degrees below zero,  Three lives were
lost in attempting to carry on the work during this bad
weather period,

In order to start traflie over the new road, false work
strong enough to bear traing was erveted between piery €@
and “8" and across a span still in constraetion, The first
train erossed the bridge on January 206th, 1884, The work
progressed without delaying teaflic and on February 11th,
1888, the bridge was substantinlly completed at an outlay
of more than 770,000, As finished, the Sibley bridge ® con-
tained the following specifieations: An east vinduel approach
of 1,000 feet und no west approach, while the total length
of the hridge over the channel was 2,158 foet, consisting in
the main of three $00-foot spans together with one of 200,
one of 250 and two of 175 feet respeetively.

Late in January, 1888, accommodation train service was
started over the new line from Argentine, Kansas, The Kan-
sas City terminals were not used until the 29th of the fol-
lowing April, when the enfive rond was taken over by the
operating department of the Chicago, Santa Fo & Calis
fornia. Company.

To secure terminals in Chieago, the Atchison, Topcka
& Santa Xe Railvoad in Chicago Company was organized
with Norman Willisms, a prominent attorney, as president.
This company had a capital stock of $5,000,000 with an au-
thorized funded debt of $10,000,000.  Of the latter amount
the sum of $5,500,000 was anctually raised and guaranteed
by the Atchison Company as a separate obligation,  The
funds thus provided were used to build 2.12 miles of railroad

*In 1012-19 the bridge was greatly enlarged, the better to accommo-
date heavy trafc,
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in the city and to sccure necessary trackage and terminal
properties, such as station, yard, crossing and dock privi-
leges, together with freight-houses and elevator facilities.
This big undertaking, which was consummated in the sum-
mer of 1887, required many intricate plans and large expend-
itures of money. In carrying out their plans the Company
followed a generous and fair policy. There was little or no
occasion for condemnation proceedings in getting the de-
sired properties, and about $3,316,000 was expended for real
estate before any construction work was started in the city.
A full account of these matters is simply a record of hum-
drum real estate sales and transfers, the details of which are
of no special interest or importance here. Numerous cross-
ing privileges were obtained largely through common recip-
rocal agreements with other lines. The initial expenditures
in Chicago aggregated about $5,700,000, but the Santa Fe
gained short and direct access to the heart of the city.
When viewed from a matter-of-fact standpoint the story
of how the Santa Fe built its line to Chicago does not differ
greatly from many of the enterprises conducted by this
great company. Thus regarded, it is merely an account of

thorough organization, careful planning, of mechanical:

skill, the efficient handling of men, of good bargaining, and
tactful procedure, But as to the execution of this project,
as to how 100 miles of railroad were rcbuilt, and the two
largest rivers of the continent successfully bridged; as to
how 850 miles of main line, including 48,106 feet, or more
than nine miles of bridges and trestles, were constructed, all
within eleven months—this must rank with the great engi-
neering achievements of the 19th century.

Yet building to Chicago, splendid performance as it was,
did not absorb the expansive energies of the Atchison, To-
peka & Santa Fe during the eventful year 1887. Entrance
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to St. Joseph, Missouri, was obtained, first, by constructing
o 19-mile extension of the original mnin line from Atchigon,
This work was done under the corporate name of the St,
Joseph & Sunta e Railroad Company.  Next, o railroad
ubout 76 miles long which conneeted St Joseph with the new
Chicago, Santa I'e & Californin main line at Lexington
Junction, Missouri, was purchased from the Wabash Com-
peny for about $800,000, These propertivs, which gave the
Santa I'e aceess to Bt Joseph from two diveetions, were
then consolidated into the 8t Joseph, St Louis & Santa Fe
Railrond Company and becume n valuable auxiliary to the
Santa I'e system,

The St Louis, Kansas City & Colorado, o small railvoad
which extended from 8t Louis, shout 61 miles, to Union,
Missouri, was likewise bought that yenr, This road was
completely isolated from the Santa 1% systems but it hu’d
depot rights in St Louis. Tt was donsidered o strategic
property with which a main line wight be conneeted from
Kansas City and o foothold thereby seeured o the metrop-
olis as soon s the Santn I Company folt justified in build-
ing another rond across the State of i\Iiwmri.ﬂ

Tn Eastern Kansas o 46-mile braneh--the Leavenworth,
Northern & Southern-—wna built to conneet Leavenworth
with the main line at Wilder,

In Colorado some trouble arose onee morve, due, it s said,
to the refusal of W, S, Jackson of the Denver & Rio Grande
to extend certain trackage concessions north of Puchlo in
accordance with the final seltlement of the Grand Cafion
troubles in 1880,  Angered by this situation and determined
once for all to have nu independent road to the Colorado
metropolis, Strong organized the Denver & Santa Fe Radl-
way Company in March, 1887, and promptly built o new
main line of 116 miles from Pueblo to Denver. Incidentally
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he made his company secure in the ca
for $800,000 the Denver
about eight miles in extent,

Not to mention 800 miles of extensions in Indian Terri-
tory and the Texas Panhandle, which were started the pre-
ceding year, the Santa Te in 1887 built 502 miles of sundry
branch lines in Kansas. This was done under the name of
the Chicago, Kansas & Western, thus giving that vigorous
auxiliary a total of over 908 miles of railroad, practically
all of which was constructed within two years,

In Colorado a 10-mile extension at last brought the
Santa Fe to the town of Cafion City. And out in Southern
California the Company was increasing its power by con-
structing about 185 miles of branch lines, To build and
consolidate these California branches a new corporation,
called the California Central, was formed, which was soon
merged with the California Southern and the entire group
then taken into the Santa Fe combination.

During 1887 the Atchison, Topeka & Santa Fe Company
cexpended for real estate and the construction of new rail-
roads $40,775,000; it spent over $4,180,000 for improving
its older lincs, and over $800,000 for additions and im-
provements to collateral properties. At the close of -this
remarkable year the Company owned, operated and con-
trolled 7,378 miles of railroad. The lttle 28-mile Kansas
Railroad of 1869 had within cighteen years become one of
the greatest railroad systems of the world—a system that
extended from Lake Michigan to the Pacific Coast, from
Denver to the Gulf of California, and from Kansas to the
Gulf of Mexico.

The dream of Cyrus Holliday was at last fulfilled.

pital by purchasing
Circle railroad, a terminal line




