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BRIDGING THE HUDSON

AT POUGHKEEPSIE,

FOR A

SHORT DIRECT THROUGH LINE,

FROM

New England to the Coal Fields

AND FROM THE

WEST TO THE EAST,

FOR

AN ALL RAIL ROUTE,

SAVING

One Hundred Miles in Distance

OVER PRESENT LINES, AND

Eighty Miles over any other Proposed Route.

–––º-º-º-º-º-----

*

POUGHKEEPSIE :

EAGLE PRINTING HOUSE.

1871.
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3riðging the 9tudson

FOR A SHORT,

DIRECT THROUGHRALWAY ROUTE

FROM

3 he Coal fields to Meur &ngland,

AND FROM

THE EAST TO THE WEST,

CONNECTING

Boston, Providence, Worcester, Springfield, Hartford,

Waterbury, the Iron Ore and Marble Regions of

Dutchess County, Poughkeepsie, and the

H U D S O N R | V E R ,

With Scranton, Easton, the Delaware River, the Coal

and Oil Fields, Harrisburg, Pittsburg, and the West,

BY A ROUTE SAVING FROM

EIGHTY TO ONE HUNDRED MILES IN DISTANCE,
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_A_RG-U MLENT.
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Railroads form to-day the greatest and most important means of com

munication between the different parts of the country; and their

usefulness, extent and influence in developing the resources of the

nation increase in a more rapid ratio than those of any other in

terest. Whatever obstacle is in their way must be overcome.

Great Rivers were once regarded as the most valuable avenues of

trade and travel; all great cities were located on them, and their

navigation constituted the internal commerce of the country. Now

they are secondary to the iron track, and though their freedom

should be assured, they cannot be longer left as barriers to the

great land lines which cross them.

Bridges are no longer looked upon as hindrances to free navigation.

Modern engineering has taught us how the two great highways,

by water and by land, can each be made use of without inter

ruption by the other.

All-Rail Routes are fast taking the preference over routes where

part of the travel goes by rail and part by water, and this is es

pecially true of lines carrying heavy freight. It pays even to go

many miles further, to save unloading and reloading freight and

ferry delays.

Distance is the next consideration to handling. If one route is

shorter than another between the same points, that route can afford

to carry cheaper, and so control the business. It follows, there

fore, that the shortest all-rail route has advantages over every other,

which are certain to make it successful in the competition for

patronage. Albany is only six miles south of Troy, yet the

Albany Bridge has reaped an unprecedented revenue, because it

saves this six miles in distance.

The Hudson River is one of the great natural boundaries dividing

the United States into grand divisions or sections. The New

England States, lying east of the Hudson contains one seventh of

the whole population of the country, and control more than one

half the manufacturing of the nation. These States are the most

active and most wealthy, and their business interests and capital

are nearly equal to those of all the rest of the Union.

343.080
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The Great Crossing Places on the Hudson over which now passes

The

The

This

nearly all the mighty streams of trade and travel between this great

section of country, and the wider and more rapidly growing west

are but two, one at Albany and Troy, the other at New York, 150

miles apart. Two thirds of the people of New England are south

of Albany, and all of them are north of New York.

Only Bridges are at Albany and Troy. Four fifths of the

people east of the Hudson, and nineteen-twentieths of the people

west of it are south of the Albany Bridge, and the greater portion

of travel and freight carriage between them must therefore—if

it takes the only all-rail route now open—make a long journey to

the northward of its natural course, increasing the expense and

enhancing the price of all articles exchanged, without any corres

ponding compensation.

Commercial Interests of New England, Pennsylvania and

the West demand that a MIDDLE, DIRECT THROUGH-RouTE with a con

tinuity of tracks across the Hudson, to carry to the east the MIL

LIONS OF TONs of coal, consumed there, and to return to the west

the products of their GREAT MANUFACTURING DISTRICTs, shall immedi

ately be established.

Middle Cuannel, or highway of trade, from natural circum

stances and geological formation, will centre more advantageously

at the City of PoughKEEPsi E than at any other point on the river,

and at no other place is the project as feasible, (if feasible at all at

any other point,) or can it be accomplished at so little cost.

Poughkeepsie is just half-way between the two great crossings—

The

Albany and New York—and half-way between Springfield and

Hartford on the east, and Scranton and Easton on the west, on a

direct line from Boston to the coal field of Pennsylvania and to

Pittsburg, and on the same parallel as Cleveland, Chicago and

Omaha. The river is narrow at this point, the banks bold and

rocky, rising from 110 to 130 feet. The approaches by rail on both

sides are easy and through a rich country, making it not only the

crossing place for the great Natural Middle Route, but the proper

place for the proposed Bridge to span the Hudson.

Distance between the centre of the coal region of Pennsylvania

and the centre of the Manufacturing District of New England is

from 80 to 125 miles shorter by this than by any other route now

open, and the same saving in distance will be effected over any

other all-rail route from every large city east of the Hudson to any

point west.
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Freight of all kinds from New England west, or from the Coal fields

east, must now go by one of two routes—by way of Albany, 100

to 125 miles further than necessary, or by way of New York,

where it must be unloaded, ferried across the river, and loaded again

on the cars before it can proceed. A Bridge at Poughkeepsie

would open a new all-rail route many miles shorter than by way of

Albany or New York.

Railroads are now built that nearly complete the connections

over this route. The proposed bridge and a link of nine miles,

already projected, are all that are required to make the line continuous.

By these roads the saving in distance is from 20 to 30 per cent,

and the distance will be made still shorter by new proposed lines

by the time the bridge is built.

The Poughkeepsie Bridge then, will establish the shortest, and

hence quickest and cheapest through-route, between two sections

of country that ship more freight east and west than any other

sections in America. It will furnish the best and most convenient

crossing over a river that is crossed by more people than any other

on the continent; and will therefore accommodate more travel, do

more to promote internal commerce, benefit more and greater

interests, and pay a larger rever, ue to stockholders than any other

railroad bridge now built or projected.

Careful Consideration is asked of the following detailed report,

which presents facts of unusual significance.

ONEW-YORK
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ONE HUNDRED MILEs SAVED

IN 318 (OR 3O PER CENT) BY

Bridging the Hudson at Poughkeepsie,
FOR A -

Direct through Railroad Line from the Coal Fields

and the West to New England.

—º-e-e-

Distances,

From Scranton, Pa., or the Coal Mines of that region to Spring

field, Mass., by way of Albany, over the only present all

rail route,. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 305 miles.

To Hartford, Conn.,. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 331 “

To Boston, Mass., . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 403 “

To Providence, R.I., . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 420 “

From Scranton, Pa., to Springfield, Mass., by the way of Pough

keepsie, (over Poughkeepsie and Eastern and Connecticut

Western roads on the east, and roads projected or building

on the West.). . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 216 miles.

To Hartford, Conn., . . . . . . . . . . . . . . . ... - - - - - - - - - - - - - - - - - - - - 209 “

To Boston, Mass., . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 314 “

To Providence, R.I., . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 299 “

Saving in favor of the Poughkeepsie Bridge Route to Spring

field, Mass... . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 89 miles.

To Hartford, Conn., . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 122 “

To Boston, Mass., . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 89 “

To Providence, R.I., . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 122 “

NotE.-The proximate distance from Scranton to Springfield and Hart

ford, being 318 by Albany, and 2124 by Poughkeepsie, is a saving of

105+ miles in 318, or 30 per cent.

The Distance by Rail and Water, via Jersey City and

- New York,

(Independent of the cost and delays of transportation of freight and

passangers.) from the Coal fields to Springfield is 69 miles, and to Hart

ford 51 miles farther than the by Poughkeepsie Bridge Route, and with

the completion of the Boston, Hartford and Erie Railroad, a still greater

and most important saving in distance to Hartford, Providence, South

-ern Connecticut and Rhode Island will be effected.

)
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BRIDGING THE HUDSON,

Poughkeepsie,
FOR A CENTRAL TRUNK LINE FROM NEW ENGLAND TO THE COAL FIELDS

AND FROM THE EAST TO THE WEST.

So great have become the Railway interests of the country,

and so completely has the carrying trade been monopolized

by them, that inland rivers will no longer be permitted to break

important railroad connections between great centres. The

present strifes for commercial dominion, and the eager grasp

ing for the traffic and travel to prominent points, must also

lead to more direct through-routes,and those that are not depend

dent upon ferrying freight and passengers across water courses,

and liable to interruption from ice during the winter months.

That the great Manufacturing ilterests of New England, the

Mining interests of Pennsylvania, comprising its Coal, Oil and

Iron, and the fast-developing Mineral wealth of Eastern New

York, with the vast Business and Agricultural Industries, cen

tering on a line from

Boston and Providence to Pittsburgh,

THROUGH

Springfield, Hartford, Poughkeepsie, Scranton and

Easton,

are not sufficiently provided for by the present railroad facilities,

and that the difficulties of transportation across the Hudson

are affecting seriously the commercial interests of the East and

West is plainly apparent.

These facts having cost the Manufacturing interests of Con

necticut and Massachusetts alone millions of dollars during the

past five years, the people are now awake to their interests, and

are looking to the
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T}ridging of the Hudson

rat some cel,tral point, to accommodate the vastly increasing

traffic between New England and the West. The large

consumption of the Coal, Oil and Iron products of Pennsyl

vania by the East, its dependence upon the West for the

‘supply of the main staples of subsistence, and in return the

demand in the West for the manufactured products of the New

Tºngland States, are each year growing greater, and the demand

more imperative.

That the vast Coal interests of Pennsylvania must soon

‘establish direct communication with the large Manufacturing

districts of New England is not only certain, but equally

so is it that the extensive Iron Ore deposits in the vi

cinity of Poughkeepsie on the east, and the Coal that

lies so near it on the west, will very soon make a

union at some central point on the Hudson. That the Erie,

Midland, Rondout & Oswego, and other Railroad Companies

on the west will soon seek direct connection with New York on

the east side of the river, (thereby saving the enormous expense

of transhipment or re-handling of freight, and ferry delays, at

Jersey City,) seems also equally certain.

With a view to establish this means of communication, so

urgently needed, “The Poughkeepsie Bridge Company”

has been organized under a Charter granted by the Legislature

of the State of New York, and is proceeding earnestly with

the preliminary work.

The Hudson River country presents but

Three Natural Channels East and West

through which must eventually flow the products of Pennsyl

vania and the West to the inventive and consuming population

of New England. Through the Mohawk Valley and Albany is

one, by the way of Jersey City is another—while through the

valleys east and west of

POUGHKEEPSIE IS THE MIDDLE

CHANNEL.

The whole surface of the western shore, from Albany to
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Jersey City, does not furnish another opening where railroad

construction and connection, east and west, is as practicable

as at this point, or where a

Bridge Structure is so feasible,

and can be built at so little cost. It requires but a glance at the

map, or a knowledge of the geography of this section of the

country, to convince the public judgment that there is but this

one point between Albany and New York, where all these inter

ests, from natural circumstances and geological formations, can

most advantageously centre, and that is at

The City of Poughkeepsie.

This city is not only midway between NewYork and Albany,

but half-way on a direct line from Hartford and Springfield

on the east, to Scranton on the west. It is the most populous

city on the Hudson, between New York and Albany, having a

population of more than 21 thousand, and is rapidly increas

ing in inhabitants and manufacturing wealth ; and while it is

surrounded by the great.Hematite Iron Ore regions,and the richest

Agricultural district in the State, it is in close proximity to

the Coal fields, and will soon (on the completion of nine miles

of projected road) be in direct railroad communication with

them, connecting with the Wallkill Valley Railroad within

nine miles, The Midland and Oswego at the Pine Bush Branch,

within twenty-two miles, The N. Y. and Erie within thirty-six

miles, and the Delaware & Hudson Canal within fifty-seven miles.

It lies on a direct line from Boston te Pittsburgh, and the west;

and lying on or near this line (as will be seen by referring

to the accompanying map,) are the cities of Springfield,

Hartford, Worcester, Waterbury, Poughkeepsie, the Iron Ore

regions and Mining districts of Ancram, Copake, North East,

Salisbury, the Dover Marble Quarries, and the Ancram Lead

Mines on the east : while on the west are Middletown, Scranton,

Easton, Reading, Harrisburg, the Anthracite and Bituminous

Coal fields, the Oil districts, and the Iron Manufacturing

interests of Pennsylvania. -
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Direct Route East and West.

A line drawn directly west from Po'keepsie will pass through

Chicago and Omaha, and very close to Cleveland, Sandusky,

and Toledo, while Cincinnati and St. Louis lie to the south of

it. No great western cities lie north of the line but Detroit.

Milwaukie and St. Paul ; and to reach these by rail, one must

go around the south side of Lake Erie, which is south of

the line. If a railroad could be built due west from Pough

keepsie, therefore, it would be the most direct route for the

stream of travel east and west. Every mile north or south

of this city, or of the direct line east and west, that a

passenger on his way west goes before crossing the

Hudson, is just so much out of the way, and adds accord

ingly to the length of the route, the time consumed in the

passage, and the expense of carrying.

Distance Saved by the Poughkeepsie

Bridge Route.

There are now three great lines between New York and the

West—the Pennsylvania Central, the Erie, and the New York

Central. The first two are compelled to transport passengers

across the Hudson by ferry, and must with our present engi

neering facilities continue to do so. The third—the only all

rail route—has its bridge at Albany, 75 miles north of the

points aimed at, and every car that runs over it must not only

run that 75 miles northward to no purpose, but somewhere

on its way must and does turn southward again for an equal

distance. The same is true of the roads terminating at JerseyCity.

There is now no all-rail route for coal from the mines of

Pennsylvania to the East but the roundabout one by way of Al

bany, from 80 to 125 miles longer than the route through

Poughkeepsie.

From Scranton, Pa., and the Coal mines of that region, to

that part of Massachusetts centering about Springfield, and of

Connecticut centering about Hartford, BY THE WAY OF ALBANY,

over present railroad lines, the proximate distance is 318 miles.

(NotE.–The actual distance to Hartford by this, the only all-rail

route, is 331 miles, to Springfield 305, to Boston 403, and to Providence

421 miles.)
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By the way of Poughkeepsie, over the Connecticut Western,

and Poughkeepsie & Eastern Railroads on the east, and roads

projected and building on the west, it will be 216 miles—a

SAVING IN FAVOR OF THE POUGHKEEPSIE

BRIDGE ROUTE OF MORE THAN ONE

HUNDRED MILES IN 318, Olt MORE

THAN THIRTY PER CENT.

The saving in distance by this route over the one by Jersey

City and New York—independent of the cost and delays of

transhipment of freight and ferriage of passengers, is, To

HARTFORD 50 MILES, AND SPRINGFIELD 69 MILEs.

This same important saving in distance not only affects

every part of the country on the line from Boston and Provi

dence to Pittsburgh, but proportionately the whole of New

England and the West. These facts alone are sufficient proof

of the necessity for a bridge at Poughkeepsie, for a direct

through Middle Route ; and with New England, the headquar

ters of manufacturing in this country, using millions of tons

of coal, it becomes an immediate imperative necessity.

Poughkeepsie is also the only present and prospective

Railroad Centre

from the East to the West, between New York and Albany.

A line drawn from Boston to the Coal fields not only passes

through Poughkeepsie, but the railroads already built or in

progress are on this line.

It is the only point on the Hudson where railroads on

either side of the river are concentrating, making direct

Railroad Connections.

The Poughkeepsie & Eastern, and Connecticut Western on

the east, to be completed this summer, will make through

direct connection with all points east, and all the various lines

intersecting them on the East, as follows:

The Hudson River R.R. to New York; The Harlem RR. to

New York; The Housatonic to Danbury, Norwalk and Bridge

port, on the south, and to Eastern Mass., on the north ; The
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Naugatuck to Waterbury, New Haven and Northampton ; New

Haven, Hartford & Springfield to Boston ; New London &

Northern ; Connecticut River; Norwich & Worcester; Fitch

burg & Worcester; Providence & Worcester; Boston & Provi

dence; and lines to the north. All of which, as feeders, must

necessarily contribute largely to the business of this line, and

afford to its connecting roads on the west, a means of distri

buting coal and freight through every corner of the New

England states.

Boston, Hartford and Erie Rail Road.

The organization of a Company of Poughkeepsie capitalists is

projected to build the link of the Hartford & Erie RR. from

Hopewell to Poughkeepsie—thus establishing another line

from the Bridge to the East and to New York by the Harlem

RR. When this road is completed entire, it will give another

through line from the Bridge to the East, shortening the dis

tance materially to Southern Connecticut and Rhode Island.

On the West of the Hudson.

The Poughkeepsie & Western, now projected to the Wallkill

Valley RR. (9 miles), and to the N. Y. and Oswego Midland

Branch, at Pine Bush (18 miles), will establish direct

through routes (by ferry across the river, until the completion

of the Bridge) to all points west.

From these points, railroads are all complete to Scranton,

Easton, and the coal region. The Pequest and Wallkill Valley

RR., which is an extension of the W.W. R.R. south, makes almost

a straight line from Easton, which will be another outlet of the

Lehigh region to Poughkeepsie and the east. On this route,

between Mauch Chunk and the Hudson, the gradients are low,

making it a most favorable line for heavy traffic. The completion

of but 18 miles of road to Pine Bush, makes not only a direct

connection with

The N. Y. & Oswego Midland RR.,

and connecting roads (all of a uniform guage), to the Coal

Fields and the West, but to Northern New York, Oswego, the

Lakes, and to Buffalo by the way of Auburn, thus opening a

new ute from the Hudson and the East to the West.
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A road is also projected, and surveys are being made, from

Ellenville (Branch of Midland) to Poughkeepsie. This road.

will run almost direct from the Delaware and Hudson Canal to

the Bridge, on an easy grade, (passing through a gorge in the

mountains to the southeast of Paltz Point), bringing the DELA

wARE & HUDsoN CANAL to the Bridge and tide water in TweNTy

FOUR MILES.

The above roads will bring the products of both the great

Anthracite and Bituminous coal regions to the whole Eastern

States, by a better route, and one that is, on an average, ONE

HUNDRED MILES SHORTER than any other that eacists.

The farther important connections on the west are

The New York & Erie RR.

and its connections to various points

The Delaware, Lackawana & Western,

and its Coal branches ; and

The Delaware River.

The feasibility of the Poughkeepsie Bridge project and the

prospect of its speedy completion, has led to new lines being

established from the Coal regions to connect with it ; and an

organization is already projected for nearly a direct route

through Wilkesbarre, the Delaware Valley, and Port Jervis,

to Poughkeepsie.

The completion of the Wallkill Valley Railroad this season

to Rondout will also give the

Rondout and Oswego Rail Road

direct communication with this point. It requires only the

completion of the Bridge and the short link of the Pough

keepsie and Western road, to enable these three great lines,

the

ERIE (AND COAL BRANCHES,) OSWECO

MIDLAND, AND RONDOUT& OSWECO

to make direct through connection to the East and by the Hudson
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River, or N.Y.& Harlem RRs. to NewYork city, without tranship

ment or handling of freight. At no other point on the Hud

son can they accomplish this without constructing many

miles of railroad and expending large sums for the approaches

to the river.

Engineering Advantages at Po’keepsie.

It is not only true that Poughkeepsie is the most central

and convenient point for the location of the Bridge, but surveys

made by competent engineers show that the engineer

ing advantages in favor of this point make

Its Construction here perfectly Practicable,

and much easier and cheaper than at other locations.

THE PoſNT SELECTED FOR THE STRUCTURE is near the present

Ferry Dock, and at the intersection of the Poughkeepsie &

Eastern and Hudson River Railroads.

The bluffs here, that nature seems to have formed for the

purpose, rise to the height of 110 feet on the east shore and

130 on the west. Beyond this height the hills gradually recede

to a level plain. The proposed elevation of the Bridge above

high-water mark is 130 feet. This height will not only place

it above the tallest masts of our river vessels, but the nature

of the location is such that wind cannot affect it.

This elevation is also most favorable for the Railroad lines run

ning East and West, as the approaches will be on a level with

the Bridge. Besides this, the track of the Hudson River

Railroad is higher here than at any other place, thus enabling

trains to be switched from it to the Bridge without overcom

ing a heavy grade. The distance across the river at this

point is 2,420 feet, or 220 feet less than half a mile; and

with the land approaches, the entire length of the Bridge will

be three thousand four hundred (3,400) feet. The bank

on either side is solid rock, affording the best foundation

for towers, and the best anchorage for cables, if a Suspension

Bridge be decided on, as is most likely. The bottom of the

river is rocky, and the depth averages but 50 feet, so that
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pier can be built, if found necessary, without difficulty, and with

out impeding navigation.

It is proposed to construct a double deck Bridge, accommo

dating wagon travel and foot passengers below, and railroad

trains above.

The Interests of the City of New York

Are especially involved in the construction of this Bridge, and

the connection with it of the Midland and other new lines to

the West. The terminus of leading railroads at Jersey City

is building up a “new New York” on the west of the Hudson,

affecting seriously the commercial interests of the Metropolis.

Wise men see this now, and declare that “as all roads lead

to New York, so must "their termini for freight and passengers

be there, and the method NEAREST, suresT and Most PRACTICABLE,

is the spanning of the river at Poughkeepsie.”

On every ton of coal now consumed in New York, the con

sumer pays an extra charge for once re-shipping, extra hand

ling, transportation and storage, and for the waste occasioned

by rehandling, which is estimated at 100 pounds to a ton. On

the millions of tons used in New York city annually, this be

comes an important item of expense. This Bridge will establish

a short, feasible all-rail route from the Coal mines directly into

the heart of the city, and cars can be loaded at the mines and

unloaded into delivery carts in the city—thus effecting a saving

to every consumer of coal. (Scranton, and the entire northern

Coal district is many miles nearer tide-water at Poughkeep

sie than at New York. Ample dock room and facilities can be

had at Poughkeepsie at a nominal price compared with Jersey

City, and the water is deep enough (50 feet) to float the largest

steamers.) So also does the

MARVELOUS GROWTH OF THE FREIGHTING

BUSINESS

between the East and the West make it imperative that more

R.R. lines be at once established. In 1860, the railroad ton

nage of the State of New York was 2,167,737. In 1869, it was

5,544,094—an increase of 204 per cent. In 1870, it was 9,457,-

060—an enormous increase from the year before. In 1860, the
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canal tonnage was 4,650,214 ; in 1869, it was 5,859,080—an

increase of 26 per cent.

The roads at present carrying the freights of the Continent to

and from the city of New York and the East, are overcrowed.

NoTE.—During the last month (August, 1871,) the grain receipts alone at Boston, over the

Boston & Albany Road, have averaged a million of bushels a week; and the Press of Bos

ton complain of great want of railroad facilities with the West, and say that it is impossible

for the present roads to do the business.

By the construction of the Bridge at this point—and an

additional through route by the Connecticut Western, Pough

keepsie & Eastern, and the Midland, to Oswego, Buffalo, and the

Lakes, is immediately established between the east and the west.

The completion of the Hartford &Erie line on the east to this point

and other connecting lines on the west, will immediately follow

—all of which will tend to quicken transportation and lessen

the rates of freight.

As the above arguments in favor of bridging the Hudson in

connection with the roads terminating at Poughkeepsie, seem

to be sufficient, it only remains to answer the question—

What will it Cost? Will it pay as an Invest

ment? And what Interests will Build it? .

A detailed estimate of the 'cost of the Bridge is now being

made by capable engineers. For a Suspension Bridge of one

centre pier and two piers on land, the total cost of the enter

prise is approximated at two and a half millions of

dollars ($2,500,000). (The cost of an iron truss bridge will

be much less.) In comparison with the cost of other

similar structures, this estimate seems to be a safe one. The

Niagara Suspension Bridge cost four hundred thousand dol

lars, (and is leased for ninety-nine years to the great Western

Railway at a yearly rent of $45,000.) The iron truss RR. bridge at

Parkersburgh, Va., just completed, is one mile in length,

more than double the length of the span here, is ninety feet

above the water, cost one million of dollars, and was

constructed in eighteen months. This bridge was built

by railroad companies, that had less financial inducements

for its construction than are presented to either one of the seven

great roads, (viz.: Poughkeepsie & Eastern, Connecticut West

ern, Hartford & Erie, Rondout & Oswego, Oswego & Midland,

New York & Erie, and Hudson River,) for the building of the

Poughkeepsie Bridge. (There could also be added to the
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above not only the roads from Springfield and Hartford to

Boston and Providence and their connections, but those to the

west of the Hudson leading to the Coal fields and the West.)

If it pays for these two Companies to build such a bridge at

such a point, will it not pay for the score of Companies so largely

interested, to build this one? and will not the all-important

consideration of direct communication from the Coal fields to

New England be of interest enough to the States of Massachu

setts, Connecticut, New York and Pennsylvania, to make it a

subject for State aid? ~

If all these resources fail, which is far from being probable,

it is believed that it can be shown by the most convincing argu

ments, that the project will be sufficiently remunerative to

induce private enterprise to at once provide the means ?

The Bridge as an Investment.

The same consideration which controls in the location of

railroads, viz : Traffic, must also be considered in the location

of the Hudson River Bridge. The principal sources from

which the Bridge Company will derive its revenue, are : the

transportation of passengers in trains, wagon and foot travel,

coal, iron, general merchandise, and live stock. The approaches

to the Bridge, on both sides, will be through a wealthy Agri

cultural district, thickly populated. On one side is a rapidly

growing city, of 21 thousand inhabitants, and on the other

thriving villages. The traffic across the river at the present

time is largely remunerative to a Steam Ferry Company.

An estimate of tolls, based on the Ferry receipts and the in

evitable increase of business and pleasure travel, demonstrates

a large and constantly increasing income from this source, that

would follow the erection of the Bridge. This consideration alone

throws the balance entirely in favor of the Poughkeepsie

location rather than any other on the river, even independ

ent of her railroad connections.

The Estimate of coal. TRAFFIC and

REVENUE FROM THE SAME.

The item of Coal demands particular attention. The

distribution through the populous country reached by the Pough

keepsie & Eastern, Connecticut Western, and the Boston,
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Hartford & Erie Railroads, is more, than Two MILLIONs tons

PER ANNUM. The quantity of Coal consumed in the States of

Massachusetts, Connecticut and Rhode Island, in 1870, was

3,100,000 tons ; which, by existing means of communication

with the mines, was subjected first to railroad or canal, then

to river, sound or ocean transportation, before reaching its

place of consumption—causing a loss of from 100 to 150

pounds, or from 5 to 8 tº cent. a ton by handling. The above

is also true of the large amount of Coal used in the manu

facturing districts of New Hampshire and Maine, much of

which would come over this line.

The cost of once reshipping Coal is estimated by Coal Com

panies as follows:

Boating charges per ton for short distances, 32c.

Hoisting and loading in cars, - - - - - 24c.

Loss by handling, - - - - - - - - 35c.

Total cost, - - - - - - - - - - 91.

a loss annually to the States of Massachusetts, Connecticut,

and Rhode Island, of more than two and a half millions of dol

lars, one half of which can be saved by having a through

direct Railroad route.

As the cost of transporting Coal by R.R. is from 1} to 13 cents

per ton per mile, and the country on the line from Boston and

Providence to Poughkeepsie and Scranton will be reached by

the Poughkeepsie Bridge route, from 80 to 100 miles shorter

than any other, this saving in freight will also reduce the cost of

a ton of coal at least $1, effecting a saving annually of ONE HUN

DRED THousAND Dollars to Springfield, Hartford, and every

other city in the East, using one hundred thousand tons of coal.

Every manufacturing city in New England of thirty

thousand people consumes on an average one hundred

thousand tons of coal each year; and not only are the cities

increasing in population, but more perceptible is the increase

in the consumption of coal and other products of Pennsylvania

and the West. Facts gathered in the investigation of this

subject make it conclusive that the Coal Traffic alone, at mod

erate tolls, will make a Bridge at this point a better paying

investment than any railway line in the State.

f
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Hematite and Magnetic Iron Ores,

and Revenue from the Same.

The Iron Ore beds in the vicinity of Poughkeepsie, on

the Railroad lines terminating here, are practically inex

haustible, and second to no other mining districts in the

Atlantic states. They are now fitted for an annual production

of A MILLION OF Tons of quartz, which, with the increased facili

ties for transportation across the river, will be largely aug

mented.

The building of this Bridge assures the location on the

Hudson here, of the heaviest Iron and Steel interest east of

Pittsburgh. With inexhaustible quantities of superior quality

of Hematite Ores lying on the Poughkeepsie & Eastern, and

also on the Poughkeepsie & Hopewell roads ; and the famous

Magnetic veins on the Boston, Hartford & Erie R.R., near

Brewster's, this is the natural point for the Iron interest to

look to for the establishment of manufactories of Iron and Steel.

This last manufacture, just in its infancy in this country, must

speedily become in its proportions one of vast magnitude; and

as the ores of this region are pronounced by experts peculiarly

adapted for making steel, there can be no better point for the

location of these manufactures than here, in connection with

and proximity to the Bridge.

The extensive Marble Quarries at Dover are being largely

worked, and will be to a greater extent as transportation

facilities are offered. The demand west of the Hudson for ºne

superior Marble of these quarries will be very large with

Bridge connection at this place. It is safe to say that Dutchess

county, with the extensive business of Poughkeepsie, with her

large Iron, Marble, Lead, and rich Agricultural interests, will

furnish more tonnage for the Bridge and connecting roads,

than would any three counties on the line of the river.

General Freight, and Revenue from

the Same.

From statistics obtained from official sources, it is estimated

that about one and a half million tons of through freight, con

sisting mainly of manufactures, grain, flour, wool, cotton, oil,
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and live stock, are annually transported between New England

and the Western States, a large proportion of which is subjected

to the expense and delay of ferriage and transhipment—a seri

ous loss, that would be avoided by the completion of this addi

tional continuous,line of Railroad.

Principal Sources of Revenue.

Taking the statistics of the present traffic as a basis on

which to estimate the probable business of this Bridge when

completed, it may be reasonably expected that its revenue will

be about as follows:

1,500,000 tons of coal for Eastern consump

tion, a 206. #9 ton, - - -

300,000 tons of coal for New York city and

River counties, (I) 20c. tº ton, - - 60,000

[NotE. —The freight tariff for coal over the bridge at Al

bany is FIFTY CENTs per ton, and $3 to $5 per car for

general merchandise. The consumption of coal in

the New England States is estimated at 4,500,000

tons, and for NewYork and Brooklyn cities, 3,000,000.]

93,600 carloads general merchandise, live stock,

grain, oil, manufactured articles, iron and

$300,000

iron ores, () $3 tº car, 280,800

Mails and RR. passengers, - - - 109,840

Tolls from wagon and passenger traffic, 45,000

$795,640

Deduct 5 tº c. for operating and other expenses,

repairs, &c., - - - - - 39,782

Leaving a net profit of . - - - $755,885

Notwithstanding the above favorable showing, the profits of

one year amountingto more than one-fourth of the total cost of the

Bridge, no one who has given the subject careful investigation

doubts the accuracy of the estimates, while the rates of toll are

placed below the average charges of other bridges. Neverthe

less, if the above estimates are reduced to one-half, or even one

third the amounts mentioned, there still remains a large

and remunerative profit upon the outlay required.

In the Engineer's Report, made in 1867, of the probable

business of the Highland Suspension Bridge Company, the

estimate for Bridge tolls is $1,000,000. Deducting $39,782 for

operating expenses, leaves a revenue of $960,218. The esti
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mates of the probable business of the Poughkeepsie Bridge are

made three years later, and from statistics from official sources,

and from which it is fair to suppose that the business of the

Poughkeepsie Bridge Company will far exceed the estimates of

the Highland Suspension Bridge Company.

It is a fact that may here be stated, that while great bridges

over navigable waters are the most valuable feature of the

engineering of our time, it is also notable that they pay enor

mous dividends to stockholders, and that no bridge stock is in

the market.

The Commercial Interests Involved.

In every quarter the greatest activity prevails in the en

deavor to establish new and more direct channels for railway

conveyance. Virginia has made a free gift of more than three

millions of dollars, expended on the Chesapeake and Ohio Rail

road; the Canadian Parliament has moved for an invest

ment of six millions sterling in an inter-colonial railway; Port

land has put three millions into western railroad enterprises

for the benefit of that city; Boston and the State of Massa

chusetts have advanced over fifty millions for railway con

struction; Baltimore has given eight millions to the Baltimore

and Ohio road; the Pennsylvania Central Road, having extend

ed its leases and facilities for a permanent grasp of the Pacific

traffic, is advancing two millions of dollars to place steamships

on the Atlantic, to reach Liverpool and compete for the Euro

pean trade.

Do not the commercial interests of Massachusetts, Con

necticut and Rhode Island, imperatively demand the imme

diate construction of this Bridge, for an outlet from the Coal

region directly to their doors, practicable at all seasons of the

year, and an additional link between the Eastern and Western

States, affording facilities for cheap and quick transportation?

And with the Bridge a certainty, will not the immediate com

pletion of the Boston, Hartford & Erie Railroad, to connect

with it, follow 2 and thus solve the difficult problem of that

unfortunate enterprise so DEAR to them. Such is the judgment of

many of their wisest men, and that to delay the completion of

these projects is to injuriously affect the material prosperity of
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not only those States but the whole of New England. At no

previous time has so feasible a project for securing a great

MIDDLE THROUGH DIRECT HIGHWAY

with a continuity of tracks, across the Hudson, and one that

promises so safe and profitable an investment, been under

consideration ; and the encouragement which it receives

will lead its friends to press immediately forward with the

work.

J

1.
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REPORT OF ENGINEERS.

OFFICE OF

POUGHKEEPSIE & EASTERN RAILROAD CO.,

No. 16 Market Street,

PoughKEEPSIE, N. Y., MARCH 5, 1871.

Hon. H. G. EASTMAN,

- Mayor City of Poughkeepsie,

Sir :—Since our interview regarding the practicability of

Bridging the Hudson River at or near this city, I have given the

subject careful consideration and examination, and am en

tirely convinced of the feasibility of the project, and from es

timates proximately prepared, I have have no hesitation in

saying that either a Suspension or Truss Bridge can be con

structed, at a cost for the former not exceeding $2,800,000, and

the latter not exceeding $1,600,000.

By reference to State Maps it will be seen that an interior

line of Railway, passing through this City from East to West

on the line of the proposed Bridge would be at least 85 to 100

miles shorter between the Coal Fields of Pennsylvania and the

great interior Manufacturing interests of New England than

any of those now in operation, and that in point of distance the

future even, can produce no rival to this great thoroughfare

between the points suggested. The finishing of the Pough

keepsie and Eastern Railroad to the Connecticut State line,

where it will form a close connection with the Connecticut

Western Railroad, extending to Hartford and Springfield,

which will be an accomplished fact within twelve months from

this date, will open a line over which the manufactured and

other products of New England can reach the Hudson.

... With a Bridge at this point, and the further construction of a

Road of 9 miles in length immediately upon the West side of the
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River there will be completed a net work of Railway connec.

tions, extending from New England on the east, to the Coal

Fields of Pennsylvania on the west, and to the Lakes and

Northern New York via the Erie, Midland, Rondout and

Oswego and other lines now in process of construction. From

these connections, providing the Hudson is bridged, large freight

and passenger receipts can safely be calculated upon, on

which for all New England there would be a saving of at

least 100 cents on every ton of Miscellaneous Freight, and a

like amount on every ton of Coal consumed upon, and along

the line of the proposed route.

The saving of transportation upon the item of Coal alone to

New England would be sufficient within five years to reim

burse them for building the Bridge Such being the fact

it is safe to assume that material assistance can be had from

this quarter to aid in its construction, and when finished, its

stock, I verily believe, will be the best paying in the state.

The gradients via the proposed Bridge line are lower than

that of any other route, having the same direction, thus en

enabling the hauling of heavy freight trains, which is a point

of immense value to your enterprise.

Yours, Respectfully,

P. P. DICKINSON,

Chief Engineer P. & E. R. R.

~!
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HoN. HORATIO ALLEN'S REPORT.

NEw York, July 18, 1871.

JNO. F. WINSLow, Esq.,

Pres. Poughkeepsie Bridge Co.,

Dear Sir:-In the communications from the Company, I am

requested to prepare a plan of Suspension Bridge to carry a

Railroad of single track across the Hudson River at Pough

keepsie; the plans to be in sufficient detail to furnish the

character and quantities of work and materials, required for

an estimate of cost of such bridge, and previously to furnish

an approximate estimate of the cost.

I am informed that the width of the river at the proposed

place of crossing, will required a bridge of 3400 feet length—

that the depth of water may be taken at 50 to 55 feet, and

that rock or other material suitable for the foundation of the

towers will be found at 70 feet below the surface of the water.

I am directed to assume that suitable provision for the navi

gation of the river will be made by an elevation of the under

side of the bridge above the water of one hundred and thirty

feet, and by two centre spans of 1100 feet, and half spans of

600 feet. The width of the bridge to be that which will pro

vide for a single track, and for the horizontal stability of the

Structure.

The towers of the bridge to be of masonry, sustained by ad

equate foundations, the cables to be steel or iron as found pre

ferable, and the superstructure of iron as far as advisable.

The carrying capacity of the bridge to be that of half a ton

to the lineal foot.
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Since meeting the Committee at the proposed place of cross

ing, I have had under consideration the question submitted

with a view to the preparation of the plans and proportions

which will be made the basis of the estimate of cost, and shall

proceed to their completion with as little delay as practicable.

At the same time, I have under consideration, the question

as to what may be taken as an approximate estimate of cost of

a Suspension Bridge of the character stated, and I have now to

report that the same may be taken at two million and six hun

dred thousand dollars.

Respectfully submitted, -

- HORATIO ALLEN.
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BRIDGING THE HUDSON

AT POPGHKEEPSIE, M. Y.,

FOR A NEW AND SHORT

DIRECT THROUGH RAILWAY ROUTE

THE COAL FIELDS TO NEW ENGLAND,

AND FROM

THE EAST TO THE WEST,

CONNECTING

Boston, Providence, Worcester, Springfield, Hartford,

Walcrbnry, the Iron Ore and Marble Regions,

Poughkecpsic, and Hie

HUDSON RIVER,

With Scrauton, Easton, Hie Delaware River, Hie Coal and

Oil Fields, Harrisburg, Pittsburg, the West and Sonth.

BY A ROUTE

SAVING FROM EIGHTY TO ONE HUNDRED MILES IN DISTANCE.
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ESTIMATED COST AND EARNINGS.

72 Broadway,

New York, June 25, 1875.

Jno. F. Winslow,

President Poughkeepsie Bridge Company.

Sir: la pursuance of your instructions of the 23d inst.,

I have the honor to submit herewith for your consideration

the following estimate of the cost and business of your

proposed Double-Track Bridge :

COST OF BRIDGE.

For foundations, masoury, and iron, superstructure com

plete, including approaches, $4,000,000 00

For right of way and incidentals, 150,000 00

Total cost, $4,150,000 00

RECEIPTS.

ESTIMATED DAILY BUSINESS—EASTERLY.

300 cars of coal, ea. 10 ton, @ $2 ea., $600 00

230 cars of grain, flour, and general

merchandize, @ $3 ea 7 690 00

WESTERLY.

100 cars of ore and general merchan

dize, @ $3 300 00

From passenger, mail and express . . 352 05

Daily receipts, $1,942 05

For 312 days—gross earnings $605,919 CO

DISBURSEMENTS.

Deduct 4 per cent, for operating

expenses, $ 24,236 78

Deduct 10 per cent, gross earn

ings for Sinking Fund, 60,591 96

Deduct 7 per cent, interest on

$3,500,000 1st Mortgage Bonds 245,000 00

. 329,828 74

Net earnings $276,090 86

Applicable to dividends on $1,000,000 of capital stock,

equal to 27 -f\ per cent.

Respectfully,

P. P. DICKINSON, Chief Engineer,



ARGUMENT

Railroads form to-day the greatest and most important means of commu

nication between the different parts of the country; and their useful

ness, extent and influence in developing the resources of the nation in

crease in a more rapid ratio than those of any other interest. What

ever obstacle is in their way must be overcome.

Ctrcat Rivers were once regarded as the most valuable avenues of trade

and travel ; all great cities were located on them, and their navigation

constituted the internal commerce of the country. Now they are sec

ondary to the iron track, and though their freedom should be assured,

they cannot be longer left as barriers to the great land lines which

cross them.

Bridges are no longer looked upon as hindrances to free navigation. Mod

ern engineering has taught us how the two great highways, by water

and by land, can each be made use of without interruption by the

other.

All-Rail Routes are fast taking the preference over routes where part of

the travel goes by rail and part by water, and this is especially true of

lines carrying heavy freight. It pays even to go many miles further,

to save unloading and reloading freight and ferry delays.

DIMsince is the next consideration to handling. If one route is shorter

than another between the same points, that route can afford to carry

cheaper, and so control the business. It follows, therefore, that the

shortest all-rail route has advantages over every other, which are

certain to make it successful in the competition for patronage. Albany

is on!y six miles south of Troy, yet the Albany Bridge has reaped an

unprecedented revenue, because it saves this six miles in distance.

The Hudson River is one of the great natural boundaries dividing, the

United States into grand divisions or sections. The New England

States, lying east of the Hudson contain one-seventh of the whole

population of the country, and control more than one half the manu

facturing of the nation. These States are the most active and most

wealthy, and their business interests and capital are nearly equal to

those of all the rest of the Union.

The Creat Crossing Places on the Hudson over which now passes

nearly i:il the mighty streams of trade and travel between this great

section of country and the wider and more rapidly growing west arc

but two, one at Albany and Troy, the other at New York, 150 miles

apart. Two-thirds of the people of New England are south of Albany,

and all of them are north of New York.

The Only Bridges are at Albany and Troy. Four-fifths of the people

cast of the Hudson and ninetecn-twentieths of the people west of it are

south of the Albany Bridge, and the greater portion of travel and

freight carriage between them must therefore—if it takes the only all-

rail route now open—make a long journey to the northward of its

natural course, increasing the expense and enhancing the price of all

articles exchanged, without any corresponding compensation.



 

The Commercial Interest* of Xew England, Pennsylvania ami the

West and Southwest demand Unit a middle, dirkct tnkoi on-roitk

with a continuity of tracks across the Hudson, to carry to the cast the

millions ok tons ok coal consumed there, and to return to the west

the products of their nrkat manckactdkinu districts, shall iimie-

diately be established.

This Middle Channel, or highway of trade, frem natural circumstances

and geological formation, will centre more advantageously at Hie

City of PoCFHKEKPSlE than at any other point on the river, and at no

other place is the project as feasible, (if feasible at all at any other

point,) or can it be accomplished at so little cost.

Poughkecpsic is just half-way between the two greirt crossings—Albany

and New York—and half-way between Springfield anil Hartford on

the east, and Scranton and Easton on the west, on a direct line from

Boston to the coal fields of Pennsylvania and t-i Pittsburg, and on the

same parallel as Cleveland, Chicago and Omaha. The river is narrow

at this point, the banks bold and rocky, rising from 110 to 130 feet.

The approaches by rail on both sides are easy and through a rich

country, making it not only the crossing place for the great Natural

Middle Route, but the proper place for the proposed Bridge to span

the Hudson.

The Distance between the centre of the coal region ot Pennsylvania and

the centre of the Manufacturing District of New England is from 80

to 125 miles shorter by this than by any other route now open, and

the same saving in distance will be effected over any other all-rail

route from every large city east of the Hudson to any point west.

Freight of all kinds from Sew England west, or from the Coal fields

east, must now go by one of two routes—by way of Albany, 100 to

123 miles further than necessary, or by way of New York, where it

must be unloaded, ferried across the river, and loaded again on the

(tars before it can proceed. A Bridge at Ponghkeepsie would open a

new all-rail route man}, miles shorter than by way of Albany or

New York.

Railroads are now built that nearly complete the connections over

this route. The proposed bridge and a link of nine miles, already pro

|ected, are all that are required to make the line continuous. By these

roads the saving in distance is from 20 to 30 per cent., and the distance

will be made still shorter by new proposed lines by the time the bridge

is built.

The Poughkccpsic Bridge, then, will establish the shortest, and

hence quickest and cheapest through-route, between two sections of

country that ship more freight east and west than any other sections

in America. It will furnish tint best and most convenient crossing

over a river that is crossed by more people than any other on the con

tinent; and will therefore accommodate more travel, do more to pro

mote internal commerce, benefit more and greater interests, and pay

a larger revenue to stockholders than any other railroad bridge now

built or projected.

Careful Consideration is asked of the following detailed report, which

presents facts of unusual significance.



-O.ALBANY

BINGHAMPTONO
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T.TSBURGhK IMELW YORK

titration shoicing the relations of Poughkeepsie (Bridge Rail Road Route)

vilh prominent Commercial Centers*, and also the present Freight and Passenger

Routes from the Coal Fields and the West to New England.

.k.— Bv referring to a map of the Country it will be seen that a lino drawn from Bop ton to Pittsburg cro^e* the llndfuu

at Poughkeepsic, and passes through, dpringticld uud Scrantou.

 

, showing the Air Line Rail Road Route from Harruburgh to Boston ,

and the twenty-four intersecting roads.

(.—Th« South Mountain Hail Road from Harrlsburgh to Poughkeepsie, now being constructed will complete an «i-

lr Line Kail Way from Harrisburgh to Hartford and Springfield, passing direetly through the COAL t ItXDSand

{EGIONS, saving 80 mileH in distance over the present lines by way of New York and one re-shipment of freight and

.a or 30 per cent, in distance over the present through Hue by Albany. This Is the most important Rait Road proiect iu

, ntry to-day, affecnng more interests and people, and promising a better return for the capital invented. There centers

eight and buainess and branch roads on this line from Ilarrisburgh to Spriu«uYld4tuan on any other :W0 miles of road in

a, not excepting the Pennsylvania Rail Road, or \«w York Central.
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ONE HUNDRED MILES SAVED

In 318 (or 30 Per Cent) by

BRIDGING TIE HUDSON AT POUGHKEEPSIE,
FOR A

Direct through Railroad Line from the Coal Field*

and the West to New England.

DISTANCES.

From Scranton, Pa., or the Coal Mines of that region to Spring

field, Mass., by way of Albany, over the only present all-rail

route 305 miles.

To Hartford, Conn. , 331 "

To Boston, Mass., 403 "

To Providence, R. I., 420 "

From Scranton, Pa , to Springfield, Mass., by the way of Pough-

keepsie Bridge, 213 miles.

To Hartford, Conn. 204 "

To Boston, Mass., 310 "

To Providence, R. I., 20o "

Saving in favor of the Poughkeepsie Bridge Route to Springfield,

Mass., 93 miles.

To Hartford, Conn., 127 "

To Boston, Mass !)3 "

To Providence, R. I. 121

Note.— The proximate distance lrom Scranton to Springfield and Hart

ford, being 318 by Albany, and 212£ by Poughkeepsie, is a saving of 105:V

miles in 318, or 30 per cent.

The Distance by Rail and Water, via Jersey City

and New York,

(Independent of the cost and delays of transportation of freight and pas

sengers,) from the Coal fields to Springfield is 69 miles, and to Hartford 51

miles farther than by the Poughkeepsie Bridge Route, and with the com

pletion of the New York and New England Road to Poughkeepsie, a still

greater saving in distanee to Hartford, Providence, Southern Connecticut

and Rhode Island will be effected.
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BRIDGING THE HUDSON

. AT POUGHKEEPSIE,

FOIl A CENTRA!, TRUNK LINE FROM NEW ENOLAND TO THE COAL FIELDS

AND FROM THE EAST TO THE WEST.

So great have become the Railway interests of the country,

and so completely has the carrying trade been monopolized

by them, that inland rivers will no longer be permitted to break

important railroad connections between great centres. The

present strifes for commercial dominion, and the eager grasp

ing for the traffic and travel to prominent points, must also

lead to more direct through-routes, and those that are not do-

pendant upon ferrying freight and passengers across water

courses, and liable to interruption from ice during the winter

months. That the great Manufacturing interests of New

England, the Mining interests of Pennsylvania, comprising its

Coal, Oil, Lumber, and Iron, and the fast-developing Mineral

wealth of Eastern New York, with the vast Business and Ag

ricultural Industries, centering on a line from

Boston and Providence to Ilarrisburgh and Pittsburg,

THROUGH

Springfield, Hartford, Waterbury, Pouglikcepsic, Scranton

and Easton,

are not sufficiently provided for by the present railroad facili

ties, and that the difficulties of transportation across the

Hudson are affecting seriously the commercial interests of the

East and West is plainly apparent.

These facts having cost the Manufacturing interests of Con

necticut and Massachusetts alone millions of dollars during the

past five years, the people arc now awake to their interests,

and are looking to the

Bridging of the Hudson

at some central point, to accommodate the vastly increasing
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traffic between New England and the West. The large con

sumption of the Coal, Oil, Lumber and Iron products of Penn

sylvania by the East, its dependence upon the West for the

supply of the main staples of subsistence, and in return the

demand in the West for the manufactured products of the

New England States, are each year growing greater, and more

imperative.

That the vast Coal interests of Pennsylvania must soon es

tablish direct communications with the large Manufacturing

districts of New England is not only certain, but equally so is

it that the extensive Iron Ore deposits in the vicinity of Pough-

keepsie on the east, and the Coal that lies so near it on the

west, will very soon make a union at some central point on the

Hudson. That the Pennsylvania Central, Erie, Midland,

Rondont and Oswego, and other Railroad Companies on the

west will soon seek direct connection with Xew York on the east

side of the river, ^thereby saving the enormous expense of

transhipment or re handling of freight, and ferry delays, at

Jersey CityO seems also equally certain.

With a view to establish this means of communication, so

urgently needed. "The Poughkeepsie Bridge Company"

has Ven organised under a Charter granted by the Legislature

ef the Strte of New York, and is proceeding earnestly with

the preliminary work.

The Hudson River country presents but

Three Xatural Channel* Ea«l and West

through wqich must eventually tlow the products of Pennsyl

vania and the West to the inventive and consuming population

of New Er.g,.ar.d, Through the Mohawk Valley and Albany

is one, by tqe way ef Jersey City is another—while through

tqe. valleys east and west of

roii.nuii !'«it i$ tub Minnii iiivwn..

Tqe wh.-,e sarfi:ee of tqe western sqore, from Albanv to
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Jersey City, does not furnish another opening where railroad

construction and connection, east and west, is as practicable as

at this point, or where a

Bridge Structure is so Feasible,

and can be built at so little cost. It requires but a glance at

the map, or a knowledge of the geography of this section of the

country, to convince the public judgment that there is but this

one point between Albany and New York, where all these in

terests, from natural circumstances and physical formations, can

most advantageously centre, and that is at

The City of Poughkeepsic.

This city is not only midway between New York and Al

bany, but half-way on a direct line from Central New England

on the east, to the Pennsylvania Coal fields on the west. It is

the most populous city on the Hudson between New York and

Albany, having a population of twenty-five thousand, and is

rapidly increasing in inhabitants and manufacturing wealth ;

and while it is surrounded by the great Hematite Iron Ore

regions, and the richest Agricultural district in the State, it is

in close proximity to the Coal fields, and will soon (on the

completion of projected roads) be in direct railroad communica

tion with them. It lies on a direct line from Boston to Pitts

burgh, and the west and south west ; and lying on or near this

line (as will be seen by referring to the accompanying map,) are

the cities and towns of Springfield, Hartford, Worcester, Provi

dence, Waterbury, Danbury, New Haven, Bridgeport, Willi-

mantic, Winstead, Poughkcepsie and others. The Iron Ore

regions and Mining districts of Ancram, Copake, North East

Salisbury, the Dover and other Marble Quarries, and the

Ancram Lead Mines on the east : while on the west are Mid-

dletown, Scranton, Easton, Keading, Ilarrisburg, the Anthra

cite and Bituminous Coal fields, the Oil and Lumber districts

and the Iron Manufacturing interests of Pennsylvania.
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Direct Route East aiul West.

A line drawn directly west from Po,keepsie will pass through

Chicago and Omaha, and very close to Cleveland, Sandusky,

and Toledo, while Cincinnati and St. Louis lie to the south of

it. No great western cities lie north of the line but Detroit,

Milwaukie and St. Paul ; and to reach these by rail, one must

go around the south side of Lake Erie, which is south of the

line. If a railroad could be built due west from Poughkeepsie,

therefore, it would be the most direct route for the stream of

travel east and west. Every mile north or south of this city,

or of the direct line east and west, that a passenger on his way

west goes before crossing the Hudson, is just so much out of

the way, and adds accordingly to the length of the route, the

time consumed in the passage, and the expense of carrying.

Distance Saved by tlic Poughkeepsie Route.

There are now three great lines between New York and the

West—the Pennsylvania Central, the Erie, and the New York

Central. The first two are compelled to transport passengers

across the Hudson by ferry, and must with our present en

gineering facilities continue to do so. The third—the only all-

rail route—has its bridge at Albany, 75 miles north of the

points aimed at, and every car that runs over it must not only

run that 75 miles northward to no purpose, but somewhere on

its way must and does turn southward again for an erpial dis

tance. The same is true of the roads terminating at Jersey

City. There is now no all-rail route for coal from the mines

of Pennsylvania to the East but the roundabout one by way of

Albany, from 80 to 125 miles longer than the ronte through

Poughkeepsie.

From Scranton, Pa., and the Coal mines of that region, to

that, part of Massachusetts centering about Springfield, and of

Connecticut centering about Hartford, by the way of Albany,

over present railroad lines, the proximate average distance is

318 miles.

(Note.—The actual distance to Hartford by this, the only all-rail route, is

331 miles, to Springfield 305, to Boston 403, and to Providence 421 miles.)
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By the way of Poughkeepsie, over the New York and New

England, Connecticut Western, and Poughkeepsie, Hartford

& Boston Railroads on the east, and roads projected and build

ing on the west, it will be 212 miles—a

Saving in favor of the Poughkeepsie Bridge Route ef more

than One Hundred Miles in 318, or more

than Thirty Per Cent.

The saving in distance by this route over the one by Jersey

City and New York—independent of the cost and delays of

transhipment of freight and^ferriage of passengers, is, to HART

FORD 50 MILES, AND SPRINGFIELD 69 MILES.

This same important saving in distance not only affects every

part of the country on the line from Boston and Providence to

Pittsburgh, but proportionately the whole of New England and

the West. These facts alone are sufficient proof of the neces

sity for a bridge at Poughkeepsie, for a direct through Middle

.Route ; and with New England, the headquarters of manufac

turing in this country, using millions of tons of coal, it becomes

an immediate imperative necessity.

Poughkeepsie is also the only present and prospective

Railroad Centre

from the East to the West, between New York and Albany.

A line drawn from Boston to the Coal fields not only passes

through Poughkeepsie, but the railroads already built or in

progress are on this line.

It is the only point on the Hudson where railroads on either

side of the river are concentrating, making direct

Railroad Connections.

The New York & New England, Poughkeepsie, Hartford &

Boston and Connecticut Western on the east, will make

through direct connection Jwitk all points east, and all the

. various lirrt3s intersecting them, as follows :

The Hudson River R R. to New York ; The Harlem R.R.
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to New York ; The Housatonic ; The Danbury aud Norwalk ;

The Naugatuck, New Haven & Northampton ; New Haven,

Hartford & Springfield ; New London & Northern ; Con-

Valley, Norwich & Worcester ; Providence & Worcester ;

Boston & Providence ; All of which, as feeders, must neces

sarily contribute largely to the business of this line, and afford

to its connecting roads on the west, a moans of distributing

coal and freight through every corner of the New England

States, ns well as the manufactures of the east, throughout the

west and south-west.

The feasibility of the Poughkoepsie Bridge project, and the

prospect of its early completion, has led to new lines being

projected from the coal regions to connect with it, many of

thein so far completed as to require but a few miles more to be

built to make the route continuous and unbroken ; and before

the completion of the bridge it is confidently believed that a

direct line from Poughkeepsie to Harrisburgh will be in readi

ness, under the control of one corporation, and known as the

Boston and South Mountain .Railroad ; some 70 miles of this

are now finished, a large amount of work done along the entire

line, and the residue being energetically pushed ; when com

pleted it will cross the Lebanon and Pine Grove Railroad ; the

Philadelphia and Reading, leading to the Schuylkill coal

fields ; also two railroads in the Lehigh Valley, leading to the

Lehigh coal-fields ; crossing also the Delaware, Lackawauna

and Western Railroad to Scranton and the Wyoming coal

fields ; and entering New Jersey, it connects with the New

Jersey Midland Railroad, and following it and its Crawford

branch to Pine Bush, it is within 18 miles of the Bridge,

which latter are now in process of construction, making the

whole distance by this route, from Poughkeepsie to Harris

burgh 190 miles, and from Boston to Harrisburgh 418 miles,

remarkably direct, and over comparatively easy gradients and

curvatures. The next line of road is the Lehigh and Eastern,

starting from . Tomhicken, in the centre of the Lehigh coal-

^
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field, giving a very direct communication with it and the

Schuylkill Anthracite coal-fields, and probably the shortest

line to the Bituminous coal-fields of Northern Pennsylvania,

as well as with its lumber districts and its oil-wells.

Another line is likely to be built from the west end of the

bridge to the Newburgh branch of the Erie, thence to War

wick; thence—by building some eight miles of new road—

connecting with the Sussex and Andover Railroad ; from

thence over a new road of 23 miles to Belvidere, where con

nection is had with a branch of the Pennsylvania Central

Railroad ; thence running south-westerly through Easton,

Bethlehem, Allentown, Beading, Lebanon Valley, to Harris-

burgh, Pittsburg, the West and South-west ; at Bethlehem

the line branches to Philadelphia, Baltimore, Washington and

the far South, making, as will be seen by reference to the map,

a very direct route, nut only to the coal-fields, but also to all

points between Boston, the West, South-west and South.

A road is also projected, and surveys are being made, from

Ellenville (Branch of Midland) to Poughkeepsie. This road

will run almost direct from the Delaware and Hudson Canal

to the Bridge, on an easy grade, bringing the Dela.wa.ke &

Hudson Canal to the Bridge and tide water in twenty-four

MILES. I

The above roads will bring the products of both the great

Anthracite and Bituminous coal regions to the whole Eastern

States, by a better route, and one that is on a average, one

hundred miles shoeter tficin any other that exists.

The farther important connections on the west are

The V. Y. & Eric and X. Y. & Oswego midland Roads,

and their connections to various points in the west ;

The Delaware, Lackawanna & Western,

and its Coal branches.

An organization is already projected for nearly a direct
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route through Wilkesbarre, the Delaware Yalley, and Port

Jervis, to Ponghkeepsie.

The completion of the Wallkill Valley Railroad, also gives

the

Rondoul and Oswego Railroad

direct communication with this point, it requires ouly the

completion of the Bridge and the short link of the Pough-

keepsie and Western road, to enable these three great lines,

the

ERIE -AXD COAI, UK \\< III> . OSWEGO HIDI,.\M>.

AND ROXDOl,T A OSWEGO,

to make direct throngh connection to the East and by the

Hudson River R R. to New York city, without tranship

ment or handling of freight. At no other point on the Hudson

can they accomplish this without constructing many miles of

railroad, and expending large sums for the approaches to the

river.

i.\(,im:i:ri\(. advantages at poigiikeepsie.

It is not only true that Poughkeepsic is the most central and

convenient point for the location of the Bridge, but surveys

made by competent engineers, show that the engineering ad

vantages in favor of this point make

Its Construction here perfectly Practicable,

and much easier and cheaper than at other locations.

The point selected for this Structure is near the present

Ferry Dock, and at the intersection of the Pongqkeepsie,

Hartford & Boston and Hudson River Railroads.

The bluft,s here, that nature seems to have formed for the

purpose, rise to the height of 110 feet on the east shore and

130 on the west. Beyond this height the hills gradually re-

pede to a level plain. The proposed elevation of the Bridge
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above high-water mark is 130 feet. This height will not only

place it above the tallest masts of our river vessels, but the

nature of the location is such that wind cannot affect it.

This elevation is also most favorable for the Railroad lines

running East and West, as the approaches will be on a level

with the Bridge. The distance across the river, from water

line to water line, at this point, is 3,420 feet, or 220 feet

less than half a mile ; and with the land approaches, the entire

length of the ^Bridge will be 4,502 feet. The bank on either

side is solid rock.

It is proposed to construct a double track Bridge.

THE INTERESTS OF THE CITY OF NEW YORK

are especially involved in the construction of this Bridge, and

the connection with it of the New York & Erie, Midland and

other new lines to the West. The terminus of leading rail

roads at Jersey City is building up a " new New York" on the

west of the Hudson, affecting seriously the commercial inter

ests of the Metropolis. Wise men see this now, and declare

that " as all roads lead to New York, so must their termini for

freight and passengers be there, and the method nearest, surest

and most practicable, is the spanning of the river at Pongh-

keepsie."

On every ton of coal now consumed in New York, the con

sumer pays an extra charge for once re-shipping, extra hand-

ling, transportation and storage, and for the waste occasioned

by rehandling, which is estimated at 100 pounds to a ton. On

the millions of tons used in New Nork city annually, this be

comes an important item of expense. This Bridge will estab

lish a short, feasible all-rail route from the Coal mines by

Hudson River road from Ponghkeepsie directly into the heart

of the city, and cars can be loaded at. the mines and unloaded

into delivery carts in the city—thus effecting a saving to every

consumer of coal. (Scranton, and the entire northern Coal

district is many miles nearer tide-water at Ponghkeepsie than
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at New York. Ample dock room and facilities can be had at

Ponghkeepsie at a nominal price compared with Jersey City,

and the water is deep enough (50 feet) to float the largest ves

sels. So also does the

TOnrvclous Growth or the Freighting Business

between the East and the West make it imperative that more

R. II. lines be at once established. In 1860, the railroad ton

nage of the State of New York was 2,167,737. In 1869, it

was 5,544,094—an increase of 204 per cent. In 1870, it was

9,457,060—an enormous increase from the year before. In

1860, the canal tonnage was 4,650,214; in 1869, it was

5,859,080—-an increase of 26 per cent.

The roads at present carrying the freights of the Continent

to and from the city of New York and the East, are crowded.

By the construction of the Bridge at this point an additional

through route by the Connecticut Western, Ponghkeepsie,

Hartford & Boston, and New York & New England Roads,

and the lines west of the Bridge already alluded to, is imme

diately established between the East and the West, all of which

will greatly facilitate transportation and lessen the rates of

freight.

As the above arguments in favor of bridging the Hudson in

connection with the roads terminating at Ponghkeepsie, seem

to be sufficient, it only remains to answer the question—

What will It Cost? Will it pay as an Investment ?

And what interests will Build it .'

These questions are fully and ably discussed on pages 9,

10, 11 and 12 of the Boston Committee,s Report hereto

annexed, to which the reader is. referred.

The item of Coal demands particular attention. The distribu

tion through the populous country readied by the Ponghkeepsie,

Hartford jfc Boston, Connecticut Western, and the New York

& New England Railroads, is more than two millions tons per

^
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annum. The quantity of Coal consumed in New England

was probably 4,000,000 tons in 1874, which, by existing means

of communication with the mines, was subjected first to rail

road or canal, then to river, sound or ocean transportation, be

fore reaching its place of consumption—causing a waste of

from 3 to 5 per cent, a ton by handling. The above is also

true of the large amount of Coal used in the manufacturing

districts of New Hampshire and Maine, much of which would

come over this line.

The cost of once reshipping Coal is estimated by Coal Com

panies as follows :

Boating charges per ton for short distances, 30c.

Hoisting and loading in cars, 10c.

Loss by handling, : 20c.

Total cost, GOc.

a loss annually to the States of Massachusetts, Connecticut,

and Ehode Island, of more than two millions of dollars, one

half of which can be saved by having a through direct Hail-

road route.

Another important fact is that much of the coal that New

England consumes in the winter months, must now be laid in

in the fall before the close of navigation, thus adding to the

original costs quite a sum for storage and interest on money

invested. The opening of this new R. 11. line will enable

dealers and manufacturers to get their coal direct from the

mines at all times.

As the cost of transporting Coal by R. R. is from 1 j to 1-|-

cents per ton per mile, and the country on the line from Boston

and Providence to Poughkeepsie and the Coal-fields will be

reached by the Poughkeepsie Bridge route, from SO to 100

miles shorter than any other, this saving in freight will also

reduce the cost of a ton of coal at least $1, effecting a saving

annually of one hundred thousand dollars to every city in the

East using one hundred thousand tons of coal.



 

-,-,

Every manufacturing city in New England of thirty

thousand people consumes on an average one hundred

thousand tons of coal each year ; and not only are the cities

increasing in population, but more perceptible is the increase

in the consumption of coal and other products of Pennsylvania

and the West. Facts gathered in the investigation of this

subject make it conclusive that the Coal Traffic alone, at

moderate tolls, will make a bridge at this point a better paying

investment than any railway line in the State.

Hemalitc and Magnetic: Iron Ores, and Revenue from

the Same.

The Iron Ore beds in the vicinity of Ponghkeepsie, on the

Railroad lines terminating here, are practically inexhaustible,

and second to no other mining districts in the Atlantic states.

They are now fitted for an annual production of a million of

tons of quartz, which, with the increased facilities for trans

portation across the river, will be largely augmented.

The building of this Bridge assures the location on the Hudson

in time, of the heaviest Iron and Steel interest east of Pittsburg.

With inexhaustible quantities of superior quality of Hematite

Ores lying on the Ponghkeepsie, Hartford & Boston, and

also on the Ponghkeepsie & Hopewell roads ; and the famous

Magnetic veins on the railroad, near Brewster,s, here meet

ing cheap coal from Pennsylvania market, this is the natural

point for the Iron interest to look to for the establishment of

manufactories of Iron and Steel. There can be no better

point for the location of these manufactures than here, in con

nection with and in proximity to the Bridge.

The extensive Marble Quarries of Dutchess County and of

WeBtel,n Massachusetts and Connecticut are being largely

worked, and will be to a greater extent as transportation fa

cilities are offered, The demand west of the Hudson for the

superior Marble of these quarries will be very large with

Bridge connection at this place. It is safe to say that Dutches:*
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County, with her Iron, Marble, Lead, and rich Agricultural

interests, will furnish more tonnage for the Bridge and con

necting roads, than would any three counties on the line of

the river.

Freight* for the New Line.

From statistics obtained from reliable, official sources, it is

ascertained that jive and a half million tons of through freight

are annually transported between the West, South-west and

New England, while more than four million tons of coal and

two hundred million gallons of Petroleum, are shipped anna-

ally across the Hudson River. Nearly one-hall, of these im

mense freights are to-day subjected to the expense and delays

of ferriage and transhipment across the river.

The roads at present carrying the freights of the Continent

to and from the New England States are overcrowded, and

the subject is attracting the attention of the whole country. .

But it is not alone the coal and petroleum of Pennsylvania

that will be cheapened to the people of New England by this

great saving in distance. It will apply as well to the corn of

Indiana and the wheat of the Mississippi Valley, in the in

creased facilities of transportation, while to the producers of

the South-west an important saving will be made in the

lessened distance for the transportation of manufactured goods

of the East. The six New England States, it is said, are buy

ers of the grain of the West to the extent of one hundred

million bushels per annum. To transport a tithe of this vast

amount over the great intervening distance between producer

and consumer, is a work of such magnitude that tew can real

ize, and the projectors and promoters of new enterprises which,

by reducing distances, bring these interests nearer each other,

confer a blessing on the people, and are the true economists of

the age.
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Cotton uutl BciT.

With this line established the Pennsylvania Railroad will

bring the cotton from the interior of the South and the beef

frem Texas, and unload it at the door of manufacturing New

England from the very cars in which it was at first shipped.

This new line is the identical route proposed by the govern

ment for the Xvliunal Line from Boston to the West, uniting

with the great Trunk Line from New York City in Eastern,

Penti.

Estimate of Income.

This branch of the subject is fully presented at page 11 of

Boston Committee,s Report, to which the reader is referred.

It is a fact that may here be stated in closing, that while

great bridges over navigable waters are the most valuable fea

ture of the engineering of our time, it is also notable that they

pay enormous dividends to stockholders, and that no bridge

<tock is in the market.
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BOSTON AND THE WEST.

The Committee appointed at a public meeting in the Board

of Trade rooms, last December, to inquire into the best means

of connecting the East and the West by another all-rail and

independent line of road, presented its report, February 26, to

a meeting of citizens, over which Alderman John T. Clark

presided, with Mr. John B. Bartlutt as Secretary. The docu

ment, which will bo found in full in the following p«ges, is one

of the most important that has been presented to the communi

ty for many years, as it offers a solution of the vexed question

of cheap and rapid transportation between the great producing

sections of the West and South-west and the manufacturing

and consuming districts of New England. It recommends the

construction of a bridge across the Hudson River at Pough-

keepsie, the completion of the New York and New England

Railroad, and the co-operation of Boston merchants in both

these projects. On motion of Mr. D. N. Shillings, Chairman

of tho Transportation Committee of the Board of Trade, the

report was accepted.



REPORT

Genti/emkn:—The necessity for possessing more facilities

for tbe interchange of traffic between New England and the

great producing sections of the country has been felt for a long

time, and although several plasu looking to their attainment

have been brought forward, and large sums have in some in

stances been expended in their development, yet at present

there ia no tolerably efficient all-rail line to the West, except

that under the control of the Boston and Albany and the

New York Central Railroud corporations.

This line docs not and cannet afford that direct communica

tion between New England and many peints South and West,

which is most desi:able, simply because it dots not run in the

right direction.

At a meeting ef merchants, held under the auspices of the

Boston Board of Trade on the 22d day of December last, the

Hon. H. G.Eastman and others of Ponghkeepsie explained

a plan for perfecting another all-rail route to the West and

South-west, by constructing a bridge over the Hudson River at

Ponghkeepsie, N. Y., and by making the necessary rail com

munications over it. Thereupen, a Committee was appointed

to investigate the subject and report at some future meeting.

Accordingly, the Cemmittee left Boston at 8 o,clock on the

morning of January I Ltth last, from the depot of the New-

York and New England Railread, in a special train, and ar

rived at Ponghkeepsie at six o,clock on the evening ef the

same day. without change ef cars, having made the trip, a

distance ef 228 miles, in tea hours, including several Ion -y

stops. From Beston t" Williinantic, a distance of S5-J miles,

in) the New Yoik and New England Boilroad, they sped along

at tbe rate of 35 miles per hour, making the distance in two

hours and a half, and from Williinantic to Hartford, on the

Hartford, Providence and Fishkill, 31 miles, in fifty minutes,

reaching Hartferd at neen. From here they were carried to

to the State line, a distance ef Gil;] miles, on the Connecticut-.

Western Railread, arriving at 4 o,clock. Frem this place

the\. were taken ever the Penghkeepsie and Eastern Railroad

to Ponghkeepsie, a distance of 4-i miles, .,' .



PoUGHKEErSTK

is ;i prosperous and enterprising city, containing some 25,)lii0

or 30,000 inhabitants. Here tqe Committee were met by rep

resentative? of nearly all the railroads and mining interest?

west of the Hudson, who were fully alive to the importance of

a closer intercourse with New England. The Committee were

very hospitably entertained, and every facility was afforded

them for obtaining information bearing upon the construction

•of a bridge at this point.

This Proposed Road to Pink Brsii.

On Thursday morning. January 21, the Committee were

taken in sleighs across the river on the ice, to Pine Bush, a

distance of IS miles from PougqKeepsie, along the route of a

proposed railroad. For the first three miles after crossing the

river, the country was somewhat broken, yet from observations

and profiles of the route surveyed, no great engineering obsta

cles presented themselves. At Pine Bush the Committee were

met by the President and Directors of the New Jersey Midland

Railroad, together with parties representing the different

mining and railroad interests of that section, and were taken

over their road to Deckertown, where the Boston and South

Mountain Railroad, now building, is to connect. Thence the

party proceeded to Franklin, where there are extensive mines

of iron and zinc; and returning from Franklin to Middletown.

were there met by a committee of citizens and the city officials

of Newburgh, with whom the Committee proceeded, on the

Newburgh Branch of the Erie Railway, to the latter city, ar

riving there on the same evening. Early next morning (the

22d of January) they were taken across the river on the ferry

boat to Fishkil!, where they examined the terminus of the

Dutchess and Columbia Railroad, also the proposed route by

which the New York and New England Railroad is to reach

the river.

Newbdbgh.

Returning to Newburgh, the Committee examined the ter

minus of the Newburgh Branch of the Erie Railway. This

road diverges from the main line at Grey Court, 55 miles from

Jersey City. It is 18|- miles in length, and has descending

gradients eastward. Here, on the shore of the river, directly



opposite Denning,s Point, the Pennsylvania Coal Company,

several years ago, built numerous tracks and shntes tor deliver

ing coal to vessels to be carried up and down the river, and,

last year, 30,000 tons were dumped from the broad-gauge cars

directly into those of the standard-gauge, and floated across the

river to the tracks of the Dutchess and Columbia Railroad.

In company with parties interested in constructing the pro

posed line of railroad to connect this city with the Pennsylva

nia Railroad system at Belvidere, N. J., the Committee left

Ifewburgh by the Newburgh Branch of the Erie Railway and

the Warwick Valley Railroad, to Warwick, where, at a con

ference with the leading men of that town, the prospects of the

projected Peqnest and Wallkill Railroad were presented.

Your Committee returned to Newburgh by the same route

by which they came, reaching there early in the evening, and

were entertained by the city of Newburgh in a very hospitable

manner. On the following morning, under the escort of the

city officials, they proceeded over the Dutchess and Columbia

Railroad to the state line, thence by the Conned icut Western

to Hartford, and home by the New York and New England,

arriving in Boston, Saturday evening, at 6.45 o,clock.

Objpxt of the Journey.

Your Committee have made this journey to obtain informa

tion as to what is necessary- to be done to complete a continu

ous all-rail communication, on a reasonably direct line, between

Boston and the South-west, in the hope of bringing to New

England, in greater quantities and at reduced rates, fuel, oil,

breadstuff,s, provisions, lumber and raw materials for manu

factures. They find the most prominent point in their investi

gations to be the manner of crossing the Hudson River. East

and west of this river, mountain ranges have been turned, and

all other rivers bridged wherever necessary ; the Hudson alone

remains an obstacle. From Albany to the sea, a distance of

144 miles, there is, at present, no means of crossing this river

except by ferries : and, so far as your Committee are informed,

the only charters that have been granted for bridges below

Albany are one at Peekskill for a suspension bridge, 1,600 teet

long, and one at Ponghkeepsie for a truss bridge upon pie

The citizens of Ponghkeepsie propose that the new line of

communication should cross the river on the bridge authorized

at that point, while the citizens ot Newburgh maintain that

the ferry at their city will afford all necessary conveniences, at

least for the present.
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eligible poiut for the bridge, provided experienced bridge con

structors consider it practicable, at not too great a coat.

The 13::idge Charter.

Tbe charter for the bridge was granted May 10, 1871, "for

tbe purpose of constructing a permanent bridge, appurtenances

and avenues of approach thereto, for the passage and trans

portation of passengers, railroad trains, vehicles, cattle, horses,

sheep, swine and other merchandise and property to and from

the east and west banks of the Hudson River, at some point or

points between the city of Poughkeepsie and the town of

Loyd, ou said river." It was originally granted for a suspen

sion bridge, with no piers in the river, to be 130 feet above

high water ; to be begun on or before July 1, 1872, and to be

completed and opened for use on or before January 1, 1S76.

In 1872 the charter was amended, changing the bridge from

a suspension to a pier bridge, authorizing a shore pier on the

dock line on each side, and four piers in the river, at a dis

tance apart of not les3 than 500 feet, the piers to be kept

lighted during the season of navigation and a tug to be kept

ready by the bridge company to assist tows in their passage.

The time for beginning was extended to January 1, 1874, and

for completion to January 1, 1879. Under this Act careful

surveys were made lor .;he site in the summer of 1S72 and the

following winter, and the corner-stone of one pier on the east

side was laid in December, 1873.

The bridge corporation is authorized to acquire and hold, by

purchase, or in the manner provided for railroads, the real es

tate necessary for the site of the bridge, and for approaches

thereto not over two miles in length from each end, and twelve

rods in width. All railroads approaching the bridge on either

side are to have full and equal rights of connecting with and

passing over it. Maximum rates of toll are fixed in the char

ter for all highway travel, but no rates are fixed for railroads.

The capital stock is fixed at $2,000,000, with the right to in

crease it to $5,000,000; and the corporation is authorized to

borrow money to an amount not exceeding its capital. Any

railroad corporation in the State or elsewhere may subscribe to

the capital stock an amount not exceeding five per cent, there

of ; reserving, however, fifty per cent, of the capital stock for

individual subscriptions in case they are made to that amount.

Books for subscriptions were opened in the manner provided

by the charter, and $1,150,000 subscribed thereto, of which $1,-
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100.000 was subscribed by J. E. Thompson, tbe President of

the Pennsylvania Railroad. Extended and careful surveys of

tho river, and estimates of cost of the bridge, wore made for Mr.

Thompson by Mr. J. Linville, engineer cf the Keystone Bridge

Company, in the summer of 1872, and through the ice in the

following winter, at an expense of over $20,000. Mr. Thomp

son having since died, his executors desire to have his estate re

leased from the subscription, and an agreement has been made

with the other subscribers to that effect, the executors paying

to the bridge company an amount more than sufficient to pay

every liability incurred, and transferring the control ot the char

ter back into the hands of citizens of Poughkeepsie.

Description of the Proposed Bridge.

As before stated, the river is about 2,500 feet wide, with an

average depth of water of fifty feet. Below the water is a de

posit of mud to the depth of ten or fifteen feet, and below this

to the bed rock, hard-pan or drift material. The shore piers on

each side will be in earth.

Inclndiuft depth

Feet. ot water, feet.

At the Western pier in the river, from high water to bed

rock, is 100 40

At the next, high water to bed-rock, 120 50

At the next, high water to bed-rock, 130 50

At the next, high water to bed-rock, 142 50

There are to be five bridge-spans across the river, of 525.V

feet each, from centre to centre of piers. The bottom of the

trusses is to be 135 feet above high water ; height of trusses, 55

feet: making the elevation ot the track above water 190 feet.

The height of the several piers, from bed-rock to tbe bottom of

tbe truss, will be as follows: West shore pier, 171 feet; next,

241 feet ; next, 255 feet ; next, 265 feet ; next, 277 feet ; east

shore pier, 175 feet. From the west shore pier, there is to be

an additional span of 100 feet, truss 20 feet high, to the west

abutment ; and from the east shore pier, four additional spans

of 200 feet each, truss about 30 feet high, and five more spans

of 135 feet each, truss about 10 feet high, to reach the eastern

abutment: making the whole length of the bridge 4,502J- feet.

This is, indeed, a stupendous structure, and we might well pause

and doubt if it were practicable bad wo not already witnessed

the overcoming of similar difficulties. Within the lifetime of

this generation, there have been numerous instances of the de

sign and execution of extraordinary bridge structures. Twenty

years ago, the suspension bridge across the Niagara was com-

^



pletcd, in spite of confident predictions of failure, and it was

followed by others of the same kind at Wheeling and Cincin

nati. A few years later, the Victoria Bridge across the St.

Lawrence was completed, according to design, without delay

or accident. Bridges across the Ohio, the Mississippi and the

Missouri have rapidly succeeded each other, until we now ex

pect one or more every year. The bridge at St. Louis, com

pleted last year, is a successful example of a new style of bridge

structure. The spans of this bridge across the river were two

of 502 feet and one of 250 feet, nearly as long as those proposed

in the present case. And a truss bridge has been designed of

a single span of fSOO feet for crossing the Niagara River at Lew-

iston. Foundations have already been sunk nearly to the depth

required here, 110 feet at St. Louis, 78 feet at New York, and

the towers already erected for the East River bridge have

reached a total greater height than is here required. Judging

from the experience at the foundations at St. Louis, it may

hardly be possible to work to the extreme depth required to

reach the bed-rock of the Hudson at Poughkeepsie, under the

requisite atmospheric pressure ; but other means have been de

vised by competent and experienced engineers to meet this

emergency. We shall, then, no longer question the practica-

bility of the proposed bridge.

Estimates of Cost.

Mr. Dickinson, engineer of the Poughkeepsie Bridge Com

pany, has calculated the quantities of the material required, and

estimating them at prices, which appear to be amply large,

makes the total cost less than $3,500,000. One of the most

responsible and most experienced of the bridge companies of

the country estimated the cost, " including in each case mason

ry piers and iron superstructure for a first-class wrought-iron

single-track railway bridge (deck bridge) of iron and steel, com

plete, substructure and superstructure, from embankment ap

proach on east side to bank on west side," as follows:—

1st. Wilh masonry piers, for approaches and abutments, four

piers in river, founded on wooden piles, *4,082,0O0 00

3.1. Approaches and abutments as before, piers in river,

founded on iron cylinders sunk lo rock and filled with

concrete, 4,832,000 00

3d. Approaches and abutments as before. River piers, iron cy

linders to each pier carried up to bridge-seats, thorough

ly braced throughout and surrounded by wooden cellu

lar cribs sunk ten feet into bottom, filled with stone and

capped with ice-breakers, 3,872,000 00
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These estimates, having been made some time ago, may, in

consequence of reduced cost of labor and materials, be reduced

ten to fifteen per cent., so that Mr. Dickinson,s estimate of S,"3,-

500,000 is well sustained, another bridge company having also

proposed to do the work for less than that sum.

These estimates, however, are for a single-track bridge ; but

the capacity of a single-track bridge is so interior to that of one

for a double track, that in view of the large business which

luur-t before many years concentrate upon it, the bridge should

be built at once for two tracks, as are tho-e at St. L inis and

Albany. The cost will not be doubled; an addition of two-

thirds of the cost of the single-track bridge will be sufficient to

cover it. That is, a bridge for two tracks on the second plan

will cost less than $7,000,000 ; on the third plan less than

$0,000,000.*

The bridge itself is 4,500 feet long, and with the necessary

switching room to enable one train of twenty cars to get clear

of the bridge before another can enter upon it in the opposite

direction, each train must travel one mile before another can

use the bridge. At the rate of eight miles per hour, which is

considered by many experienced railroad railroad men the

proper rate for freight trains, eight trains could pas; over the

bridge per hour, or 192 trains in twenty-four hours in both di-

rectioos. Owing to unavoidable delays, however, in sending

trains in opposite directions, it would not be safe to count on

more than 150 trains per day. But by adopting what is some

times called the caravan plan, of sending say four trains in one

direction, with intervals of 1,000 feet between them, and then

as many in the other direction, the total number can probably

be doubled. When, however, we have two tracks, trains can

follow each other continuously, with only the necessary interval

for safety between them, all day long in each direction ; and

at the rate of speed mentioned, each truck could pass 5-10 trains

per day. Tims, while the full capacity of the single-track

bridge would soon be reached, the double track would not be

crowded before the increase of railroads had rendered necessary

another bride at some other point.

Estimate of Iiummi:.

Any estimate of income must necessarily, at present, be con

jectural. We have no accurate returns of the number of cars

":i\Ye have since received information from New York that responsible par

ties arc willinir to contract for a double-track bridge for § i,i00,000.
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passing over any of the large bridges, or the proportion of re

ceipts allotted to the bridges. It is said that the number of

cars passing over the bridge at Albany is 700 per day, and that

$5 per car is set apart for bridge tolls ; but this we have no

present means of verifying. On the St. Louis bridge, the toils

vary with the class of freight ; but the lowest rate is §5 per

car, and it increases Irom that rate to $10 per car. Mr. Dick

inson,s estimate is as follows :—

Receipts from passengers, mails and express, per year $50,000 00

Five hundred loaded freight can per day, yiO days—150,300 ears

—at $2.50, 391,250 00

§441,230 00

Allow five per cent- on total receipts, for care and maintenance, 22,002 50

Left tor dividend, over twelve per cent. on cost of $3,390,00,l, .

§ 129,187 50

It may be interesting to ascertain what the rate of toll would

he to pay ten per cent, on the cost of the bridge, supposing it

worked to its full capacity. We found that the single-track

bridge, worked in the best manner, was capable of passing 3S4

trains in both directions, but reduced this number to 300 per

day to allow for unavoidable delays in passing trains in oppo

site directions. Allowing 50 of these trains to be passenger

trains, and that these trains pay merely the cost of care and

maintenance, we shall have 250 freight trains per day to pay

the iuterest on the cost. Allowing 300 working days only per

• year, there will be 75,000 trains per year ; at twenty cars per

train, 1,500,000 cars. Half these cars will pass in each direc

tion ; those coming from the West will bo loaded, while, ac

cording to the usual production, one-third only of those coming

from the East will be loaded ; that is, two-thirds of the whole

number of cars passing over the bridge- will be loaded and pay

tolls ; 1,000,000 cars, then, are to pay $350,000, equal to thirty-

five cents per car, or three and a half cents per ton at ten tons

to the car.

A similar calculation in regard to the double-track bridge

will show that, when worked to its full capacity, a toll of IJ

cents per ton would be sufficient to pay ten per cent, inter

est on the highest estimated cost. This calculation is made to

show what might possibly be done when railroad managers

have the talent to work their roads to their full capacity, and

merchants and manufacturers have enterprise and business

euongh to keep the roads fully employed. But we do not ex

pect any such result in our day ; the calculation is only intro
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of high interest, millions have been invested by New England

in railroads in the West, even beyond the Mississippi, and in

manv cases the owners have not only lost the promised inter

est, but have suffered an alarming shrinkage of the principal.

While developing too hastily these distant regions, they have

neglected to complete the nearer links connecting their own

States with these new countries, and the business which they

have themselves aided to create has been absorbed by other

communities, who more wisely began their improvements

nearer home. It is not so much a question, How much can we

afford to do toward building this bridge? as How can we afford

to do without it 2 How much more are we willing to lose for

want of it ? Information respecting the bridge and its connec

tions should be disseminated throughout New England and the

West. Every manufacturer, every producer, every householder.

is deeply interested. Books of subscription should be opened

in all the large towns and cities, and as the people of France

hastened to subscribe to the loan for discharging the indemnity

to Germany, so should the people of New England and the

Middle States promptly subscribe the requisite amount for

building this bridge, to secure to themselves, for the future, the

most elKcient transportation .facilities for the interchange of

traffic.

It is, perhaps, unneccessary for the Committee to say that

they entirely disapprove of what appears to be the late fashion

of building roads and bridges, viz., by construction companies,

in which the directors have a private interest. To secure

economy and full and complete construction, the directors of

the bridge must represent an entirely distinct interest from that

of the contractors.

Connections West.

At the present time, no railroad terminates on the west

shore of the Hudson, opposite Poughkeepsie. The Wallkill

Valley Railroad, a branch of the Erie, extends from Goshen

in a north-easterly direction to Rondout, passing about ten

miles west of Poughkeepsie ; and the Crawford Branch of the

Midland extends from Middletown, in the same direction, to

Pine Bush, about eighteen miles W. S. W. of Poughkeepsie.

One railroad of considerable length, coming from the South

west, and aiming at the bridge, is already in progross ; two

others have made the preliminary arrangements, and will be

commenced this coining spring; and, as soon as the bridge is
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tions, most necessarily bring a large amount of business to the

bridge.

The next line referred to is the Lehigh and Eastern. This

road begins at Totnhicken, in the middle of the Lehigh coal

field, and running easterly, crosses the Lehigh River and the

two roads in the Lehigh Valley one mile north of Whitehaven ;

crosses the Delaware, Lackawanna and "Western Railroad one

and one-half miles north of Stroudsburg ; and entering the

valley of the Delaware River, follows it in a northeasterly di

rection to Port Jervis. From Tort Jervis it is expected at

first to use the Erie Railway with a third rail to Middletown,

and then follow the line already described to Poughkeepsie ;

but, after a time, the intention is to build a new line, probably

shorter, from Port Jervis to Pine Bush. At the western end

of the new road it conn)cts with the Danville, Ilazleton and

Wilkesliarro, Railroad, now in operation to Sun bury, 45 mile?.

At Sunbury, connections are made with the Northern Central

Railroad to ilarrisburg and Baltimore ; with the Philadelphia

and Erie to Buffalo, Erie and Cleveland ; and with the Lewis-

town Division of the Pennsylvania Railroad, and following that

to Huntington, with the Broad Top Railroad, leading to the

lialtimore and Ohio, at Cumberland. The Lehigh and Eastern

and Danville and Ilazleton railroads will be under one man

agement, and will give a direct communication with the

Lehigh and Schuylkill coal-fields, while the connection with

the Philadelphia and Erie Railroad gives us probably the

shortest lino to the bituminous coal-fields of Northein Penn

sylvania, to its lumber districts and its oil wells ; and, at the

same time, its more southerly connection with the Pennsylva

nia Railroad, and over the Broad Top Railroad with the Balti

more and Ohio Railroad, will bring out quite an amount of

through business in this direction. By this route we shall pro

bably obtain the shortest line from Boston to Pittsburg.*

The third line referred to as likely to be built, is from the

west end of the bridge to the Newburgh Branch of the Erie,

at the west side of the city of Newburgh ; thence, over the

Newburgh Branch and the Warwick Branch tn Warwick ;

thence, by building about eight miles of new road, to a con

nection with the Sussex road in New Jersey ; thence, over the

Sussex to Andover ; thence, by a new road of about 23 miles,

to Belvidere, where it connects with a branch of the Pennsyl-

* Probably, just at the present time, connections with Hie Baltimore and

Ohio, over lines controlled and run by the Pennsylvania Railroad, would not.

prove very useful or efficient.
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vania Railroad. This line passes throngh a good agricultural

country, through the iron distric3 of New Jersey, and crosses

the Delaware, Lackawanna and Western Railroad. From its

connection with the Pennsylvania Railroad, it would undoubt

edly derive a large amount of business, and it would afford the

shortest line from Poughkeepsie to Philadelphia. It would

require a third rail on the Warwick and Ncwburgh branches;

and what cannot but be regarded as detrimental to its efficiency
"

as a through line, it will be made up of six or seven different

corporations between Poughkeepsie and Belvidere, which may

not always be willing to act in unison. Experience and com

petition, however, may be expected to correct any want of har

mony, and this line will take its place with the others in swel

ling the volume of business passing over the bridge.

Connections East.

At present, the only line running east from Poughkeepsie is

the one the Committee travelled over, consisting of the Pough

keepsie Eastern, 47 miles from Poughkeepsie to the state line.

—a road having no grade over 44 feet per mile, except one

mile of 50 feet, and no curve sharper than four degrees: next

the Connecticut Western, 66£ miles from the state line to

Hartford, having its summit at Norfolk, 1,324 feet above tide,

or 1,134 feet above the bridge, approached from the west by

grades of 70 feet per mile, for 10i miles, and from the east by

grades of S3 feet per mile, for four miles, with curves of nine

degrees; from Hartford to Boston, 117} miles, by the New

York and New England road. When this latter road is com

pleted to Hopewell, ai: extension of 12 miles will carry i3 to

Poughkeepsie, making a total distance one mile less than by

the existing route, with no curve sharper than rive degrees, no

grade ascending east over sixty feet per mile, and none ascend

ing west over 00 feet per mile, and these for no long distances

at a time. At present, the Hartford, Providence and Fishkill

road, extending from Providence to Waterbury, a distance of

122 miles, although owned by the New York and New Eng

land Railroad Company-, is operated by the trustees of the

bondholders, the bonds outstanding being §2.055,000. From

Waterbury to Hopewell Junction, a distance of 05 miles, the

road is not completed ; but there has been about $3,500,00(i

spent on this division, in masoury and grading, which is two-

thirds done, and if the work of completion should be pushed

vigorously, it could be finished and ready for operating in six

months, time. The New York and Xew England Railroad

It,

^
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Company now operates, of its own road, 137 miles, and 66

miles leased from the Norwich and Worcester Railroad Com

pany.

We found the New York and New England Railroad, from

Boston to Willimantic, in excellent condition, as also the Hart

ford, Providence and Fish kill, from Willimantic to Hartford.

It is expected that the present energetic management of the

New York and New England Railroad Company, which has

already accomplished much in the direction of relieving the

property from the embarrassments under which they found it,

will soon be able to control completely and operate their entire

road, embracing over 400 miles. In its characteristics, the lat

ter road is, on the whole, superior to the more northern line,

and running across the State of Connecticut from west to east,

and crossing ten north and south lines in its passage, will cer

tainly be able to do as much business, while, in another re-

pect, it has a decided advantage; viz., that throughout its

whole length it will be controlled by one management.

The northern route consists of three corporations, and the

Committee learned in the course of the journey, that the Con

necticut Western had been an obstacle in the way of establish

ing and developing a through business, but would soon act in

harmony with the other roads ; yet the Committee could see

that there was no certainty that the same state of affairs might

not soon recur, and therefore their opinion is, that the New

York and New England road is the one to be relied on for this

connection with the West, and that it is important it should be

completed without delay. Besides giving us a connection with

Poughkeepsie, it also, by means of the Dutchess and Columbia,

furnishes a connection with Newburgh. The Dutchess and

Columbia has for several years furnished the same connection

to the Connecticut Western ; but, owing to the circumstances

above mentioned, it has never amounted to anything in the way

of establishing a through line. From Tariffville,—a point on

the Connecticut Western 111 miles west of Hartford,—a branch

of about 18 miles will soon be built to Springfield, connecting

with the Boston and Albany, making the distance from Boston,

via Springfield, to Poughkeepsie, 215]- miles, and enabling the

Albany road also to avail itself of the new bridge.

Newburgh and its Ferky.

So much attention has been given in this Report to the new

bridge and its connections, that it may seem to our good friends
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at KewburjfL tqat tie CvU,r:.It:w Lave f irgott.en them entirely.

This it by no mea.:^ tqe caw. However great their preference

for a bridjre ever a ierry. a\d L,Tupt strong their conviction

of ite (:uperior advantages.. t:-e Com:r:ittee do n:it forget that

ferries art- eapab-e ef lr:r:rv.-t!:.2 a large amount of business

with a eom|iarat.veiy t-iLK.. tTi.-.i:.:it of capital. Four great lines

of railroad termiLtte on tlie 2ww Jersey shore, opposite New

York. Tbey Lave occupied, for railroad uses, nearly all the

river-front, irotu Bergen p. int to "WeeLawieD. and send their

freight care across tie North River, by numerous ferries, to the

.New York tide.

"While at Newburgb. the CotMi-Ittee -were met by officers of

tqe Erie Railway, y,-m expressed the resdiness of that company

to co-opeiate v ."tq tqe eltizer.fr ef that place in establishing an

efficient system ef ferringe. aLd tl eir desire to inaugurate, in

connectien -with the railroads en the east side ef the river, a

through line to Boston and the interior efMew England. They

propose to put down a third rail, a> li:r as necessary, to connect

with new lines in the West : to arrnge tracks and sidings, with

wharves and slip? en the west side ef the river, and to put on

ferry-boats capable of irai:«pvit:i:g twenty cars st a trip, and

making three trips in every two hears, the rvte of toll not to

exceed lu cents per ten. If tLe roads on the east side of the

river are ready to co-eperate, a sufficient number of boats can

be put on within thirty cays frem the opening ef navigation,

running across to the wharf of the Dutchess and Columbia Rail

road ; and in three months, the spur ot" the Xew York and New

England Railroad, from tqe Dutchess and Colnmbia to Den

ning,s Point, could be completed, with an additional number of

slips and whrrves. Such are the natural advantages of the ter-

minus at this point, that it does not require a very large expen

diture of money to procure considerable accommodation.

The ferry-boat is expected to carry 20 cars per trip, of 10

tons per car, and to make three trips in two hours. Sixty cars

in two hours is 720 in 21 hours ; or, allowing for occasional de

lays, and for passenger tirins, one boat could, without doubt,

transport 500 freight cars per day. As a matter of convenience,

it would be best to keep two boats running, and for safety, in

case of accident, a third should be provided. Boats of this ca

pacity would probably not cost over $50,000 each, making for

the three, $150,000 ; and the two could probably be kept running

at a daily expense of about $50. Allowing additional expenses

of preparing slips and wharves at §350,000, the total capital in
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vested would be $500,000. The two boats supposed to be kept

running can transport 1,000 cars, besides the passenger trains,

or 10,000 tons per day. At a toll of 10 cents per ton, the re

ceipts would be $1,000 per day, showing that the terry, with

an ample supply of business, would, at this low rate of toll, be

an exceedingly lucrative investment. With these facts before

them, the Committee hope that our friends at Newburgh will

allow no delay in establishing a fully-equipped ferry from their

city to the opposite side of the river.

The building of the bridge would probably take from two to

to three years, and during that time a very iarj*e business may

be developed at the Newburgh ferry. When the bridge is

opened for use, some of this business will, ot course, be diverted

to the new line ; but the large business of the Pennsylvania

Coal Company will not be changed, and a great amount of local

business between points on both sides of the river will still be

best accommodated by the ferry.

Something has been said about establishing a ferry system at

Poughkeepsie, to be used until the bridge is completed. To ac

complish this will require from two to three miles of road on

each side of the river, at a grade of 83 feet per mile, while the

shores of the river on either side are not favorable for extensive

accommodations tor wharves and docks. The same natural

features which render Poughkeepsie an eligible point for a rail

road bridge, render it ineligible for a railroad ferry. As a point

for ferriage, it could never compete with Newburgh, and the

Committee are most decidedly ot the opinion that it would be

a waste of money to attempt it.

While considering the subject of ferries, it is proper to men

tion that, by the first of next April, it is expected that the rail

way from Rhinebeck, 15 miles north of Poughkeepsie, 42 miles

in length, connecting with the Connecticut Western at the state

line, will be opened for use. Rhinebeck is directly opposite

Rondout, the terminus of the Delaware and Hudson Canal. An

efficient ferry system is to be established here, and the canal-

boats which bring coal to Rondout will, without extra charge,

be taken across the river to furnish the new railroad with all

the coal for which it can find a market, upon its own line or its

connections. Ample dock facilities will be provided for storing

coal for shipment by rail during the winter months. As the

charge for taking boats up the river, some 30 miles, to Hudson,

is 50 cents per ton, the Boston and Albany road may find it

for their interest to take all the coal which they cary east of
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Springfield by this new route from llhinebeck, over the Con

necticut Western and its Tariffville Branch, to Springfield.

From Rondout, north- westerly, the New York, Kingston and

Syracuse Railroad is now in operation, 74 miles, to Stamford,

and its extension of 63 miles road more, will give a connection

with Syracuse and Oswego, 215 miles total distance.

CoMr-AItATIVK DlSTANCKS.

The Committee have not thought it best to prepare an exten

sive table of comparative distances to all points by a variety of

routes. Such tables are apt to be confusing to the average

reader, and he rises from the perusal of them with the feeling

that he has swallowed a railroad guide and found it indigesti

ble. Distances to Philadelphia, llarrisburg, Pittsburg and

Chicago are as follows :

To Plriladelphia.

Milen

By usual route through SpriugGeld and Xew York, 326

By Willimantic, New Haven and New York, 304

By N. Y. and X. E. R. R. to Xewburgh, Warwick and Bclvidere,. 393

To HarrUburg.

By Springfield, Xew York and Philadelphia, 431

By Willimantic, Xew York and Allentown, 396

By Pougbkeepsie and South Mountain Railroad, 418

To PitUburg.

By Springfield, Xew York and Philadelphia, 680

By Willimantic, Xew York and Allentown 645

By Poughkeepsie, Port Jcrvis, Lehigh and Eastern, Sunbury and

Lewistcn, 061

To Chicago.

Via Willimantic, New York, Allentown, Harrisburg and Pittsburg 1,113

Via Albany, Suspension Bridge and Detroit, 1,019

Via Poughkeepsie, Port Jervis, Sunbury, Lewiston, Pittsburg 1,133

For the delay in crossing New York City, the reader can

add to the distances given by that route from 20 to 60 miles,

according to his personal experiences. Considering this delay,

the route by Poughkeepsie to Harrisburg and Pittsburg will
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be found practically quite as short as any other. For other

points, take a good map of the United States, draw a straight

line from Boston, through Ilarrisburg, and extend it indefi

nitely ; draw another from Boston, through Pittsburgh and

Cincinnati, and extend it indefinitely. To any point in the

fan-shaped territory within these lines, the shortest practicable

route will be by Bough keepsie or Newburgh. St. Louis and

Indianapolis are not far north of this, and may be reached in

as short a distance by this route as by any other. To Chicago,

of course, the shortest route is on the north shore of Lake Erie.

As fares and freights are always the same to points of com

petition, whether by the shortest route or by one considcrably

longer, it may be asked, What is the advantage in trying to

shorten distances by building new lines ? The advantages are

two. First, that in making up the table of rates by the con

ventions of freight and passenger agents, they are always

fixed according to the shortest distances, and a saving of 50 or

100 miles in distance on one line has an effect, not only on

that line but on all others. Secondly, that between several

routes of varying distances, the traveller will he likely to ar

rive more promptly, and freight will be less likely to be de

layed or shunted off in a wrong direction. Moreover, all new

lines develop additional business, and give greater facilities to

that which already exists ; and though our country seems al

ready well supplied with railroads, room will yet be found for

as many more.

The Coal-suitlv of New England.

In the report of the Massachusetts .Railroad Commissioners

for January, 1872, is the following, page clxv :—

"The transportation of coal is comparatively a now question for New

England, and one as yet but little understood. It is interesting in this con

nection to consider what is the probable difference in cost between the

amount of coal now annually brought into Xew England, at the mouth of

the mine, and in the hands of" the .consumer. During the present year, the

price throughout New England may be roughly averawd at $8 per ton ; in

the ears at the month of the mine the cost has been $1.73. The difference be

tween these two prices, $(i 2."i on :i,0(lo,()0<l tons, or $18,750,000. may be taken

as a lair approximation of the amount paid during 1871 to t he transporters

and middle men engaged in lot-warding this one staple. Meanwhile, the

coal-fields are not more than :)7-i miles from Boston, and are perfectly ac-

eessible by all-rail routes, which -would obviate all breaking ot bulk and de

murrage, as well as insure a trustworthy supply at every season of the year

Under these circumstances, it is wholly improbable that the present inconve

nient and expensive method of supplying the community will long continue
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Not onlv will all the interior towns of the State, at a very early day, receive

their coal supply direct from the mines, and thus more readily than from the

sea-ports, but tlie Commissioners themselves entertain no doubt that Lowell,

Boston and Providence will do the same. London, though much more ac

cessible to t he English mines by water than Boston is to those ol Pennsylva

nia, has for years received the larger part of her coal direct by rail, and at

rates per mile which would, at present prices, reduce the cost of coal in Bos

ton to :jiS-iiO per ton. So great an advantage is land carriage in England ob

taining over carriage Jby sea, that a direct line, to be wholly devoted to the

carriage of coal, has recently been projected lroui the seaboard collieries of

Newcastle to London, itself on tide- water."

In the report of the same Board, of January, 1873, page

50, is the following :—

" The problem of the coal-supply has entered upon a wholly new phase of

development, which, so far as the Commissioners can now judge, promises

most important and gratifying results to the consumers of New England.

The great- difficulty has hitherto arisen from the complicated and imperfect

nature of the machinery through which the miner and consumer were

brought together. Too many middle men intervened. The miner delivered

to the carrier, and the carrier brought the coal to tide-water: at tide-water, a

new and independent carrier took it and brought it to some port of New

England, where it was received at the wharf of the coal dealer, there de

livered to a new carrier, through whom it was at last brought to .the con

sumer. New delays and fresh charges were thus incurred at each possible

point, making the process of transportation the most inconvenient, and con

sequently the most, costly conceivable. The arrangements now contempla

ted promise to reduce this process to the utmost possible degree of simplicity-

bringing the miner of Pennsylvania and tlie consumer of New England di

rectly together, in such a way that the latter, in supylying himself with fuel,

shall know but one party in the transaction, that party being the miner

himself.

"This most desirable result it is proposed to bring about in the following

manner: Certain large owners of coal lands have effected ^arrangements

with railroads running from their mines to tide-water, and have there estab

lished yards and depots for great amounts of coal, always ready, for ship

ment. These yards, hitherto at points on the coast of New Jersey, they now

propose, so far as New England is concerned, to transfer to Providence,

Fall River, New Bedford, Boston. Salem, Newburyport ainU Portsmouth, on

our own shores: thus establishing large coal depots for local use. They will

thus control and equalize transportation to New England, putting a stop to

demurrage, and supplying such facilities as will enable all reasonable

amounts to be delivered with the least possible delay. Having thus domiciled

themselves in New England, they further propose to offer to contract.with

all large consumers, such as coal merchants, manufacturers, etc., for the de

livery of coal at stated times and for fixed prices. In other words, large

consumers at interior points, instead of, as now, laying in at great expense

and inconvenience, vast amounts of fuel for months of consumption, will

contract with the miner for the delivery of coal throughout the year, at an

agreed price. This the miner proposes to undertake to deliver, he deahng

with the carriers, etc."

Tqe plan above described has in part been already estab

lished. Tqe Philadelphia and Reading Railroad Company,

owning a main line of railroad 93 miles long, from Philadel
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phia to Pottsville, with numberless branches and extensions,

increasing the total length owned to 327 miles, and leasing and

controlling 398 miles more, has, through its Siamese twin, the

Philadelphia and lieading Coal and Iron Company, become the

owner of 100,000 acres of coal lands. It has built a fleet of

fourteen iron steam-colliers, which it is increasing in number

and in size, those now in service carrying from 500 to 1,500

tons each, with which it carries coal to all points on the coast

with great regularity and despatch. It is even contesting with

the Delaware and Hudson Canal Company for the supply of

Albany and other points on the Hudson. It has purchased

wharves and erected large storage-bins or " coal-pockets " at

New Bedford, Salem and .Newburyport, and intends to occupy

more ports in the same manner. The produce of coal from its

own lands was over 3,000,000 tons in 1874, over 3,200,000 in

1873 ; while it if estimated that these lands are able to furnish,

in their present stage of development, 5,100,000 tons yearly.

It transported on its roads, during the year 1874, 6,348,000

tons, of which 2,070,000 came to Port .Richmond for shipment ;

and, as a proof of its capacity to transact an immense business,

in the month of October alone, 902,000 tons were transported,

—over 200,000 tons per week ; in one day alone, 48,282 tons

were carried. It is a matter of grave doubt ,whether the aggre

gation of such vast properties in the hands of a private corpo

ration, with the resulting control of the necessary armies of la

borers and employees, will prove to be in harmony with the

institutions of our country. Time alone can show whether it

will lead to a qniet, steadily increasing production of one of the

necessities of our civilized life, by a contented and prosperous

population, or whether it will end in oppression, contention and

revolution. At present, there is no question that the intro

duction of this system is a great benefit to New England.

Steam, by its regularity of action, outstrips the fitful wings of

the wind, and these colliers, by the certainty of their arrival as

expected, with the ample preparations for their immediate dis

charge, are doing away with the annoying claims for demur

rage.

The production of anthracite coal in Pennsylvania began in

1820. Since 1843 it has increased quite rapidly, not quite regu

larly every year, but doubling every 10 years. The amount

for 1870 was nearly 10,000,000 tons; for 1874, it has been es

timated from 18,700,000 to 21,600,000. In 10 years from now
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it will probably be 40,000,000 tons. The imports into Boston

have increased from 538,917 tons in 1865, to 1,125,516 tons in

1874. What the amounts brought into other New England

ports were, we are not able to say ; if, as the Railroad Com

missioners estimated, the amount of coal brought into New

England was 3,000,000 tons in 1871, it was probably 4,000,000

tons in 1874. On this point we quote the following from the

report of the Reading Railroad Company for 1874, page 18 ;

viz., " The annual increase of the demand for anthracite coal

for domestic uses has been so great as almost to make up for

the loss of tonnatre resulting from a decreased demand for

manufacturing purposes, and nothing can so surely show the

permanence and security of this demand for domestic uses as

the facts exhibited by the statistics of the past },ear ; viz., that

during a period of unexampled depression, when nearly half of

the furnaces and rolling-mills were out of blast, and a large

proportion of other steam-power mills and factories either idle

or working upon short time, the coal tonnage of the company

has fallen but three per cent, below that of the largest amount

ever transported."

Another fact tending to increase the demand for coal is, that

the permanent supply of water for manufacturing purposes ap

pears to be undergoing a steady diminution, and must, there

fore, be supplemented by more steam-power The amount of

coal transported by the Reading Company,s steam-colliers in

1874 was 217,340 tons, at an average rate of $1.29 per ton, and

the net profits were only $6,590. The same report, page 22,

comments as follows upon this point : " The small amount of

net profits is due, first, to the expenses attending the receipt

and introduction of seven new ships; and, second, and princip

ally, to the low rate of freight prevailing during the year. In

consequence of the dullness of trade, vessels have been in such

plentiful supply, during the season, that freights from Phila

delphia to eastward ports have fallen, in the average, at least

.$1 below the usual rates heretofore paid ; and the steamers had

to submit to the same reduction as sailing vessels. Had the

rates kept up to the standard of 1873, the line would have

shown a handsome profit. It must be borne in mind, however,

that low rates of freight from Philadelphia to New England

are of much more value to the company than profits upon its

steam-colliers, which carry but about one-tenth of the coal ship

ments of the company, and that the increased car-service and,
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decreased cost of shipping coal at Port Richmond, due to the

certainty and regularity of the supply of the steam-colliers, al

ready amounts to a very handsome interest upon the cost of

the fleet."

The price of anthracite coal in Boston i,or the year 187-4- is

given in the Board of Trade report at from $7 to $9 per ton,

less than in any previous year given in the report, from 1865

to the present year. We think it could he delivered at a rea

sonable profit for much less. On page GO of the report of the

Reading Railroad Company for 1874 is given a " statement of

the cost of hauling coal per round trip ef 190 miles from the

coal regions to tide-water, and back with empty cars, transport

ing average loads of (546.2 tons, and average through loads of

522.6 tons, of 2,240 pounds each." The average cost of the

trip is $159.34. Dividing this by the 190 miles, and again l)y

the average load of 646.2 tons, the cost on the round trip is

iY>r of a cent per ton per mile, or, taking the trip of 95 miles,

but with the same total cost, ii:cluding taking the empty cars

back, it is, upon the average through load of 522.6 tons, -ffo of

a cent per ton per mile. Doubling this i,or other expenses, one

cent per ton per mile, or say $1 per ton from coal region to

tide-water, would pay the company a good profit. The average

rates of freight to all eastward ports was stated at $1.29 ; to

Boston it probably did not exceed $1.50. Now the average

cost of coal in the cars at the mouth of the mines was given by

the Railroad Commissioners, in the report of January, 1872,

as $1.75 ; allow twenty cents per ton for hauling from the

mines to Pottsville, $1 per toi: from there to tide-water, $1.50

per ton si»a freight, and we have a total of $4.45 per ton deliv

ered in Boston, affording a sufficient profit to all parties inter

ested to continue the. business ; certainly, $5 per ton must af

ford them a handsome profit. All the seaboard cities can be

supplied at this rate ; but it cannot be carried a great distance

inland, alter the all-rail linos are doing business at proper rates,

on accoui:t of the comparatively high charges of the railroads

running from the seaboard inland ; viz., from two and one-half

to ten cents per ton per mile. The wastage in handling will

albo be saved by the interior route.

The Reading Railroad gathers its coal for shipment cast,

from the Schuylkill and the Middle coal-fields. The Lehigh

Valley Railroad and the Lehigh and Susquehanna Railroad

take theirs chiefly from the Middle coal-field, with some from
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the Lackawanna or Northern coal-field. "We do not suppose

that these roads can carry coal to tide-water at as cheap a rate

per ton per mile as the Reading Railroad can, the latter having

the advantage of a descending grade all the way. But

we do assume that they can afford to carry it with a reason

able profit at one cent per ton per mile. The average charge

on the whole freight business of the Pennsylvania Railroad

was l-]4/(j- cents per ton per mile ; coal of course would be rated

much less thanjthe average ; indeed, it is stated in a communi

cation from this company to the Iloosac Tunnel corporators,

and published in the appendix to their report, page 107, that

coal is charged on that road and its branches -f$g of a cent per

ton per mile. For coal from the Middle coal-field, the price

delivered in Boston (should be as follows, calling Mauch Chunk

the point of making up trains, and the distance from Mauch

Chunk to the various mines an average of 30 miles; viz., Coal

on cars at the mines, $1.75; hauling to Mauch Chunk, 30

cents; Mauch Chunk to Elizabethport, 120 miles, $1.20;

freight to Boston, $1.50 ; total, $4.75.

We will now see what the cost by the South Mountain route

and Poughkeepsie bridge should be. From Pottsville, where

the coal was estimated at $1 .95 per ton, to Hamburg, where

the new line crosses the Reading Railroad, is I8 miles ; from

there to Boston, over the bridge, is about 363 miles ; total,

381 miles. To the $1.95 at Pottsville, add $3.81 at one per

cent, per mile, and 10 cents per ton for toll on the bridge,

which is as much as we think should be charged on coal, we

have $5.86 as the price for which coal should be delivered in

Boston by the new route from the Schuylkill region. From

the Middle coal-field it should be as follows: From Matich

Chunk, where the coal was estimated at $2.05, to Slatington,

is 13 miles ; thence, over the new line and the bridge, to Bos

ton, 338; total, 351 miles—2. 05 + $3.51 +$0.10= $5.66, the

price at which coal should be delivered in Boston from the

Middle coal-field. By way of Newburgh, the distance would

be about five miles farther, but the toll on the ferry should be

five cents less, coining to the same amount.

The Lehigh and Eastern Railroad will give the following

result : Tomhicken, the western end of it, is itself in the

mining district, and the distance to the various mines which

would supply it would not average more than 15 miles, one

being itself on the line 13 miles further east. Coal, therefore,
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at Tomhicken, would be worth $1.90 on the cars ; from there,

via Port Jervia and Poughkeepsie to Boston, the distance

would be about 384 miles—§1.90 + $3.84 + $0.10 is $5.84, the

price at which coal should be deli.\ered in Boston by this

route. This line has the advantage of running directly from

tlie Erie Railway, without the intervention of other corpora

tions into the best of the anthracite coals, and also of giving

:m outlet to private collieries as well as those of the great

corporations.

We will now take the Northern or Lackawanna coal-field.

The Lehigh Valley and the Lehigh and Susquehanna Railroad

both penetrate this field, making their centre at Wilkesbarre,

with an average collecting distance from the mines of 10 miles.

The distance from Wilkesbarre to Elizabethport is 175 miles.

The price by this route, including $1.50 sea freight, should be

$5.10, delivered in Boston. By the South Mountain route, as

follows :—Wilkesbarre to Slatington, 68 miles ; Slatington to

Boston, 338 ; total 40Ci miles. Price in Boston, $6.01, calcu

lated as before. By the Lehigh and Eitstern the distance may,

perhaps, be five miles less than by the South Mountain.

The Delaware, Lackawanna and Western Railroad is proba

bly the principal outlet from the Lackawanna coal-field, carry

ii:g coal north and west, as well as south-east to New York.

Its collecting point is Scranton, and the distance to the various

mines may average about 12 miles. From Scranton to IIo-

boken is 148 miles. Coal at Scranton, $1.S7 ; to Iloboken,

$1.48; to Boston, $1.50; total, $4.85. By South Mountain

route, Scranton to Portland, 62 miles ; Portland to Boston,

310 ; total 372. Calculitting as before, the price by this line

should, be, delivered in Boston, $5.09. By the Lehigh and

Eastern the distance would be about the same. The Dela

ware, Lackawanna and Western Railroad has also an outlet to

New England at the north. From Scranton to Binghamton

is 61 miles; Binghamton to Schenectady, 130; Schenectady

to Boston, via Hoosac Tunnel, 203; total, 394 miles. The

price, delivered in Boston, then, by this line, should be $5.81,

calculating ,on the same basis as before.

Another great coal-mining and trasuporting company is the

Delaware and Hudson Canal Compitny. This corporation

owns large tracts of coal lands in the Lackawanna coal-field,

with roads from the mines to its point of delivery, a canal

from iionesdale to the Hudson River at Rondont, and con
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trols by permanent leases the Albany and Susquehanna tc

Albany and Schenectady, the road from Schenectady to Sara

toga, Whitehall and Rutland, the road from Ballston to Troy,

and is extending its line on the west side of Lake Champlaii*

to Plattsburg, intending to supply Northern New York and

New England and Canada East. Its points of delivery arcs

Honesdale for the canal and Erie Railway, and Carbondale for

the northern line of railway. From its mines to Carbondale

.will average about 20 miles ; to Honesdale, about 30 miles.

Coal, then, at Carbondale will cost $1.95 ; at Honesdale,

$2.05. From Carbondale by Jefferson and Nineveh branches

to Schenectady is 161 miles; Schenectady to Boston, 20.3;

total, 3(54. Cost by this route to Boston should be $5.59.

From Honesdale by canal to Rhinebeck, about 110 miles;

from Rhinebeck to Boston by Connecticut Western arid

Springfield, 215; total 325 miles. Cost by this route to

Boston should bo $5.30.

The Delaware and Hudson Canal Company sent, last year,

from Rondout to Hudson, nearly 100,000 tons of coal, and the

Pennsylvania Coal Company sent from Newburgh and Ron

dout, to the same place, 130,000 tons. From Rondout, the

Delaware and Hudson Company ship by vessels and barges

through the northern canal to Lake Champlain, and by vessels

to Nova Scotia, New England and southern Atlantic ports.

Another great corporation engaged in the Same business in

the Lackawanna coal-field is the Pennsylvania Coal Company.

Their point of delivery is Hawley, to which they have gravity

roads descending from their mines, and here they deliver part

to the Delaware and Hudson Canal, and part to the branch of

the Erie Railway. From their mines to Hawley is about 22

miles, so that the price at Hawley should he $1.97. From

Hawley to Newburgh is 91 miles ; Newburgh to Boston, 228 ;

total, 319 miles. Cost by this route, including five cents toll

at ferry, should be delivered in Boston at $5.21. The price of

transportation paid by the Pennsylvania Coal Company to the

Erie Railway varies according to the varying scale of prices

fixed by the great coal companies for delivery to water trans

portation ; it averaged for last year l^V,,- cents per ton per

mile. The Pennsylvania Coal Company sent across the river

to the Dutchess and Columbia Railroad, 30,000 tons. The

total amount brought by them to Newburgh was 1,200,1)00

tons ; it was sent up and down the river,—200,000 tons to fur-
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naces, To,000 tons to Canada, the river towns partly supplied,

and the rest to New York and Xew England ports.

As to the proper charge for transportation, we have been

able to prove, from their own reports, that the rate of one cent

per ton per mile will afford the railroads very fair profits. But

we do not expect that they will at present accept anything less

than one and one-half cents per ton per mile, which will add

from $1.60 to $2 to the prices above given through to Boston,

and make the total cost, at points 20 miles inland from Eoston,

from $6.GO to $7.80 per ton, according to the point from which

the coal starts and the route by which it comes. At the sea

port towns the price certainly ought not to exceed $6.

The whole anthracite coal region is at.present under the con

trol of these six great corporations. They determine in advance

the amount to be produced each year and the price to be

charged for it, varying that price for no reason that the public

can understand. There is neither summer nor winter, no day

nor night, in the depths of the mines,—no reason why the

miner cannot work regularly all the year round. Strikes have

been frequent among the miners, but the public have learned

to regard them with suspicion, as being merely collusions be

tween the parties to afford a pretext for the advance of

prices, and the only dispute seems to be how this advance

shall be divided. Such a power as this over one of the ne

cessities of civilized life is liable to great abuse, and, though

we do not at present complain of any serious grievances, we

can forsee that the time may come when the strong hand of

the State, or the nation, must interfere and regulate the

whole matter. But we will spend no time in discussing,

now, the qnestions of the future. With the bridge com

pleted, the cities mentioned below can receive coal (allowing

$1.75 per ton at the mines, one and one-half cents per ton

per mile to the railroads, and 10 cents per ton to the bridge)

at the following rates, viz. :—
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Schuylkill. LchiKh.

Daubury, $3 lo

Waterbury, | 5 03

Hartford, j 0 14

Willimantic, I 0 G2

Providence, , 7 49

Springfield, ! 0 21

Worcester, ; 7 02

Fitchburg, | 7 41

Lowell ! 7 70

Boston, . 7 80

§5 12

5 GO

0 11

0 59

7 40

0 1G

0 97

7 3G

7 00

7 82

__ .

Lackawanna

$4 18

4 30

4 81

5 29

6 1C

5 53

G 34

G

7 02

7 00

Fitchburg and Worcester have been paying, this last fall

and Winter, from $1 to $3 per ton more than the above prices.

How it is with the other places mentioned we are not in

formed, but presume there is as much difference at all the rest

of them. Such a difference is alone enough to interest every

citizen in the completion of this enterprise, even if there were

not the prospect that the active competition induced would,

after a time lead, to throwing oft" the other half cent per ton

per mile, which we have seen could well be afforded by the

railroads.

The Committee have presented above all the important facts

which have come to their knowlege, and if the public, after

examination of the Report, are as favorably impressed as are

the Committee themselves, they trust no long time will elapse

before this new avenue of communication between New

England and the South-west will be completed and ready for

use.

JOHN T. CLARK, Chairman.

JOHN B. BARTLETT, Secretary.

Bostok, February 20, 187
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Act of Incorporation.

CHAPTER 897.

AN ACT to incorporate " The Poughkeepsie Bridge Compa

ny," for the purpose of constructing and maintaining a

bridge, appurtenances and approaches to the same, over the

Hudson river, at a point or points between the city of

Poughkeepsie and the town of Loyd, Ulster County, on said

river.

Passed May 10th, 1871.

The People of the State of New York, represented in Sen

ate and Assembly\ do enact asfollows :

Section Y. Harvey G. Eastman, George Innis, John F.

Winslow, John O. Whitehouse, Homer A. Nelson, John I.

Piatt, Isaac W. White, Geo. K. Gaylord, Oliver H. Booth,

William A. Davies, John M. Toucey, John P. Adriance, Al

fred B. Smith, Charles Wheaton, Heury D. Varick, Abram

Wright, Charles Kirchner, Chas. W. Swift, Geo. Corlies, Jas.

Mulrein, Robert Slee, Allard Anthony, Edward Storm, George

P. Pelton, Pomeroy P. Dickinson, Jas. G. Wood, Aaron Innis,

Hudson Taylor, Mark D. Wilber, Geo. Parker, Jas. Colling-

wood, Matthew Vassar, Walter Yan Kleeck, Charles II. Rob

erts, Lawrence C. Papelje, Anning Smith, Abram Hasbronck,

George Cormvell, and their associates, are hereby created a

body politic and corporate, by the name and style of " The

Poughkeepsie Bridge Company," for the purpose of construct

ing and maintaining a permanent bridge, appurtenances, and

avenues of approach thereto, for the passage and transportation

of passengers, railroad trains, teams, vehicles, cattle, horses,

sheep, swine, and other merchandise and property, to and from



the east and west banks of the Hudson river, at some point or

points between the city of Ponghkeepsie and the town of Loyd

on said river ; and as such corporation, are invested with all

the powers and privileges, and are subject to all the liabilities,

conferred and imposed by title three, chapter eighteen of part

one of the Revised Statutes ; provided, however, that the said

bridge, shall be commenced on or before July first, eighteen

hundred and seventy-two, and shall be completed and opened

for use, on or before January first, eighteen hundred and sev

enty-six.

§ 2. The said corporation shall have power to purchase, ac

quire, hold and use as much real estate as may be necessary

for the site of said bridge, and of all piers, abutments, walls,

toll-houses, workshops, guys, main anchor pits, anchor pits for

guys, and other structures and places for the storage of mer

chandise and property, and for the opening and maintaining of

proper and necessary avenues of approach to said bridge, not

to extend over two miles from each end or terminus ot said

bridge: To borrow from time to time, such sums of money as

may be necessary, and to issue and dispose of its bonds for any

amount so borrowed, and to mortgage its corporate property

and franchises to secure the payment of any debt contracted

by said corporation, for the purposes aforesaid ; and the direc

tors of the corporation hereby created, may confer on any hold

er of any bond issued for money borrowed as aforesaid, the

right to convert the principal due and owing thereon into

stock of said corporation, at any time not exceeding ten years

from the date of the bond, under such regulations a^the direc

tors may see fit to adopt. And in case of the destruction of

said bridge, to reconstruct the same, and in like manner to bor

row additional moneys for that purpose ; but nothing in this

act contained shall authorize said corporation to borrow and

owe for money borrowed, at any one time, an amount exceed

ing the capital.

§ 3. The capital stock of said corporation shall be two mil

lion dollars, divided into shares of one hundred dollars each.

The directors of said corporation may, at any time, with the

consent in writing of stockholders holding a majority of the

stock, increase such capital to an amount not exceeding five,

million dollars. The shares shall be deemed peisonal property,

and may be transferred in such manner as shall lie provided by

the by-laws of the corporation. Any railroad corporation \T\



this State, or elsewhere, may subscribe to and become the

owner ot, with the like lights as an individual, an}, part of

the capital stock of the corporation hereby created ; not ex

ceeding in amount, however, five percent, of said capital stock

by any one railroad corporation so subscribing; and rails may

be laid upon the said bridge, and on the said avenues of ap

proach to the same, for the passage of railroad trains, in such

manner as the directors may deem proper, and under such

agreement and compensation, and on such terms in all respects

as may be agreed upon, with any railroad corporation or cor

porations : Provided, that at least fifty per cent, of the amount

of the capital stock of the corporation to be created under this

act, shall be distributed to individuals, in case so much shall be

subscribed for by individuals. The directors of the corpora

tion hereby created may issue full paid stock for the purpose of

purchasing property, both real and personal, necessary for the

purposes of the corporation, to the amount of the value thereof,

and the stock so issued shall not be liable to any further as

sessments, neither shall the holders thereof be liable for any

other payments on such stock, under the provisions of this act,

but in all statements and reports of the corporation hereby

created, to be published, such stock shall not be stated or re

ported as being cash paid in to the corporation, but shall be

stated and reported according to the fact.

§ 4. The persons named in the first section of this act shall

constitute the first board of directors of the corporation hereby

created, and shall hold their places as such until the first Mom

day in January, one thousand eight hundred and seventy-

three, and until others shall be elected in their stead ; and a

majority of them may, at any meeting of their board, at any

time hereafter, designate three or more of their number to open

books, after twenty days, previous public notice in the State

paper, and two or more daily papers published in the city of

New York, to receive subscriptions to the capital stock of the

corporation hereby created, at such place or places, and under

such regulations in all respects, as said board of directors may

prescribe ; and in case of an excess of subscriptions, they may

apportion the stock among the subscribers in such manner as

they shall deem most likely to promote the interests of the cor

poration hereby created, by or in the speedy erection of said

bridge, and the construction of its appurtenances and avenues

of approach. The books, when opened as herein provided,



snail remain open ;it least through the business hours of the

day, so that all persons may have a lair opportunity of sub

scribing ; and at the time of subscribing, an instalment, to an

amount to be fixed upon by the directors, and stated in said

books, (if not less than ten per cent.) on each share, shall be

paid in, or such subscription shall not be received. The num

ber of directors, after the time last mentioned, namely, the first

Monday in January, eighteen hundred and seventy-three, shall

not be less than seven nor more than thirteen, to be fixed upon in

the by-laws of the corporation hereby created. An election of

directors shall take place, on the first Monday in January, in

the j,ear one thousand eight hundred and seventy three, and

annually thereafter, on that day, at an hour and place to be

designated in the by-laws, and the persons then elected by a

majority of the shares voted upon by the stockholders, in. per

son or by proxy, shall constitute the directors for the then en

suing year, and until others shall be elected in their places.

And in case it shall happen at any time that an election of di

rectors shall not be made on the day herein designated, it shall

be lawful to hold such election on some day thereafter, on full

and reasonable notic3 to the stockholders. All vacancies

which shall occur in the board of directors, by death, resigna

tion, mental incapacity or otherwise, shall be filled by appoint

ment of a majority of the remaining members for the balance

of the term then vacated. A majority of said board shall form

and constitute a quorum.

. § 5. The said board of directors shall have power to cause

such examinations and surveys to be made as may be necessary

in their judgment for the selection of the most advantageous

site for the said bridge, the buildings, structures and yards, and

the avenues of approach to the same herein authorized ; and

for such purposes they shall have power to appoint an engineer,

agents or officers, who are authorized to enter upon the lands

or waters of any persons for such purpose, but subject to proper

responsibility for all damages which they may do thereto.

§ 6. The officers of the corporation hereby created shall consist

of a president, secretary, treasurer and chief engineer, who shall

be annually elected by the board of directors, of which board

the president shall be one, and such committees, may be ap

pointed, as well as subordinate officers, and such security re

quired from the officers as the said board of directors may

deem necessary and proper. The board may also require pay



ment of the amount remaining unpaid on the stock of the cor

poration hereby created, giving at least thirty days' previous

notice in the State paper at Albany, and the official county

papers, of the counties of Dutchess, Ulster, and Columbia, also

in two daily papers published in the city of .New York, under

penalty, in case of non-payment, of forfeiture of said stock and

all the previous payments made thereon for the benefit of the

corporation hereby created, provided that no one assessment

shall exceed ten per cent upon the amount subscribed and shall

not be called oftener than once in thirty days. The said board

of directors may also from time to time ordain and establish

such by-laws, and adopt such measures as they may deem

proper to further the interests of the corporation heieby crea

ted, and to promote the speedy construction of the said bridge,

its appurtenances, and avenues of approach herein authorized.

§ 7. Whenever the said bridge shall be completed and its

safety tested, and the fact certified by the State Engineer and

Surveyor, the corporation hereby created may erect toll gates,

fix the rates of tolls for persons and animals, except such as are

being conveyed on railroad cars or trains, and vehicles of every

kind and description drawn .by animals entering upon or cross

ing over said bridge, and such erections as the board of direc

tors may direct to guard the said bridge, its entrances, ave

nues and approaches, but no greater tolls than the following

shall be charged, namely : For every foot passenger entering

upon or passing over said bridge, twenty-five cents, for every

horse and single carriage, fifty cents, and an addition of fifteen

cents for every passenger actually traveling in such carriage ;

for double carriages and two horses, one dollar, and the same

rates for passengers as before provided, and twenty-five cents

for each additional horse with such double carriage ; for sheep

passing, two cents per head ; for horses or mules without car

riage, six cents; swine, two cents each, and tor neat cattle, six

cents each ; for wagons, drays and vehicles flf every descrip

tion used for the purpose of carrying freight or merchandise,

except railroad trains or cars, twenty-five cents for single vehi

cles. The rates of toll shall be posted up conspicuously at each

end of said bridge. The board of directors shall reduce the

rates of toll in this section specified, whenever the net receipts

from the same amount to the sum of ten per cent on the cost

of that portion of said bridge to be devoted to travel and trans

portation specified particularly in this section, so that the said



net proceeds shall not exceed that sum in any one year. If

any person shall force, or attempt to force, a passage upon or

over said bridge, without having paid the established toll, such

person shall be deemed guilty of a misdemeanor, and shall for

feit and pay to the said corporation hereby created, five times

the amount of legal toll, to be, recovered in the name of the.

corporation hereby created, with costs of suit.

§ 8. Any person wilfully doing any injury to the said bridge

or any of its appurtenances or avenues of approach, either be

fore or after their completion, shall forfeit and pay to the cor

poration hereby created three, times the amount of such injury,

and shall be deemed guilty of a felony, and shall be subject to

a penalty or line not less than one thousand dollars or impris

onment for a term of not less than one year, or be punished by

both such tine and imprisonment, in the discretion of the courts.

Concurrent jurisdiction shall be possessed and exercised by the

courts held or to be held in the counties in which said bridge,

its appurtenances and avenues of approach, or any part thereof,

may be located respectively, over all crimes to or on the same,

and of any civil actions or proceedings brought or prosecuted

by the corporation hereby created.

j 9. A record of the proceedings of the board of directors

shall be. kept by the secretary, and a,staternent of the financial

condition of the corporation hereby created, the. amount of

money expended on account of said bridge, its appurtenances and

avenues of approach, and of all its receipts and expenditures,

shall be annually prepared by the president and treasurer, veri

fied by them under oath, and filed in the office of the State

Engineer and Surveyor on or before the first day of December

in each year. •

§ 10. Tn case it shall be found necessary, in order to facilitate

the erection or secure the safety of said bridge, it shall be law

ful for the corporation hereby created to erect and maintain

anchor blocks of masoury in the said river, from which guys or

stavs to said bridge may be stretched to secure the same, but

nothing in this act contained shall be constrned to authorize,

nor shall it authorize the construction of any pier or anchor

blocks which shall obstruct or in any manner interfere with the

free or common navigation of the said river, or the construction

of any pier in said river beyond the pier lines heretofore es

tablished by law ; and said bridge shall not be constructed at a

less elevation than one hundred and thirty feet above high.



tide, and shall be so constructed as not in any respect to inter

fere with the free navigation of the Hudson River ; and if at

any time there shall be reasonable grounds to believe that in

the construction of said bridge or any erection connected there

with, the free navigation of said river may be impaired, or in

terfere with, it shall be the duty of the attorney general to in

stitute in the name of the people proceedings to restrain the

further construction of said work.

§ 11. The board of directors may at any time apply to the

Governor to commission such persons as they may designate to

act as policemen for the corporation hereby created. The

Governor, upon such application, may appoint such persons or

so man}' as he may deem proper to be such policemen, and

shall issue to such person or persons so appointed a commission

to act as such policemen. Every policeman so appointed

shall, before entering upon the dnties of his office, take and

subscribe the oath prescribed iu the twelfth article of the Con

stitution ; such oath, with a copy of the commission, shall be

filed with the Secretary of State, and a certificate thereof by-

said Secretary be filed with the clerk of each county in which

said bridge, its appurtenances and avenues of approach, or any

part thereof, may lie located, and in which it, is intended he

shall act, and such policemen shall severally possess all the

powers of policemen in the several towns and villages in

which they shall be authorized to act as aforesaid. Such

police shall, when on duty, severally wear a metalic shield

with the words " Poughkeepsie Bridge Police " inscribed

thereon, and said shield shall always be worn in plain sight or

view, except when employed as detectives. The compensation

of such police shall be paid by the corporation hereby created,

as may be agreed upon between them : and whenever the

president or acting president of the corporation hereby created

shad no longer require the services of any policeman so ap

pointed as aforesaid, he may file a notice to that effect in the

several offices in which notice of such appointment was orig

inally filed, and thereupon the power of such policeman shall

cease and be determined.

§ 12. Any railroad corporation whose road shall have a

terminus at said bridge, or shall connect with the same or ei

ther of its avenues of approach, or shall run its trains in con

nection with any railroad having such terminus or connection

with said avenues of approach, shall be permitted, under the
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directions of the corporation hereby created, to use said bridge

and avenues of approach for railroad purposes, upon such

terms as the board of directors of the corporation hereby

created and each of the several corporations interested respect

ively may agree. But no preference in the use of said bridge,

its appurtenances and avenues of approach shall be given to

one or more railroad corporations, over any other railroad cor

poration in the terms of agreement or in the transaction of

business ; but the corporation hereby created shall fairly and

impartially graut and afford to each and every ef such railroad

corporations in their turn and order, equal terms of accommo

dation, privileges and facilities, and the corporation hereby

created shall be liable to the party aggrieved in an action for

damages for any neglect or refusal in the premises ; and it

shall not be lawful for any railroad corporation, or other cor

porations or parties (whose road shall have a terminus at said

bridge), to construct a railroad track or tracks across, over or

above any of the avenues of approach to said bridge without a

special permit from the Legislature of this State, or the board

of directors of the corporation hereby created.

§ 13. If the corporation hereby created shall be unable to

agree, for any reason with the owner or owners of any real

estate required for its purposes as herein provided for the pur

chase thereof, it shall have the right to acquire the same in the

manner and by the like special proceedings as are authorized

and provided for, for the obtaining title to real estate reqired

for purposes of a railroad corporation, under the fourteenth

section of the act entitled " An act to authorize the formation

of railroad corporations and to regulate the same," passed

April second, one thousand eight hundred and fifty, and the

other sections of said act relative thereto, and any acts amen

datory thereof or in addition thereto ; and for such purposes,

and for that purpose, all such acts shall be considered applica

ble to the corporation hereby created, as far as may be, in like

manner as if the same were named therein, and such modifica

tions may be made in the formal part of the proceedings in

order to apply the same to the corporation hereby created, in

stead of a railroad corporation, as shall be approved of by the

supreme court ; and the said court, at special term or other

wise, may make such orders and regulations as to the mode

and manner of conducting the proceedings and all things rel

ative thereto, so as to effectuate and make the same valid for
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acquiring title to such veal estate as the said court may deem

proper ; and the title thus acquired by the corporation hereby

created, shall vest in it the fee simple of the said lands and

real estate. The said court, on sufficient cause being shown

and on proof of tender of the amount to be paid for such real

estate in any manner as may have been required by or in said

court, may issue summary process in such form as may be

deemed proper, to the sheriff of the proper county, command

ing him without delay to put the corporation hereby created,

by its proper agents, in the possession of such real estate, and

may enforce such process in such manner as may be conform

able to law.

§ 14. The corporation hereby created, before constructing

any part of said bridge, its appurtenances and avenues of ap

proach, shall make a map and profile of the same as intended

to be adopted, which shall be certified by the president and

engineer, and filed in the office of the State Engineer and Sur

veyor, and the offices of the county clerks of the counties re

spectively in which the same, or any part of the same, is to be

made or constructed.

§ 15. The avenues of approach herein authorized, except

the main entrances to said bridge, shall not be over 12 rods in

width, and shall be located with the view of connecting with

public highways laid out, or which may be proposed to be laid

out, and with the roads of railroad corporations proposing to

use said bridge, as in this act provided; and the corporation

hereby created is required to allow and permit any railroad.

corporation now formed and organized, or hereafter to be

formed and organized, to connect their roads with the avenues

or approaches to and from said bridge, on which rails may be

placed for the passage of railroad trains as herein provided.

§ 16. That the seven persons first named in this act, or a

majority of them, shall call a meeting ot the directors or cor

porators herein appointed at some convenient time and place,

and shall give due and reasonable notice at as early a day as

may be practicable, after the passage of this act.

§ 17. This act shall take effect immediately.
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AMENDMENT OF 1872.

Section 1. Section ten of the act entitled " An act to amend

an act entitled ' An act to incorporate the Poughkeepsie

Bridge Company, for the purpose of constructing and main

taining a bridge, appurtenances and approaches to the same,

over the Hudson river at a point or points between the city of

Poughkeepsie and the town of Loyd, Ulster county, on said

river,, passed May tenth, eighteen hundred and seventy-one,"

is hereby amended so as to read as follows : The shore abut

ments of said bridge shall not be constructed beyond the river

line ot the whale dock property on the east side of said river,

nor beyond the river line of the ferry dock on the west side

thereof; and this corporation is hereby authorized and em

powered, for the purpose of the construction of said bridge, to

construct and maintain, beside the said shore abutments, piers

of masoury in said river not exceeding four in number, at a

distance from each other and from said shore abutments of not

less than five hundred feet, and the said corporation is hereby

authorized and empowered to construct said shore abutments

up to the lines hereinbefore stated. The elevation of said

bridge shall be at least one hundred and thirty feet above high

water, and the said corporation shall keep the piers of masoury

in said river sufficiently lighted on each and every night during

the navigable season of each and every year, and shall provide

and keep a tug constantly ready to render all necessary assist

ance to tows coming up and down the said river during the

said navigable season.

§ 2. The time limited in the first section of said act for the

commencement of said bridge is hereby extended to January

first, eighteen hundred and seventy-four, and the time limited

therein for the completion of said bridge and opening the same

for use is hereby extended to January first, eighteen hundred

and seventy-nine.

§ 3. Until the first election of directors of said corporation

provided for by section four of said act, nine of the corporators

named in said act shall be a quorum for the transaction of bu

siness at any meeting of said corporation.
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State of Xew York,—Office of Secretary of State, ss :

I have compared the preceeding with the original law on file

in this office, and do hereby certify that the same is a correct

transcript therefrom, and of the whole of said original law.

Given under my hand and seal of office, at the City of

\h. S.j Albany, this thirteenth day of May, in the year one

thousand eight hundred and seventj.-one.

DIEDRICH WILLEES, Je.,

Deputy Secretary of State.
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