) y - ! ! -
it b ¥
e g
- ; = - ‘I. = "‘.i e
F e it & '
AR L .35
L

LY LR i

t_.l ' : " _1' E

It " . ' 5
] Lt 1 i " !

RAILROAD JOURN
STEAM NAVIGATION, COMMERCE, MINING, MANUFACTURES.
HENRY V. POOR, Editor.

AL

ESTABLISHED IN 1831.

T e
LY PR

--ﬂq-l-lm'ﬂ"‘

PUBLISHED WEEKLY BY J. H. SCHULTZ & CO., AT NO. 9 SPR‘I*ICE"ST

N O O

No 15]

NP O N W N N W W I N W W i W W ™

SECOND Qmmo bmur-:s VOL XI

S il R R e —— T e L T T L SR e T i s, &7 e i =

.

¥ MESSRS. ALGAR & STREET, No. 11 Clements Lﬂ.nc, premises than ourselves.

Lombard Street, LLoNDON, are the authorised European Agents
for the Journal.

s e
e

PRINCIPAL CONTENTS.

New Bailroad ProjectS: oes vess ssmesass s o9 s 22D
Pacific Railroad Surveys. .. . 226
Cleveland and Toledo R.Luh oad 231 229

Statistics of Mass. Railroads... .. 230
Illinois Central Railroad 233 232
Necessity of Statements by Ralhoad Compa—-
nies . 282
William’s Pat@nt Head Suppm ter. cea=semae oas
North Missouri Railroad.... .....
Indianapolis and Cincinnati Railroad..... ....
Railroad Managcment.... .... cew 284
Pensacola and Georgia Railroad.... ......

- - B - a 2 > & b B & & B & 8 @

* * B8 B 8 e 5§ @

...236

Railroad Earnings for March.... «... ... i N S 235|
Finances of San Francisco.... veee veee vaea.. 239
Chicago and Galena Railroad.... .... .......2306
Western Railroad of MasS.... coee coee cann .. 236 |
Milwaukee and Mississippi Railroad.... .....
Savannah Valley Railroad ... ... ccoovne.
Toledo and Illinois Railroad.... .... .cc. ...

6)

sl

Springfield, Mount Vernon and Plttsburg Rail-

road . 31

- Wk & 8 % & % haes e 8p BB & & a s s @

American Railroad Journal.

PusLisasD BY J. H. SCHULTZ & CO., No. 9 BPRUOE ST.

New York, Saturday, April 14, 1855, '

=1 A kg

New Railroad Projects.
We do not expect to comment freely upon new

railroad projects without incurring censure.
matters livtle whether the parties having them in
charge, believe them to be meritorious, or whether
they be got up for purposes of speculation. 1n
either caso the expression of an unfavorable

opinion will very likely be regarded as an unwar- |interference.

rantable and impertinent interference,

o S S W T A T W Wy

03p| & matter of opinion.

93¢ | of a new road will furnish one-2alf its actual cost,
236 1this may be taken as conclusive avidence of their |mwn vmavm Cost. Lvuyb{)dy is interested to watch
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But when such partieg
seek to involve others, then we claim their acts to
be proper subjects
be done in a proper spirit and manner. If the
people of a particular district wish to build a road

of comment, provided it

S s

of property has fared in England. It is plain to
see that it is exposed to the same dangers here, that
have so impaired its value abroad. One of the
great sources of danger are ritval works. Now
there is very little danger of rival roads, so long

with their own money, wo admit them {0 be com- [as the people living upon their lines build them,
petent judges in the affair. If, on the other hand,|They are in a position to know whether they are

they seek to get the public, which has only a re-|likely to be productive.

There is little danger

mote interest at stake, to become parties to the(that they will embark in one with a certain pro-
undertaking, then we are in duty bound to seespect of losing money. Parties living at a dis-

parties concerned.

.2'34 conducted in a manner that the public shall suffer |ing an opinion from act.ual observation,
234 |10 harm. This we can do W1thout 1nJuBtlca to any |their liability to be imposed upon by an ar tfully

234 that the project be such, and that its affairs are [tance, on the other hand, have no means of form-

Hence

contrived story, which they cannot verify or dis-

To be successful, it 1s neceqsmy that a railroad [prove. Hence also the greater need of a strict ad-

should have a goml traffic, and be well managed.
The probable extent of the traftic never need be
If the people on the line

ability to supply a lucrative business. That they
have contributed such a sum shows what i the
opinion of these parties best able to judge 1n a
givenn case. When such an amount is at stake,

16} a poor project are so plain

F
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It is re-|man will gquestion.

the public may rest assured, that a work 1n Wthh
is invested so large an amount of the money of

those having it in hand, will be well looked after,!

well managed, and consuquently will be produc-
tive.
The tests by which a good is dlsmngumhed from

unerring guides; especially so far as the safety of
the creditors is concerned. All the unfortunate
roads are exceptions to the above rules. It is
their applicaiion that measures the extent of our
Their general soundness no sensible
In pointing out their applica-

plied that we have no right to interfere with other |tion to particular roads, we do not express opmmus
people’s affairs, or to make our opinions based -it|We merely state facts. If these show a project to | @
is claimed upon insufficient evidence, the test of | be unworthy of public support, certainly, the

the expedlency or me:ipedlency of any partlcular blame is not ours.

project.

Nor has any person whose
scheme may be defeated any Just ground of com-

There is a certain degree of reason in all this, |plaint.

In matters of epinien we do not claim to be any

wiser than others. We, consequently, very seldom jfidence and gredit, to our railroads.
or never obtrude our opinions in cases where the|been accomplished, the next duty is to prevent |su

We ha.ve done what we could to secure con-|where such condltlon
This haviug | when safety to the credltors and a reasonable

getters up of a scheme are the only parties involv-|this confidence from being abused, and to save

ed in the consequences of their acts.
cases we admit them to be better judges in

herence to certain rules or tests which it is hardly

possible can lead astray. =
Whenever a road is built by casi aubﬂcrlpblons

|

“In such|from waste a Property which has now cost nearly can bﬂ measura
the' $800,000,000. Expene,gpq tells ug how this m eati'on of rules, the propriety of which the mmplest.

of parties on its line, it will be constructed at a

the expenditure of his money, and that not a
cent is wasted. When a road is attempted to be
built entirely, or chiefly, on credit, it is for the in-
terest of the managing parties to get all they can
from the public ; for the amount of the nomenal cost
‘of the road over the aciual cost is the measure of
their gains. Roads built, or attempted to be built.
in this manner cost on an average from 5G to 100

|per cent. more than they should. They necessari-
* ‘ly prove unproductive, and being unproductive,

as to be in most cases. ‘they are usually badly managed, p:oving disas-

trous in themselves and throwing discredit upon
the whole system.,

We know that as a general rule no roads can be
built without resort being had to the larg: citles
for money. Capital in the interior is too much in
demand, too insufficient in supply for the ‘whole
cost of such works. What we contend for is that

a sufficient amount should be furnished at home
to form a safe basis for any that may be atteﬁpted
to be borrowed, and to secure good management.
This done, it is a perfectly legitimate transaction

to borrow the balance. We know of no instance
S have been complied with

ccess to the rc:ad have not been the result.
:l?he 1mmenae ammmt invested in our railroads

bly saved from loss by the a.pph—- _
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inte llect can readily appreciate. We intend to|of 124 feet per mile for several miles, and a tun-|Grand river, and ‘along 1ts canon, 60 miles ip
do what we can to insure their constant applica- nel nearly two miles long, are required. The|length, broken and interrupted by the deep ravines

tion. We see that interested parties may, and as
some already have done, take offence. We cannot
help it. No rights of thoirs are attacked. If de-
feated they are only prevented from doing a wrong.
So long as they stay at home, we do not interfere.
But when they call upon the public, we shall place
in its hands the test by which to determine the
quelily of the schemes offered. We can assure all
getters up of such that they need not expect here-

after to sell in this or in any market donds that|

have not every guarantee of safety., A good
route, sufficient local support, a respectable direc-
tory, properly vouched estimates showing the cost
of the proposed work, all such matters have been
too much neglected. IHence the misfortunes in

- which some of our roads are involved. Let us
. have nomore such, by avoiding the errors to which
they are due.

Pacific Railroad Eﬁrveya.

ROUTE NEAR THE THIRTY-EIGHTH PARALLEL OF
_ NORTH LATITUDE, = .
The general consideration that determined the
- position of the route to be examined near the
~ 88th and 39th parallels of latitude, was its central
- position geographically, it being about midway
between the northern and southern boundary lines
~ of the United States, which is likewise the position,
nearly of the Bay of San Francisco; the two ter-
mini of the route, St. Louis and St. Francisco,
being respectively in latitudes 89° and 38°, near-
‘ly. Moreover, a route near these parallels would

descent, with grades varying from 41 to 108 feet
per mile, is by the valley of Pass creek, along
which much cutting and filling will be necessary,
as the hills are cuy by numerous ravines.
miles before the junction of Pass ereek with Coo-

che-to-pa creek seven miles, the valley of Grand
river is attained. '

For 16

The route follows the valley of this river 173

miles, then crosses the divide to Green river, 68
miles, and by the tributaries of the latter ap-
proaches the pass through the Wahsatch moun-
tains.
here required, the eastern approach to which is
by means of a grade of 126 feet per mile for blg
miles, and a descent to the West for 6 miles of|passable.

A tunnel three-quarters of a mile long is

1381 feet per mile. Thence westward along the

valley of Salt creek for 18 miles the grade is 95

feet per mile, 16 miles of which is through arocky
canon, intersected by lateral streams.

The route
then enters the valley of the Sevier, the explora-
tion terminating on this river, 86 miles further on,

and 1,348 miles from Westport.

From the western border of the State of Mis-

_souri to the Rocky mountains, 650 miles, no tim-
ber suitable for railroad purposes will be found,

upon which reliapce can be placed. From the
Coo-che-to-pa Pass to the Great Basin, 5600 miles,
there 18 none available on the route, and the near-
est supplies on the mountains bordering the Great
Basin are in latitudes 40° and 41°.

With building-stone it is about as well supplied
as the other routes.
supply, except between Grand and Green rivers,
a distance of 70 miles, where, at certain seasons
of the year, little or none is found.

The soil west of the meridian of 99° is, under

probably give the shortest road from the Bay of|the present meteorological conditions, uncultiv-

San Francisco to the navigable waters of the Mis-
sissippi.

The exploration of the route conducted by Cap-
tain G. W. Gunnison, corps of Topographical En-
gineers, commenced on the Missouri at the mouth

cof thie Kausas, about 245 miles from the Missis-
sippi at St. Louis. The Kansas, and its branch
called tt e Smoky Hill fork, were followed to a
~eonvenient point for crossing to the Arkansas, the
valley of this latter river having beon entered
‘west of the Great Bend and near the meridian
- of 99°, 'The route thén ascended the valley of
the Arkansas to the mouth of Apishpa creek, fifty
miles above Bent's Fort; leaving it here, and
~crossing to the entrance of the Rocky Mountains,
here called the Sierra Blanca, at the Huerfano

able, except in limited portions of river-bottoms
and small mountain valleys; these latter, from
their great elevation, being better adapted to

grazing than agricultural purposes. This descrip-

tion is completely in accordance with the geo-

logical formation and meteorological condition;

the former, from the meridian of 99° west, being
apparently tertiary, excepting in the high moun-
tain passes. | '

This route may be considered to possess, in
common with that of the 41st parallel, the large
body of fertile soil in Utah Territory occupied by
the Mormons, the area of which is about 1,108
square miles. '

The coal field of Missouri lies at the eastern
extremity of this route; the indications of coal

Butte, on the river of that name, a tributary of|iR the Grand and Green River basins make it

the Arkansas. The elevation af this point is 6,099
fecet; its distance from Westport, mouth of the
Kansas river, by the railroad route, 664 miles.

Of the several passes through the Rocky moun-
tains connecting the tributaries of the IHuerfano
with those of the Rio del Norte, but one, the
Sangre de Cristo, was found practicable for a rail-
road, the new and only practicable approach to

~ this pass being explored by Capt. Gannison. By
~side location the summit, 9,219 feet above the sea,
692 miles from Westport, was attained, and the
descent made to the valley of the Rio Grande
with practicable though heayy grades; and thence
the grades were favorable to the vicinity of Fort
Massachusetts. .~ -~ 0
The western chain of the Rocky mountains is
-now to be crossed in order to gain and traverse
the basins of the two great tributaries of the Co-
lorado of the West, Grand and Green rivers. For
this purpose the valley of San Luis, an extensive,

highly probable that seams sufficiently thick for
profitable mining exist there. |

In regard to grade and construction, it §s un-
necessary to enter into any discussion of that por-
tion of the route from Westport to the Sangre de
Cristo Pass. It presents no peculiar difficulties or
advantages, but is similar to the routes of the

47th and 41st parallels, _
It would appear that the Sangre de Cristo and

Coo-che-to-pa Passes are practicable in grade;
but the construction of the road through the
Coo-che-to-pa Pass, and the western approach to
1t, woeuld be costly under favorable circumstances
of population, &c., not only on account of the
tunnel, but of the numerous ravines that are
crossed west of the Pass, and the canon that fol-
lows.

The following brief enumeration of the charac-

|ter and extent of the difficulties to be encountered

between the Coo-che-to.pa Pass and the Great

- uncultivable plain, covered for the-most part with|Basin, make it evident that the route must be

. wild sage, was ascended with easy grades to Sah-|considered impracticable.

.. watch creck, one of whose affluents rises in a

From the bead of the canon on Grand River,

~ pass of the Rocky mountains, here called the Sah. |not far below the mouth of Coo-che-to-pa creek,
* watch mountains, known by the name of the Coo-{to the. Uncompahgra river, a distance of seventy

+ughe-to-pa Pass. |
~ The approach to the summit of the pass, 10,032
- feet above the sea, 816 miles from Westport, is
not favorabie, the_pass in this part having a
defile character, 6¥erhung occasi
- of .igneous rock. To' ¢ross the

- |miles, the ground is cut up with deep, wide, pre-

Of water there is a sufficient

already mentioned and numerous smaller gulljes,
The road-way throughout the greater part of this
distance must be blasted out of solid rock, and
these wide ravines, from 100 to 200 feet deep,
where they cut through the canon, crossed by via-
ducts or filling.

Then follow 60 miles to the mouth of Blue river
the construction still of a difficult and costly'
character, from the canons of the river and brokep
nature of the ground. From Blue to Green river
is 100 miles, over which the road will require
numerous bridges and culverts, anel a costly road-
bed foundation of broken stone or piling over a
clayey soil, which in wet weather is almost im-

From Green river to the Wahsatch Pass, about
80 miles, the construction would still be of a cost.
ly character, the country being of the same
ravine and chasm-like nature as that between the
mouth of Coo-che-to-pa creek and Uncompahgra
river, though on a smaller scale. _

Next follows the Wahsatch Pass, the work in
which is difficult and expensive. The greatest
grade is 131 feet per mile; a tunnel not quite
three-quarters of a mile long is requisite; aud
finally, a canon 16 miles long on Salt creek, the
walls of which are frequently broken by lateral
streams, gives the only route along which the road
can be brought, by cutting in solid rock at very
great expense, '

The difficulties of engineering and the cost of
construcuion of this portion of the route from the
Coo-che-to-pa Pass to Sevier river, in the Great
Basin, a distance of about 500 miles, would be so
great that it may be pronounced impracticable;
and it is evident, from the report of Lieutenant
Becekwith, that, to use his own language, ‘no
other line exists in the immediate vicinity of this,
worthy of any attention in connexion with the
construction of a railroad from the Mississippi
river to the Great Basin.” |

It i1sunnecessary, therefore, to consider the routo
further, or to enter into any discussion connected
with the probable practlcability and cost of con-
structing and working® a railroad over other por-
tions of the route where counterbalancing advan-
tages are not found to compensate, in any degree,
for the enormous cost of that under consideration.

Laying aside the utterly impracticable nature
of this route, the following counsiderations will
show its disadvantages as regards expenses of
working, supposing it constructed :

From Westport to the west base of the Un-kuk-
00-ap mountains ig 1,323 miles; sum of ascents,
23,190 feet; of descents, 19,052 fect; length of
equnivalent horizontal line for the route, 2,123
miles.

Of the direct route from the point at the west-
ern base of the Un-kuk-co-ap mountaius, near
where the survey under Captain Guunison termi-
nated, to the Tah-ee-chay-pah Pass, there is no
survey or positive information. There is every
reason to believe that it is, for the most part, a
desert of the same general character as other por-
tions of the Great Basin. Supposing the route to
be a straight line, with unifuorm descent from the
Un-kuk-00-ap mountains to the entrance of the
Tay-ee-chay-pah Pass, in latitude 35° b, (ne pass
being known to be practicable to the north of it
in this portion of the Sierra Nevada,) the distance
will be 430 miles, and the descent 1,830 feet;
the equated horizontal distance, 464 miles.

From the entrance of the Tay-ee-chay-pah Pass
to San Francisco is 826 miles; sum of ascents,
1,808 feet; sum of descents, 4,608 feet; equated
length, 440 miles. Adding these together, with
the equated distance from the mouth of the XKan-
say to the west base of the Un. kuk-oe-ap moun-
tains, we have the total equated distance from
Westport te San Francisco, 38,027 miles—the

cipltous ravines, the largest several hundred feet|length of the straight horizontal line, which sup-

deep. These ravines cannot be turned near the

poses no obstacle to be avoided, being only 1,609

mountains without emcountering similar difficul-|miles.

onally by walls | ties, and at a ‘cost greater than that of a route| The distance from Seviér river to Great Salt
summit, a grade|along the river. Thus the route is forced upon|lake is 120 miles; sum of ascents and descents,













































