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THE RAILROAD JOURNAL. 

3x} This number closes the volume and the thirteenth year since the 
commencement of its publication. 

Of the wonderful improvements made within that period, both in the con- 

struction and management of railroads, it is quite unnecessary now to speak 

except so far as it may be useful by way of illustrating the future. It is 
enough, to say that the system has grown within that time both in this coun- 

try and in Europe, from less than one hundred miles in either, to several 

thowsands in each country; and that the onward progress of the system 
never was as rapid, as certain nor as successful as at the present time. 

Believing that a well conducted periodical, devoted mainly to the cause, 

will promote its success, we announced in our last number that the Rail- 
road Journal would, on and after Ist of January next, be issued weekly in 

its original quarto form of 16 pages. 

It seems to us highly necessary that shareholders should become more 

familiar with their particular roads, as well as with the operation of the 
system generally, both in this country an@in Europe. This can only be 

done by a more frequent publication of this or some other journal devoted 

to the subject. 

Having been the first to establish a periodical of the kind either on this 
or the other side of the Atlantic, and entertaining the opinion that railroads 
are destined with very few exceptions to supersede canals as well for trans- 

portation as for travel, and that important improvements are yet to be made 

both in their construction and management, we are resolved to devote our 
efforts to the advancement of this important cause, which is doing so much 

to promote the prosperity, comfort and intelligence of the millions—the 
mass—the poor ! . 

We hold that railroads are doing more than any other institution among 

us except our schools, towards placing the people on terms of equality, and 

fortunately their tendency is to level wpward, instead of downward. They 
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enable the poor man to ride as comfortably as the rich, and what is of the 
utmost importance to them they save more than the cost in time. 

Entertaining these views of the value of railroads and of the advantages 
which may result to them and we hope to ourselves from a well conducted 
journal devoted mainly to the cause, we do not hesitate to adopt the plan 
herein indicated, and confidently rely for support on those of our citizens, 

whose interests are more or less identified with the success of railroads. “ 

BALTIMORE AND OHIO RAILROAD. 
In giving the report of this company, as promised in our last, we would 

draw attention to two important points towards the establishment of which 

the Baltimore and Ohio company have contributed so largely. These are 
firstly, the very large amount of business which a railway through a thinly 
settled country will draw to itself, and secondly, the views presented as to 

the actual cost of transportation on works with the gradients and curves of 

the Baltimore and Ohio railway. Both positions are again confirmed by 

the experience of the Western railroad of Massachusetts. 

It seems necessary for us to give the following report for other reasons. 
We shall be obliged frequently to refer to it during the coming winter in 

discussing the proper policy to be pursued in this State, and-especially in 

pointing out the causes which have so long delayed the re-commencement 
of operations on our greatest undertakings. . 

At a meeting of the stockholders held pursuant to the charter, on thé 2nd 
Monday of October 1844, in the city of Baltimore, the president and direc- 
tors of the Baltimore and Ohio railroad company submitted the following 
report and statement of the affairs of the company : 

First.—Of the Main Stem. 
The statement A shows that the state of the company’s affairs on the 30th 

ultimo ; and the revenue and expenses of the main stem, for the year ending 
on the same day, are shown by the statement B. 

There is also submitted a tabular statement, marked C, prepared by the 
engineer of machinery and repairs, which presents in detail the operations 
of the main stem, and the actual expenses of working that part of the road 
during the year ; together withthe amount of receipts, from all sources, 
during the same period. 

These statements show a considerable increase both of travel and trade : 
and a diminution in the expenses, in proportion to the amount of business: 
and it is worthy of remark that, although the number of passengers over, 
the entire length of the road, has increased at least thirty-six per cent. u 
that of the past year, the aggregate increased cost of transporting them does 
not exceed five hundred dollars. 

It is believed that the economy in the working and management of the 
road, is as perfect as that of any other similar road in this country or in 
Europe. . 

The revenue received from passengers, is greater by $59,712.21, and 
that from tonnage $22,061.32 than the receipts from the same sources dur- 
ing the preceding year; making together $81,773.53. 

The net receipts from the business of the main stem, over and above the 
expenses, independent of its connection with the Washington branch, amount 
to the sum of $346,946.03, being nearly five per cent, upon the capital, and 
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one per cent. more than the net earnings of the year ending on the 30th of 
September, 1843. 

he injuries to three of the culverts near Harper’s Ferry, alluded to in 
the last annual report, have been fully repaired, and the work finished in 
the most substantial manner, at a cost of $1,500 less than the estimate pre- 
sented in that report. 

The board regret that, in the present report, they are called to record an 
ident to the bridge over the Potomac at Harper’s Ferry, by which one 

of the arches of that structure has been destroyed. 
The arch gave way under the weight of a single Engine and tender, 

after sustaining the entire work of the road for nearly two and a half years, 
and, only the day previous, eight heavy trains of passengers and burthen, 
without the slightest indication of defect or weakness in any part. 

Providentiall , no life was lost, and but slight injury sustained by any of 
the men who were carried down in the fall; nor was the engine materially 
damaged. 

A delay of a few hours only was occasioned in the passenger travel, and 
the interruption in the tonnage transportation was less than a week. 

The remaining six arches of the bridge, even those contiguous to that 
which fell, have received no injury from the fall. 

A thorough investigation into all the particulars of the accident, has sat- 
isfied the board that it was occasioned by the decay of several pieces of tim- 
ber, comprising an important part of the framing of the arch. , 

This part of the superstructure, in order to protect it as far as practicable 
from the weather, had been closely covered by weather boarding and roof- 
ing, which rendered it inaccessible to the ordinary inspection constantly 
made of these structures ; and the timber having been in use for two years 
only, there was no reason to suspect any unsoundness. 
No settlement of the frame had previously taken place inconsistent with 

the soundness and safety of the structure, and it had borne, only the evening 
revious, the usual trials of its strength ; indeed the final fracture took place 

m a part of the frame so situated, and so surrounded and kept in place, as 
that there could be no sensible yielding without a total giving away. The 
decay, therefore, most probably peoketion from an unperceived leak in the 
tin roof and the spreading of the water between the several pieces of timber 
composing the straining beam, had been progressing silently and unsuspect- 
ed, until the strength of the remaining sqynd wood became insufficient to 
withstand the strain to which it was subjetted. 

This accident, it is believed, does not authorize any suspicion of an inhe- 
rent defect in the principle of construction of this, or any other bridge em- 
ployed on the line of the road. In the opinion of the skilful engineers, by 

_ » whom the plan of the bridges was adopted, it is a combination of the most 
excellent and approved forms of superstructure known to the science of en- 
peeing: the principal features being modeled after those of the celebrated 
ridge over the Rhine at Schaff haausen, which, previously to its destruc- 

tion by fire, was considered one of the most admirable specimens of the art 
in the world. The heavy trade of the railroad, and of numerous droves of 
cattle on that part of it common to the public, which the ruined arch had 
withstood for more than two years, and the greater evidence of strength of- 
fered by some other bridges precisely the same in principle on other parts 
of the line, for upwards of five years, also inspire great confidence in the 
lan of these structures; which, from the lesson now learned, may be ren- 
erad even more secure in the future. 
Immediately after the occurrence of the accident, the weather boarding 
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was removed from all the other structures upon the line of the road, and a 
minute investigation made into the state and condition of all their parts. 

Every precaution will be immediately taken to give additional strength 
and security to these structures ; and nothing will be omitted to prevent a 
recurrence of an accident. 

The board have already determined upon a plan of reconstructing the 
arch at Harper’s Ferry, which will not only ensure more adequate protec- 
tion of the timber from the effects of the weather, but, at the same time, @x- 
pose all parts of the structure to a daily and, minute investigation of their 
condition. 
The entire loss occasioned by the accident, and the sum required to restore 

the arch to a condition of even greater strength and security, is estimated 
not to exceed $7,594.40, being $8,932.92 less than the surplus revenue of 
the year just ended. 

In all other respects the entire line of the road, including the depots and 
water stations ; together with the cars, engines and machinery of every de- 
scription, are in a state of thorough repair, and adequate, without augment- 
ation, for the accommodation of twelve per cent. more than the business of 
the past year. 

During the year there have been paid to the Messrs. Baring an_instal- 
ment of $50,000, and interest to the amount of $14,809.72, amounting, with 
the cost of placing the funds in England, to $71,106.92, and the former 
being paid in advance produced a saving in interest of $1,100, After these 
payments the balance due Messrs. Baring, payable in annual instalments of 
$50,000, is reduced to $200,000. re 

In the same time there has been paid from the receipts of the year, for-an 
additional engine mentioned in the last annual report; for walling the shafts 
of the Doe Gully Tunnel, keying up and refitting bridges ; for the sideling 
at Dam No. 6, under the arrangement with the canal company ; for im- 
provements at the Cumbegland depot, balances for right of way, and various 
other items arising out of the construction of the road, the sum of $46,747.45. 

There have also been paid in the year $29,200 of the debts remaining 
unpaid, alluded to in the last annual report; leaving of this class unsettled 
only $11,500, which is yet in litigation. 

Besides the foregoing items, there have been applied during the year 
$38,216.74 to the construction of coal cars for the transportation of coal 
from the mines-to Baltimore, girsuant to the contract with the Maryland 
and New York iron and coal company, referred to in another part of this 
report: and which, during the present year, the board propose to reimburse 
from the proceeds of the coal trade. 

After these payments, and the payment of interest on account of the mil- 
lion loan, the net revenue of the year from the main stem, (including the” 
sum of $61,956 received from the Washington road,) amounts to $200,582.- 
18, and with $10,945.14, the surplus of the year 1843, makes an aggregate 
of revenue on hand from this road, of $211,527.32. 

Of this, the board have applied to the purposes of the sinking fund, ac- 
cording to the resolution announced in the annual report of 1842, for the 
reimbursement of the loan contracted for the construction of the Washing- 
ton road, the sum of $20,000, and of the balance, they have determined to 
divide among the stockholders, two dollars and fifty cents upon each share 
of stock,'payable on and after the first day of November next ; leaving a sur- 
plus of $16,527.32; being $8,932.92 more than the cost estimated to repair 
the loss occasioned by the accident to the bridge at Harper’s Ferry. 

While reporting the condition of the main stem, and result of the opera- 
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tions of the year, tf board would not discharge their duty if they failed to 
recall the attention of the stockholders, and especially that of the city au- 
thorities, to the onerous expenditure annually incurred by the necessity of 
introducing passengers and burthen into the city by the employment ot 
horse power, and which must necessarily subtract that sum, whatever it 
may be, from the amount which might otherwise be divided among the 
stockholders, and paid into the city treasury. This source of expense, al- 
ready amounting annually to no less than $18,171.77, must continue to in- 
crease in proportion to the augmentation of trade and travel over the road. 

Considering the numerous sources of competition with which, in its pre- 
sent unfinished condition, this work so essential to the prosperity of the city, 
must contend, every motive of sound policy would seem to recommend the 
utmost possible reduction in the expenses of transportation ; and if Baltimore 
hopes successfully to contend with other rival works, in whatever quarter 
they may exist, the public authorities will find it necessary to lend all the 
aid in their power to cheapen the itroduction of produce and merchandize 
into this market. 

The necessity of employing horse power through the streets of the city, 
does not add less than ten cents per ton to transportation of all kinds upon 
the railroad ; of which the obvious effect is not only to drive much of the 
trade to other channels, but to reduce the net revenue upon that which it 
may be possible to retain. 

The harmless employment of steam power under proper ‘regulations in 
the streets of other cities, and, by another company, in those of Baltimore, 
already shows that the privilege may be extended to, this company without 
serious apprehension of damage ; and it may be safely affirmed that if the 
city authorities desire to etain the present amount of trade in flour and other 
produce ; or to enjoy to any considerable egtent the advantages of the trans- 
portation of coal, this privilege will be indigpensgple. 

In the last annual report, the stockholders wefe informed that, upon the 
application of the Chesapeake and Ohio canal company, the board has 
cogsented, wish their existing power, and as a part of the general trade, to 
engage in the transportation of coal from Cumberland to dam No. 6 on the 
canal, at two cents per ton per mile, to be thence carried by canal to the 
District of Columbia ; and it was at the same time stated that, the company 
might engage in it at a less charge on the whole or any part of the line. 

It will appear in the course of this repoll and has already been officially 
stated to the Iggislature, that it may do so at little more than half that charge. 

The charge of two cents per ton per mile had been previously established 
as the fixed rate for the transportation of coal, without regard to time, dis- 
tance or quantity ; and the object of the canal company, in proposing the 
arrangement, was to induce this company to provide the necessary sidelings 
at dam No. 6, and engage in the transportation, in connection with the ca- 
nal, at the same rates. 

If in the opinion of the canal company a less charge than two cents per 
ton per mile would have been necessary for the success of the arrangement 
it desired to make, it would have been practicable to make an arrangement 
for that purpose; and if the railroad company could have relied upon an 
amount of trade equal to 50,000 toms per annum, it would have been willin 
to have increased its machinery f@r that purpose, according to the growt 
and requirements of the coal trade. 

The canal company proposed the charge of two cents as a rate mutually 
for the interest of both companies; and, in the opinion of those proposing it, 
as low as would be necessary to insure the transportation of coal upon the 



358 Baltimore and Ohio Railroad. 

railroad todam No. 6, in sufficient quantities “to n@et the growing de- 
mand in the market for that article.” . 

Representing the toll on coal by the canal from dam No. 6 to George- 
town, at half a cent per ton per mile, and the freight at the same, the presi- 
dent of the canal company believed that two cents per ton per mile on the 
railroad, even during a period of two years, “would enable the dealer to 
sell his in market at a profit sufficient to encourage the trade.” 

The means of transportation at these rates being insured, the extent of 
the demand would, nevertheless, in the opinion of the canal company, be 
uncertain, and the trade necessarily in some degree, an experiment, only to 
be determined by circumstances: though from assurances received from 
‘parties concerned in the coak fields, the quantity of iron and coal which one 

‘company alone would require to be transported the first year, it was thought 
would amount to from fifty to eighty thousand tons: that “a regular supply 
eing furnished the principal steamboat company on the Hudson would con- 

“sume about $500,000 worth annuallygand that the consumption of the city 
of New York alone, would not be less than 200,000 tons per annum.” 

~ The canal company rightly judged that, if the coal fields of the Alleghe- 
ny could be developed to ca an extent, or even in a far less degree, the 
arrangement proposed would be mutually advantageous to both companies ; 
and although this company was in no degree misled by these expectations, 
and were satisfied that many years would elapse before they could be real- 
ized even to a moderate extent, they were unwilling to reject an appeal thus 
made, and decline a business upon terms which, under any circumstances, 
and without reference either to amount or regularity, would yield a good 
rofit. 

. The result however has proved that the canal company either greatly 
overrated the ability of the coal dealers, or the extent of the demand; singe 
from that time to the ulffmo inclusive, notwithstanding this compa 
provided a sideling at No. 6, coating $2,000,—less than 4,000 tons of 
coal, and not any iron, has been offered for transportation in the er 
contemplated by the arrangement. It may be added that, during the game 
period, no evidence was afforded that any capital had been obtained for 
working the mines, or any arrangements made towards the preparation of 
the necessary transportation of coal from thence to Cumberland ; except in 
the instance of a single company; and by that, arrangements have 
made with the railroad compaity for the transportation annually, for the pe- 
riod of five years, of fifty thousand tons of iron, coal and fjte brick, from 
the mines to Baltimore. 

Under such circumstances the board deemed it inexpedient to make any 
addition to their existing power, or to adopt the improved machinery b 
which it is now certain the cost of transportation, may be, and in fact has 
been reduced to little more than half the charge assented to between Cum- 
berland and dam No. 6. t 

Until the board could be certain of completing the railroad to Cumber- 
land, there was little occasion to investigate its capacity for the transportation 
of coal; and indeed from the character of the machinery generally in use 
upon railroads before that period, a general impression prevailed that for 
heavy articles, the value of which in et bore so small a proportion to 
their weight as to admit of very low ¢ , for long distances, these roads 
would not be a desirable mode of wc, 

For, although a like weight of flourjand coal, other things being equal, 
might be transported at the same charge, it is nevertheless obvious that in 
consequence of the greater value of a ton of flour than an equal quantity of 
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coals, a rate of charge which might well be paid by the former, would be 
altogether too high for the latter. 

The improvements in railway machinery, however, have been gradually, 
but constantly, progressive ; and in.the spring of 1842, when it was certain 
that in the aourse of the year the railroad would be completed to Cumber- 
land ; anticipating that, from that time they might be required to some ex- 
tent to engage in the transportation of coal, at least for the consumption of 
Baltimore, the board directed a thorough investigation by Mr. Knight, chief 
engineer, into the power of their machinery for the purposes of transporta- 
tion generally, includiag that of coals and igon. 

For the better understanding of what follows, it may be proper here to 
state that, the chief, if not the only object for which railways were first in- 
troduced, was the transit of heavy merchandize at a moderate rate of speed ; 
and, for pany years afier their introduction, were exclusively used for the 
purposes of the great colliery railways in England. As la.e as the year 
1821, the first of the modern or travelling class was authorized in England: 
and in 1826 the railway between Manchester and Liverpool was chartered. 
Down to that time the transportation of heavy merchandize was the chief 
object it professed ; and even then it was not determined to employ locomo- 
tive power. As late as the year 1829 when it became necessary to deter= 
mine the nature of the power to be employed, the utmost capacity hoped to 
be attained in the locomotive was an engine weighing not more than six 
tons, capable of drawing on a level and straight road, at ten miles an hour, 
three times its own weight, and to cost less than $3,000. Although at 
least one eminent engineer in England ventured, at that time, to hazard the 
speculation that at some futuré day an improved engine might be construct- 
ed with capacity to maintain a speed of twelve, sixteen, eighteen or twenty 
miles an hour, it was treated the official reports of commissioners select- 
¥ determine the nature of the power, as so extravagant as to prejudice 

schieme of employing the use of locomotive poWer. 
ore before the spring of 1842, this speculation had been more than re- 

a 
The aie of American artists also had outstripped the improvements in 

England ; and this company was actually employing upon their road en- 
gan weighing fourteen tons, running on eight wheels, of which four were 
rivers ; and capable of drawing on a level and straight road 500 tons, and 

over grades of eighty-two and a half feet, with eurves of one thousand feet 
radius, not less than eighty tons at a speed of eight miles an hour. 

The investigation made by Mr. Knight, under the direction of the board, 
contemplated the use of this class of engines. So far as it related to coals, 
it also contemplated a regular trade, which, in his estimate, he charged with 
a full share of the expenses of maintenance of way, and interest of six per 
cent. upon thé capital. Including these elements, he estimated the cost of 
the transportation of coals from Cumberlan ‘ to Baltimore at one cent and a 
half per ton per mile. Comprehending the same elements, the cost would 
have been less ffom €umberland to dam No. 6. 

The report df Me. Knight: was submitted-and published in March, 1842 # 
and as early as that period, Ross Winans, air ingenious mechanic of Balti- 
more, had not only. contrived aj pre important improvement in the loco- 
motive, but had ply col i engine weighing twenty tons, run- 

“ning on eight wheels, all oftwhi e drivers,—and with the weight equal- 
ly distributed over the whole, t the bearing upon any one is not 
greater than. upon that of the o chine of ten tons weig ht,—capable 
of hauling over a leveland straight road, 1100 tons; and over grades of 

. 
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eighty-two and a half feet to the mile, with curvatures of one thousand féet 
radius, about 170 tons, at a speed of eight miles per hour. , 

With a knowledge of the results of Mr. Knight’s investigation and of the 
further improvements and advantages in railway machinery, it was impos- 
sible the board should doubt their ability to engage in the transportation of 
coals, at rates not only profitable, but sufficiently low, according to any rate 
of charges then known, to exelude the apprehension of rivalry from other 
quar ers. In this sense only are the observations of the board upon this 
part of the subject, in their second reply to the house of delegates, when 
confined to their context, to be appropriately taken. 

The capacity of the railway for the transportation of coals was according- 
ly announced in their annual ‘report of October 1842; and it was at the 
same time assumed that, when the road should be completed to Cumberland, 
and thence to the mines, the demand in the market of Baltimore, and other 
parts of the Union, might, in a short time, require the transportation of 100,- 
000 tons of coal annually. 

The board was satisfied that without suitable conveyances from the mines 
to Cumberland, neither the coal nor iron could be advantageotisly sent to 
market from Cumberland, by any channel whatever ; and, in the meantime, 
they deemed it inexpedient to make any preparations to engage in the busi- 
ness. ' They considered it not less apparent that even after such conveyances 
should be provided, the trade in coals, would be regulated by the extent of 
a demand, in a great degree dependent upon the price atwhich the article 
could be afforded. 

Neither point was free from embarrassment, and the interest of the stock- 
holders required that the subject should be investigated with great care. 
The grounds upon which a just determination ¢ould be made were in some 
degree speculative. So far as any positive data could be obtained, the con- 
sumption of bituminous coal had been gradually and regularly mien oor , 
and that of the anthracite increasing in a much larger proportion, and,‘with- * 
in some years past, with great rapidity.. The latter had been advantdge- 
ously adapted to the manufacture of iron? more extensively to the use of 
steamboats, locomotive engines, to the purposes of manufactures generally, 
and for all domestic uses. The consumption of this article had been gra- 
dually extending throughout most parts of the Union. From the facilities 
of delivering it in the market by the: Delaware and Hudson work, the Read- 
ing railroad and other improvements in Pennsylvania, the price had been 
gradually diminishing, and the low price at which it was ordinarily selling 
in the markets of Philadelphia and New York, made it quite plain that the 
existing demand for coals, for most purposes throughout the country, was 
fully supplied by it. ; 

It was, therefore, obvious that the introduction of the Cumberland coal, 
in any considerable quantity, could only be effected by superseding, to near- 
ly an equal extent, the use of the anthracite; and from the preference so 
long given to the latter, and the adaptation of machinery ofall kinds to its 
use, they believed the degree in which this might be e r Many years 
at least, exceedingly doubtfil ; too-doubtful, in their opfhion, to’ warrant a 
large expenditure of*eapital if preparations for the trade. It was desired 
rather that the extent of demand shou viously tested by actual expe- 
riment, 

If any reliance could be placed upon the estimates of the cost of transport: | 
ation*upon canals by the improved Exj propellers, it was evident that, 
with suitable roads from the nvines to%Sumberland, and thé use’ of the rail- 
road to dam No. 6, even at the rate of two cents per ton per mile, the expe- 
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riment might be made with nearly the same advantage as when that work 
should be completed to Cumberland. 

In that case, the charge for transportation upon forty-five miles of rail- 
road, at two cents per ton per mile wou!d amount to ninety cents: the tolls 
one hundred and thirty-four and a third miles of canal at half a cent per ton 
per mile for the cargo, and two cents per mile for the boat, (assuming the 
average cargo of boats to be eighty tons) would be seventy-four cents: and 
if to this should be added thirty-three and a half cents for transportation on 
one hundred and thirty-four and a half miles of canal, at the rate of forty- 
six cents for one hundred and eighty-four and a half miles, and thirty-five 
cents for contingencies and transhipment at Georgetown, making together 
sixty-eight and a half cents, the entire cost of transportation by this mode, 
of a ton of coal from Cumberland to Georgetown, including expense of put- 
ting it on board a vessel at that place, would not exceeed two dollars thirty- 
two and a half cents. 

If the charge upon the railroad should be placed at one and a third cent 
per ton per mile, as it might be, the entire cost of coals, according to the as- 
sumed cost of the Ericsson propellers, from Cumberland to Georgetown, 
would be only two dollars two and a half cents per ton. 

Without meaning to vouch for the results expected from the application 
of the Ericsson propellers, no reason was perceived why they might not be 
used with the same advantage, below as above dam No. 6; and that if a 
demand for the Cumberland coal could, under any circumstances, be created 
to any extent, it might not be effected as well in the manner here mentioned, 
as by any other means. 

It appeared to be the plain daty of the board, therefore, to await such de- 
velopmnents ; and, to engage in the business when it-should be demanded by 
the public, and be profitable to the company. 

In the month of January 1844, and previously to the order of the house 
of delegates of the 24th of that month, the board were officially informed 
by.the president of the Maryland and New York iron and coal company, 
that having-procured the funds requisite to construct a railway from the 
mines to Cumberland, he was anxious to proceed with the work; if the 
charge for the transportation of iron and coal from the mines to Baltimore, 
could be fixed at such rate as would warrant him in adopting the Baltimore 
and Ohio railroad for the transportation of his products. 

The same officer subsequently proposd a contract for that purpose, 
to continue for five years after the completion of his road; to furnish a 
freight of coal, pig iron, bar iron, fire brick and castmgs and other manu- 
factures of iron, (the principal freight being coal) in quantities of one hun- 
dred and seventy-five tons per day, for three hundred days in the year, 
The construction of the railway from the mines to Cumberland, was repre- 
sented as dependent upon the acceptance Of the proposition by the railroad 
company, upon terms which would be entirely satisfactory. 

After the necessary investigation of the subject, the board agreed to fur- 
nish cars and moving power, and to transport the freight proposed from the 
mines to'a suitable shipping point at Baltimore, at the rate of one cent and 
one third of a cent per ton per mile, a distance of one hundred and eighty- 
eight miles, with an addition of ents per ton for transportation through 
the streets of Baltimore; the cai loaded and unloaded at the expense 
of the Maryland and New York company, and when iron and other arti- 
cles should be transported in houge cars, there should be added-for such ar- 
ticles one cent per ton per mile for one hundred and eighty-eight miles. 

These terms were accepted by the Maryland and New York company, 
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who proceeded to the construction of the railway, and to make the other re- 
quisite preparations to carry it into effect. 

This company algo is preparing the proper number of the heavy engines, 
and coal cars; and both parties have mutually agreed that the operations 
under the contract shall commence on the first day of November next. 

The estimates of cost upon which the board tel warranted to enter, into 
this contract, will be found in the appendix to this report. 

In the course of a short time, therefore, any speculation which may in 
any quarter be indulged of the ability of either party to comply with its:en- 
gagements, will be at‘an end: and the adaptation of the railroad to the trans- 
portation of coals and iron at the above rates will be subjected to the test of 
actual experience. 

On the 25th of January, and February, 1844, respectively, during the 
negotiations with the Maryland and New York iron and coal eompany 
and without the prompting or knowledge of the board, two orders passed * 
the house of delegates, requiring the president and directors to report to 
the house the lowest rate of toll per ton per mile, at which the company 
would agree to transport coal, iron, etc., from Cumberland to dam No. 6, 
under a permanent arrangement; and also to report upon various other 
points comprehended in the orders. 

These orders and the several replies of the board to the points embraced 
in them, dated the first and fifteenth of February, will be found in the ap- 
pendix to this report; and will afford, it is believed, a.satisfactory view of, 
the whole subject. 

If by the inquiries contained in the orders, the oe pa designed, as it 
may be presumed they did, to invite or Jead the railroad company to lend 
its assistance to the encouragement or development of the coal trade, the 
terms upon which the board expressed their willingness to do so must be 
conceded, in any view of the subject. to be just and reasonable. . 

The rates of charge, stated in the replies, were little more than one half 
of those that had been previously proposed as quite low enough to develope 
the trade ; and, sufficiently low, in the mode indicated in this report, to en- 
able the dealer to put his coal on board of a vessel at Georgetown, and 
thence at New York at less cost, it was supposed, than coal from other parts 
of the Union had been previously dalivened ot the same city. 

Indeed, the rate of charge assented to by the railroad company appeared 
to be so much lower than had been anticipated, and so wet: dee what 
had been previously deemed sufficient, as to beget an apprehension of the 
ability of the company to engage in the trade at such rates. 

The other terms presented in the replies of the board cannot be deemed 
less reasonable. They required only, previous to expending the capital of 
the stockholders in making preparations for the trade, that communications 
absolutely indispensable to the transportation of coal to market should be 
made from the mines to Cumberland; that capital should be provided to 
work the mines, and that responsible parties should engage to furnish coal 
in proper quantities, to employ the machinery necessary for its transporta- 
tion. 

These conditions were considered as the approgenate evidence of the ex- 
istence of a demand to an extent, short ¢. , no means of transportation 
would be needed. ‘ 

The coal and iron of the Allegheny region is not to be developed by a 
demand dependent upon a precarious and occasional supply. On the con- 
trary, it can only be effected by steady operations, conducted with such capi- 
tal as will be adequate to maintain a regular trade; and if those concerned 
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in such operations have no confidence in a demand equal to the sale of fifty 
thousand tons per annum, there can be little inducement for the preparation . 
of extensive conveyances to market. The board at least was unwilling to 
expend one or two hundred thousand dollars in machinery, not adapted to 
other purposes, for a branch of transportation dependent upon casualties by 
which it might be only occasionally employed : and unless they would have 
been content to rely upon vague expectation, and a precarious trade, it is dif- 
ficult to imagine any conditions more reasonable than those prescribed. 

That the estimates of the cost of transportation are sufficiently liberal, 
there need be no reasonable doubt. 

Founded by the actual experience of the company in their operations, 
they are little liable to error; and are sustained not only by the engineers 
by whom they are prepared, but by Mr. Knight, by whom they have been 
carefully examined, and compared with the elements of his former report. 

That they may be fairly understood, these estimates must be considered 
in reference to the particular trade to which only they are applicable. 

They suppose a distinct branch of transportation separate from, and whol- 
ly independent of the aga trade and traffic of the road; and therefore 
not properly chargeable with the existing and fixed expenses incident to the 
general miscellaneous business ; which would be the same without the trade 
in coals, 

They also include only that degree of wear and tear due to this particular 
operation. 

The estimates suppose also: First—the use of the heavy improved en- 
gines, possessing double the capacity of those assumed in the former report 
of Mr. Knight. Second—a cheaper and lighter description of cars, by 
which the useful load in proportion to the weight of the car is consider- 
ably increased ; and Third—a larger amount, and greater regularity in the 
trade. 

Conforming the data embraced in the report of Mr. Knight of 1842 to 
these elements, the present estimates will be shown to be abundantly suffi- 

‘ cient. They have also received the approbation of respectable scientific 
journals throughout the Union, and are found to be even more liberal than 
those comprehending the actual cost of similar transportation upon other 
roads in the United States. 

All estimates of the actual cost of transportation upon English railways, 
of which we have any accurate knowledge in detail, are of a date so remote 
as to embrace only the earlier description of locomotive power ; possessing 
from a third to a fifth of the capacity of that proposed to be employed upon 
the Baltimore and Ohio railroad in the transportation of coals: and contem- 
plate the use of a description of cars weighing one ton and three-tenths, and 
With a capacity to carry two tons and six-tenths of coal. 

Conforming the actual cost, according to the experience in England, and 
the description of machinery there employed, to the improved engines and 
cars to be used by this company, it will be foud to correspond with the pre- 
sent estimates, and to verify them in every particular. By the most recent 
authority of the best approved authors of England, it has been confidently 
stated that coals may be transported upon English railways at half penny per 
ton per mile: which is not only about the same as the cost assumed in’ the 
estimates of this company, but, when taken in connection with the more ex- 

nsive operations of English railways, would warrant even a less estimate 
in the United States, than that now given. 

The board have it in their er to state also, that, subsequent to the date 
of the estimates submitted to the house of delegates, a further improvement 

i 
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has been made in the construction of the coal cars, by which a greater re- 
duction in the cost of transportation is effected. 

The estimates submitted to the house of delegates adopted a car of a wood 
frame, costing three hundred and eighty dollars, weighing three tons and 
carrying seven tons of coal. In the improved car, subsequently invented 
and now adopted, sheet iron, in a cylindrical form, is substituted for wood, 
costing three hundred and forty dollars, weighing two and a half tons and 
carrying seven tons of coal. 

In the appendix to this report the board subjoined a revised estimate of 
cost founded upon this improvement, and including interest of six per cent. 
upon the capital ee in the machinery ; by which it satisfactorily ap- 
ears that coal may be transported from the mimes to dam No. 6, at a cost 
ne than one cent per ton per mile; and to Baltimore at a cost of one cent 
and half a mill per ton per mile. 

It is thus shown that the statement of the capacity of the railroad submit- 
ted by the board in their reply to the legislature of the 15th of February 
1844, is in all respects confirmed, and may be fully relied upon. 

The board desire again to repeat that whether it may be expedient to en- 
gage to any extent in the transportation of coal at the rates now estimated, 
must depend upon contingencies not at present to be foreseen. They have 
at no time particularly desired to engage in it; and would always regard 
it as quite subordinate to the paramount duty of pressing forward their work 
to the Ohio river; leaving the general trade in coals.and iron from the Al- 
legheny region, to others more ambitious of monopolizing it. So long, 
however, as the railroad may be arrested at Cumberland, the transportation 
of these articles must unavoidably form a natural and legitimate object of 
attention ; and during this time, if those concerned in supplying the demand, 
looking to the advantages of speed and uniformity of othien at all seasons, 
find it advantageous to resort to the railroad, neither the interest of the stock- 
holders nor a due regard to the trade of Baltimore would permit the board 
to decline the business. 

Second.—Of the Washington Road. 

The affairs of the Washington road are shewn by the statements D and E. 
These statements show an improvement not less gratifying in the trade 

and travel and in the operations of the road, and also in the expenses of 
working the road in proportion to the business, that has been already stated 
in those of the main stem. 

The net earnings for the year ending on the 30th ultimo, are $104,519.- 
33, being upwards of six per cent.; which added to the e«:plus of the pre- 
ceding year amounting to $6,275.86 make an aggregate of $110,795.19, or 
six and five-eighths per cent. upon the capital of the road. Of this sum the 
board have decided to divide among the stockholders six dollars per share, 
payable on and after the first day of November next ; reserving a surplus of 
$11,795.19. ; : 

The board deem it proper on this occasion to announce their purpose in 
future of dividing among the stockholders the net earnings of this road semi- 
annually, without reference to the operations of the main stem. 

The sum paid to the State for the six months from the Ist of July, 1843, 
to the Ist of January, 1844, being one-fifth of the gross receipts from pas- 
sengers, amounted to $18,189.19, and from the Ist of January, 1844, to the 
Ist of July, 1844, to $22,851.10, making together $41,040.29. 

It will be observed that if to this sum of $41,040.29 be added the sum of 
$33,000, the amount of dividend to be received by the State from the Wash- 
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ington road, $12,500, the dividend from the main stem, and $1,269,60 re- 
gularly remitted to London as the interest on £5,250, the amount of the 
sterling bonds sold on account of the State’s subscription of $3,000,000, it 
will be seen, that during the year, the State has received the aggregate sum 
of $86,809.89 being nearly nine per cent. upon the actual investment. in 
both roads. ' 

The railway, the passenger and burthen cars and depots and water stat 
tions are in good condition ; and a comparative statement of the operations 
upon the road during the past and preceding year, is here appended, marked F, 

In the last annual report the board adverted to the rivalry between the 
inland route south of Washington, by the railroad through Richmond and 
Petersburg, of which the Washington railroad forms an important connec- 
tion, and the bay line from Baltimore to Norfolk, and thence by the Ports- 
mouth and Roanoke railroad: and they stated the desire of the parties inte- 
rested in the southern railroads, that this company should co-operate with 
them in such reduction in the fare upon the Washington road as might be 
necessary to bring a greater amount of travel to the inland route. 

The board also acquainted the stockholders with the provisions of their 
charter, forbidding any reduction in the charge upon the Washington road 
with the consent of the legislature, or, in the recess, of the Governor of the 
State; and which also prevents the railraad company from applying to the 
legislature for such consent, without conferring upon that body a dangerous 
control over the chartered privileges of the company. 

During the last session an application was made to the legislature by 
other parties to consent to a reduction in the charge; and the railroad com- 
pany itself was desirous that the discretion vested in the Governor to be ex- 
ercised by him in proper contingencies in the recess, should also he extend- 
ed to the board of directors, in order that it might be exercised when a pro- 
per occasion should arise with a better knowledge of the circumstances than 
the Governor in most cases could possess. 

It is very obvious that at the time of granting the charter, although it es- 
tablished for general purposes a maximum and minimum charge, the legis- 
lature itself foresaw that contingencies might arise in which it would be ex- 
pedient and necessary, temporarily at least,to reduce the charge; and ac- 
cordingly on this ground they authorized the Governor to act in the recess, 
Experience has shown that the necessity thus contemplated was not over- 
rated by the legislature ; but it has also shown that the discretion they pro- 
vided for the emergency, has proved altogether inadequate ; and under these 
circumstances it appeared to the board, not less for the interest of the State 
than for the public and the stockholders, that a similar discretion should be 
vested in the board, who with a familiar knowledge of the gubject, might 
act in this respect under the same responsibility as that a which all 
their other duties are performed. ~ 
By any existing law, the board have the unlimited power to reduce the 

charge upon all passengers going and returning between the two cities of 
Baltimore and Washington, or between any intermediate points on the same 
day : and ng objection was perceived to such enlargement of the power as 
might befound to increase the.travel upon the road, and to augment the re- 
venue of the company. 

It pleased the legislature, however, not only to withold such discretion 
from the board of directors, but to adjourn without giving any consent upon 
their own part to a reduction in the charge; and it is the opinion of the 
board that in consequence of this failure on the part of the legislature, many 
passengers between Baltimore and Washington, and Baltimore and points 
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south of Washington, and also a considerable number who were desirous 
of attending public celebrations of various kinds, have been prevented from 
using the railroad, to the serious injury of the interest of the State and of 
the company. 

After the adjournment of the legislatures, measures were taken by parties 
more immediately interested in the success of some of the southern railroad 
companies, to establish an opposition between Baltimore and Washington, 
which has already diverted a considerable number of passengers from the 
Washington road. 

On the 15th of June last, two lines of stages commenced running for the 
conveyance of passengers between Baltimore and Washington and interme- 
diate places. On the 25th of August, another line was added, and since 
that day three lines have been running in each direction daily, by which 
passengers are conveyed from one city to the other, and taken up and set 
down at any place in either, at the charge of one dollar and fifty cents each. 
By the annual report of the Richmond, Fredericksburg and Potomac 

railroad company, dated 27th May last, it would appear that these lines 
have been established under the auspices of that company. 

In that report it is stated : 
“ Large as this increase is the board of directors have no doubt it would 

have been materially larger, but for the high charges on the southern tra- 
vel, imposed by the State of Maryland, and the Baltimore and Ohio railroad 
company on the Baltimore and Washington railroad. 

- & The excessive rate charged on the through travel on this work, has tend- 
ed to retain on the bay, and to throw into coasting vessels, or divert over 
the Baltimore and Ohio railroad to the Ohio river, a considerable amount 
of travel which would otherwise have been secured to the line of railroad 
and steamboat communication through Virginia. 

“ The presidents of the Virginia railroad companies having for years re- 
monstrated with the directors of the Baltimore and Ohio railroad company, 
and lately appealed to the governor and legislature of Maryland unsuccess- 
fully, on the unfairness of exacting an undue proportion of the ch which 
pr be judiciously made on through passengers, the attention of the board 
of directors has lately been directed to other means of preventing for the fu- 
ture the injury which has hitherto resulted to them from this cause, and 
they are sanguine, that by means of an efficient line of stages, which will 
be placed about the 15th proximo, on the Baltimore und Washington turn- 
pike, and which in connection with the railroad and steamboat companies 
will convey passengers between Baltimore an@:Richmond, and points south 
of Richmond, at much lower rates than Mery oh will be able to re- 
cover a large gortion of the travel which has hi been diverted from 
their route by the charge on the Baltimore and Washi railroad. 

“Should theis expectations in this respect be realized they will be enabled 
to protect themselves against the competition of other routes, at the same 
time that they will prevent the reduction, in their charge, (which will be 
confined to passengers taking the stage line,) from benefitting the Baltimore 
and Washington railroad, and thereby tending to keep up)th@yexcessive 
charge which has hitherto been levied on through travel om that'Work. 

“Should the legislature of Virginia co-operate, as the board of directors 
can te doubt they will, by refusing a right of way, or any other pri- 
vileges to the Baltimore and Ohio railroad company, until they shall have 
redressed the grievance of which the State of Virginia, and the Virginia 
railroad companies have so much reason to complain—the board of direct- 
ors entertain no doubt it will be ere long corrected.” 
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It is understood from.other sources, although not official, that the Rich- 
mond, Fredericksburg and Potomac railroad company, has contracted to pay 
the stage. proprietors two dollars and fifty cents upon each through passen- 
ger carried’\by the stages between Washington and Baltimore, in either di- 
rection, in connection with the lines south of Washington; and has also 
stipulated to pay the stage proprietors five thousand dollars, if the stages are 
withdrawn from the route at the company’s instance. 

From these documents it is obvious that the stages have been established 
in competition with the railroad, for the avowed purpose of coercing, not the 
rail company, for it has no power to act in the premises, but, the au- 
thorities of Maryland to engage in a rivalry between different works in ano- 
ther State; in behalf of enterprises comparatively of recent origin, and un- 
dertaken with a full knowledge of the declared policy of the State, and of 
the positive provisions of the law which it is now sought to change. 

It ig not to be denied that the Washington road is a Baltimore enterprize, 
designed to connect that city with the metropolis of the Union, and to be 
supported by the travel to the seat of the federal government from the north, 
east and west, and from Maryland and her capitol. 

As a thoroughfare of southern travel, at the date of the charter, the work 
was scarcely thought of, for at that time none of the present Virginia rail- 
ways, forming its southern extension, were projected: and at this day, near- 
ly in years after the origin of the work, the local or Washington tra- 
vel is the primary, and the through or southern travel the secondary, in the 
most ample sense of the terms, 

It is evident from the report already quoted, that it is no part of the ob- 
yect of the southern companies to reduce the charge upon the Washington 
railroad, in favor of the public generally: on the contrary, they expressly 
propose that the reduction should be made in favor of “ through passen- 
gers” only, or those travelling in connection with the southern lines ; and 
that, this object being attained, they would be content with even a higher 
charge upon passengers travelling between Washington and Baltimore or 
intermediate points: a system which, it is understood, the Fredericksburg, 
Richmond and Potomac company has adopted upon its own road. 

. Ifthe terms of the contract already referred to, be correctly reported, in 
the prosecution of their designs and as indispensable to their success, “ the 
Richmond, Fredericksburg and Potomac company” does not in fact derive 
any greater proportion of the charge for passengers passing over their line, 
than if conveyed by the railroad, at the established charge ; but, on the con- 
trary, consents to sacrifice, or give to the owners of the stages a bonus of 
one dollar upon each er carried in the stages, in connection with 
the southern lines ; and also to incur a penalty of five thousand dollars when- 
ever it may determine to discontinue the cumpulsory means at present em- 
loyed. 

: Independently of this sacrifice, it may be well expected that the southern 
company will ultimately suffer greater injury from these proceedings, than 
can now be foreseen. 

It is not unreasonable to suppose that the substitution, in connection with 
its routeof forty miles of stages, instead of an and comfortable railroad, 
will ingreasethe advantages already complained of in favor of the bay ri- 
val: and the congequences most to be apprehended from this novel scheme 
will be the diversion of a greater amount of travel from the inland to the 
bay route, and of the local travel between the cities of Washington and Bal- 
timore from the railroad to the stages; such in it is believed, is the re 
sult up to this time. ss %; 
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It is obvious, however, that whether the passengers be diverted to the bay 
line or to the stages, the injurious eflect upon the business of the Washing- 
ton railroad, will be the same. 

The number of passengers conveyed by the lines of stages the entire dis- 
tance between Baltimore and Washington in both directions, from the 15th 
of June to the 30th of September inclusive, was 3419, and in addition 889 
passengers with through tickets to and from points south of Washington, 
making an aggregate of 4308. 

During the same period the number of passengers transported in the 
trains from Baltimore to Washington at the established rates of the road. 
was 5676, and from Washington to Baltimore 7486, and in addition 2742 
passengers with through tickets to and from points south of Washington. 

On the Sth of July last, pursuant to the authority conferred. by the 7th 
section of the act of 1836, ch. 261, the board of directors of this company 
reduced the charge to passengers on the railroad between the cities of Wash- 
ington and Baltimore, going and returning the same day, to the sum of two 
dollars and fifty cents for the round trip ; and at the meeting on the 4th of 
September, they established the same rate of charge for similar travel from 
all intermediate points. 

Within this period the number of passengers transported over the railroad 
with tickets for the round trip, at the reduced rates, has amounted to 2322. 

It will be obvious, however, from an examination of the facts and state- 
ments now communicated that, unless the stages be withdrawn altoge- 
ther a reduction of the railroad charges upon “through passengers” only, 
or those to and from points south of Washington, accerding to the views of 
the southern companies, would not prevent the competition, but that it would 
be necessary to reduce the charge at the same time upon all passengers, 
passing over the railroad. 
By two several communications from the president of the company, dated 

the 4th of September, and the 4th instant, the governor was made acquaint- 
ed in detail with all the facts herein stated, and to which, up to this time, 
no answer has been received. 

By these communications the duty of the board has been fully discharged ; 
since having no power of themselves to act further in the premises, the 
subject, in the recess of the legislature, can only be submitted to the govern- 
or to be dealt with as he may deem most malin. 

To the Editor of the Ameriean Railroad Journal and Mechanics’ Magazine. 

Sin:—Although I am not the proprietor of a single share of any rail- 
road, canal or steamboat company, I am not an indifferent observer of the 
improvement and prosperity of these several institutions of wealth and in 
dustry ; and tothe fullest extent they can be made subservient to the public 
welfare, I wish them a hearty God-speed. id as a particularly satisfacto- 

ry indication of their growing interest in the’public mind, f have noticed 
the proposal you make to enlarge the pages and’contents of your Journal, 

a work which I esteem as among the most honorable and useful to the pre- 

sent and coming generations, that emanate from our national press, 

As I have not the entire series of your Journal, (as I Hope by and by to 
possess,) I may be mistaken in the impression, that neither in its pages, nor 

elsewhere, does there exist anything like a comprehensive table of the sta- 
tistics of the different railroads in our country, such as would be almost in- 
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valuable to the engineer, the broker, the political essayist, and to the states- 

man, in both State and National legislatures. At the patent office in Wash- 
ington I was both astonished and ashamed of the niggardly provision which 

exists even in the library of that great national department not merely of 
government, but of national inventive genius. A few only of the latest 

parts of your Journal are to be found there, and scarcely an entire series of 
any other scientific and statistical publication of our country! For one, I 
trust another session of congress will not expire, without placing an entire 

series of your Journal and a complete one of every other practical periodi- 

cal connected with the arts and public improvements, whether published 

in our own country or in Europe, upon the book shelves of the patent 
Office. 

But in respect to your Journal, I think another suggestion is due It is 

a publication that is sui generis in this country, devoted exclusvely to the 

great spirit and the great works of enterprize and internal iprovements in 

our land; and it ought to be in the hand of every age=% engineer, contrac- 
tor and director upon these works. If any man ~ Tesponsible trust con- 
nected with any of our roads is not your patrex [ should esteem him too far 
behind the age, or too decidedly wanting * Spirit and ambition in his pur- 
suit, to merit his station. The publ* Safety—the whole travelling public 
are interested in the wide diffusio~ Of practical and professional knowledge 

respecting railroads and espeaully the diffusion of it among all persons of- 
ficially connected with ¥!¥ care and management. It carries in it both 
the preventives and #° remedies of accidents and cheapens though silently 
and unseen, the «hole system of transportation, while it clewates the stand- 

ard of emp»yment and gives new character to the entire business of the 

operati~ " 
Pat I have elaborated into an article what I only started to make into a 

congratulatory letter. Whoever begins to think on the utility of your 

Journal, cannot well avoid wishing it in the hands of every man connected 

with the construction and management of railroads, steamboats and canals 

in ovr country. Such at least is the sincere feeling of your friend and 
obedient servant and constant reader, Francis O. J. Smiru. 

Forest House, Westbrook Me., Nov. 18, 1844. 

Report of the directors of the New York and Ene railroad company to 
the stockholders, 17th October, 1844. 

The directors of the N, Wand E, railroad company believing that they 
have as far as has been ingperr power, carried into execution the views set 
forth in their acceptance OF office, feel themselves called on, as well in re- 
ference to the manner in which they have fulfilled the trust reposed in them 
as to the results which have attended their measures, to submit at the close 
of their term of office a brief summary of their proceedings. 

It will be recollected by the stockholders, that the critical situation of 
the company, prior to the election of 1843, had induced them to place the 
control of that election in the hands of a few gentlemen possessing the con- 
fidence alike of the community and the stockholders. It was represented 
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that the main object of the measure was to ascertain whether the embarrass- 
ments of the companty could be so far relieved as to enable an entirely new 
direction to submit again to the city and country, the question of the com- 
pletion of the New York and Erie railroad freed if possible from all other 
considerations than those of the value of work done, probable cost of com- 
pletion, the degree of its importance to the city and country, and the facts 
which would determine the extent of its pecuniary returns. 

The consideration that a work of such vast importance and promise, 
might through their instrumentality be again placed in a position to be suc- 
cessfully prosecuted to completion, induced the individuals subsequently 
elected directors to consent to aid in the proposed effort to carry these views 
into execution. 

For a statement of the manner in which the board undertook their re- 
Sponsible and difficult duties, and of the measures which were adopted to 
effevr the ends in view, the stockholders are referred to the report addressed 
to the }blic and published Feb. 8th, 1843, a copy of which has probably 
reached every stockholder. 

The board'then refer to the failure of their various appeals to the public 
and to a new plan Suygested which met with rather more favor. 

The paper prepared 0». this occasion is annexed to this report. Its main 
features were, that 200 persis should undertake to furnish the capital re- 
quired of $6,000,000, on condit.n that priority of dividend at 7 per cent. 
per annum, be secured to the holden. of the new stock, and that 14 per cent. 
per annum should be the interest to benaid by the State, in case the State 
should elect to purchase the road on its CO..»Jetion, 

A larger amount has been subscribed on -yjg basis, than on any other, 
but the subscription has not reached @ sum that wa} justify the hope that by 
its means the capital can be raised. 

It is with evtrome pain that the board find themselves . 
ty of presenting this discouraging statement, but they feel the without it, no 
proper estimate can be formed of their proceedings, nor a cortut idea be 
given of the present situation of the company. 

Disappointed in the result of their measures for obtaining capital pri- 
vate subscription to the stock of the company, the attention of the board was 
next directed to the resources supposed to be placed at their command, by 
the act of 1843. By that act the right to issue bonds to the amount of @3.- 
000,000, was to be waived for that object. By means of the bonds go au- 
thorized, it was proposed tc raise $500,000 for the purpose of extending te 
road to Port Jarvis, a distance of about 20 miles from the present termina- 
tion. It was ascertained that the money could probably be raised in the 
manner proposed, if the act would make the security offered good. That 
the character of the security might be satisfactorily established the question 
was submitted to legal counsel, from whom the opinion was received that 
the waiver of the State lien was made dep@@Ment on the completion of the 
toad in seven years from the date of the act, that so far as that event 
was uncertain, there would be a corresponding Yisk to the bond holders. In 

der the necessi- 

view of this opinion, it was evident that the bonds could not be sold, and the 
measure was therefore abandoned. 

_ The stockholders will learn from what has been herein stated, that the 
board under existing circumstances referring especially to the lien which 
the State has on the entire property of the company, have no resource on 
which they can oor as the means of insuring the construction of the road, 

ith the stipulations of the act to the completion of certain and complying w 
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rtions in assigned periods. Attention is called to this position, that if it 
be found to be correct, those who are hereafter intrusted with the manage- 
ment of the interests of the company, may at an early day take the measures 
which it renders necessary. 

The board are of opinion, that unless the State will agree so to amend 
the act, as to allow the property of the company to be pledged as security 
for the expenditure of new capital on the extension of the road from place 
to place as circumstances permit, there is little reason to believe that any 
efficient measures can be taken at present for the extension and ultimate 
completion of the road. 

On reviewing the measures of which a brief summary has now been pre- 
sented, the board are aware, that views may be entertained by some of the 
earnest friends of the road which are entirely opposed to the position taken 
by the board, that the work should not be resumed on private subscription, 
unless the means of its completion were fully provided. They are aware 
that it may be contended that with a subscription of one or two millions the 
road weld have been so far carried forward, that its completion would have 
been secured, almost as soon as by a full subscription at this time. 

It has been already stated that the board believe that a sum sufficiently 
large to make it judicious to commence the work at all could not have been 
obtained on the principle alluded to. 

The board would now add that their confidence that remunerating divi- 
dends would be paid to persons subscribing to the stock, rested solely on 
the completion of the railroad to lake Erie, and that therefore they could 
not consistently with their view of responsibility to subscribers to the stock, 
ask for their subscriptions on a principle that left that event in great uncer- 
tainty. The contingency may not be very great, and by some may even 
be considered small, but it has been deemed by the board of sufficient mag- 
nitude to involve a responsibility which they do not feel themselves called 
on to assume. 

The board are gratified on being able to report on the present finaneial 
osition of the company, and the amount of business done on the road, in 
ighly encouraging language. The report of February presented the situ- 

ation of the affairs of the company at the time the present director> ouine 
into office. The property of the company was in tbe unas Of assignees, 
and so entirely without resources did the direevrs find the company, that 
the funds required to meet the ordina»y Office expenses, and to carry into et- 
fect the measures proposed ta xemove the embarrassments under which the 
company was lying prostrate, were only obtained through gratuitous sub- 
scriptions of a few friends of the road. The amount so obtained and which 
has enabled the board so materialy to improve the financial condition of the 
company, if has given the board great satisfaction to be able to state that 
they are now in a condition ta repay, with thanks in the name of the com- 
pany, for the aid so timely rendered. 

The measures which aré@escribed in the report of February, 1843, as 
being in progress, have since that time been continued and mainly with the 
suecess anticipated, 

The embarrassments growing out of the indebtedness have at times 
threatened the interruption of the operations on the road, without the aid of 
which the claims against the company would be of but little value. But 
the representatives of the officers of the company have been successful in 
effecting arrangements which the interests of the company and the creditors 
equally required. 

On the 2d April, 1844, the board of directors adopted a resolution call- 
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ing for an instalment to be paid on or before the 20th May gh of five dol- 
lars a share on all stock of the company, whereon payment already made 
did not exceed fifteen dollars per share, under the penalty of forfeiture of 
said stock, and of all previous payments thereon, as provided in the charter 
of the company. In default of compliance with such call, 4,290 shares 
were forfeited, upon which payments had been made of $48,296.90. 

In the report.of Feb. 1844, the net revenue of the 50 miles in use was 
stated at $46,000, and that sum was taken as the basis of calculation in de- 
ducing an estimate of the probable revenue of the entire road from the actual 
returns of the road in operation. 

Since the publication of the report, such has been the increase of business, 
that, with a very inadequate equipment of cars and engines, the net earnings 
of the year ending Sept. 30, 1844, has exceeded $58,000, being 25 per cent. 
more than the sum stated above. . 

The following have been the net earnings for the last three years, and 
will be seen to present a very encouraging rate of increase. 

Net earnings of the railroad for the year ending Sept. 30th 1842, - $31,224 
« « « “1643, - - 43,815 
“ iii 1] “ 1844, va 58,678 

It may be proper to add that the charges for freight and passengers on 
the New York and Erie railroad, are less than other railroads in the coun- 
try, probably without exception. 

The members of the present board cama into office possessing a very 
limited knowledge of the merits of the project, of connecting the city of New 
York with lake Erie by a railroad. Their duties subsequently, have 
made them better acquainted with the grounds*on which it Is maintained 
that its completion will be attended by results in the highest degree import- 
ant to the city and country. The board would again record what on seve- 
ral occasions they have already expressed, their full confidence in the sound- 
ness of'such views. 

This report is signed by Horatio Allen, president, James Brown, vice 

president, and D. A. Cushman, C. M. Leupp, F. W. Edmonds, 8. Brown, 
Theodore Dehon, P. Spofford, Anson G. Phelps, Matthew Morgan, John 

C, Green, A. & Diyen, Wm. Maxwell, Elijah Risley, directors. 

At the annual election 1.514 on the 23d of October, 1844, the following 
gentlemen were elected directors fu: the ensuing year, viz: George Gris- 
wold, Jacob Little, John C. Green, James Harper, Eleazor Lord, Paul 

Spofford, Stewart C. Marsh, Henry L. Pierson, Henry Shelden, C. M. 
Leupp, J. W. Alsop, Silas Brown, Robert L. Crooke, (and Sidney Brooks, 
who has since declined) of this city, and D, S. Dickinson of Broome Coun- 
ty, A. S. Diven of Allegany and Elijah Risley of Chatauque. At an early 
mecting of the board, the following address was ordered. 

Address.—It may be expected that this board should express to the pub- 
lic their views of the undertaking, the progress of which is the-object of 
their appointment. 

Happily the merits of this undertaking are universally acknowledged. 
The lapse of time has but rendered them more evident and unquestionable : 
and the importance, not to say the necessity of the work to this metropolis, 
has come to be very generally felt. But in common with many other pub- 
lic works, including those of this State, its progress has been suspended, and 
the plans and measures heretofore proposed for obtaining funds for its com- 
pletion have failed of success. 

There is, nevertheless, in the community, not only a prevalent feeling in 
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favor of this work, but a belief that it may be, ought to be and will be com- 
pleted—that farther delay is neither necessary nor expedient—and that a 
practicable plan for its resumption and accomplishment may be proposed, 
and would be promptly supported. 

Much of the doubt and discouragement which has heretofore-prevailed 
has «risen from want of information on the part of those who were favor- 
ably disposed towards it; but more, by far, from the opposition and misrep- 
resentations of parties interested to defeat it, and from individuals who were 
disappointed of success in their private schemes. ‘The object of this oppo: 
sition was to destroy confidence and defeat the undertaking. It proceeded 
from hostility to the work itself, which was viewed as in conflict with cer- 
tain local interests, and as prospectively in rivalship with the more northern 
route to the lakes, which had been rendered populous and powerful by a 
munificent outlay of the public funds. 

The effect of the misrepresentations so long and so industriously propa- 
gated, aided as they were by the embarrassments attending and following 
the suspension of the work, has been to induce extensively an impression 
that there must be some great difficulty, some formidable obstacle, deeply 
seated in the scheme itself, of in the manner in which its affairs have been 
conducted. The failure of the company to obtain the means necessary to a 
resumption of the work, appears to have strengthened this injurious and un- 
founded impression. Some elucidation of this subject seems therefore to be 
called for on the present oécasion. 

The hostile misrepresentations referred to, had respect chiefly to the 
prices paid by the company for labor and materials; which were alledged 
to be exhorbitantly high. Confidence was in this manner impaired and a 
door opened to every species of injurious imputation. 

The facility with which misrepresentation and prejudice on this subject 
were propagated, was greatly augmented by the disastrous state of the times, 
and by the madness which seized the minds of a portion of the people, who 
from being the friends and promoters, proclaimed themselves to be opposed 
to the construction of public works, whether by corporations or by legisla. 
tive authority, and seemed to exult in the suspension and ruin of every such 
undertaking. 

Successive legislatures, however, understanding the state of facts in re- 
gard to the proceedings of this company, far better than the public did, have 
paged laws of the most favorable character at nearly every session for the 
ast twelve years ; not indeed without the boldest exhibition on the part of 
some, of the hostility which has been referred to, but generally, neverthe- 
less, by strong majorities. In short, the undertaking and its managers, ap- 
pear to have had the confidence of the stockholders, of a majority of the le- 
gislature, and of that portion of the public generally, who desired the com- 
pletion of the work. 

It therefore seems to the board to be due to the character of the undertak- 
ing, to say, emphatically, to those who may be disposed to promote it, that 
the difficulty in the case is not ag it results not from anything 
in the actual condition or proceedings of the company, but from hostile mis- 
representations and false impressions to which it has been subjected. Were 
this difficulty of a nature tg be overcome by testimony, by the results of im- 
partial investigation, or by the opinions of disinterested or candid men, 
@nough would seem to have been done in that way to effect the object; or 
on the contrary, enough to show.conclusively, that while the ruin of the 
undertaking continues to be considered possible, opposition to it and to all 
attempts to resume and carry it forward, is to be looked for from the same 
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source and for the same purpose as heretofore. It can be encountered and 
surmounted, not by timidity, inaction, and delay, but only bysearnest and 
successful action on some feasible plan. 

If therefore the city needs and desires the completion of this work, a time- 
ly and resolute effort to sustain and provide for it is imperatively called for ; 
and to such effort, with a right apprehension of the case, and a practicable 
plan, there is no obstacle, but every encouragement. The public need no 
further evidence to show that the undertaking is well founded, that its exe- 
cution is of the highest importance to this city, or that it will, when com- 
pleted, yield satisfactory returns to its proprietors. The city and the whole 
country are satisfied in these respects. It remains only to propose and pro- 
secute a plan, which those who desire its completion will not deem im-~ 
practicable. There is nothing in its condition, its history or its prospects 
to discourage or impair the value of new subscriptions to the stock, On 
the contrary if stock in such a work could in any case be deemed desirable 
or unobjectionable to the citizens of this city, new subscriptions to this are 
recommended by two unusual and valuable considerations: namely, first 
that the time necessary for completing the road is brief, compared with that 
which would be required, were the work now to be originally commenced ; 
and second, that by the law of April 1843, the company are entitled to the 
State loan of three millions as a bonus, or a return of the monies paid by 
them, with legal interest, on condition of their accomplishing the construc- 
tion of a single track of the road within seven years from the passage of 
that law. 

It should be known, however, that by this. law, two years only were al- 
lowed for the company to resume the work. The period thus limited, will 
expire in the month of April next, and all the benefits of the law will then 
be forfeited should the company fail to obtain funds and resume the work 
before that date. 

In the same most encouraging and valuable act of the legislature, provi- 
sion was made expressly, to supersede the necessity of any very formidable 
amount of new subscriptions to the capital stock. The company was au- 
thorized to issue bonds for three millions of dollars, being half the amount 
required to complete the work, which were constituted a lien upon the road, 
in preference to that of the State. 

ith respect to that law, no renewal of its provisions can be hoped for, 
should the company fail within the time limited, to avail itself of its advan- 
tages, by obtaining funds and resuming the work. Least of all, is any mo- 
dification of the law for the purpose of authorizing an issue of the whole or 
@ portion of such bonds, as the sole reliance for the means of extending any 
section of the road, reasonably or with any confidence to be looked for, 
while no provision is made by new subscriptions for carrying out the entire 
undertaking. The object and intention of the legislature was to aid, encour- 
age and secure the completion of the entire work. So far as the benefit of 
the law was intended as a boon to the southern tier of counties, it was in- 
tended for all of them ; and in so far as the legislature designed in this way 
to benefit this city, they undoubtedly had"In view the entire work, as a tho- 
roughfare of commerce with the lakes and regions of the west. And if with 
the extraordinary advantages of this law, in a period of commercial prospe- 
rity like the present, the means of going on wih the work in such a man- 
ner as to justify confidence of early and entire success cannot be attai 
what rational consideration can be urged to justify any further public pat- 
ronage? If the importance and the merits of the rode will not draw to it 
the requisite support, who can persuade himself that there is any ground of 
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hope in the future. If with its acknowledged merits and importance tt fails 
of support from this city, who can bring himself to believe any further 
encouragement of it would be conceded by the legislature, or could with 
any propriety be solicited. - 

It is known and felt by the friends of this work in every successive legis- 
lature, that its benefits are to centre and be realized chiefly in this metropo- 
lis, the interests of which in that behalf were so carefully guarded in the 
charter, by the provisions which confine it within the limits of the State, 
and contemplate its approaching on the east side of the Hudson, and tra- 
versing the whole length of the city. They are also aware, that as yet 
the city has not been heavily taxed for its construction, the city sybscribers 

Shaving paid less than $400,000 ; a sum believed to be considerably inferior 
. to that annually saved to the inhabitants, by the reduction in price of a sin- 

gle’article of daily consumption, in consequence of the new supplies thrown 
upon the market from the counties through which the road is in operation 
—while the inhabitants of the counties on the route have paid an aggregate 
approaching $1,200,000. 
»-The actual outlay upon this work, including the value of donations for 

roadway and other purposes, may be reasonably estimated at five millions 
‘ofdollars: consisting of stock of the company somewhat less than one and 
_w half; millions ; debts, chiefly settled by obligations at five years, about six 
* hundred thousand dollars; and three millions furnished by the State. , 

The donations of land furnished for the roadway, depots, stations, and 
other purposes, are deemed to exceed in value the loss incurred on the sale » 
of State stock, and the damages to unfinished work, consequent on suspen- 
sion and delay. 

Those best acquainted with the subject, with the amount of labor and ma- 
terials employed, and the prices paid, deem the work to be well worth all 
that it has cost; and are of opinion, that were it now to be commenced, ta- 
king into view the unavoidable loss of time required in such a case, a greater 
amount or value of results could not be accomplished for a less sum. 

Much more than half of the work nec to prepare the entire line of 
the road for the rails, has been performed. The work is well done. No 

rt of it requirés to be altered. Theplan of the work is in no respect in- 
erior to that of any similar undertaking, and is believed to be susceptible of 
no material improvement. The track is six feet in width, in which respect 
it is deemed to be more advantageous for so important a thoroughfare, 
the narrower tracks on other roads. 

Fifty-three miles of the road on the eastern division are in prosperous and 
profitable operation. On the Delaware, east of Deposit, between 30 and 40 
miles are graded. Between Binghamton and the lake, 150 miles are 
prepared for the superstructure, some of which is laid. The timber for the 
superstructure is provided for about 250 miles. At the western termination 
the rails are laid on about ten miles. 

To complete the entire line of the road $6,000,000 is deemed ne 
and sufficient. ‘Towards this sum, the bonds legally authorized are an eli- 
gible and safe reliance for 3,000,000. From a variety of considerations it 
is believed to be quite safe to rely upon the interior counties for further aid 
to the amount of 1,000,000. So that to insure the immediate progress and 
early accomplishment of the entire work a subscription of $2,000,000 only 
is required. With such a subscription the board would have no hesitation 
in proceeding with the work in the confidence that no further call upon the 
citizens of this city will be necessary. 

Believing this to be the smallest amount that would give the stockholders 
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sufficient confidence of success to render their subscriptions safe as an in- 
vestment, and that subscriptions to this amount will be deemed impracticable 
or out of proportion for this city, it is proposed to give notice in due form 
within a few days, comprising substantially the following conditions, viz: 

1. That books of subscription to the capital stock will be opened for $2,- 
000,000 ; the option being reserved by the board of accepting such further 
subscriptions as may be made prior to the Ist day of April, 1845, 

2. That if 2,000,000, and no further sums should be subscribed by that 
date, the board will rely for subscriptions for 1,000,000 in the interior coun- 
ties, so as to make an aggregate of 3,000,000, which, with the like amount 
of bonds, as authorized by the legislature, is deemed sufficient to complete, 
the road from the Hudson to the lake in such time and manner as to secures 
all the benefits of the law of April, 1843. . 

3. That an instalment of $5 per share be called at the pleasure of the 
board after the Ist day of January, 1845, and that subsequent instalments 
be restricted to $20 per share in 1845; $30 in 1846: and $45 in 1847. 

4. That as an equitable, and under existing circumstances, an expedient 
measure, interest at the rate of six per cent. per annum be allowed on-all 
the instalments on the stock which shall be subscribed, from the dates of 
the respectiee payments until the whole line of the road from the Hudson to 
lake Erie shall be put in operation; and that the same be liquidated and 
paid yearly on the Ist day of January. * 

This address is signed Eleazer Lord, president, and dated 31st Oct., 1844. 

It will be remarked that the late board do not regard the bonds as offer- 
ing a reasonable security; Mr. Lord, on the contrary, pronounces them 

“an eligible and safe reliance.” Their yalue depends on the probability of 
the completion of a single track to lake Erie within four years from this 

time ; a contingency involving “a responsibility which they (the late board) 
do not feel themselves called on to assume.” 

The above extracts will, however, sufficiently explain the tone of the 
two reports. They differ essentially, we might even say they have few 

points of resemblance, and we are bound to confess that the change is not for 

the better. For example, what is the use of declaring war against “the 

more northern route to the lakes,” and exciting the hostility of the central 

counties from Albany to Buffalo, and of the counties on the eastern bank ot 
the Hudson? We have never heard it hinted that the appeal of the late 
board to the public last spring, failed from any opposition created by the 

friends of “the more northern route to the lakes,” and we doubt whether 

any such influence will be exerted against the present address, notwith 

standing its—as we believe—unfair, and certainly unfortunate insinuations. 

It is less wounding to our self-love to ascribe our failures to the machina 
tions of rivals, real or supposed, than to our own incapacity. The present 
board, that is the acting portion of the directors, have long controlled the 

management of the New York and Erie railroad, and we would venture 

to suggest the bare possibility that some part of their present difficulties may 
be owing to the circumstance that their past course has not been quite as sa- 
tisfactory to the public, and especially to. the stockholders, as it appears to 

have been to themselves. In our enlarged sheet we will endeavor to state 



Tables of Excavation and Embankment. 377 

clearly and fairly the obstacles which the New York and Erie railroad has 
to surmount, We will also notice certain injurious impressions entertained 

by large portions of the community, which we shall be happy to aid in re- 
moving. 
We take a different view of the work from either the present or the late 

board. We place its claims on higher ground than they do, and shall take 

an early opportunity of developing our views, which we shall endeavor to 
do in such a manner as to enable those opposed to us fully to understand 

our position, and, if in error, to point out where we are wrong. We have 

uniformly and untiringly advocated the cause of this great work, as our 

columns for the last ten years will abundantly show. We have even per- 

mitted our zeal to influence us so far as to pass by without animadversion 

proceedings which we did not approve of. This we shall do no more, con- 

vinced as we are that the cause of railways is forwarded as much by the 

exposure of abuses as by giving publicity to improvements. While keep- 

ing a watchful eye on the latter as usual, we shall at the same time try to * 

steer clear of the censure conveyed in the motto of the Edinburgh Review. 

In justice to ourselves we may be permitted to observe that a monthly jour- 

»nal is scarcely a proper organ for such discussions, but with a weekly sheet 

we shall again and again refer to the New York and Erie railroad, and we 

hope not without effect. 

The proof sheets having failed to reach the author there are numerous 
errors in the “ explanation” of the Tables of Excavation and Embankment, 

but fortunately the tables themselves are correct. We regret this the more 

as we had taken great pains to follow the manuscript, which was uufortu- 

nately incorrect, and the proofs having failed to reach their destination and 
of course, not hearing of them, we supposed that all was right. 

Page 162 line one from bottom, for (D—d) ae read (D—ay%™ > 

Page 164 line six from top, for the areas ai E, read the areas a/E. The 

dat the end of this line and the / at the beginning of the next line ought 
to be together on the same line. 

Page 1685, if the latter part of table XXII is left out 200 on line four from 
top should be changed to 182. E at the end of line seventeen and E’’ at 

beginning of line eighteen should be together. The same remark ap- 

plies to A’ L’ at the end of line twenty-seven and E’ at beginning of line 

twenty-eight. Line thirty for ———. EN ted ead Rd 
" 3MM’ 3MM’ 

Page 166 line fourteen, for F, read (F). 
“ 169 line nineteen, for 2 b? y, read 2b y?. 

* 170 line twelve, for 109:529, read 109°259. _Liine fifteen, for 120-731, 
read 120371. 

100 7x 100 

HS 
Page 198 line twenty-eight, for ———, read 

et. 

7X 33 



378 Tables of Excavation and Embankment. 

Page 199 the working of example 7 should be as follows: 

Depth} H + H’|C. ys. from|H—H’'|C. ys. from 
in feet.) in feet. | table xxii. | in feet. | table xiv. 

00 
20 | 220 1792 | 20 1 
36 | 26 2427 | 16 0 
89 | 325 3912 | 53 9 

124) 413 6317 | 35 4 
140 | 464 7974 | 16 1 
90 | 430 6848 | 50 8 
60 35:0 4537 30 3 
42 30:2 3378 18 1 
21 26:3 2562 21 1 
00 22:1 1809 21 1 

4)41,556 29 

10,389 

ae 
10,418 

Now = = 10, the correspondig number table xxii is 370, 

' And 320 X Le (= 1000) _ g299 

100 10418 
6718 

Hence 6718 x m (= 2) = 13,436 cubic yards is the total content of the 
excavation. 

Page 200 line eleven, multiplied by 0473, should be placed opposite to 
3740, and the inverted commas opposite to 3740 should be omitted. 

853 
149 

The same remark applies to the second method of working this example. 

All the examples are carried out in detail to show the whole operation and 
the multiplications being performed by the contracted method the figures of 
the maultipliers are ranged in inverted order under the multiplicand. ~ 

The number 6046 at bottom of page 200 should be placed over the mul- 
tiplier 3820 at the top of page 201 and the “c, yds.” and inverted commas 

opposite to 3820 should be omitted. 
1209 
484 
18 

Page 201 line thirty-one, place 4; (Y + y), etc. = ‘2783, opposite to 3872 
in the line above. 

Page 202 line thirty, the figures 2214, should be 2214'2 and should also 
be moved one place to the left and so should the figures under it also. Line 
thirty-three, multiplied by -4;(Y xy), etc. = 0197, should be opposite t 
7910 in the line above. " 

Page 203 lines two and three, for (A’—a), read (A—a’). Line th’ 
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teen, place multiplied by etc. = 0047, opposite 7400 in the line above. Line 
eighteen, place multiplied by etc. = 0197, opposite 7910 in the line above. 
Line thirty-one, for (P —p’), read (P’ —p’). 

_ Page 204 line one from bottom, omit “by formula ( ).” 

Page 205 line twenty-one, place A x — _ etc. = 0175, opposite to 

5710 in line above. . 

Page 207 line thirteen, for “on H,” read or H. 

TO CORRESPONDENTS. 
We acknowledge the receipt of sundry papers on the late explosion of 

the locomotive Richmond, and shall endeavor to lay before our readers in 

our next a general review of the facts in this remarkable occurrence. The 

valuable papers of the United States engineers we have alluded to elsewhere. 
T he report of the Madison and Indianapolis railroad is received and will 
be noticed in our next. An elaborate paper on the “ Repeal of the duty on 

railroad iron,” by Mr. Casey, will most likely appear in our January num- 
ber. The views of the writer differ from ours, and we confess that they are 

more in accordance with the popular voice, especially in the mining region 
in Pennsylvania. A review of the objections to a railroad in Broadway, by 

Alba Kimball, in which the writer goes at length into the various advan- 

tages which would result, and the comparative ease with which the obsta- 
cles may be overcome. We shall gladly insert ‘any information from “ J. 

C.” as to the performances of his iron steamer, and the merits of the new pro- 
peller, which is said to exceed Ericsson’s in speed, and with a saving in fuel. 

ITEMS. 
The subscription to the new stock of the New York and Erie railroad 

goes on well. Nearly all the papers are out in favor of it, and the time is 
very favorable, as well on account of the abundance of capital as the early 
closing of the canal, which brings the merits of railways home to the com- 
munity, 

A temporary track has been laid through the Long Island tunnel, but the 
revetment walls of the approaches are not completed. Bitter complaints are 
made of the mode in which the company have conducted the work. 

“The rates of freight during the winter on the railways from Albany to 
Buffalo are fixed at 3, 4, and 5 cents, per ton per mile, be’ides what the 
companies pay the State, 1 and 2 cents per ton per mile, according to the 
nature of the freight. From New York to Albany, via. the Housatonic 
railroad, the rates are 7, 9, and 12 dollars per ton of 2000 lbs. 

The use of the Drummond light on railways has been suggested to us as 
likely to be useful in many cases. 

The “canallers” at Montreal are very troublesome, and occasionally 
shoot the citizens within a few miles of that city, with perfect impunity. 
These occurrences cause public works to be viewed with dread by those in 
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the vicinity, and are aeeply to be regretted. But, after all, their conduct well 
matches that of the board of works,and never was the old adage, “ like 

master like man,’ more thoroughly verified. 

Our Canadian neighbors are waking up on the subject of railroads, and 
we shall gladly do all in our power to lead them to the construction of 
works destined to serve the country, and not to fill the pockets of political 

adventurers, 

We beg to acknowledge the receipt of the first and second numbers of 

“ Papers on Practical Engineering,’ from Col. Totten, chief engineer of 

the United States. The second of these has appeared in the Journal, and 
the first we shal] have occasion to refer to hereafter. The style in which 
these papers are published leaves nothing to be desired, and we trust they 

will follow each other more rapidly than they have hitherto done. We 

would suggest that simple and clear statements of work done would be more 

useful than ambitious papers, aiming to become regular treatises, a fault into 
which young engineers are apt to fall, and to whom we would point out 
No. 2, by Col. Thayer, as a model. 

TO DIRECTORS, ENGINEERS AND SUPERINTENDENTS 
OF RAILROADS AND CANALS. 

It is our intention to give in the enlarged Journal a table of American 

railways in the manner of the English railway journals, We therefore 

earnestly request from our readers a statement of the length, cost, gross in- 
come, net income, dividends and value of stock and such information as 
may be necessary to give a correct view of the present state of the several 

railways and canals with which they may be acquainted. For example, it 

is important to know whether the road or canal is finished, if the profits go 
to pay interest on bonds, to extend the work, to renew the track, etc, With- 
out these explanations many works would be placed in a very wrong light 
and would appear to be worthless, when, in fact, they were just emerging 
from their difficulties and about taking their permanent stand among the 

roads paying regular dividends. This information is demanded alike for 

themselves as well as for the cause of railways generally. Many gentle 
men may also be acquainted with the particulars of roads little known, ana 
may be pleased to give the details of such along with those of the roads or 
canals with which they are more immediately connected. 

But, in all cases, we hope to receive the length, cost to this time and 

gross income of 1843 and 1844 to November or to the end of the year, ap- 

proximately the amount as nearly as practicable. Regular returns of week- 
ly receipts, as now published by many companies, are very desirable and 

aid powerfully in drawing the attention of the public to the large amounts 

received by these works even in the most unpromising situations. It is our 

intention to publish such a table and we hope to include many roads who 
now make only annual reports. 
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