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We are again indebted to our esteemed friend, Joseph E. Bloom- 
field, Esq. for two valuable communications. One is an abstratt of 
the Annual Report of the Railroads in Massachusetts, accompanied 
by the tabular arrangement of their statistics, in continuation of the 
series which Mr. B. has prepared for our Journal for several years 
past. The value of these tables is shown by the frequeney with 
which they are quoted—not always with the proper acknowledg- 

ment of the source whence they are derived. 
We would request attention to the formula pr r by Mr. 

B. for the proper distribution of the several items of expense, for 
want of which, many reports are greatly curtailed in their useful- 
ness. We shall always cheerfully give place to any such statistics 

‘when furnished. : 
The other communication is an abstract of .a report made to the 

legislature by the Utica and Schenectady Railroad Company, and 
furnishes interesting data—as coming from a road devoted entirely 

to the transport of passengers. 
In furnishing these articles, Mr. Bloomfield has added another to 

the many obligations of a similar nature which have so often placed 
us in his debt, and has also set an eave seni which is worthy of be- 

ing followed. 

To the Editors. of the American Railroad Journal and Mechanics’ Magazine. 

I continue at your request, the tables of preceding years, present- 
ing the receipts, expenses, and dividends, on the several railroads 

of Massachusetts in use, to 1st January, 1841. 
To make it more acceptable, and to arrive at thefollowing re- 

sults, I have introduced the receipts and expenses, for four years 

of the three principal roads, the nem in use. 



Communication.. 

It will be perceived, that Massachusetts has completed 

329! miles of railroad, at a cost of $12,111,136 
62; miles from Springfield to West Stockbridge, is 

estimated to cost, complete, 3,218,056 

38; miles from the State line, to Albany, being 
' the continuation of the western railroad—es- 

estimated, 1,412,804 
(art ee 

430 will cost, : . 16,742,006 

In addition to the above, there has been expended on 
the Boston and Portland railroad, 523,091 

Total, 7,265,097 
The line of road from Boston, via, Worcester, Springfield 

and West Stockbridge to Albany, with a distance 
-of 200 miles, is estimated to cost $8,582,530, and to 

be completed in 1842. With all its fixtures for a freighting busi- 
ness, it will cost $9000,000—or $45,000 per mile for a single track. 

The average nett earnings of the three principal roads, to wit, 
the Boston and Lowell, the Worcester and the Providence, rail- 

roads, for the last four years, have equalled eight per cent, with a 
yearly surplus to renew their superstructures. 

During the construction of these railways not a dollar has been 
expended by thie State, or individuals, on a new canal in Massachu- 

setts, while thosé great works—in their day—the Middlesex and the 

Blackstone canals, have nearly fallen into disuse. The Hamp- 
den and Farmington canal, in Connecticut, has not received tolls 

sufficient to keep itself in repair. It is now proposed, to turn its 
bed into a railroad, to prevent a total loss to its stockholders. The 

extension of the New Haven railroad to Sptingfield, parallel to it, 

is expected to entirely supercede it. 
It is to be regretted, by the friends of railways, that the officiel 

annual reports, from which the annexed table is constructed, are 

not classed with more order, for the benefit of the railway system. 

The repairs, and expense of running the engines, with their num- 
ber on each road, should be kept separate from the coaches, and the 

cars—these again should be divided,—the items of fuel, oil, wages 

for engine drivers and brakemen—salaries of agents, office and inci- 
dental expenses, should be so arranged, as to arrive at the cost of 
motive power, per mile, to operate the road, for freight as well as 
for passengers. The report should state the number of way and 
through passengers :—the tons of goods carried,—the rate for freight 
and passengers per mile, with the whole distance run by the en- 
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gines. In the infancy of our railroad management, we would do 
well to follow the English plan on this subject, and report them in 
tabular form to the Railroad Journal. 

The following results taken from the table, may be interesting to 
other roads for comparison. 

The average cost of repairs, to both engine and cars, on all the 
roads, per mile, per annum, is $438 
Ditto, of the road, (a large portion just finishod,) 384 
Ditto (exclusive of the western railroad, which road is only in 

part opened, and should not be introduced into the calcula- 
tion the repairs for engines and cars,) on the other roads 

will then be found to be, per mile, per annum, 540 
Ditto, for repairs to road-bed and superstructure, 474 

Ditto for oil, fuel, wages and incidental expenses, 1742 
The total average of annual expenses per mile, per anuum, of 

all the railroads in operation in Massachusetts, 2785 

This average expense per mile, per annum, is high compared 
with the Utica and Schenectada railroad, which is $1408. This 

sum, is the average per annum of the expenses on that road for 
four years and 5 months, for 78 miles, 22 miles of which, is a double 

track. 

It will be perceived, that it has cost in Massachusetts $1,732,353 

To receive from freight, mails and passengers 3,634,980 

From freight and the mails, received 1,248,874 

From passengers there has been received 2,386,106 

The expences are 47 per cent, of the receipts. The freight, 
compared with passengers, is as 1 to 2. 

The percentage of increase of freight, on the Boston and Lowell 

railroad, is yearly 20 per cent. for four years. On passengers, only 
3 per cent. per annum. 

The receipts for 1840—on the Boston and Providence railroad, fell 
off $48,281, compared with 1837, whilst the Boston and Worcester 

railroad, during the same period, increased from $210,047, to 267, 

547, the increase, $57,500, being from passengers. This isto be at- 

tributed to the extension of the Western railroad 54} miles to Spring- 

field—and the opening of the Norwich and Worcester railroad 58 
miles. The increase from passengers on the Boston and Providence 

railroad, in 1837, $193,469, compared with the last year, $134,331 ; 
shows that the receipts on the Boston and Worcester railroad is 
entirely from passengers from the Providence railroad. It should 
be taken into consideration, that last year, was one of unusual dull- 
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ness for trade and travel. The first opening of the Norwich and 
Worcester road from its novelty, no doubt, increased the travel over 

it, to the prejudice of the Providence railroad. Low fares, and 
quick time, will get it back. 

The increase of receipts on the Eastern railroad, at the test of 
“low fares,’ was 50 per cent. both on freight ana passengers. On 
the Taunton Branch, the increase on freight the last year, compared 
with 1839 was 78 per cent. On the Nashua and Lowell railroad, 
during the same period, the increase on freight (its main support,) 
was 150 per cent, whilst its receipts for passengers, fell off 3 per 
cent. These three last named roads have been in operation only 
three years; although short roads, they appear to have yielded their 
stock holders 6 to 7 per cent from their commencement. Cotton, 
flour, tobacco, and bulky articles, of every description, are carried 
over these roads, at cheap rates. The rates will gradually be 
reduced by competition, and the introduction of more capital, to 
purchase improved engines, to carry freight at reduced cost for 
motive power. ! 

An instance is presented, from the receipts on the Grand Junc- 
tion Railway, in England, for the last six months, of 1839 compared 
with 1840, 

_ Stx months, 1839. Six months, 1840. 
Receipt from coaches, £187,476|Receipt from coaches, £188,620 

do. Goods, 35,220 do. Goods, 40,934 
do. Live stock, 3,607 do. Live stock, 3,008, 

226,304 232,563 

Expenses, 107,880|Expenses, 99,627 

Nine thousand pounds was saved, in the motive power, while 
the receipts were increased £14,512 during the same period.— 
On the Utica and Schenectady railroad, the expenses for locomotive 

engines in 1837, to carry 139,000 in passengers, was $13,315 

In 1840, to carry 174,441 passengers, 9,164 
Fuel for engines, offices, shops, 1837, 36,853 

do do. 1840, 18,983 
Many other examples could be quoted. Experience is gradually 

reducing our expenses. It is ascertained, that on lines where 
there is a sufficient passenger business to pay the expenses and in- 
terest on the cost of the road, that with a small addition of capital 
in motive power, railways can transport cheaper than canals, 
both being free of toll, and taxes. This will be the result, on 
the line of the Erie canal so soon as there is a track, with a good 

edge rail, from Albany to Buffalo. Respectfully, 

Jos. E. Buoomrre.p. 
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134 Utica and Schenectada Railroad. 

For the American Railroad Journal and Mechanics’ Magazine, 

UTICA AND SCHENECTADY RAILROAD. 

The report of this important passenger railroad, in answer to a 
resolution of the assembly of the 5th of February, is replete with 
practical information. It is highly desirable, that all railway com- 
panies imitate the example, of stating the repairs and expenses of 
running the engines, separate from repairs to both coaches, and 
cars. These two items, should be separate, where there is a mixed 
business of freighting, and passengers. This is necessary to arrive 
at the cost of transporting a passenger, as well as of a ton of goods, 
a mile. 

The report is defective, in not giving the number of engines, 
coaches and cars, in use on the road, as well as the number of miles 

run by each locomotive, with the separate, and aggregate repairs 
to each. It is understood the engines are eight, of eight tons, 
from Baldwin’s factory, of the 2d class, the cars, about 45. 

In a former report, the distance from Schenectady, to Utica is 
stated at 78 miles with 22 miles of turn outs—twenty miles are in 
the centre of the road, making 100 of single track. The entire 
cost of this road “for roadway, fencing, grading, and superstruc- 

ture, buildings and other fixtures, engines and coaches, and all other 

charges, incidental to construction account, as well as the purchase 
of the Mohawk turnpike, from the commencement of the pre- 
liminary survey, on the road, September 1833 to December 31, 

1840, is $1,901,785,21 

The capital stock of the company is 2,000,000,00 
There has been paid, in capital dividends, 1,800,000 

The amount of dividends made and paid since Feb- 
ruary 1, 1837, to December 31, 1840, has been 917,000 

The amount received for the transportation of pas- 
sengers from August 2, 1836, to December 31, 

1840, is 1,497,640 

For the mail and other items, $121,000 

The number of through passengers carried per each year during 
4 years and 5 months, is as follows: 

1836 1837 1838 1839 -1840 Total. 
45,3914 | 79,0954 | 82,459 | 95,7761 | 86,823} | 389,547 

Way Paseengers. 
30,2243 | 59,854 | 71,0014 | 86,823 | 86,619} | 334,522 

By a table in the report,of the ordinary expenses of the road, 
from which we derive the following results, it will be perceived, 
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that it cost $551,958,23, to transport 724,069 through and way 

passengers, for which $1,618,640 was received. The expenses of 
the road is 33 per cent. on the receipts. This is an instacne of a 
well managed railroad. It reflects great credit on the superintend- 
ant, Mr. Young, who deserves the salary of $5000 per annum, which 
we perceive is allowed, by the liberality of an intelligent board of 
directors. 

The average expenses per mile, per annum, calling the length of 
road 100 miles, is the very moderate sum of $1248, or $1408 per 

mile, for '78 miles. 

Of this, the expense for locomotive engines is 192 per mile. 
“ Repairs of locomotive engines, 95 
“ * Repairs of coaches and cars, oe * 
. Oil for engines coaches, machinery, etc. 32 “ 
“ Fuel, 243 
rs Maintenance of ways and fixtures 303 - 

It should be taken into consideration, that this road has a light, 

flat iron bar. ‘The cost per mile, after deducting the cost of right. 
of way, and cost of Mohawk turnpike is about $18,000. The right 

of way, about $5000 per mile. 
Six of the principal railroads in Massachusetts, 161 miles in 

length, at the average cost of $44,000 per mile, in part with 
double tracks, received in 1839, for passengers $682,385, and for 
freight $343,190,=$1,025,628. The total expenses, to receive this 
sum was 435,867, or 43 per cent. The average of the last four 
years, is 47 per cent. 

There is a striking fact presented by the report of the + Wie and 
Schenectady railroad, to wit, the fare of the road for the 78 miles 
is $3 for each through passenger, and the way passengers about in 
the same proportion. ‘The receipts from the through passengers is 
$1,168,641 or nearly in the proportion of three to one for way 
$328,999. It should be noted, that the Erie canal, with packet boats 
and the Mohawk and Turnpike run parallel with the railroad. The 
railroad is not permitted to carry extra baggage, unless free, nor 
goods except in the winter, and charged with canal tolls!!! 

It isto be hoped that this restriction on commerce, will be done 

away with, and that individual enterprise will be permitted to com- 
pete with the present State monopoly of transportation on the Erie 
canal, or that the enlargement will be abandoned. 

J. E. Broomrrerp. 
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For the American Railroad Journal and Mechanics’ Magazine. 

ESTIMATE OF COST OF MOTIVE POWER, 

Annual cost of maintaining an engine, supposing the same in ope- 
ration and running at the rate of 100 miles per day, or 10 hours at 
10 miles per hour, estimating 300 days to the year. 

Cost of engine $7000 interest on which 6 per cent, is $420 00 

Expense of repairs and renewal, 1000 00 
Services of engineer 313 days—2. 50 per day, 782 50 

do assistant do and fireman do—1. 50 per day, 479 50 
Fuel 100 x 300—30,000 miles, 2} cords per 100 

miles=—-1050 cords at $4, 4200 00 

Oil, &c., 200 00 

Total annual expense of engine, $7,082 00 
The above engine will carry a gross load of 300 tons upon a level, 

or 200 tons from Buffalo to Albany, on ground, if any thing, less 
favorable than that on which the Erie canal is located or the 
road from New York to Albany—200 tons gross is about equal to 
140 tons nett, to convey which will require 40 freight cars. 

40 cars at $300 is $12,000—interest at 6 per cent is $720 00 

renewal and repairs of 40 cars at $60 2400 00 
oil, &c., 300 00 

5 brakemen 313 days=-1565 days at $1, 1565 00 
a es 

Total annual expense of 40 cars, | $4985 00 
Expense of engine as above, 7082 00 

Amount required to convey 140 tons 300 X 100= ) $12067 00 
30,000 miles or one ton 4,200,000 miles 

Which gives for the conveyance of one ton, 1 mile 27 mills 
Supposing the engine and train to run one half the distance with- 

out load, the cost is 5? mills per ton per mile—and adding 20 per 
cent for supernumerary cars and engines, amounts to 6? mills per 
ton, per mile. 

The Railroad from Havana to Gumes, on the Island of Cuba, produced 
in 1839 a total revenue of $307,878, viz: $171,825 from passengers, and 
$136,053 from freight. Inthe year 1840 the income from passengers 
was $172,436; freight, $172,836. Total, $345,272. Increase of revenue 
from 1839, $37,394. 

Illinois and Michigan Canal.—The Fifth Annual Report of the Canal 
Commissioners of Illinois, states that the expense already incurred on this 
work is $4,073,480 09 

The estimated cost of the Canal, 8,480,478 68 

Amount remaining to be done, $4,447,430 58 
. Which is supposed can be completed in three years if there is no impedi- 

ment from the want of funds. 



New York and Erie Railroad Report: is? 

SECOND REPORT OF THE DIRECTORS OF THE NEW YORK AND ERIE 

RAILROAD COMPANY, TO THE STOCKHOLDERS:—February 3d, 1841. 

(Continued from page 128.) 

V.—oF THE PROBABLE INCOME OF THE ROAD; 

Instead of proposing simply an estimate of the probable number 
of passengers on this road, connected as it is, at its extremities, with 
the greatest sources and facilities of travel in the country, and 
throughout its whole extent, with tributaries from the right and left, 
or of the quantity of tonnage it may command, it seems appropriate 
to observe, that it occupies a route which is exempt from all hazard 

of competition; that it will accommodate an extent of country far 
larger than that which supplies the business of the Erie canal; that 
it is adapted to the object of tonnage as well as to that of travel ; 
that besides the ordinary products of agriculture and manufactures, 
it will have large resources of business in the transport of minerals 
and lumber ; and that the population within such distance of it, as 
to be relied on for its support, will not be less numerous than that 
which contributes to the tolls, freight and travel, on the Erie canal, 

and the works near its borders. 

To illustrate the consideration last above mentioned, the follow- 

ing statements are submitted in the belief that the results will justi- 
fy the utmost confidence in the productiveness and value of the 
work. 

Statement of the population, by the census of 1840, of the coun- 
ties traversed by the road, and of adjacent counties, and parts of 

counties, to which it will be the most convenient route of commu. 

nication with the city of New York. 

COUNTIES THROUGH WHICH THE LINE EXTENDS. 

Rockland, - s - - - - 11,874 
Orange, - : ee 3 - 60,733 

Sullivan, - 15,630 

Delaware, : 35,363 
Broome, : 22,348 

Tioga, 20,350 
Chemung, 20,731 
Steuben, - - 45,992 
Allegany, 40,920 
Cattaraugus, 28,803" 
Chautauque, : 47, 641 
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ADJACENT COUNTIES IN THE STATE OF NEW YORK: 

Two-thirds of Otsego, - - - - 44,248 
Chenango, -~ - 40,778 
Cortland, - 24,605 
Tompkins,. - : 38,113 

One-third of Cayuga, - , 16,787 
One-third of Seneca, 8,289 
Yates, - - . 20,442 

One-quarter of Ontario, 10,875. 

One-half of Livingston, - 17,855 

One-half of Genesee, 28,305 

One-quarter of Erie, - 15,788 
‘ 266,085 

606,470 

Adjacent border counties of Pennsylvania, viz: Erie, 
Warren, McKean, Potter, Tioga, Bradford, Susque- 

hanna, Luzerne, Wayne, and Pike, and parts of some 
others ; and in New Jersey, parts of Sussex, Passaic, 

and Bergen, estimated at * - - ‘ - 230,000 

836,470 

Under the influence of the construction and use of the 
road, the increase in'the above counties, in the next 
five years, may be safely estimated at 20 per cent.,or 167,294 

1,003,764 

The foregoing statement is made with reference to the state of 
things when the road is completed, and comprises considerable num- 
bers within this State, which at present contribute to the support of 
the Erie canal, through the Chenango and Chemung canals, and by 
various land routes; for all which there is room for adequate allow- 
ance in the ersuing calculations. 

By the census of 1830, it appears that the number of , 
inhabitants in the above mentioned counties, and parts 
of counties, in this State was - : - - 477,823 

Increase in ten years, 27 per cent., or 128,647 

606,470 
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The increase in the State at large, during the same period, exclu- 
ding the city of New York, was 23} per cent.; and in the city of 
New York, 50} per cent. 

In the eleven counties traversed by the road, the num- 
ber of inhabitants in 1830, was - - - - 262,433 

Increase in ten years, 30 per cent.,or - - - 77,952 

340,385 

The number of acres of land taxed in the aforesaid coun- 

ties, and parts of counties, in this State in 1839, was 8,781,765 

The number of acres taxed in the canal counties, and 

parts of counties, represented in the following state- 
ment, was, in 1839, - - - - - - 6,681,955 . 

Statement of the population in 1840, of the counties which are 
traversed by, and other counties and parts of counties, which now 

‘ are, and will, it is assumed, continue after the road is completed, to 

be tributary to the Erie canal. 

Schenectady, - -_ - eure g - 17,233 
One-third of Otsego, - thine . 17,124 
Montgomery and Fulton, - + + 48,839 
Herkimer, - - - - - - 37,378 

Oneida, - - ° - - - - 85,327 

Madison, - - - - - : 40,067 

Oswego, - - - = - + = 48,820 
Onondaga, - - - - oF ig 67,914 
Two-thirds of Cayuga, - oe - 33,575 
Two-thirds of Seneca, - - - - 16,579 

Wayne, - - - : . : - 42,160 
Three-fourths of Ontario, - - - 31,876 

Monroe, - - - : - - - 51,912 

One-half of Livingston, - - - - 17,855 
Orleans, - - - - - - - 25,015 

One-half of Genesee, - - - - 28,305 

Niagara, - - - - - - - $1,114 

Three-fourths of Erie, - - - - 46,615 
677,708 

The number in the same counties, and parts of counties, 
in 1830, was - - - - : - - - 548,205 

And in 1835, the number was - - 2 rs - 646,197 
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Increase in ten years, from 1830 to 1840, 23} per cent, 

Increase in five years, from 1885 to 1840, 5 per cent. 

With an increase of 5 per cent. in the next five years, the 
number will be - - * - : : - 711,593 

“If to 677,708 be added the inhabitants of the city and vicinity of 

Albany, say 32,292, making 710,000, an increase of 7 per cent, 
thereon in fiye years, will make an aggregate, in round numbers, of 

750,000, . | 

The very moderate increase above noticed, of 5 per cent., be- 
tween 1835 and 1840, is most probably to be accounted for, by sup- 

posing that the effect of the canal in drawing population within 
reach of its facilities, and in enhancing the price of farm lands from 

four or five, to fifty, eighty, or an hundred dollars per acre, according 
to position, had been realized prior to 1835; while the extraordi- 

nary increase of 30 per cent. in ten years in the counties on the line 
of the road, indicates that the anticipation of that work, added to 
the very low price of lands in those counties, had induced emigration 
thither. 

If to the population to be immediately accommodated 
by the railroad, as above stated, viz: - - - 886,470 

be added that of the city of New York, in 1840, viz: . 812,832 
_ and that of Brooklyn and vicinity, say - - 45,718 

The aggregate willbe - - - - - 1,195,010 

The increase of which, in the next five years, supposing 
the road to be completed and in full operation within 
that period, may be safely estimated at 25 sper cent., 
making, in round numbers,_ - - > - 1,500,000 

It is, therefore, abundantly manifest that a population not less, but 
more numerous than that by which the canal and its route is used, 

is to be accommodated, and relied on for the support of this road, 

Now the tolls annually collected on the Erie canal and 
its branches, exclusive of the Champlair canal, amount 

in round numbers, to : $1,500,000 

The cost of freight on the canal, is at least three times 

as much as the tolls, or - - - - - 4,500,000 

The amount of fares paid by the population using the 
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canal for passage in boats, and on the rail and other 
roads along its route, cannot be estimated at less than 
three dollars each per annum. The population using 
the canal route at the present time, may be estimated 
with sufficient accuracy by adding to the number in 
the canal counties, as above stated, viz: 710,000, for 

those from other counties, and parts of counties, who, 

through branch canals, and otherwise, now use the 
route of the Erie canal more or less, both for travel 

and transport,a number equal to about one half of 
the 606,470 assigned to the railroad within this State, 
making in round numbers, 1,000,000; which at three 

dollars each, amounts, per annum, to - - $3,000,000 

Total, - - $9,000,000 

which is equal to an average of nine dollars each, per 
annum, for travel and transport on that route, or 

about 12 per cent. of the value of the commodities 
transported. 

In 1839, 1,435,713 tons were transported on the canals, valued at 

$73,399,764, on which the tolls received amounted to $1,616,382, of 

which $113,753 were collected on the Champlain canal. 

The tolls actually collected on the canal, being the basis of this 
estimate, and the results, being, after large allowances, sufficient to 

justify the inferences to bemade from them, it is immaterial whether 
the numbers stated as now using the canal, or the rates of fares 

paid, be exact or not. No reason is perceived why it may not be 
safely taken as a basis of calculation with reference to the railroad 
and the southern tier of counties. The inhabitants of these coun- 
ties are not less industrious or less enterprising than those of the 

counties which border the canal. Their lands for all the purposes of 
agriculture, with exceptions in respect to wheat, are superior to 

those of the canal counties; their climate is more uniformly salu- 
brious ; and in their rivers, their forests, and their minerals, the dif- 

ference is still more widely in their favor. If there be a reason, it 
is not apparent, why they should not have occasion to travel as much, 

and as far, as their northern neighbors, to procure for themselves a 
like quantity of supplies, and to pay for them by sending their pro- 
ducts to market ; or why they should not be able and willing to 
pay as much annually, for travel and transport, if favored with fa- 
cilities adapted to all their objects, interests and wishes, and availa. 
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ble from the Atlantic to the lake, in winter as well as summer. If 
the products of their agriculture are at present less, their lumber 
and their minerals are far more abundant. The railway will, to 

say the least, furnish them facilities of travel and transport as much 
more eligible and convenient than any others within their reach, as 
the canal and the road, along its route, do those using and support- 

ing them. For through passengers passing west from the city of 
New York, and east from the lakes and western States, the prospects 

of the road cannot well be deemed inferior to those of the canal 
route, whether distance, time, expense, or comfort be most regarded, 

There would seem then to be nothing very extravagant in antici- 

pating for this road, which will be competent to as much business, 

and combines all the objects of the canal and the rail and other roads 
on its borders, an amount of income not vastly disproportioned 
to the amount paid for tolls, freight and travel on that route as above 

represented. 

To those, however, who may think it most prudent to suppose the 
inhabitants of the southern counties to have fewer wants than their 

neighbors, less ability to supply them, and less occasion and leisure 

for travel, it may be more satisfactory to estimate their payments 
for the same objects at six, or at four and-a half, instead of nine 

dollars each, per annum. At six dollars each for 800,000 the 

amount would be $4,800,000. At four dollars and fifty cents, it 

would be, $3,600,000. 

Supposing then that a single track of the road finished in the best 
manner, with a heavy edge rail, and competently furnished with en- 

gines, cars, and all the requisite appurtenances should cost $9,000,000, 

the above estimate of six dollars for each inhabitant, deducting 
one-third, or $1,600,000 for expenses, which is deemed more than 

sufficient for such a road, would give an annual net income, on the 

cost, of thirty-five percent. At four dollars and fifty cents each, the 
net income would be over twenty-six per cent. per annum. If 
only three dollars each be assumed, which would require the suppo- 
sition that the travel and business of this population, would be but 
one-third as much as of that on the route of the canal, the net in- 
come, after deducting one-third for expenses, would amount to 

about eighteen per cent. per annum. 

The result, in either of these cases, may appear preposterous to 
those who without informing themselves of the reasons why some 
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roads and some canals pay dividends, and others do not, or why long 
ones may be productive, and short ones unproductive, reason and de- 
cide only from what they happen to know of some unfortunate work, 
constructed at an expense largely disproportioned to its object, lo- 
cated where, in the nature of things, it could command but a meagre 

amount of business, defective in its strength, or other qualities 
requisite to economy and success in using it, and subjected to the 
necessity of a sharp competition for whatever business it obtains. 
Such persons reason and decide like the emigrant, who having 
heard of feather beds as a substitute for straw, put their claims to 
the test by reclining on the floor with a single feather under him. 
The experiment satisfied him that if one feather afforded so little 
relief or so sensibly increased his fatigue, a bed full would be intol- 
erable and fatal. Such logic is easily understood and is therefore 
current. It is put forth with the honest gravity of ignorance, or 
the solemn arrogance and impudence of hypocrisy, and whether 
designed to caution or betray, is surprisingly fruitful of mischief. 
If sleeping on one feather is tiresome and distressing, what prudent 
man, who desires repose, or values lifé, would venture on a bed 

containing thousands of them? If a short road does not pay, what 
can be plainer than that a longer one must be bad in proportion to 
its length. 

The reasoning of this description and degree of merit, by which 
the original expenditures on the Erie canal were assailed and dis- 
credited, abounded in conversation and in print, especially among 
those who, of all the people in the State, were most interested 
in the construction and success of that work, and, therefore, most 

concerned to understand and to sustain its claims to confidence. It 
proceeded not from any knowledge on their part of any of the ele- 
ments of calculation involved in the undertaking, but issued spon- 
taneously from the state of their minds, and would doubtless be ex- 

hibited in like abundance now, had the project of that work been 
delayed, and were it but partially accomplished. 

To judge of the claims of any such undertaking, and especially 
of railroads, because they offer the greatest facilities for travel, and 
likewise for transport, when properly constructed for that object, it 
is essential ‘to inquire, first and chiefly, to what number of people 
will the work in question afford the most satisfactory means of 
travel and business? This may involve two subordinate inqui- 
ries ; one, whether, and to what extent, the route is exposed to com> 
petition? the other, as to the tendency of the work to augment and 
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multiply the employments and business of those who are relied on 
for its support, and to attract further accessions to the population: 
(See appendix, Note D.) 

Where there ate people enough for its support, a road adapted to 
their purposes, and so conditioned as to command their patronage, 
will of course be productive. The number of people to be served 
is, in connection with the length of the road, a far safer basis of 

calculation than any general or theoretical estimate of passengers 
and tonnage: There may be a great difference.on different routes 
in the variety and extent of the employments and business of the 
people; and a more numerous population may be required on some 
routes than on others, to afford daily a sufficient number of passen- 
-gers, in addition to their tonnage, to support a road. On a route 
through a salubrious and inviting country, occupied by a prosperous 
and increasing population, and affording scope and objects for ten 
times their numbers, a railway is a far safer investment than on a 
route which, though equally populous at the outset, presents no new 
objects of enterprize, or other inducements to immigration. Ona 
road long enough to yield, on an average, $5 for each passenger, 
two hundred passengers a day, with their tonnage, would probably 
yield a better income on the same capital, than twenty-five hundred 
per day on a short road, yielding but fifty cents a passenger. A 
road requires a given number of passengers yearly, with their ton- 
nage, to render it productive. If there are on its route people 
enough, their character, circumstances and employments being con- 
sidered, to supply that number of passengers, and if growing num- 
bers and patronage are in thé given case to be relied on, in connec- 
tion with the use and influence of such road, its success is certain. 

Such a case is presented by this road. There is no mode of 
estimate or calculation on such a route, occupied by such a popula- 
tion, that will not justify all that need be claimed or presumed for 
this. 

One consideration has, however, been omitted, which merits 

notice, and which, from its important bearing on the subject, did not 

escape the attention of the intelligent and practical men who have 
added most liberally to the subscriptions of the past year; namely, 
that on all that portion of the cost of the work which is discharged 
by capital borrowed, the annual dividend is limited by the rate of 

interest on the loan; consequently the dividends on the Company’s 
stock will be larger in proportion as the earnings of the road exceed 
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the rate of interest on the loan. Thus, if the income of the road is” 
equal to 10 per cent. on its cost, it will pay 6 per cent. on two-thirds 
of the amount, and 18 per cent. on the balance. 

Aware of the operation of this method, and of the security it 
gives at once to stockholders and to the lenders of capital, railway 
companies in England, in cases where the density of the population 
insures an abundant income, even on roads costing ten to twenty 
times .as much per mile as this will cost, and where they find no 
difficulty in disposing of their stock to any required amount at a 
premium, limit the issue of shares to a portion of the expenditure, 
and supply the balance by loans. (See appendix, Note E.) 

It may still be gratifying to some to have before them an esti+ | 
mate of the number of passengers required at a given charge for 
fare to support this road. 

If then, there should be, including way and through pas¢ 
sengers, a number equal to one hundied and five 
through each way per day, making for both ways ¢ 
sixty-six thousand a year, at $12 each for four hun+ 

dred and fifty miles, or about two and a half cents 
per mile, the receipts would amount to - - $792,000 . * 

And if the interest on $6,000,000, at 5} per cent., be des 

Gaated, vind. +). 8. eects i. Ra ee Oe 

the remainder, - - 5 - - . > $462,000 
will divide over 15 per cent. on $3,000,000 of stock. 

At $18 each, or four cents per mile, the balance will 
divide 28 per cent. on $3,000,000. 

If the number of passengers be equal to one hundred 
and fifty through each way per day, or one hundred 
thousand a year, the receipts at $12 each for fare, 

would amount to - = - . Te eles. $1,200,000 
and interest be deducted as before, viz: + - 330,000 

$870,000 s ’ the remainder, - - » - » . 

will divide 29 per cent. on $3,000,000 of stock. 

And at $18 each, the balance will divide 49 per cetit. 
on the stock, 

19 
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Should the city of New York, the counties on the route, 
-and the regions beyond, furnish passengers equiva- 
lent only to fifty through each way per day, or thirty- 
three thousand a year, the receipts at $18 each, or 

four cents per mile, the rate usual on other roads, 

would amount to - - - : - - - $594,000 
interest being deducted as above, - - - 330,000 

the balance, - ° . - - - - - 264,000 

will divide about 9 per cent. on $3,000,000. 

As an illustration of the matters involved in these esti- 
mates, it may be observed that on the Utica and 
Schenectady railroad, seventy-eight miles in length, 
the number of through passengers in 1839, was 95,776 
and of way passengers, - - - - - - 86,823 

‘ Total, - - - - - - - . 182,599 

equal to 125,102 through passengers ; the fare through being $3, or 
a fraction short of four cents per mile. It is understood that the 
passengers transported on that road are estimated at not more than 
one-fourth of the whole number that pass between Utica and 
Schenectady, on the canal and otherwise, per annum. 

The expenses of the year amounted to less than 30 per cent. of 
the receipts. The balance, after deducting all expenses, amounted ' 
to more than 15 per cent. on their capital. Had half of their capi- 
tal been borrowed at 6 per cent., the earnings of the year, after 
paying the interest on the loan, would have divided 25 per cent. on 

the stock ; or paid off the loan in four years of like receipts; or 
divided 10 per cent. per annum, and paid off the loan in six years. 

The number of through passengers, as stated above, divided by 
the number of miles in the road, gives an average equal to 1604 

passengers per mile yearly, 134 per mile per month, and 81 per 
mile per week. 

100,000 through on this road would give 224 passengers per mile 
yearly, 19 per mile per month and 4} per mile per week. 

66,000 through would give 147 passengers per mile yearly, 12 
per mile per month, and 3 per mile per week. 

33,000 through would give 73 passengers per mile yearly, 6 per 
mile per month, and 1' per mile per week. 
On the Boston and Worcester road, 41 miles in length, the ave- 

rage in 1839 would be 2195 passengers per mile yearly, 183 per mile 
per month, and 42 per mile per week. 
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On the Boston and Lowell, 26} miles in length, in 1888, 4905 
passengers per mile yearly, 409 per mile per month, and 94 per mile 
per week. 
On the Camden and Amboy, 61 miles in length, in 1839, 2984 

passengers per mile yearly, 249 per mile per month, and 57 per 
mile per week. 

Utica and Syracuse, 53 miles in length, in 1839, 2302 passengers 
per mile yearly, 192 per mile per month, and 44 per mile per week. 

The number of way passengers on the Utica and Schenectady 
railroad amounted in 1839, to 86,823. The gross revenue derived 

from them, was $87,979,57, amounting to $1,01 for each individual ; 
and as the charge for a through passage is $3, it is seen that the 
way passengers travelled on an average one-third the length of the 
road. It may be assumed as nearly self evident, that in a country 
occupied by a population distributed evenly over its surface, and 
having auniformity of character and pursuits, the railroads which 
traverse it will receive numbers of way passengers proportional to 
their lengths ; that is, a straight road two hundred miles long, will 
have twice as many way passengers as a road one hundred miles long. 
If we apply this principle to the case of the New York and Erie 
railroad, we may estimate the number of its way passengers from 
that on the Utica and Schenectady road, in the following man- 
ner, viz: 

Miles. Miles. 
78 : 446 :: 86,823 : 496,449—number of way passengers on 

the New York and Erie railroad. If we suppose the distance tra- 
velled by the above number of persons to be the same in proportion 
as on the Utica and Schenectady railroad, the average journey for 

each will be one hundred and forty-eight miles. At four cents per 
mile the,sum paid would be $5,92, and the amount per annum re- 

ceived from all the way passengers would be $2,938,978,08. 

To illustrate this view. of the subject still further, we will make a 
similar estimate from data furnished by the Utica and Syracuse 
railroad. The length of this work is fifty-three miles ; the numbér 
of way passengers in 1839 was 55,802, who paid on an average 
seventy-three cents each, the price for a through passage being $2. 
By extending the calculations as above, we shall find that the num- 
ber of way passengers on the New York and Erie railroad would, 
at the same rate, be 469,579, and the sum received from them, 

$3,056,959. 
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The amounts obtained in these calculations agree sufficiently to 
show that with regard to the railroads cited, the rule that the num- 
bers of way passengers are as the lengths, holds good. 

The mean of the two results is about $3,000,000, from which, if 
we were to deduct one-third for expenses, we should have a net 
receipt of $2,000,000 on way passengers alone ; equal to 22 per 
cent. on the capital; or if two-thirds of the cost of the work were 
defrayed from loans, at 5} per cent., the income on the remaining 
$3,000,000 of stock would be 55 per cent, per annum. In other 
words, if the New York and Erie railroad shall receive as many 
way passengers in proportion as the Utica and Schenectady, and 
Utica and Syracuse railroads, the net earnings might be more than 
sufficient to pay 5} per cent. on $6,000,000 of. loans, and 50 per 

cent..on $3,000,000 of stock, and this, without taking into account 

the profits on through passengers, on freight, or on the transpor- 
tation of the mail, | 

Nothing can illustrate more forcibly than this the advantages 
which long roads possess over short ones. The results obtained 
may seem extravagant, and it is not intended to be asserted that 
they will from the first be realized; but when it is remembered 

that the Utica and Schenectady railroad has to the north of it a 
country which, as yet, yields very few passengers, and that on the 
south side it is in immediate contact with the Erie canal, which, 

during seven months of the active portion of the year divides with 
it the way business, and that the Utica and Syracuse railroad, hav- 
ing the same’ competition with the canal to sustain, has also the 
inconvenience of being constructed for nearly half its length across 
swamps, which are at present uninhabitable, whereas the New 
York and Erie railroad is every where free from these disadvan- 
tages, it cannot be deemed unreasonable that we should expect to 
profit to a very considerable extent from the principle above set 
forth, 

The Boston and Lowell road is one of the best in the country, 
and is worked as cheap, or cheaper, than any other, in proportion 
to its length, But it is short, and notwithstanding its heavy business, 
both in passengers and tonnage, pays but about 9 per cent. per an- 
num on its cost, 

Of the railroad stocks in England, which are offered for sale, as 
quoted in the London Mining Journal, Railway and Commercial 
Gazette, of 26th December, 1840, all those which appertain to rail- 
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ways, of which the length is thirty miles or more, and which have 
been completed and in operation one year or more, are at a pre- 

mium; viz. 

Stockton and Darlington, 38 miles, including branches; opened, 

1825; price, £275 per £100 paid up; premium, 175 per cent. 

Liverpool and Manchester, 31 miles; opened, 1830, price, £185 

per £100 paid up; premium, 85 per cent. 

Grand Junction, 822 miles ; opened, 1837; price, £212 per £100 

paid up ; premium, 112 per cent. 

London and Birmingham, 112 miles; opened, 1838; price, £169 

per £90 paid up; premium, 87+ per cent. 

London and Southwestern, 763 miles; opened, 1838 and 1840; 

price, £54 per £30 paid up; premium, 40: per cent. 

Great Western, 117} miles, of which 63} are finished ; opened, 1838 
and 1840; price, £89 per £65 paid up; premium, 37 per cent. 

New Castle and Carlisle, 61 miles; opened, 1889; £105 per £100 

paid up; premium, 5 per cent. 

The stocks of a number of other roads which exceed thirty 
miles in length, up to one hundred and twenty-six miles, are quoted 
at various rates below par, but most of them are but partially con- 
structed, and none of them had been completed and opened prior 
to 1840. 

Of the numerous roads which are less than thirty miles in length, 
the stocks, without exception, are quoted below par. 

Analogous to this, is the experience on this side of the Atlantic, 

Though the cost of roads here is comparatively small, and their 
character, as to routes, grades, curves, and superstructure, is quite 

various, it is believed that not more than two or three that are 

forty miles or more in length, and have been finished and in use 
twelve months, are unproductive, among which, the only one in 
New England or New York, is that from Stonington to Providence. 

Their earnings vary from 6 to 15 percent. Some shorter roads are 
known to be productive, but it is deemed quite safe, and due to the 

subject, to state that of the roads which are completed and in use, 
those which are not productive are short ones. (See appendix, 
Note F.) 

The report of the western railroad corporation of Massachusetts, 
dated March 1840, states that the net income of the railroads, fin- 
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ished in that Commonwealth, average over 8 per cent. per annum, 
on their cost. 

In 1839, the net income of the Utica and Schenectady road was 
15 per cent.; of the Utica and Syracuse, 14 per cent.; of the 
Camden and Amboy, 13} per cent 

The foregoing estimates of passengers on this road, are made on 
the supposition that the freight both ways, would pay the repairs, 
and all other expenses, which may be taken at one-third of the re- 
ceipts, or assuming the largest of these estimates, at $400,000 a 
year. 
On the Erie canal, in 1839, about 160,000 tons of merchandise, 

products of animals, seeds, etc., were transported, of the value of 

$45,000,000, as stated in the report of the commissioners; and 

about 340,000 tons of manufactures, vegetable food, etc., exclusive 

of lumber, valued at $17,000,000, making 500,000 tons of the above 

mentioned articles, valued at $62,000,000. 

The 160,000 tons of merchandize averaged in value, $280 per ton, 

and would, it may be reasonably presumed, be transported on a 
railway properly constructed for tonnage, in preference even to an 
adjacent canal, on account of its value, the difference of time occu- 

pied in its passage, certainty of calculation as to its arrival, less 
risk of damage, convenience in respect to the engagements and af- 
fairs of those owning ti, and other considerations of more or less 
force in different cases. 

The 340,000 tons of manufactures, etc., averaged in value about 

$50 per ton, and would assuredly be transported on a railway on 
the shortest route to market were there.no canal on such route. 

Let it then be supposed, that of the above descriptions of articles, 
quantities should be transported on this road, equal only to 100,000 

tons through per annum, and that the rate of profit on the transit 
of them should be one cent per ton per mile, the net receipts in 
such case, would be $450,000, or more than enough to defray the 

supposed amount of annual expenses. 
Or if by being in operation 5 months of the year more than the 

canal, 50,000 tons of merchandize for the interior of this, and the 
western and southwestern States, should be tranported over the road 
at a profit of two cents per ton per mile, the like sum of $450,000 
would be received. 

It is therefore deemed as plain as success elsewhere or here can 
make it, that excluding all reliance on lumber, coal, and other min- 
erals, there is room for the highest confidence of an abundant in- 
come. It is believed however, that when the road is in full opera- 



New York and Erie Railroad Report. 151 

tion, from 100,000 to 200,000 tons of coal, and a like quantity of 

lumber, will be transported on it, on an average, 150 miles; and 

that the number of passengers and the whole amount of tonnage 
will very far exceed the highest of the preceding estimates. 

That the undertaking should nevertheless be decried, opposed 
and ridiculed, openly and secretly, elsewhere and here, is neither 
surprising nor. discouraging ; and the Directors accordingly have 
seen no occasion for noticing the calumnious accusations and asser- 

tions which have appeared from time to time in some of the papers 
of this city. They cheerfully submit their proceedings to the 
judgment of the Stockholders, and leave it to the citizens of New 
York to consider the bearing of this work on their landed property, 
their commercial affairs and prospects, their trade with the West- 
ern States, the winter supplies of their market, and on the resolved 
sagacious, and far reaching competition of Boston, sustained, as it 
is, and will be, by ample resources of capital, intelligence and un- 
tiring effort, which without such an avenue to the West, might 
prove more than equal to the natural advantages of the harbor of 
Sandy Hook. 

By order of the Board of Directors. 
Exeazar Lorp, President. 

(NOTE D.) 
TOLLS ON COMMON ROADS INCREASED BY RAILROADS. 

“The report of the minister of public works in Belgium, states a 
remarkable fact, and ene at variance with the anticipations of most 
persons. It was supposed that this new mode of transport, intro- 
duced to the extent now practised in Belgium, would destroy the 
old, and that the use of horses and ordinary carriages would be 
superseded. Such is not the fact. On the contrary, while rail- 
roads have been, in succession, extending themselves over the 
whole of the soil of Belgium, the produce of the tolls on the ordi- 
nary roads, instead of diminishing, has progressively increased. 
In proof of this, the following statement of the produce of the tolls 
is given :— 

1831, - - - 2,890,882fr.| 1836, - - - - 2,447,985 fr. 
1832, - - - 2,195,348 | 18387, - - - 2,584,791 
1833, - - - 2,360,464 | 1838, - - - - 2,759,543 
1834, - - - 2,415,769 | 1839, 10 months, 2,749,301 
1835, - - - 2,385,430 
Mr. Nothomb makes a comparison of the advantages to the pub- 
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lic, in time and money, between the old mode of travelling by dili- 
neces, and the rate of travelling under the new tariff, which went 

into operation in 1839. 
The average result is a saving of half the time, and of 33 per 

cent. in the price. 
The ‘saving in price is thus subdivided: in diligences 15 per 

cent.; chars-a-bancs 30 per cent.; wagons 60 per cent. It is the 
lower class who profit most by the establishment of railroads. 

, They not only find the means of transport, which were almost 
denied them before, but they find the means of labor increased. It 
is officially stated in this report that the building of the railroads of 
Belgium has produced the result of increasing the produce of all 
the indirect taxes.” 

INCREASE OF PASSENGERS BY THE ESTABLISHMENT OF RAILWAYS. 

“From Baron Charles Dupin’s Report on the Paris and Orleans 
railway. Experience has proved both in France and abroad, that 
in a short space of time the facility, expedition, and economy 
afforded by railways more than doubles the number of passengers 
and the quantity of merchandize. 

In order to support such statements, we will quote the followng 
facts relative to the railways of Belgium, England, and Scotland, 
in positions of extreme difference, and giving rise to a variation in 
the returns which far exceeded all anticipations.” 

** Comparison of the number of travellers conveyed daily through- 
out the whole, or a portion of the line :— 

Railways. Before the establishment. After the establishment, 
Manchester and Liverpool, 400 - - 1,620 
Stockton and Darlington, 130 - - 630 
Neweastle and Carlisle, 90 - 500 
Arbroath and Forfar, 20 - - 200 
Brussels and Antwerp, 200 - - 3,000 

Increase of the number of passengers by the establishment of a 
Railway : 
Liverpool and Manchester, ° - . $300 per cent: 
Stockton and Darlington, H é ‘ 380 per cent. 
Newcastle and Carlisle, ! * . 455 per cent. 
Arbroath and Forfar, : ‘ : 900 per cent. 
Brussels and Antwerp, , , . 1,400 per cent. 

Thus, even taking-as a criterion the road on which the propor- 
tional increase is least of all, we still find that the number of passen- 
gers will increase not only 100 but 300 per cent. The transport of 
merchandise will experience a similarly rapid increase. 

Progress in the conveyance of merchandize by Railway, compared 
to that of passengers :— 

Year. Passengers. Tons. 
1834, . 924,065 . . 22,909 
io, Cte ; 1,248,552 ‘ 161,501 
1888, . . 1,535,189. » 274,808 
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. Thus while the number of passengers has increased 60 per cent. 
in four years, in the same time the quantity of goods increased 1;100 
percent.” 

Extract from a late official report on English Railways, made to the 
French Government, by Edward Teisserence, its agent, charged with 
the special duty of making a study of these Railways :— 

‘‘The Darlington Railway has produced, by its low rate of -pas- 
sage an of freight, a complete revolution, in the region of cotintry 
which it traverses. It has increased the value of land 100 or 200 
per cent. By these low rates, the freight, estimated at 80,000 tons 
has been increased to 640,000 tons. ‘The passengers estimated, at 
4,000, have been increased to 200,000.” 

The following extract on. the influence of Railways in developing the 
resources of a country, is taken from the second report of the Irish Rail- 
way Commissioners. 

“Oh the Newcastle arid Carlisle road, prior to the Railway, the 
whole number of persons the public coaches were licensed to carry 
in a week was 343, or both ways 686; now the average daily 
number of passengers by Railway for the whole length, viz: 61 
8-10 miles, is 228, or 1,596 in the week. 

The number of passengers on the Dundee and Newtyle line; 
exceeds at this time 50,000 annually ; the estimated number of per- 
sons who performed the same journey previous to the opening of 
the Railway having been 4,000. 

Previous to the opening of the Railway between. Liverpool and 
Manche ster, there were about 400 passengers per day, or 146,000 
per year, travelling between those places by coaches; whereas the 
present number by Railway alone, exceeds 500,000. 

In foreign countries the results arising from the same cause, are 
equally, if not more striking. The number of persons who usually 
passed by the road between Brussels and Antwerp, was 75,000 in 
the year; but since the Rail Road has been opened from the 
former place to Malines it has increase: to 500,000; and since it 
was carried all through to Antwerp, the number has exceeded a 
inillion. The opening of a branch from Malines to Termonde, ap- 
pears to have added 200,000 to the latter number ; so that the 
posse nger traffic of that Rail Road, superseding a road traffic of only 
5,000 persons, now amounts to 1,200,000. ee 

It is remarkable, that on this, as on most other Rail Roads, the 
greatest number of passengers are those who travel short distances; 
being as two to one compared with those who go,the whole distance. 
This appears from a statement read by Mr. Loch, before the Sta- 
tistical Society of Manchester, showing that between April 30th and 
August 15th, 1836, 122,417 persons travelled the whole distance; 
and 244,834 short distances; euie$s to and from Malines.” 

0 
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(NOTE E.) 
. The following is a statement of the whole cost, (including the amount 

raised by loans,) the lengths, the cost per mile, etc., of a few of the prin- 
cipal railways of Great Britain. In every instance, the cost which is 

en, includes the whole capital outlay, for roadway, buildings, cars, 
tives, etc. etc. Thepound Sterling has been taken at $4,84. 

. LIVERPOOL AND MANCHESTER. 
Cost up to the 30th June, 1840, $6,810,717, of which $3,726,195 

is in stock, and the remainder has been raised by loans. 
The length of the road is 30 66-100 miles. 
The cost per mile has been $222,137. 
The whole capital of the company, on the 30th June, 1840, inclu- 

ding some items not properly chargeable to roadway and works, 
was $6,847,665. The earnings for the previous six months were at 
the rate of 8 4-10 per cent. on this capital, per annum. Whenever 
the dividends exceed 10 per cent. per annum, the tolls are by law to 
be reduced. 

There are three tunnels at Liverpool, the aggregate length of 
which, amounts to 4506 yards, and which have cost more than 
$1,500,000. 

STOCKTON AND DARLINGTON. 
Cost $1,210,000: viz: Stock, $736,000, and loans, $484,000. 
Length of the main line, 25.38 miles. 
Four short branches, 12.75 « 

Total, | 38.13 « 
The cost per mile, including the branches, has been $31,733. The 

dividends are £14 per each £100 share per annum, of which £10 
per cent. is divided among the stockholders, and £4 per cent. is 
retained as a sinking fund. This road and its branches are used 
chiefly for the transportation of coal. Locomotive engines run on 
24 miles ; the remainder being worked by stationary engines and 
horse power. 

GRAND JUNCTION. 
_ The cost to the 30th of June, 1839, was $9,300,000. 
Length (from Birmingham to Newton,) 82 63-100 miles. 
Cost per mile, $112,550. 
The whole amount of the company’s stock at the present time, 

(all in shares or parts of shares,) including the cost of branches is 
1$0,664,335. 

The net profits, during the years 1838 and 1839, were 8 6-10 
per cent. per annum. 

LONDON AND BIRMINGHAM. 
Thecost to the 30th of June, 1840, was $27,580,135, viz : 

stock, $15,125,000, and loans, $12,455,135. 
The length of the road is 112 1-4 miles. 
The cost per mile has been, $245,702. 
This road yields a profit of about 9 per cent. per annum, on the 

paid up capital. The gross income for the year ending 30th June, 
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1840, was $3,326,583, of which the receipts from passengers alone, 
were $2,446,518. The cost of land has been $30,000 per mile. 
LONDON AND SOUTHWESTERN, (OR LONDON AND SOUTHAMPTON.) 
Cost $9,943,228, viz: in shares, $6,776,000; in loans, 

$3,167,228. 
Length, 76 7-10 miles. 
Cost per mile, $129,639. 

GREAT WESTERN. 
This road is not yet completed. The amount expended up to 

the 30th June, 1840, was $21,819,494. 
The whole length of the road will be 117 4-10 miles, of which 

75 miles are now in use, viz: 63 miles at the London end and 12 
miles at the Bristol end. . 

It is estimated that this road will cost upwards of £50,000 per 
mile, say upwards $242,000 

The average number of passengers per day, on the London end 
of the line, for the last two and a half years, has been upwards of 
1500. Up to the 30th June, 1840, the amount paid for lands and 
expenses relating thereto, was $3,475,449, being at the rate of 
more than $2,420 per acre, or $29,000 per mile. 

NEWCASTLE AND CARLISLE. 
Probable cost, $4,598,000, that being the amount authorized by 

parliament to be raised. Of this there is in stock, about $2,613,600, 
the remainder having been raised by loans. 

The length of the road is 61 83-100 miles. 
The cust per mile, has been $74,360. 
New York, 3d February, 1841. 

RAILWAY PROPERTY AS AN INVESTMENT. 
“A correspondent calls our attention to the extraordinary increase 

in the value of railway property, which has taken place within the 
last six months. Comparing the quotations in our share list of the 
14th December last, with those of the 13th inst., it will be seen that 
upon twenty lines this increase amounts to upwards of eight millions 
Sterling ! Thus the Great Western shares in that period have risen 
521 per share, namely, from 10 discount to 42 premium, equal to 
1,360,000/. upon the 25,000 original shares; the new shares have 
risen from 5 discount to twenty premium, equal to 625,000/.— 
making altogether 1,925,000/. upon the old and new shares. The 
London and Birmingham shares have in like manner risen from 50 
premium to 99 premium, equal to 1,225,000/. upon the 25,000 
original shares ; the quarter shares have risen from 22 to 30 pre-~ 
mium, equal to 200,000/.; and the new shares have risen 131, equal 
to 405,9501. ; making altogether upon the shares a sum of 1,830,950. 
The shares of the other lines in the following table, are computed 
in the same manner : 

Great Western, ; . ; . £1,925,000 
London and Birmingham, . : . 1,830,950 
Grand Junction, j ‘ : : 829,000 
London and Southwestern, . ; ; 612,000 
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Eastern Counties, ‘ 488,000 
’ North Midland, 420,000 
London.and Brighton, 360,000 
Manchester and Leeds, _—.. 312,000 
Midland Counties, ‘ ; 240,000 
Manchester and Birmingham, 180,000 
London and Croydon, . 165,000 
Great North of England, : 150,000 
London and Blackwall, . 120,000 
York and North Midland, 120,000 
Birmingham and Gloucester, 95,000 
Chester and Crewe, , ‘ Sie se 90,000 
Bristol and Exeter, ‘ ae 90,000 
Cheltenham and Great Western, , 75,000 
Birmingham and Derby, . - 63,000 
London and Greenwich, 60,000 

£8,224,950 
These results connot fail, as our correspondent remarks, to be 

most gratifying to Railway proprietors, as showing that public 
opinion has undergone a change; that railways are no longer viewed 
with suspicion as the mere speculations of a day, to be spoken of 
in the same breath with Spanish bonds, &c., but that they are re- 
garded as real and valuable investments in the soil.” — Railway 
Times. 

DANGERS OF RAILROAD TRAVELLING. 
“It is ascertained by experiment, that the danger of loss of life on 

on average Railroad trip is about 1 to 4,000,000. The follow- 
ing data on which this conclusion is founded, are copied from a late 
British publication : : 

Name of Railway. No.of Miles. No. of Pas. No. of Accidents. —§ + 
London and Birmingham, 19,119,465 541,360 3 cases of contusions, no deaths, (1) 
Grand Junction, 974* 214,064 2 cases slight do, (2) 

Be on Lj ‘pean { 3,923,012 58,763 2deaths, 3 slightcontusions (3) 

Newcastle and Carlisle, 61* 8,540,759 5 deaths four fractures. (4) 
Endinburgh and Dalkieth, 8* 1,557,642 one arm broken, 
Stockton and Darlington, 2,213,681 357,205 none, 
Great Western, 4,100,538 230,408 none, 
Liverpool and Manchester, 31* 3,524,820 8 deaths, no fractures, (5) 
Dublin andjKingston, 6* 26,410,152 5 deaths and contusions to pas’gers, 
London and Greenwich, 484,000 2,880,417 one passenger slightly bruised. ~ 

* Length of road. 
(1) None of these accidents occurred to actual passengers. 
(2) None of these accidents occurred to actual passengers. 

None of the persons killed were passengers. 3 
iS One of the persons killed was a passenger. 
5) The whole of these were passengers; one of them a sergeant in charge of a de- 

serter, who jumped off the carriage whilst in motion ; the sergeant jumped after him to 
retake him, ‘but was so much injured that he died ; three others got out and walked on 
the road and were killed ; the rest suffered by collisions of two trains, at different times. 
— include all the casualties from the very commencement of the working of the 
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(NOTE F.) 
Statement of the cost, annual expenditures, receipts, etc., of several 

railways in the United States. 

Ls cs) & 2 |.2 : of 
Fr ~ | 82) Se lSel S8.168 23 
2%! Total | $& @& ag -F sels 4 58 

Name of Road. =| cost. | fe | 2a] SE $5 ESH285 eS 

«fg, | 85 | 25) 25 |ps[Seeea"| ge 
a ‘aI 3 Pa Ey = 16 - eS 

Utica and Syracuse, July} | sd re > 
’ 1839 to July 1840. ‘ 63 | 941,475] 65,648}197,923/132,275] 14 | 74,034] 5,802)199,836 

Utica & Schenectady, 1839.] 78 |1,855,052]119,630/400,671|281,041) 15 | 95,776)86,823 |182,599 
Boston and Lowel, 1839. 264]1,605,476] 92,151/241.219]149,068} 9 {130,000 
Boston & Providence, 1839.} 41 {1,782,000|1 4,411/313,907]/119,496} 7 |130,000 
Boston & Worcester, 1839. | 44 |1,848,085]126,384/231,807/105,423} 6 | 90,000) 
Camden and Amboy, 1839. | 61 |3,220,857|258,043|685,329|427,286] 134 181,479 
Philadelphia, Wilmington 1 

and Baltimore, 1839 97 14;379,225'169, 130!490,635!321,505| 73 13,650 

Note.—The whole number of passengers on the Boston and 
Lowell, Boston and Providence, and Boston and Worcester roads, 
are reduced to through passengers. 

In the cost of the Camden and Amboy road, the cost of steam- 
boats and some other matters are included, and the ‘expenses and 
earnings of the boats at the ends of the road are also included in 
the statement. 

From the Chevalier de Gerstner’s statistics of the railroads in the 
United States. 

“In order to give a more general summary view of all the rail- 
roads in the different States of the Union, the following statement 
contains a recapitulation of the number and length of railroads in 
operation and progress in each of the States, of the number of loco- 
motives employed thereon, the capital expended and that required 
to complete the works in progress, the total cost of the railroads 
when completed, and the average cost per mile, to the end of 1839. 

; S Se r - 
3 alS 2 tro ||‘S 2] Amount | Amount} 

\ 33/528] SS ||. Slof capital) required |Total cost|Average 
Name of State. [2 2/2-.2| “5 ||3 3| already for OF jeost per 

Es Es $ || 6] expend- | comple- | railroads. | , mile. 
Z"23 | Ss 38 ed. tion. 

Maine, 1 19 10 2} 200,000 200,000} 20,000 
New Hampshire, 1) 143] 293/| 2} 610,000} 30,000). 910,000} 31,111 
Massachusetts, , 14] 2703] 365}|| 52/11,100,000| 2,435,000] 13,535,000] 37,055 
Rhode Island, i] 47k! 474|| 6} 2,500, 2,500,000} 52,632 
Connecticut, 3] 94] 152 7| 1,905,000} 1,000,000} 2,905,000}, 19,079 
New York, | 28] 453%) 1317%|| 45/11,311,800/ 10,503,000} 21,814,800] 16,570 
Pennsylvania, 38| 5764! 8504!| 114|18,070,000| 5,042,000\ 23,112,000] 27,183 
New Jersey, 7| 192} 196 || 37] 5,547,000} 100,000) 5,647,000} 28,826 
Delaware, 1} 16 16 6| 400.000 400,000} 25,000 
Maryland, 8| 2734] 7494|| 44/12,400,000} 10,600,000} 23,000,000] 30.700 
Virginia, | 10| 341 | 369 || 42) 5,201, 50,000} 5,451,000|* 14,772 
North Carolina, 3| 247 | 247 || 11] 3,163,000 2,163,000} 12,806 
South Carolina, 2| 136 | 202 || 27] 3,200,000} [s00,000! 4,000,000) 19,802 
Georgia, 4) 2114) 6404|| 17) 5,458,000} 4 320,000} 9,773,000] 15,266 
Florida, 4, 5a4| 217 5} 1,420,000} 2,400,000} 3,820,000} 17,604 
Alabama, 7] 5L | 4322|| 3) 1,222,000) 3,434,000| 4,656,000) 10,763 
Louisiana, 10} 62] 24 20| 2,862,000) 1,534,000} 4,696,000} 18,880 . 

ississippl, 5} 50} 2104/|  8| 3,490,000) 2,240,000} 5,730,000} 27,221 
ennessee, 3} 0] 1603|| —| 1,100,000] +855,000} 1,955,000] 12,180 

Kentucky, 2). 32) 96 2| 947,000) 1,250,000! 2,197,000} 22,885 
Ohio, 6| 39] 416 1} , 420,140) 2,859,000| 3,279,000] ; 7,883 
Ind na, | 2] 20] 246 2| 1,375, 3,425,000] . 4,800,000}. 19,512. 

i =, 10} 114 8) 1,896, 5,653,000} 7,549, 10,222 
Illinois, « 11} 23 | 1421 2} 1,832,500) 15,177,500} 17,010,000}. 11,970: . 

Total, 181| 33324] 93784" 463'97,630,440) 74,477,5001172,107,940! 18,351 
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It appears, from the above table, that at the end of 1839 the num- 
ber of railroads completed and in progress in twenty-four States 
of the Union, in which this kind of improvement has already been 
introduced, amounted to 181, of which 3332 1-2 miles were opened 
and in use; 1707 1-2 miles besides were graded and ready for the 
superstructure, and the total length of all the lines undertaken was 
not less than 9378 1-2 miles. 

The number of Locomotive Engines employed upon all the rail- 
roads in the United States, was at that time 463, (about one Loco- 
motive for every seven miles of road.)” 

Reapine, Pa., Feb’y. 10, 1841. 
Messrs. Batpwin, Var, & Hurry, 

Gentlemen:-—I send you enclosed a statement of the performance of the 
“Hichens & Harrison” engine built by you for the Philadelphia and Rea- 
ding Railroad, which will add to the already well deserved reputation of 
engines of your construction. 

Very respectfully yours, 
G. A. Nico.ts, 

Supt. Transp’tn. P. & R. Railroad. 
Statement of the performance of the Locomotive Engine “ Hichens & 

Harrison,” built by Messrs. Baldwin, Vail & Hufty, for the Philadelphia 
and Reading Railroad— 

On February 9th, 1841, the above engine hauled over the Reading 
Railroad, 54+ miles in length, from Reading to its intersection with the 
Columbia Railroad, a train of one hundred and five loaded burden cars, 
loaded with 1318 barrels of flour, 870 kegs of nails and spikes, 635 bush- 
els of grain, 63 tons of blooms and bar iron, 20 cords of wood, 8 casks of 
oil, and sundry other articles of freight, amounting in all to 308} tons of 
2240 lbs. 

Weight of the 105 cars, 173 tons, making a total gross weight of 4814 
tons of 2240 Ibs., equal to one million seventy-eight thousand five hundred 
and sixty pounds hauled by the engine, not including her own or her ten- 
der’s weight. Cars all 4 wheeled; wheels 3 feet dia, lard and tallow 
only used in boxes; whole length of train 1260 feet, or 60 less than one- 
fourth of a mile. Running time 4 hours 54 minutes, making an average 
speed of 11 1-10 miles per hour. 

Total quantity of fuel consumed 2.51 cords of oak wood. Total quantity 
of water evaporated 1804 gallons, Oil used by engine and tender 7 
quarts, oiling before starting. Longest continous level over which the 
above train was hauled, 9 1-10 miles. Her speed with the train on this 
level 10 9-10 miles per hour. Weight of engine, empty, 23,250 !bs.; with 
water and fuel, 26,710 lbs. Weight on driving wheels, with water, fuel 
and two men, 14,120 lbs. Cylinder 12} in. dia. 16 in. stroke. Driving 
wheels 4 ft. diameter. The above road has no ascending grade from 
Reading towards Phiadelphia, with the exception of a half a mile at 
its lower terminus or intersection with the Columbia Railroad, graded at 
— per mile, on which grade the train was stopped. 

he profile of the road from Reading to this point is divided into levels, 
varying from 1600 feet to 9 1-10 miles in length, and descending grades of 
from 12 to 19 feet per mile, the latter being the heaviest grade on the 
road. 

‘Total length of level line between the above points 27 8-10 miles. To- 
tal fall, from where the train was started to where it was stopped, 214 fect. 
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Shortest radius of curvature on the road 819 feet; 1840 of curve struck 
with this radius, " ‘3 

The engine started the above train on a level without any assistance, and 
gradually increased her speed to the average rate above mentiondd, 

She worked with great ease to herself during the whole trip, and haul- 
ed the train for the last 14 miles, 10 of which were level, over rails in very 
bad order, owing to a light snow storm which moistened without wetting 
their surface, the effect of which in diminishing the adhesion and power of 
the engine practical engineers can well understand and appreciate. 

The above performance is believed to be unsurpassed, and the train to 
be the longest and heaviest ever hauled by one engine on any railroad in 
Great Britain or America. 

Reading, Pa., Feb. 10th, 1841. 

Great and Judicious Reduction of Railroad Fare-—We announce with 
pleasure the following good news, for travellers, farmers and invalids. 
The directors of the South-Carolina Canal and Railroad Company, after 
much deliberation on the policy and expedieney of the measure, have de- 
termined to remodel and reduced the rate of — money and freight, on 
the road to Hamburgh, in compliance with the recommendation of a com- 
mittee charged with the subject. The following is the scale of reduction~ 
Fare through, from and to Charleston and Hamburgh, $8 instead of $10— 
shorter distance, and from one intermediate station to another, on the line, 
6 cents per mile instead of 74 cents. Carriages. having two horses, con- 
veyed through, for $20 instead of $40, with the privilege of a servant to 
each pair of horses, carriages, gigs and sulkeys, &c., for a less distance 
than through the whole line, to be charged from 25 to 40 per cent below 
the present rates, according to distance, number, &c. Servants and child- 
ren, under 12 years of age, half price. 

It is also comtemplated to appropriate a car (as soon as practicable) ex- 
pressly for the accommodation of those, whose means, inclinations, or in- 
firmities, may lead them to prefer it, at two-thirds or one halfthe full pri- 
ces. It has moreover been determined to provide cars, for the speedy tran- 
sportation to the city of the marketable products of the country, such as 
fruit, poultry,eggs, butter, &c., andto return as promtly with a supply of 
sea-board luxuries, such as fish, oysters, West India fuit, ice, &c., to regale 
the palates of our country friends. Lastly, in order to encourage excur- 
sions for pleasure or health, a ticket, purchased for any distance on the road, 
is to entitle the party to return, the same day, free of charge; a privilege 
which will doubtless be highly valued by the party of pleasure, for a day 
at Woodstock, or other seat of rual attraction, the man of business, and 
especially the sportsman and the invalid. Those regulations are to be car- 
ried into effect, say from the 5th to the 8th inst. 
We have also been informed that the Company have at last effected an 

arrangment with the authorities in Augusta, by means of which they are 
to enjoy, in petuity, the right of passing the Savannah River, and estabish- 
ing a depot in that city. 

OCMULGEE AND FLINT RIVER RAILROAD. 
It will probably be a matter of news to most of our readers to Jearn the 

name and location of the project of such a work; and, also, that it is in a 
fair way to be caried into actual being and existence. There has been 
granted, a charter fora Railroad from Albany, Baker County, on the Flint 
River, to the Ocmulgee, in Irwin County. We can inform those ignorant 

ll 
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on this subject, that the Company has been formed—all thie stock taken— 
and the Road surveyed and located, and the work ready to be Commenced: 
The route, as might be anticipated, is very favorable. The work to ter- 
minate on the Ocmulgee, at Mobley’s Bluff, a short distance above Jack- 
sonville. The length of the Road will be seventy-six miles. It is pro- 
posed, to complete it for present use with wood rails, and for horse power 
only.—T his can be done at a very moderate expense: and as business’ may 
increase, locomotive power may be iptroduced. . The region of country it 
will connect with our cities on the Atlantic coast, is fertile.and productive 
of our great staple; and it willtend to a great extent, to concentrate trade 
and provide a market for our produce, within out’own borders, which here- 
tofore has found one in another State-—Macon Messenger, 21st inst. 

NATURAL STEEL ORE. 

In the town of Duane Franklin Co, State of New York, a mine of Na- 
tural steel ore has been opened, and worked, from which, without any ad‘ 
ditional substance the Messrs Duane who occupy a large blast furnace in, 
that, town have, the present season, cast a variety of edge tools, such as 
axes, hatchets, adzes, plane irons, knives, chisels, tailors and tinman’s shears 
&c, &c, which all prove to be first rate tools, having a fine edge, and when 
well polished, shuwing a lustre equal to the best cast steel. The ore was 
smelted in the blast furnace and run into pigs, from which the tools were 
cast. The oftener the metal is re-melted the better the steel becomes, as fire 
does not injure its qualities as it does in manufactured steel. When first 
cast, the metal is remarkably soft, yielding readily to the file or turning 
chisel, and is capable of being tempered to any required degree of hard- 
ness—so as to resist even the file. It has all the properties of the best cast 
steel, nor can these properties be injured by fire as in other steel; but if the 
temper is missed you may repeat the operation as often as necessary with- 
out injuring the steel qualities. 

Messrs, Livingston & Lyman, 32 Commerce street, have some of these 
tools, were they may be seen and tried. Bs ah 

The Liverpool correspondent of the N. York, Times thus describes a 
work by which a railroad is carried over a town: 

Last week was completed the greatest work of its kind, ever executed in 
this country. This is the Stockport Viaduct. The contractors being 
Liverpool men (John Tompkinson and Samuel and James Holme, buil- 
ders, ) hundreds of people from this place went on December 2tst to vetw 
its completion. | 
The Manchester and Birmingham direct line of railway now runs over, 

not through, the town of Stockport. The arches literally stride over that 
large town. Standing in a valley, in Chesire, the town of Stockport is too 
low for the level of the railroad. Mr. Buck, the engineer, had the first 
stone laid on the 10th of March, 1839, and the last, or capstone, on the 
2ist of December, 1840. Thus, in 21 months was completed a viaduct, 
based on thé solid rock, of 30 arches—26 of 63 feet span and 4 of 29 feet 
span. The length is 1786 feet. It stands 111 feet above the Mersey 
which flows beneath, and is thus 6 feet higher than the Menai bridge. 

The foundation, in the sandstone, is six feet déep, and 9 feét of stone work 
above ground. Erom thence to the springing of the arches the peirs are 
of brickwork, and the huge bends of the same material. Brick was used,. 
as less likely, when well made, to chip, splinter, or decay. The quantity of 
bricks used amounted to 11,000,000, there were also used 400,000 cubic — 
feet of stone, and the whole cost 70,000.2 The utmost se¢éling in the whole 
work, after taking the wooden supporters from the arches, is half an inch. 


