








[Document H.

BY THE HOUSE OF DELEGATES,
January 18, 1845.

Read and ordered to be printed. •

COMMUNICATION

FROM THE

PRESIDENT AND DIRECTORS

OF THE

CHESAPEAKE AND OHIO CANAL COMPANY,

TO THE

GOVERNOR OF MARYLAND.





COMMUNICATION

Office OF THE Chesapeake and Ohio Caxal^
Company, Frcdericlij January 15th, 1S45. 3

To His Excdtenaj, Thomas G. Pratt,

Governor of ^laryland.

Sir:—In tlie sixteenth Anniuil Report of the President and Di-

rectors of this company—a copy of which was transmitted to yonr
predecessor in office, and by him was sent to the Leffislatiire in

connexion with his nnnual message, we gave a detailed account

of the transactions of the company down to the Slst of May, which
was the end of our fiscal year. With a view of presenting to the

General Assembly a history of the operations by l!ie company dm-
ing the entire calendar year of 1814, and of exhibiting the financial

condition of the company at the close of the year, we have deemed
it expedient to make this additional comm jnication.

In the appendix will be foimd several talnilar statements of the

cleik and treasurer, to which we respectfully refer for information

in regard to the fiscal afllairs of the company on the 31st of De-
cember, 1814.

No. 1, is a general statement of the debts and credits of the

company.

No. 2, is a particular statement of the debts due to the State of

Maryland, including principal, interest, and guarantied dividends.

No. 3, is a particular statement of the debts of the company,
otiicr than those due to the State of 3Iaryland, including principal

and interest.

The 0.^21,475 sterling coupons cut from bonds or redeemed and
paid by this company in pait payment of the first half year's inter-

est guarantied on the bonds issued by the Slate of Maryland in

favour of this company, imder the acts of December session, 1838,
chapters three hundred and eighty-six, and three hundred and
ninety-six, of which we have spoken in our last annual re^'"*'



(pages IS and 19) are still in ihe hands of the company, ready to

be delivered up to any officer of the State properly authorised to

receive them. Pursuant to the purpose announced in the para-

graph alluded to, we have since tendered them to the present

Treasurer of the State—but like his predecessor in office, he also,

declined to receive them, on the alledged ground of a want of au-

thority to do so. We would, therefore, respectfully suggest, that a

resolntion be passed by the General Assembly, authorising and di-

recting the Treasurer to receive and receipt for the same, in order

that they may be cancelled and destroyed at the time, and in such

manner as may be provided for the cancellation of the coupons

received by the State in pa3'n]ent of its taxes.

During the past year the Canal has been subjected to but few
casualities. Only two slight breaches occurred, which interrupted

the navigation but a fi;\v days, and a suspension of about three

wrecks, took place during the excessive drought in the month of

Septembei, in consequence of the low water in the river, and the

defective condition of Dams No. 4 and 5. These Dams were

prosnptly repaired so as to allbrd a sufficient present suppl}'^ of

water for the navigation ; and, with the addition of a ("ew more re-

pairs, and gravelliiig, which ought to be attended to as soon as the

campany can conunand means to accomplish it, a recurrence of a

similar state of things would be thoroughly provided against. In

the annual report of last June, the Board indicated certain im-

provements on the Georgetown level, and its appmtenant works,

which were called for W a due regard to a judicious economy.
Since then, though not to the extent recommended, the Board

have caused some improvements to be made on that part of tlie

line, and have contracted for others, w^iich are now in progress,

and will be completed during the winter. The improvements
finished, are the tightening of the Litde Falls feeder, by which
that level is supplied with water, and the raising of the guard banks

of the canal at such points as are most exposed to the oveiflow of

the river. The improvement in progress is the construction of a

tumbling waste, two hundred and fifty feet long in the clear, which
it is thought will hereafter furiiish a sufficient security against

breaches, on that portion of the canal in ordinary freshets. The
Board have only been deterred, from making this improvement of

the dimensions mentioned in the June report, by the limited ex-

tent of their means. In addition to the work above mentioned,

the Shenandoah outlet lock, near Harpers- Ferry, has been raised

at its river end, and the adjacent canal banks somewhat elevated.

This also has been a point, where breaches have been frequent

from the overflow of the river, but the improvement alluded to will

hereafter form an effectual barrier, and render this part of the line

secure. The whole sum expended in the above mentioned im-

provements to the close of the year, amounts to ,'}!^2,9S1, and the

entire cost, when completed will not exceed .^5,500.

The saving from breaclies may more than compensate for this

outlay in a single \p',\r.
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'I'lie toial ie\emie of the company lor ihc yem ftidiiii/, ilie .'ilat

of December, 1844, amounts to the sum of .*;5;'>,H9 1 I «»

And was received fiom the following- sour-

ces, to wit

:

Tolls (for flie receipts of each mouth see

Appendix, No. l,) !|s52,657 49
Water Rents. 2.555 00
.Mole Kenls, 390 OO
Rents of Houses, 291 67
And the current expenses of tlie year end-

ing as aforesaid amounted to the sum of .">;47,2S7 60
As follows to wit

:

Tmproveu>ents, or work chargeable to con-

sU-uction,
'

;s2,0Sl 00
Repairs oniinary. 18.986 34
Repairs extraordinary being principally i

unfinished work from tlie breaches > *
4,385 00

of 1843. >
Salary of Presideur. 1.000 00
Pay of Directoi-s, 720 00
Salary of Clerk, 1,500 00

Treasurer, 1,200 00
'• Chief Engineer, 2,000 00
" Three .Superintendents, 2.400 00
" Collectors, 1,350 00
'" Lock Keepeis, 7,903 5S
" Orticc rent, Law. and other ex-

penses, 2.801 68

Leaving a siuplus of income over the ex-

penditures in the year 1844, of $8,606 50

Of ihis amount there was in the Treasury or in transitu on the

1st of January, inst., the sum of ,*^4,295 97, which was retained

to meet the current expenses, and supply any deficiency that might
arise during the winter, when the navigation of the^anal will be
closed by ice, and the residue, together with the larger portion of
the fimd appropriated to the purpose, as mentioned in the annual
leport, have been disbursed in payment of loans negotiated with
the Banks, to meet the pressing demands of the company in the

year 1843, and of debts due and in arrear for annual exjienses.

The balance still due and unpaid for repairs and annual expenses

from previous years according to the statement of the Treasurer

and Accountant is $50,000.

This beinjj a debt chargeable on the gross revenues, will be paid

by the remaining means in possession of the company to the ex-

tent thereof, and the residue by itistalments, from time to time, as

a suiplus may be realised over the amount necessaiy to defray the

current expenses, which by a regulation established in April last,

are now paid in cash as they accrue. The benefits of this regula-

tion have Adly met the expectations expressed by the Board in



their annual report, as is clearly demonsUated by ilie dimiiuilion

in the ordinary expenses of tlie nine months, during which it has

been in operation.

The total current expenses of the year 1844, notwithstanding

the extra outlay of $2,981, for iviprovements as we have before

mentioned, exhibit a decrease of ,^1,5G2 34 compared with the ex-

penses of 1842, and of $;36,5()5 14 compared with those of 1843,

as will appear from the following summary:
1842. 1843. 1844.

Costs of repairs ordinary, and
J

extraordinary, including work V
,
126,750 ^61,957 61 ^-26,352 40

chargeable to construction. )

Pay of President, Directors,"!

Clerk, Treasurer, Engin'r, Su-

perintend'ts, Collectors, Lock-
J>

22,100 21,835 19 20,935 26
keepers, office rent and all oth-

er charges. J

148,850 |j83,792 80 $47,287 66

These totals show the entire expenses of the company on the

finished portion of the canal to be for the year 1842, $363 per mile

per annum ; for 1843, $623 per mile per annum ; and for 1844,

$351. 3^^ per mile per annum. The expenses of 1842 have here-

tofore been regarded as a fair standard of the annual expenses of

the company, and the large expenditure of 1843 is atdibulable to

extraordinary causes, which have been fully explained in foimer

communications and reports. We think we are fully warianted in

saying, that the expenses incurred during the last year are less than

those of any previous year, since the canal has been finished to ils

present navigable terminus. And, whilst we have the satisfaction

to make this statement, we may also add, that the trade on the ca-

nal has been greater, and the actual ovailahle revenues of the com-

pany have been larger than was ever before realised in a single

year. It is true that according to the published statements of the

company thotolls in 1 841. appear to have amounted to $57,012 29,

and in 1842 to $56,005 80, but during those years and for several

years previously, they were to a great extent receivable and collec-

ted in the depreciated scrip of the company, wiiich diminished the

scrip debt, but added little to the available means of the board, and
the tariff of lolls on the principal articles transported on the canal

was, in the years above named^ raised to the liiglied point author-

ised by the charter, so that, as far as practicable, the increased charge

might make up for the diminished value of the larger portion of

the funds, in which it was paid. In this way the nominal receipts

of the year 1841, and 1842 were considerably augmented, but at

the same time, as in the two years immediately preceding, the ac-

tual current expenses of the company were in a great measure left

unpaid. These unliquidated balances, and, the deficit of 1843^
form the debt in arrear for repairs and officers salaries, which the

Board are now discharging in the manner alluded to.



Oil tlic '2Ulli of June, 1843, tljc tolls on llie principal arliclca of

tran3poi(alion, were restored to their former cash rates, and current

bankable funds were required in all cases to be paid. During the

tw'i) precedin<T years, to wit, from the 1st of May, 1841 to the 20th

of June, 1843, the toll on Hour, from which by far the largest por-

tion of our revenue is derived, was at the rate of two cents per ton

})er mile for any distance it might be transported on the (Janal. 13y

I he regulation of the 20th of June, this toll was established at two

cents per ton per mile for the first twenty miles, and one and a

half cent per ton per mile for the residue of the distance, and these

rates have ever since been uniformly maintained. Although
ihe toll thus charged on Hour on the Chesapeake and Ohio Canal

is much higher than the toll on the same article on the New York
Canals, or lor equal distances on the Susc|uehanna and Tide Water
Canals, the cost of transportation on our Canal is less than that

upon any other improvement that can come in competition with it

ior the trade in question, and the fruitless effort made by the Balti-

more and Ohio Kail Road conrpany, to withdraw the flour trade

from the Canal to their road, by a reduction of their charges on the

10th of October last, has only tended to demonstrate more clearly,

the utter inal)ility of that road to compete with the Canal upon
equal terms in the transportation of heavy freight. Notwithstand-

ing the Rail Road company reduced their charges on Hour about

one-fourth of their previous rates from points within the range of

the Canal, the reduction has in no perceptible degree affected ihe

trade of the Canal. The number of barrels of flour transported on
the Chesapeake and Ohio Canal during the last year, compared
with the two preceding years, is as follows:

1842. 1843. 1844.

151,966 barrels. 156,242 ban els. 172,796 barrels.

The large increase of the Hour trade on the Canal during the

past year, as thus exhibited, is principally attributable to the fact,

tbat the farmers and millers of the western counties of Pennsylva-
nia, bordering on this State, have found out that the Chesapeake
and Ohio Canal aHbrds them the cheapest and most convenient
moile of transportation to market, ami the> have consequenti)''

adopted it as their route. The trade from that quarter is gradually

increasing, and we think it will continue to increase as the facili-

ties offered by our Canal become more widely known and ap-

preciated.

The whole amount of coal carried down from Dam No. 6 during
the past year was 4,871 tons. This falls short of what was ex-

pected at the time the arrangement was made with the Baltimore

and Ohio Rail Road company, as mentioned in the special report

of the 16lh of Noveml)er, 1843 ; but the partial failure is suscepti-

ble of an easy explanation. Previous to the formation of that ar-

rangement, and down (o the period of its consummation, we were
informed by the coal dealers, at whose instance it was proposed,

that the Rail Road company had positivelv declined engaginij in

the transportation of coal on their road as a regiHar business, but
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merely consenled to ciury it occasionally, wlieu there was a defi-

ciency of other freight (o make out their usual trains. This com-
pany, consequently, had good reason to expect that by etiectingthe

arrangement tlie whole existing coal trade of the Cumberland re-

gion would be carried on the Rail Road to Dam No. 6, and be there

transferred to the Canal. Very soon, however, after the arrange-

ment in question was entered into, the Rail Road company depart

ed from what was regarded their settled policy, and made a con-

tract with the Maryland and New York coal and iron company,
which is, at present^ by far the most extensive operator in the coal

and iron business in Allegany county, by which they secured to

themselves exclusively the monopoly of the (rade of that company
for live years. The contract provides for the transportaiion of 52,-

500 tons of coal, iron, &c., on the Rail Road to Baltimore, at a

charge of only one and one-third cent per ton per mile, whilst from

Cumberland to Dam No. 6, the charge is tv»'0 cents per ton per

mile. By this operation much the largest portion of the trade, this

company immediately calculated upon in making the arrangement,

has been diverted from the Canal to the Rail Road, and the quan-

tity of coal carried down, being mainly the produce of individual

operators, has consequently been small.

In view of this plain brief statement, we think the Rail Road
company have but little cause for the self-complacency with which
they comment upon the failure of the arrangement to realize to the

extent expected, the partial and tempoiaiy advantages we antici-

pated from it.

In their last annual report, and on other occasions the Rail Road
company have alluded with particular emphasis to the fact, that in

proposing the arrangement this company based their estimates of its

feasibility upon the charge of two cents per ton per mile, between

Cumberland and Dam No. 6, and did not stipulate foi a smaller

rate. It is true, we did not, and for the plain reason mentioned by
the Rail Road company in their last annual report. "That charge

had been previously established by them as the fixed rote for the

transportation of coal on their road, without regard to time, distance

or quantity," Avhen they consented to carry it, and it was in this

manner that the Canal company desired them to engage in the

regular transportation of the article to Dam No. 6, until the Canal
could be completed to Cumberland, which we then hoped would
be accomplished in about two years, we could not with any sort of

propriety have solicited them to charge less per ton per mile for

that distance, than their "fixed rate" on other parts of their road, or

to Baltimore. Another reason, and we give it in all candor, was,

because we did not believe that the Rail Road company could af-

ford to carry coal for less than two cents per ton per mile, with any
reasonable expectation of profit, and on this point our opinion re-

mains unchanged. Apart from other objections, it appears to us

manifest, that a performance such as that which fomis the basis of

the "revised estimates" of the Rail Road company, would require

a harmony and regularity of operations which are never attained in



ihe cuuceins ol' lliis mundane world, ;ind without wliicli tlieir cal-

culations, however honestly intended, aie purely fallacious.

The Baltimore and Ohio Kail Road company, on pa^c 19 of

their report, state that "all estimates of the actual cost of Iransporla-

Lion upon Enji^lish Railways of which we have any accurate knowl-
edge in detail, are of o. d<ilc so remote as to emhrace only (he earlier

description of locomotive power, possessing" from a third to a fifth

of the capacity of that proposed to be employed on their road in

the transportation of coal, and contemplate the use of a description

of cars weighinr^ one ton and three-tenths, and with a capacity to

carry two tons and six-tenths of coal"—(hat "conforming the actual

cost according to the experience of England and the description of

machinery theie employed to the improved engines and cars to be
used by the Rail Road company, it will be found to correspond

with their present estimates, and to verify them in every particular."

From the above quotations, it will be seen that (he asserted cor-

respondence of the estimates of the Baltimore and Ohio Rail Road
company widi the experience of England, is merely Dased upon
an arithmetical calculation, in wliich (he cost of transportation on
(he English Railways with "(he earliest description of locomotive

power," is first set down, and (he calculated saving by the newly
applied machinery is subtracted from the amount. In this way
the estimates are said to conform to the early experience of Rail-

ways in England.
Now we have been so fortunate as to obtain "accurate knowl-

edge in detail," of (he actual cost of transportation on the Rail

Roads in England, at the present day, under all the lights of

modern improvement, and with ample and urdimiled means to

apply them to use.

During the last summer, Charles Ellet, Jr., Esq., of Philadel-

phia, a civil engineer, who stands in the front rank of his profes-

sion in this country, visited England, and the continent, for the

express pmpose of ascertaining by personal observation and enquiry,

the actual cost of transportation as demonstrated by experience, and
the relative advantages of Canals and Rail Roads in those countries

where the system of modern improvement has been carried to

its greatest perfection. On the of last month, the President of

(his company, vvith a view of obtaining authentic information on
these subjects, addressed to Mr. Ellet, a brief note of enquiry, in

regard to the result of his observations, to which he oi)lit,ingly re-

plied in the highly interesting commimication which will be found
in the appendix marked i\o. 5. Merely premising that 31r. Ellet

is the author of the essay, entitled, "a popular exposition of (he

correctness of the tarilVs of (oil in use on (he public impiovements
of the United States," and with a complimentary allusion, is cited

as auLhorily by the President of the Baltimore and Ohio Kail Road
company, in Document FF. of the last session, in re<rard to "the

principles upon which the rates on which the Baltimore and Ohio
Rail Road are adjusted," we would respectfully invite especial at-
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teiition to the facts ami views, prepenled Ijy him, in the communi-

cation alhided to.

It will there be seen, that every Canal in England, of any con-

sequence, has a Rail Road running along side of it. That the

present actual mimmvm cost of transportation on Rail Roads, is two

cents per ton per mile.

That a half a cent per ton pei mile, though below the average,

is not the minimum of the cost of freiglitj on a good Canal with

horse power.

That the use of Steam Tug Boats, to the transportation of both

freight and passengers, on Canals, has been successfully introduced

in England on Canals, less favorably constructed and located, and

of far inferior dimensions, to the Chesapealce and Ohio Canal.

That the application of this new motive power to transportation

on Canals has so greatly reduced the cost on this kind of improve-

ment, as to set aside all former calculations. (See Mr. Erricsson's

letter referred to on pages 26 and 27, of the last annual Report of

the President and Directors of the Chesapeake and Ohio Canal

Company, in which the cost is set down at one-quaiter of a cent

person per mile.)

That the Rail Roads cannot compete with the Canals, in the

transportation of heavy freight, although the former are constructed

in the most approved manner, and are perfect in their operating

machinery, whilst the Canals in that country, are generally small

and of inferior construction.

That in some instances, the Canals have even been successful

rivals of Railways in the trai.isportation of passengers.

That, where each improvement is confined to its appropriate

sphere of duty, they are "in no sense rivals ;" but mutually con-

tribute to augment each others trade and transportation.

That on the Stockton and Darlington Rail Road, which is the

most successful work of the kind in England, and is said to be

capable of working cheaper than any other in that country, the

charge for the transportation of "Seaborne Coals," is 2^ cents,

per ton per mile, and of land "Sales Coals," about 4-| cents, per

ton per mile.

That on the Taflf Vale Rail Road, which is the competitor of

the Glamorganshire Canal for the coal and iron trade of South

Wales, the charges are,

Iron. Coal.

Foi: the use of the road, - Id. | d.

Locomotive power. id. id.
Cars or Wagons, - - \ d. i d.

If d. lyv d-

Which are equivalent to thiee and a half cents per ton per mile for

iron, and two and five-sixths cents per ton per mile for coal; and

yet, with these charges that the Rail Road company last year,

yielded no dividend to its Stockholders, whilst the Canal company,
its rival and competitor, "has always declared a dividend of eight
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per cent, per aniiiiiii, to wliicli aiuouui, it i.s liiuiicC'l by act uf Par-

liament."

Tlial the result of the coiii])etition for tomiuge Ijetweeii tbe

Londoii and IJirininnliaui Railway, which cost upwards of i$30-,

000,01)0, and the Grand Junction Canal, is that the Canal actually

carries an annual trade of 1,500,000 tons, whilst the Rail Road
only conveys about loO.OOO tons ; and that the incfease of trade

on the Canal, which has taken place since the completion of the

Railway, is equal to the w^ioJe quantity carried by the latter work

—

that both works are, nevertheless, profitable, the Railway, from it.s

passenger receipts, the Canal, from its profits on tonnage.

That the Birmingham and Liverpool Junction Canal, and the

Crand Junction Railway, both of which went into operation about
the same time, arc competitors with each other, and joint competi-

tors of an earlier improvement—that the Canal now carries nearly

400,000 tons per annun), and the Railway about the fourth part of

that quantity.

That the Leads and Liverpool Canal, which is mainly supported
by its coal trade, carried, in 1832, 472,000 tons, and in 1843, 801,000
tons, whilst the Liverpool and Manchester Rail Road, which oflfcrs

a much shorter route from the Coal field to iiiverpool, and whicli

has been in operation since 1832, has, at this time, an annual trade

of only 180,000 tons.

We have thus culled from the communication of Mr. Ellet, and
epitomised, a few of tire most striking facts, developed by his ob-

servations. To be fully understood and appreciated, however, the
whole communication should be read. It will be sufFicicnt, we
think to satisfy tire most incredulous, that, when finished to Cum-
berland, the Chesapeake and Ohio Canal, need entertain no ap-

prehension from the rivalry and competition of the Baltimore and
Ohio Rail Road, and that the experience of the Rail Roads in

England, which are "incomparably superior to any results which
we have obtained, or are likely soon to obtain in this country," is

altogether at war with "the revised estimates."' It is not our pur-

pose to dwell again upon the manifest and extreme impolicv of

stopping the Canal at Dam No. (j, in the vain hope of making or

using the Rail Road, to any important extent, as a feeder to its

trade at that point. In the special Report of the 16th of Novem-
l)er, 1843, and again in the IGlh Amuial Report, which is now in

the hands of the Legislatme, wc have fully discuj^sed this subject.

In l!ie las* mentioned Report, we have met the question in the

form in which it now presents itself, and we, will here merely add,
that the recently developed policy of the Rail Road company, and
all our subsequent observation and rellections, have only tended to

strengthen and confirm the opinions we (herein expressed. We
believe that the effect of such a measure, would, for the time be-

ing, be a virtual surrender of (he Canal, tothe mercy of a rival corpo-

ration, which ii! even now seeking to deprive it of the slender trade,

upon which it depends for its support. We cannot think that the

J^egislalure of Maryland, will consent to a course so suicidal, and
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so unjust. Suicidal as regards the great interest whicli liie Stale

has in this work, and unjust, as respects the numerous creditors to

whom the company is indebted, for work done in the construction

of tiae Canal, some of whom, with claims on the company to the

amount of thousands of dollars, are now in absolute poverty,

anxiously looking to the completion of the work as their only

hope of relief. It may not be improper, in this connexion to pre-

sent briefly to the view of the Legislature, the vast difference be-

tween the State's interests in the two works.

In the main stem of the Baltimore and Ohio Rail Road compa-
ny the entire available subscription of the State at this time

amounts only to $500,000.

In the Chesapeake and Ohio Canal company the interest of the

State on the 1st January, 1845, is as follows :

Original subscription, as a common stockholder of the company,
under the act of 1825, chapter 180, sec. 19, 8500,000 00

Subscription in stock and debts of the Potomac
company, which cost the State, 163,724 44

Subscription under the net of 1833, ch. 239, 125,000 00
Do. (preferred stock) 1835, ch. 395, 3.000.000 00
Do. (preferred stock) 1838, ch. 396, 1,375,000 00

Amount due foiinterest, &c., on the amount sub-

scribed for the preferred stock, which was
guarantied by mortgage for three years, end-

ing 1st July, 1842, 663,611 94
Guarantied dividends in arrear to the 1st January,

1845, and payable out of the nett profits of

the Canal, 656,250 00
Loan to the Chesapeake and Ohio Canal compa-

ny under the act of 1834, ch. 241, 2,000,000 00
Interest due and in arrear on said loan to the 1st

January, 1845, 655,000 00
Premium charged by the Treasurer of Maryland

for converting paper into coin to paj'^ such

part of said interest, as has been paid from

the Treasury, 9,975 00

Amount of the entire interest of the State of Ma-
ryland in the Chesapeake and Ohio Canal

company on the 1st January, 1845, |)9,148,561 38
According to the recent report of the Treasurer of the Western

Shore of Maryland, the sum of .$7,194,666 67 of the funded debt

of the State, to pay the interest on which, the people are now tax-

ed, was contracted on account of the above mentioned investments

in this company.
In your inaugural address, you, sir, liave well said, that "a suffi-

cient time has transpired to enable us to say, that this inveslment

will, WITHOUT FURTHER LEorsLATioN, remain a continued bur-

then upon the State, until it is paid off by the operation of the

sinking fund established by existing laws"~and that "the true
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interests of the State require tlio completion of the Canal to a more
western terminus tlian Dam No. G." In tlic expression of these

sentiments, you l)ut gave your olTicial sanction to opinions which
we have long entertained, and a conviction of the truth of which,
has animated and cheered us on, amidst a host of dilliculties, in our
repeated and earnest appeals to the General Assembly. We trust

that the time has now arrived when prompt and ellicient action will

be had upon tliis subject, and that the i^egislature will not tiun

aside their attention to any alternative.

It is true, that assuming their ability to fulfil it, a binding obliga-

tion on the Baltimore and Ohio Rail Road company to carry <on-

nage of every description at the low charge, mentioned by tl>em in

their recent publication, to and fiom Dan) No. 6 in connexion with
the trade of the Canal, whenever and in such quantities as it might
be offered for transportation by any person or persons, and to an
extent adequate to the realization of a revenue suflicient to pay the

annually accruing claims of the State upon this company, might
obviate some of the objections we have heretofore urged in refer

ence to this subject; but such an airangement is altogether unat-

tainable, and we would have no faith iu its endurance if it were
entered into. Incorporated companies may sometimes feel them-
selves justified in agreeing to carry freight at cost, or less than cost,

and even make themselves liable to pecuniary penalties for the non-
performance of stipulated agreements, in order to accomplish spe-

cial objects, or obtain other great advantages, but without such in-

ducements they are not likely to bind themselves by obligations,

and when they do so, and the objects, and advantages are secured,

modes are seldom wanting by which tiiey are enabled to get rid of

the onerous undertaking. I3ut the measure which you, sir, have
suggested, of obtaining, if practicable, a more enlarged and regular

use of the Rail Road to and from Dam No. 6, until the Canal can
be completed, presents the subject in a different aspect, and the

adoption of the same, if it can be effected, should interpose no ob-

stacle to the immediate passage of a law for the completion of the

work. Even if a law were now passed, waiving the liens of the

State, and authorising the company to finish the Canal upon a
pledge of its lesources, in the most favorable view of the case, near-

ly two years must elapse before it could be finally accomplished,
and in the meantime, every expedient should be resorted to, to

augment our revenue, towards which object the one mentioned, if

it can be fully secured, might materially contribute. A further

procrastination of the law for completion, which must sooner or

later be passed, only increases existing evils, whilst the benefits and
advantages that would result from a present (mactmcnl are numer-
ous and manifest. Around the law the Legislature can throw any
guards which prudence may dictate, so as not to impair its efticien-

cy. This company only asks to be relieved from the incumbrance
which now presses it to the earth and paralizes all its efibrt^s for re-

cuperation, in order that it may be able to exercise its own ejiergies

to recover its position, and in due season afford some lelief to the
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State. From present indications, the Legislature is determined to

pass all laws necessary to reinstate the credit of the State and meet
its liabilities, and a law providing for the completion of the Chesa-

peake and Ohio Canal, would, in our opinion, be an important

auxiliary to any system that may be devised in that behalf. The
two classes of laws would mutually contribute to the efficiency of

each other. As regards the money market, the present appears to

be a propitious time, for obtaining the funds to finish the work

—

capital is abundant, and the tendency of the day is to investments

in internal improvements. The Canal sites having long since been

occupied, numerous Rail Road companies have recently been in-

corporated in England. It is stated in the public journals, that

within the last twelve months nev\' companies have commenced
operations in that country with an aggregate capital exceeding fifty

millions of dollars, whilst, as, will be seen from Mr. Ellet's com-
munication, the stocks in the old Canal companies, still range at

from double to nearly ten times their par value. We hope, there-

fore, that the State of Maryland will allow this company to avail

themselves of the present opportunity, that if the Legislature should

advise a further arrangement with the Baltimore and Ohio Rail

Road company, it will only be one of a subordinate and auxiliary

character, and after an ejficicnt law shall be passed, providingfor
the completion of the Chesapeake and Ohio Canal, at least to Cum-
berland, at the earliest jjracticable period.

We would also respectfully state that the funding of the existing

debts of tire company and placing them on an equitable basis is a

measure called for by considerations of both justice and expediency,

and calculated in its effects the promote the general interests of the

company. ISo system for the re-establishment of the faith and
credit of the company can be perfect without a measure of this

chaiacter, and we therefore, earnestly commend it likewise to the

favorable consideration of the General Assembly.

By order of the Board,

JAMES M. COALE, President

Of the Chesapeake and Ohio Canal Company.
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STATEMENT NO. 2.

/flowing the amount and cliaracler of the Debts due from the

Chesapeake and Ohio Canal Company, to the State of jMary-

land, 'Slst December, 1844. .ii ; ,
,.

Ist. Loan under Act

session, L834,

of December

.
- '^

Interest thereon in arrear to this date.

Premium charged by the Treasur

er W. S. Maryland, for conv^ersion

of paper into coin, -

2nd. Interest—cost of exchange,com-

niissions, &c., on remitting to

London, by the Treasurer W. S.

(o pay coupons underacts of 1838,,

chapters, 386 and 396, -

3rd. Guarantied dividends on the

subscription made in virtue of said

acts, payable out of the nett profits

of tlie canal, - - -

2,000,000 00
655,000 00

9,975 00
2.664,975 00

663,611 94

656,250 00

3,984,836 94

E. E.

Office Chesapeake and Ohio Canal Corapan}^
Frederick City, 14th January, 1845.

ROB. BARNARD,
Accountant.
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STATEMENT NCr. :{.

Of the Debts of the Chesapeahe and Ohio Canal Company, other

than those due to the State of Maryland, 31s/ December, 1844

Thfise consist of

ist. Debts due (o con-

tiacfors.

For Cement supplies^'

old balances unad-i

•justed,. . . I

Unascertained, possibly,'

Upon which Interest

may be demanded,
2nd. Fiscal Debts, viz

:

Bonds to Creditors, .

Acceptances,

On which interest has

acciued,

Promissory notes, (scrip)i

issued and oiitstand
j

ing.

Bonds issued in ex-

change for scrip, .

f 72.036 63

7,296 31

1.000 00
i

.>!^80,332 94

14,400 00

206,934 66
143,965 16

On which interest may
be demanded.

350,899 82

70,350 72

463,792 75

9,328 00

421,250 54

473,120 75

114,729 29
587,850 04

Proposed to C principal debt, . . 904,353 51
bo funded | Interest, . . ; 199,480 01
3rd. Bonds issued to creditors of the'

Potomac company, for claims ad
justed under the 12th section of the

act of incorporation of the Ches.
and Oiiio Canal Co., payable at the

pleasure of this company in virtue;

of a resolution of the stockholders,

passed 24th March, 1834, . . 57..548 42
Amniities (interest on said adjusted

claim?,') in arrcar, . . . 16.086 98

$94,732 94

Carried i\vward. 73.635 40

1,009,100 58

11,103,833 52
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^.ought Forward,
_.iiclaimed dividends of (he Potomac
company deposited with this com-
pany in trust, balance remaining
unclaimed, ....

4th. Debts due and in arrear for cur-

rent expenses and repairs, all which
are to be paid from the accruing

revenues and other means in pos-

session of the company, as nearly

as can be ascertained,

5th. Balances due for lands acquired

and for incidental damages, esti-

mated at,

.

6th. Overdraft in Chesapeake Bank,
Interest thereon say 4yV years.

73,635 40

216 45

4,113 38
1,007 78

1,103,833 52

73,851 85

50,000 00

30,000 00

5,121 16

1,262,806 53

E. E.
Office Chesapeake and Ohio Canal Company,

Frederick city, 14th January, 1845.

ROB. BARNARD,
Accountant.
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STATEMENT NO. 4.

Exhibiting the amount of Tolls accrued upon the Chesapeake and

Ohio Canal for each month of the year 1844.

January,

Febriuuy,

March,
April,

May,
June,
July,

August,
September,
October,

November,
December,

.'ii;6S2
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List of the principal articles and quantities transported on the

Chesapeake and Ohio Canal, during the year 1844, ending-

December 31.

DESCENDING.
Flour, - Barrels,

Whiskey, - "

Wheat, - Bushels,

Cora, - "

Oats, - "

Corn Meal,

Bran and other Mill oflall,

Wood, - - Cords,

Lime, - - Tons,
Lime Stone, - Perches,

Coal, - - Tons,
Pig Iron,

172,796

4,811

199,620

173,023

39,000

15,631

76,683

6,802

1,118

6,127

4,871

443
Lumber, - - Board measure about 1,000,000 Feet

ASCENDING.
Plaster, - - Tons, - 4,838
Sah, - - " - 1,295

Fish, salted, - Barrels, - 2,075

In addition to the above enumerated articles there were tran-

sported considerable quantities, in the aggregate, of other articles,

such as Fruits, Potatoes, Turnips, Ha}^, Straw, Shingles, Laths,

Coopers Stuff, Groceries, ttc. both in the Ascending and Descend-
ing Trade.

THO. TURNER, Clerk.



APPENDIX, NO. 5.

Office Ches. and Ohio Canal Co. )

Frederick, Dec. IS, 1844. j"

To Charles Ellet, Esq., Civil Engineer.

Deah Shi,—Being informed that you have recently returned

from a visit to England, made with a view of examining and as-

ceitaining the extent of trade, and relative advantages of canals and
rail roads, in regard to the cost of transpoitation, I have taken the

liberty of addressing you this note, and of asking from you such,

information in jegard to those subjects, as it may be convenient to

you to allbrd.

The public mind in this State is at present much directed to the

(juestion of Internal Improvements, in consequence of the efforts

that are being made to obtain a law for the completion of the

Chesapeake and Ohio Canal to Cumberland, and I think, that

nuich error of opinion prevails here in reference to the sidijects al-

luded to, which the result of your observations in England may
probably dispel.

I will, therefore, esteem it a favour, if you wojld furnish me
with the intbrmatiou desired, which with your permission, I pur-

pose laying before our Legislature at its approaching session, now
near at hand. *

In addition to such other facts as you may see fit to communi-
cate, 1 particularly desire to learn the result of the present compe-
tition between the canals and the railway from Liverpool to Man-
chester, as also, of that between the Tali' Vale lailway and Glamor-
ganshire canal, for the coal and iron trade of Wales.

.\n early answer will greatly oblige.

Your obedient servant,

J. M. COALE,
Prest. Ches. and Ohio Canal Co.

PHILADELPHIA, Dec. 2Gih, 1844.

J. M. Coale, Esq.

PnaiJcnt of the Chesapculic unci Ohio Canal Company.

Dear Sir:—The subjects on which you have requested infor-

mation are so comprehensive, and cover a field so wide, that I am
unable to do justice to them in a communication of any reasonable

4
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lensjdi. I shall, therefore, be compelled to limit my remarks on

the several points which you have suggested, to the presentation of

the most important facts bearing on the problem, in the form of

memoranda, from which you can draw your own conclusions.

The question of the comparative cost of transportation on Canals

and Rail Roads, is one on which I have had frequent occasion to

express my opinions; but, in the examination which I made this

summer of the public improvements in England, 1 saw nothing to

change the opinion which I had previously deduced from the data

offered by the works of this country.

That the Railways there have greatly reduced the value of ca-

nal property is not to be denied; and if the Rail Roads had been

fiist in the possession of the ground, and in the enjoyment of a

monopoly of both the heavy and the light traffic of that populous

country, and had been able under that monopoly to fix their own
prices, it is equally certain that the construction of canals along side

of them would have inflicted serious ii^ry on their proprietors.

The canals of Great Britain, had long been made on almost

every line w'here there was trade to support or water to feed them,

and in some places where there was neither of these inducements
to authorise their construction.

As a general rule the canals which were most needed w^ere estab-

lished first, and being eligibly placed they were eminently success-

ful; and notwithstanding the fact that every canal of any conse-

quence in England, now has a Rail Road along side of it, these

primitive canals are still successful. Those of more modern con-

struction have generally suffered much more in their conapetition

with the Rail Roads.

The cause of this difference is clear. Any canal located through

a highly cultivated and densely peopled country, abounding in

wealth and manufacturing establishments, and enjoying the exclu-

sive monopoly of its trade, will necessarily, under good manage-'
ment and in ordinary circumstances, prove to be highly produc-

tive property. Its trade will usually consist of a great variety of

comnrodities ; it will cany coal and ores from the mines to the

furnace
;

pigs from the furnace to the forge, and bars and haid-

wai'e from the forge to the sea-port. It will cany wool and cotton

to the factory, and manufactured goods thence to the market ; corn

to the mill, and flour to the shipping. Its trade will consist in fact

of every commodity consumed or produced in the district through
which it passes.

The tolls levied on this tonnage will be low on some articles and
high on others—graduated with a view to the greatest profit to the

company—but the great bulk of the trade will consist of those com-
modities which will bear but moderate charges. Still the valuable

products of the manufacturing establishmenis, in consequence of
the high char'ges assessed on them, will generally yield a very im-
portant portion of the revenue.

If in this state of things a Rail Road is located through the same
region, and between the same extienre points; the lines of the two



works in suinc places coining in conlucl or cro&siiig each other, und

in oilier places deviuting a few miles, it. may do the cunal proprie-

tors very serious injury, and that too without in.iteriidiy aiding its

own. The actual cost of freiglit by the Rail Roads is perhaps

three or four times as high as the actual cost of conveyance on the

canal; l)ut yet by carrying goods at cost or hut little above cost,

it will either strip the canal of those articles from which it previ-

ously leceived the greatest amount of toll, or compel the company
to reduce th^- charges materially, in order to retain them. And
besides, as the rail road touches some points, or passes through

some towns not immediately on the bank of the canal, it will offer

peculiar iacililies fur those places; and though it niay charge twice

or more than twice as much per mile as the canal transporters

charge, it may yet, by relieving (he shippers of the cost of tranship-

ment and land carriage on a laieial road, ilelivei goods at those

particular places at a less aggregate cost than they can be delivered

there by the canal.

If now the trade of the canal were of a miscellaneous descrip-

tion, and small withal, and the company barely able to meet their

expenses and interest, and declare a meagre dividend; and a rival

of this sort were suddenly laid along side of it, wdiicli at the same
time would draw off the most valitable commodities, and reduce
the charges on the balance,—the expenses and interest of the com-
pany remaining still the same,—it is easy to imagine that there

would be but little left for the stockholders' profit, and that the

shares would necessarily fall.

But if the canal thus situated had possessed a vast trade, such
as is foimd on some of those of early date in England, it might be

able to part with a portion of these high priced commodities, with-

out suffering greater loss than could be compen?ated for by an im-

proved economy in the administration of the company's affairs, or

perhaps by the increase of business in heavy freight, which would
be produced by tire railway itself, and the competition excited by
its presence.

There are numerous examples of both these cases in various

parts of England.
On the great line from London to Liverpool, we have first the

case of the Grand Junction canal and the London and Biriuing-

ham railway.

This rail load was constructed at a cost of more than ^30,000,-
tlOO, and is the most perfect specimen of a rail road which has yet

been produced. The highest grade,—if we overlook a plane at

the London terminus which is used only for passengers—is sixteen

]"eet per mile. The rails are of the most substantial description,

and weigh about seventy five pounds per yard, and are inicnded to

reverse when the upper tabl^ is worn otf. The bridges are of stone,

and the superstructure is founded on a bed of gravel ballast two feet

in thickness, from one end of the line to the other.

The washing of the slopes is adequately guarded against by a

well cultivated sod. and the drainage appears to be perfect. Th'^
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canal is old, and in every respect inferior to the best canals of this

country.

In the construction of the rail road there could be but one ob-

jeci in encountering the vast outlay that was necessary to brin^

these grade=; down to sixteen feet per mile—viz: to reduce the cost

of transporting the heavj'^ freight passing between London on the

one side, and Birmingham, Manchester and Liverpool on the other.

The result of the competition is given in few words,

—

The canal actually carries an annual trade of 1 .500.000 tons.

I'he rail road conveys about #50,000 "

The increase of trade on the canal which has had
place since thecompletionof the railway, is equal

to the whole quantity abstracted by the railwa}', or 150,000 "

But notwithstanding these facts, the price of the canal shares has

been greatly reduced since the completion of the railway, a ciicum-

stance of which I have ahead}- given a general explanation. The
150.000 tons actuall}^ cairied by the railway, consists mainly of

those commodities which paid the highest rates to the canal ; while

the coal and other cheap and bulky articles received in compensa-
tion, are those on v.hich the lowest rates are assessed. The of100
shares however still stand at .=f162.

Another important ease of the same character, is found on the

extension of the same navigable line from Birminghauj to Liver-

pool. Here the Girand Junction railway, has been laid parallel

with the old Grand Trunk canal.* This railway is likewise one of

the first in importance and excellence in Great Britain, though the

consideration of expense was permitted to have some influence in

the determination of the grade line. The steepest inclination is

sixty-one feet per mile.

The road is eminentlv prosperous, and its stock stands at ,i^221

for ^100 paid.

The stock of the canal parallel with it, stands at .i^990 for J'lOO
paid. The last dividend was sixty-five per cent per annum.

This rail road like the London and Birminghatn, of which it is

the continuation, is sustained essentially by its passenger traffic.

The London and Birmingham convej^s about 1.000,000 persons,

and the Grand .Junction about half that numbei annually ; and they

receive for this duty about an average of five cents per mile, or 75
cents per ton per mile.

South of the Grand Junction railway, rmd frequently in sight of

it, runs another canal, which is becoming one of the most interest-

ing in the Kingdom, as the line on which the application of steam
to the tugging of boats in trains was first successfully made. This
work—the Birmingham and Liverpool Jimction canal,—and its

competitor the Grand Junction railway, both went into operation

about the same time, and became at oiice competitors with each
other, and joint competitors of the Grand Trunk canal. This canal

and railway had an equal chance to seize upon the trade of their

* The Trent and Mersey.
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coinuion rival, aiul llic iu!W trailc uijicli iliey created. The caual

now carries nearly 400.000 tons per annum, and tlio railway aboiiL

the fourth part of iliat ([uantiiy. Tiic railway shares however, stand

higher than those of I his canal ; and for the reason already given

—

its vast passenger trallic.

The canals between liOJidon and Bristol, which come into com-
petition witii the Clreat Western road have sullered much more
seriously. Havini;" never been very profitable, nor in the post^ession

i)f a heavy trallic, when a portion of wiuit trade they had was taken

from them, they were left with all their former charges standing

against them, and at the same time with diminislied receipts. Their
shares have of course fallen.

It is in fact, most obvious, that a canal relying, as many of those

of Great Britain, on the transportation of manufactured goods, can-

not sustain ii.^eit w iihout great loss by the side of a railway capable

of saving in the item of interest on the value of the goods, by the

increased speed which it atibrds, more than the value of the ditier-

ence in the cost of transportation. There are thousands of tons of

goods sent fron^. a manufacturing district, of which the value is not

less than .$10,000 per ton. The interest on that capital is equal to

seven cents per ton per hour. For such goods time is therefore,

an important element. But if the article were coal worth three

dollars a ton, this clement would be worih but (he five hundredth
part of one cent per hour—a ciuantily wholly inappreciable.

The great merit of a railway, for the conveyance of travellers

and general merchandise, is its speed ; and the great advantage of

canals is their ability to carry the heavy products of the eailh at a

cheap rate—and it is this ability which in England, has preserved

the w hole system from prostration, and which appears destined for

all future time to class >hcse works among the most useful of the

inventions of civilization.

It is by no means surprising that the public mind should be car-

ried astray b)'^ the performance of modern rail roads. A railway

is emphatically a noisy thing, and is withal calculated by the

prodigious display and force of its machinery, to excite admiration

and applause. Besides, it is the line of travel, and the public who
are carried along it have little oppoitunity, if they were interested in

?uch speculations, to compare its merits, and the benefit which it

allbrds to society, with that which is oliered by the canal boat,

which it leaves Ijchind.

There are few travellers who pass from Liverpool to Manches-
ter, who ever stop to inquire whether there is any other route by
vvliich those cities have connnercial intercourse, or whether the rail

road is not'thc only line of trade and travel between them. And
yet the rail road over wh'ch they are hurried, is but one of seven

great avenues leading fiom the interior to the Liverpool docks.

To undeistand the situation of things at this point a good map
is desirable ; but I must endeavour to make myself understood

withotil that assistance.

There is a continuous rail road from Liverpool to Leeds, which
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passes tlirough Manchester, and of which the Liverpool and Man-
chester road forms a part.

On the North side of this hne is the Leeds and Liverpool canal,

with a branch belonging to another party, running to Manchester

IMiis Leeds and Liverpool canal is mainly supported by its coal

trade, which it obtains from the mines in the neighborhood of

Wigan. When the Liverpool and Manchester rail road, and the

North Union road, wdiich may be regarded as one of its arms, were

opened, these loads offered a shorter route from this coal field to

Liverpool, than the old route by the canal, and the confidence of

the canal proprietors was somewhat shaken in their ability to retain

the trade.

Twelve years experience has settled that question, which was a

very important one in its day.

The Liverpool and Manchester road now has an annual trade of

about 180,000 tons.

The trade of the Leeds and Liverpool canal in

1832^ just after the opening of the railway was as

follows

:

Coal tonnage, 330,000 tons.

Merchandize, &c., 142,000 "

Aggregate trade in 1832, 472,000 tons.

The trade in 1843, was,

Coal tonnage, 600,000 tons.

Merchandize, 156,000 "

Flags, &c., 45,000 "

Aggregate tonnage in 1843, 801,000 tonst

The increase of trade on the canal, computed from the time

when the rail road had been two years in operation, is nearly equal

to twice the aggregate trade on the rail road. The canal shares of

J'lOO now stand at J'650.

The canal here alluded to is on the North side of the railway.

On the South side there are two water lines connecting Liverpool

and Manchester, which run many miles very close to the rail road,

and I believe in no place are more than six miles distant from it.

The length of the rail road is 31 miles.

The distance by the Mersey and Irwell navigation (a lock an^d

dam improvement) from Liverpool to Manchester, is about fifty

miles.

I am unable to state the number of tons which passes along this

navigation, though I am confident it is two or three times as great

as the tonnage of the rail road. The improvement is now the

property of Lord Francis Egerton, who purchased it about two
years ago, for the purpose of controlling the tolls.

Some idea of the value of the work mtxy be formed from the

market price of the shares, which at the time of the sale were

quoted at i^360 for J'lOO paid.

Within bow shot of the Mersey and Irwell, and connecting the
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same cities— iiiverpoul aiid Aland it-sler— id ilie "Duke of liridge-

watefs canal," now also tlie properly of Lord Francis Etrerlon.

This being a private woik tliere are no published statements of

the anioimt. of trafiic upon it; but from information which I ob-

tained at Rimcorn from persons wlio had the best opportunily of

knowing, I estimate it at about 1,600,000 ton^^. In travelling in a

packet fmm Manchester to Kuncoin, a trip of five hours duration,

1 counted no less than 93 loaded boats in motion—of which GS
were ascending and 25 descending.

I was informed by the Agent, that the tonnage had increfised

about 10 per cent, since the opening of the Rail Road.

If the Rail Road dots not carry avast trade between these cities,

it is not for want of opportunity. The trade is there, ready (o take

the route which olTers the greatest aggregate economy; and (hough

the distance by either Canal is 55 per cent, greater than by the

Railway, the economy is on (he side of the Canal.

Still, it is not to be doubted tliat the Railway might take the

trade of all these works if the stockholders were wiUing to convc)''

it at a loss, and make up the deficiency from their own pockets.

There are but two or three cases within my knowledge, wliere the

peculiar circumstances of the Rail Road arc such as to render that

movement in the e3'es of the stockholders compatible with good
economy.
On the Duke of Bridgew^ater's Canal, as on many others in Eng-

land, (he CQmpctition maintained by the Canal for the conveyance
of passengers, is quite equal to that which the Railway carries on
for the goods. No less than twelve packet-boats leave and arrive

at Manchester daily by (his line, besides iliree by the Merse\ anil

Irvvell—making altogethei fifteen out and in daily—and all gener-

ally well filled. I was informed by the captain of the boat on
which I travelled, that the number going by the Canal ihisyearis

greater than in any previous year.

The Canals of the Midland Counties oHer numerous evidences

of the fact to which I have already alluded, of the little apprecia-

tion of the public of the magnitude of the trafiic of the English

Canals. The Railways are the great lines of travel, and by the

magnificence of their arrangements and the speed and power of

(heir machinery, force a contmunl expression of admiration. The
Canals are seen only by the boatmen, and the poor wayfarer, to

w4iom they ofTer for a shilling wiiat the Rail Road will give for a

crown, and who are not in a condition to keep the value of the

benefit continually before the public eye.

In ISI G the quantity of coal parsing along the various Canals of

the Midland Counties, was estimated at about 10,000,000 tons.

Since (hat period the coal tradtj of Great Britain has neaily doubled,

and the coal from the mines in these counties has been pushed
nearer to the seaboard—Init I have no more recent estimate of the

value of that ]iortion which is carried on these Canals. It must
have greatly increased, (hough probably not in proportion to the

increase of the aggregate trade. I cannot conveniently sum up at
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a brief nolice, the tonnage conve3'ed on all the Rail Roads in the

same district,—and every Canal there of any importance now has

a Rail Road along side of it—but I hazard nothing when I say

that their aggregate tonnage in articles of every description does not

amount to one million of tons.

In regard to the competition now carried on between the Taflf

Vale Railway and the Glamorganshire Canal, both leading from

the docks at Cardiff to Mertliyr Tydvill, to which your inquiiies

point, the following are the essential facts.

These works are competitors for the coal and iron trade of South

Wales, or at least for a very important portion of it. Both lines

are about 25.\ miles long. The elevation overcome by the Rail-

way is 543 feet, and that is also the lockage of the Canal. In one

mile there are sixteen locks on the Canal. The same fall is ac-

complished on the Railway by an inclined plane.

The following are the rates of toil by Canal

:

Iron, per ton per mile, - -' - - f d.

Coal, sione, slates, ore, &c., do. - - - -^ d.

UnJcr the operation of these rates, the Canal has ahvayspaid eight

percent, per annum dividends, to which the company are restricted

by act of Parliament.

The boating is done bv private individuals.

The rates oft the Rail Road, /or use of road, are:

Iron, per ton per mile, - - -Id.
Coal, - ^ " - - - -

I-
d.

For locomotive power there is an additional charge of ^ d. per ton

per mile. The freighters of iron and coal find their own wagons,

Avhich charge is there estimated at i d. per ton per mile.

The stockholders of tlie Railway get no dividend, though the

company meet the interest-on their loans.

In 1843 the tonnage of the Canal was,

Iron, 104,138 tons.

Coal,------ 206,359 "

The amount carried on the Rail Road the same year was,

Iron, 44,843 tons.

Coal, ... 152,100 "

The cliarges both on the Canals and Rail Roads of England,

measured on our scale, are generally high. The works, thougli

extravagantly built, appear to be economically managed ; but still

they adhere with tenacity to a S3^stem of liberal charges. I would

say, the average rates for the conveyance of goods on Rail Roads is

about six cents per ton per mile ; and the average on Canals, in-

cluding every thinii, about three cents. There are, indeed, some
few roads wiiere the trade is great and the competition active, that

have attempted a much lower scale, and of these the Stockton and
Darlington is the most conspicuous. But in comparing this road

with those of the United States we must not overlook some peculi-

arities which belong to it, which greatly increaseits ability to trans-

port freiglit at minimimi charges.

Its grades are ex'-^dingly good, the maximum being 51 feet per
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mile and close Jo the port. The inclinalions'are all in favor of the

heavy trade,—the empty cais only having to ascend the slopes.

There is no inclined plane on the main line. The construction of

the work throughout the line is equal to that of the modern Eng-
lish Railways generally. The track is built most substantially , and
the rails are of a heavy pattern and of a form which is now most

approved—viz: the houi-glass shape, and made to reverse. The
bridges are all of stone or iron, and have been constructed apparent-

ly with an eye to the interest of posterity. The airangements for

dischaiging the coal are as perfect as the most fastidious mechanic

could desire. An admirable dock has been constructed at Middle-

borough, and the coal is placed on board the vessels at ten distinct

drops or slaiths. There are generally three tracks leading down to

each drop, though I believe that in one or two instances there are

more. There are accordingly thirty distinct tracks at the Middle-

borough cad of the line where the trains stand while the coal is

discharged. The whole line is provided with a double track and
ample turn-outs, and every convenience that can be needed for re-

ducing the charge of agents and avoiding accidents.

The locomotives are plain and cheap, and the cars are both light

and substantial. The cars carry twice their proper weight of coal,

and weigh with their loads but four tons, or one ton on each wheel.

The cost of cars on springs is about ci 19 ; those without springs

cost £IA.
The coal cars now most approved are of wood with wrought iron

frames. The average net load is now about 160 tons. The speed

is limited by express injunction to six miles per hour—though it is

difficult to enfoice the regulation strictly.

With these advantages, and a large and well oiganized trade,

they thinl^they are able to work cheaper than any other Railway
in England,'*' and they certainly do carry on their vast operations

with remarkable economy.
The lowest charges on this road are for ''seaborne coals," which

are carried an average distance of twenty-four miles. To state the

charges on each ton so that they can be understood, we have to

make the following calculation :—The rales on this class are.

For "road dues'' on 24 miles at I d., - 12 d.

" use of wharves, . . . . . l
" shipping, ---..- 1

" crossing bridge over Tees, - - - 1

" passing through the tunnel, - - 9
" locomotive power, 24 miles at ^ d., - - 3
" use of cai-s, 24 miles at /ij d., - - - 4i

Total charge on one ton, earned 24 miles, - 31.\ d.

Which is equivalent to 2 j cents per ton per mile.

*The Clarence Railway company, the immediate competitor of

the Stockton and Darlington, and which carried more than 400.000
tons of coal per annimi, has just failed.

5



34

It is noi to be assuiued ihut. luiy of these chaiges, excepting that

for the use of cars, are proportioned to the value of the items on

which they are levied. To understand the rates, you are to look

at the whole charge on a ton ; the arrangement of the items, or the

distribution luidei the several heads, is governed by certain consid

erations of policy, and are permitted by the peculiarities of an old

charter. For instance, they formerly charged ^ d. per ton per mile

for locomotive power, on coals of every description. By reducing

that item on "sea sales coals" to ^ d. and adding 3 d. to the charge

for passing through the tunnel, (which was formerly 6 d.) they are

enabled to tax the coal that passes through their tunnel and after-

ward over the Clarence road 3 d. more than they could under the

former arrangement. This is the lowest Rail Road tariff I have

met with in any part of Great Britain.

On the "land sales coals" they charge as follows:

For "road dues," say 20 miles at If d., - - 2T| d.

" passing tunnel, . . . . . 9
" locomotive power, 20 miles at ^ d., - - 5
" use of cars, 20 miles at fV d , - - - 3f

Aggregate for 20 miles, .... 45^ d.

Which is equal to about 4^ cents per ton per mile. The charge

on other portions of the "land sales coals" is more than five cents

per ton per mile.

The aggregate charges on miscellaneous freights range between
6 cents and 9 cents per ton per mile.

The fares for passengers are, 1st class 2 d. ; 2nd class 1^ d. and
3rd clciss 1 d. per mile.

The road is by no means entirely sustained by its coal trade,

though the great bulk of its tonnage consists of that article.

The average traffic of this work for the last few years may be

stated as follows

:

"Land sales coals,'" . . - , 300,000 tons.

"Sea sales coals," .... 470,000 "

Miscellaneous freights, - - 40,000 "

Passengers, ...... 325,000 persons.

This, I Delieve, is the heaviest business that has ever yet been
performed by any Rail Road in any country.

As might reasonably be anticipated, this vast traffic has been very

trying to the road. The rails first laid down weighed but twenty-

eight lbs. per yard. The next pattern was a little heavier, and weigh-

ed thirty-two pounds. This was not found to be adecjuate to the

duty, and was in course of time superseded by a new pattern which
weighed forty pounds per yard. Experience decided against this

also, and as it began to give way a fifty pound bar was put in its

place. Some few of the fifty pound rails are still on the road; but

they were not found to be equal to the service required, and were
superseded as they gradually wore out by a sixty pound pattern.

There are many of these sixty pound rails still in use, but the great-
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er portion of ilie roiul is now siippiw,| wjih ilie -'tlonble paiallel"
pattern weighing seventy-three pound.-^ p<-.- yard.

Tlie destruction of rails since the lirst openn.xof (he road 1 could
not ascertain with satisfactory precision ; bift I tlniAx

j^ j^ eq„ai q,^
the main stem, to eiglit or nine entire tracks.

The roail was opened in September, 182;">; in the year Iban fj^g

trade liad amounted lo alwut 80,000 tons per annum, and it is no\>

about 800,000 tons.

A brisk competition is kept up between various Canals and Rail

Roads for the conveyance of passengers. On the old Birmingham
Canal, a channel literally thronged with boats loaded with coal and
iron, and the various products of the manufacturing establishments

of .Stallbrdshire, and of which the original shares of ^'140 are now
worth -i'2,T70, a competition is steadily maintained between the

packet boats and one of the finest Rail Roads in the world, for the

conveyance of passenger? between Birmingham and Wolverhamp-
ton. On this Canal there are four daily packets each way, which
are well supplied with passengers.

Six daily packets, with frequent extras, pass in each direction

between Edinboro and Glasgow, along the Forth and Clyde canal

in Scotland. The Edinburg and Glasgow railway with which the

competition is maintained, is wanting in no element of an excel-

lent and admirable rail road. It was established at a cost of i^lT5,-

000 per mile ; and every precaution which art could supply was
taken to render it efficient and convenient. For the purpose of

breaking down the canal, the prices of fieight are put exceedingly

low, and trains are sent through with four ditleicnt classes of pas-

sengers,*with fares corresponding with the con)forts allowed them.
But still the canal fares are lower than their lowest intes, and the

packets are consequently crowded. 'IMieic wove more than one
hundretl j)ersons in the boat in which I travelled, and the number
left on the landing was sufficient to justify the company in send-

ing them on by an extra.

The competition which formerly had place on a little canal con-

necting the towns of Paisley and Glasgow, and the Glasgow, Pais-

ley and (ireenock railway, has ceased by compromise. The canal

company no lonffer carry passengers, and the railway has also ceas-

ed to carry freight, excepting only packasres of om^ hundred poimds,
or less, weiglu.

In addition to this the rail road company pays the canal compa-
ny a consideration, equivalent to about ^^1.000 per mile per annum,
for withdrawing its passenger boats. The canal carries heavy
freight without molestation, and the rail road enjoys the monopoly
of the passengers.

This is the most sensible arrangement that I have yet heard of

in similar cases. Itconfmes each work to its appropriate business;

and the railway beinsf the interloper, and attempting to monopolise
the whole tiade, ought in justice to pay something for the privi-

lege of continuing its legitimate traffic without interference.

On the route from lianraster to Preston, the competition for both
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freight and passengers lias als^^ ceased. Tlie canal was of nmch

larger dimensions than tl-' -^nghsh canals generall)^ While the

strife continued the p^'ft packets not only toolc the passengers from

the railway bu^ '^^P'' ^^^ charges so low for those actually carried

bv the raib'^^y? ''^'^^ ^'^^ company after several years fruitless labour

were ^-'^iip^lled to abandon the unprofitable contest; and accord-

]r^ij leased their road, which had been constructed at great ex-

pense, and in superior style, to the canal company.
The most indifferent canal can always sustain itself, /or any sort

of traffic, against tlie competition of rail roads, if the contest be car-

ried on with proper intelligence and spirit. But if men lay down
on the track they may count with considerable certainty on being

crushed.

There is one important circumstance that should not be lost

sight of in any comparison that may be drawn between the canals

and rail roads in competition in England, and those in this country.

The English canals are generally very sinall, with locks capable

of passing boats of but 7^ feet l)eam, and 6.5 or TO feet long. The
American canals, with few exceptions, are in every respect larger

and better.

The English rail roads, on the other hand, are the product of

the greatest effort of art with an unlimited connnand of jneans ; and
are incomparably superior to any resulis which we have obtained,

or are likely for a long time, to obtain in this country.

The pretensions Avhich are sometimes set up for the superiority

of our rail road machinery, over that of the rest of the world, is not

in my opinion fully sustained.

There is no country in which machinery of all descriptions is

better made, than it is in England. But the diffeiencc between us

is, that they, having imbonnded means, expend vast sums in the

graduation of their roads; while we, with limited resources, cannot
afford to bore through the hills or cut them down, and are com-
pelled to pass them by steeper grades. To surmount these grades

we are obliged to make a different machine, and obtain the adhe-

sion of its whole weight. To avail ourselves of the advantage of

that adhesion, we work our engines under a high pressure of steam.

And we sometimes burst ihem. In England the laws for (he pro-

tection of the lives of citizens are more rigorously enforced, and
companies cannot trifle with them, with the same impunity. This
consideration, added (o the fact, that the canals take the heavy
trade and leave the rail roads but passengers and light merchandise,

sufficiently explains wh}^ their locomotives usually draw less

weights. On the Stockton and Darlington road, where the grades

arc favourable, and the heavy articles are not abstracted by the ca-

nals, the trains are very heavy.

In examining the railways of Belgium, which are remarkable as

well for their general success as for the economy of their adminis-

tration, some opportunities were presented for inspecting, also, the

condition of the canals of that country. Many of the Belgian ca-

nals and all of the rail roads belong to the Government. They
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use the railways lur ilie lrnn.=porliii-.Mii of paf^sengeis, nnd il»e can.TU
for the trnnsportation of freight. It is i.-,,. that there is sonic frciglit

carried al.^o on (he laihvays, l)ut ihe averagi. .,,j,(,j,,^ ronveycd^on
all these roads is hut rJjout "20,000 tons per anniii.<

I'he pnxluce of the coal mines of Beli!:iuni is aboi.- o -qq qqq
tons per aununu A ij^reat deal of iron is made in the couiu.,, ',^pj

the soil is as productive as that of the very hest parts of Kufflano.

Tlie produce of the soil, the mines, and the factories aic carried

on the canals. The hranch roads leading from the mines cross the

great railways and deposit the coal in the canal boats. Some 600,-

000 tons of coal arc carried into Flanders and tlolland, and about

the same amount into France, by (he canals, and the rivers render-

ed navigable for canal boats, leading in those directions.

The canal from C'harleroy to Biussels, was opened in 1833 and
conveyed lT5,00(Mons of coal.

The canal of the Sambre and the Oisc was opened in the begin-

ning of 1839.

On the subject of new canals, I may state that the experience

of Europe in (he use of modern railways has by no means set all

such prqjecls aside, though nearly all available ground has lieen

long since occupied.

in the month of August last tenders were to he received for the

construction of (he canal, from the Scheldt to the Meuse, the ex-

pense of which was estimated at one million of Florins.

A law was passed at the last session of the French Cliambers,

appropriating the sum of 7,000.000 for (he Alarne and Rhine canal,

between \ iisy ami Nancy; and 0.000.000 besides for a lateral ca-

nal (o (he Garonne.
In Filmland the old Birmingham canal company opened a new

canal .some 13 miles in length, the route of which does not deviate

materially from their old line, and (he object of which is to relieve

the locks on their work from the pressure of the boats which con-

stantly throng the canal. There are five magnificent lines of rail

road leading out of Birmingham, one of which runs parallel with

this canal, and each of Avhich may be regarded as the competitor

of some one of ils great arms. But these rail roads do not subserve

the purpose of relieving the trade, which consis(s mainly of those

coarse commodi(ies that ret[uire the economy of canal transporta-

tion.

in legard (o (he important but vexed question of (he relative

economy of railway ami canal transportation, tlKM^e would be litile

difficulty in deciding it to the satisfaction of all minds if we could

bring (he problem down to a mere f|ucslion of expeiience. and re-

sults actually obtained. But it is now rarely presented in this way.
On the one hand we have (he known and admitted cost of freight-

ing on canals, and this we have to compare with the rstiviated cost

on certain works, on which it is essential almost for (heir existence

to make the esiimate low. It is a comparison of Aicts on one side

with surmise on the other.

I have never yet heard of but one rail road company (hat pre-
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tended <o be able to pay their ^lual expenses for less than two

cents per ton per mile;* tb^^'gh there have been several instances

ofan intention at son^^' inttire day to work cheaper than that. Un-

til the thing- is ar^i^^plished ice are compelled to assume two cents

per ton ver ^^^^ ^^ i^^^ present minimum of railway expenses.

Half a '^^^- P^i" tt)'^ per mile, though below the average, is not the

ipv'inuim of the cost of freight on a good canal with horse-power.

But, after all, past experience on this head is of much less value
than is generally supposed. A new element has been introduced

into the question of canal navigation. The use of steam, even on
small canals, has set all our former calculations aside, and com-
pletely changed all the data of (his problem.
On the Birmingham and Liverpool Junction canal steam tug^

have been more than a year in constant operation carrying on the

trade by drawing boats in regular and long trains. The canal is

of small dimensions, and presents numerous impediments to the

success of the experiment. The cross-section is small, the locks

narrow, the line crooked, and the bridges frequent and low.

Your canal, on the contrary, has all the advantages of an ample
depth and breadth ; capacious locks; freedom from the obstruction

of bridges, and moderate and well developed flexures. Notwith-
standing the impediments on the English line success is complete;

and there can be no doubt that with your advantages, and a large

and steady trade in addition, it will be still more striking. On the

English line from six to ten boats are taken in a train ; on yours
two or three would be sufficient.

I am not well informed in respect to the tonnage of the boats of

the Chesapeake and Ohio canal ; but I presume that in estimating

iheir capacity at about 90 tons I shall be within the hmit. A small

engine—say 15 or 20 horses power—placed in one of these boats

will move it with another boat of equal burthen in tow, at three

miles per hour.

The capital lequired will be

For three boats, a .^1,000 each, $3,000
For a 20 horses power engine, a ife2,000 2,000

Aggregate capital required for transporting 250 tons, $5,000
To convey this amount of freight on a rail road, will require,

A 20 ton locomotive, at
^

$10,000
50 cars of 5 tons each, a ,$300, 15,000

Capital in an equivalent tiain, $25,000
The construction of the boats is so simple that they can be kept

almost constantly running. No extras are required ; no change of

engines; and no double or treeble set of cars. But leaving out of

*I do not wish to make any invidious remark in this paper ; but

the accounts of the only work professing to carry at an actual cost

for less than two cents per ton per mile, are not so published as to

justify any public conticlence in ihem.
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view all such cunsiderations, let me ask, will the wear and tear of

three boats resting on a perfecdy elastic cushion—snioodi water

—

be equal to llie wear and tear oi" a locomotive rngine and 50 cars

jolting and thumping along a railway at the rate of seven or eight

miles per hour ?

A steam tug with its train of six boats or more, is now actually

managed in England by three men—an engineer, a conductor and
a steersman. There certainly will not then be re(}uired more than
three men on your canal to take charge of two boats.

On a locomotive and its train there are rct[uired an engineer, a
conductor, two hremen and four breakmen—and still more to keep
tlie train in proper command if the grades are steep.

There are needed no agents on the canal besides the ordinary

superintendents and the lock-tcndeis.

On the London and Birmingham railway, 112 miles long, there

are employed I,.'39.5 persons, besides about 900 "waymen," whose
duty is to keep the permanent way in repair.

It is true that this is the force recjuired for the performance of a

great duty. But what is the duty of conveying 150,000 tons of

freight and a million of \)i\sscngcis, compared icitli thefuture trans-

portation of the coal and iron icith icldch the mines of Maryland
are charged /

The doubts that are thrown upon the probable extension of the

coal trade of this country, remind me forcibly of the limes when a
famous English writer feared that they might some day have to use
coal in England, "if wood be not better cherished than it is at this

present," and that ''•sea coles would be good merchandise even in

tlie city of I^ondou, whereunto some of them had already gotten

ready passage,"

The liko fortune awaits the coal of Pennsylvania and Maryland
;

but widi this diffetence, that a ver}" few years in this country ac-

complishes the work of a European century.

This subject has extended much further than I anticipated when
I commenced, though I have endeavoured to limit my remarks to

the most apposite facts. I cannot well compress it within narrower
compass without writing it over again, which my present engage-
ments would not permit

I have the honor to be,

Respectfully your obedient servant,

CHARLES ELLET, Jr.

Civil Engineer.
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