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Srn, 

THE Commissioners on the Western Railway 

appointed under a Resolve of the Legislature of 

the 14th June last, have prepared a Report, and 

have now the honor to lay it before your Excellen
cy. They regret they were unable to·complete- the 

Survey, and meet the wishes of the Legislature at 

this time, with a more full and perfect Report. They 

tru~t, however, this will not be attributed to any 

want of exertion on their part. Their apology will 

\ be found in the shortness of the time, the severity of 
I 

the season, and the magnitude of the work assign .. 

ed them. 
Very respectfully your 

Obedient servants, 

NAHUM MITCHELL, 

SAMUEL M. McKAY. 

To his Excellency LEVI Lrnco
1

r.. ·. 

January 28, 1828. 
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MES SAGE. 

1J-entlemen of the Senate, and of 
The House of Representatives. 

I TRANSMIT a Report of·the Commissioners, ap"' 
pointed pursuant to a Resolve providing for the Sur
-Yey of a Route for a Rail Road from the City of Bos
ton to the Hudson River, in the State of New-York. 
The Legislature were apprized, at the opening of 
the Session, that notwithstanding the utmost dili
gence and application of attention and labour to the 
service, from want of time to accomplish the Sur- , 
vey, and the unusual character of the past season, 
this expected communication must necessarily be 
incomplete. 

It now appears, that the intermediate country, 
through the whole distartce from the City of Boston 
to the Hudson, has been examined on two main 
Routes, desigrrated as the Northern and Southern, 
the one crossing the Connecticut River at Spring
field, the other at Northampton ; and that explo
rations have been made of several lateral sections, 
where deviations have been prnposed in the course 
of the main Routes, or distances may b&shortened, 
or, as in some instances, where either Route may be 
made to communicate with, and take the direction 
of the other. 
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A Survey of the Southern Route only, has been 
attempted ; and this, with the exception of two 
short sections, has been confined to the country 
West of the Connecticut River, as presenting the 
most difficult part of the passage. The Survey com
menced at West-Springfield, and has been extend
ed to the Ferry at Greenbush, opposite Albany: 
The courses and distances have been carefully no
ted, and the irregularities of surface accurately as.: 
certain ed. The summit is found to be in Washing
ton, 1440 feet above the Connecticut River, and 
1477 above the Hudson, thirty-nine miles distant 
from the former, and sixty-three from the latter. The 
Road may be so laid that the greatest elevation at 
any one point, shall not exceed the rate of 80 feet 
in a mile, and the whole ,distance of such elevation, 
Westward from the Conriecticut to the Hudson, will 
be but four miles and eight tenths, and Eastward 
from the Hudson to the Connecticut, four miles and 
nine tenths. The Commissioners are of opinion, 
that upon this degree of elevation, the power of 
two horses, working the usual time in a day and at 
the ordinary rate of travel, will be equal to the draft 
of eight tons weight, and that on every other part 
of the road, one horse will be fully competent to 
such load. 

From the exploring observations of the Commis
sioners, on the section of the southern main route, 
east of Connecticut River, the high lands of Spen
cer and Leicester appear to present the great
est difficulty. But it is assume·d, in the Report, that 
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they may be surmounted as easily as the degrees 
of inclination on the western section. Sixty-eight 
miles of this part of the route, between the Three 
Rivers in Palmer in the county of Hampden, and 
Needham in the county of Norfolk, yet remain to 
be surveyed. 
' The Report contains much interesting and im

portant information, illustrated by tabular state
ments, in reference to the present business and oc
casion of travel and transportation through the 
country, within the capacity of benefit from the 
proposed improvement. The results to which the 
commission has already arrived, may be considered 
as fully establishing the practicability, within the 
reasonable application of means, of the construc
tion of the road, strengthening every conviction 
and anticipation of its vast utility,· and furnish
ing new motives and inducements to prosecute the 
necessary measures for the accomplishment of the 
enterprise. 

LEVI LINCOLN. 

Council Chamber, January 29, 1828. 
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Tm, Commissioners and Engineer, appointed in 
pursuance of the Resolve of the Legislature of the 
14th of June last, for the purpose of causing sur
veys and plans to be made of the best practica
ble route or routes for a-Railroad, from the City 
of Boston westward to the line of the State of 
New York, and thence, in case permission should 
first be obtained, to the Hudson River at, or as 
near as may be, to the city of Albany; together 
with estimates of the expense of constructing the 
same, with every proper enquiry and examination 
as to the expediency thereof, r~spectfully submit 
the following 

REPORT, 

Aware of the deep interest felt in the investiga
tion, with ~hich they have been intrusted, and that 
the present state of public opinion is most favour
able to ensure that attention to the subject, with
out which its merits cannot be appreciated, they 
regret that they have had time to accomplish 1µ 
part only the object of their appointment. 

2 
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Such facts as they have ascertained they respect- • 
fully submit, sensible that these fall very far : hort 
of the definite results contemplated in the Resolve 
of the Legislature. 

The country between the cities of Boston and 
Albany has been as carefully examined as time and 
circumstances would permit. To this end a con
siderable part of the season after the 10th of Au
gust, when they began their operations, was n,e
cessarily consumed before the survey could be com
menced. 

There were proposed for examination by com
mittees from towns and assemblages of citizens~ 
two main routes, which the Commissioners desig
nate as northern and southern; also several sec
tional or lateral routes connecting either the two 
main routes, or different parts of the same route, 
and presenting, if they shalr be found practicable, 
many ad vantages in reference to distance, the nat
ural resources of the country, and the accommo
dation of business. 

A cursory description of the several routes ex
amined will show the extent of preparatory la
bour necessary for the commencement of the sur
vey, and the number of these, to which the atten
tion of the Commissioners was invited, may be 
some indication of the interest, which is felt by the 
public in the construction of a Railway. In qual
ification of this remark it should be stated, that if 
a decided confidence in the practicability of the 
project has not been discernible, there has uniform~ 

, 
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ly appeared a deep solicitude, that it should be 
thoroughly and faithfully investigated ; and a dis
position been manifested by the citizens of both 
states to afford them every assistance. 

SOUTHERN MAIN ROUTE , 

Passing the marshes near Cambridgeport to 
Charles river in Brighton, thence by said river 
and near Angier's corner to Doctor Greenough's 
meeting-house in Newton; thence by Newton low
ers falls to Needham and Natick; thence to Con
cord river in Framingham; thence by said rivet· 
and its western branch through Sherburne, Hop
kinton and part of Southborough to Westborough; 
thence by the Charlestown meadows through 
Grafton and Millbury to New-Worcester; thence 
through Leicester and Spencer to the Chicopee 
river in South Brookfield ; thence by said river 
through West Brookfield and \Vestern to the Three 
Rivers in Palmer; thence through Wilbraham across 
the plains to the Connecticut river at Springfield; 
thence through West Springfield to the Agawam 
or VVestfield river; thence by said river and its 
western branch through Westfield, Russell, Bland
ford, Chester, Middlefield and Becket to the sum
mit between the Connecticut and the Hudson in 
\i\Tashington; thence by the waters of the Housa
tonic river through Hinsdale and Dalton to Pitts
field; thence by the Shaker Mill brook, and through 
Richmond and West Stockbridge to the State 
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Mne at Canaan, N. Y.; thence by the waters of the 
Steinekill, through Canaan and Chatham to Kin
derhook creek ; thence through the westerly parts 
of Chatham, Kinderhook; and Schodac to the 
Hudson at the village of Castleton; thence up said 
river to Greenbush opposite Albany. 

NORTHERN MAiN ROUTE. 

From Troy, New York, by the waters of the 
Poestonkill to the Drowned Land in Pittstown ; 
thence by Shingle Hollow to the Hoosick river near 
the Four Corners; thence in the valley of said 
river through Hoosick, Pownal, and Williamstown 
to Adams; thence through Savoy to the north 
branch of the Westfield river in Cummington; 
thence through Goshen and Williamsburgh to 
Northampton; thence through Hadley and Belch
ertown to the Three Rivers in Palmer ; thence by 
the Ware river through ,vare, New Braintree, 
Hardwick, Barre, and Oakham to Rutland ; thence 
by a branch of the Nashua through Holden, West 
Boylston, and Boylston to a branch of the Concord 
river in Berlin; thence through Marlborough, Sud
bury, East Sudbury, Western ·waltham, Water
town, and Cambridge, where the routes may unite. 

SECTIONAL ROUTES. 

1. From Westborough through Northborough to 
Berlin; which would unite the two main routes. 

• 
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2. From the ew-England Factory, in Grafton, 
through Worcester to New-Worcester ; which 
would save some distance in the southern main 
TOUte. 

3. From Oakham to Brookfield, by the five mile 
·creek; which would unite the two main routes. 

·4_ From the Three Rivers in Palmer, through 
Ludlow, Granby, South Hadley, passing near 
Northampton, and through Easthampton, South
ampton and Norwich, to the Westfield River at 
Chester Village; whjch would save considerable 
distance in the southern main route. 

5. From Westfield, by the little Westfield Riverj 
through Russell, Blandford, Otis, and Becket, to 
the Housatonic, in Lee. 

6. From the Westfield River, at Henry's, in Ches
ter, by Walker Brook, through Becket, passing 
Lenox Furnace on the Housatonic, to where it 
joins sectional route, No. 5, in Lee, and thence 
through Stockbridge and West Stockbridge, to the 
State lirie at Canaan; which would shorten the 
south main route. 

7. From Olmsted's tavern, in Canaan, by Whit
ing's Pond, through thP, New-Lebanon Valley, 
passing by Schermmerhorn's place, through Green
bush and Stephentown, to Troy ; which would very 
much shorten the southern main route. 

8. From Dalton through Cheshire, to Adams ; 
thus uniting the two main ro4tes. 

9. From Dalton through ·Windsor, to the north-



·em branch of the Westfield River in Cummington; 
which would unite the two main routes. 

10. From Belchertown through Enfield, Green
wich and Hard wick to Barre ; which would short
en the northern main route. 

It is obvious that a cursory examination of the 
routes would not afford the information necessary 
to decide upon their comparative facilities. Some 
of these are out of the question, while others bear 
so close a comparison, that their respective advan
tages can only be ascertained by actual survey. 

In exploring, the Commissioners were obliged to 
rely much upon the aid of the towns through which 
they passed, and consequently their movements 
were somewhat directed by those, who felt sufficient 
confidence in th€ project to induce them to examine 
the country for such routes as would be favourable 
to their local interests. Hence the labour of ex
ploring may have been somewhat unprofitably 
extended, if it be considered as useful in no _other 
connexion than with the proposed Railway. A to
pographical examination, however, attended by 
circumstance~ calculated to excite very generally 
the attention of the public, is not without its useful 
tendencies, independent of this imm€diate object; 
and they trust that the time devoted to routes, 
which may be impracticable, will not prove to have 
been entirely misspent. 

If the importance of the proposed ~ilway, were 
equally felt in all parts of the country, . it might be 
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presumed that the best routes had been poi ted 
out, but it is very obvious, that the agents of towns 
were exposed to erroneous impressions themselves,. 
as i't was their peculiar object to-seek information 
with reference to their own localities. Hence,. 
whenever the road shall be made, many improve
ments may be suggested by those, who have hither
to felt little interest in the proiect. 

The applications for the examination of sectional 
routes No. 7 and 10, were not made until after the 
survey was commenced. No. 7, from the notch of 
the mountain ih Canaan presents, if it shall be found 
practicable , most important advantages,-a saving 
of several miles in the distance, and a more favour
able termination · of the road than can be found 
~lsewhere. The city of Troy is at the head of 
navigation on the Hudson, is on the east side of the 
river, and commamls a large portion of the business 
of the Erie and Northern canals. This route was 
partially examined while the survey was proceeding, 
and the information obtained as far as it extended, 
very encouragmg. 
· It has been the earnest endeavom: of the Com

missioners to give equal attention to all applications 
for the examination of routes. The resolve of the 
Legislature contemplates the mo.st direct route 
through the centre of the state. which may be found 
practicable. While they explored on this prin
ciple they were aware, that an important ques
tion arises in comparing the advantages of a 
circuitous route passing through the most fertile , 
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populous, and busy towns of the state, with those 
to be attained by the most direct route, which 
must rely more for its support from the termini of 
the road, Boston and Albany. This question need 
not be discussed in the present state of the ip.vesti
gation. 

SURVEY, 

In prosecuting the survey, which was commenced 
.on the 4th of October, and closed on the 7th of 
December, the Engineer after having run about 
twelve miles from Boston, where the somewhat 
difficult passage from the Charles River to the 
Needham level terminates, proceeded to the westerly 
section of the southern main route, that the practi
cability of one entire route, if possible, might be 
settled before the present session of the Legislature, 
The Commissioners regret that the completion of 
this route was impossible. Only ISO miles were sur
veyed. The results of this survey will afford some data 
for an estimate of the section, which is not surveyed, 
comprising a distance of about sixty-six miles 
between the Three Rivers and Needham. Of this 
section it may be expected that the Commissioners 
should expre&1s an opinion. They feel great con
fidence that it will be found less difficult than the 
western section, but they have so frequ1nt1y, in the 
course of their investigations, found th~mselves in 
error when their impressions have been attested by 
the survey, that they would speak very cautiously 

, 
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of any route not actually surveyed. The Leicester 
and Spencer heights present the most serious ob
stacles, probably approaching in difficulty the worst 
passes on the western section. 

A minute statement from the field books would 
only be intelligible, when accompanied by plans 
and profiles, which the Ergineer has not had time 
to complete. Those general results, that in refer
ence to the practicability of the 1:oute comprize 
the substance of the survey, are submitted in the 
following Table. 

This was deduced from the work betwe'en the 
Connecticut and the Hudson at Albany. The two 
shorter surveys east of the Connecticut are not in
cluded. They afford similar results, but it is 
thought unnecessary to state them in detail. 

By this Table a general view of the surface is ex
hibited; but the precise locality of each . undula
tion is not given. The average inclinations, and 
the extr.e!Iles, where they are <;onsiderable, in each 
distance, are stated. 



TABLE OF INCLINATIONS. 

The first column gives the termini of each aistance-the second, the distance in miles and rods-tlie third and 
fourth, the rate of inclination in feet per mile between the termini of each distance. The precise undu
lations of each distance are not given; but where these vary much from the average rate of inclination they 
are noticed in the column of remarks .--Where the average is 80 feet per mile or more, the whole in
clination may be made uniform and reduced to the rate of 80 feet. 

Ascent from Connecticut River in West Springfield to the Summit in Washington. 

DISTANCE INCLINATION. 

in Rate of Rate of 
Ascent per o~scent per REMARKS. 

Miles~Rods 
Mile 10 Mile in 

Feet & Parts Feet &Parts 

From Conn. River across intervale ..... 160 Level Level ~ Commencing 18 feet above the 
water of Connecticut River. 

Thence to Stake No. 41 ........... 2 268 25·53 I May vary in some places to 40 
feet per mile. 

" " Stake No. 55 ........... 1 108 10·47 

" " Morley's Inn (Westfield) ....• 210 8·42 

" " Stake No. 85 " ..... 2 125 ] ·80 

.... 

..... 
co 



Ascent from Connecticut River in West Springfield to the Summit in Washington ................. (Continued.) 

OJSTANCE INCLINJ\TION 
Rate of Rate of 

in Ascent per Descent per - Mile in Mile in REMARKS. 
Miles~Rods Feet & Parts Feet & Parts 

Thence to Stake No. 91 (Westfield) ...• 186 14.29 
" " Stake No. 94 " . . . . . 93 59.41 . 

Caused by rising over the Canal. 

" " Stake No. 100 " 92 57.60 Caused by the Canal. ..... 
" " Tekoa (in Russell) ........ 3 194 15.77 May vary to 30 feel per mile. 

" " Chester Village 8 24 21.68 { May vary from 30 lo 15() feet per ......... . mile for short distances. -"° 
" " Col. Henry's (Chester) ...... 6 241 33.37 ~ May be places of 4.(\ to 50 feet per 

mile. 

" " Capt. Root's (Middlefield) .... 2 189 61.55 

" " Becket. Bridge . . . . . . . . . . 3 39 67.11 
' I By keeping on the side hill ~ feet 

" " Clark's (Middlefield) . . . . . . . . 1 39 83.89 above the river at.Beckel bridge, 
this may be red11ced to 80 feet per 

lmile . 

" " McElwaine's (Becket) ....• 1 237 80.10 
" " Stake No. 460 .......... 1 156 61.21 

" " Summit (Washington) 1 308 80.20 The Ridge to be reduced 37 feet ...... 
Whole distance from Connecticut River .. 39 109 

{ Su,mnit in ,v ashington1 144-0.64 f. 
above Connecticut river. 



Descent from the Summit to the Hudson River. 

DISTANCE INCLINATION. 
Rate of Rate of 

in Ascent per Descent per 
. REMARKS. 

. 
' 111ilein Mile in 

Milcs&Rods Feet & Parts Feet & Parts 

From Summit to Swamp . . . . . . . . . . 69 37.5i Sun,mit to be reduced 37 feet • 

Thence to Merriman's Mill (Hinsdale) .. 4 311 2.12 ! May be places of 10 to 20 feet, 
but tlte country is very level. 

" " Dalton Valley . . . . . . . . . . 1 59 45.41 
<J " Housatonic River in Pittsfie-ld 4 109 84.98 

~ !\fay be reduced to 80 feet per 
mile by keeping further on the 
side hill . 

" " Pontoosack River " 3 137 5.73 ! Will be some short ascents of 20 
feet per mile. 

" " Oak No. 195 " 2 108 32.24 
" " Shakers Mill " 263 65.38 

" " Rev. Mr. Dwight's, (Richmond) . 3 179 14.00 
i Will vary in ptaces from 30 to 5Q 

feet per mile. 

~The side hil1 must be taken in-

" " Stake No. 263, near Sherwin's point 1 160 68.98 stead of the suneyed line and 

- there may be places of 70 to 80 

"' " Bench on Rock, by Brook, near } 
1lf~p,,rn,ile, • 

Go!. Rowley s . . . . . . . . 220 25.98 

,. .... 

N)-
0 



Descent from the Summit to the Hudson River .................... .. ( Continued.) 

DIS'I'ANCEI INCLINATION. 
Rate of Rate of 

in I Ascent per Descent per 
REMARKS. Mile in l\1ilc in 

Miles k, Rods Feet & Parts Feet & Parts 

'lo-

Thence to Hackley's, (Richmond) . . . . . 157 91.04 Part may be 60 feet per mile. 

" " Line of the State, (West Stock-! 2 85 16.67 Undulating from 30 to 50 f. per mile. bridge) ............ 

" " Kellogg's Summit, (Canaan) ... 3 100 5.55 ! Some short inclinations of 30 to 
60 feet per mile. 

" " Crandell's Inn, " 3 119 70.26 \'-;) 
-' 

" " Elm by Turnpike and .Brook 229 74.65 .. 
" " Crandell's Senr. 309 52.39 ......... 
" " Dean's Mill 4 38 30.44 

. ........... ,. " Groat's, (Chatham) 1 189 52.25 . ...... 
" " Stake, No. 495 .......... 1 226 64.10 ~ !\lay be 75 feet per mile in a few 

places. 

" " Oak on Kinderhook Creek 1 201 26.22 ... 
" " Swamp by Carl's ......... 2 196 30.36 , 

" " Luddington's (Kinderhook) ... 170 80.04 
" " Nivers' Mill " 280 6.36 

" " Cornfield by Van Hoescn's, ! 3 (Schodac) ......... 91 21.55 j Undulaling
6 

and there may b<J 
places of 4 !eel per mile . 



Descent from the Summit to the Hudson River ................ .... Continued. 

Thence to Jack's House, (Schodac) 
" " Widow Miller's " 
" " H. C. Guardenier " 
" " Old Mill Road 
" " Intervale of North River near ( 

Castleton . , . • . . . . . 5 
" Ferry opposite Albany . " 

Whole Distance . . . . . . . . 

DISTANCE INCLINATION. 

in Ascent _per Descent per 
Rate or··-1- Rate of 

Mile m Mile in 
Miles & RodJFeet & Parts Feet & Parts 

REi\IARKS· 

0 68 
1 34 
1 87 
0 268 

2 65 

7 55· 

63 103 

4 7 .17 I jThis ridge to be reduced 10 feet. 
39.11 
23.46 
23.24 

7 5.11 I Part of this may be 80 feet per mile. t8 
Nearly Level 

(From summit in Washington to 

t
Ferry at Greenbush, opposite Al
ban on Hudson river, the cap 
of the Wharf being 1477.75 feet 
below summit in Washington. 

. Some allowance has been made for raising the ·road at several points to bring it to these in-
clinatigJ)S. 

, 

' 
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From the foregoing Table the following reiml~ 
are deduced: 

I. The inclination at any given point will not ex
ceed the rate of 80 feet per mile. 

2. In proceeding from the Connecticut to the 
Hudson, there are, ascending, 

4 miles and ~o, at the rate of 80 feet per mile. 
8 miles, from 60 to 70 feet per mile. 
0 miles ~o, from 50 to 60 feet per mile. 
0 miles io, from L.1;0 to 50 feet per mile. 

13 miles and. ~o 

3. Proceeding eastward from the Hudson to the 
Connecticut, there are, ascending, 

4 miles and io, at the rate of 80 feet per mile. 
• 6 miles and fo, from 70 to 80 feet per mile. 

S miles and ~o, from 60 to 70 feet per mile. 
3 miles and ro, . from 50 to 60 feet per mile. 
1 mile and io, from 40 to 50 feet per mile. 

18 miles and io 
4. The route presents, like common roads, an 

undulating surface, varying in degrees of ascent 
and descent. ' 

The exploration and survey have been conducted 
exclusively with reference to the use of animal pow
er, which is thought to be better adapted to the ac
commouation of the community in the transporta
tion of that endless variety of loading, which a . 
dense a~d industrious population requires. The 
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introduction of inclined planes, with mechanic pow-
, er may hereafter present an important question. 
There are places where they may afford a great sa
ving in distance and expense, and perhaps in time, 
where the location is favourable; but, while inves
tigating the practicability of this project, it is thought 
best to proceed on the most simple system, and that 
which in practice will be found to comport with the 
common habits and opinions of the people. 

The application of "motive power," to the ge
neral results of the survey, will now be considered. 

There is no branch of the investigation more im
mediately important than this, and little short of oc
cular demonstration will prove satisfactory to those, 
who have never seen the enormous loads that are 

• drawn upon a well constructed Railway. The fol-
10\ving well attested experiments are therefore sub
mitted, which, if uninteresting to the cursory reaq
er, are not the less necessary for a thorough com
prehension of the subject. 

The resistance to the motion of a load, arising 
from friction, principally at the axles of the wheels, 
on a level road, is found by repeated experi
ments not to exceed 1 lb. in every 200 or 210 lbs. 
of the load, or about 11 lbs. to a ton, or 2240 lbs.; 
that is, a weight of 11 lbs. suspended perpendicu
larly by a rope, passing over a pulley, and attached 
to a load of a ton weight, is sufficient to overcome 
the friction and to keep it in motion. The friction 
is found to be in proportion to the weight, whether 
·the motion be slow or rapid, and whether the road 

, 
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be level or not. If the road is not level, there will 
be an additional resistance to be overcome in as
cending, proportioned to the degree of ascent. 
This resistance is found by computation, to be equal 
to 11 lbs. in an ascent of 26 feet in a mile, anct 
greater or less, in proportion as the ascent is more 
or less. It follows, therefore, that to move a load 
up a Railroad inclining at the rate of 26 feet in a 
mile, will require a power equal to 22 lbs. to the 
ton; that is, 11 lbs. to overcome the friction, and 
11 lhiil. to overcome-the gravity of the load. But 
if the motion is in the other direction, the gravity 
will be just sufficient to overcome the friction, and 
the only power necessary to b.e exerted by the 
horse attached to the load, will be to regulate its 
motion at the most convenient pace for himself. 

The following Table will show the power required 
to move a load of 8 tons, the weight of wagons in
cluded, on a Railroad at different rates of inclina
tion, within 80 feet to the mile. Also the friction 
and the resistance from gravity per ton. 

ENCLINATION. FRICTION. GRAVITY. FRICTION & GRAVITY. 
Feet per mile. lbs: per ton. lbs. per ton. lbs. to 8 tons. 

0 . , 
(or level plane.) 11 0 88 

13 11 5½ 132 
26 11 11 176 
29 11 16¼ 220 
52 11 22 264 
65 11 27½ 308 
78 11 33 352 
80 11 

4 
34 (iiearl!I.) 359 

• 
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HORSE POWER, 

The power of continued exertion by a horse of 
ordinary strength, on an average of the estimates 
of the following Engineers and others, viz. Sau
veur, Desaguleur, Society for Encouragement of 
Arts, Re van, Tredgold, Boswell, Wood, Professor 
Leslie, Smeaton1 Palmer, Sylvester, Cumming, 
Boulton and Watt, is equal to the perpendicular 
lift of 122 lbs. over a pulley, or the traction of 

. about 11 tons on a horizontal plane. This is his 
ordinary power for continued labour the year round. 

His extreme power, for temporary or occasional 
exertion, is calculated by some Engineers to treble, 
and by others to nearly quadruple his ordinary 
power of continued exertion. 

On the Railroad at the Backworth Colliery 
there is an inclination varying from the rate 
of 6} to 64 feet per mile. The whole length of the 
Railroc.d is one mile and sixty-five rods. The whole 
ascent 35 feet 7 inches, averaging 25 feet 7 inches 
per mile. A single horse employed regularly through 
the year draws down six loaded wagons eight times 
a day and draws back the empty wagons. 

The following table will shew the inclination and 
length of each section, the distance travelled daily 
by the horse, backward and forward on each sec
tion, the power exerted on each section in drawing 
the loaded wagons down, weighing 24! tons, and 
on the same section in drawing up the six empty 
wagons, wei&hing 8! tons. 
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lncliWJl.ion in wig/Ji of Distance travell~d Power exerted Power exei·ted 
feet per 111ile. Section. daily each way. descending. ascending. 

20 
19¼ 

9¼ 
7 

24 
16f 
22 
41½ 
32! 
51¼ 
34i 
26f 
64 
53¼ 
44½ 

A•e-0}2. 
rage.'--' 3 

RODS, 

20 
40 
20 
40 
40 
20 
20 
40 
20 
20 
20 
20 
20 
20 
25 

385 

MILES, 

½ 
1 

¼ 
1 
1 

1 

¼ 
½ 

½ 
½ 
½ 
½ 
½ 
·½ 
~ 

LBS. 

48 
55 

157 
180 

7 
82 
27 

0 
0 
0 
0 
0 
0 
0 
0 

LBS, 

160 
157 
122 
114 
174 
148 
167 
234 
204 
269 
211 
183 
314 
276 
28S 

Average, 37 Average, 194½ 

From this table it appears, that each horse in his 
daily labour travels 19¼ miles, exerting a power 
equal to the perpendicular lift of 194½ lbs. over a 
pulley, or the traction of a load of about 17! tons 
on a horizontal plane, for one half the distance. 
For½ a mile, his exertion daily is equal to the lift 
of 314 lbs. or the draught of 28½ tons. It should 
be remarked, that the horses employed on this Rail
way are powerful and are considered to perform 
the maximum of regular labour.· 
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The Quincy Railroad from the main Quarry to 
the Wharf is a few feet short of two miles in length. 
(The section to Bunker Hill Monument Quarry of 
about one mile, is not included in this calculation.) 
It was intended to be constructed on four planes of 
different degrees of inclination, one of 6½ feet per 
mile, one of 51 feet, one of 25 feet, and the fourth 
of 66 feet.* A horse supposed to compare , with 
the common truck horses in Boston, has been reg
ularly employed during the greater part of the last 
year, in drawing stones from the Quarry to the 
wharf. He usually takes four loads, (sometimes 
five), each day to the wharf, weighing 12½ tons ex• 
elusive of the wagons, and returns with the empty 
wagons, which weigh six tons. Sometimes he has 
drawn down 20 tons, exclusive of the wagons. • He 
has drawn up the three first planes 13 tons, exclusive 
of the "weight of the wheels."t Mr. Bryant, the 
superintendent, is of opinion that a , horse would 
draw a load of nine tons, exclusive of the. weight 
of the wheels, up and down this Railroad, 5 times 
a day through the year; and that he would draw 
·" a load of thirteen to sup a road of similar planes 
and inclinations, ten miles per day." 

The "motive power," exer ed in drawing the 

* On levelling a sh1>rt section near the main Quarry, the incli
nation was found to be at the rate of 72 feet per mile. On this 
an experiment was made which is stated hereafter. p. 32. 

t These facts are from a written statement of Mr. Bryant, the 
superintendent. He probably deducted the weight of the wheels, 
675 lbs. each, as they comprize no part of the friction at the axle-. 
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above described loads, on the different inclinations; 
of the . Quincy Railroad, may be seen from the fol
lowing Table. The first column shews the length of 
each plane or section--the second, the inclination per 
mile, in feet- the third, the power required to move 
a load of 9 tons each way, ascending and descend
ing-and the last, the power required to.draw up a 
load of 13 tons. 

Length. lncli'TIQiion per mile. Power to draw 9 tons. Power to dra,v 
Ascending. Descending. "P 13½ tons. 

F£ET. FEET, L8S. LBS. LBS. 

2842 6½ 124 74 186 
2970 51 293 0 439 
2460 25 194 4 291 
2240 66 350 0 

Statements might be made of regular perform
ance on other Railroads, .not differing materially 
from the foregoing. 

Little pains has been taken to measure the pow
er exei;ted by the horse in his common employ
ments. 

A horse in the vicinity of Boston has raised, by 
a rope passing over a pulley, the hammer of a pile 
engine weighing 350 lbs. 

In this operation he travelled with the draught 
a distance equal to the height, at which the hammer 
was elevated from the pile before it fell, each time, 
and of course returned without any draught. The 
horse was thus employed through the day without 
mJury. Hence it appears, that a horse may exert 
half the time a power of 350 lbs. 
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By these explanations the power tequired to draw 
a given load over the different degrees of inclina
tion of the road from the Connecticut to the Hud
son, supposing it to correspond with the results of 
the survey, may be ascertained with tolerable ac
curacy. 

To move a load of 8 tons the power required 
will be as follows. 

To make the application of the results of the 
survey more clear, the western and eastern ascents 
are separated, and the distances of the several de
grees qf inclination are given. 

Inclination per 
mile. 

Distance. Power required lo draw 8 tons. 
\Vesterly. Easterly. 

FEET. MILES. LBS. LBS. 

Ascent westerly. 80 4¾ 359 
60 to 70 8 291 to 326 
50 60 ¼ 1j57 291 
40 50 ¼ 223 257 
0 40 27 88 223 0 to 88 

Dcs;lent at 80 5 0 359 westerly. 

70 80 6¼ 326 359 
60 70 3¼ 291 326 
50 60 3¼ 257 291 
40 50 1¼ 223 257 

Toss than 40 43½ 0 ss iss 223 

102¾ 
Thus it appears, that to convey a load of 8 tons 

from the Connecticut to the Hudson, will require 
on 4¾ miles of the road, either two horses or the full 
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exertion of one,-8 miles of the road will require 
that exertion, which a horse can use for half his or
dinary working hours, supposing the other half to 
be employed on the descents of the road-27 miles 
will require a power within the limits of easy ex
ertion ; the remaining 62¼ miles will require an 
exertion, varying with the undulations of the road, 
f~om nothing to 88 pounds, as computed in the 
foregoing tables. 

In passing from the Hudson to the Connecticut, 5 
miles will require either two horses, or the full 
exertion of one; 14 miles, that exertion which a 
horse can use for half his ordinary working hours; 
44½, will be within the lim.its of easy exertion; the 
remaining 39, will require either none, or the 
small exertion necessary to overcome the friction 
when the descent is very small. 

These calculations are made on the principle as
sumed by engineers, that a horse's ordinary power 
of continued exertion through the day, and each suc
cessive day,is only equal toabout¼or¼ of his extreme 
power. Experience in the common use of anima,l 
power hardly sustains this position. It is the im
pression of the Commissioners, that horses ar~ 
usually put to the exercise of more than ¼ or ¼ of 
their power by the loads to which they are attached; 
they, therefore, feel entire confidence, that these 
calculations afford results within the limits of ex
ertion to which horses are put in their ordinary 
employments. In corroboration of this opinion the 
following experiment made in presence of the 
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Commissioners and Engineer on the Quincy Rail
way is stated. On levelling a short section .of the 
road near the main quarry, it was ascertained to 
have an inclination of 72 feet per mile. A horse 
of ordinary size drew up on this section a load of 
8½ tons with apparent ease. 

He was ~fterwards attached to two wagons, es~ 
timated at 17 tons weight, and with a little assist
an~e in starting by the driver, who placed himself 
on the spokes of the wheel, he drew up this load 
for several road. 

They are also confirmed in this belief by the state
ments of Mr. Bryant, the superintendent of the 
Quincy Railway, which have already been given. 

ESTIMATE OF EXPEN SE. 

The Commissioners are unable to submit an es
timate, which may be relied upon. in conducting 
the survey they endeavoured to ascertain facts and 
data, that would enable them to meet the views of 
the Legislature in this respect. So multiplied are 
the details upon which an estimate is to be made, 
so various the considerations, as to supplies of ma
terials and their transportation, the amount and 
character of excavations, embankments, river walls, 
cutti:r;igs, culverts, &c. that if it were not predicated 
upon the actual location of the route, and upon 
the application of the surveys, with fcurate ca_l
culations in reference to each mile or section, it 
would be found most fallacious. 
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In the pre~ent state of the investigation, when 
60 or 70 miles remain to be surveyed, and when 
there is reason to hope, that the section surveyed 
may be much shortened, it is obvious that an ac
curate estimate is impossible. Such facts in ref
erence to the cost of Railways abroad, as are a~ 
present attainable, are submitted in the-belief, that 
they will be more satisfactory, than a specific es
timate, imperfect as it must be under existing cir
cumstances. 

From an English periodical of 1825, (the Quar
terly Review) the following extract is made. 

" Returning however to the important question, 
which will speedily be brought to issue between 
Canals and Railroads, and perceiving how much 
the public mind is abroad on the subject, we think 
it may not be useless or uninteresting to take a gene
ral view of the comparative merits of the two. 
No accurate estimate can be made of their com
parative expense, because both must depend on 
circumstances constantly varying. and which can 
seldom be common to either, but it may be stated 
jn general terms, with regard to Canals, that the 
deep cuttings and high embankments to preserve 
the levels, or in default thereof, the substitution of 
numerous bridges [ aqueducts J and locks, the price 
paid for the best land through which th~y are gen
erally carried, the reservoirs necessary for collect
ing and preserving water; the repairs required 
for their locks and banks, the latter of which are 
constantly subject to injury from floods or frosts, 

5 
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the cost and feed of horses, the building and re~ 
paits of boats; these and other incidental charges 
occasion much larger expenditure in a Canal than 
a Railroad, mile for mile, supposing_ them to run 
to and from the same places, to say nothing of the 
excess of length, which in the Canal wil1 be gene-• erally about one third greater than the Railroad." 

" As to the original cost we have before us a 
list of the estimates for no less than seventy-five 
Canals, including those of the greatest and those 
of the least expense, and the general average is 
£7.946 per mile, and as the estimated expense is 
generally very much exceeded, we may fairly set 
down the real cost at £9.000 p_er mile." 

"We have also a list of Railroads (some tram
rails, others edge-rails, some of cast, others of 
wrought iron) containing upwards of 500 miles, 
and the general average ( allowing them a double 
set of trncks) is as near as possible £4.000; but 
from the imperfections of these old roads we may 
extend the average to £5.000 per mile. The esti
mate for the Liverpool and Manchester road we ' 
have understood to be taken at £12.000 per mile, 
but that road is meant to be executed on a mag
nifi<.;ent scale, to be sixty-six feet wide, the rails to 
be laid dowrr in the best possible manner, and the 
purchase of land at the two extremities must be 
paid for at an enormous price ; this estimate in
cludes also the cost of engines [steam,] wagons 
and warehouses. The Union Canal however, is 
stated to have cost just as much; the Forth and 
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Clyde twice as much, the Regents Canal, we are 
afraid to say how many times as much, and the 
Caledonian more than four times as much. We 
observe also that Mr. J essop, after a minute sur
vey of the proposed Peak Forest Railway, pat
ronized by the Duke of Devonshire, states its es
timated cost at £149,260; and that a Canal, to 

' form the same connexion as is proposed by the 
Railway, was estimated in . October 1810, by the 
late Mr. H.ennie at £650,000, being more than four 
times the cost of the former."* 

On comparing the cost of Canals of this coun
try with that of British Canals it appears, that the 
average, as stated in the above extract, which un
doubtedly may be relied on, is nearly double the 
actual cost of the Erie and Northern Canals. In 
the last message of Governor Clinton, these are 
stated to have cost the state of New York from $20 
to$S0,000amile. The lastreportofthe Canal Com-

*" A Railway can, according to circumstances, be made at 

from a lwif to a fourtli of the expense of a Canal." 

Jessup' s Report, in Gray's work, p . 104. 
" In general the formation of a Canal costs about t!tree times 

as much as a Railway." Wood on Railways, 

" A Railway costs only about tl1ree times as much as a Turn• 

pike, and a Canal nine or ten times." 

Scotsman Journal, in Gray's work. 

" Railways may be constructed at a .fift/1 part of the expense 

of Canals." Dm·b.'1/ 11I6rcury, in Gray's works. 

' 
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missioners states the cost at $18,367 lio per mile. 
The English average is $40,000; hence a balance of 
21,633 a mile in favour of the Erie and Northern 
Canals. Such is the effect of experience in the 
art of Canalling,that in the same message Governor 
Clinton says, "all the mysteries of such operatiomi 
are developed, and all the difficulties. diminjshed, 
and it may now be confidently pronounced, that 
the maximum expense of any given Canal, will not 
exceed $10,000 a mile, unless it passes over high. 
mountains by locks, inclined planes, or deep cut
tings; or under them by extensive tunnels." The 
cost of the nearly completed Blackstone Canal 
with its heavy lockage of stone c,1-bout $12,000 and 
of the Hampshire and Hampden estimated at about 
$10,000, would seem to corroborate the above opin
ion. In this view of the subject, English Canals 
are found to cost nearly four times as much as the 
American Canals. 

With the exception of the article of iron, which 
is more expensive, and the foundations which must 
be deeper on account of frost, there is no apparent 
cause, why Railways in this country should not be 
constructed as m_uch cheaper than in England, as, 
comparatively, is the difference between the cost of 
American and English canals. The superior econ
omy, invention, and resource of our labouring 
classes will probably be found to produce the same 

, effect in constructing Railways, which has been so 
strikingly exhibited in canalling. The result of the 
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comparison may be somewhat varied by the supe
.rior materials and construction of English canals. 

Reference might be made to the estimates and 
epinions of engineers and others, who are officially 
investigating the Railway system in several of the 
states, but as these have not yet been attested by 
experiment they are omitted. · 

It may be proper here to remark, that the man
ner of constructing the road, the comparative ad
vantages of the wood and stone rail, of single and 
double track, of several ingenious inventions in 
Railway carriages, (which propose· a great saving 

• of power in the application of the friction wheels) 
have received much of the Commissioners' atten
tion. They are not prepared to go into an exami
nation of these subjects, and it is believed, that at 
the present stage of the enquiry, these details would 
rather tend to distract than mature the public 
op1mon. 

The discussion of the Railway system) at the 
present time, engages the attention and talent of 
our most distinguished citizens in public and private 
life. But until that diffusion of information is af
fected among the great mass of the people, which 
happily forms the basis of every public act, it can
not be expected, whatever may be its merits, and 
however confident may be its' advocates, that great 
enterprizes will be undertaken. It is from this -
conviction, that the Commi::;sioners are now indu
ced to submit a report, necessarily incomplete in 
its details, and embracing principally but one branch 



of the subject committed to them, the question of 
practicability. In this relation it is obvious, that 
the present state of the Railway system abroad is 
importantly connected with those considerations, 
by which public opinion is to be matured. 

If it shall appear, that other nations have accom
plished much by it, there cannot be a doubt that 
American enterprize will be adequate to the same 
results. The limits of this repoft admit of but very 
brief references, which are confined to standard 
works, and the opinion of respectable engineers. 

In England, it is believed, there are at this time 
between two and three thousand miles of Railway 
in successful operation. The following extract is 
from the Edinburgh New Encyclopedia, published 
in 1824. 

" When we consider the great proportion of 
labor, which is unavoidably spent in the carriage of 
the necessaries and conveniences of civilized life 
in all its varied forms, we at once see the impor
tance of e.very measure tending to facilitate and 
improve commercial intercourse. All are aware of 
the benefit, which Great Britain has derived from 
her inland navigation. Such however are the dif
ficulties and expense of canal operations, that 
another substitute for the common road has long 
been sought after by the public. The attentio~ of 
the engineer has accordingly been of late much di 
rected to the construction of Railways-a mode of 
communication, which will be found mor; simple 
and economical, in all its details, than the caual." 

I 
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" In contrasting the utility of these modes of 
conveyance, we may assume, that the great object 
aimed at in both, is to avoid the effects of friction 
on the undulating line of draught of the common 
road. When a more perfect system came first to 
be sought after, it was extremely natural to have 
recourse to the deepening of rivers, and afterwards 
'to the artificial canal, which is equally removed 
from the asperities of the highway and the adverse 
currents of the river. The canal has1 notwith
standing, the disadvantage of a resisting medium 
to contend with, acting against the draught in the 
inverse ratio of the velocity of the boat." 

"In this respect Railways have great advantages 
over canals, for, where the rails are strong and the 
wagons light, the rapidity of conveyance may be 
conceived to keep pace with the impelling power 
of steam. The value of the economy of time is 
measured and proved by the vast exertions used, 
and sums expended in Britain to accommodate the 
public, and by the ample harvest reaped by those, 
who best fulfil its wishes in this respect. In this 
commercial country- the economy of time and 
power is felt to be the same thing, and the numer
ous carriages established in England to convey 
goods at speed shows, that the va1ue of rapid con
veyance is not confined to passengers alone." 

" From the obstacles above mentioned, then, how
ever managed or improved, we can never much in
crease the present rate of motion on canals, which 
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rwttst ever form a slow mode of conveyance, inde
pendently of its ~ther disadvantages." 

"Railways again will benefit by every improve
ment in the use of the steam engine-may be used 
in all situations where any mode of conveyance 
is possible, and, in practice, give about double the 
dispatch of canal conveyance, without increasing 
the working power." 

It should here be observed, that the survey has 
been conducted on the principle of inclined planes, 
varying in degrees, but constantly approaching the. 
summit as fast as the face of the country and the 
maximum of "motive power" will admit. This 
view of the subject presents the Railway system as 
the only one adapted to a mountainous country, 
and which in truth is perfectly effective, where 
canals are out of the .question. 

The summit in Washington is 1440 feet above 
the Connecticut, and 1477 feet above the Hud
son. Hence the lockage of a Canal, independ
ent of that required by the intermediate undula
tions of the country, would be 2917 feet. In canal 
navigation this must be overcome by perpendicu
lar lifts, but in the Railway system, it is gradual
ly brought by inclined planes within the power of 
traction, that is equal to 8 tons for a single horse. 

The progress of the Railway system, like that of 
all others inifolving great objects, has been gradual 
and well attested by experience in England. Stone 
tracks of large blocks are of great a~iquity, as ap
pears from some of the famous Roman w~s still to 

J 
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he seen at Rome, and in .other cities of Italy. But 
the Railway system is of British origin, and in a 
great measure still peculiar to that country. Wood
en Railways were first known in Northumberland, 
probably as far back as the 16th century. "The 
iron Rail was first introduced in 1767." The first 
public Rail Company was instituted in 1789, by 
whom the edge Rail was first adopted. In 1799, 
the plate Rail was first introduced. In 181 I, mal
leable iron was first substituted for cast iron Rails. 

In noticing the progress of Railways, it is unne
cessary to enumerate the various works, which hav~ 
been executed throughout Great-Britain. 

In Scotland they are numerous, and in F..ngland 
they are employed in all the coal and manufacturing 
districts, for facilitating and economizing their ope
rntions. In the counties of Northumberland and 
Durham, Lancashire, Derby, . Stafford, and War
wickshire, they are common. In Nottingham, 
Shropshire, and along the whole course of the Sev
ern, they have been introduced with the best effects. 
In Gloucestershire, Leicestershire, and Surry, there 
are public Railways varying in extent from 7 to 26 
miles, and differing in their line of draught accord~ 
ing to the face of the country. , 

" South Wal~s, perhaps, more than any other 
~ountry of similar extent, abounds with valuable 
minerals, which, from the inaccessible nature of the 
country, must have been in a great measure shut 
up, but for the introduction of Railways. Here a 
large uninhabited district of sterile mountains may 
be said all at once to have become the seat of po1:
ulous towns and viJlages." 

6 
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Several surveys have been made within a few 
years, for extensive Railways across the countryr 
One of 125 miles, from Glasgow to Berwick,-an
other from the river Tay, through the great valley 
of Strathmore to Aberdeen, with branch lines to 
various ports, comprising upwards of 100 miles. 
There are others, intended for general and exten
sive lines of transportation, which need not be par
ticularly described. The adaptation of them to 
these purposes is now so far attested in England, 
as to have induced a company with a capital of 
£ 510,000 sterling, ($2,264,444), to obtain a chartert 
-( which for several years was successfully contested 
in Parliament by the rival canal interest) for a Rail
way from Manchester _to Liverpool. This is calcu
lated to accommodate every variety of transporta
tion, and is now actually constructing, notwithstand
ing it will have to compete with two canals,-the 
one established by act of Parliament in 1720, the 
other in 1760,-and also to encounter the enormous 
expense of a tunnel for 1 ¼ mile, to be made in part 
under the city of Liverpool. 

It may further be mentioned, " that after looking 
forward for many years for a canal across the coun- 1 
try, between the Tyne and the Solway, (a track of 
all others the most desirable for such a work) a Rail-
way is now contemplated even Hy those, who were 
most anxious that this improvement should be a na-

. vigable canal. These operations, or certain com
partments of them, may be ekpected, ere long, to 
be carried into effect, as the benefits of the Railway 

•• system are every day more apparent."* 

* Several of them have been completed since this article wa~ 
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In the Edinburgh Quarterly Review for March, 
1825, the question is put-" What has given so su<l 
<len an impulse to speculations in this mode of con
veyance, and raised up in one little month associa
tions and companies for the construction of about 
three thousand miles of these iron roads, at the ex
pense of at least £20,000,000 sterling ?" An answer 
to this question can only be found in the result of 
the experiments made on the Stockton and Dar
lington way, where the adaptation of Railroads to 
general purposes of transportat~on-light travel in 
stage coaches, as well as heavy articles and mc.r
chandize-has been practically exhibited. " On 
this road Railway coaches are constantly plying 
which carry six passengers inside, and from filte-en 
to twenty outside, with a due proportion of baggage, 
and run at tho rate of ten miles an hour. 'The 
above seems an enormous load for one horse, and 
yet, to look at the animal, it scarcely appears to 
make any exertion, certainly not so much as a horse 
in a gig."* 

Having presented such facts and results, in re
lation to the question of practicability, as are de
rived from the survey as far as, it has gone, from 
an examination of " motive power" in applica- · 
tion to the inclinations of the road surveyed, from 
the best data in 1·eference to its expense, which 
can at present be submitted, and from a cursory 
view of the progress of the Railway system abroad, 
a very brief consideration of the advantages, which 

written, but the limits of a report will not admit a description of 
them. 

* Adamson's Sketches of Information on R ailroads. New
castle, 1826. 



may be expected to result from the proposed road., 
will close the report. 

The benefits resulting from society are increased 
in proportion as the circle is enlarged, in which a 
moral, intelligent, and industrious population can 
contribute to relieve the wants of each other. The 
more intimate and direct the intercourse between 
those, who are bound together by the ties of a 
common government and common interests, the 
more effectually will they be able to minister to 
their mutual necessities, and to afford mutual aid 
in promoting all useful objects. The transaction 
of business, which was formerly intimate and con
stant between the western counties of the state 
aud Boston, has gradually diminished and become 
almost nothing. The improved modes of the navi
gation of the Hudson have made the county of 
Berkshire, for all purpose of trade, an appendage 
of tho state of New-York. · 

Other causes have produced a similar effect, dif
fering only in degree, on the counties of Hampden 
and Hampshire. This effect will be still further 
extended by the improved navigation of the Con-
necticut river, by means of the locks, now con- I 

structing at Enfield falls, and by the Hampshire 
and Hampden, and the Blackstone canals. In the 
transfer of the trade of the five western counties to 
markets out of the state those fUOral influences, to 
be derived from habits of soc\al intercourse and 
feelings of mutual dependence, which give har-
mony and effect to all efforts for the public welfare, 
will be diminished. · While the internal improve-
ments above alluded to should be considered as 



45 

matters of indefeasible right to those citizens, woo 
are interested in them, and as s~ch should be cher
ished by a liberal policy of the government, it is 
well worthy the serious efforts of those sections of 
the Commonwealth, having a different interest, to 
make corresponding improvements, which may 
serve not only to maintain the ancient relations 
between the remote parts of the state, but to pre
serve and increase our own resources, and to place 
the whole Commonwealth, if possible, in a condi
tion of more intimate and cordial union. 

The City of Boston is belie~ed to afford, either 
for agricultural produce or foreign productions, 
one of the best markets in the Union. And if it 
possessed the advantages of easy access with the 
interior for the transportation of produce and 
rnerchandize, and the cheap and rapid conveyance 
of persons, there can be little doubt that it would 
maintain a successful competition with its rival cities 
at the south. The country, through which the 
several routes of the proposed Railway pass, (in
cluding the route of the canal survey by Miller's 
and the Deerfield river, on which, it has been sug
gested, the passage across the mountain to the 
Jfoosac river might be effected by stationary en
gines,) has a dense population of industrious ha
bits, possessing enterprize, . which will soon find 
the market that shall offer the highest reward for 
the fruits of their labor. The present means of 
access to other markets should not therefore su
percede the demand for a readier one to that, with 
wbi<:.h most of their business has heen transacted 
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in former times, and which with equal facilities of 
communication would still have the preference. 

But in addition to the object of preserving the - . 
trade and profitable intercour§e of our own citizens, 
the proposed Railroad may be regarded as a high
way, that will lay· open to us a commerce with a 
vast and rich country beyond our own limits. The 
i~ternal improvements of the state of New York 
have made Albany and Troy the central commer
cial points of an immense country, already rich and 
populous, and increasing faster in population and 
wealth than any other part of America. 

The proposed Railroad will form a direct com
munication between Boston and these most impor
tant points. If Boston were considered only as a 
seaport, carrying on with abundant capital, and 

~ every facility possessed by any other sea port, an 
extensive foreign trade, it is manifest that a Rail
road, by which a portion of the benefits of this 
trade might be connected with the commercial 
channels of the western and northern country, would 
be of great consequence. But it is not only as a 
mart of extensive foreign trade, which might mostly 
be carried on through the port of New York, that 
she is to seek the ad vantages of this new channel 
of communication with the western country. It 
is the accommodation . of the centre of an every 
day increasing domestic trade, where will be 
brought the products of that manufacturing indus
try, on which New England must rely as the chief 
source of her future prosperity and wealth, that 
seriously demands the consideration of the whole 
state. Nor can the manufacturing interest of New 
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England look. with mOl'e confidence to any section 
of the United States than to that, which is already 
furnished with the means of a direct communica
tion with the Cities of Albany and Troy, for an 
exchange of her manufactures for the agricultural 
produce of the. west. This trade to a considerable 
extent already exists, and is daily increasing. It 
will be more rapidly enlarged in proportion as 
facilities are provided for its accommodation. The 
present channel for it by sea, and riv·er navigation, 
though not expensive, is long, dilatory, and danger
ous. 

Should it appear in the sequel of the investiga
tion, that a Railway conveyance may be accomplish
ed probably at near the cost of the present sloop 
navigation, insurance included, with all the advan
tage of greater speed, greater safety, and greater 
certainty, who can appreciate the importance of 
the measure ? . 

The effects above contemplated, it may be pr.e
sumed, will be more sensibly felt in the City of 
Boston by the greater extension of its trade, and 
the greater abundance and cheapness of its sup
plies, and, in those parts of the state through which 
the road will immediately pass, by such an increase 
in the value of real estate, as will bring it to a near 
comparison with that in the vicinity of the capital. 
An increase of property in the state of New York, 
from a similar cause, the construction of the great 
canals, has been lately estimated, in an official 
document, to amount to $100.000.000 

The manufacturing business renders a heavy 
transportation to and from the _seaboard necessary: 



and it will increase in amount and productiveness 
in proportion to the facilities of transportation that 
are afforded to those parts of the country, where 
water power may be found. 

There are many valuable powers on most of tho 
rnutes examined, whichare still unoccupied, partic-
ularly on the Chicopee and Westfield rivers. These J 
would increase in value by the establishment of the 
road, and, in return, would afford to it employ-
ment and support, by the works that would be 
erected upon them. . 

These views might be much extended, but it is 
the object of the Commissioners to submit facts 
upon which opinions may be formed, rather than 
to engage in any speculative discussion. 

The foregoing remarks are predicated on the 
supposition, that a Railroad from Albany to Boston 
will practically afford as cheap and more rapidly all 
the accommodation of a canal transportation. In 
this relation the question of expediency has pre
sented the most difficult branch of the enquiry, 
and, tmtil a precise estimate of the cost of the road 
ean be had, it is impossible to arrive at any very 
definite conclusions. 

Aware of the difficulties attending this part of 
the investigation, the Commissioners requeste the 
Railroad Committee of the city of Boston, to ob
tain such information as might afford a basis for 
calculation of the amount of transportation, that 
would probably be accommodated by the proposed 
road. Circulars were accordingly sent out, and 
mqch valuable information has been received. 

The towns in the following Table have been se
lected, as affording fair data for an average of the 

• 



49 

amount of transportation upon other towns conti~ 
guous to any of the routes proposed, and as a few 
of the largest towns cannot come into the c.ompu~ 
tation for this average they are omitted·, · 

A TABLE, 
Showing the amount of transportation between, 

the several towns named, and Boston, Albany, Hud
son, or Hartford, and exhibiting the population of 
each from the census of 1820. The column of im~ 
port shows the quantity of flour, salt, fish, rum, su~ 
gar, molasses, iron, steel, hardware, plaster, glass, 
dry goods, and other articles, annually brought into 
each town, principally by traders for consumption, 
near1y all of which is brought by hired carriers. 

. The column of exports shows the amount of cheese, 
butter, beef, pork, cider, brandy, flaxseed, oats, 
wool, poultry, and other produce, nearly all agri
cultural, annually carried to Boston, or other towns· 
above named. The column of freight shows the 
price per ton usually paid for transportation to or 
from the principal market for each town. The last 
column shows the population of the several towns 
in 1820. 

Imports. E:tport~. Frright, Population. 

Tons. Tons. 
Becket, 120 150 $10 00 984 
Granville, 200 250 5 00 a 6 00 1643 
New Salem, 180 100 15 00 2146 
Tolland, 207 250 8 00 a 10 00 692 
Shirley, 250 :'300 6 66 922 
Stockbridge, 260. 165 5 50 a 6 50 1377 
Cummington, 150 100 20 00 1060 
Buokland, 50 80 20 0() 1037· 

7 



5b 
I,nports. E xports. Freight. Popu.!ation . 
Ton s. To11s. 

Chesterfield, 97 37 $20 00 1447 
Savoy, 75 34 30 00 852 
Hinsdale, 78 18 10 00 822 
Belcher,town, 200 50 16 50 2426 
Lee, 320 20 5 50 1384 
Charlemont, 140 50 108 
Dalton, 104 10 7 50 917 
Southampton, 150 20" 5 00 1160 
Western, 250 400 10 00 1112 
Leominster, 400 7 00 1790 
Grafton, 300 275 7 50 1154 
Phillipston, 50 53 10 00 916 
Lunenburgh, 160 67 7 50 1206 
Lenox, 400 1315 
G. Barrington, 425 1908 
Leicester, 300 8 40 1252 
Framingham, 750 380 3 33 2037 
Chester, 250 40 20 00 1526 
Blandford, 102 127 1515 

5968 2976 35681 
The amounts here stated are exclusive of the 

transportation to neighbouring towns, and also ex-
elusive of manufactured articles, and of raw mate-
rials for manufacture, which in some of the towns 
amount to much more than those included in the 
statement. In some the exports are entirely omit
ted, because they are incorporated in the returns 
with the manufactured articles. The ebject has 
been to take only such towns and such classes of 
articles as would constitute a fair average, in pro
portion to population, of the imports for consump
tion, and of the exports of surplus produce of the 
agricultural towns in the interior and western parts 
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of the state. Calculating upon the supposition.., 
that the imports of merchandize, and the exports 
of produce here described, in the other towns, are 
in the same ratio to their population, as · in the 
towns here enumerated, the amount of the former 
in the five western counties would be about 32/-)00 
tons, and of the latter, 16,000, making together 
48,000 tons. But, in addition to the transportati~n 
of articles of these descriptions, that of manufac
tured articles, and of raw materials for manufac
ture, is very great. Their aggregate amount, how~ 
ever, it is impossible to ascertain, the returns being 
too imperfect to show it. The return from Spring
field, which appears to have been made with care, 
states the amount of imports annually into that town, 
at 7,000 tons, and of exports, at 5,000. Among 
the imports, besides flour, groceries, hardware, 
English goods, and other merchandize for the con
sumption of the inhabitants, are cotton, iron, rags, 
and other materials for their manufactories in the 
town and neighbourhood. And among the exports; 
are 15,000 stands of . fire-arms, manufactured for 
the United States, cotton goods, paper, gin, beer, 
ale, and other manufactures. The amount of these, 
it states, is fast increasing. The transportation is 
principally by the Connecticut river, the freight to 
and from New-York being from $3 to $4 a ton,and 
to and from Boston, from $4 to $5, by water, and 
$20 by land. The imports into Northampton are 
stated at 8,700 tons, consisting of merchandize for 
the consumption of the town and neighbourhood , 
and raw materials for various manufactures; and 
the exports, at 500 tons. From 20,000 to 30,000 

I· 
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bushels of wheat, from the Erie' Canal, are brought 
annually by way of New-York, for the supply of a 
flour-mill in the town. A:11ong their manufacto~ 
ries are woollen factories, tanneries, a paper mill, • 
and many others. The cost of transportation by 

. land to Boston, is .from $17 50 to $18 a ton; by 
'water from $6 to $8. The imports into the town. 
of Lee, of raw materials for manufacture, princi
pally from the Hudson river, for the supply of sev· 
en paper mills, one forge, two furnaces, two wool
len manufactories, one powder mill, and other works, 
are stated at 944 tons annually. The exports of 
manufactured articles, including 400 tons of paper, 
75 tons of iron,. 100 tons of iron castings, 4 tons 
of cloth, 25 tons of powder, 10 tons of wagons 
and wheel hubs, 30 tons of grave stones, principal
ly to the Hudson river, are stated at 1,021 tons. 
The average cost of transportation is $5 50 a ton. 
The imports info the town of Millbury are estimated 
at 300 tons fromBoston,and 50 tons from Providence; 
the exports at 7 50 tons to Boston, and 100 to Provi
dence; cost of transportation, $8 a ton. The ex
ports from Great Barrington to New-York, through 
Hudson, of manufactures, agricultural produce, and 
lumber, are estimated at 1,520 tons annua.lly. From 
Hinsdale: 370 tons of lime are stated to be carried 
annually to Springfield and Northampton, at the cost 
of $8 a ton. The lime is said to be of the best 
quality, and that the quantity would be much in
creased, if the transportation were less expensive. 
From this town, it also appears, large quantities of 
lumber might be supplied, and that_potatoes of the 
best quality can be afforded in almost any quantity, 
for 12 or 14 cents a bushel. Similar statements are 



tnade in reference to other towns. Several towns 
in Berkshire furnish a great abundance of marble 
and limestone, and of the·best of iron ore. Other 
\owns might be named, in wliich manufactures are 
carried on • to a great extent. The large transport 
to and from the Ware Factory, which has hereto
fore been carried on by wagons from Boston at a 
heavy expense, has been recently diverted chiefly 
through the Connecticut river. 

By taking another view of the results presented 
by these returns, a further proof will be afforded of 
the great amount of transportation to and · from the 
towns along the line of the proposed Railroad. 

Taking 35 towns, large and small, which it is 
believed afford a fair comparison with other towns 
in the state, the average amount of transportation 
is 740 tons to each, annually. This is principally 
done by hired carriers. There are thirty-eight 
towns through which the southern main route pass
es between Boston and Albany. 

These with an equal number adjoining, on each 
side, make one hundred and fourteen, which at the 
same average, give a transportation of 84,360 tons 
annually. 

, From the same sources the number of passengers 
in stage coaches between Boston and Albany 
cannot be fairly computed at · less than 30,000 
annually. The increase of travel in stage coach
es on a Railroad must be immense. 

"Railway coaches are now plying regularly, 
one between · Darlington and Brusselton, which 
runs once a day and back, and two between Dar
lington and Stockton, which run twice a day each 
wa_y, carrying from 21 to 26 passengers each." 

' 
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" Such then is the great attempt to establish the 
use of Railways for the general purposes of trav
elling, and such is the success with which it has 
been attended, that the traffic in this way is already 
great, and considering there was formerly no coach 
at all on either of the roads along which the Rail
way runs parallel, quite wonderful." 

" A trade and intercourse has arisen out of 
nothing and nobody knew how. It was unlooked 
for even by the promoters of the Railway them
selves, who now draw at the rate of £400 or £500 
a year for the coaches alone ; and altogether, the 
circumstances of bustle and activity, which now 
appear along the line, with the crowds of passen
gers going and returning, form ,a matter . of sur
prise to the whole neighbourhood as well as the 
public. ln our next article we shall conclude the 
subject of Railways by illustrating the importance 
of these facts, and going into details of their appli
cation, particularly to the conveyance of the mails 
between Edinburgh and London."-Adamson's 
Sketches, 1826. 

The information in the returns and the results 
deduced will not appear extravagant, when the 
very dense population is taken into co.nsideration. 
In the towns through which the southern main route 
passes, it amounts, to 70,000 by the last census. 
Add to this the two tier of towns cont~uous, and it 
amounts to 210,000. This estimate. would not 
vary much in its application to any of the routes 
proposed. This calculation is made on the busi
ness of the interior, and between the terminating 
points of the route. Boston and Albany and their 
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immediate vicinity are excluded. Boston-and it~ 
vicinity within a circle of 20 miles give a popula
tion of 160,000. 

It is to be regretted, 
1

that the evidences of the 
amount of business, which would be aided by the 
proposed road, are so incomplete ; they are, how
ever sufficient to :a;how, that to provide a cheap and 
easy transportation, in the place of that, which is 
now carried on to so great an extent at a heavy 
cost, must be an object of immense magnitude. 

These proofs are corroborated by various oth -
facts and statements, which have heretofore been 
communicated to the public. On an investigation, 
which was made several years since, in reference 
to the expediency of undertaking the Blackstone 
Canal, it was ascertained, that the amount of tran
sportation · to and from that part of the County of 
Worcester, which would be accommodated by it, 
exceeded 15,000 tons annually. Returns were 
also made to a Committee of the Legislature about 
one year since, from a number of towns in the 
County of V{orcester, comprising about one third of 
the population of the county, from which it appeared 
that the annual amount of transportation between 
those towns and a seaport, principally Boston, was 
9,000 tons. The same ratio applied to the whole 
county would give 27,000 tons. 

The three counties cin ' the Connecticut river 
probably demand an equal amount, and the County 
of Berkshire, an amount varying nearly in the same 
ratio as its population. What proportion of this 
transportation would be effected by means of the 
Railroad must be left at present to conjecture. To 
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this i~ to be added the support to be derived from 
Vermont,New Hampshire, and Connecticut, through 
the channel of the Hampshire and Hampden Canal 
and the Connecticut river. 

Without, therefore, attempting to give any defi
nite estimate of the amount of transportation upon 
the Railroad, it may" be very safely assumed that , 
such a road would become the channel of a very 
extensive business, important to all parts of the state, 
and tending to increase its populn,tion and wealth . 
. , ;Should it appear, in reference to the present stage 
01 the inquiry, the little time allowed them, their 
limited sources of )nformation, and the incomplete 
state of the survey, that the Commissioners have 
gone somewhat prema~urely into the consideration 
of the question of expediency, they trust that their 
increasing convictions of the importance of the 
project, and consequent solicitude, that it may en
gross much of the public attention, will be a suffi
cient apology. 

The adaptation of the Railway system to the 
mountainous country of New-England, renders it 
the only one that can afford us extensively, the in
estimable benefits of an "internal improvement." 

NAHUM MITCHELL.~ .. 
SAMUEL M. McKAY,· ~ Commissioners. 

JAMES F. BALDWIN, fngineer .-

January 28, 1828. 
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