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To tbe lion. 

Railway Commissioners' Office, } 
Saint John, N. E., U' Feb., 1869. 

THE PROVINCIAL SEORETARY, 

$IR,-

The Commissioners beg to submit for the information of 
Ris Excellency the Lieutenant Governor in Council, a Report 
on the state of the Railway Works under their charge. 

Quarterly Accounts of all expenditures, liabilities, and re­
ceipts, have already been furnished to the Auditor General 
as the law directs. 

The following Balance Sheet and Abstracts of Accounts, 
made up to the end of the financial year (31st Oct., 1858,) 
will show the expenditure and receipts from the commenC(l­
ment of operations under the Government, including the 
amount paid Messrs. Peto, Betts, Brassey & Jackson. 
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Dr. CAPITAL ACCOUNT, 

Engineering, per Abstract A. £35407 15 2 
Permanent Way, " " B. 193886 17 6 
Buildings, " C. 17874 13 5 
RoIling Stock & Machinery, " " D. 42885 511 

" " E. 1563 9 2 Miscellaneous Stock, 
General Expenses, " " F. 5851 8 3 297,469 9 6 

" 
" 

G. 58159 5 0 
H. 143267 1 2 

Expenditure on Sec's. Nos. 2 & 4 
St.John, and No.3, Moncton, " 

Do. on Sundry unfinished Sect' Ii. " 
Do. " othE1J; Contracts, " .' I. 5696 1 9 207122 7 II 

Balances of unsettled Accounts, 
Qash. 

102 15 9 
154 2 9 
447 16 0 Traffic Department, (not received at this date,) 

General Stores on hand, 20395 5 5 21099 19 11 

£525691 17 3 

REVENUE ACCOUNT TO 

Locomotive Power, per Abstract K. 
Merchandise and Passenger Cars," " L. 
Maintenance of Way and Buildings, " M. 
General Charges, "" N. 

Balance, 

£4294 17 10 
1330 10 9 
327 13 9 

1306 12 1 7259 14 i 

747 194, 

£.8007 13 \} 

EUROPEAN AND NORTH AMERICAN 
General Balance Sheet to 

Balance (rpm Capital Ac~ount, 
~747 19 4 

Saint John, N. E., } 
30th October, 1858. ' 
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31st October, 1858. Or. 

Treasury Department, -
Baring Brothers. due them in Acct., 

£IH761S 0 S 
£7109 1 0 

Bank of New-Brunswiek (Overdrawn Account, 216 16 9 7326 17 t· 

Balance, 747 19 , 

£525691 17 8 

31ST QCTOBER, 1858. 

Traffic Receipts, St: John to date, 
D. P. Myers, Sec. No.2, St. John, (use of Trains, &c.,) 368 15 

Do. " "" (wages of Drivers, &c.,) 373 0 
Walker & Co.," 5 "" " 337 10 
J. Brookfield," 4"" " 296 0 

Traffic Receipts. Shediac and Moncton. 
Walker & Co., Shediac Wharf, (use of Engines, &c.,) 

Do. Section, No.1, Shediac, " 
Wm. Stevens, " "2," " 
Walker & Co., " " 1 & 2, " " 
Permanent Way, " 

RAILWAY. 
31st October, 1858. 

Balance from Re.venue Account, 

122 10 
361 10 
198 11 
124 0 
431 16 

£2917 
o 
o 
o 
o 1375 

o 11 

I) 0 

2476 l~ 'I 
o 
8 
o 
o 
7 1238 8 8 

£8007 13 9 

£747 19 (. 
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Abstract A.-Engineering. 

Salaries and Office Expenses, (of this paid by Jackson,£7000 0 0) £14,900 16 , 
Surveying, &c.,.................. Do. 5000 0 0 11,835 10 () 
Trav,elling Expenses and Incidentals, .. " 3208 3 10 6,179 19 rt 
InstN,llnents and Drawing Material" ... " 25 0 0 506 15 0', 
Inspectors, ............•........... " 1,613 17 6 
MUcellaneous, ................•.... " 370 16 a 

£35,407 15 1& 

Abstract D.-Permanent Way. 
Labour by Contract or otherwise, ......•........ " ........... £101,178.19 ! 
Rails, Chairs, Ties, Signals, &c. &c.,........................ 57,023 IO t 
Land Damage, .................. '.,....................... 19,331 17 9 
Miscellaneous, . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • . . . . . . . . . 16,352 10 'I 

£193,886 17 G 

Abstract C.-Duildings. 
Shediac Station House, £875 0 0 
Freight Shed, 404 I 8 
Engine, Car and Wood Shed; 563 7 8 
Machine, Blacksmiths and Carpen-

ter Shop and Store House, 959 13 10 
Tank House and Privies 85 10 10 
Telegraph Office 53 2 i 2940 16 7 
Ticket Office &c., St. John, 185 0 0 
Advanced on Acct. of New Build-

ings, Pile driving,Plans, &c., 
Saint John, 723 12 9 3849 9 4-

Moncton Station House, 1554 4 11 
l<'reight Shed, &c., 318 18 3 
Car Sheil, 220 3 3 
Wood Shed and Tank House, 234 6 0' 
Freight Shed on Wharf, 274 6 0 2601 18 5 
Kenuebecasis Station House, 656 18 3 
Wood ,Shed, 'J'ank House, including 

VV' ater Pipes, &c. &c., 747 19 
Way Station Platforms, &c., on line 
Shediac Wharf, ' 
Moncton, 
Appleby's, 

Engineer's OfHce, Wetmore's Lake 
Engine House, J,awlor's I,ake, ' 
Stables, &c., " 
Range of Houses, " 
'Blacksmith and Carpenter's Shop, 
Range of Houses at Scadouc, 
Shanty and Stable near Steven's 
Engino House and Wood Shed,' Do. 

6 1404 17 

8086 2 
559 16 
373 15 

37 10 
65 0 
go 0 

185 0 
52 0 

100 0 
35 0 

109 10 

9 4006 16 
324 13 

8 
6 
3 9019 11 
0 
0 
0 
0 
0 
0 
0-
0 674 0 

£17874 13 

11 
6 

i 

0 

l\ 
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Abstract D.-Bolling Stock and Machinery. 
Engines and Tenders, ..................................... .£18226 1 2 
Spare Gear; ................. ' .. . . .. .. .. .. .. .. ... •.• ... ... 1412 3 8 
Tools and Implements,..................................... 1653 7 I) 
Snow Ploughs, . . . . . • . . . . . . • • . . . . . . . . • . . . • • • • . . .. . • . • . • . . . 505 0 0 
Stationary Engines; •.................... , . . . . . . . . . . . •. . . . . 570 13 0 
Passenger Cars, including outfit, ....•....... • • . • •• . . . . . . . .. . 554 7 3 10 
Freight Cars, ................•...... '..... ............... 3213 13 II 
Platform Cars, ...........................•...•...... ' .. .. 4722 15 10 
Ballast Cars, .......... ' ..•........................... , . , . 6772 0 0 
Miscellaneous, including Track Tools,. " ......... .... .. .. .... 262 6 I) 

£42885 5 '11 

Abstract :m:.-Miscellane~us Steck. 
Furniture in General Offices, ................................. £966 6 6 
Furniture in Stations, ....................... ~. . . . . . . . .. .. . .. 351 16 2 
lIorses and Carriages for Engineers and Police,. . . • . . . . . . . . . . . .. 245 6 6 

Abstract r.-General Expenses. 
Salaries and Office Expenses, Books and Stationary, Rents, &c., 
Insurance, ... , ..... , ....... , ... , ..... , . , ......... , .... . 
Interest and Commission •............. , . , ... , ......... , .. . 
Postages, Printing and Telegraph Expenses, ......•.... , ... . 
Police Expenses, ............. , . , ... , ... , ............... . 
Miscellaneous, incluuing Travelling Expenses, . , ... , ....... . 

Abstract G.-Section. (lontracts. 
Advallceu to Contractor, D. P. Myers, Sec. No.2, 

St. John, 
Iron Bridge and other Materials, 
Auvanceu to Contractor, John Brookfielu, No.4, 

St. John, 
Sunury, Materials, 
Ballasting Sec. No.3, Moncton, Walker & Co., 

£38598 11 
2479 2 

152'/2 3 
3G3 9 

£1563 9 2 

£2915 11 4 
164 19 0 
292 8 2 
632 II 1 

lUJ 9 1 2 
826 17 6 

£f>851 8 3 
r3!l'lH .. 

10 
9 41077 14 7 

8 
7 15625 13 3 

1455 17 2 

£58159 5 0 
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Abstract H.-Section Contracts. 
Walker & co., Sec. No.5, St. John, £30285 5 1 

Do. " " 6, " A dvance to date, 12079 3 4 

Do. " 5 and 6," rails, chairs, &c., 16489 9 7 58853. 18 0 

Johnston & Blackie, " 7, Hampton, 14333 18 4 

Do. H " " rails, chairs, &c., 6065 0 6 20398 18 10 

D. P. Myers, " 8, 
Rails, Chairs, &c., 

10340 17 II 
1423 13 5 11764 11 4 

4205 3 9 Thos. King, " 9, 
Rails, Chairs, &c., 2423 19 11 6629 3 8 

McDonald & McBean," 4, Salisbury, 
Rails, Chairs, &c., 
Walker & Co., "5 
Rails, Chairs, &c., 

Wm. Stevens, " 14 Su"sex-Stores, 
Small & Crosby, Hammond River Viaduct, Advances, 
Iron Bridge, and other Materials, 

13330 6 
7006 7 
6270 10 
3630 7 

9112 1 
6267 16 

9 
7 20336 14 4 

3 
0 9900 17 3 

3 0 0 
9 
o 15379 17 9 

£143267 2 

Abstract I.-Sundry Contracts. 
John Brookfield, Station Grounds and- Buildings, 

St. John, 
Fleming & Humbert, Locomotives, 
Moreton & Earle, Fencing Sec. No 5 and 6, 
Frederick J ames, Passenger Cars, &c., 
George Craig, Frogs and Switches, 

Rails, Chairs and Iron, 

&c., 
2186 13 9 

497 9 8 
1186 9 4 
1498 1 11 5368 14 8 

65 0 0 
262 7 1 327 7 1 

£5696 9 

Abstract R.-laocomotive Power. 
Salaries and Wages connected with running the Locomotives 
Firewood, - - _ _ _ ' 
Oil, Tallow and Waste, 
Materials for repairing Engines and Tenders, 
Wages for repairing Engines and Tenders, 
Work not done by the Railway, _ 
Repairs to "Vork Shops, Tanks and Tools, 
Water. 
Small Stores, 
Watchmen, 
Mi.cellaneous. 

1978 2 7 
1068 12 4 

324 1 0 
41 19 9 
48 16 1 

- 222 2 1 
1 12 1 

84 10 1 
20 13 3 

437 7 3 
67 1 4-

£4294 17 10 
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Abstract r..-Merchandise and Passenger Cars. 
Wages to Con due tors, Brakemen and Porters, 
Oil, Tallow and Waste, 
Materials for Repairing Cars, 
Wag,es for Repairing Cars, 
Work not dnne by the Railway, 
Small Stores, 
Wages to Switchmen, 
Miscellaneous, 

£803 8 5 
125 11 9 

15 10 1 
32 15 1 
97 1 9 
6 19 3 

186 8 2 
62 16 3 

£1330 10 9 

Abstract •. -Maintenance of 'Way and Duildings. 
Inspectors,. Plate-layers and Lubourers Wages and Tools, 
Repairs. to Stations, Buildings and Approaches, -
Small Stores, . 

Abstract K.-General Charges. 
Salaries t~ Officers, and Clerks, 
Advertising, Printing and Stationery, 
Insurance, 
Damages to Men, Animals and Goods, &c., -
Miscellaneous, 

£314 4 5 
13 8 1 
013 

£327 13 9, 

£746 16 10 
194 19 e 
218 13 6 

46 4 9 
99 18 0 

£1306 12 1 . ....,.. 

:Eluropean and Korth American B.ailway. 
STA.TEMENT SHEWING THE AM'OUNT 'OF EXPENDITURE T'O THE DIFFERENT PEnr'ODS HERI-

INAFTER NAMED. 

1856 
July 6. Purchase of T'Oad and materials from Messrs. Peto, 

Betts, Brassey & Jackson £90,000 0 0 Stg. or £108000 0 0 
1857 

April 1. Expenditure under superintendence of A. L. Light, 
Chief Engineer, 58452 11 It 

Aug. 15. Expenditure under first Board of Commissioners, 
W_ H. Scovil, Chairman, 41344 11 1 

1858' 
Oct. 31. Expenditure under present Board of Commissioners, 

R. Jardine, Vhairman, 317292 15 0 

Total, £525089 18 6 
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Statement shewing the actual cost oj the Railway, jrom Gilbert' 8 

Lane, St. John, to Kennebeccasis Station. 

Labour of Grading, Masonry, Rock and Earth Excavation, &c., 
paid Myers, Brookfield and Walker & Co., £63565 14 1 

Proportion of work done by Jackson & Co., ' 2187 10 0 
Rails, Chairs, Spikes, Girders, Frogs and Switches, Sleepers, &c., 17971 0 5 
Fencing, 2029 9 10 
Levelling, Ridging, Siding, Sloping, Ditching, &c. &c., 2842 13 6 
Materials, Iron, Timber, Pile Shoes, &c. &c., 6076 16 3 
Proportion of Engineering Expenses, 6396 4 1 

93-5 miles (ciJ £10528 Os. 5d. per mile. Total, £101069 8 2 
G .,.., 

Statement shewing the actual cO,st oj the Railway jrom Moncton to 
Shedietc. 

Labour of Grading, Masonry, Rock and Earth Excavation, &c., 
paid Walker & Co., Wm. Stevens and John Brookfield, £58948 6 3 

Proportion of work done by Jackson & Co., - 17812 10 0 
Rails, Chairs, SpikeR, Frogs and Switches, Sleepers, &c., 353 I 7 2 11 
Iron Girders, Rails, &c. &c" for Scadonc Bridge, 3502 11 10 
Sidings, Slopings, Soiling, Ditching, &c. &c., - • 2562 3 11 
Fencing, - 2768 3 3 
Materials, Iron, Timber, Pile Shoes, &c. &c., • • 7730 5 4 
Proportion of Engineering Expenses, • 7453 15 10 

204-5 miles (ciJ £6543 Os. 6d. per mile. 'Total. £136094 19 4 

Statement shewi!?g the,actual Cost oj Construction, Grading, Road­
way, !fc., oj Station Grounds jrom Mill Street to Gilbert's 
Lane, St. John, to 30th A]J1'il, 1857. 

Labour of Grading, Masonry, Pile Driving, &e., paid Walker, 
Brookfield & Myers, _ _ 

Materials, Timber, Iron, Rails, Spikes, Pile Shoes, &c. &~., 
£4191 18 8 

3733 19 7 
£7925 18 3 
ea'¥'- -



tn the Appendix will be found, 
Report by the Chief Engineer on the state of the works, 

with estimate of probable cost. 

Reports by Wm. Parker, Esq., C. E., 
On the Railway Works. 
On the Rolliug Stock, and 
On the Staff of Officers. 

Report by the Superintendent with summary of Plan tr 
Stores and Materials purchased from Jackson & Co., and 
since acquired by the Province. 

Report by the Superintendent, with traffic returns, 

Statement of proposed Stations on the line. 

Statement of amounts, claimed awarded and paid, for land 
damages. 

• 

It will be seen by the Chief Engineer's report that th~ 
probable cost of the Railway between Saint J oim and Shediao 
completed, including station buildings, wharves, rolling stock1 
land damages, and the £90;000 sterling, paid to Messrs Jack· 
son & Co., will be £927,976 9 2 currency or £773,313 14 10 
sterling, equal to £8,500 cUl'1'ency or £7,08& sterling per mile. 

The Commissioners have every reason to believe that the 
:final cost will not exceed this sum. 

It will be observed from this Report that the railway will 
be of a very substantial character, capable of being run at 
high speed, and kept in repair at a minimum rate of cost. 
All the bridges over 40 feet span will be of iron, the rails of 
the best Staffordshire iron, and the width of embankments, 
slopes, ballasting, and drainage, such as to ensure perman. 
ence. 

The following comparative estimate will show that this 
Railway, especially when the permanent character of ita 
structure is considered, will, as regards cost and quality, 
eompare favorably with any other on the continent. 
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5tatement shewing the average cost per mile of the E. & N. A. Railway compared 
with that of Nova Scotia and the Railways of the State of N ew York. 

Particulars. 

Grading, Masonry and Bridges, 
Superstructure, including Iron. 
Station, Buildings and Fixtures. 
Locomotive Engines, and Cars. 
Land,Land Damg's. and Fences. 
Engineering and Salaries. 
Other items not included in above 

A-VlIlIA-Gll COST PER lHLlI. 

I :Nova Scotia Rail- New York Rail-
'way. 92 8-10 mile s, ways 2617 miles in-
including 5 9.10 eluding 570 mile. 
miles Of Double Double Track and 
Track and Sidings. Sidings. 

£50'86-8-3 .£3614 15 i 4 
2898 1 8 3299 5 0 
435 2 2 5fi7 716 

1113 1 1 1521 6
1
6 

167 17 8 1106 150 
356 illl! 409

1
lO:O 

986 13 7 2189 5,0 

£1l,043 16 411£12,698 4 4 
I 

E. & N. A. R,,-u. 
00 way 109 18-1 

miles. including • 1-2 milcs of Doubl 
Track and Siding. 

£4091 14
1
0 

2281 9 0 
224 lOO 
786 160 
493 100 
253 12 0 
367 19 U 

1£8,499102 

It is stated in the Report for 1858 of the Grand Trunk, 
Railway Company of Canada that the cost of that ra:ilway 
will be £10,000 sterling per mile. 

The Great Western Railway, the next road in point of im­
portance in Canada extending from the Niagara rive!" to 
Windsor 0ppofite Detroit, a distance of 228 miles through a 
much more level and easy country, with an alignment, gra­
dients, road bed, superstructure and general finish certainly: 
not superior to the proposed European and North American 
Railway,· with wooden bridges which are being renewed with 
iron superstructures, has cost by the 'last reports upwards of 
'£15,000 currency per mile. 

The traffic returns show a profit over working expenses of 
.£747 19 1. 

. When it is considered that to ensure safety and accommo­
dation to the public, nearly as large a staff has to be employed 
for the short lengths now run as would suffice for a much 
greater distance, there is good reason to suppose that with 
the extension of the railway a more than corresponding in­
crease in the profits may be expected, and the Commlss10ne1'8 
feel satisfied that when Hampton and Sussex are reached, a 
considerable per centage on the cost of the road over work­
ing expenses will be realised. 

The Books are now kept on the system in use by the Grand 
Trunk Railway of Canada. All accounts from the com­
mencement of the railway operations have been brought up 
in the new set of books. . 
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The Stations on the Line have been fixed at places whic~ 
from all the information in the possession of the Commis­
sioners, will best serve the public and the requirements of 
the road. 

There will be Ten Wood and Water Stations, and Eighteen 
Intermediate or Flag Stations. 

Three Bridges will be requiTed over the Kennebecasis 
River in connection with the Railway, at or near Millstream, 
the Finger Board, and the site of the former Toll Bridge. 

It will be observed that the cost of land and grading fot' 
the Terminal Station at Saint John, amounts to a large sum. 
Under the Company the Station grounds were selected to the 
Eastward of the Marsh Bridge, as will be seen from the fol­
lowing extract from the Minutes of the Directors :-

" At a special meeting of the Directors of the European 
and N Ol'th American Railway Company, held 15th Sept., 
1853, at noon-present 

R. Jardine, President; 
Geo. Botsford; Hon. Mr. Chandler; 
D. J. McLauchlan; " " Hazen; 
S. L. Tilley; " " Wilmot; 
W. J. Ritchie; " " Montgomery; 
Hon. John Robertson; ,,' " Gray; 

" " Hayward. 
Moved by Mr. Gray-seconded by Mr. Wilmot-

Resolved, That the Terminus at Saint John be on the 
Lands of Henry Gilbert, Esq., in the vicinity of the Marsh 
Bridge, and on the lands in Courtney Bay; and that Mr. 
Giles be requested to prepare a plan showing the quantity 
and position of land required in both places; and that an ap­
plication be made to the Government for a grant of so much 
of the said lands at Courtney Bay as may be n@cessary for 
snch purpose, and negotiations forthwith entered into to pur­
chase the same from Mr. Gilbert, or otherwise obtain posses­
sion thereof agreeably to law." 

The Land selected by Mr. Giles, in accordance with this 
Resolution, was about Ten acres between the Marsh Road 
and the Creek, on which no grading would -have been re­
quiTed, and no buildings or building lots interfered with. 

Soon after the railway was transferred to the Government, 
it would appear that a different terminus was selected, as the 
railway track~ after crossing the Creek at about a mile to the 
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Eastward of the Marsh bridge, was altered so as to pass in a 
straio-ht line North of the Creek close to Gilbert's Island and 
thro~gh the valley alld mill pond to a station at mill bridge. 

This line avoided the level station grounds selected by the 
Company, and passed over a summit of twenty feet n~ar the 
Valley Church~ by an ascending grade of 70 feet per rmle, alld 
a descending grade to the station in the mill pond of 100 feet 
per mile. 

The rail way was constructed by the Government over this 
summit although it was then well known that no grade on a~lY 
other portion of the road would exceed 45 feet to the mIle 
and that consequently the railway could not be worked eco­
nomically until this grade was reduced to the maximum. 

On the 1st Augnst, 1857, the .Commissioners Messrs. W. H. 
Scovil, F. VV. Hatheway and Joseph Myshral put upon record 
the track between Gilbert's Island and the mill bridge, and 
five acres in the mill pond aild three acres at Gilbert's Lantl 
for station grounds. I 

Immediately thereafter several of the persons whose land 
bad been taken applied for damages, and the present Commis­
sioners who took office on 15th August, having no power un­
der the law to give up or re-convey lands so taken, had to pay 
for a considerable portion of it, and in such circumstances did 
not feel warranted in entertaining the question of a change of 
station grounds. 

Finding that the price demanded for the five acres in the 
mill pond was £39,000; that to fill it up, and make this site 
suitable for a station would cost at least £10,000 more, and that 
a deep cntting would have to be made through the summit to 
bring it to the level necessary for station grounds, the Commis­
sioners, after much consultation with the Chief Engineer alld 
Mr. Parker, determined tD place the passenger station on the 
track between Dorchester and Garden streets, to cut down the 
summit. 9 feet so as to .reduce the grade betweell the passen­
ger stat1011 and the engllle .and car station at Gilbert's Lane to 
a grade of 45 feet to the mile; but even with this modification 
the cost of the station grounds is much greater than is desirable. 

As a ;passen'ger station, engine house and car sheds had to 
be provldecl for the traffic consequent on openin 0' the road to 
Hampton next summer, the Commissioners h~d to decide 
hetween erecting temporary buildinrrs and incurrinO' a con-'d bl .. t:> , t:> 
& era e expcllse 111 grading the track and station grounds 
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to the necessary level and erecting permanent buildings. 
The latter course was adopted, and on reflection the Commis­
sioners do not see that they could with propriety have deci,. 
ded otherwise. 

The Commissioners have not yet determined on a mode of 
communication with the tide waters of St. John. 

There nre three ways by which this can be obtained, 
First, by placing the freight terminus at Courtney Bay, 

and constructing wharves and a wet dock on the flats there ail 
was originally determined on by the Company, and eventually, 
if found necessary skirting the peninsula on which St. John 
is built and running round the head of the wharves from the 
breakwater to the Market wharf. 

Second, by runninG' from Mill street across the head of 
North Slip, Hare's Wharf, and Hon. John Robertson's wharf 
to the Market wharf. 

Third, by extending the line of railway westwardly towards 
the Falls of the river St. John by the ends of Long and St. 
Helena wharves, and SQ forming a deep sea wharf from Mill 
street to Rankin's wharf. 

Whichever of the three modes is determined on, it will we 
doubt not be found necessary in time to have a larger space for 
freight terminus than can be found between Gilbert's Lane 
and Mill Street, and land for this purpose can only be ob­
tained in sufficient quantity and at a moderate price on the 
flats at Courtney Bay. 

As there is some doubt whether the Commissioners have 
power under the law to take or construct wharves, or branch 
lines, further legislation will probably be required regarding 
this. 

It would be also desirable to give power to the Commis­
sioners to re-convey land taken and found not to be required. 

The estimate of £30,000 for Land Damages is based on the 
present mode of appraisement being continued. If the 
law is altered so as to meet the views of land owners, it is 
hard to say what the damages would amount to. -

The only portion of the track on which no appraisements 
have been made, between Sussex and Salisbury, is mostly 
in wilderness. 

In England the cost of land taken for railways averaged 
ten thousand pounds per mile, although it hus since b~en 
ascertained that the increase of value to land through whIch 

112 
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railways passed would have been an ampl~ eq.uivalent to 
lando\vllers for all the land taken, and that It ynll be so to 
even a greater extent in this country there is 110 reason to 
doubt. 

III Hny County of the Province, landowners generally 
would be willing, with a rail way in prospect, to ~;rant free 
riO'l1t of ',,\Tay in the belief that the benefIts would compen· 
8a1e the dmTl~ges, and in Kings and "Vestmorland Counties, 
neaTly three fourths of the track, as originally laid out, ",:as 
granted. Nothing has since occurred to lessen the beneficIal 
effect of railways. 

Therc are four I eve 1 crossings of the main post road between 
Saint J oha and Shediac; at Sussex, Petitcodiac, Moncton, 
and Dorchester road. At all other crossings bridges are 
erocted. 

Although not provided for by law, level orossings have 
been made on every farm where practioable. III cases wher~ 
bridges over or under the railway would have been neces. 
sary, the Commissioners have considered it more for the publio 
intercst to pay damages for want of acoess. 

The Taril'f has been a subject of much consideration to the 
Commissioners. In Nova Scotia the fil,l'e for first class pas­
sengen3 has been fixed at 2d currency per mile, in the United 
Stntecl it rane;es from two to four cents, and in England is 
abont 2<1 sterling. 

It has been ascertained t11at the cost of carrying passengers 
in the U niteel States is 2 7 -1~ cents per mile, and that ther~ay­
ing point is three cents per mile. 

The Commissioners have determined on a rate ofthl'ee cents 
per mile with the usual deductions for family and season 
ticl~et8. 

The Locomotive T\1rrnufncturecl by Messrs. Fleming & Hum­
bert last year l.l~s p~'ovocl an efIicient machine, eq~lal in all 
respects to specliw.atlOu. A oOlltract has been made with the 
same firm for two m01'8 locomotives to be delivered this 
ecason at United States prices. 

Passel1g;e~', fr~ight.and platform. cars have all been subjected 
to competltIOn III thlS market, and are now boino' constructed 
at rather less than U. S. prices. '" 

"Wheels and Axles for passenger and freight cars havo 
heenprocUl'ed from kno\VI1 makers in England and the 
United States. Some made here nre now LbeiuO' proved 
under ballast cars. b 



19 

The Commissioners have purchased rails, chairs, and iron 
girders in England throngh Messrs. Baring Brothers. In­
structions have been given to ask tenders for these materials 
from the first houses in the trade and to accept the lowest. 

Tenders are also to be taken iIi Liverpool for freight as 
cargoes are ready. 

All articles are manufactured under the supervision of an 
Inspector appointed by the Commissioners, 

Ji'ull insurance is kept on all the railway property. 

The Contracts have been made and tho work apportioned, 
with a view to the expenditure of Two Hundred Thousand 
Pounds, sterling, per annum, as provided by law. 

The Commissioners are of opinion that in the present state 
of the money market, and with labor [md materials so low as 
they now are, it will be for the publie interest to push the 
Works to completion as rapidly as cn,n be done economically. 

Respectfully submitted, 
By Order of the Board, 

R. JAR DINE, Chairman. 

R. W. CROOKSHANK, Jr., See'y. 
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INTRODUCTORY REMARKS. 

On reference to my Report, (made and submitted in Marcb 
1858,) upon the Works of the'European and North America:Q 
Railway, it will be found tha"t the state of the Line and the 
prospects relative to the completion of the several" Sections" 
then contracted for, were as follow :-

The Division from Moncton to Shediac, including the 
Moncton Bl'anch, with the exception of a small portion of the 
Ballasting, had been completed. This Division, twenty and 
one third miles in extent, had been opened for traffic. 

The locations between Saint John and the Nine Mile 
House had been adjusted, and the Sections contracted for. 
The Grading, with the exception of a small portion near the 
Five Mile House, had been nearly completed. The Materials 
for all the Bl'idges required on this portion of the Line had 
been obtained. 

Sections Five and Six, extending from the Nine Mile 
House to "Groom's Cove," near Hampton, a distance of 
eleven miles, had been put under Contract; but, although 
by the terms of the Contracts, it was required that these worl~ 
should be completed in November, 1858; owing to peculiar 
circumstances, which the Contractors had not anticipated, 
there was but little probability of this portion of the Line 
;being completed before July, 1859. ' 

The Hammond River Viaduct had been contracted for; 
:but it was not expected that the Contractors would fulfil their 
;engagement to complete the work in October, 1858-the time 
I'!pecified for finishing it. 

The location between Groom's Cove and Sussex Vale, and 
:tb.at between Pitfields' Corner and Moncton, had been com­
:pleted; and Sections 7, 8 and 9, Hampton, and 4 and 5 Sali~ 
bury Districts comp6sed in the above, had been contracted 
for. 

The terms on which the several Contracts had been taken" 
,and the expectations entertain,ed with regard to their prob­
able fulfilment, within the time specified in the Contracts, 
were stated. 

The Division between Sussex Vale anclSalisbury (28 mil~ 
.In length) had not been located; but it had been ascertained 
by preliminary e:;s::u,mination and survey, that this wou41' 
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prove the least expensive Section between Snint John and 
Shediac. 

Of the whole Line from St. John to Shedinc, one bundred 
and eight miles and thl'ee tenths (108 3-10ths i)-there had 
been opened for traffic twenty-three miles and-a-half (231-2;)­
there were under Oontract fifty-seven miles i-and yet to be 
loc:lted, between twenty-seven and twenty-eight miles. 

The advantage of selecting a course of Line, differing in 
!'lOm8 degree from that located by Messrs. Peto, Brassey, 
Betts and Jackson, were pointed out and referred to. 

From this brief abstract from, anc1l'eference to my former 
> Report, some general idea may be formed of the condition of 
the Lille when that Report was made, and the prospects 
then entertained with regard to the progress of the works. 

Attached to that Report was an estimate of the probable 
cost of the whole Line; and, it affords me some satisfaction 
to be able to state, there is no reason to anticipate that the 
general cost of the wOTk will exceed the estimate then madeo 

REPOIno~1859. 

On its again becoming my duty to submit a Report UDon 
ti1e Enropean and N ortb American RajJ-way, I llaye to ~Qy, 
that during the past snmmer the remaining Division between 
Sussex and Salisbury has been located, and the Sections 
composing it were let at very moderate rates, on the 8th of 
last October. Thus the portions of the Road, that are not 
completed, are all under Contrnct, nud with hvo 0;' three 
ex('cptiollS, I am happy to be enabled to state, are progressing 
favorablyo 

The whole distance from Mill Street, St. John, to Shedlac 
I:Iar?or (108.3-10ths milcs), has been .divided into Twenty-One 
Sections, wtllch were severally let ant ltl pnrSllance of advertise­
ments, illviting Sealed Proposals for the performance of the 
work . 

. I '~ll~lld here rel11~rk, that the ContrHcts for work of every 
deSCriptIOn entered lIlto subsequently to the 1st December 
1857, have. been? (I think withont exception), let to tbe low~ 
es~ respon~lble bidder, who cOIl.ld procure the llecessary secu~ 
nne~. req~nred. by lawo. It havlllg been insisted upon that the 
SpectikatlOlls m every ll1stance should be strictly followedo 
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The Contracts under which these ,l{ orks are being executed, 
(with some exceptions,) provide for the entire completion of 
the Railway; inelndilJg graeling) masonry, bridging Hnd 
tnLcldaying, upon each Section, for a gross sum. 1'he Con·· 
tract.ol's"maintailling" the works for a twelve-month after 
their final eOlllpletion~the Goyernment fiuding iron rails, 
spikes, elmirs, and iron girders for bridges, and the Con­
tractol'S furnishing all other materials of every, description­
pl'Ovision being made for additions and deductions by a 
Schedule of fixed prices, by which the Contracting parties 
are bound, sho111cl any alterations in the Alignlllent become 
absolutely necess[Lry, by which the qnantities or nat.ure of the 
work would be unavoidably [Lltcrecl. * 

'rable A, No.9, in the Appendix, exhibits [Lt one view, the 
numbers of Seetiol1s; the names of Contractors; dates of let­
ting; amount of Contracts; value of work done up to 31st 
December, 1858, [Lnc1 amonnt still remaining to be done. The 
continuation of this Table shows all other work of everv des­
cription, that has been executed by Contrad or othe;'wise, 
since the commencement of the work, including that already 
finished, Surveys made, and" plant" fi.unishcd by the former 
Contractors as well as work still to be done~llot yet con­
tracted for. 

This Table, in ±~Lct, contains all actaal work clone and to be 
done, in reference to which, the timerequired to complete the 
Railway needs specially to be regm'cled. The balance of mo­
ney in the final estimate, outside of the sum stated in this 
Table, is required for Snperstructure, Iron Girders, H.olling 
Stock, (which can be easily purchased whenever required,) 
and for Land Dm11ages and Oontingencies, the former of which 
can be ascertained and adjusted at any time; and here I may 
observe that more than half of the three heaviest items, viz.; 
the Superstrncture, Iron Girders, and Rolling Stock, are al­
ready delivered. 

On examining this Table it will be seen, that the whole value 
of actual work to be executed, in the construction of the Rail~ 
way, is £557,100 12 let, of which £371,973 12 Sd. was 
do~e up to the 31st December, leaving £185,126 19 5d., or 
about one third, still to be performed. A careful perusal of 
this 'rable will furnish the best criterion by which the pro­
gress of the work may be correctly ascertained. 

'See blank form of Contract, Specifi~ation and Scheuu]r, upon which Work. 
have ucm let, at enu of Report. 
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The quantity of Earth and Rock work on each of these 
Sections; the proportion done up to 31st December; the 
balance still remaining; the aggregate of the whole, and the 
value of the same at currynt prices, are stated in Table A., No. 
10, by which it will appear that the whole Earth work 
amounts to 3,383,572 cubic .yards, and the total Rock Work 
is 148,620 cubic yards; and that of the former 1,907,200 cubic 
yards, or nearly three-fifths; and of the latter 125,034 cubic 
yards, or five-sixths are already completed; or regarding the 
money value of these proportions of each at one shilling and 
three pence per cubic yard for earth, and five shillings and 
six pence for rock, and adding up the amounts thus ob· 
tained, it will be seen that three-fifths (in point of value) of 
the aggregate excavation is done. 

ESTIMATED COST. 
The cost of the whole Line from Mill Street, St. J olm, to 

Shediac Harbor, including the Moncton Branch, stations, 
wharves, rolling stock and land damages, amounts to 
.£927,976 currency or .£773,313 sterling, or an average per 
mile, of £8500 currency, or .£7083 sterling, as will be seen 
by referring to Table A No.1, appended to this Report, 
which contains the final estimate, being a summary of the 
cost of the portions already completed - the work done by 
the forme!' Contractors, previous to the R.ailway reverting to 
the Province-the "Superstructure" (in which term is included 
the sleevers, iron rails, chairs, and spikes, &c.,)-the Sections, 
under Contract, as well as the stations and rolling stock r 
the cost of which are severally enumerated in separate tables, 
consecutively numbered, and attached to the final estimate of 
which they furuish the basis. 

This estimate is grounded upon the actual cost of the 
Divisions from Moncton to Shediac, and from St. John to 
Salmon Brook, which are finished; and the several contracts, 
with but one exception, are finally closed and the accounts 
settled. The sums at which the unfinished Divisions have 
been taken by the several contractors, have been assumed, 
and as usual in Railway ERtimates fifteen per cent on the whole 
now under c~mstrLlction, has been added for contingencies. 

I~ the ~stlmate ,for the superstructure, the value of rails, 
ch~lrs, splkQs, &c. IS based upon the cost of the latest impor. 
~atlOn m~dc of.these articles; whatever variation may arise 
In the pl'lce of Iron from that stated, will of course vary the 
cost of the track. 
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The sleepers are estimated, by taking as a standard, the 
average of the prices bid by the several contractors, which is 
a sufficient basis of estimate. The track-laying and ballast­
ing are included i.n the section contracts. 

The sidings are assumed at five per cent. of the whole 
length of superstructure; this will be sufficient for the purposes 
of traffic for some time; but as the business increases, they 
will require to be much enlarged. 

The Rolling Stock estimate is the same as stated by J ack­
son & 00. in their specification; it will be sufficient for the 
business of the Road for one or two years; it is what, ordi­
narily would be called, a moderate equipment, as the quantity 
needed, depends entirely upon the business to be done, and 
it can be easily augmented as the traffic increases. 

A Repair shop has been erected, and suitably furnished at 
Shediac; but no buildings of this kind have been included 
in the estimate for St. J olm, as it is considered that the 
Repairs can be made at the several machine shops already 
established in the city, at a cheaper rate for some time to 
come i-this however is problematical. 

The Estimate for the Stations, includes several buildings 
in addition to .those contemplated by the original Oontractors ; 
more than half the principal portion of which is either already 
built or contracted for, and it is believed that the remain­
der can be finished for the amount stated in the estimate. 

I now proceed to review the progress of the several Divi­
sions and Sections of the work in detail, in the order in which 
they were let and have been completed. 

MONOTON DIVISION. 

First, the Division from Moncton Station to Point du 
Chene in Shediac Harbor, (19 42-100 miles) as well as the 
Moncton Branch-,-(88-100 of a mile) making a total of 203-10 
miles, was let on the 1st of August, 1856, and opened for 
traffic on the 20th August, 1857- The earth works through­
out the whole of this distance having consolidated during the 
winter of 1857-8, the )york was thoroughly finished during 
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tho past snmmer, and deli,'el'ec1 over to the O:n1lTnissioners, 
by the Engineer Departmont, with passellgor. and freight 
stations, engine 110\1Se", tum·tables, wharves allcl alllleces~;ary 
applinnce8 eomplete. 

This Division is in pm'feet "l'l1nning 01'd8t" and perma­
nently finishe(~ with the exception ofthe eastel'll .abntmont of 
the Scadouc vwduct, and two ""vooden trestle bl'ldges; these 
structures were erected by the former Contractors; the lat. 
tel' have become so "shakey" hom indifferent timber haying 
been uscd in tbeir construction, and from the piles being im, 
perfectly driven, that they are fast becoming unsafe. As these 
last tompor8-ry structures are erected over illsignitleant 
streams, I would recommend that stone culverts be put un­
der them this winter, and the spaee occupied by the bridges 
be filled in with ellbuukmellt in the eusuing spring. 

The cost of this alteration will not exceed one tlJOllSUl1d 
pOllnch; should au accidollt occur here, tell times that 
amount might not pay even the peC'lmiary damages which 
might accrue or be Rwarded. 

The eastern abutment of the Scadouc viad nct abO\Te men­
tioned is not now filled in with earth. This was tried, but, 
owing to cracks immediately l1ulking their appearance in the 
masollry, it ,vas found necessary to remove the earth as the 
abutment could not withstand the pressure. Trestles have 
therefore been. erected inside, upon which the traek has hith­
erto been sustained. 

The cost of this Division, exclusive of the Moncton and 
Shec1iac wharves, t:3tn.tions and Holling Stock, has boen £6,485 
per mile, as will be seen by Table A, No.3 in the appendix 
to this Report. 

S1' JOlIN DIVISION. 
Secondly, the portion of Di"ision No.2 extending from 

Mill strect, St. John, to Salmon Brook beyond the Keullebe­
casis station, comprising a distance of <J G~10 miles-put un­
der contract 011 the 10th of January~ 1857 anel opened for 
tmffic on the 1st of June, 1858-has been completed. 

Tl?e cost of this portion of the work, exclusive of Stations, 
R?Umg Stock, and Land :qmnages, has been £10,80D per 
mIle, as may be seen by referrmg to Table A, No.2, annexed. * 

• It is worthy of rcmal'~ that both Mr. Jackson and Mr. Giles (as I have been 
ln~onned on reliable authol"lty) have fl'cqucnt:y stated it to be thdl" opinion th!j.~ 
~hlS- wusk wo.uld co.t £10,000 S\g, pe, rnil~, 
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Whcn the hcavy nature of thc work comprising this Divi­
sion, the number of brirlgcs for the pl11'pn"cs of' the H.ailway, 
including thc scvcral crossings of tho r1iHercl1t pl1blic I{uac1s 
(OVCl' and under thc same), as well as tho numcrous and ex­
pensivo lcvel crossings of private road" that occur at nearly 
every rlivision of property, when likewise the !lumbcr of 
int.ermcdiatc stations, and the superior charactcr of tIle works 
gCllcrally, al'e takcn in to cOllsideration (of which I do not 
hesitate to say that they will compare faYoral)ly with any of 
a similar charactcr and extent executcd elsewhere in Amer­
ica), overy thing, I say, being regardec1-tlw cost will be satis­
factorily accounted for. 

SODlC of th8 causos why this Dh'ision has proved tlw most 
cxpcu"ive portion of tho wholo Linc, may be ascribed to the 
following tt1Cts :-

'That here n8ady half ofth8 rock excavation on tho wholo 
Line had to b8 l)Qrformed, am1 that of th8 very hardest d8-
scri plioll. 

That thore vvas an entire absence of any good natural bal­
last upon this part of tho Division, tllis deficiency having to 
be l'orrwc1iecl by the s1lbstitution of a costly fonndation of 
broken stono, iinished by a "top dressillg" of very snperior 
gravel ballast brought hy tug boats an (1 scows at an onbaneod 
expcnso from the opposite shores of tho Kcnnebocasis lJay. 

That, along th8 shor~s of the Konnebooasis, it became 
necessary to l)l'otcct th8 emlJUnkmellt from the action of the 
'wator and th8 dl:ects of freshet, by means of stOlle walls, 
throughlUt thoir whole ext8nt. 

'That tho ground was of a soft and yiolding natnre at the 
fonr mile bridge, Robinson's .\leadovv and Lawlor Lakc. 

'T118 borings at th8S0 last mentiollod places W8ro taken 1)0-
foro tho work "vas commenc8c1, discovoring twcnty iivc, forty 
and about one hundred feet of 80ft mntel'ial, at the deepest 
points b8neath tho original SurfU.C8 of mnd or water, (as the 
casc might b8), and these places there ,vas no possibl8 v'lay 
of avoiding with propriety. 

The difiicnlties were ovorcome as follows: first, at the 4 
Mile Bridge the seat of the embankmont was well drained, 
and then earefully coverod with six 1'e8t of strong grccn brush. 
Thc slopcs of the embankment W01'8 made very fiat, and the 
first half of the embankment mad8 IIp of the peat bog itself, 
placed on in laycrs; the top of the cmb:mkment and outsido 
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of slopes being completed with clay from the adjoi~i~lg cut­
tings. .This meth~d had the double effect of .co~bm.mg ex· 
treme lIghtness wIth breadth of base, and distrIbutmg the 
superincumbent weight over more surface. I am glad to say, 
the work now referred to has been entirely successful, as the 
settlement of material has been trifling, indeed not much 
more than would naturally be produced by the consolidation 
of the particles of earth forming the mass. 

Secondly, at the Robinson's Meadow in the vicinity of the 
Five Mile' House, difficulties of a nature similar to those en­
countered at the Four Mile Bridge, presented themselves, 
only on a more extended scale, the bog being deeper and the 
embankment higher. 

The unavoidable arrangement of the Grade Line at this 
point was such, that the rock cuttings on each side were en­
tirely insufficient in quautity to make up the embankment i 
all that could be spared from the southern cliff was put into 
this Mcadow. It was soon found that rock was an im· 
proper material to make up this embankment with, as from 
its great weight it broke through the crust, and sunk don-'Il 
to the bottom of the bog, throwing up the Marsh in ridges 
On either side. It was decided to reserve all the rock in 
the eutting North of the Mcadow, to put i uto the Law­
lor Lake, (where it was required and would be exceed­
ingly valuable) and make up the deficiency in the Robinson 
Meadow Embankment from side cutting formed in layers, 
with material carted from the adjoining hills; by which 
means it ,vas hoped that a portion of the settlement could be 
in some measure prevented. 

But here another obstacle presented itself, as the hills 
turned out to be composed of rock with a thin layer 
of earth on the surface, and no sufficient side cutting 
could bo obtained with a reasonable lead thoucrh search by 
means of trial pits was made. 'b 

The nearest side cutting that could be obtained was at 
McCullough's Farm at the further side of the Lawlor Lako . 
but it 'was obvions, that to get there the Lake must be first 
iiI.lod; and as there was no probability of this being completed 
With tho greatest exertion before June 1858 and as the 
Robinson Meadow Embankment, from 'its requirincr llearly 
the same qnantity of material:as the Lake, would hJ.;:e ano­
ther season to complete, it was therefore decided that a tim. 



33 

bel' viaduct which would last some fifteen years, by means 
of which the earth could be conveyed to complete the embank­
ment at some future day. 

The embankment at Lawlor's Lake, with the heavy rock 
cuttings on either side of it, presented another serious ob­
stacle; in fact, the most difficult point in tho whole Line as 
eventually located. 

On it revision of the Location being made, with a view if 
possible, to avoid the heavy work in this neighbourhood, it 
was ascertained by the borings, that it was necessary to 
descend 60 feet deeper, (to find solid bottom), than shewn on 
the original plans of survey made by former Contractors and 
upon which theworks had beelllet.. The whole depth being as 
n,lready stated ahout 100 feet instead of 40 as shewn, of which 
a,QQ"Ut 40 was water and 60 feet ot very light vegetable de­
posit. To counteract this, the original gradient through this 
p<wtion of the "york was lowered as much as possible. 

After most of the rock cuttings on either side had been 
put into the Lake, there was still a deficiency, of about 90,000 
cubic yards of material, (as nearly as could be ascertained by 
a carefu;l series of cross sectional soundings made on so 
treachero.us a hottom,) roquired to bc supplied to complote 
the embankment. To provide for this, recourse was had 
to a bOlT()'w pit near Torryburn; and after a month's incessant 
labor, and some ten thousand yards had heea put in, it was 
a.~cortn,iued hy another sot afsmll1dings instituted during tho 
progress of the opomtions, that the works had progresse~l hut 
little, as the earth had been dissol ved and washed a,yay by tho 
action of the water; and it became evident that ifthis. system 
was persisted in, the embankment, if complet{i)'d ill this manner, 
would require a mneh grea.ter amount of matNial than was 
originally anticipated, and even as much perhaps, as would 
1)e requitlite to fill up. the gma.ter portion of the' Lake. Under 
all these circumstances, it was decided to take advantage of 
the iee, and constl'l1ct a temporary pile bridge,,-which was ef­
fected hy splicing long spars of spruce; this bridge to be of 
Bufficient width to contain three tracks: the centre track (in 
c:l,se of emergency) to be used for Passenger Traffic: the t\VO' 

Bide tracks to be used exclusively for "construction pur­
poses," to accelerate the "tipping" of the earth, as by this 
moans a whole train of cars could be tipped at once. \Vhile 
~e bridge was. in process of construction, two rows of sidt)l 

c:$. . 
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piles were driven extending longitudinally, parallel to the 
Jtailway; the piles being placed at intervals oftwenty feet, and 
driven until their tops were level with the surface ofthe ice; 
these rows were placed 75 feet fi'om the centre of the bridge, 
and on each side of it ; enclosing a space of 150 feet in width, or 
a little narrower than the seat of the proposed embankment. 
J3etween these side piles and extending under the temporary 
bridge, a flooring of timber and brush wood several feet iIll 
thickness, was laid all over the surface of the ice, which wa& 
sawn away and pressed under it. After the floor had been 
finished, hundreds of tons of stone were brought on by 
means of the temporary bridge, and carefully loaded all over 
the flooring equally, until the latter was sunk to the level of 
the surface of the water; then large "cribs" were built upon 
the floor, and on each side of the bridge, and bonded iii with 
the floor, by placing long untrimmed trees in the alternate tiers r 
with the butts to the outside of the cribs and their tops over­
lanning in the centre space between. These side cribs were 
composed of alternate layers of timber, brushwood, and 
stone, until they were brought up nearly to the surface of the 
water, being held ill position by the side piles during their set­
tlement. On this floor, and between these side cribs, the tipping 
was commenced in the following manner ;-waggon loads of 
rock were conveyed along the outer tracks of the bridge and 
cast as far over the outside, as the men were able to throw the 
stone; after this had been continued for some time, earth 
was tipped through the three tracks into the V or ccntre space 
between the stone. This mode of operating succeeded admi­
rably-the Lake was filled in a very short space of time-and 
the settlement since the completion of the work has been 
very trifling indeed. The cost of this work, includino- the 
expense of the ~ooring of til~1ber and temporary bridge~ was 
much less than It could pOSSIbly haye been done for, by any 
other method than that adopted-while from the fact of the 
brnsh and timber being permanently under ,vater this 
portion of the work will be almost as durable as thou~h the 
whole mass had been composed of stone. b 

LAKEFIELD DIVISION. 

SECTIONS FIVE AND SIx-from Salmon Brookto Groom's Cove 
near Hampton, eleven mile's in len~th, formino- the balance of 
the Second Division, are the llext in order. 0 

It is here llecessary to remark, that on the first of these sec-
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tions the most extensive departure from the original locations 
of the former Contractors was made; and the very serious 
difficulties, well known to (':xist in the neighborbood of 
Gondola Point, including the large viaduct through the deep 
water at Harris' Cove, were entirely avoided-diificulties of 
far greater magnitude than allY that 'Occur Gn the line elsewhere. 

It was ascertained by a carefully revised series of prelimin­
ary surveys, that a more direct line by the '.vay of the Lake­
field Settlement, up the valley of the Salmon Brook, and then'Ce 
downwards to Hammond River, coinciding there with the old 
line and crossing the river at the same point, 'could be selected 
at a reduced cost. 

This alteration, without involving a steeper gradient than 
the maximum of 45 feet to the mile, as adopted upon this 
Railway, efrected a saving of upwards of 400 degrees of cur­
vature and nearly one and a half miles of distance. 

In addition to these manifest advantages, the direct saving, 
including damages to land and buildings was estimated at 
£35,000. Besides this, however, there was a prospective and 
perpetual saving provided for by this important change, which 
is equivalent to a fHrther sum of £32,216; this latter represents 
the capital which would accrne from the present and consoli­
dated value of the yearly interest on the money (£ 19,070) 
which would have been required to build this unnecessary 
i 1 miles of Rail way,~added to the yearly running expenses 
and wear and tear. These two snms therefore taken together, 
<exhibit a total saving of £67,216 effected by this alteration.'" 

The attainment of this great desideratum was hardly to be 
expected, as the line of country between these points had 
already been repeated.ly explored withont the object in view 
heing accomplished. 

For the purpose of obtaining an impartial opiuion, where so 
many conflicting interests were at stake. the Commissioners in 
order to verify the estimate, concluded to open each line to the 
competition of experienced cOlltractors; this resulted in. offers 
·being received to construct the line through the Lakefield set­
tlemet'lt for Sllms varying from &30,000 to £50,000 less than 
the strore line by the Gondola Point. 

The Tender of Messrs Walker & Co., which was accepted, 
Was £30,917 less than their offer for the Gondola Point. Tbis 
:section was let to tbem in June, 1857, to be completed i fI 

., F<»r u further explanation seQ note A in th~ Appendix. 
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November, 1858. The terms of this contraet with regard to 
the time 0,[ completion have not been fulfilled for reasons 
hereinafter explained. 

This part 0,[ the Division is peculiarly situated, being about 
<'i ~. miles ill length; the· earth work is heavy, averaging 
ne:r1y 60J,OOO cubic yards. to the mile; the heaviest portion ot' 
it, situated at or near the summit, has to. be conveyed by en­
gine }lower, either way to, embankments. sitl!l,ated at, and near 
bhe foot of each incline. 

By the ternu.,s of the contract i,t was sti,pulatecl to furnish a 
Locomotive Engi,ne, and fOTty ballast Gars to . the Contrac­
tors; these should have b€%n in their hands as early as possible 
in the season, the Engine was not delivered before the latter end 
{If October, 1857, and the Gars in the following December; so< 
that on the heavy or govel'llingpoints of the work, a good por­
tion of the first season was virtually lost. The want of th& 
Locomotive Engine, prevented the Contractor from "stripping" 
t:h,e ea~th off the principal rock cutting nea;r Otty's, hefore the. 
setting, in ofth.e· £tost-and for this reason, bnt little rock was; 
excavated at this point, during the winter of 1857-8, when 
properly the whole, of it shouM ha \i'C' hecn finished. 

An a.d.dition.al Eng,ine, and 45 extra Earth Waggons, were· 
fumished! to the CGm.tractors in Ju.ly, 1853, afler the works at 
Lawlor's Lake had been completed; and: these have been 
workillg steadily since that dnte. 

A Steam Excava:tor was likewise procH!red at the sugges­
t/ion of Mr. Parken, the Consulting Engineer; it has been 
kept at work near the· summit up to this time' but, llotwith­
s~andin~ this. assistance} the works still rect1;ire a period of 
tln~e ;-Illcluchng some months ofsnmmcr to complete them; a11(1 
t,hese, in justice to, the, Contractor, should be allowed him Ln. 
eOl1sideratiol1 of the, de~a.y cansed by the Wa!~t of the Loco­
motive and Cars. 

It shouJJ also be· bOI'l1G). in mind, that in sHch a confined! 
working area ~s is here presented', only a limited number of.' 
men can be sllllultaneoth';ly employed. If the COl1tr:Jctor is. 
allowed three. mOl~ths from tbe 1st of April next, this will 
afford· a suffiCIent tllne to. open the Road, if the work is ener.­
getically urged forward. 

The Lncoll1oti~e has already passed ~ix times over the wholO' 
extent of the LlI1e from. St. John to, Hammond Ri\zer du;r.ing; 
I<he pase yeal: 



SECTION 6, which forms the eastern portiop of this Division) 
extending from. Hammond River to Groom's Cove, near Hamp~ 
ton, was let to the same parties (Messrs. Walker & Co.) to be 
completed at the same time with the above work. Upon this 
Section, the Government were to furnish no Plant of any kind; 
the works are not so backward as those on Section 5, but they 
are still far from being complete; a portion of the Grading and 
all the hridget are unfinished, although near~yhalfof the Grad» 
ing is done and the Track laid. upon it. 

Some excuse should however be made for the contractors 
on this Section also, as the exact 10cati!?H'! 'of the eastern por­
tion, including the heaviest embankment through Groom'S 
Cove, could not be definitely decided IIp'0n, for som€ months 
after they took the Contract. The posit~{!)n of the line a'CfOl';'S 

this Cove was controlled by the fact of qaestions arising whether 
the RaiQway should pass through Hampton Village o'r th<e Dsse­
keag Valley, questions "Thich the Conm~iss~loners welt'e u'Ot in a 
position t'O decide, until the comple'tlGll of the location~ to SUSb 
'Sex in October, 1857, gave the preference t'o the routoe adopted. 

From the limited time allowed in prepafi .. ~g the plans of con~ 
~:truction for this Division from the absenceonhat knowledge that 
more definite surveys could alone supply, and from the fact 
that at this time the Engineering Staff ,vas far from complete, 
some of Mr. Giles' general plans were <in order to save 
time) adopted, \\'hieh, as well as others prepared under m9" 
'O\vl~ supervision, had in some cases to be modified to ~ui4; 
the altered circumstanaes. 

At this time too, a syst'Cm of letting th'8 Contracts, different 
to that which had hitherto been adoptoo at Shediac, and froDil. 
St. John to Kennebecasis Stati<Hl, Was dflcided upon for this 
Division; those Divis10ns havi!~g been let and ten~'€red f'Ot 
t~p(')n a Schedt~le 0f ipifioces only. By this latter mode of pro~ 
;ceeding it Was to a 'certain extent immaterial to the Contrac­
~(}f how much or how little work was to be executed, or what 
'Plan the Engineer decided to adopt; the former merely being 
paid by the cubic yard for any description of work at his Sche­
dule price, this system giving the Engineer the advantage of 
preparing his plans as the works progressed, exactly suited to 
the nature of the case, or such as a further experience of the 
particular locality may have shown to be necessary and ex~ 
pedient to adopt. 

It will be borne in mind, moreover, that these lettings em~ 
braced proposals for the Gondola Point Line, as well as fot 
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that by the Lakefield Settlement, as the adoption of the lat­
ter, as already stated, was dependent upon the comparison of 
the tendeI:s for each route. 

The two lines, with the Hammond River Viaduct and Sec­
tio.n 6, embraced an extent of some twenty miles in length, 
and included the very heaviest portions of the road: much 
care and time were obviously requisite for th~ preparation of 
the necessary dra wings. 

E.ven if the same system of letting had been adopted on 
1h6se, as that on the former Sections, (which it was my expecta­
tion at the time would have been done), the addition of the 
Gondola Point Line was alone sufficient to have doubled the 
office work. But, it was not nntil a short time before the 
period appointed for receiving the tenders, that I was informed 
that the Government insisted upon the works being let upon 

. "gross') snms for each Section and all it contained. 
On this account, previously to the letting, it became neces­

sary to. prepare a distinct set of Contracts, Specifications, Sche­
d.ules, Estimates; and Plans of every description, necessary for 
each route; as likewise drawings in detail of every separate 
piece of work required in both. 

For the proper carrying out of this arrangement, thNe was 
not sufficiellt time, nor were there means. to prepare the plans 
required, even had there been time. NQ draughtsman had 
been appointed, although I had several times remonstrated on 
the impossibility of perfecting works of the magnitude here 
involved, with an insufficient standing staff. 

However, the most that could be done under the cil'curn~ 
stances, was done; but, after the location of a portiml of the 
Gradesand Alignment had been revised, some of the strnctures. 
had to be modified; this caused S0l11e delay in getting the 
designs ready. and it was not until March, 1858, that all tbe 
drafts were finally arranged for this Section, though it is 
proper to state, that they gellerally were prepared as fast as 
lhey were required by the Contractor. 

HAMMO~D HIVEH VIADUCT. 

T~e I-Iammond River Viaduct, sitllated midway between 
SectlOns 5 and 6, was let at the same time to Messrs. Small 
& Crosby, to be completed in October, 1858. 

This is a massi ve structure, and the most extensive of the: 
kind on the whole ronte, being composed of stone and iran, 
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or rather the most substantial Iron Girders of "Fairbairn's 
Patent," supported upon Piers and Abutments of dressed 
Granite, resting upon elaborately constructed pile foundations, 
which have been laid some 12 feet below the summer water 
!evel, and executed with the gl'eatest care and regard to per­
manency, in order to withstand the rush of water that annually 
takes place, upon this very hazardous stream at the periodical 
breaking up of the ice. 

The Contractors have had a good many difficulties to con­
tend with, in the preparation of their artificial foundations, 
which have been somewhat more expensive than at first con­
templated; they have therefore had to execnte more work, tban 
it was expected would be required, at the time when they 
entered into the contract. 

The site of the Viadnct is pecnl iar; the line of Rail \Va y neces­
sarily crossing the river at a point where the stream is divided 
by an island. 

The Viaduct as originally designed hy Jackson & Co. was 
composed of seven spans of 80 feet each, crossing a portion of 
both branches of the stream and the intervening island; ue­
cessitating the construction of two abutments and six piers. 

As all the water passed through a span of 235 feet, half a 
mile above at the crossillg of the post road, this number of 
pier~, requiring very expensive foundations and great width 
of costly superstructure, appeared excessive; and at the letting 
of June, 1857, a different plan was prepared for three Spalls 
of one hundred feet each, supported on two Piers and two 
Abutments, to be erected over the Eastern or Main Cbannel, 
in which the borings taken, disclosed a hard bottom SOllJe 30 
fect belo\V tbe surface of the general depth of water during 
the slimmer; and dra wings of tbe foundations were prepared 
accordingly. As soon after the letting, however, as au Engill­
eel' could be spared from the otfice, an elaborate Survey was 
made of the whole river, half a mile above and below the iu­
tended Bridge site, whidl fnlly demonstrated, that it was better 
to erect the proposed strnctnre OIl the illtervening island, aud 
that a llew water way should be made through the same, the 
original channels being filled up on either side with embank­
ments. 

This site was therefore adopted; thus dispensing with four 
Piers, including their costly fonndations, besides 260 feet of 
unnceessary superstructure, and thereby enhancing the per,. 
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manent safety of the Rail way, besides effecting a very consid­
erable reduction of cost. 

This arranaement, by placing the longitudinal centre line 
of the Bridge~ at right allgles to the general direction of. the 
current allowed the water to pass freely between the PIers, 
and ga~e the Contractor the advantage of working upon dry 
land during the period of consiruction. " . 

This alteration, has also been of serVIce, 111 reducmg the cost 
of "un watering" the coffer dams for the Piers and Abutments. 

When the bearing Piles Hilder the foundation came to be 
driven, it was found that the specified depth of eighteen feet, 
which was deemed at the time as the utmost they could have 
been made to penetrate into the gravelly substratum-was 
insufficient. From the fact of quick-sand unexpectedly pre­
senting itself, it was necessary to drive the piles forty feet below 
the bottom of the dam, instead of the distance specified. 

This, of course, caused an extra expense to the Contractor, 
in consequence of more pumping beillg required during the 
driving of the longer piles, as well as the expense of the 
additional length of pile. 

The upper surfaces of the foundations, are laid at a depth 
of about twelve feet below the level of snmmer water; there­
fore the piles composing their support, extelld to a depth of 
fifty-two feet below this level. 

From the fact of all the Coffer Dams, being more or less 
underlaid with Gravel and Quicksand, the continned and sim­
ultaneous use of three of "Gwynn's Patent" Steam Pumps, 
has been required in each dam, durillg the greater portion 
of the time. These difficulties, I am happy to be enabled to 
~tate, are now entirely overcome. 

In the Spring of 1858, after due deliberation, and after the 
Stream had been carefully watched tbrough the previous 
winter, to observe the effects of the ice, it was decided, that it 
would be safer to raise the level of the Brido-e three feet 
higher, to ensure it against damage from ice, in ('as~ of an extra­
ordinarily high freshet. This was effected, by putting in three 
feet more masonry in the footing courses of the Piers and Abut­
ments, witbont making any material chanae in tbe Plan or 
description of the work. This additional m~sonry was fOllnd 
to be necessary, and would have been inserted at first. if the 
same knowledge of the stream had existed at the time of let­
t!ng, as was afterwards obtained by more extended observa-
11011. 
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As any elevation of the Bridge, necessitated a corresponding 
celevation of the embankment on either side, the quantity in 
the latter was thereby largely increased. It may be as well 
here to observe, that at the letting in June, 1857, it was an 
object to keep these embankments as low as possible to save 
-expense, it belllg known tbat they could be easily raised after­
wards-if required. 

These alterations of detail, will now be paid for as extra!!, 11 pon 
a jnst and fair Sehedllie of priecs, instead of appearing, as 
they would have done at first, in the Contract 

It may be as well here to state that I consider it better po­
licy to pay afterwards as an extra, upon a fair Schedule of 
prices, (as is fully provided for in this Contraet) for what is 
really reguired than to use so large a margin in the calcu­
lation of quantities (on work that may be to a certain extent 
problematical) for the sake of avoiding the- popular outcry 
against extras, and thns run the risk of having to pay Con­
tractors a price for work that they may never do ; for it is 
well known that in" gross sum" Contracts (particularly 
with governments,) they generally manage to get an ad­
ditional price for any extras that may ari,e; while on the 
other hand, no matter what the deductions nny have been, 
they endeavour to get the full amount of the orginal price ill 
the Contract. 

The present condition of the Work may be stated as follows: 

The Foundation of the Piers and Abutments are all laid; 
the two centre Piers are nearly completed; the Eastem Abut­
ment is above the level of the water, and the Contractor is 
1l0W laying the M aSOllry in the footing cour:ses of the vVestern 
AbutmclIt, which is being laid "dry," to admit of the work 
being prosecuted during the winter. 

Nearly the whole of the Granite for the completion of the 
Bridge, is delivered and dressed; and if ordinary exertion is 
used, to get the two Abutments during the prescnt winter above 
the level of the usnal sprillg freshet-so that the works may 
not be stopped during the recurrence of the same in June and 
.luly next; there will be no difficulty ill finishing the Masonry 
hy t he begin ningof Angnst, 1 t!59. The I ron Girders are all 
oelivered and hOllsed, awaiting the completion of the 1\1ason­
ry in the Piers, before a commencemellt is made towards 
erecting the former into position. 

As the Girders can be raised upon a scaffolding before the 
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.I1butments are completed, it follows that the whole Viaduct 
may be finished simultaneously with the Masonry,and the' 
Railway carried over it about the first of, August next. In 
case it should be desired to open at an earlIer day, a tempora­
ry pile bridge can easily be erected in the Spring, at a small 
expense. 

This Viaduct though it has progressed slowly, so far as 
completed, is well done; and would be acknowledged by com­
petent judges to be good work any where, and considering 
the low price at which this work was undertaken, the execution 
reflects credit on the Superintending partner, Mr. W. H. Crosby. 

SECTIONS 7, 8 AND 9. 
Sections 7, 8 and 9, Hampton District, and 5 and 4, Salis­

lJUry, next in order, were let on the 15th of December, 1857, 
to Messrs, Blackie & Jobnston,-Dillon P. Mvers,-Thomas 
King & Co.,-Walker & Co., aud McDonald & McBean-coll­
seclltively,-to be completed on the 1st November, lS59. 

The two first, and the last of these Sections are well ad­
vanced; a referetlce to Table A, No.9, in the Appendix, 
will show that if they proceed at the same rate during each 
portion of the allotted period, that they have hitherto, they 
will be completed within the time specified. 

Sections, ~o. 9, HamptolJ, and No.5, Salisbury District, are 
110t lJearly ill so satisfactory a state, and redoubled exertions 
will be required upon th8se Sections, during tile ensuing Sum­
mer, to complete them in accordallce with the terms of the 
Contracts-otherwise the final opening of the Hailway may 
be delayed. 

During the past Summer, the location between Sussex and 
Sali~bl1l'y, 23 miles in extellt, has been completed. This 
divisiolJ was divic1ed into seven Sections of about four miles 
each; and the Grading, :Masol1l'y <md Bridging, put under COll­
tract Ol~ the St~ day of October last. TIl£: Tro.ck-laying alJd 
BallastIng, Lell1g reserved, to be let hereafter as a separate 
Contract. 

This latter course Was adopted, in conseqnence of it being 
found, that, where these items were included with the other 
wor~{, the ~ontractors injured the Permanent Material (Rails, 
ChaIrs, SpIkes and Sleepr~rs,) by usinG" them for their own . ~ 

temporary purpose, ill the construction of their work; the 
damage thus caused, exceeded the additional cost of doilla the 
work without snch aid. The Iron Rails w'ere frequently so 
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injured in removing a few trifling yards of earth, from neglect 
in not" packing" the sleepers, &c., as to render them uufit for 
Permanent Track. 

These Contracts, which are for the last remaining portion) 
of the Road to be let, are to be completed by the 1st of June, 
1860. The" clearing" throughout this Division is completed, 
and the Grading as well as the delivery of stone for Bridges, 
materials for Fencing and Sleepers, &c., have been com­
menced upon all the Sections. 

From the light natlll'e of the Grading upon this Division, 
averaging under 24,000 cubic yards of earth to the mile, there is 
IlOt the lea8t donbt but that the Contractors will be enabled to 
finish their work within the time specified. 

Should circUlmtances occur to render it an object of impor­
tance to open the whole Railway before the first of July, 1860" 
there would be no great difficulty in so doing; as by giving a 
small bonus to the several Contractors, the Earth work on all 
the Sections above referred \o,could be completed by the 1st of 
October, 1859, instead of 1st June, 1860. 

A portion of the ballast could in the mE)antime be carted 011 

the several Sections; and as soon as the Railway is ready for 
the Cars, over the Hampton alld Salisblll'Y Divisions, so that 
the Rails can be delivered at Sussex and Salisbury respectively, 
the laying of the Track between these points may be immedi­
ately commenced, and successfully prosecuted to completion 
during the 'Winter of 18"59-60; alld sufiicient ballast can be 
easily laid on during the Spring, to admit of the whole Road 
being certainly opened with safety by the 1st of July, 1860, or 
by the 1st JUlie, if necessary. 

From what has now heen said, ill reference to the completed 
and still progressive portions of the Road, its state of progress 
may be briefly summed lip as follows :-

lst Division-Moncton'to Shed inc, completed, 
completed, 2<1 

" 
3d 
4th 
-5th 

" -Saint John to Salmon Brook, 
~Sccti"n 5 and 6, 

including Hammond River Viaduct, ~Ihs done, 
-Hampton to Sussex, - - ~ d,me, 
-Moncton to heau of Pctitcodiac, 2-5111s dune, 

-Sussex to lwad of Petitcouiao-Iocated, let, 
cleared, and work well be{!;un, 

Branch to wharves at Moncton, 

Total Miles 

completed, 

:IIliles. 
19.42 
9.60 

11.00 
23.18 
20.59 

24.51 
0.88 

109.18 
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It havil1'r been recommended that the locations, as c'ol:n~ 
pleted by ~Iessrs. Peto, Brassey? Betts and J ac.ks~m, should 
be revised. I ROW proceed to glVe the characterIstIcs of both 
locations, as weU as a description of the character of w~rk 
proposed to have meen built by that firm, as compared With 
that now in course of construction. 

CHARACTEIUSTICS OF THE ROAD AS ORIGIN­
AI"L Y LOCATED. 

The Line, as origillally located, commenced on the e~~tern 
.side of the Marsh Creek, outside the bounds of the CIty of 
Saint J ohu, and pr0c~eded up the flat of the Marsh, crossing 
a bend of the Creek near the One Mile Hot{s'8, (so called) until 
:it struck the rough and broken ground neal' th€ "Moose Path," 
here passing the pres~mt Post Road on the le\''81) thence to be· 
yond TOl'l'ybul'l1, when the location followed the general 
'Contour of the shore of the Kennebecasis Bay, intersecting 
Davidson's Cove, and thence having passed over the points of 
land intervening bet,veen Davidson's Cove and Sandy Cove, 
it again met the Kennebecasis, aft€rwards purSUil~g with but 
little variation its sinuosities, until it reached Harris's 
Cove~one quarter of fl, mile East of Gondola Point. 

Fron, this place, stiH skirting the shore line to th() ]lead of 
Forrester's Coye, the Hoac1 would hav-e passed over the inter­
vening points of land h) the Hammond River, and crossed 
the HiveI' by an Iron Gil'der Bridge, 560 feetin length. Pro~ 
'Geeding from thence the line skirtecl the shol'e~ of Darl­
ing's Lake, crossing 81'0'0111'13 Cove, antI Was carried over to 
the head of the Ossekeag, and from thCil'Ce following to the 
South side of the Kennebecasis River-the present Channel of 
that River being crossed on the interval near the mouth of 
the Passekeag Cree.k, th?s re~ldering (if this location had been 
adopted) an expenslYe chverslOll of the river necessary. 

Between this point and Sussex Vale, the line was intended 
to have been carried over the several brooks, requiring to be 
crossed, by means of wooden trestle bridges varying from 
30 to 180 feet in length. ~ , 
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From Sussex Valet by this location, the Road would: have 
crossed Trout Brook and Salmon River, by wooden, and iron 
Girder Bridges, 600 feet, and 420 feet respe~tively in length; 
lmd passing through Upper Sussex and turmng up, the Valley 
of Stone's Brook, following the same untll it struck the head 
watOl's of the Anagance. From hence the Line kept tho 
Southern side of the Anagance-still holding, an Easterly direc­
tion, and crossing that river a little below its confiuence with 
tho North River, at which place the name of 'the river becomes 
the Petitcodiac; from thence keeping tl:t{l' Petitcocliac to tho 
South, the Line followed nearly the gene'IJrul bends of the Post 
Road to Moncton; crossing tho brooks: w.hich fall from the 
Northward into the Petitcocliac, near theiT mouths by wooden 
tre.3tle Briclges,-tlms continuing till it reachod the Station at­
Moncton. 

From Moncton, the Line wound ronnd!. the rear of the town, 
cTosseclHall's Oreek, and proceeded circuitously up the Valley 
of Harris' nEll Stream to its crossing-thence to Oook's 
Brook, passing ovel' the summit 161.9 feet above high -w~ater 
spring tide level at Saint J o11n Harbor~passing on throuP'h 
the Shcdiac Station to Cape Brulo, a distance of 110 milcs 
from the Marsh Bridge at Saint John. 

OHARAOTERISTIOS OF THE I,INE AS AT 
PRESENT LOOA'YEIJ. 

The Line as at present located, begins at the Mill Pond: 
Station, St. J ohu, and takes an Easte'l'ly course, keepin ()' on 
the Northern siele of the Marsh o re ek, until it crosses it~ op­
posite the residence of Robert Jardine, Esquire, where it joins 
tho Line previonsly locate(l; this portion of the original loca­
tion havillg h.€en previously partially constructed. li'rom the 
Three Mile House, the Lino' diverges from that first located, 
and taking 31 dired course passing fomteen foet above -bbe-­
level of the Post Road at the Four Mile Bridge and under 
the same at Lawlor's Lake, where it again intersects the oM 
Lino ; fi:om thenG{) to the· Nine Mile House, the now line does 
not clifter materially f1'orn the old one. But from the Nino Milo 
House to. IImnmond RiYer" it will be seen by reference to 8. 

former portion of this Report, that tho new line deviate-i, 
wielely from that originally located, being also much shorter 
and in every way preferable. ]'rom Hammond River to, 
Hendricks', tho two lines vary but little. Leaving tllis point, 
IJc mn,,l'k,od. (leviation is obsC'rvable; the neW lino passes o\\e12' 
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the summit 11ear the corner of the Passakeag Road, wind­
ing round the large bend in the Kennebecasis, and again 
joining the former location at a distance of 27 miles from St. 
John. By this detour the heavy excavations which would 
otherwise have been required for the alteration of the Chan­
nel of the River, and the effects of the annual heavy freshets 
!{often of a most disastrous nature) have been avoided. 

From the point last named, to within a mile of the boun­
-dary between Kings and .'N estmorland Counties, the new 
line, pursuing the same geneml direction, di:ffers in many 
essential points from that originally located. Curves of larger 
radii and tangents of greater length have been substituted. 
From hence t.o Moncton the whole location consists of only 
four very long tangents and four curves of large radii .. A 
great saving in Curvature has been effected t.hereby, while 
the Gradients are not in any way heavier than those designed 
for the former road. 

Froth Moncton to Shediac, the line having been partly con· 
.strllcteJ by. Messrs. Jackson & Co., it became necessary to 
adopt the previous location; but here some changes were 
made,· longer tangents being adopted in several places, there· 
hy effecting a direct saving in the cnrvature and distance. 
From Shediac Station to Point du Chene, the cOllstructed lille 
was followed for a short distance, but for the remainder a 
new line was located down to the present wharf. 

The whole distance from Mill street, St. John, to Point du 
Chene in Shediac harbor, is 108 3-10 miles or only eight per 
cent longer than a straight or "air" line, and it is also shorter 
than the original location by 2, 2-3 miles. 

A Branch Line 88-100 of a mile in length has been con· 
structed from the Station in Moncton to the public wharf ill 
that place. As this line crosses the heads of the wharves in 
this town, Sidings and Loading Platforms have been provided 
for the accommodation of those using them. The public wharf 
has been entirely remodelled, repaired and furnished with 11 

moveable loading and landing Slip. Additions have also been 
made to the bed, so that vessels may lay at low tide with 
safety. A commodious Freight house has also been fitted up 
with conveniences for loading and storing freights. 

The maximum Gradients. on either location, are at the rat€) 
of forty-five feet per mile. 

Table n., ~o: 2, contain.s a summary, shewing the lengths 
'of each deSCrIptIOn as deslgned for both lines. On the ori-
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ginal location the minimum radius of curvatur~ between St 
John and Shediac was 1584 feet,-the maximum was 5280 
feet. 

On the rcviseu location, the minimum radius of curvature 
is 2865 feet between St. John and Moncton, alld the maximum 
12,278 feet. Between Moncton and Shediac the radii of 
the curves are the same as those of the original location. On the 
original location, the total amount of curvature between St. 
John and Shediac was 3901 degrees or 35 degrees per mile. 

On the reviseu location to Point du Chene, the total amount 
of curvature is 2173 degrees or 20 degrees per mile. 

On the original locatioll the total amount of straight line 
was 70. D miles, and of cmveu !iue 40.1 miles. 

On the revised location, the total amonnt of straight line, is 
79.7 miles, and of cl1l'ved !ine 28.6 miles, making a gain of 
8.7 miles of straight line, and a reduction ot cnrvature ex­
pressed in length of 11.4 miles. 

The whole amount of the ascents on the revised location 
from St. John to Shediac, is 1063 feet, and the amount of the 
descents, is 1075 feet. 

The summit or highest point on the line, is twelve and a half 
miles from St. John, and bas an elevation of165 feet above the 
revel of high water in St. John Harbour. 

Table B. No.2, exhibits the details of the gradients as de­
A;igned for the Dew location-shewing their length,-total e 

distance from St. John-rate per 100 feet-grade per mile, 
asrent and descent, and elevation above the tide water at Saint 
John. 

Table E., No.3, gives a summary of the curves and tangents 
as designed for bot h routes 

Table B., No.1, shews the lengths between the different 
locations. 

From the foregoing remarks, it will appear that the advan­
tages that have resulted from revising the locations previously 
made bv Messrs. Peto, Brassey, Betts & Jackson are very 
decided; and may be stated in general terms as follow :-

Seventy-five curves have been dispensed with, and straight 
lines substituted; ten of them being dangerous "reversed" 
curves, and sixteen others, connected by short langeI! ts of from 
twenty to ninety feet, between the points of " revcrsion"­
that are scarcely less dangerous. 

On the revised location, the shortest tangent line betweell 
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two curves in opposite diFections is 400 feet; the minimum ra';' 
tlills of cnrvature has been increased from 1584 to 2S€J,5 feet. 

By these reductions of curvature and elo-ngations of radii, 
the Railway will admit <of very greatly increased speed with 
safety, and these improvements will also be the cause of a 
great permanent saving of wear and tear in the working of 
the road. 

Sharp curves are always highly objectio'nable, particularly 
on passenger roads, from their" wear and tear" of Engiines 
and Cars, and displacement of Rails, &c. ; an«] the dange-r of 
running ofl'tbe track, is very much increased thereby, especia11y 
at high velocities. 

The actual saving in distance effected from St. John to the 
end of the wharf at'Shediac, is tW'1f) and two thirds miles, while 
at the high rate of speed that call alld will be mailltained upon 
this Railway, should its cOllnection with proposed lines from 
East and West be etTected, the absolute reduction 0-f 1727 de­
grees of angular deflection, (tecbnirzally termed "t;;~lrvature,") 
equal to four and eight tellths entire circles, will he equivalent 
to a further l~edl1ction ill the working expenses of the road, of 
six miles; or, in ollieI' words, the amount of C1Jll'vature here 
!ltated, had it remained in the Lil)(~, would have entailed all' 
expense ill friction anclloss of power, (exclusive of wear and 
tear) equivalent to that 011 six straight and level miles." 

These two items therefore. I maiutain, viJf't'fwlly make a. 
permanent sDving ill the working expenses of the passenger, 
trafIlc equivalent to a reductio,a of ei,;ilt and two {hi,'ds miles 
of dis[allCe. 

CHARACTERISTICS OF CONSTRUCTION ON rIm-, 
SENT ROAD. ' 

The Railway is laid OUit as a single line of five feet six. 
inches gnage; although the ample quantity of 100 feet in widt~ 
of land taken, as well as the location of the centre line, like­
wise the Station Buildings, arc arranged for a double Track, 
if required hereafter. 

The Permanent 'Yay consists of a single T rail, of the latest 
improved AmericDn pattern, 631bs. to the yard, of Stafrord~hire 
hammered iron, fastened down at the rail joints only, (with 
east chails, of 241b8. weirsht each, manufactured from" best 

., S~e Note D. at Cl;tu of Rel{ol't., 
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Welsh cold blast" iron,) to sleepers, of cedar, hacmatac or 
pine, nine feet in length, ten inches wide, and six inches deep. 
laid two feet fonr inches apart from ceutres, the largest beillg 
at the joints, and all bedded ill cJeall ballast, twelve feet wide 
at the base of rail, and extending twenty itlches in depth be­
low the same level. The width of the Roadbed is not less 
than twenty feet, on embankments, and twellty-four feet in 
excavations at "formation level" which is two feet below 
rail height. 

The side slopes are nowhcn~ less thall one and a half hori­
zontal, to one perpendicular, though, where required, these have 
b~ell reduced to one and three q narters, and two to one. 

In construction, the road-bed has invariably been kept two 
or three feet above the geueral level of the groulld whenever 
practicable, in order to ellsure a good draillage alld facilitat.e 
the removal of the SIlOW, (a very necessary precautioll in this 
climate ;) when this could not be effected without incurring too 
much expense, and wben material obtailled from excavation 
of ordinary w:dth, was insufficient to complete the adjoining 
embankment, tbe low awl wct cuttings liable to be deluged with 
wiLter, have been increased to tbirty-five feet in width at for­
matiou level, aud capaciolls ditches opened on either siue ; 
thereby forrniug as it were emban"~meflts throughout the cut­
tin/{s-a desideratum very essential for the efficient working of 
railways in the severe wiuters in this climate. 

Oll steep side hill cuttings also, where ice wonld be liable tll 

be forrllf~d over the rails, tile excavations on the double truck 
~ide, have been enlarged to twenty feet from centre, or thirty­
TWO feet ill all, ancl a "catch water" drain ten feet in width alld 
two feet in depth, below formation level, has been inserted 
between (lIe side hill and the Railway; wherever the d!.pth of 
embankme!11S exr;eeded thirty-feet, the formation width ha:s 
heen increased to t\VCllty-two feet, and the side slopes mad~ 
t\VO to one; alJd wherevBr the action of water had (0 bel 
especially guarded against," rip rap" or bank paving'has been 
placed as a protectioll. The rock excavations, are not less than 
t\velltv-four feet in width, with side slopes of three inches 
to the' foot. 

The Masonry for the large anel more important bridges, iii 
the best" Ashlar" with ., hammer dressed" beds, "nd rough or 
quarry faces, laid ill hydranliecemcnt.; while that or th,e smallet 
class bridges, is of gnod substantial punched rubble laId dry, 

»4 
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. The superstructure of all bridges of spans, above forty-feet 
is composed of wrought iron, all of these bridges bave been 
so designed, as to ensure safety and stability, with proper re­
gard to economy. 

The patterns adopted, are of three kinds, viz. :_H Stephen­
son's Fairbairn's, and Warren & Kennard's patents." 
Thos~ that have hitherto been executed, may rank with the 
best of their respective kinds in other lands. 

Imay here remark, that latterly, all the iron rails and girders, 
have been prepared under the superintendence of Charles 
May, Esq., C. E., of No.3, Great George Street, vVestmin­
ster-and it is but an act of justice to that gentleman to 
observe, that he has executed this duty with ability and 
fidelity. 

The superstructure of Bridges of Spans under forty feet, are 
of wood, composed of the best \-vell selected St. John pine 
timber. Table B., No.4, gives a statement of the quantity 
of iron and wooden bridging, that was to havt~ been erected by 
the former Contractors, and also she ws the greatly reduced quan­
tity of bridging now being completed. A perusal of this Table 
will show, that although iron snperstructure has been extended 
to the ten principal bridges, or to all spans of upwards of forty 
feet, while the original Specification only contemplated apply­
fng iron, to four Bridges of Spans of one hundred feet and 
upwards, yet the total quantity of Iron Bridges bas been 
reduced, from eighteen hundred and twenty, to thirteen hun· 
dred and ten lineal feet. The wooden superstructure, has also 
been reduced, from four thousand and eighty-four, to two thou­
sand three hundred and eighty-six feet, or nearly one-balf. It 
is likewise worthy of remark, that nearly all the wooden bridg­
ing, was originally intendcd to have been composed of trestle 
wor/c, with the earth slopes running directly through tbe posts­
a melhod of all others, the least permancllt. The wooden 
hridges now being constructed, are the best of tbeir several 
kinds; the material and workmanship, in all,are to be of the 
best description, carefully planed and painted, and protected 
from the weather as much as possible, by a covering of asphal­
tum or zinc. They comprise twelve of woodwork alone, and 
twenty two; having a similar superstrncture with the fOImer, 
but with the addition of stone abutments,-:-the span between 
'Which (with a special view to permanency) has been con­
tracted to the shortest length, consistent with the requisite 
space for the water :-this will acconnt for a portion of this re-
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duction. A further reduction of trestle bridging has been 
effected, by the substitution of arch and box culverts of stone, 
with embankments, wherever practicable; by which the conse­
quent demand for repairs and liability to aceident, has been 
greatly reduced. 

Nearly all the main roads intersected by the Railway, have 
been crossed either over or under, by means of substantial 
bridges,-level crossings, (as originally intended,) being the 
exception rather than the rule. 

The arch culverts on the Line, vary from 4 to 12 feet span; 
they are of the very best description of material and workman­
ship, and laid in hydraulic cement. 

The box culverts are of different sizes, and are with a few 
exceptions, of a very good description of strong punched rub­
ble masonry laid dry; no wooden culverts on the main Line, 
covered by earth-work, have been permitted. 

From Moncton to Point du Chene, the superstructure is 
composed of the U or bridge rails imported by Messrs.T ack­
son & Co. As a previous and extended experience of this 
Rail on the St. Andrews and Quehec Railway, had confirmed 
me in the opinion that the single T or American pattern, was 
a superior form of rail for this climate, its adoption was 
recommended, for the residue of the line between Moncton and 
St. John, as already stated.-'" 

In crossing the several viaducts and bridges between St. 
John and Moncton, "Winslow's Compound," or continllous 
hearing Rail has been adopted. This dispenses with both 
joints and fishes &c., and thus adds largely to the safety of the 
Railway. 

A pier, 1850 feet in length, has been built at the Shediac 
terminus at Point dn Chene, the first 1000 feet of which, is 
thirty feet wide; and 770 feet forty feet wide; at the end an 
L 80 ~ 150 has been placed. A single Track has been laid 
down and a carriage road constructed alongside the railway 
throughout its whole length; snitable mooring posts and rings 
have been provided, thus ensuring (as far as possible) safety 
to ships moored alongside the Pier. Loading Platforms have 
also been erected, and cranes have been procured to facilitate 
the shipment of freight or cargo. 

In further explanation of the style on which the works are 

• See latter part of Note C. on this suhject. 
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beiua- executed, I beg to refer to the form of Specification at· 
tach~d to the Contract at the end of this Report; and I take 
this opportunity of stating, that a strict adherence to the terms 
of these Specifications, is invariably insisted upon. 

III concluding these remarks upon the several constructions 
ill this Railway, I beg to say, that the works generally are 
being built in a thorough and substantial manner, and with a 
due regard to the ultimate requirements and permanent effi­
ciency of the Road, and at the same time with every atten­
tion to a proper economy. 

As some test of the goodness and safety of the Road, it is 
wort by of remark, that since the two divisions from Moncton 
to Shediac, and from St. John to Kennebecul'is have been 
opened, doing a considerable traffic, and at an average rate of 
speed of about 30 miles per hour, (while the train is in motion,) 
and extending over a period coJlectively of nearly two seasons, 
during which no accident, or fail ure of any kind has taken 
place, arisillg from imperfections in construction, or from any 
inherent defect in the way, works, or rolling stock. 

And I believe I am justified in saying, that no Engine ot 
Train has been thrown off the l\-1ain Line, through any of the 
above causes; indeed, no accident of this kind has occurred, 
and this is the more remarkable, when is remembered, that 
both the above Divisions were opened for Traffic, before the 
Ballastillg was completed, and while a considerable proportion 
of the work was in an unfinished state. 

ROLLING STOCK. 

Table A, No.8, shows a list of required quantity of 
Engines, Cars, Snow-ploughs and equipment generally 
designed for the Railw,ty; it will he sufficient to say thnt they 
are of the newest and most approved American pattern, and 
are, in my opinion, better adapted to the climate of this country 
and the traffic to be anticipated, than any other. 

The experiment ~f building the Locomotives in this city (St. 
John,) has been entHely successful, and 1 have no doubt that 
the ellterprising builders, Messrs. Flemillg and Humbert, having 
perfected their arrangements, can make Ellgines equal to thoS<\ 
imported from Boston. 

The Passenger C:us on this Railway, arc especially worthy 
of notice; in point of interior capacity and general arrange-
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ment, I do not hesitate to say, (although made in this city) that 
they are unsurpassed in America, and rflflect much credit on 
Mr. James .the Contractor, who has spared no pains ill their 
completion. 

As it is very desirable that all the Rolling Stock of a Rail­
way, each of their respective kinds, be of uniform size and 
pattern so that they may be as much as possible duplicates of 
each other; and as there is now a large proportion of the 
stock required alnmdy on the road, prepared in accordance 
with well digested designs, I cannot conclude this notice with­
out recommending that the original patterns be generally 
adhered to. 

Exception has been taken to the wrought iron trucks under 
the Freight and Platform Cars as they are liable to get ont of 
adjustment; but, as this only happens in the event of Cars 
runnillg off the rail, which very rarely occms on this Rail­
way, it is questionable whether the objection would not he 
overruled by the superior permanency of the iron truck. 

OBSERVATIONS ON THE CONTRACT MADE WITU 
MESSRS. JACKSON & Co, 

The snperiority of the Road now being constructed, over 
that which would have been made under the original con­
tracts with Messrs. Jackson & Co. having been assumed in 
this Report, it is proper to state succinctly and clearly, the 
grounds on which a comparison of the two lines, is presumed 
to be favourable to the former. 

Such a comparison cannot be fairly made, without adopt­
ing some standard, by which the merits of both lines can be 
measured. 

Assuming, therefore, that a road is in every point of view 
the best,-which is the shortest, the most leyel, durable-and. 
at the same time,-the cheapest which can be made-the 
following comparison may be instituted. 

To facilitate this enqulrY it is well to refer to, and thor­
oughly examine, the original specification (marked A) a copy 
of which is annexed. 

It must be remembered, that it has been considered judici­
ous to substitute work of a superior character to that specified 
and as exhibited ou the drawings-and to add thereto. 
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From the character of the specification it will be evident 
that extra work (not provided for therein) would have been 
imperatively required. 

The points here briefly referred to, as particularly demand­
inO' attention, are more fully discussed in Note C. The 
adaitional, cost to that which would have been incurred, by 
strict adherence to the former contracts, was rendered neces­
sary for the attainment ofthe following objects;-

1st, additional cost of Iron for superstructure. 

2nd, widening, straightening, and perfecting the grading. 
3d, the substitution of arch culverts, covered by embank-

ments, and permanent bridging-in place of trestle work 
(occasional) wooden culverts, or level crossings. 

4th, the erection of five additional wood and water stations. 
5th, grading depot grounds. 
6th, the construction of Shediac, Moncton and Torryburn 

'wharves. 
7th, making 35 miles additional Fencing and 
liquidating land damages. 

* The proper value of these several additional items IS as 
follows :-
Original contract price £6,500 stg. per mile £7,800 
Additional cost of Iron above that specified, at per mite 240 
Additional earth work for widening, straight-

ening, and perfecting grading, at per lnile 
Additional cost of permanent brido'ing in 

lieu of trestle work, wooden c~llyerts, 
.a~dlevel crossings, at per mile 

Ac1c1~t:onal wood and water stations, at per mile 
~dcl~t~onal depot grounds, at per mile 
Ac1c1~t~onal wha~vos, at per mile 
AddlhOl1.al fencmg, at per mile 
Je./and damages, at per mile 
'rotal cost o.fpresent road byol'iginal contract per mile 
Presentestlmated cost per mile 

Saving per mile, 

633 

351 
35 

138 
83 
51 

277 
£~,oUtl 

8,500 
'£1,lU8 

• For a further explanation of this comparative estimate, t refer to Note C, 
where the, causes of ,the,se items being charged, are enlarged upon; and I also 
c~ll attcntlOn to the slgmficant quotations from the ,Report of Mr. Charles JI.utto.n 
(Trrgory., and ,Mr. Walter Shanly on the ,Grand Trunk Rail.wqy. 
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From this it is evident, that it was only by the substitution 
of less ]:,erfect and permanent work, that the Road could haye 
been built cheaper than it is now being constructed. ' 

It may not be improper here to call attention to the com. 
parative estimate, which has been furnished to you, of the 
average cost per mile of the Nova Scotian, New York and 
European and North American Rail ways. * It will therein 
be perceived that, in the items of Grading, Masonry and 
Bridging, the cost ofthis Road is large in proportion-this 
increase it must be remembered, is for work of an enduring 
and permanent charucter, (which governs the annual outlay 
for repuirs)-while in rolling stock" buildings, engineering 
and contingencies, the proportion of this is small. 

This Table is worthy of study and is very significant, af­
fording, as it does, a true criterion by which the permanent 
charact.er and economy of expenditure on the European and 
North American Railway, muy be judged. 

The system of allowing cont.ractors to prepare their own 
specificat.ions - select their engineers - design their loca­
tions - and superint.end their own const.ructions - is one 
,vhichrenders them to a gl'eat. degree irresponsihlc,- enabling 
them in fact, t.o mrtke a Railway t.o suit t.heir own pecuniary 
advuntage, and is altoget.her incompatible wit.h the true intel'­
est.s of a Provincial undertaking, especiully one of the mag­
nit.ude and import.anee here involved. 

'Vhile invest.igat.ing tIle comparative merits of the two 
ment.ioned methods of Rrtilway construction, it has been my 
somewhat. unellxiable dllty, to instit.ut.e a comparison between 
the Lille as first located, and the works as now being comple­
ted,-and I trust, that in so doing, I have not laid myself 
open to the chluge of drawing invidious conclusions or of 
making cont.rasts further than were necessary to render the 
subject fnIly intelligible. 

It is far from my intent.ion, to convey the impression, that 
the contractors or engineers did not fulfil their several en­
gagement.s, as defined und ascertained, by a strict const.ruc­
t.ion of the terms of the original contract. On the contrary. 
I do not hesitate to say that these gentlemen fully executed 
the wol'l,:s as specified, which were, as far as completed, con­
st.l'ncte<l in accordance wit.h the contract. If just. cause for 
complaint here exists, it is to be at.tributed t.o t.he want of 

.. Sec pags 14.0 
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definiteness in the specifications, which admitted of such 
latitude of interpretation. . .. 

The line as at first located was such a one as a JUdICIOUS 
engineer, whose special duty it was to study the pecuniary 
interest of his employers-without any regard to the subse­
quent cost of maintenance and running expenses - would 
have designed. It was, it is tme, very curvilinear: but,­
when it is taken into consideration, that it was to have been 
paid for by the mU~ a,nd therefore rendering it a requisite 
object that the road should be made as long, and as easy 
to build as possible,- this should cause no great surprise;­
in fact, it might have been much less direct than it was, and 
still have fulfilled all the requirements of the contract. 

The present excellent location of the European and North 
American ]~ajlway, is mainly attributable to the numerous 
surveys and plans preyiously made of it by several eminent 
civil engineers. 

The first survey was made by John ,Vilkinson, Esq., an 
exceedingly careful and scientific geodetic suryeyor, whose· 
accurate and very superior topographical plans have been of 
the most essential service - a survey su bsequently prosecuted 
by Messrs. Beattie and Campbell, \)ell known in the profes­
sion-afterwards by Frank Giles, Esq., assisted by a very 
competent staft~ whose comprehensive profiles and plans 
were of the greatest value in selecting the present location, 
(these being subject to the approval of A. C. Morton, Esq., the 
consulting engineer). All the gentlemen above referred to, 
contributed to render the final suryev and location, compara­
ti,-ely easy, and gave to their success~r and the Province the 
benefits of' a1l their previous labors and experience. 

Before speaking of the EligilleerinO" Staff I must first beO' 
'- '- b, b 

to acknowledge the very valuaLle advice and courteous 
consideration ~hich I have invariably receiv~d from Mr. Par­
ker, C. Eo, of Boston, \vhowas employed by the Government to 
Inspect and Heport upon the "Vorks. 

ENGINEEIUNG STAFF. 

~he ~t.aff h~s been organized upon the American system, 
wInch IS consl?ercd t}le best_ adapted for the requirements of 
the constructIOn ot PublIc ,Yorks on this Continent 
wherever the general and promiscuous way of lcttillg works 
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to men of all classes is entertained, without finy special regard 
being had to their qualifications, and so long as the lowest 
tender for work must necessarily be accepted, such an organi­
zation of the stafF will be imperatively requisite. 

In England a different system is adopted; the Public 
'Vorks are rarely let except to bona fide contractors, 'well 
known to have extensive experience and capital; such men 
have generally a thorough kUO"Ivledge of their business, and 
keep in their employ a regular staff of Engineers. The 
works are generally, let to the contractors, after the locations 
and plans have been carefully arranged and decided UpOIl, 
-they becoming responsible for the works; and executing 
them under the supervision or their own Engineers; the 
Company or the Government, as the case may be, merely 
employing a Chief Engineer and snch a limitcd staff of 
Resident Engineers and Inspectors, as may be 8ufficicnt for 
the general supervision of the 'Vorks. 

This, it is evident, could not be done in this country, as 
for the reasons already stated the contractors have not the ex­
perience as a general thing, nor have they the Engillccrs in 
their employ-and the result would be that if works werc 
let to them under the English systcm the Engineering (if 
done at all) would be done very badly, while the construction 
generally would be "scamped." 

The English system has to a certain extent been tried in 
Nova Scotia, and I find from. the very able Report of Mr. 
I.Jaurie, the Civil Engineer appointed by the Gove1'llment of 
that Province, to examine ~md report upon the Nova Scotb 
Railway, that the result has not been satisfactory. 

Extract from. Mr. Lauric's Report, page 41 :-
.. It may be proper to state, th~t I consider the Engineer Department of the mad 

as having ueen organized on too limited a scale, originating, no doubt, in the lauc.!­
able desire of economy. but in this it i" quite possible to go too far. The force 
employed has not been sufficient to give the requisite levels and stakes during the 
progress of the work, and we consequently find, at several plaers, the gn,ding out 
of line, excavations an,l embankments too wide, and at others not wide enough, 
improper ballasting use.l, and other matters of detail imperfectly executed. SOIllO 

of the bogs and lakes which have swallowed up such ",,"ge quantities of m"teri"l, 
could have been partially or wholly avoided. and no doubt woulu have been. hau 
proper soundings been taken to uctermine their depths on the original sun·py.. 
The services of one or two well qualified assistant Engineers in addition to thosa 
who have been employed on the road, to hav.e given a personal .uperilltend,,~t".· to 
the work, would haye sayed large ~xpendlture8 at many points-expenJ,ture. 
which, although nominally borne by the contractors, have generllIly in the end to 
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be maJe up to them in the shape of allowances, or othe~wjse. The dU,tie~ of Chief 
Engineer are such, in the office, as prevents his spenilmg much of his lime upon 
the line iIurig nthe construction of a roacl." , 

'With the above view, the Engineering Staff has been lat­
terly oro-anized upon as limited a scale as was compatible 
with th~rough efficiency, and the work: has been systemati­
cally carried on in the following manner. As soon as the sur­
veys and locations had been completed, the plans and draw­
ings prepared and the contracts let and signed-the Road was 
divided into eight separate Divisions-each averaging, a??ut 
13 miles in length and placed under the charge of DrvlSlon 
Engineers. 

The duty of these Engineers, was to attend to the careful 
"setting out" of the numerous works and structures, to soe 
that they 'were built of the best material, in a proper manller 
find in accordance with the specifications, to make to the 
Chief Engineer regular returns of all '.vork done and 
material deliverod on their respectiYe Diyisions, for each 
month then ending', so that the Contradors could receive 
monthly payments for the exact amount of work done :-In 
fact, to take sole and full charge of all the VV orks on their 
respective Divisions receiving orders from, and reporting 
wcekly to the Chiof Engineer, who by this means is kept 
constantly and correctly informed of eyerything transpiring 
on each Division of the Road. 

A principal assistant Engineer, of matured experience, lvas 
also nppointed, whose duty it was to take the general super­
vision of the whole of the works and act unc1er

L

and carry out 
the particular viows and orders of the Chief Engineer and 
pass over the ,York, as ofton as possible, consulting and ad­
yising with the several Division Engineers on the state of the 
works generally and on any particular difficulty that might 
at allY time arise. 

II,~ tho Prillcip,-tl Office at st. John a Dranghtsm,m and two 
As:m;ta,nts, ~nd also a Clerk haye been appointed, The 
?uty of the former was to prepare all maps, plans, and draw­
Ings of structures of every description, under the especial 
di.r~c~ioll of the Clli~f Engineer and the Principal Assistant. 
T ~us Iml~ort~nt SO~"'lce has beon very onerous, from tIle fact 
0,£ c~ch DoctlOll uelllg: let separatoly i'lll' a "gross sum," neces­
Sltatlllg the preparatlOll of distinct sots of drnwino's in full 
detail f<Jl' each Contract in duplicate; and it is but ~lstice to 
say, that the execution of these lattor reflects the' greatest 
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credit upon the gentlemen to whom this service has been 
entrusted. In addition to his special duties as Clerk, Mr. 
Stone has made out all the Contractors monthly accounts as 
well as the pay lists and vouchers of the Engineering Depart­
ment. 

The following list shows the names and special duties of 
the gentlemen of the Staff; but it should be stated that some 
of the situations referred to are not at present occupied by 
their original holders :-

LIST OF ENGINEERING STAFF. 

R. W. Burrowes, 

George "\Vightman," 
Thomas Ramsay/ 

Endicott King,-

John Stone, 

William Lunn, 
H. G. C. Ketchum, 
John T. C. McKean, 

Cha •. F. Ely, 
F. P. Tuck, 

W. J. Croasclale, 
Frodk. L. Dihblee, 

W. S. Rowson, 
C. F. Gregory, 

H. F. Perley, 
William L. Hazen, 

R. R. Thompson, 
E. R. Burpee, 

W. H. Rankin, 
G. F. Crookshank, 

J. Ewd. lloyd, 
John H. Parks, 

P. D. Cox, 
J. Mahoo,], 

*Left tho HOfHl. 
:i:Left. the l:(llul. 
*Left tho Hoad. 

Principal Assistant Engineor. 

I,ocating Engineer, 
Assistant Locating Engineer. 

Resiuent Engineer, St. John to Hampton. 

Clerk, Principal Office St. John. 

Chief Dl'aughtsman, " 
Assistant Draughtsman, " 

Engineer in charge of Division, Moncton 
Second Assistant, " 

Engineer in charge of Divi.ion, S.didlUry. 
Seconu Assistant, 

Engineer in charge of Division, ... <\.na~ance. 
Seconu Assistant, 

Engineer in charge of Division, Sussex 
Second Assistant, 

Engineer in charge of Division, Norton. 
Second Assistant, 

Engineer in el1arge of Division, Hampton. 
Se~ anu Assistant, " 

Engineer in clHl'ge of Division, I"ukcficlJ. 
SeconJ Assistant, 

En,gin~er in ch"rge of Divi!'ion, St. John. 
Sl'conu Assistant, 

In justice to the whole Staff, I cannot allow this genel'al 
notice of its various members to pass without gratefully ack­
nowledging the ability, assiduity and faithfulness which have 
,distinguished the entir.e corps. In this Report it wuuld be out 
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of place to particularize individual claims. to regard; nor would 
it be in accordance with my own feehngs, to contrast the 
merits of the several Officers mentioned, who have each and 
all, manifested an untiring zeal for the Sllccess of the Road, 
and whose general conduct has been snch as to entitle them. 
to the warmest commendation; it is indeed to their zeal, fidel­
ity and ability, that the degree of ::;uecess attailled in the pro­
secntion of the details of the work, to which I can refer with 

. satisfaction, is in a great measure attributable. 

Of every memher of the' Staff 1 can with sincerity say, that 
he has established a claim to a higher position than that which 
he now occupies. 

As Heads of Departments, Messrs. Burrowes, \Vightman 
and King. are obviously entitled to special attention. If the 
position, of these gentlemen in the Corps, did not even demand 
this notice, my own grateful sense of the valuaLle and ready 
assistance (w hich, whenever req llired,) they ha ve afforded me, 
calls for my warmest aclmowlecgement. 

As Principal Assistant El1gineer-his sllperior general Engin­
eering talents, practical knowledge of Mechanics, and a previom 
experieJlce as Contractor as well as Engineer, have enabled Mr. 
Bnrrowes to affonl me invaluable co-operation. To Mr. 
vVightman's skill as Locating Engineer, added to great experi­
C!lce and very superior judgment in selecting routes through a 
difficult and partly wilderness country-the superiority of 
the present location of the road, over that formerly adop­
ted, is mainly attributable. 

Mr. King's unremitting attention to the onerons duties, 
which devolved upon him, as Resident Engineer in charge of 
the very heavy Division between St. John and Hampton-to­
gether with his strict adherence to a pproved system, and 
thorough practical knowledge, rendered his services of great 
vulue. 

As Resident Engineer on the Moncton and Shediac Division. 
Mr. H. F. Perley's indefatigable zeal dmiug the completion of 
this portion of the road, entitle him to great credit. To Mr. 
Perley also, as well as to the reliable assistance of Mr. H. G. 
C. KelchulU, I am milch indebted for th.e aid they have afforded 
nw ill collecting many particulars, alld arrangiil g a portion of 
tile data, to be foulld in the tables which uccompallythis Report. 
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In conclusion, I have to observe, that although this Report 
has exceeded the limits in which I had supposed it could be 
cqmprised, I trust it will not be regarded as unnecessarily 
prolix or minute. \Vhen the great interest is considered, which 
is justly attached to the European and North American Rail­
way-2n interest not confined to this Province :-when the 
powerful influence which the success or failure of the road 
must have on the present fortunes, and in (its widest sen.lc) 
the future welfare of our people :-when especially it is COII­

sidered, that not hastily adopted or perhaps ill founded expec­
tations, are entertained, that this road will ere long becomll 
the great thoroughfare of British North America-to form, it 
may not be preSlunptous to hope, before many years elapse, 
the EasicHn portion of a great highway from the Atlantic to 
the Pacific-ll11 these momcntolls tories for consideration 
being regarded,-it is surely most desirable, that every official 
statement or report relative to the road, should be comprehen­
sive and thorough. 

I have the honor to be, 

Sir, your obedient servant, 

ALEX. L. LIGHT, 

ENGINEEr.. 
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NOTE A. 

In further explanation of the amount virtually sllved by the adoption of the 
shorter rou te through Lakefield, it is nece~sary that the data forming the basis of 
the calculations made in the body of the Report, should be more fully enlarged 
upon. . . 

The cost of the original line from Salmon Brook to Hammond River, around 
Gondola Poi lit, 8 .12-100th miles in length, would have been by tllf lowest tender 
£106,794, or at the rate of £13,152 per mile, including superstructure, statiollS, 
rolling stock, and land damages. 

The saving in distance, effectcd by adopting the line through Lakefielil, Was 
1 .45-100 miles, whichlat. the [,,,fore mentioned rate would amount to £19,070, the 
annual interest on which sum at six per cent. is £1144. 

The annual wear and tear, anil repairs, as well as the cost of running the trains, 
that would have arisen upon this unnecessary 1 .45-100 miles of railway, will be 
ascertaineil by the following investigations :-

The expense for repairs of iron raile, after allowing for the value of the old 
material, has b~en found to be equal to the coet of an entire renewal once in every 
fourteen years-that for cross ties to a renewal once in eight years. 

The annual Ctlst of repairs pCI' mile upon a substantially furnished way and works 
may be stated as £100. 

Thus we obtain for annual wear and tcar and repairs the sum of £370 upon 
this tljstance saved. 

Assuming four as the least number of trains that would daily have passed each 
way over this 1.45-100 miles of Railway, ifi! had beenlconstructed. we have an aggre· 
gate saving per annum of 350n miles of distance, effected by the atloption of the. 
Lakefield route. 

The cost of running a train may be stated at two shillings and nine pence per 
mile, ineluJing all incidental expenses, except wear and tear and repairs of Track; 
this makes a saving of £419 for this item. 

In a word, assuming the cost of this·l .45-100 miles of railway to be as 31lm'e 
£13,152 per mile, or £19,070 for the whole ilistance, the interest of which is 
£ 1144; the annual repairs as well as wear and tear of superstructure, to be £370, 
and the annual running expenses also £4.l9; the total annual expense will then 
be £1933, which is the interest of £32,216 at £6 per cent., which sum might 
profitably have been expended in shortening the Railway 1 45-100 miles. 

It so happened that the line through the Lakefield settlement, instead of requir­
ing this sum to be expended upon it Over and above the cost of the Gondola Point 
Line, was actually obtained for £31,500 less money than the longer line-adding 
together, therefore, the sum actually saved and the sum that might properly have 
been expeniled to obtain the shorter ronte.; we have the sum of £63,716 as the 
virtu~l saving by the ail option of the line by Lakefield, which was in every way 
superIOr. 

T~e. follow:ing i.s an ext:act from a work by W. M. Gillespie, C. E., Professor 
of CIVil Engmecnng, entitled "Roails and Railroads," whl'rein, as he himself 
expresses it, "the results of an engineering experience in all parts of the Unite.d 
States, &c., have been combined. 

-:r:his extract, f~om sucn a ':,e~1 known and undoubted authority, so fully etn­
~odle~ m~ own VieWS upon thiS Important subject that r will make no apology fOf 
msertmg It. 



" ECONO;.lIY OF STRAIGHTNESS • 

.. From the great cost of the superstructure of a Railroad, and the continually 
increasing expense of keeping it in repair, it is highly desirable that it should be 
as straight, and consequently as short as possible. 

" As the earthwork of a raiil'l'ud costs almost nothing for repairs, while those of 
its perishable superstructure arc very great and proportioned to its length, as is 
also the cost in fuel, wages, and wear antI tear of the engines of running the road, 
it will often be advantageous to make large expenditures for the former element of 
cost, in order to lessen the leng-th of the road, and consequently the annual ex­
penditures for the latter. 

" Suppose the total cost of a railroad to be $30,000 per mile, the interest of 
which is $1800; the annual repairs of the superstructure $1000 per mile; and 
the expenses of engines "Iso $1000 'per mile." The total annual expense will 
then be $3S00, which is the interest of $1l3,000, which sum might profitably be 
expended to shorten the road one mile, or $12 to shorten it one foot of length. 
If this single foot go;ned was the only result of a day's labor of a locating party, 
it would be a satisfactol·y equivalent for the expenses of such a day's work. 

" On these grounds, a short route, which has the faults of steep grades and 
curves of small radius, may profitahly receive an outl~y of capital upon it, for th" 
purpose of lessening thc8e defects, equivalent to the cost of the difference of dis­
tanre between it and n [,mxer line, which has better grades and curves. 

From these considerations it is also seen that a line ought not to diverge from 
the direct course between it. extremities, and thus increase its distance, for the 
sake of the trade of" small town, for whose benefit the time and fare of all the 
passengers and fi'eight on the whole line would thus be t'lXed. It would be pre­
ferable to make a bmnch track to the town."-See " Roads and Railroad~"­
page 270. 

NOTE B. 

REMARKS ON CURVES. 

The theory of a perfect railway requires that it shall follow a right line on plan 
and be uniformily level from end to end. 

These two condition. are made impracticable by the interposition of natural 
o')stacles. such as hills, rivers, buildings &c., which must be avoided, or crossed, 
or passed within certain limits. 

The principles regulating all lateral deviation are, first, that they can be made 
only in curves, angles being incompatible equally With the speed to be attained on 
Railways, and with the constantly parallel axes of the four or six wheeled ma­
chines impelled upon them; and secondly that as the perfect condition is a right 
line, so does comparative perft'ction consist in the minimum amount of deviation 
from it, that is, in the largest possible radiUS of curvature. 

The Count De Parnbour, in hi" work on Locomotive Engines, say" "Curves in 
railways present inconveniences which are by so much the greater as their degree 
of curvature is greater. 

These inconveniences are of three kinds: lst when a wagon moves in a curve 
the wheel which follows the outer rail necessarily goes over more ground than 
that which follows the inner rail. Now, in wagons at present in use, the two 
wheels of the same pair are not indepen(1ant of each other, but are fixed invariably on 
the axle which turns with them. Therefore the distance described by the anD 
cannot be less than the distance described by the other, e,:<,"cept the latter be drawn 
without turning over the difference between the two distances to be described. 
This is in consequence an auditional resistance offered to the moilon. 
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2nd The centrifun"al force created in the passage of the curve, by virtue of Ihe 
'l't.locity of the moti.;'n, may urge the wagon outwards, so far as to produce 11 con. 
tac'! lind consequently a fdction of more or less energy of the flange of the wheel 
against the outer rail; and tIne fl'jlistance p,ro?uced by this cause i. much ,mora 
injurious than the former one, because the frictIOn takes l,'lace on the whol,e of the 
distance performed by the wheel, and not merely on the dIfference of the dIstance. 
pl"l'formed by the two wheels. 

:lrd Finally, the centrifugal force of the motion may be such as not only 10 
pre •• the IIa'Oge of the outer' whed against the outer rail, but by pushing the 
whrc'l violently in a direction tangential to tlie curve,it may drive the flange o( 

the wheel over the rail, and thus throw the train out of the rails." 

Tlile following tabular statement, compiled from the" Third Report of the olli. 
eel'S ef the Railway Department," in England, ill 18i3, exhibits the aTerag" 
"eloci.Lies attained' on five dilf,'rent railways - the great difference in which wsa 
mainly attributed to the difference in their curves only :-

Average vcloci ty attained. 
Northern anil Eastern, .•••.••.••.... , ...•....•.• 36 miles per hour. 
Great Western" ....• , ....• , .•• , . , ............ ,33 " 
London and Birmingham, ........................ 27 " 
Manchester and LeeJs, ............................ 2,1 u 
Dirnlingham and Gloucester, ...................... 23~ u 

The" Northern' and Eastern Railway," with the exception of one sharp CUrTe 

where it joins the" Eastern Counties," line is very straight, occasionally extend· 
ing for several miles in 11 perfectly straight ilirection. 

The" London anil Birmingham "- constructed through a difficult enuntry­
bas moderate curves and gradients. The" Manchester and Leeds" Railw.y hal 
t:urves generally of i of a mile radius, and some still less. 

Thus it would appear that the sharper the curve, the greater the re.istan •. , 
offered to the impelling power, and consequently the granter expenditure of fuel 
in the Locomotive Engine to overcome that resistance; an increased amount of 
wear anil tear to the rails ",nu flallg~s ; and it may be adiled, as tho result of ac· 
tual experience, c..ntails an additional outlay for maintenance of ncar 25 per cent. 

The felJowing fact may also be deduced, namely - that reducing the curvalur$ 
on a line of Railroau, not only actually shortens the distance to be travelled over, 
but virrtually reuuces that distance still further by enabling a much greater ral<! 
of 8l"eed to be attilined. with safety and econumy. 

From this brief compiled history of the uisadvantages of curves upon railway., 
I now proceed to analyze as nearly as possible (from such data as are extant UPOll 

L'Ie .uliject) the approximate value of the virtual saving made by the r·euuctioR 
of eurvature upon this road. 

It is much to be regretted that the experiments which have hitherto been mad~ 
l'e1ative to the resistance caused by curvature at high rates of speed have not been 
conducted upon a mom enlarged scale and in a more oomprehensive mallner; al­
though sufficient is known to Wtlrrant very decided conclusions beinO' made upon 
the subject. 0 

From various experiment. made upon Curves of different rauii to ascertain tb. 
ruistanee due to curvature, it has heen found that the resistance al the same sp~.d 
i3 iilversely in proportion to Ihe radii, commencing with a curve of 6000 feet -raJiU5 
and merely moving the load, the ratio of increase of resistance, as the raJii we ... 
fcd,ueed, shows that 200 feet radius i. the Curvature up"n which theoretically tbe 
ffl818tallce would be doubled, or upon which it would require double tile power t.., 
clraw D given load that would be required upon a leveilltrtlight line. 

A f<l!,llcircle?f thi~ latter rnuiu. would be about 1256 feet in length; it follow .. 
th.refl>re, t.hat 10 paasmg round II full circle \l[ this radius Ibe consulllptiun of p~~ .. 
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= 
whieb would be required will be twice that which would be nece .. ary upon a l"\'at 
olraighl lino of 1256 feet in length; or, in other wordo, tb. extra conoumption of 
power requirod by the r •• istance due to the cur'Je, would hue drawn the load all 

additional diltance of 1256 feet on a level .traight line. 
Tbe resi.tance due to curvatur. being found, as before stilted, to be predely ill 

innr.e proportion to the radius. il follows tbat the lotal amount of rt'.i.tance due to a 
{uti circle, or 360 degree. of Curvature, would be the same whatever the radiuo 
milht Ite; and that tb.1! extra eonsumption of power, required to overcome tbat 
amount of Curnlule, would be sufficient to draw the lead 1256 feet of additional 
di.tance upon a level straight line. 

It must, howeyer, be understood thnt Ih.i. result i. dedlZced from experiments 
Clade upon a load merely moving at a very slow rate of opeed. 

No satisfactory experiment. havo yet been made iA this country, to determine tho 
resi.tance on a given curve due to high rat08 of velocity, but it cannot be doubted 
that the increased resistance upon 8 given curve, would be precisely in proportion to 
the speed. 

In mereIJ moying a load upon a leyel stfliight line, nn resistance except friction is 
dev .. l<iped ; this having been aSiumed ill these experiments to be about 8 pounds 
per ten, and the power necesnry to move the load on a curve of 200 feet radi!ll, 
being double that amount, it follows that eight pound. per ton i. the re.istance due 
10 that curvature when a load is merely moved. 

In e.timatin, therefore, the nlue of a road designed for moving heavy loads at Ii 
'feyy low &peed, that i. to sny, in reducing the length 01 such a road to its equivalent 
length of .traight line, it would ba a fair rate to .. dd 10 Ihe measur.ed length, 1256 
fcot for every 360 degrees of cunature. 

Applying this rule to the line under consideration, the sning of distance upon the 
new location, in consequence of the reduction of curvature would be about one mile 
and a quarter; but when taking into view the fact, that we are constructing a Rail· 
way for moving trains at a .peed of from 20 to 60 miles per hour, the-actual aaving 
of distance that will be found upon a proper equation will be far greater. 

'l'he above deductions from the experiments of Mr. l,atrobe the Chief Enginesr of 
the B.ltimore and Ohio Railway, which were malle with great care, ara perfectly 
reliable: they fully demonstrate the value of the resistance of cunature. wben 
tho load i. merely moved; hut no exact proportion hilS yet been accurately ascer. 
tained, of the value of the additional resistance, due to any increased rate of speed. 

In the autumn of 1855, Mr. McCallum, the eminent superintendent of the New 
York and Erie railroad, instituted a careful series of experiments for the purpose uf 
determining the relative power required upon the several di.i.ions of the Road, for 
the tran"portation of heavy freight. _ 

Previous to the date of these experim~nhl-it had been customary to estimate the 
friction uf cars with wheels of 30 inches and journals of 3 inches diameter at about 7 
lb •• per ton, or 8 Ibs per ton, for wheels of 33 incbes -- but the average of six ex­
periment. at 3.&peed of ten miles per hour, conclusively .hewed that the friction of 
the loaded cars did not exceed 4~ to 5 pounds per ton. 

After a careful examination and comparison of the loads, moved upon tbe ruling 
~rades and curves of ~arious sections of the road, i,t was certainly ascertained that 
the friction of the cars was 4~ Ibs. per ton (of 2,000 lb •. ) The resistance of ('urves 
being ~ lb. per ton for a dellection of one degree of curvature per 100 feet, at th .. 
s.me rate of speed. Assuming the friction at 5 Ibs per ton, the resistance upon thg 
deflection of one degree of curvature per 100 feet, would be 10 per cent. additional; 
and a8 lhe resistance at the same .peed is inversely in proportion to the radius as al· 
reaJy stated, it follows. that a cune with a.dell.ction of 10 degree. per 100 feet, or 
of 573 fret radiuI, would double the rf.i.llmco: a full circle of d u radius would be 

):6 
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about 36) 8 feet in circumference, therefore in paBsing round this curve the consump­
tion of power which would be required, would be doubled, or 'otherwise, the power re­
~uisite to carr~ the load around this curv.e, would ha~e ~ra~n it an additional distance 
of 3618 feet upon a strllight and level hne. By thIs It WIll be apparent thllt tpe reo 
duction of every three hundred and ~ixty degrees of curvature, would hI! tantllmount 
to a reduction of 3618 feet of distance. , 

In e8timating therefore the value of a road, designed exclusively for freight, at a 
speed or ten miles per hour, that is to say-in reducing such a road as previously 
Itated, to its equivalent length of straight line, it would be a fair rate to add to the 
measured length 3618 feet for every 360 degrees of curvature orvicever,a; applying 
this rule to the line under consideration ;-the saving of distance in consequence of 
the reduction of 1727" of curvature, would be about 3! miles. 

The only Ieliable experiments on the resistance of curvature at high velocitiel Bre 
those of that eminent Civil and Mechanical Engineer, Daniel Kinnear Clark, Esq. 
These trials were made in Engla",l, on onc continuous run on varying gradient_, and 
with various curves, of and under one mile radius. 

Mr. Clark found that Ilt a speed of forty.five miles per hour, on cUrYes of one mile 
"radius and under, tbe resistance was upwards of 2!l per cent. mere than on a straight 
line. As he does not state what proportion of tbe curves were less than a mile 
radius, the data are to 11 eertain extent indefinite. It is well known that by the 
Statute Law of England, curves having a radius less than a mile, !lre tbe exception 
upon Railways; it would therefore not be improper to assume !l mile as the radiul 
upon wbich the resistance will be increased 20 per cent. at the above speed. T4i, 
point being established, tbe following results will be a natural consequence. 

It being borne in mind that the resistance increases in inverse proportion to the 
railius, it follows that 8 radius of one-fifth of a mile, or a deflection of five degrees and 
twenty.five minutes per hundred feet, would double the resistance. The periphery 
of a full circle of Ihe latter radius, will be about 6635 feet, con.equently. in pD •• ing 
round such a circle, the consumption of power required will be twice that which 
would be necessary on !l level straight line of 6635 feel in length. 

Applying this calculation and deduction, therefore to the line under consideration, 
Ind to the data previously given, we have II direct proportion as follows :-as the 
number of degrees in an entire circle, is to the number of degrees of curvature saved 
by tbe present location, so is the circumference of a curve of one-fifth of a mile 
radius, to the total virtual saving of distance (in consequence of the reduction of cur. 
vature) upon the new location, which saving has been a~certained to be 31,829 feet or II 
little more than lix straight and level miles--adding this, therefore, to the dired 
laving of 2.66 miles before shown, we haTe altogether a saving equivalent to eight 
and two-thirds miles of distance. 

Assuming these ded~ctions and conclusions to be correct-cas it msy safely he 
presumed they are)-bemg based upon the experiments of three of the most di8tin. 
gui.hed Engineers o~ the age. The question next arises-what expense might 
have profitably been Incurred, to obtain this permanent Tirtual reduction of friction, 
Bnd consequent diminution of running expenses! 

.~ssume the dir~ct saving of 2.1 milu road, at a. cost of £7,800 per mile (lb. ' 
onglnal contract prIce,) the total vVlII he £20,800, the mterest of which is £1248; to 
this add, the annu.al.aving ~f reduced running expenses OTer the whole 8t miles, (vir. 
tually .aved,) whIch (by u.mg the same figures already explained in N ole A. is found 
to he equal to that upon 21.000 mile. I)f dictance, and which al the rate of two shillings 
and nin~ pence per mile,) is £2987; this latter sum added to the intcrest upon the ac­
tual sa'tlng IlboTe menboned, makes Il total of £4,135 which is the interest of £68,916 
at 6 per cent, wh~ch sum I maintain might profitably have been expended in virtually 
shortening the RaIlway the aboTe distance~ . 
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The actual co.t of this reduction has been £31,458, which may be seen 8S fol_ 
lows: The additional cost of grading ao stated in the report, was £633 per mile; of 
this item, - one half was due to widening embankments and perfecting grading ge­
nerally. which would have been required on any line, - the other half, chargeable to 
shortening and straighter.ing, was equal to £34,458 as above stated. 

Thus. it will be seen, that the clear gain effected by the ·shortening and straightening 
alone, (exclusive of wear and tear of superstructure, already stated to be twenty_live 
per cent.,) without taking into account the increased safety insu.red thereby, amount. 
to the sum of £34,458. 

NOTE C. 

In arriving at the conclusion which I have, with regard to the extra sum. that 
must be added to the original contr8(:t price of £78UO per milo to bring the road, as 
designed by former Contractors to the same standard of excellence as the Railw,y 
now building, as stated in the estimate in tbe body of the Report, the following data 
bave b~n employed :-

ht. Those obtained by a careful examination of tbe s~veral very explicit plans. 
profiles and estimatei for the route or.iginally intended to have been pursued, which 
were left bJ the former Contractors, and transferred to me by order of the Govern­
Inent. 

Secondly, Those furnished by an intim~te knowledge of the character of the 
,,"orks ~xecuted between Mon'Cton and Shetliac, on this line, as well as by a cIo .. 

. inspection of all the works in Canada completed by the same firm. 

Thirdly, The Iinal cost of the latter, and the remarks of the several Engineer. 
~ho have reported thereen-in addition tu tbos .. afforded by a careful study of tho 
Bpecifieation (marked A. appended to this Report) whicb confirmed the opinion adop­
ted in reference to this subject, and which I. now proceed to !lIlalyze. 

lst. The Contract, ef which this Specification forms a part, defines that should 
the first COfit of iron in England exceed £6 per ton, the additional cost sbould be reo 
garded as an extra. The iron used upon tbis railway has cost £8 per ton sterling, 
making a difference on the required quantity (at the rate of 100 ton. per mile) equal 
to £240 currency. 

Secondly, The embankments are required by tbe Specifications to be 15 feet wid. 
fit fonoatian level, with slopes of one and a half horizontal to one perpendicu!ar; 
,hi. has been found insufficient,. and they have heen increased to 20 fret in width, 
and the slopes in many instances on high embankm~nts have been incrrased to two 
to one; this added to tbe additiollsl quantity required in straightening the line, 
increased the earthwork by 1,300,000 cubic yards. The Rock work has been re­
duced from 194,000 to 125,000 cubic yards. by tbe change from the Gondola Point to 
the Lakefield route. By equatin~ these ditl'"ences of quantities at their re'pectiye 
talues, it is found that here £613 per mile bas to be charged to the original contract. 

The next item is tbe extra expense occasioned by the substitution of permllnent 
bridging in lieu of trestle work, wooden culverts, and I~vel crossings; here, the spe_ 
eilications stated" that bridges under the Railway, of 1 00 feet span and upwards, te 
be eonstructed of iron, and under that 8p~n, of timber or stone, or both, at the di.­
eretion of the Contractor., &c." On reference being had to the Plans it was found 
tbat tllere were four bridges marked .. iron" of an aggregate length of 1800 Ie ••. 
vyer lScadouc, Salmon, Trout and Hammond Rivers, twenty·two marked "wood." 



68 

AI these bridgu were all designed with span. les8 than 100 feet-and as there "" 
no nucessity for making more than the specified width of iron, it would have been ill 
exceliB of contract if the, had bien so completed. 

It i. impoMOible to say of what character of work these bridges might han ulti· 
mately been; though in this comparison it has been assumed that ther would be 
completed with iron. 

There were bridges designated in the plalls a. "wooden viaducts" of an aggregate 
longtb. of 4084 feet. If those bridges built between 8hediac and Moncton by the 
former Contractors, and which were specified in a similar way upon the Plan, may 
be taken as a criterion of the character of work in which the remainder would hue 
been completed, the price stated of .£5 per lineal foot would be considered as ample 
compensation for the construction of the whole. 

The actual cost (by contract), of completing tho permanent bridging between Ilt. 
John and Moncton, exclusive of the three, Iron bridges common to both lines, il 
£58,497 ; deducting £20,420 as Lhe nlue of the tre~t1e work above stated, there iaa 
balance of £38,077, or £35l per mile to be added to the original contract. 

II will bo 80en by comparing Tahle A, No.6 with Lh" li.t of SLalions in Specifica­
tion A, befllre menlioned, that Ihere have been adcled 10 the lalter, five wood and 
water 8tation.-amounlin~ in the aggregato to the sum of £3750-equallo £36 
per milo. 

Grading of Depot grounds, is an extrll, lind is the same as charged in Table A, 
No. I, £l4,982 whicb is equal to £l38 per mile. 

The additional wharves (at Shediac, Moncion, and Torryburn) are the same.1 
charged in Table A, No. I, Ilnd equal in the aggregate cost to £9022 or £83 per 
mile. These wharves were not included in the original Specification. 

The fencing was only to be "where required, of post lind rai!." As a cO/lSiderable 
portion of tho original location was through a wilderness country, it i. considered 
that for at least one third of tho whole di.tance, the fencing would hue been entirely 
dispensed with. On ttle pre.ent location the fencing i. constructed on both .ides of 
the line (of a very permanent character) for the entire length; therefore the cbargs 
of £5,600 for a di.tllnc. of 35 mileo (or at the rate of five shillings per rod), equal 10 
£5l per mile on Ihe aggregate distance, i. deemed a jUit one. 

The Land Damages, it will be seen by reference to the Specifi"ation wllre not taken 
into account; the proper Iiquid~tion of tbis item i. citilllated iu Table A, No.1 
to be £30,000, equivalent to the 'UlD of £277 per mile. 

All these item. taken to~ether, make up the sum of £lS08-wbich, added to tbe 
Ot'igi,nlll contrl1ct p~ice or £6,500 sterling, IIr £7,800 currency, makes an increase (a. 
prevlOu.ly shewn In tabul~r form) ovec and above our preseut es\imated coot equin. 
lent to £11 08 pec mile. 

A. the selection of the be.t fllrm of Rail ii a matter Gf paramount importance, I 
~eg leave i~1 cOllfinnution of my previousl, expreisctl opinion, to refer to tho follow· 
IIIg ,quotations from the Report of Mr. Charles Hutton Gregory, (tha eminent Civil 
Ellgll1ecr oell,t out frum E~lglan<l by the Grand 'frunk Railwuy Company) .. upon 
tile constructlun of tbe Rulway, the character of tho Works, and the quality of the 
!tolling Slock supplied under Ihe Contracts" of that Railway. 

PERMANENT WAY • 

.. The description of Perl1lanen,t W 8! .pecified and executed on your Railway wlS, 
("4.Intlerst~nd, settled afler a conslderatlan of Ihe form3 and detail. found to be lIlo.t 
.ucecuful on tlte lines of the N orlhern Slate •• 
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.. Tbe action of the senre frolts and rapid tbawl distorts the whole structure of 
tbe road to .uch an extent tbat the Engli.h .,stem of continuoul bearing, or calt 
iron chain with fittin,., were alike inadmissible; and it wu neceuar, to adopt a 
form ofCre.t simplicity. . . . . .. ..... . 

.. The Rail of 63 lb •• per y.rd, which i. either of the (orm called the Bridg" rail, 
or that called the lingle Trail. re.ts directl, on .Ieepers, 2 feet 6 inche. apart, and is 
.ecured to them by opikes. The j.,ints are supported on a wrought iron chair, weigh­
ing, in .ome cases, 8 Ibs, and in some cases 12 Ibs, the former being the prevailing 
weight. 

"Simplicity is no doubt thus attained; Rnd from all the inquiries 1 made, I am led 
to the conclusion that the arrangement adopte" il the one approyed by mOit of the 
local Engineer.; and an identi~ .. 1 arrangement has be~n adopted by eminent English 
Enl:ineers on the Haddiscoe ami Hale.worth Railway, in England, on the Ahona 
and Kiel, on the Royal Danish Railway, and, I beline, on otber lines on the Con­
tiner.t • 

.. These circumstances undoubtedly justified the adoption of such a system in the 
Specifications. This road is certainly superior to the road laid with light cast-iron 
chairs, so common in the Northern States; and where it is fully ballasted and well 
maintained with good material it runs well; but from a study of those parts of your 
lin. where it haa been mo.t severely tried, I have concluded that present experience 
might lead you to the adoption. in future works, of the single Trail, witb fished 
joint., or with Adam's Bracket Chair of wrought iron, either of which, I believr, would 
make a more perfect road; but it i. right to add that even the first and be.t known 
of these was not generally accepted as an improvement when your road Wai designed. 
Meanwhile, on the existing portions of your .ystem. I believe that a sensible improve­
ment might be effected hy putting in large.sized Sleeper. at the joints, and arranl:ing 
the spaces between the Sleepers so as to be least next the jOlint sleepers • 

.. The croslings of your permanent way are of good construetion, and the simple 
shifting rail adopted fOlr Switcbes is. in my opinion. the best suited for this climate." 
-See Report (page 34) Grand Trunlc Railway, 1857. 

• • .. " 
.. The Earthworks Ip,pear to have been properly executed; but the contnct width 

of 15 feet was found to he insufficient for the embankments. which were subsequently 
increased, and the aJditional work allowed for in the final settlement."-See same 
Report, page 25. .. .. .. .. " '" '" 

.. Many of the culverts have been made with timber tops to facilitate the clearing 
of them. and I do not consider this variation lrom the Specifiration to be objectionable, 
while the saving to the Contractors. wbere .. ny exists, would be inconsiderable."-
See 8ame Report-page 26. '" .. .. .. .. '" 

"It is also noteworthy that the p~rmanent character of the important Bridges on, 
Ihe Grand Trunk Railway proper. will in the course of year. be productive of great 
snving. from the absence ofth05e lus5es by decay. or fire. or flood, which ao you know 
to your cost are too prevalent elsewhere, both in Canaua and the United States."-Sce 
same Report-page 37. 

Extract from Report of W. Shanly, Esq., Chief Engineer of the Grand Trunk 
Rnilway.-See page 11-Report, December 1858. 

" East of the St. LAwrence the whole line to Portlftnd, having been originally con­
.trueted without that view to permanoncy, which characterizes it between Toronto 
and Montrenl, ond between Richmond and Quebec, the outlay called for in the 
renewal of wooden bridges, the reconstruction of imperfect masonr" and the bal­
lasting of the permanent way, &c., hns necessaril, been very large, and must continue 
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to be large for some years to come. The Wooden Bridges are tbe main. source o.f 
expense. There were originally upwards of 9000 feet in length of tbis perishable 
description of structure between Longueuil and Portland. Rene"als in iron have, I~ 
a certain extent. taken place already-the most important being that of the Bridge 
O1'er the river Richelieu where 900 feel in length, of tubular girder, have been sub. 
stituted for the original wooden bridge, which W8& far advanced in decay. A good 
many other bridges, also. which were no longer safe, have been renewed in wood, 
and the work of reconstruction is still going forward. and Ihe road gradually asSuming 
in other respects, 8S well as in the. bridge work, a stable and permanent charaeter. 

"The largest proportion of the expenditure is due 10. Ihe A merican section of the 
Line-149 miles-from Island Pond to Portland, wher.e the outla,. chargeable til 
oapital for the past year amounts to. £43'8 lOs. 2d. per mile." 

N. B.-I may state that the approved portion of this supel'o 
gtructure-as well as the improvements recommended, (with 
the exception of the "Adams bracket chair") were adopted 
on this railway as. early as the winter of 1856-7. 
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TABLE A.-NO.1 . 

.l.ppaOIllIUTJ: J:STIlII.l.TJ: 0)' THE COST 01' THII IIUDOPIl.i.lf .l.lfD lfO:aTIl .I..II.It.lIl 

.J.n.WJ.Y ),ROK MILL ITIlIIET, ST. ;rOH1<, TO SUIIDUC HJ.DBOJl-IlfCJ.VDIlfl 

IT.l.TIOlf8, :aOLLllfG STOCK, .l.lfD LJ.lfD DUUGES. 

Grading, Masonry, Bridging, Fencing, laying 
Track and Ballasting, First Division, from 
St. John to Salmon Brook, as per Table, 

No.2, 
Grading, Masonry, Bridging, Fencing, laying 

Track and Ballasting from Salmon Brook 
to Sussex Vale as per table No.9, £160.921 4, 3 

0 0 Fencing, as per table No.9, 2.400 
~---Grading, Masonry, Bridging and Fencing, from 

Sussex to Salisbury, as per Table No.9, 
Clearing, as per Table, No.9, 
Track laying and ballasting, 
Grading, Masonry, Bridging, Fencing, laying 

Track and Ballasting from Salisbury to 
Moncton, 

Clearing, as per Table No.9, 
Grading, Masonry, Bridging, Fencing, laying 

Track and Ballasting, from Moncton and 
Shediac, as per Tahle No.3, 

Grading and preparing Depot Grounds, 
Stations, as per Table No.6, 
Plant and Surveys by Jackson & Co, see 

Table No.7, 
Appleby's wharf 
Moncton, do. 
Shediac, do. 
Total amount of 

Table No.9, 

as per Table No.9, 
as per Table No.9, 
as per Table No.9, 

Contract Work, as per 

Contingencies, &c" 15 fler cent on £'339,026 
3s. 611. (being am't of work under construction,) 
109.18 miles superstructure at £1653 per 

mile, 
5 per cent. for sidings, 
Iron Girders for Bridges 
Rolling Stock, as per Table No.8, 
Land Damages, 

58,796 
1,500 

19,000 

55,059 
1,850 

3 
0 
0 

7 
16 

Currency, 
Sterling, 

4 
0 
0 

9 
5 

£ 86,784 Ii 8 

163,321 ~ 3 

79,296 3 4 

56,910 4 S 

92,531 15 4 
14,982 17 8 
24,515 14 1 

29,735 11. I 
373 15 3 
498 12 1 

8,150 2 8 

£557,100 12 

50,853 18 2 

180,474 10 9 
9,023 14 6 

20,000 0 0 
80,523 13 8 
30,000 0 0 

£ 927,976---S2 
£77::1,313 14 10 -Tot,al distance including Moncton Branch r'lual to 109 .18 Bliles. making cost 

per mde £8,500 currency., or £7,083 sterling, 
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TABLE A.-NO.2. 

COlT OJ' J'1w.IIT DIV1510lf J'aoJ[ lULL STREET, IT. ;rOHlf, TO U.LlIOlf 1IROOK, J. DII­

TJ.lfCE or 9.60 MILE.-EXCLU8IVE OJ' 8TJ.TIOIU, aOLLIXG .TOCJt J.XD LJ.ID 

lIJ.MJ.GEI. 

8I1:CTION. 

No.1. Charles Walker, Dillon P. Mvell & J. 
Brookfield, . 

No.2. Dillon P. Myers, 
No:a. Walker Rankin & Walker, 
No. -4. John Brookfield, 

Miscellaneous account, 
Iron and Girders, 
Fencing, 
Levelling and Ridging, 
Proportion of Engineering, 
Work done by Jackson & Co., 

9.60 MIIies of superstructure at 
£1,653 per inile, 

Siding. OR ditto 

Equal to £10,809 per mile • 

• 

£4,191 18 ~ 
39,799 2 8 

9,694 18 7 
17,624 4 9 

6,476 0 a 
700 0 0 

2,029 n 0 
120 0 0 

4,061 11 0 
2,187 10 0 

15,868 16 0 
1,114 0 a 

TABLE A.-NO.3. 

71,210 " 8 

15,574 0 
86,784 5 8 

16,982 16 0 
£103,767 8 

-= 

COST or LIXE l'ROM MONCTOlf TO POINT DU CllltlU, SIlEDUC, INCLUDTlfG TUB 

MONCTON BBJ.NCH-20.30 MILES [N J.LL-EXCLUSIVE or STJ.TIONS, ROLLllfG 

8TOCK. AND LJ.ND DAMAGES. 

John Brookfield, Section No.3, £ 16,181 11 8 
William Stevens, Section No.2, 16,354 7 8 
Walker Rankin & Walker, Section No. I, 27,178 4 1 59,714 3 5 

Work done by Jackson & Co., 17,812 10 0 
Fencing Moncton to Point du Chene, 2,768 3 3 
Proportion of Engineering, 4,506 13 4 
Miscellaneous acct. including Maintenance, 7,730 5 4 

32,817 11 !l 
£92,531 15 4 

20.30 miles of Nuperstructnre at £1,653 
per mile, 33,555 18 0 

Sidings, sloping and soiling, 2,562 0 0 
Iron Girders for t-:cndouc Viaduct, (charged 

0 in TI1!Jle No.7. 3,000 0 0 39.117 18 
£UJi,649 13 4 

Equal to £6,485 per mile. 
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TABLE A.-NO.4 . 

.J.PPBOXIMATE ESTIMATE OF ONE MILE OF SUPJ:BSTRUCTUBJ: .J.ND BALLUT. 

98 tons Iron Rails (63 lbs. to the yard) (1j 
£12 10 0 

2 " Iron Rails additional for waste (1j 
£12 10 0 

100 .. 'fotal, 

5 tons 8 cwt. Cast Iron Chairs (of 24lbs. each) (1j 
£10 0 0 per ton, 

12 " Cast Iron Chairs, additional for 
waste, (iI £ 10 0 0 

6 tons, 'fotal, 

2! tons Spikes fiP £21 0 0 
2,400 Sleepers, fiP 2s. Id. 

Proportion of permanent points and crossings, 
Total for Track, 

.4,350 Cubic yards of ballast, 

N. B. Tracklaying included in Contracts • 

• 

£1,225 

25 

54 

6 

TABLE A.-No.5 . 

0 0 

0 0 
£1,250 0 0 

0 0 

0 0 
60 0 IJI 

52 10 0 
250 0 0 
40 10 0 

£1,653 0 0 

500 0 0 

.J.l'PBOXIJI(ATJ: E"TIMATE OF TIIJ: ACTUAL V..I.LUE (AT CURBSNT l'RIc:n) 01' WOll},. 

DONI: BY JACKSON'" co. BETWEEN SIIEDIAC, BEND AND aT. JOHN, .J.S NJ:AllLY 

.U CAl'!' BE ASCERTAINED FROM MEASUREMENTS TAltJ:N ON RECEPTION OJ' THI 

WORK. 

REND ... ND SHEDIAC DISTRICT. 

Clearing. 
Workmanship on Scadouc Bridge, 
125,800 Cubic yards Earth Excavation, (1j 

Is 3d. 
1500 Cubic yards Masonry, (il20s, 
180 Lineal feet Wooden Bridging (iI 80s 
2900 Tons Iron Distributed fiP 8s. 

SAINT JOHN DISTRICT. 

18,750 Cubic yard. Earth Excavation, fiP Is. 
4,000 Cubic yards Rock Excavation, (1j tis 3d. 

Total Amounl 

£570 0 0 
6000 0 0 

7862 10 0 
1500 0 0 

720 0 0 
1160 0 0 

937 10 0 
1250 0 \) 

£17,812 10 0 

2,187 10 0 
£20,000 0 0 
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TABLE A.-No.6 . 

..lBSTR..lCT OF ST..lTIONS. 

No.1 "Saint John" Class No.1. 
Passenger station(wooden) including shed, £1,526 0 0 
Car House, 45 >< 335, 1,331 0 0 
Engine House, (brick) 175ft. diameter, 2,941 5 0 
Wood shed 30 K 100 256 0 0 
Freight House 50 ~ 150 1,000 0 0 7,054 5 0 

No.2" Kennebecasis" Class No. 2 
Passenger station 50 .. 28 platform &c. 655 0 0 
Tank House, Woodshed, Privies &c. 586 1 10 

1,241 10 
No. 3 "N auwigewauk" }<'lag Station and Plat-

form, &c. Class No.4 150 0 0 
No.4" Ossekeag" Class No.2 

including Passenger Station, Freight 
House, Tank and Woodshed, 1,455 0 0 

No.5 " Passekeag" Flag Station and platform 
Class No.4, 150 0 0 

No.6 " N or~on" Passenger Station, }<"t House, 
Tank and Woodshed, Class No.3, 970 0 0 

No.7 "Apohaqui" Flag Station and Platform, 
Class No.4, 150 0 0 

No. S "Sussex" Class Nil. 2' 
Passenger Station 50x 28 1,675 13 6 
Tank House 18 k 18 III 5 0 
Woodshed 100 ~ 30 303 10 0 
Freight House 700;45 553 0 0 
Engine House 70 k 60 (3 pits) 1,463 0 1 
Turntable 45ft. diameter 466 10 0 4,572 18 7 

No. 9 "Plumweseep" Flag Station and plat-
form, Class No.4 150 0 () 

No. 10" Pcnobsquis" Flag Station and platform, 
Class No 4· 150 0 0 

No. 11 " Anagance" Passenger Station, &c. 
Class No.3 970 0 0 

No. 12 "Portage" Flag Station and platform, 
Class No.4, 150 0 0 

No. 13 " Peticodiac" Class No.3 970 0 0 
No. 14 "Salisbury" Class No.2 1,342 1 10 
No. 15 "Boundary Creek" Flag Station and 

Platform, Class No.4, 150 0 0 
No. 16 "Moncton" Station and Turntable, 

Class No.2, 1,556 7 i) 

Woodshed required, 256 0 0 
Freight shed on wharf, 274 6 0 530 6 0 

No. 17 "Shediac" Station and Turntable, 
Class No.2, 1,947 13 5 

Woodshed Required, 256 0 0 
Freight House on wharf at Point du Chene 600 0 0 2,8(;3 13 f> 

£24,515 14 
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= 
TABLE A.-No.7. 

''I'~TZ]l{J:JrT 8REWIJrG WRY THB SUM: OF £29,735 17,. ld. II IlfCL1!DJ:D IJr UTI. 

XATJ: 11"0. 1 ~TT~CKED, ~1I"D DOW TilE WDOLK ~)(Ol1lfT OF £90,000 ITKaLlJr8 

11 ~CC01!lfTJ:D roa • 

.tmount paid Jackson & Co., for Surveys, 
Work, Iron, Rail. and Permanent Material 
delivered, lind Plant furnished £90,000 
sterling, equivalent 10 

Rails, chairs, spikes, sleepers in St. John, Bend 
& Shediac, delivered by Jackson & Co., and 
included in estimate of 8uperstructure, 

Stationary Engine, and Fixings for Shediac 
Sta., included in estimate of Rolling Stock, 

Permanent wheels for Carriages, included 
in estimate of Rolling Stock, 

LocomotiveEngines" Hercules" and" Samp. 
son," included in estimate of Rolling Stock, 

Iron Girders for Scadouc Viaduct, included in 
estimate from Moncton to Shediac, 

Probable value of Plant remaining after com. 
pletion of the Railway, 

Actual value of work done by Jackson & Co., 
as shewn in Table A, No.5, 

Balance charged in Estimate A" No.1, 

-

£46,888 

762 

224 

5,390 

3,000 

2,000 

TABLE A.-No.8. 

211 

0 0 

0 0 

0 0 

0 0 

0 0 

£108,000 0 0 

58,264 2 11 
20,000 0 0 
29.735 17 1 

£108,000 0 0 

~pPRoxnUTE ESTDLlTJ: OF ROLLJ1fG STOCK ~ND MACHIN'ERr. 

8 Locomotive., "St. John," £1575 16 0 
" Ken nebecasis," 1700 0 0 
(4 Peticodiac," 2350 0 0 
" Anagance," 273t 6 2 
., Loostauk," 2325 0 0 
" Scadouc," 2350 0 0 
" Hercules," 2(;95 0 0 
" Sampson," 2695 0 0 

Engines on Road-Total cost, £18,422 2 2 
8 more ditto--rcquired, @ £2500 0 0 20,000 0 0 

12 Fir"t Class Passenger Care, 650 0 0 7,800 0 0 
4 Second Class, " " 404 5 0 1,617 0 0 
4 Express and Baggage Cars, 375 0 0 1,'500 0 0 

80 Covered Box Freight Cars, 170 0 0 13,600 0 0 
120 Platform Cars, 146 0 0 17,400 0 0 
~o Ballast Cars, 2,350 0 0 
20 Hand Cars, 20 0 0 400 0 0 
4 Snow Ploughs, 252 10 0 ],010 0 0 
Shediac Sla'ry Engine, &c., Planer, Lathe, Small 
Tools, Pump, Hoisting Gear, Shop Fixtures, &c., 1,814 11 6 

Total value of Rolling Stock £85,913 13 8 
2 Locomotiv .. s charged in amt. pd. Jackson & Co., , 

5,390 0 0 
Balance as charged in Table A, No.1, £80.523138 

.:1 



TABLE A.-No. D. 

No of Section. Names of Contractors. 

No.1 J. Brookfielll, C. Walker and D. P. Myers. 
2 Dillon P. Myers, 
:J Walker & Co., 

" 4 John Brookfield, 
a Walker & Co., 

Hammond 
Riv. Via. Small & Crosby, 

No.6 Walker & Co., 
7 Johnston & Blackie, 

" 8 Dillon P. Myers, 
9 Thomas King, 

"10 Beckwith Foster & Co. 
"It .John Brookfield, 
.. 12 John Brookfield, 
.. 13 Dillon P. Myers, 
.. 14 William Stevens, 
"15 W. H. T. Sumner, 
"16 Beckwith Foster & Co., 

a Walker & Co., 
4 Mc Donald & McBean, 
3 John Brookfield, 

" 2 William Steven., 
1 Walker & Co., 

Time of Letting 

I Total Amount of 
Con tract Referred 

to in preYiOU3 
Tables. 

------
Nov. 10,1856 
Jan. 10, 185 

II Amount of I ~:Iltr~ct. 
I 4,191 18 8 

( 39,799 2 8 
9,694 18 7 

17,524 4 9 £71,210 4 8 

June 30,185 4U,872 12 4 

" 11,950 0 0 
20,946 16 9 

Dec 15; 185 r 32,457 19 9 
28,949 15 

~I £160,921 25,744 ° 4 3 

Oct 8, 185 ~. 11,743 10 1 ' 
6,581 4 4 

" 6,619 19 7 
• 1 .. 6,948 5 6 

7,491 17 Ii 
I. " " 7,496 0 (J 

11,915 6 5 £58,796 3 4 

Dec. 15, 1857 r I~~'!~~ ~~ ~l ~fifi()fiQ " "1· ... ~,oov .IV V 
"1 9 

X:~~':,:Jer'~c;,r!11 Amount of. C.on. 
tract to 31st De- tr!,ct remaming 
ccmber, 1858. stIll to be dODe. 

4,191 18 8 
39,799 2 8 

9,694 18 7 
17,524 4 9 

30,410 4 51 lO,462 711 

9,889 2 7 2,060 17 5 
12,559 a 1 8,387 2 8 
18,465 lO 6 13,992 9 3 
15,798 17 10 13,150 17 7 
9,118 3 4 16,625 16 8 

559 15 °111,183 1(; 1 
1514 12 ° 5,066 12 4 
1058 17 4 5,561 2 3 

767 11 ° 6,180 l4, 6 
741 5 2 6,750 12 3 
3lO 2 4 7,185 17 8 
881 16 4 11,033 10 1 

8875 15 5 16·,297 2 4 
21,144 13 7 8,741 16 5 

16,181 11 Aug. 

" 

1,1856:1 16,181 11 81 
" '16354 7 8 i 
" \27;178 4 II! 59,714 3 

Amt's. carried over, £4U5,7(JI 3 11

16,354 7 
~ :7,178 4 
5.263,02(J 9 

81 
8 

~I- . 
0.,142,680 14 :; 

II -t 
-t 



TABLE A.-No. 9.-CONTINUED. 

Amount of Value of Work Amount of Con· 
Cotnrac! Work. Names of Contractors. Contract. done under Con· tract stilI to be 

tract to Dec. 31, '58. done. 

[Total amounts brought forward, £405,701 3 5 263,020 9 0 142,680 14 5 
Passenger Station, St. John, John Brookfield, 1,526 0 0 1,200 0 0 326 0 0 
Car Shed, " John Brookfield, 1,331 D 0 1,200 0 0 131 0 0 
Engine House, " W. H. Crosby, 2,941 5 0 515 0 0 2,426 5 0 
Kennebecasis Station, Alfred Harris, 1,241 1 10 1,241 1 10 
Hampton Station, Johnston & Blackie, 1,455 0 0 1,178 15 

:11 

276 5 0 
Sussex Station, Thomas King, 3,995 3 7 3,995 3 7 
Salisbury Station, McKay & Butcher, 1,342 1 10 1,342 1 10 
Moncton Station, John Brookfield, 1,556 7 5 1,556 7 
Freight Shed, Moncton, -- McKay, 274 6 0 274 6 0 1 

Shediac Station, Walker & Co., 1,947 13 5 1,947 13 ~II II -1 Appleby's Wharf, Samuel Mayes, 373 15 

~I 
373 15 00 

Moncton Wharf, Constantine & Stevens, 49R 12 498 12 7 
Shediac Wharf, Fitzge~ald & Walker & Co., 8,150 2 8,150 2 Iii 
DepOt Grounds, J. Brookfield and D. P. Myers. 14,982 17 81 8,152 13 911 6,830 311 
J.cvelling and Ridging, --Donovan, 120 0 01 120 0 0 
Fencing St.John to Kennebecasi5 Station, C. W.AlIin, 2,029 0 0 2.029 0 0 
Fencing Sections 5 and 6, Morton & Earl, 2,400 0 0 1,186 9 411 1,213 10 8 
Fencing Moncton to Shediac, 2,768 3 3 2,768 3 3 
Clearing Sussex to Salisbury, Freeze, Price &c., 1,500 0 0 1,500 0 0 
Clearing Salisbury to Moncton, W. H. T. Sumner, 1850 16 5 1,850 16 5 

Amounts carried over, L4,57,984 10 4 298,763 5 llii159,221 4 5 



w 
TABLE A.-No. g.-CONCLUDED. 

I Value of Work II n 
Amount of Contract done under Contract ~~~o~ i oJ Work 

to 31st. Dec., 1858. ISh 0 e one. 
-------

457,984 10 4 298,763 5 1111159,221 4 5 
2,181 10 0 2,187 10 -0 

17,812 10 0 17,812 10 0 

Work at St. John by Jackson &; C [Total amounts brought forward, .. 
Do. Shediac"" .. 0., ......... , ....................... . 

29,735 17 1 29,135 17 1 

6,905 15 0 '11 6,905 15 0 

Plant and Surveys " " 

Amount of Stations not Contracted for, ..................................... . 

MisceUaneous, Accounts, ................................................ .. 14,206 5 4 14,206 5 4 

8,568 4 4 8,568 4 

411' 19,000 

-l' 
c:o 

19,000 ° 0 0 0 

Engi'neering, &;c., .••.•••.•••......•............•.......•................. 

Track.lal!bing and B
C
allasting, dSuf,ssex l ................................ '" .. . 

to Sa IS ury, not ontracte or,S" 

Iron Girders, ..•.•.•••.•.•.•...• , ••.•..•..•...•••••••••••••••••••••••••••. 700 0 0 700 ° 0 
C ;;1;7iIiI\M1 ~73T28"185,126 19 Total, ................ , __ .,. ____ • __ ... _ 5 



TABLE A.-No. 10.-EARTH AND ROCK WORK. 

Scctions and Division!. 

Section No 1,-Si:John,-
2, 
3, 

u 4, " 
5, 

Hammond Riyer Viaduct, 
Section No 6, 

7, Hampton, 
8, 

u 9, " 
.. u 10, Sussex, 

.. 11, 

.. 12, 
" 13, 
.. 14, 
u 15, 
.. 16, Salisbury, 

5, 
4t " 

" 3, Moncton, 
2, 

.. "1, Shediac, 
I, 2, 3, Shediac, 
1, & 2, St. John, 

Branch Line, Moncton, 
Depot Grounds 

Names of Contractot'B. 

Walker, Brookfield a~;d Myer., 
Dillon P. Myers, 
Walker Rankin & Walker, 
John Brookfield, 
Walker & Co., 
Sm~1I & Crosby, 
Walker & Co., 
Johnston & Blackie, 
Dillon P. Myers, 
Thomas King, 
Beckwith l"ooter & Co., 
John Bro(}kfield, 
John Brookfield, 
Dillon P. Myer., 
William Stevens, 
W. H. T. Sumner, 
Beckwith Fostor & Co., 
Walker & Co., 
McDonald & McBean, 
John Brookfield, 
William Stevens, 
Walker & Co., 
Jackson & Co., 
Jackson & Co., 
William Stevena, 
John Brookfield, 

'fotal 

Earth at average price or 10 3d per Cubic yard 
Rock .. 6. 6d., .. 

'rotal,. 

I 'Vork on Cont~act. tract.. .Cubicyards Cubicyardl 

II 

Work done under Con, I I Work _'ill to b. done. 

Cubic yards CubIC yards Cubic yarn.. CubIC yards I Earth. Rock. 
Earth. Rock. Earth. Rock . 

. '-'-~-'---:--;-:~;;- ---- _._----."_._-
--23;046 14-,102 14,1011 

44,507 
4,509 
5,182 

17,921 

23,041> 
142,193 

51,303 
80,450 

431.399 
6,483 

205.170 
296,851 
alO.654 
229.563 

89,262 
63,187 
74.914 

102,828 
7:.1.653 
83.322 

104.lO4 
253,604 
302.742 

78.084 
87,707 

112,007 
12;1.800 

4.400 
9,240 
2,000 
5,000 

2,035 

11,100 
300 

8.500 
2.007 
3,817 

18.750 I 4,000 

6,
496

1 30,000 10,000 

;3,38:1,572 148,620 

£211,473 5 
40,870 10 

.£252,343 15 

142,193 44,507 
51,303 4,509 
80,41i0 5,182 

263,481 13,830 
5.894 

139,490 
185.307 
163,824 

96.535 
5.208 

26,491 
11.158 
13,226 
8,000 
1.568 
2.012 

66,006 
176,247 
78.084 
87.707 

112,007 
125.800 

18,750 
6,496 

2,359 
5,422 
1,458 
2,977 

392 II 
7,492 ! 

208 
8,500 
2,007 
3,817 

4,000 

167,918 
589 

65,680 
111,544 
146.830 
133,028 

84,054 
36,690 
63,756 
11\1,602 
65,653 
81,754 

102,092 
187,598 
126,495 

4,091 

2,041 
3,818 

542 
2,023 

1,643 

3,608 
92 

16.911 I 4,272 11 13.089', 5,728 ! 
1,907,20ii"'1125;'034 T,476$72 2a.586 

£119,200 0 £92,273 5 
34.384 7 6,486 3 

.£153,584 7 .£118.7511 S 

00 
o 
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TABLE B-No. 1. 

Statement showing the difference between the original loca­
tions from Saint John to Cape Brule, and the revised Lo­
cation from Saint John to Point Du Chene. 

ORIGINAL LOCATION TO CAPE BRULE. 

From Mill Pond Station to Zero St. John 
" St. John to Moncton 
" Moncton to Cape Brule 

Add for Wharf at Cape Brule 
Total Distance 

.878 
89.975 
19.850 

.350 
111.053 Miles. 

REVISED LOCATION TO POINT DU CHENE. 

From Mill Pond Station to Zero St. John .878 
" Zero St. John to Moncton - 88.085 
" Moncton to Point Du Chene - 19,075 

Add for Wharf at Point Du Chene .350 
Total Distance 

Distance per original location from St. John 
to Moncton 

" " Revised do. 

" Saved by Revised location 

Distance per original location from Moncton 
to Cape Brule 

" Revised do " " 
to Point du Chene 

Saved by Revised location 

108.388 Miles. 

89.975 
88.085 
1.890 Miles. 

19.850 

19.057 
. 77'"""5""'M~il:-e-s. 

Total Saving by Revised location from St. John 
to Point du Chene over original do. to 
Cape Brule 2.665 Miles. 

1"6 
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TABLE B.-No.2. 

rrable of Curves and Tangents, as originally located on the 
European and North American Rail way, between St. John 
and Sheeliac.-Beginning at Mill Ponel Station. 

SAINT J"OHN TO ]t[(lINCTON, Jl.IOSCTON TO SHEDLi.C. 

q.....o:i Length of Radii Deflection Total ... .,; Length of Radii Deflection Total 
0" Curves of Deflection. o~ Curve of Deflection. 
o~ 

... 
same Radii ~8 same Radii 

Zu Miles ft. 0 , Miles ft. c , 
9 2.183 1584 427.30 2 .442 1584 85.00 
4- .750 1848 120.30 4 1.217 1980 167.00 
4 .670 2112 93.00 1 .154 2244 22.00 
1 .330 2376 41.00 6 1.979 2640 226.30 

42 11.250 2640 1300.00 1 .146 3630 12.00 
6 1.500 2904 153.00 2 .095 3960 7.00 
6 1.375 3168 97.30 2 .572 4752 36.30 

·li5 3300 19.00 5 1.992 5280 112.30 
1 .470 3696 44.00 

26 6.649 3960 454.30 23 6.597 668.30 
.758 4158 58.00 13.253 Tangents. 

29 7.471 5280 424.30 .350 Wharf at Cape Brule. 

130 33.521 3232.30 
57.332 Tangents. 

90.853 Miles. 

I~rom Mill Pond Station St. John, to Moncton, 
Moncton to end of Wharf, Cape Brule, 

20.200 Miles. 

90.853 
20.200 

111.053 Miles. 

" , 
Tnt~l No. of Curves from St. J oho to Shediac, 153=3901.00 

Amount of Curvature per Mile, 35.11 
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TABLE B. No. 2.-CONTINUED. 

Table of Curves and Tangents on the revisedlocatinn of the 
Emopean and North American Railway between St. John 
and Shed~~~-Beginning at Mill Ponel Station. 

SA.INT JOHN TO MONCTON. MON'CTON '1'0 SHEDtAc. 

"-<00 IJC'ngth of Radii Deflection Total t;~ Length of Radii Deflection Total 
o ~ Curv('s of Deflection. Curyo of Deflection. >-~ 

0= 8ailicRadii ~ 8 sallie Radii 
~Q ft. ft .. Q , 

24 6,689 2865 714,38 2 .442 1584 85.00 
1 .228 3016 22.46 2 .756 1\)80 96.00 
2 .593 3243 55.23 5 1.507 2640 173.30 
1 .868 3263 H1.15 1 .146 3630 12.00 
2 .621 3438 54.39 2 .095 3960 7.00 
6 1.070 3822 132.18' 2 .572 4752 36.30 
1 .845 4033 63.22 4 2.136 5280 116.00 
1 .650 4912 39.59 
1 .816 5542 44.32 18 5.654 526.00 

15 5.940 5730 313.57 13.421 Tangents. 
1 .614 5807 31.36 .350 Wharf Point du Chene. 
4 2.256 11.460 63.00 
1 1.21412.278 29.54 111.425 Miles. 

60 23.004 1647.49 
65.959 Tangents. 

88 963 Miles. 

From l'.iill Pond Station to Moncton, 
" Moncton to end of \Vharf Point d\l Chene, 

88.903 Miles 
19.425 

Total No. of Curves St. John to Shediac, 
Amount of CUT\'a~ure per Mile, 

108.388 Miles. 

78=2173.49 
20.08 

SAVING EFFECTED BY REVISED I,OCATIO:N'. 

Number of Curves 
Amoullt 01 Curvature per Mile, 

75=1727.11 
= 15.03 



TABLE B.-No. 3. 
TABLB OF GRAPIENTS ON REVISED LOCATION FRO)\[ ST. JOIl!'!' TO SHEDUC. 

Dist. from Lgth. Inclination. Grade Ascont Descent Elev. ubove 
Saint of of per of of High wtr., Locality 
John. Grad •. Grade. mile. Grad •. Grado. 8~t 5~~~: ./Nt'. /.0 J ?Jl. dec. 111. dec. perlOOft ft. ft. 

.000 5.25 
.253 .253 .727 38.38 9.75 15.00 
.385 • 132 Level . 15.00 Stat., Garden Street. 
.689 .304 .812 42.87 13.00 2.00 

3.538 2.849 Level. 2.00 Marsh. 
4.098 560. .44 23.23 13.00 15.00 
4.334 .236 Lev~l. 15.00 
5.378 1.044 .853 45.00 47.00 62.00 Lawlor's Lake. 
5.544 .166 Level. 62.00 
7.054 1.510 .69 36.43 55.00 7.00 Torryburn. 
7.886 • 832 Level . 7.00 
S.075 .189 .40 21.12 4.00 11.00 
8.264 .189 .40 21.12 4.00 7.00 Nine mile • 
S.453 . 189 Level • 7.00 Station. 
8.832 .379 .15 7.92 3.00 10.00 
9.245 .413 .25 13.20 5.44 15.44 

12.582 3.337 .853 45.00 150.32 165.76 Summit. 
12.616 .031 Level. 165.76 
15.996 3.380 .85 44.88 151.76 14.00 
16.276 .280 Level. 14.00 Hammond River. 
16.901 .625 -15 7.92 6.00 8.00 
17.166 .265 Level. ".00 
17.431 .265 .57 30.00 8.00 16.00 
17.506 .075 Level. 16.00 
17.771 .265 .57 30.00 8.00 8.00 
17.865 . 094 Level • 8.00 Darling's, Mill-strm. 
18.149 .284 .40 21.12 6.00 14.00 
19.058 .909 Level. 14.00 
19.172 .114 .50 26.40 3.00 17.00 
19.211 ·039 Level. 17.00 
19.4:38 .227 .57 30.00 6.84 10.16 Matthews' Ferry. 19.476 .038 Level. 10.16 
19.817 .341 .85 44.88 15.30 25.46 
19.855 .038 Level. 25.46 
20.265 .410 .76 40.12 16.46 9.00 Groom's Cove. 20.441 .176 Level. 9.00 
20.744 .303 .52 27.45 8.30 17.30 22;715 1.971 .05 2.64 5.25 12.05 Hampton Station. 23.435 .720 .45 23.76 17.10 29.15 
23.510 .075\ Level. 29.15 
23.983 .478) .25 13.20 6.25 22.90 25.119 1.136 .65 34.62 39.00 61.90 25.175 .056 Lpvel. 61.90 
26.482 1.307 .716 37.80 49.40 12.50 Passckeag. 
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TABLE B.-No. 3.-CONTINUED. 

Dist. from Lgth. Inclination Grade Ascent Descent Elev. above 
Saint of of per of of High wtr. Locality. 
John Grade. Grade. mile. Grade. Gra,le. spg. tide., 

M.dec. !1. dec. per 100ft ft. ft. St. J"hn. 

~7.362 ,880 Level 12.50 
27694 .332 .57 30.00 10.00 ~2.50 
27.959 .265 .25 13.20 3.50 26.00 
28·850 .891 .28 14.70 13.16 12.84 
28.944 .094 Level 12.84 
29.835 .891 .25 13.20 11.75 24.59 Moose horn Brook, 
30.877 1.042 Level 24.59 
31.824 .947 .05 2.64 2.50 22.09 
31.892 .068 Level 22.09 
33.074 1.182 .40 21.10 24.86 46.95 
33.112 .038 I,evel 46.95 Stark's Brook. 
33.510 .398 .85 44.88 17.85 29.10 
33.863 .353 Level 29 H) 
34.381 .518 .49 25.80 13.32 4~.42 

34.419 .038 Level 42.42 
34.742 .323 .60 31.00 10.20 32.22 
35.409 .667 Level 32.22 Drummond's Brook. 
36.503 1.094 .29 15.30 16.06 48.28 
36.873 .370 .40 21.12 7.80 W.48 
38.086 1.213 Level 40.48 Sproul's Ferry. 
39.010 .924 .48 25.34. 23.44 63.92 
39.080 .070 Level 63.92 
39.894 .814 .44 21.64 11.63 46.29 Musquash Brook. 
40.936 1.042 Level 46.29 
41.163 .227 .52 27.45 6.24 5253 
42.5(17 1.:144 .10 5.28 7.10 45.43 
43.570 1.063 .18 9.50 10.10 55.53 Sussex Station. 
43.8l4, .244 Level 55.53 
43.947 .133 .21 11.08 1.47 57.00 
44.761 .814 .«1544 2.87 2.34 59.34-
45.102 .341 .44- 23.64 7.99 67.33 
45.139 .037 Level 67.33 
45.925 .786 .36 19.00 15.33 52.00 Salmon River. 
46.579 .654 Level 52.00 
4G..957 .378 .186 9.82 2.00 54.00 
47.525 ,568 Level 54.00 
48.869 1.344- .073 3.84 5.16 59.16 Wallae.'s Road. 
49.437 .568 .600 31.70 18.00 77.16 
49,569 .132 Level 77.16 
50.213 .6404 .2038 10.76 6.93 70.23 
51.237 1.024- .19 10.00 10.26 80.49 Salmon River. 
52.013 ,776 .22 11.60 9.08 8'9.57 

52.525 .512 Level 8"} 53.301 .776 .60 31.70 24,43 114.00 Stone's Brook, or Pe 
53.585 .284 Level 114,00 nohsquis. 
55.232 1.647 .46 24.28 40.00 154.00 

55.470 .238 I,evel 154.00 

56.586 1.116 .M 29.66 33.00 121.00 

59.271 2.685 .0141 .75 2.00 119.00 Anagaace River. 

60.271 1.000 .75 39.60 39.75 1.'\.8.75 
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TABLE B.-No. 3.-CONTINUED. 

DiBt. from Lgth. Inclination Grade Ascent Descont Elev. above 
Saint of of per of of High wtr. Locality. 
John. Grado. Grade. mile. Grade. Grade. spg. titlu8, 
M. dec. M. dec. per 100ft ft. ft. St. John. 

60.335 .064- Level 158.75 
61.410 1.075 .4923 26.00 27.95 130.80 
61,447 .037 Level 130.&0 1 L,eek's Brook, Or Por-
61,882 .4-35 .391 20.50 9.00 139.80 tage. 
61.958 .076 Level 139.80 
62.5.45 .58.7: .5Ui 27.40 16.00 123.80 
62.602 .057 Level 123.80 Hayward's Mill Brook, 
63.114 .512 .518 27 .. 4-0 14.00 137.&1 
63.189 .075 Level 137.80 
64.344 1.155 .77 4-0 . .70 47.().() 90.«0 
67.033 2.689 .0352 1.84 5.00 85.80 Steves' Brook. 
67.980 .947 .40 21.12 20.00 105.8:0 
68.055 .075 Level 105.80 
68.567 ,512 .296 15.60 8.00 97.80 
69.331 .764 .77 40.'70 31.00 66.80 
71.987 2.656 Level "66.80 Peticodiac River. 
72.529 .542 .675 38.00 19.35 86.15 
74.421 1.892 .12 6.33 12.03 74.12 
74.934 .513 Level 74.12 
75.447 .513 .73 38.54 19.68 9:3.80 
75.560 .113 Level 93.80 
76.033 .473 .20 10 •. 56 5.00 1;880 
76.108 .075 Le"c.} 88.80 Salisbury Station. 
76.539 .431 .20 10.56 4.60 93.40 
76.633 .094 Level 93.40 Wortman's Crcek. 
77.IHl .378 .20 10.56 4.00 89.40 
77.087 .076 Level 89.40 
77.352 ,265 .20 10.56 2.80 93.20 
77.409 .057 Level 93.20 
77.636 .227 .20 10.56 2.40 89.80 
77.693 .057 Level 89.80 
78.016 .323 .20 10.56 3.40 93.20 
78.187 .111 Level 93.20 
79.420 1.233 .1l13 27.00 33.40 59.80 
79.974- .554 Level 59.80 Nixon's Brook. 81.029 1.055 .70 36.50 39,00 20.80 
81.120 .091 Level 20.80 Steves' Lake. 82.840 1.720 .83 43.98 75.42 96.22 
83.340 .500 .061 3.20 1.58 97.80 83.378 .038 Level 97.80 83.643 .265 .28 14.70 3.92 93.88 ·83.700 .057 Level 93.88 Chartres' Brook. 8:3.908 .208 .14 7.40 1.55 95.43 83.946 .038 Level 95.43 84.381 .435 .25 13.20 5.75 89.68 1'4.419 .038 Level 89.68 85.129 .710 .ll 5.80 4.12 93.80 
8~.583 .1,51 .46 24.29 11,00 82.80 86.Hi2 .569 .833 43.98 25.00 57.80 Horsman's Creek. 86.195 .043 Level 57.BO 
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TABLE B.-No. 3.-CONTINUED. 

Dist. from Lgth. Inclination Gmde Ascent Descent Elcv~ above 
Sa.int of of per of of Highwtr. Looalit,.. 
John. Grade. Grade. mile. Grade. Gra,de. spg. tides, 

M.dec .. M. dec. pel' 100ft ft. ft. lil. Jonn. 

86.122 .227 .80 42.24 9.00 66.80 
86.811 .389 Level 66.80 
87.700 .889 .833 43.98 39.00 27.80 
87.769 .069 Level 27.80 Post Road, Milner'i!. 
S8.110 .341 .833 43.9S 15.00 42.80 
88.280 .170 Level 42.80 
88.667 .387 .833 43.98 17.00 25.80 
88.799 .132 Level 25.80 Jonathan's Creek. 
88.963 i .164 .80 42.24 6.92 32.72 Zero, Moncton. 
89.063 .100 .80 42.24 4.02 36.74. 
89.463 .400 Level 36.74 Station Moncton. 
89.738 .275 .80 42.24 11.76 48.50 
89.850 .1Bl Level 48.50 
90.350 .500 .833 43.98 22.40 26.10 
90.531 • 181 Level 26.10 Hall's Creek • 
90.702 .171 .636 33.58 6.3·S 32.48 
90.849 .147 .661 44..90 6.68 25.80 
90.924 .075 Level 25.80 Chandler's Marsh Via. 
91.699 .775 .833 43.98 34,21 60.01 
91.764 ,065 Level 60.01 
91.942 .178 .833 43.98 7.97 52.04 
92.162 .220 Level 52.04 
93.271 Li09 .71 37.48 41.06 93.10 Harris, Mill Str. 
93.446 .17.5 Level 93.10 
93.833 .387 .80 42.24 16.05 109.15 
94.033 .200 .636 33.58 5.95 115.10 
94.183 .150 .833 43.98 6.60 121.70 
94.258 .075 Level 121.70 
94.533 .275 .833 43.98 12.10 133.80 
94.595 .062 Level 133.80 
94.770 .175 .33 17.42 2.94 130.86 
95.082 .312 .833 43.98 1375 117.11 
95.182 .100 .15 7.92 '.80 ll6.31 Cook's Brook. 

95.297 .115 .363 19.16 2.16 118.47 
95.619 .322 .863 45.56 14.82 133.29 

"95.894 .275 Level _c_ 133.29 

96.081 .187 .275 14.52 2.73 136.02 

96.143 .062 .50 26.40 1.65 134.37 
96.693 .550 .13 6.86 3.96 138.33 
97.230 .537 .81 42.76 23.27 161.60 

97.280 .050 .11 5.80 .30 161.90 Summit. 
98.155 .875 .833 43.98 38.50 123.40 

98.205 .050 Level 12!{A0 

98.555 .350 .833 43.98 11';.40 138.80 Hemlock Hill. 
99.217 .662 .833 43.98 29.00 109.80 

·99.642 .425 Level 109.80 

99.879 .237 .31 16.36 4.00 113.80 

100.154. .275 .833 43.98 12.00 125.80 

WO.2S9 .135 Level 125.80 
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TABLE B.-No. 3.-CONTINUED. 

Dist. from Length Inclination Grade Ascent Descent Elev. above 
Saint of of per of of High wtr. Locality. 
John. Grade Grad •. mHo. Grad •• Grade. apg. tides., 

M. dec. M. dec. per 100ft. ft. ft. St. John. 
100.4'76 .187 .79 41.71 8.00 117.80 
100.798 .322 .33 17.42 5.50 112.30 
101.235 .437 I,evel 112.30 
101.458 .223 .79 41.71 8.50 103.80 
101.745 .287 Level 103.80 
102.180 .435 .69 36.43 16.00 87.80 Post Road to} 
102.305 .125 Level 87.80 Dorchester. . 
102.542 .237 .B33 43.98 10.00 97.80 
102.592 .060 Level 97.80 
102.717 .125 .45 23.76 3.00 94.80 
103.057 .340 .833 43.98 15.00 79.80 
103.234 .177 Level 79.80 
104.552 1.318 .833 43.98 58.00 21.80 Girder Bridge, } 
104.702 .150 Level 21.80 Scadouc River. 
105.327 .625 .64 33.79 20.00 41.80 
105.389 .062 .188 9.92 1·00 42.80 
105.641 .252 .68 35.90 9.00 33.80 

- 106.144 .503 Level '--------- ------.~--- 33.80 Shediac Station. 
106.644 .500 .6(l 31.68 17.00 16.80 
106.769 .125 Level 16.80 
107.382 .612 .60 31.68 19.00 -2.20 
107.925 .543 Level -2.20 
108,038 .Il3 .70 39.60 450 -6.70 
108.388 .350 Level -6.70 Wharf Pt. du Chene. 

Total of ascents and descents 1063.15 1075.10 Shediac Harbor. 

N.B. It will be observed that the Level of Rails on Shediac wharf is 6.70 be. 
low high water at St. John, and the level of high tide at the latter place is 10.70 
.feet above that at Shediac Harbor. 

ABs'rRACT OF GRADIENTS. 

Description. No. Length. Total Length. 
Miles. 

Level. 86 25.496 
10 ft. per mile and under. .20 19.345 
.20 ft. " " " " .24 10.701 
30 ft. " " " " 30 16.803 
45 ft. " " " " 56 36.043 

108.388 Miles. 
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TABLE B.-No. 3.-CONCLUDED. 

Abstract of Gradients originally designed for the European 
and North American Railway, between St. John and Cape 
Brule, Shediac, (beginning at Zero St. John.) 

DESCRIPTION NO. LENGTH TOTAL LENGTH. 

MILES. 

Level 65 29.655 
10 ft. per mile and under 19 13.000 
20 ft. " " 32 12.646 
30 ft. " " 29 12.164 
45 ft. " " 99 42.360 
Add Mill Pond Station to Zero .878 

" for Wharf Cape Brule .350 

111.053 Miles . 

..... 
TABLE B-No. 4. 

Statement showing the length of Iron and Wooden Bridging 
originally designed for the European and North American 
Railway, from St. John to Shediac. 

Saint John to Sussex Vale 
Sussex Vale to Shediac 

Total Amount 

Lin. ft. Iron. Lin. ft. 11" ood. 

UGIiI'. 

560 
1260 

1820 

2192 
1892 

4084 lin. ft. 

Statement showing the length of Iron and Wooden Bridging 
as now being constructed upon the European and North 
American Railway, from St. John to Shediac. 

Saint John to Sussex Vale 
Sussex Vale to Shediac 

IRON. WOOD. 

LIN. FT. 
510 
800 

1.310 

LIN. FT. 
1343 
1043 

2.386 lin. ft. 



REPORTS 
OF 

W. PARKER, ESQ., C. E. 

4.810 

(Copy) 
Secretary's Office, Fredericton, 7th JJ£ay 1858. 

SIR,-By direction of His Excellency the Lieut. Governo~" I 
am to request yon to examine and report on the constructIOn 
and general character of the E. &. N. A. Railway in this Pro­
vince, and on the location of that part of the Line now under 
contract. 

I am also to request yon to afford to the Commissioners of 
that Railway and to the Chief Engineer the benefit of your 
advice on any matter connected therewith which they may 
refer to you. I have, &c., 

(Signed) S. L. TILLEY. 
WlI-I. PARKER, Esq., C. E., St. John. 

(Copy) Boston, .Massachusetts, July 5th, 1858. 

HON. S. L. TILLEY, 

SIR:-
Provincial Secretary, Fredericton, New Brunswick. 

In accord~nce with your letter to me, dated May, 7th nIt., I 
have "examllled the construction and O'eneral character'ofthe E. 
&:- N. Am~rican Railway in this (you~) Province, and the loca­
tIOn of that part of the line now under contract," and have tbe 
honor to report as follows: 
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FIRST AS TO TIlE LOCATION. 

. The Rail way on leaving St. John runs in the direction of 
Lawlor's. Lake? rendered famous for the difficnlty which has 
a~tached Its filhng up for the transit, but which has now hap­
pIly been overcome, and thence proceeds in the same course 
until it enters the valley of the Kennebecasis River at the 
distance of six or seven miles from the City. It then' pursues 
the said valley on its southerly side all the way to Sussex 
Vale or its vicinty excepting two diversions therefrom, made to 
avoid sinuosities or to secure better gronnd for the Line to 
ocqupy. 

These diversions are-the first, from" Henderson's Cove," 
near the Nine Mile House, and the mouth of Salmon Creek 
to a point nearly opposite the mouth of Hammond River, 
which is crossed on the way. The second, from near Groom's 
Cove, two miles West of Hampton over a dividing ridge, to 
Patticake Creek, in order to secure a favorable crossing of the 
intervale lands of that stream, which are exceedingly wide 
nearer its mouth, and would have there exposed a Rail way 
embankment over them to frequent damage, and even risk of 
destruction. 

By the first of these diversions a sa ving both of distance and 
cost is secured. By the second a saving of cost and improved 
alignment and gradients are obtained at a small sacrifice of 
distance. 

From Snssex Vale the line as projected leaves the immediate 
valley of the Kennebecasis river for one of its tributaries, 
which it follows to near its source, and thence across the divid­
ing ridge of land, there very lightly defined to the valley of 
the Petitcodiac. 

Pursuing this last named valley to the "Bend" at Jvr oncton, 
the line avoids the sidelong ground near the river, indented as 
it i3, by deep creeks of soft and treacherous bottom, and keeps 
a hia-her level and more direct course over the more even 
bacl~ grounds, thereby securjng greater regularity of gradients, 
and saving both distance and cost. 

From Moncton to Shediac as from Saint John to the "Nine 
Mile House" the line is completed and in use, its location being 
generally favorable and judicious. 

Twenty-eight miles are yet to b: placeu ~lllder Contract, but 
the line is determined and well 11Igh defillltely marked out; 
this portion extends from Sussex Vale into the valley of the 
Peticouiac, and is over very favourable ground. 
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The location of that part of the line now under Contract is 
judiciously made and admits of little or no amendment. It 
extends from Kennebecasis Station near the "Nine Mile 
House" to Sussex Vale, and from a few miles West of Salis­
bury to :Y.Ioncton, an aggregate distance of about fifty-one miles. 

Where the line traverses the sidelong ground of the Kenne­
becasis Valley, which it does for a distance of about thirty­
five miles, it might be supposed at first sight that by a free 
use of curves, accompanied by some undulation of gradient, 
much saving might have been realized of the cost, as set forth 
in the estimate of the Engineer and in the Contracts; but it 
has so happened that the level at which the exposure to freshet 
has determined the grade line, finds the hill side full of project­
ing knolls or heau lands, and deep gulfs or cross valleys, with 
wide and flat intervale, which preclude much of the benefit, 
that a tortuous line would have otherwise secured; and after 
a careful examination I am of the opinion that the line is 
located along that part of the route as economically, with 
slight exceptions, (it any) as it could well have been done. 

The greatest rise or fall per mile in the whole line will be . 
forty-five feet. ' 

The most severe curvature will have a radius of nearly 
three thousand feet. 

SECONDLY-THE CONSTRUCTION. 

The construction, so far as it has proceeded is of good cha­
racter, and the specifications and contracts look to its continu­
ance. 

The width of the road bed at subgrade or formation level 
has been assumed at twenty feet in emhankment, and not less 
than twenty-four feet in excavation, with slopes varying from 
one an? a half to two feet horizontal for every foot vertical, 
accordll1g to the nature of the earth to be sustained. These 
dimensions and slopes I regard as liLeral, and think that they 
may be reduced in some instances without hazard to the 
d~ara?t.er or perma?ency of the work-the qualities of the 
pl~va!llllg earth wlll, however, require much caution in 
dOl\lg so. 

The Masonry consists of a bll~melJts and piers for bridges, 
,~alls and. arches or other covenng for cnl verts-these are of a 
hIgh. qualJty well adapted for durability, and generally very 
creditable to those concerned. 
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It is not improbable indeed that it may be found safe in some 
of th~ works y~t to be built, to lower the standard of quality or 
substitute a different cl~ss of masonry, and thereby reduce 
somewhat the cost. TI1ls, however, must be confined to the 
less conspicuous and lighter works which are only important as 
a matter of expense in their number and aggregate amount. 

The superstructures of three of the bridges on the line-one 
of them erected some time ago over the Scadouc Creek near 
Shediac, by the former Contractors-one over the Post 'Road 
near Saint John, and the bridge over Hammond River, are-or 
are to be-of the Iron Girder class made of Boiler Iron-a form 
of structure which, though somewhat expensive, is preferred 
by many Engineers to all others for its simplicity, for its per­
manent adjustment, and for its great strength when well pro­
portioned. Permanency, including proof against fire, seems 
to have been thought especially called for in the localities 
above named. -

All other bridge superstructures are-or are to be-of wood, 
and in some cases in which the exposure did nllt forbid, even 
the abutments and piers are provided for, of the same; but in 
all instances they are well planned for snbstance and durability, 
so far as compatible with the material used. 

The buildings thus far erected seem to be judicious and 
appropriate, and as far as I have been able to learn, will meet 
the probable wants of the several localities. 

The Track or Railway proper is of an excellent character 
and will compare favorably with the best railways in the 
United States. 

Care has thus far been taken both in the formation of the 
road bed, and in the supply of "ballast," to secure good and 
rapid drainage, obviously so important in your c.limate; the 
Sleepers or Cross Ties are good and substantial, ~nd t~e Rail­
way Bars which are of the T pattern, prevalent m thiS cou~­
try, are of approved proportion a~d quality, the latter indeed 
is much better than usual, offenng a reasonable warrant of 
economy in the future repairs of the line. 

I hope, Sir, that t~e above sta~e~ents a?d re~arks are suf­
ficiently comprehensive and exphclt to satisfy HIS Excellency 
the Lieutenant Governor, yourself, and the members of the 
Government with whom YOll are associated. I am glad that 
I can offer so favorable a Report on the subject, and I trust 
that the delay of it to this time may not have caused disap­
pointment to anyone. 
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On entering upon the duty assigned me much of my time 
was first demanded by the second portion of your letter, viz., 
in advisincr with the Commissioners and Chief Engineer upon 
matters or detail, requiring immediate decision and then held 
in suspense; and I was desiroLls to make careful personal· 
examination of the line, as well as of all other matters, before I 
should venture to express an opinion. This I have done, tra-
versing much of the line on foot for that purpose. ': 

It would have been extraordinary if nothing open to criti­
cism, modification, or improvement had been found; but I 
take pleasure in saying that comparatively little has appeared; 
that little has been alld will be the Sll bject of conference, with 
the Commissioners and Chief Engineer, to which th.0 close of 
your letter invites me, with a view to restraining the cost of 
the line, as much as consists with securing a good practical 
Railway. I am, &c., (Sigued) 

I,V},f PARKER, Giril Engineer. 

St. John, N. E., June 26, 1858. 

ROBERT JARDINE, Esquire, 
Chairman oj the Railway Commissioners oj New Brunswick. 

Sm, 
Yours of the 25th inst., asl(ing my opinion as to the policy 

proper to be followed in procuring Rollll1g Stock for the Rail­
way, and upon tlie proper rates for passenger fares, is before 
me. 

lt must be apparent that the greatest care in selecting Roll­
ing Stock with reference to safety is of the utmost importance, 
and that nothing in the way of trial of i1ew makers should be 
attempted without extreme caution. This is especially true 
of Wheels and Axles, and I recommend that for Passenger 
Cars wholly, and for Freight Cars mainly, you resort only to 
those makel:s of wheels and axles, whose work has been proved 
and stands 111 the front rank for excellence o-ivincr at the same 

. 't'l ;::, 
t~me such encouragement to ,home enterprise as may be de-
nved from orders of these artlcles for use on your ballast or 
gravel cars, and ~ few of your freight cars, until by continued 
and successful tnal they shall be found certainly worthy of 
more extended use. Axles may, I tllink, be had best with 
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reference to cost and quality combined, from England· wheels 
(beiug of cast Iron) from the United States, where 'they are 
(of cast Iron) almost exclusively used. 

In selecting makers of Locomotives a like course shoUld be 
pursued, adhering to one pattern for each class of machines 
without de,{iation, that their repair and maintenance may be 
simplified and cheapened. There is little difference in essen~ 
tial properties among the several forms of Locollloti ves llOW 

made; but a uniformity of pattern has been found, whenever 
adhered to, cOllnected with marked economy of repairs. 

Those machines which YOIl have already procured are of 
good quality and est<lblished repute; and I would adhere to 
the same makers, while they continue to do as well, at mode­
rate prices, encouraging at the same time your home me­
chanics, by occasional orders, made proportiollately more fre~ 
quent as their results shall be satisfactory-always, however, 
without variety of pattern. 

Cars, whether for passengers, freight, or other uses, stand 
in a somewhat different position than wheels and axles, being 
subject to the foregoing remarks. The frames and bodies of 
cars are bulky, and subject 10 heavy charges for their transpor­
tation from abroad, while their mallufacture does not call for 
any great degree of e,rperience superadded to mecbauical skill 
and faithfnlness. 

Materials for their construction are abundant in this Pro~ 
vince; so, I believe, is good mechanical labor; and I see no 
11l1avoidable hazard, in preferrillg home artizans in this depart­
ment at like prices. Looking, therefore, first to quality and to 
proper seasoning of lumber, and under a rigid inspection, r 
recomllJend that your Cars be made at home, allowing reaS011-
able competition if it shall arise-the wheels and axles having 
been procured, as before stated. 

Rates of fare for passenger travel have been extensively 
experimented on in the United States, and with the excep~iO!l 
of a few densely populated lines, and for very long travel It IS 
believed now that three cents per mile is the lowest rate expe­
dient. Commutation for families, resident near the City, and 
fo!' occasional excursion trains may be judiciously adopted at 
a reduction of not exceeding one half. 

I am your obed't servant, 

WM. P .A.RKER, 
Civil Engineer. 
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(Copy) Boston, Dec. 2d, 1858. 

HON. S. L. TILLEY, 
Provincial Secretary, Fredericton, N. B. 

SIR:-
When last in St. John with the opportunity to confer with 

the Chief Engineer and Commissioner, upon the list of "Staff," 
submitted to me in yours of August 31st, it was apparent that 
much of that list had been changed in consequence of the com· 
pletion of the location and laying out of the Railway, from 
Sussex to Salisbury, preparatory to its being offered for con· 
tract; and I therefore deemed it proper to obtain a revised list, 
presenting the "Staff," as at present organized. 

Such a list has recently been received and accompanies this 
communication. 

In carefully considering it as requested by you, I do not 
perceive that any material reduction could be made with due 
regard to the public service. The organization in both depart­
ments appear simple and well ordered, and the rates of com· 
pensation as low as could be expected to procure the services 
of persons well qualified for the several duties. 

(Signed) WM. PARKER, 
Civil Engineer. 
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EUROPEAN 
AND 

NORTH AMERICAN RAILWAY. 

Saint John, N. B., 4th March, 1858 
SIR-

Having been furnished on the 12th day of November last 
with an inventory of the plant and stores, made by Messrs. 
Peto, Betts, Jackson and Brassey, the 31st December, 1854, 
which was supposed on hand, when their right to the same 
was conveyed to the Province; and having been directed to 
take a particular account of all plant, stores or stock, now on 
hand, as well of that then received, as of that which has since 
been received by the European and North American H.ail­
way; and after comparing the same ascertain the deficiency, 
if any. 

I have now, therefore, to report from the information of 
the Board of Commissioners, that in compliance with such 
instructions I have carefully taken an inventory of all the 
stores, Plant, or other property belonging to the "European 
and North American Railway," 011 the line or elsewhere, and 
having made the same up, find as follows :-

Old. 

Office FUl'llitnre .£150 16 0 
Engineering Stock 120 00 
General Stores 2406 18 1 
Rolling Stock 5217 0 0 

New • 

.£180 19 6 
347 3 5 
730 14 7 

18,343 2 0 
Earth Wagons 4967 0 0 
Buildings and Stations 2025 10 0 3033 10 9 
Permanent "Way Stock 9775 9 3 18,60313 3 
Miscellaneous Stock 2526 8 7 2151 1 4 
Station Fumiturc, &c. 56 1 3 
MakinO' the value of the Old Stock and Stores now on 

hand, at their prices '£27,189 1 ll-and the value of the 
stock acquired since the line was handed over to the Pro­
vince, £43,446' 6 1,as per stock account herewith submitted. 
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With reference to the balance of the Plant, Stores, &c.r 

delivered by Messrs. Peto, Bettts, & Co., to the Province, 
I have to remark that £42,683 15 8d. has been used in the 
construction, found worthless, or disposed of for the benefit 
of the road, as will appear by a statement herewith submitted, 
(No.1) with explanations therein, by Alex. L. Light, 
Esq., the Chief Engineer in charge of the works. That stores 
were sold Messrs. Walker, Rankin and vValker, John Brook­
field, and William Stevens, I~sqr8., Contractors as per copies 
ofaccounts herewith submitted-N os.1, 2 alid 3, respectively as 
follows-viz. : 

Walker, Hankin & Walker 
vVilliam Stevens 
John Brookfield 

£553 11 9 
328 5 8 
259 0 0 

That sales by auction was made at Moncton, on the 15th day 
of December last, to the extent of £103 12 6d., and that 
Plant and Stores to the value of £2685 10 2d. have been 
found to be deficient, as per Account Sales No.4, and state­
ment No.5, also submitted. 

The small prices of the chief part of the articles sold a.t 
Moncton on the day referred to, was caused by their being 
chiefly worn out and of little valne. 

r may say that, during my stay of two montl1s between 
Shediac and Moncton, during which time my attention, 80 

far as was consistent with my other duties, was directed to 
this subject, r have been quite unable to obtain any clue to 
the articles represented as deficient in statement No.5, 
accompanying this Report. 

I am sir, your obedient servant, 
(Signed) L. CARVELL, 

R. J.i.RDINE. Esq., ( 
Chairman Railway Coml1tis3ioners.5 

Gen. Superintendent. 
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STATEMENT No.5. 
(REFERRED TO IN FOREGOING REPORT.) 

EUROPEAN &, NORTH AMERICAN RAILWAY. 

Statem3nt of P:ant and Stores fuund to h3 deficient upon taking an inventory of 
the M zteria/s surrenJ8re,J to the Province by Messrs. Pe/o, Belts, Jackson 
and BrasselJ, fJ,nd not accuunted fur. 

16 Chairs, ................................. (al 4s. Gd. £3 2 0 
3 Drawitlg Tables, ......................... 60s. 9 0 0 
2 Clll,iJOMds [ur Stationery, ................. 45s. 4 10 0 
I Wash Stand,............................ 1 1 0 
3 Rulers, .................................. Is.6d. 0 4 6 
1 Axe,.................................... 0 6 0 
I Iro~ S.l[e,.... .. .. . ...... ... .. .. ......... 20 0 0 
1 Sett Drnvers and Cu[lhoard,............... 4 10 0 

:2 hr1n~rI C,lncllesticks,. . .... .. .. ... .. ... ... 0 3 0 
l Offi~e Clock, ........................... 3 10 0 

'6 L'l:nps with Shades,. . . ... . . .. . . .. . . .. . . .. 1 10 () 
2 Chairs, ........... .................... 6s. 3d. 0 12 6 
1 B.,d ,wd Beddillg-vV. A. RI),e's house,..... 12 0 0 
1 Dobbin Cart,. . . .... . . ... . . . ... . .... . . ... 10 0 0 

'98 N:lvvy BHrows,......................... 85 15 0 
572>< 6 W:lg-on vVheels 5 x G guage, ...... " . . 121, 5 0 
31 New Wrought Iron Axles, ..... , .......... 378. Gd. 58 2 6 

'.200 Luge and :):0'111 Wag-on Pedestals,......... 76 13 9 
41 S.otts New Iron Work, .................... 2058. 420 5 0 

6 Horse Sleds, ............................. £8 48 0 0 
2 B"b Slp.ds, .............................. £3 GOO 
6 Road Wagons, ......... , . . . . . . . . . . . . . . . .. £ 13 78 0 0 

27 Box Hurses, ............................. 2s. 6d. 3 5 0 
1 40 feet Pile Engine,. . .. . . .. . . . . . . . ... . . .. 20 0 0 
1 Runmer Chain, ... , ...... lcwt. 3qr8. albs. 30s. 2 14 10 
2 Inlll MOlJkeys, 17 & 1R, ................... lis. Gd. 30 12 6 
2 BoilS alld 2 'Keys !i,r do., ... 1ewt.2qrs. 3 12 6 
2 New Girder Ropes, ............. 3qrs. 121bs. 55s. 2 7 1 

18 Euth WaQ'ons, ........................... £33 594 0 0 
3 Single Hllrse Carts" ...................... £13 39 0 0 

39 Tons Temporary Rails, ................... £8 lOs 3:>1 10 0 
13 Temporary Frogs,... ... . . . . . . .. . . .. . . . ... 40s. 26 0 0 

550 T",mporary Sle8pers,. . .. . . .. . . . ... . . .. . . .. 6J. 13 15 0 
3 n yds. Ktrth Wagons, .................... £15 45 0 0 
1 Pile Eng-ine,... ...................... .. .. 17 10 0 

50 Corn SQ.cks, ........................... , .. 2s. fid. 6 5 0 
1 S"otch Cart,. . . ... .. . ... . . . ... . . .. . . . . ... 5 0 0 
41- Bushel Measures, ........................ lOs. 2 0 0 

13 Pails, ............................. ·..... Is. 3d. 0 16 3 
6 ShoVA1$" . . ... . . . .•• • . .• .. . ... .. . ... . . ••• 36. 6d. 1 1 0 

10 Hay Forks,.............................. 48. 2 0 0 

Amount carried forward, £2117 19 5 
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Amount bro't forward, £2117 19 5 
9 Setts Bells, .............................. (al 48. 1 16 0 

10 Lanthurns, ...•. '" . . .. . . .. ........ . .. . . .. 3s. 6d. 2 16 0 
30 Curry Combs,. . . . . . . . . . . . . . • . . . . . . .. . . . . • Is. 1 10 0 
30 Hail' Brushes, ................. , . . . . . . . . . . 48. 6 0 0 
Ii Hurse Brushes, ................. , . . . . . . . . . 0 Ii 0 

20 ManeCombs,............................. 6d.Ol0 0 
9 Head Stall Halters,. . . . . . . . . . . . . . . . . . . . . . . 58. 2 5 0 
1 Sett Double Harness,. . . . . . . . . . . . . . . . . . . . . Ii 0 0 

II Setts Harness, ........................... 100s. 55 0 0 
4 Setts Trace Harness,...................... 405. 8 0 0 

10 Nose Bags,..... .... . ........ .... . ..... .. 5s. 2 10 0 
31 Horse Cloths,...... .. ........ .. .......... lOs. 15 10 0 
10 Cart Saddles,............................ 10s.6d. 5 5 0 
2 old Brushes,...... .............. . ........ Is. 0 2 0 
5 Corn Seives,..... ............. .... .. .... 4s. 1 0 0 
2 Whips,.. .............. ... .............. 48. 0 8 0 
1 Double Open Sleigh,. . .. . . .. . . .. . . .. . . . .. 25 0 0 
1 Single Sleigh, .. :........................ 7 10 0 
7 Harness Straps,. . . . . . . . . . . . . . . . . . . . . . . . . . 0 3 6 

14 Breachings,·· ..... ... . . ........ . . .... .... 15s. 10 10 0 
7 Padlocks,................................ Is. 3d. 0 8 9 
6 Pair Reins, ........... , ............ " . . . . 7s. 2 2 0 

21 Circingles, ...................... :....... 5s. Ii 5 0 
6 Horse Cords,...... . . . . . . . . . . . . . . . . . . . . . . Is. 0 6 II 
2 Small Measures, ............. , . . . . . . . . . . . . 28. 0 4 0 
1" . . . . . . . . . . . . . . . . . . . . . . . . . . 0 1 6 
6 Crooper Pads,.... . . ....... ............ ... 6d. 0 3 0 

~OOO Sp'l feet Spruce for Wagons,.............. 9510. 9 10 0 
1 Pair Bellows,............................ 2 10 0 
1 Back lron,............................... 0 15 0 
1 Vice,.................................... 3 0 0 
1 Vice,................................... 1 18 6 
3 Setts Taps and Dies,.................... 6 15 0 
1 Guage for Taps,....... .. .. ...... ..... .... 0 1 6 
1 Shifting Kev,............................ 0 2 6 
6 Guages for ·Bolts,........... ............ Is. 3d. 0 7 0 
7 Fire Irons, ... '" " . ... . . .. . . .. . . ..... . ... 3 10 0 
1 Portable Forge,.......................... 10 10 0 
3 Hall Stoves,............................. 62 •. 6d. 9 7 6 
2 Sheet Iron Stoves,.. .. .. .. .. . .. .. . .. .. .. .. 50s. 5 0 0 

21 16 inch Flat Files,. . . . . . . . . . . . . . . . . . . . . . . . 45s. 3 18 9 
48 14 " half found Files, .... '" . . .. . . .. . . .. 34s. 6d. 6 18 0 
39 16 " " ". . . . . . . . . . . . . . . . . . 48s. 7 1~ 0 
32 14 " Flat". . . . . . . . . . . . . . . . . . 34s. 4 10 8 
18 16 " " ". . . ... . . .. . . .. . . .. 45s. 3 7 6 
40 9 "Cross Cut Saw" ..... .. . ..... .. . .. 16s. 6d. 3 6 0 
36 6" "" " " ... . . . . . . . . . . . . . . . 7s. 6d. 1 2 6 

9 17 " Flat" " • . . . . . . . . . . . . • . . . . 27 s. 1 0 3 
12 15 " """. . . . . . . . . . . . . . . . . . 22s. 1 2 0 
8 " " half round ". . . . . . . . . . . . . . . . . . 248. 0 18 0 
8 14" Hand Rasps,.. .. .. .. .. . .. .. .. .. .. . 32s. 1 4 0 

17 cwt. Cast Steel,......................... 76s. 59 12 0 

Amount carried forward, £2425 13 4 
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Amount bro't forward, £2425 13 4 
1 II Tallow,............................ 10d. 4 13 4 

57cwt. 3qrs. 91bs. Chaill, ................. '" 278. 611. 79 10 4 
9 10 inch Dobbin Cart Knees............... 2s. 6d. 1 2 6 

29 pair Boxes for Dobbins, ... :.............. 4s. 5 16 0 
5 Uarpenters' Auzes,... . . ... . . . . . . • . . . . . . . . . 8s. ~ 0 0 
4 Hand Sawo,............................. 1.. 1 8 0 
5 Uros. Cut Saws, .... , .. ..........• ..•... . 18.. 4 10 0 
1 Pit8aw, .... :........................... 1 15 0 
2 c .. t. Rope and Tar Cord,.......... ......... 4 10 0 
1 Iron Snatch Block,.. ... . ........ ...... ...• 0 1~ 0 
2 .. Sheave" . . . . . . . . . . . . . . . . . . . . . . . . 12.. 1 4 0 
3 2 .. Iron" ............. ...... ...... 25.. 3 15 0 
2 2 .. . . . . . • • • • • . . . . . . . . . . . . . . 25s. 2 10 0 
2 .... •.•..•.••.•.... '" .• .. . . 20.. 2 0 0 
3 Iron Shea;.,............................. 20. 6u. 0 7 6 
3 Seam Shoes,............................. 10.. 1 10 0 

24 Horse Shoe Knives,.. ..................... 1o.6u. 1 16 0 
~8 Horse Brushes,. . . . . • •• . . • • . . . . . . . . . . . • . . . 4 •. 7d. 6 8 4 

4 Brass Barrel Taps,....................... Is. 6<1, 0 6 0 
1\ V\'.tchmen·s Lampl,. .... . . .. .. ......•...• 1 •. 6u. 2 5 0 

1361bs.MouluUanule., ......• ,............... la. 616 0 
108" Dip . . . . . . . . . . . . .. . . . . . . . . . 9u. 4 1 0 

2 Plate ".yerL\dzes,..... ..... . .... ........ 120,6u. 1 5 0 
9 Rim Locks, .............•..... '" . . . . . . . . 5 •. 6d. 2 9 1\ 

10 Iron Cupboard Locks,. . . •. . . . . . . . . . . . . . . . . 10. 6d. 0 15 0 
30 Pinch Uoxes,........ .... .. .............. 10.. 15 0 0 
33 Shovel~,.... . .... ....... .. .... .......... 48. 6 12 0 
18 Graftinl1.' Tools,........................... 55. 4 10 0 
39~ gross Screws,...... ............. ........ 7s. 6u. 14 16 3 

2, ., Brass Screws,...................... 65, 6u. 0 13 0 
5 Crib Wheels, ...•••.•....•...•.... ·•.•• 20s. 5 0 0 
2 Post Screw Tackles,. • • • . . . . . . . • . . . . . • . . . . 19 •. 6d. 1 19 0 
4 pair Lewesis, .. , .....•..... , .•..... , .. " . 10.. 2 0 0 

10 Hanu Saw Files, .... , ....... , .... .. ...... Is. 0 10 0 
73 5 inch " ....• , " . . . . . . . . . . . . . . . . . 7~d. 2 5 0 

3 Laduers,................................ 20.. 3 0 0 
3 'Vood Pumps,.... ...................... 15s. 2 5 0 
3 Tarpaulins, ......•.....••••. _ ....... ·.·· 15 0 0 
1 Pointed Tool Box.. .. ............ ......... 0 10 6 

24cwt. 2qrs. 1Olbs. Wagon Iron-old...... .. .. . 42 0 0 

(Signed) 
Saillt John, N. H., ~ 

lst Feb. 1858. 5 

£2685 10 , 

L. CARVELL, 
Gm. Superintendan', 



EUROPEAN & NORTH A~IERICAN RAILWAY. 

General Superintendent's Office, } 

Shediac, 1st December, 1858. 

Sm,-As the period has arrived for closing the Railway 
Accounts for the year, it becomes my duty to render you a 
statement of the proceedings of this Department, since my 
appointment to office, and to furnish yon -with the Accounts 
and Tables required to show the nature and extent of the 
operations on each working division of the Road since it was 
opened for traffic. 

In submitting this my first Annual Report I may remark, 
that when called upon to assume the duties of this office they 
were entirely new to me; and conseqnelltIy~ all the energies 
I possessed were necessarily taxed to overcome the difficulties 
of my position, in addition to which a large amonnt of work, 
which, even to a person well versed in Railway matters wonld 
be discouraging, was rendered necessary in consequence of 
the disorderly condition in which things were fonnd, and the 
entire absence of system in the commencement. I found 
that no attention, wl~ateyer, had been paid to the proper ar­
rangement and aelivery of the stores, tlJat they were scattered 
far and wiele, and all IJrivileged alike to assist themselves to 
whatever they thought their necessities required; that a very 
irregular and by no means correct. account was kept with the 
Contractors and others; and that no separate account had 
been kept of the expenses connected with the working de­
partment of tbe Railway, nor any reeord of the employment 
?f the LocoTnotive~, while ev?rything was, to all appearance, 
III the greatest pOSSIble confusIOll. Under these circumstances 
it is obvious that my duties were rendered difficult and un-
8a~isfactory.; ~nd the possibility of gi:ing you a complete and 
IDwute statIstIcal report from the begmnin o. is hence quite out 
of the question. b 
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My first step was, in conformity with your instructions to 
proceed along the line of Hailway and take a complete inv~nt­
ory of the stock and stores on hand, and to endeavor to trace 
t~e whereabouts of the stores and plant acquired by the Pro­
Vlllce from. Messrs. ~eto, Betts, J ac!;;:son and Brassay, as well 
as that ~h;eh h~cl. smce the transter, been acquired by the 
Board of ComnllsslOners, .and to place those articles in charge 
o.f comp.etent En.ld respon~Ible persons, accompanied with par­
tIcular mstn~ctlOlls relatmg thereto. After performing this 
Juty at Shechac, and after carefully checking" the traffic re­
ceipts and attending to other duties, until th~ Trains on this 
Division had been stopped for the season, I left for St. John 
and performed the same dnty there; and the result of that 

. enquiry I was enabled to present to you, in the shape of a' 
Special Heport, on the 4th day of March last. 

My next step was to proceed to make arrangements for 
having a proper and efficient system of doing the business of 
this department, inaugurated; but this was rendered almost 
impossible by the loose manner in which the general aeCOl1llts 
were being kept; I foresaw that the whole thillg must be 
UPSft. This ,vas a work of time and delicacy, and although 
mnch has been accomplished, and indeed by far the largest 
part overcome, still, as the line proceeds to completion much 
remains to do. I found, as ill almost all such cases, officers, 
who, like myself ,,'ere inexperiellced, had each acquired cer­
tain habits anclsystems of their own, and were each unwilling 
to substitute another. I had had a glance into the difrerent 
systems of Railway accounts in the United States and the 
CanadaR, and felt satisfied on mature reflection tbat nothing 
short of a complete abolition of the syst.em, and the sn bstitu­
tioll of a modification of the Canadian Railway clas,ifieation 
was requir~d, bef?re any proper and uniform syst:m thrOl;~h­
out the entIre RaIlway management cOll~d be.eitected. 1he 
Board approved, as you are aware, of thIS course; a compe­
tent and efficient Accountant. was procured; the change has 
been effected, and I am. persnallecl that the statements which 
will now no don bt shortly be presented by the Accountant, 
(basell ul;on t.his cl~ssificatlon) for your consideration, will be 
entirely satisf~l,ctory to the .Board, and to tho COl~nt.ry. 

I allude to this because It was a necessary pre1ulllnary step 
to be taken before any eitectual remedy could be applied to 
the defects in this Department of the Hailway; and]}ow that 
it has been accomplished, I anticipate ver.Y little clifliculty in 
the future, and hope to be enabled hom time to time to prc-
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sent you with full and particular information on all matters 
connected with the operating portion of the Line, as occasion 
may require. 
. It will not be necessary in this Report to allude particularly 
to the different projects I have under consideration, for the 
better government of the staff under my control, and the 
more economical working of the Line; but I may say that a 
proper and efficient system, together with the employment of' 
competent and faithful officers to carry the same into effect, 
are at the foundation of all economy and good management, 
.and will be productive of the best results. 

The staff of this Department, on the whole line, may be 
briefly stated as follows;-

I General Superintendent; 
1 Div'n. Superintendent; 
4 Station Masters; 
2 Freight Agents; 
2 Conductors, 
3 Brakemen; 
4 Swikhmen; 
1 Locomotive Foreman and Driver; 
6 Drivers; 
6 Firemen; 
1 Blacksmith; 
1 Car Repairer; 
5 y! atchmen ; 
1 Track Master; 

16 Trackmen. 

The TrackmastE\r's services have since been dispensed 
with, and so soon as the Shediac and Moncton Trains are 
taken off-two Station Masters, two Jj-'reight Acrents one 
Conductor, one Brakeman, two Switchmen ~. one vVatchman 
nnd the sixteen Trackmen will be relieved fdr the winter and 
the remainder of the hands on this Division consisting' of-

1 Locomotive Foreman and Driver' 
1 Driver; . ' 
1 Fireman; 
I Blacksmith; 
1 Carpenter and Car Repairer-

will .he profitably emplord for. the ",Vinter, in repairing the 
Engllles and Cars, and III makmo· the Hand Cars which will 
be required for the whole Line. <::> 



107 

rrhe Receipts and Expenditure; the number of PassenO'ers; 
Mileage of Engines, and Traffic generally on each Division 
of the Line, will be best shown on reference to the following 
Accounts-Abstracts and Statements :-

SAIN!1' .fOHN DIVISION. 

Railway Board in Account with the Traffic Department. 

Date. Particulars. Amount •. 
1858. -DR.-

Oct. 31, To D. P. Myers.-This amount received from 
him, being proportion for carrying la-
bourers, £275 0 0 
This amount rer.eived from D. P. Myers, 
proportion for repairing oallast wagons, 
charged Revenue Account, 93 15 0 
Driver anu Fireman's Time, running 
" St. John," at LawlOL"'s Lake, 197 days, 
(a 20s .. incluuing sundry repairs, 197 0 0 

_ J 

43~ uays use nf "Peticouiac," every 
thing found, (iiJ 80s., 176 0 0 741 16 0 

1858. 
Oct. 31, 

~ 

Walker & Cn.-Driver and Fireman's 
'rime, running" St. John," from 1st 
July to 31st Oct., at Wetmore's Lake, 
123 days, (inclulling extra time anu 
sundry repairs,) (iiJ 20~., 123 0 0 
Driver and Flreman's Time, running 
"Kennehecasis," from 9th Feo. to 31st 
including extra time, 264 uays, 

(iiJ 16s. 3d. 214 10 0 337 10 () 

John Brookfield.-46 dayg use of" Pdioe-
diae" anu Cars, from 30th June to 31st 
Aug., (iiJ 80s., 
21 days use of "Loostauk," from 20th 
Sept., to 31st Oct., (iiJ 80s., 
7 days use of" Anaganee," from 21 st to 
28th Sept., (iiJ 80s., 

184 

84 

28 

Allison & Washburn.- Carriage on Sleepers, 
Reeeipts.-This amount receiveu since the 

opening to uate, per Abstract, A. 

CR. 
By·Locomotive Power.-Per Abstract C., 

MerchandIze & Pasgr. Cars, " D., 
General charges. "E., 
Balance at Debit of R. W. lloaru, 

To Balance, 
E. O. Ie. 

£2527 
728 
494 
542 

0 0 

0 0 

0 0 296 0 0 
17 S 10 

2899 17 

£4292 [, 

6 9 
4 0 
6 3 
8 11 

£4292 8 n 

5U j 1-4 

Shediac, 3ht October, 1858 



108 

Abstract A. 
TRAFFIC RECEIPTS.-From opening of the Line to 30th, Oct., 1858. 

Totals. 
D"te. Where Received. 

an)1 

Passengers. I, Freight. Sundries. 1 

~ i--" Between St. John I 
Feb'y 1 

Moose Path, 1£ 680 
I 

0 6 ---- i 6 80 0 0 
UO 10 2 June 1 " " " I 200 10 2----', 12 

Oct. 30 Betwern St. John anu 
5 77~~_A----1120 Ken ne becasis, I 1941 ---

Totals, £2822 

14 
--

5 1 77 12 0,--- b8 

19 6 5 

99 17 1-

______ UileG, ..... -----

Thefollowing statcment will show the number of Passengers carried 
since the openin.r;, say-

Between St. John and Moose Path-
From 20th July, '57, t" 1st Fehruary, '58, 

lot February, '58, to 1st June, '58, 

Between St John and Kennrbecasis-
Since 1st June, '58, with up trains, 

with down" 

27,201 
8,020 

19,461 
16,496 

35,221 

35,957 

30th Oct., 1858. Total. ...........•...••... 71.178 
=-=a 

W Two children, (over 4 years and under 12 ,)'cars) countcd as one passenger. 

Statement showing name, capacity, and cost of each Locomotire on 
this District of the Railu;rlY. 

N.um. 

St. J0hn 
J{enneb,"'c:1sia 
PoticnJi~lC 
Anfl.,!2;anC:3 
Looltauk 

·SIZE OF DIAMETRn or c .l.P'TY or 
CYLD'S DRIV. WR'Lo. 'J'"CNDETI. MAKERS. 

12;..-j2:J 
12;..-j 20 
14 ~ 2~ 
15:..; 22, 
,H"~21 

4 feet 
4 " 
5 
5 ~ ~ <' 
5~ " 

120r) gl." Portland Co. Loc. "~ork.::, 

1 ~~~ ;; Dost~n Loc. 'Y~l'ks, 

1700 " 
16')0 '" li'loming & lIumbrrt, 

---------#Q~~.~I--------~ 

COST o:x ''-YHDi PL_-\'CE:D 
LINE. OX LISE. 

.£.1575 IG 0 2·1t11 D,·c.1 S58" 
]71)0 0 0 1fith Dec. " 
~:1r)n 0 () 1st .Tan. 1858. 
~7:n 6 2 .3nth .June," 
Z;1:?5 ° O,i31st Au~. " 

List of Rollin.r; Siock on Illis Division, (CXNpt the Engine and 
Tenders) with the collcctil;e value of each description. 

:J First class Passel:gcr Cars, .. , ....... , ... , ............... £2,~9;; 17 S 
2 Poconu " . . .. . . .. . . .. . . .. . . .. . . .. . . . . .. 808 11 0 
6 F, ('i~h t Cars, ...................... " ... '" ........... , 1.288 13 11 
16 Platform, ............................................ 2,112 11) 10 
40 Ball:lst C"l'e, ....................... : .... 2,850 0 0 .......... . 

131 EOith Wagons, ................... " ....... 4,2'23 0 0 6,673 0 0 

63 10 0 
252 10 0 
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The following Abstract of Locomotive Returns will show the performances of Engines, &c .. &c., from the 

dates given.-SAINT JOlIN DIVISION. 

~ (S . § II CONSUMPTION OF :r.rILEAG1<~ OF CARS BY THESE ENGINES. c.,2: is .. c ~.c 0 ~ ~ c: ~ ~ I 0 ~ ~ I 0 C g 
. Name mE ~ __________ Total Zrl~ ;<?::; ...... g GO;:: ~.j....>~ Z-c:i Z-f... 

Tlm,e o~ E; g m ,V?od qII Ta}low W.a-ste . .Car ~.2.8 I ci:E ~ ci; ~ c at [l ~ M g:!:: ~ ~ ~ 
RII'l.d.lte EnglIle. '=:U) ~ III In III In 1st.Cl. \2d.Cl.IFreIght. Platfm. Ballast. JIlleage ... .:L~ I ?- ~~ ?-.!":i ?-S~ I~~ '1 ~c.:E 

from. I-! ~ IlcordS Gals. Lbs. Lbs. ~2'''''' -<~ c <~c3 <~e -.....,..e~ <'o1""i 
- --- --- --- -- -- -- -- ---- --- --- --- --_. --. --' --. ----- -- ---

Jon.1. Peticodiac 3,350~ 13.3241j326 192i 1 29R 6.906
1 

39°17.761 15.461 In.415 45.933 3.97 40.8, 69.3 13.324
1

44.71 3.44 
June30. Anarr.nce 1.236 5.876119:l:f1 65 1I6i 105116.66113.578 4.521 1.154 -- 15.914

1 

4.75 130.34 904 50.:33 55.96

1

1 2.7fl 
Sep.l, Loosta"k ...... ~~.?.2 .2!~~ _ 6U~ ~ ~ ~~ ~~I 90°1 __ 7_2 .,:.526 _4.50~ II. 9 534 ~~ 36.1~ .~ . 43.7~ 4752 4.36 

.5.037 ,2\.386 [j80~ 2S3! 167i 449 15.0974.868 12.354 19.141' 19.921 71.3S1 4.24136.86 75.51281547.63 ::l.33 

AprilS. \1 St. JOhn'~112.0661 8.4
281

1 I I I II I I 16.39~184.951 191.34914. I I I I 1
10

.
84 

Maya, \Kcnne~~ ~.1761_4.75~i _____ ._.1 ____________ =_ 56.69.~ ~6.693. _:.~ _____ . ___ ...... __ .. 11.9\ 

4.242 13.1S7 . . I 6.398 141.644 148.042 3.1 11.22 

-These Locomotives are employed in service of Contracto!'s who find fuel, oil and wasl·e. 

The following Abstract of Locomotive Returns will show the Peformances of Engines, &c., &c., from the 
dates given.-SHEDIAC AND MONCTON DIVISION. 

l~oR. 

Time 
RtR.elate 

from 

NRffie 
of 

Engiue. 

April 19. \\He~ 
May 4, Sampson. 

April191\ Scadouc. 
-1-

. . '" ~'/"';' o· p • § CONSUMPTION OF I MILEAGE OF CARS BY THESE ENGINES. ... .... 0 ~ 2' I a C5..c I ~ ~...: c: ~ 5 0 0 ~ .. 0 -I-' § 
.~ 8 P'i -- I Tot . .! ",...." "...; 0 0 ~ '" ,0 .8 :0 Z ~" z ~ ~ I ~ d IT.I ·Wood Oil Tallow Wastr Car . .c 1· 0 ~ Z gs -: /Zi VJ ~ bb ~ ~ oi: ~ ~ 
g.s ~ \ in in in in 11st.01. 2tl. 01. Freight. Platfm·lna.nast. l\fileage I ~~.' oc ~+-' i-""" I ::.iJ:::t "21 ~~ E-! !: ~..ci I!: 0. i'i 
'p: cQ ~ rOTrls G<11"1. 1,hs. I,h,c; . ~ ~.!:: -< ~"o ~:;; 0 .,;: ~:3 1--..;:;;;:...... 'C T"""I 

-582" 2.526 64 3f1! -2- 101 '1"'l.ll7 '"T.li7 -56IJ ~i5I-- J5.flU9 4.:34 <39.4 64.;:.5,-[~63 ~. 'b':25 
882;\- 3.n53~ 150 551, 4 197 1.760 1.780 1.020 6.179 IU.739 3.46 20.:3 55.00 763.37 155 3.51 

1.860i [1.1'18' :301 133il llil~ 252 12.000 11800 5.880 5.129 34.809 6.:'5 :39.2 88.3 6:JR.81 4fl.89 2.94 ~il7.m~\!5i5i22s124~I550lli4.8771i4.697 7A60 i24A23I-- k~457 5:2:3'33.78 76.T4 710.- 3l.63 :f.53 
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SH!lDIAC AND MONCTON DIVISI01'l'. 

Railway Board in Account with the Traffic Department. 

Date. Particula.rs. 
-1858.- DR. 

Oct. 30, To Walker & Co.-This amount rccievcd for 
wages of Fireman and Driver, while 

" 
" 

" 

" 

" 

" 

Oct. 31, 

" 

1858. 

constructing Sect. 1, 
,..This amount received for wages of Fire­
, men and Drivers, Shediac Wharf. 

This amount for Robert Atkinson, (Sta­
tion Master at Shediac,) services inspect­
ing Shediac Wharf. 

William ~tevens.-This amount received 
for wages of Firemen and Drivers, while 
constructing Section 2. 

Permanent Way, No. 2.-This amount 
charged for time of Williilm Steadman, 
(Station Master at Moncton,) inspect­
ing Sleepers. 

Permanent Way. No. 4.-This amount 
charged for time of D"iver, Fireman and 
Cleaner. and usc of Engines "Samp.on" 
and" Hercules," taking down Sleepers 
from 41h May to 5th Aug" 1858, 

Walker & Co.-Time of Driver and Fire­
man, and Watchman, and use of En­
gine and Cars, from 29th March to 3ld 
May, ballasting at Moncton. 

PQrmanent Way, No. 4.-Proportion of 
depreciation in value of Machinery used 
in construr.tion on Sections 1 and 2, 
Shediac Wharf, and charged in Loco­
motive Power Acct., No. 11., 

Rec~ipts.-This amount being Traffic Re­
CeIpts, from opening to date per Ab­
stract B., 

-Cn.-

Oct. 31 By J,ocomotive Power.-Per Abstract F., 
M~rchandize & Passengers .. , G., 

" MalUtenance of Way and Buildings, 
Per Abstract H., 

" "General Charges._., I., 
" Balance at the Debit of Railway Board, 

E. O. ~. 
To Balance, 

Shediac, Ochber 31st, 1858. 

Amount!. 

£361 10 8 

122 10 0 

40 0 0 

198 11 0 

• 50 0 0 

275 0 0 

124 0 0 

66 16 '1 

2476 19 7 £3715 7 10 

1767 11 1 
1102 6 9 

327 13 9 
812 5 10 
205 10 5 

£3715 7 10 

205 10 I) 
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Abstract D. 
TRAFFIC RECEIPTS.-From opening of the Line to 30th Oct., 1858. 

;858. _D_a_tec...' -----11 Pa.engor •. 

Jan, I ••••.••.. 451 19 11 
Oct. 30~~'11804 19 7~ 

Freight. 

333 3 0 

W'ri.go &; 
Storage. 

872 7 5~ 14 9 7 

Totals. 

785 2 II 
1691 16 a 

Totals, 1256 19 6~ 1205 10 5~ 14 9 7 2476 19 7 

..... 

The following siatel1umt will show the number of passengers carried 
since the openinq. 

From 20th, Aug., '57 to 1st January, '58 (latter inclusive,) 
Going East, ..•.......•................... 1959. 

West, ........................ ; .•... 2829-4, 7S8. 
From 19th April to 21st December '58 (both inclusive,) . 

Going East, ...........•......•.•....•.... 4007 
" West .•••••................•...••.. 4582 

Sheiliac anil Point i1u Chene .•....•.•....... 1426--10.015. 
30th October, 1858. Total, ....•..•... -:-:: .•... :l4.8ii3. -

Statement showing the name, eapacity, and cost .of cael< Locomotive 
on this District of the Raiiway. 

~====~==::::=o~~= 
Namo. ) Size of I' ,Diamr.! Cap'ty .Maker. I Cost on Line. ima.tc when placed 

---;, Cy~ncl('r ,':!.? Wl'~' I on Lino. 
Hercules: 17 K 20 15 feet !1.70iJ Boston J"o. Works £2,600 0 0 
Sampson "117 K 20 i5 feet 1.700 Boston Lo. Works I 2,600 0 0 
Scailouc I4 K 22' 5 Feet 1.500 Boston 1,0. Works 2,350 0 0 1st, Jan. 181iS. 

.. These two Engines were importeil by Messrs. Peto, Betts, Jackson and Bra., 
g.ey anil I am n~.t enabled to ~ay when they were first received . 

...... 

List of Rolli,J>g Slock <t»u this Division, (except the. E!,-gine and 
Tenders) with the collectil:e value of each dessnptwn. 

2 First Class Passenger Cars, ............. " ....... £1,520 0 0 
2 Second" <. " ••••••• , • • • • • • • • • • • • • • 817 0 0 

11 Freight Cars, ................................. · 1,:9'25 0 0 
18 Platform " .................................. 2,610 0 g 

3 TrUCKS,. ...... ...............•.•••.•.•.•.•.••• ;~ 1~ 0 
Ii Hanil Car8, ...........• •·····••·••·····•······ 0 
I Snow Plough, ............•. , . . . • .• . . . . . . . . . . . . . 252 10 
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THE following statement will show the character and quantity of the principal 
Freight which passed East and West over this District of Railway from 19tb 
April to 30th Oct., inst. \ 

G()I~G EASTWARD. 

4,247 BrIs. Flour, 
119 Hhds. Molasses, 

32 Brls. " 
21 Hhtls. Sugar, 
78 Brls. 

164" Pork, 
413 Chests Tea, 
221 Boxes Tobacco, 

7,190 llis Drv Fish, 
152 Boxes" Cantlles, 
314 Boxes Soap, 
341 Casks Lime, 

132,430 llis Bar Iron, 
20,70710s Castings, 

99 Brls. Oil, 
740 K"gs and Bags Nails, 

87 Bags Salt, 
13,250 Bricks, 

32 Tons Coals, 
71 Stoves, 

134 Ploughs 
16 Vehicles, 

105 Casks l 
69 Bds.5" L' 
67 Kpgs, t IqUOrll. 
77 Cases ~ 

GOING WESTWARD. 

115,360lDs Oatmeal, 
14,461 Bush. Oats, 
1,265 "Pota toes, 

110 "Plums, 
928 "Barley, 
712 Brls. Herring, 
249 " Pork, 
864 " Oysters, 
148 Brls and 2 E 

65 Boxes 5" gg8. 
15 Boxes Lobsters, 

44" Packages "Butter, 
22 Lard, 
44 Bags salt, 

12,544llis Dried Fish, 
77 Hhds. and (S I 

667 Buxes 5 a mOD, 

56 Dead Hogs, 
709 Tons Stone, 
89" Coals, 

72,730 sup. ft. Lumber. 
6,750 Bricks, 

18 Horses, 
14 Wagons, 
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ST. JOHN DIVISION. 

Abstract C.-Locomotive rower. 
Salaries and' Wages, conn'ected with running the Locomotives" ".,£Il45 14 6 
Firewood, •....................... , .... , ........•....•. _. ... 616 18 If 
Oil, Tallow, and Waste, ...•.. o. • • • • • • • • • • • • • • •• • • • •• • • • • • • • 183 6 S-
Materials for repairing Engines and Tenders,. . . •. . ..• . . . . . . . . . . 1 1 3, 
Work not done by the Railway, . . . . . . . . . . . . . • . . . .. .. . ... • . . . . .. . 179 16 1 
Repairs to Tools and Implements, .... , ......... , ............... '. 1 9 /') 
Water •...... , ......... , ......... , ..... , ., ., .. .. .••. . .... . 68 18 1 
Small Stores ................. ' .............. ~ . . . . . . . . . . . . . . . . ... . 9 15 0' 
Watchmen, . . . . . . . . . . . . . . . .. ••.. . . . . ..... . . . . . . . . . . . . . . . . . . . . . 253 5 Ii 
MiscellaU>e<lus, .................................. : . .-. . . . . . . . 67 1 4 

£2527 6 9 

Abstract D.~Merchandize and Passenger Cars. 
Wages to Conductors. Brakemen, and Porters, ................. . 
Oil, Tallow. and Waste •...... , .......................... , .. 
Materials for repairing Cars, ................................ . 
Wages for repairing Cars •.... ' ...............•.............. 
Work not done ty the Railway, .......................... ' ., . 
Small Stores, ............................................. . 
Wages for Switchmen, ...... , ., ......... , .................. . 
Miscellaneous, ..... , ..... . . . . . . . . . ... . . . . . . ... ... . . . . . . .. . .... . 

Abstract :a.-General Charges. 

£463 17 5 
102 19 3 

14 0 1 
140 

84 18 6 
2 15 10 

51 1 1 
7 7 10 

£728 4 0 

8:llaries to Officers and Clerks •..... j • __ .................... ','" £171 9 O' 
Advertising, Printing anu Stationery, .••.........•.... , .... ,. . .. 124 3 9 
Insurance, ........................................•... o. _,' ., 160 13 1\; 
Miscellaneous ...... ,,,.,.,0,.,." .•. · . ., .....•. '.' " .............. "',' •.• .•. ~ 

£494 6 3, 
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SHEDIAC AND MONCTON DIVISION. 

Abstract r.-Locomotive Power. 
Sal<'lries and Wages connected with running the Locomotives, .•..• £832 8 2 
Firewood, ................................. , ............•..• 451 13 I) 

Oil, Tallow, and Waste,. . .... .. .. .. .. .... .. .. ........•....... 140 14 4 
Materials for repairing Engines and Tenders, .•. '" . . .. . .. • . . . . . . . 40 IS: 6 
Wages for repairing Engines and Tenders, .....•.... " . . .• . . . . . . . 48 16 1 
Work not done by the Railway,.. .. .. .. .... ................... 42 6 0 
Repairs to Tools, &c.,. . . . . . . . . . . . . . . . . • . . . . . . . . . . . . . . . . . . . . . . 2 !l 
Small Stores, .. , ., ., ..... , ..... , ...................... , ., .... 10 18 J 
Watchmen and Miscellaneous.. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • .. 199 13 10 

£1767 11 1 

Abstract G.-Merchandize and Passenger Cars. 
Wages to Conductors, Brakemen and Porters, ...•............... £339 I I 0 
Oil, Tallow and Waste,.. . . . . . . . . . . . . . . • . . . . . . . . . . . . . . . . . . • . . 22 12' 6 
Materials for Repairing Cars, .................. ' .... , . , , . . . . . . I 10 0 
Wages for Repairing Cars, .............. , ............... , .. .. 31 II I 
\'\Iork not done by the Railway, ...... , ..... , ....... , .... , ... ,. 12 3 3 
Small Stores, , , ......................•.......... : . . . . . . . . . . . 4 3 5 
Wages to Switchmen, .................................. ,.... 135 7 1 
Miscellaneous, ..... , ...... , . . . . . . . . . . . . . . . . . • . . . . . . . . . • . . . . . 55 8 5 

£602 6 9 

Abstract H.-Maintenance of Way and :Buildings. 
Inspectors, Plate Layers and Labourers 'Wages, &c., ........•..... £314 4 5 
Repairs to Stations, Buildings, and Approaches,............ ..•... Ul 9 4 

£ 327 13 ~ 

. Abstract J.-General Charges. 
Salarie? to Officers and Clerks, . . . . . . . . . . . . . . . . . . £ 5 7 1()l 
Advert(slOg, Printing, and Stationery, •............ .' " . ... . .. ... 5; 5 3' 
Insurance. ... . . . . . . . . . . . . . . 711 I 

. ,... .. .. .. .. . ....• .•.. .. .... ......•.... . . .. ... 58 0 0 
MIscellaneous, ..........•...... " .• .• •. .. .. . . • • • • . . .. . •• •.•• lOS 2 g 

£ 812 5 J() 



The casuaIities, I am happy to say, have been few. It is worthy of remark that but one, of a fatal character, has occurreu in con­
ncxion with the Traffic Trains, since the opening of the line on the Shcdiac and Moncton Division on the 20th Aug., 1857; or on the 
St. John Division, since the 20th July of the same year; anu this present year they have been entirely free from anything of the kind. 

" 1 
'1 

'1 

T 
J 

The following is a statement of each accident, with the cause of the same, and the date, as far as can be ascertained, when they 
severally occurred. 

Name. II Occll]l<ttion' \ Train. \ 
In whose; employ. Nature 01'11 Cause Place. Accident. Date. 

'm. Wil.';on.;'Brakeman I Ball,ast Walker & Co. Killed, Aug., '57, Carelessness in Coupling Cars, Shediac. 
it. Connolly, Do. IPas gr,. Railway, Do. Oct., '57, Carelessness in Coupling Cars, Moncton. 
llos. Brovvn, Do. Ballast Walker & Co. Do. ApI. 20, '58, Jumped off LLlcomotive, after being un-

coupled in frollt of approaching Cars and fal. 
lling, was unable to recover before caTS went 
Over him. Shediac. 

has. Pierce, Policeman Pas'gr, Police Magistrate, Legbk'n Jun. 11, '58, Slipped in attempt to get on Engine when in 
Motion. Ken'b'cas. 

has. Hains, \\Labourer, \\BalIast\\.TOhn Brookfield, \iKilled 1 Nov. 1, '58 
Cars being thrown from the Track in conse· 

lIm Brown, Do. Do. Do. iKilled <Juence of small House being placed thereon I 
without instructions, by the Track Foreman. La'lr Lake 

The following will show the Receipts on Sheuiac and Moncton District for Passengers, Freight, -Wharfage and Storage, for the COT­
respolllling months of i:'eptember, October, November, in 

. I 1§57. II ums. 
Character of ReceIpts. I 

Sept. I Oct. I Nov. Totals. II Sept. I Oct. I Nov. [I Totals. 

P"ssengers, .. -.-.. -.-. '·~~1151 4 4i9~"i6-rO~! 72 15-4~!315 16-7~llm-. 6 -;-0; ~-6-1~-r~liI12S7 4-; 
Freight, .................... 43 5 l~ 82 2 1 154 7 I-§- 279 14 4 106 2 2 170 18 9 '224 12 8 501 13 7 

Storage and Wharfage, . :..:..~~:\~.:.:..:.:. ~.:.:..:.:.I~':':'~\':':'':'':'~il~_:.. _~~--=~I_~~'I· ~~~. 
-------- I 1 I t 

Totals, ............ ,£194 9 6 173 18 11~,227 2 6 595 10 11 225 6 2~:264 4 1 315 8 4'i1804 18 8 

It will be observed on reference to the foregoing statements that in the traue on the Shediac and Moncton Division there has been a 
very considerable increase. 

!-l 
!-l 
01 
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Ihave no doubt, whatever, as the facilitie& are afforded, a 
larO"e and increasing trade will be carried on via this line, . 
with the Northern districts of New Brunswick, the North­
ern side of the Restigouche, Gaspe, and the Island of Prince 
Edward, and, when the whole line is completed, with the 
Canadas. 

The placing good and sufficient steam cDmmunication on 
the· route between Point Duchene· and Dabhousie, touching 
at the intermediate ports of Buctouclie, Richibucto, Mira­
miohi all(l Bll,thurst, is of the tltll10st importance to the trade· 
via this Line, and cannot fail to add materially to the making· 
it a paying operation. 

Since the settlements of the Fishery question, and the 
introduction of the Reciprocity Treaty, the trade of the 
Northern distllicts of New Brunswick, with the United 
States, has increased with extraordinary rapidity; and it only 
remains now, that this trade, which has been carried on in 
the face of delays an(jl risks, yia Cape Breton and the Gut of' 
Canso, should be brought up the Bay of Fundy and over this 
line, and so on to, its destination. 

The facilities which a large and commodious Store anc1 
Freight House, on the "wharf at Point du Chene, would afford 
to fishermen in the Gulf, is worthy of the most careful con­
sideration. It would, I belieYe, he one means of inducing 
them to send the produce of their labors over this line to. 
111,arket. I do, not, however, anticipate that much can bc 
effect<~d in this way until the completion of the Line to the 
City, which will render the difficult and haz.ardous navigation 
of the upper Bay of Fundy m~c1 the Peticodiac RiYcr UllllC-. 
cessary. 

I am, Sir, your ycry obedient Servant., 

L. CARVELL,. 
~'" J·..I.RDINE, Esquire, ~ 

Cn,airman Railway Board, 8t. John, N. B. ~ 
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£UROPEAN '& NORTH AMER'ICAN RAILWAY. 

SIR,-
B4I\ JOHN, N. B., 31st Jan., 1859. 

In conformity with your directions, I now beg to hand 
you statement of amount collected in Cars, by Conductor, 
,be-tween St. John and Moose Path, to 1st February, 1858. 
Statement showing daily passenger receipts in Cars, by Con­
ductor, to 1st June, 1858. Statement showing daily pas­
senger receipts in Cars and at 'each Station, between St. 
John and Kennebecasis, fi'om 1st June to 30th Oct. last, with 
amount received for Freight since the opening of the line on 
this division. Also-a statement showing the amount of 
receipts for passengers, freight, &c., during the seasoh just 
cl0sed, on the Shediac and Moncton Division. 

I am, Sir, your ob't. Servant, 
L. CARVELL, 

R. ·JARDINE, Esquire.' ~ 
Chairman -Railway Board, St. John. ) 
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TRAFFIC RECEIPTS 

In Cars by " Conductor" between Saint John and lJfoose Path, 
from 1st February to 1st June, 1858. 

Date. Amount. Date. Amount. Date. Amount. 

Feb'ry. 1, £1 11 7 March 15, 2 1 April 26, 1 2 
2, 17 1 16, 3 4 6 27, 1 8 8 
3, 1 14 9 17, 2 5 28, 1 2 
4, 3 ] 8, 1 15 10 29, 1 9 6 
5, 1 13 9~ 19,. 2 6 4 30. 1 19 
6, 1 4 6 20, 310 £42 12 10 
8, 1 8 6~ 22, 1 17 6 
9, 1 10 - 1 23, 3 4 2 D~ 

10, 16 6 24, 2 13 4 May. 1, 1 8 6 
11, 14 7 25, 3 5 10 3, 1 19 8 
12, 12 6 26, 2 8 6 4, 1 17 2 
J3, 15 27, 2 4 5, 2 9 
15, 1 29, 2 410 6, 1 13 
16, 1 3 9 30, 2 6 2 7, 1 1 2 
17, 1 2 6 31. 2 14 6 8, 2 8 
18, 1 8 10, 1 17 
19, 1 10 £58 5 2:;\-

11, 3 15 
20, 2 5 12, 17 4 
22, 1 5 

April. 
13, 2 7 8 

23, 1 5 6 1, 1 19 10 14, 3 4 6 
24, 1 2 6 3, 2 6 15, 3 4 
25, 1 5, 2 3 2 17, 2 17 6 
26, 2 3 6, 1 16 18, 3 6 
27. 2 9 3 7, 1 1 10 19, 2 12 2 

£33 13 1O~ 
8, 1 16 6 20, 2 12 6 
9, 1 10 10 21, 1 19 6 

March. 
10, 1 2 22, 2 a 10 

1, 1 10 12, 1 15 4 24, 1 4 10 2, 1 13, 1 13 2 25, 2 13 4 3, 2 7 1 14, 1 3 2 26, 3 7 8 4, 1 5 6~ 15, 1 13 2 27, 4 5 4 5, 1 8 16, 1 17 6 28, 2 1 10 6, 1 14 8 17, 3 1 2 29, 3 6 8, 2 2 3 19, 2 7 6 31, 2 18 10 9, 18 20, 2 6 June. 1. 2 14 3 10, 2 2 6 21, 1 3 4 
11, 3 0 2 22, 1 11 6 

£65 18 3 
12, 110 2:3, 1 15 10 ---
13, 110 24, 1 15 2 

Total. •.. £200 10 2 
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STATEMENT 
Slwwing Daily Passenger Traffic Receipts between Saint John ana 

Kennebecasis, from 1st June to 30th October, 1858. 

Am't recoived at Am't received at Am't received Total Daily 
Date. Saint John. Kcunebecnsis. in Cars. Receipts. 

June. 1, 33 IB B 33 16 B 
2, 8 16 10 1 12 8 3 11 6 14 1 0 
3, 9 8 9 2 5 B 2 8 2 14 2 5 
4, 5 I. O~ 12 9 1 3 2 7 12 lIb 
5, 7 II 2" 3 8 2 1 4 8 12 4 0" 
,(, 8 IB 2 1 14- 4 1 7 0 11 17 B 
8, 6 3 10~ 1 16 2 1 9 2 9 9 2~ 
9, 9 19 1 18 2 1 12 6 13 9 8" 

10, 2 5 3 18 8 18 2 4 2 1 
11, 5 10 10~ 8 4 4 4 8 3 ii~ 
12, 5 4 9" 2 0 0 6 2 8 10 11" 
14, 3 13 3" 1 14 2 o 10 B 8 3" 
15, 4 5 7" 1 17 3 19 6 7 2 4" 
16, 4 15 2 2 0 0 4 10 8 0 0 

17, 7 16 1~ 2 19 9 17 B 12 13 4b 
18, 4 1 8" 2 IB 3 19 4 8 3 8" 

19, 18 5 10" 5 11 4 8 B 24 5 8" 

21, 8 9 9 4 15 10 1 5 10 1411 5 

22, 8 5 3 5 o 10 1 17 10 15 3 11 

23, 8 3 9~ 3 1 B 2 4 4 13 9 7~ 
24, 4 7 0 3 5 5 1 3 10 8 16 3 

25, 7 3 O~ 1 12 5 1 19 8 10 15 lk 
2B, 10 8 11 4 18 10 7 10 15 Iii '1 

28, 3 8 10 2 IB 3 1 12 4 7 17 (j. 

29, 9 0 0 3 1 7 1 7 4 13 8 11 

30. 5 19 11 2 8 2 1 1 10 9 9 11 

£212 O~ 65 14 4 35 16 2 313 11 6~ .. 
July. I, 14 11 ~ 2 1 6 5 6 16 18 O~ 

2, 5 11 7~ 3 4 5 1 10 4 10 6 4" 

3, 11 2 l~ B 4 0 1 6 6 21 12 7" 

5, 7 12 3 2 17 8 1 10 0 11 19 II 

B, 10 3 9 3 4 0 1 B 2 14 13 11 

7, B 18 1~ 2 9 1 1 2 0 10 9 2! 

8, 29 2 3" 3 8 3 12 2 35 15 1" 

9, 9 6 1 2 17 0 1 5 10 13 8 11 

10, 5 4 10 3 16 7 1 12 6 10 13 H 

12, 3 7 3 12 4 2 4 8 13 3 

13, 5 '7 3 1 10 5 1 7 4 8 5 0 

14, 4 16 11 1 18 6 2 6 B 9 111 

15, 10 18 0 2 18 8 3 7 6 17 4 2 

16, 4 19 4~ 2 18 0 2 5 8 10 3 ot 
17, 6 5 0" 5 0 1 2 12 8 13 17 9" 

19, 13 9 8" 7 15 10 4 17 6 26 3 0" 

20, 26 17 7~ 5 14 5 3 14 2 36 B 2" 

21, 30 5 6" 4 7 9 2 13 10 37 7 1" 

22, 21 0 1" 3 13 11 4 18 6 29 12 6" 

----- ---- ---- ----
Amt.car'dfor'd,£229 12 3~ 69 4 10 43 15 0 342 12 Ii 
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Am't received at Am't received at Am't received Total Daily 
Date. Sa.int John. Kennebecasia. in Cars. Receipt •• 

ArnIe. bro't for'd, £229 12 3! 69 410 43 15 0 342 12 11 
July 23, 6 .5 1~ 1 9 9 2 4 10 9 19 8t 

24, 5 15 7" 5 6 1 2 11 2 13 12 10" 
26. 8 2 3" 3 12 0 3 5 4 14 19 'I" 
27, 4 a 5" 2 6 9 1 18 8 8 8 10" 
28, 4 II 8" 3 3 6 2 2 8 9 17 10" 
29, 26 "I 5" 2 6 10 4 5 4 32 19 7" 
30, 6 6 9 3 6 1 1 15 6 11 8 4" 
31. 8 1 3 3 7 0 2 17 6 14 5 9" 

£299 5 11~ 94- 2 10 64 16 0 458 4- 9~ 
i§UiSMI 

Ang~ 2, 6 9 10 2U 6 2 3 8 11 5 0 
3, 5 10 11 2 15 0 I 15 6 10 1 5 
4, 5 16 7 2' 13 9 2 1 f) 3 11 0 7 
6, 5 16 "I 1 16 0 1 18 0 9 9 7 
6, 7 19 4-,t 2 14 3 2 17 6 13 11 lk 
7, 4 15 4" 2 18 10 2 6 0 10 0 2" 
9, 8 3 6" 3 2 9 2 6 6 13 12 9" 

10, 12 8 5 3 0 0 1 7 6 16 IS II 
11, 9 1 5 2 12 3 2 1 6 13 15 2 
12, 7 4 10~ 2 15 6 1 15 6 II 15 10i 
13, 18 16 11 1 6 6 2 18 6 23 1 11 
14, 6 1 4 2 16 2 2 1 6 10 19 
16, 5 10 1~ 3 2 3 3 2 6 II 14 IO! 
1"1. 13 ,6 8 2 16 6 3 17 0 20 0 2 
18, 2 12 8! 4 14 6 2 9 0 9 16 2! 
19, 10 12 0 3 17 6 3 12 6 18 2 0 
20, 28 2 2 3 16 6 3 15 0 35 13 8 
21, 6 13 0 9 1"3 0 2 6 0 18 12 0 
23, 7 6 10~ 5 13 0 5 4 0 18 3 10i 
24, 15 17 2 2 13 6 4 6 6 22 17 2 
25, 39 9 7 3 10 4 2 12 6 45 12 5 
26, 30 11 2~ 2 6 8 4 13 0 37 9 10! 
27, 5 17 6" 2 7 9 3 0 6 11 5 9" 
28, 8 18 7 3 13 3 2 4 6 14 16 4 
30, 8 18 1~ 4 1 6 2 2 0 15 1 7~ 
31. 7 10 7~ 3 15 4 3 1 0 14 6 II" , 

£289 10 6~ 87 3 72 7 11 449 6! 
AM .... ' n·8";;:;r FFm2V'" 

Sept. 1, 49 6 6 5 8 0 27 1 0 81 14 6 
2, 12 12 7 1 16 0 4 13 6 19 2 1 
3, 2 19 3~ 2 6 6 I 9 0 6 14 9~ 4, 2 17 0" 4 13 6 I 16 6 9 7 0" 6, 5 6 2" 3 16 6 2 8 9 1111 5" 7, 10 II 1" 3 1 9 3 5 6 16 18 4" 8, 22 5 7 2 12 0 2 1 0 26 18 7 9, 13 17 4~ 2 o 10 3 14 0 19 12 21 10, 12 16 III 2 14 8 1 4 9 16 16 4" 11, Z 5 6t 2 4 4 1 17 6 6 7 4" 13, 4 3 11 2 12 0 2 0 0 8 15 11 14, 13 3 10 3 19 0 3 7 9 20 10 7 15, 31 7 3 2 6 6 3 0 6 36 14 3 ---- ---- ----Arnts.cr'd for'd, £183 12 2-k 39 11 "I 57 19 9 281 3 6~ 
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Am't received at Am't received a.t Am't received Total Daily 
Date. Saint John. Kenllebecasis. in Cars. Receipts. I 

Amts.bro't for'd, £183 12 2~ 39 11 7 57 19 9 281 3 6~ 

Sept. 16, 7 14 7t 2 16 6 2 6 0 12 17 1~ 
17, 13 9 9t 3 8 3 1 7 6 18 5 lit 
18, 5 9 O~ 10 6 7 3 10 0 19 5 7 
20, 10 7 3 4 13' 8 {l 14 3 18 15 2 
21, 13 0 ot 4 15 () 3 4 9 20 19 9l 
22, 35 4 4~ 4 8 10 3 2 0 42 15 21 
23, 11 14 10!- 3 3 to 3 6 6 18 5 ~H 

24, 3 9 10 3 7 1 1 8 0 8 411 
25, 8 4 3t 5 0 9 2 17 6 16 2 61; 

27, 4 4 5 3 0 3 1 16 0 9 0 8 
28, 7 15 3 2 11 1 2 15 6 13 I 10 
29, 3 1 st I 14 6 1 14 0 6 H) 2} 
30. 8 17 2 3 6 0 2 I 0 14 4 2 

£316 4 10'} 92 3 11 91 2 9 499 11 6t 

Oct. I, 2 2 7 3 19 0 19 ti 7 
2, 3 o 11 6 6 11 1 6 0 10 12 10 
4, .5 7 4~ 2 10 I 3 0 9 10 18 2~ 

5, 7 4 3t 2 16 0 1 10 0 11 10 3} 
6, 4, 6 9 2 5 0 1 9 0 8 0 9 
7, 4 17 Ii 1 14 10 3 0 (; 9 12 ~-

8, 1 5 3 1 14 6 14 0 3 13 9 
9, 18 4 2 13 6 2 0 6 5 12 4 

11, 2 15 11~ 3 0 0 2 11 6 8 7 5! 
12, 2 19 11 2 4 6 I 8 6 6 12 11 
13, ;) 16 5;! 2 14 5 I 5 6 7 16 4! 
[4, 1 16 5 1 12 0 1 2 6 4 10 11 

15, 3 4 1 2 2 0 6 6 5 12 7 
16, 2 11 10 3 11 9 17 0 7 0 7 

18, 4 3 71 2 18 6 I 4 0 8 6 It 
19, 3 11 1I;! 6 6 0 2 4 0 12 1 ll;! 

20, 8 7 91 4 8 9 10 0 14 6 6! 

21, 9 13 2 5 14 0 16 0 16 3 2 

22, 3 010 3 I 3 10 0 6 12 1 

23, 4 5 0 6 13 5 16 3 11 14 8 

25, 4 0 4~ 3 8 0 '0 0 8 13 4t 

26, 5 9 I 2 14 3 7 G 8 10 10 

27, 4 7 II 3 2 9 8 9 7 19 5 

28, 3 18 6~ 13 5 17 6- 6 9 5& 

29, 3 15 8 2 4 6 10 0 6 10 Z 

30, 2 2 6 3 18 2 14 0 6 14 8 
---

£103 3 9 85 7 6 32 13 9 221 5 0 
--- ---

..- ........ --- --
RECAPITULATION. 

June. £212 1 ~ 65 14 4 35 16 2 313 11 6t 
--

JUly. 299 5 111 94 2 10 64 16 0 458- 4 9t 

Aug. 289 10 6t 87 3 1 72 7 11 449 61 

Sept. 316 4 lOt 92 3 11 91 2 9 498 II 6t 
Oct. 103 3 9 85 7 6 32 13 9 221 5 0 

------
£1220 6 2 424 11 8 296 16 7 1941 14 5 

"""'" 
-----, 
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SUMMARY. 

RECEIPTS to 1st Febr'y, 1858, 
" " 1st June, " 
" "30th Oct., " 
" "For Freight, " 

Total 'W Abstract A., in former Report, 

£680 0 6 
200 10 2 

1941 14 5 
77 12 0 

£2899 17 1 

Stater/tent showing the Traffic receipts on the Shediac and Monc­
ton district for Passengers, Freight, Whmjage and Storage, 

- from 19th April to 25th Dec., 1858. 

Passenger Traffic, 
Freight, -
Wharfage and Storage. 

Total 

£911 5 9 
1166 0 8 

37 18 2 
£2115 4 7 

L. CARVELL. 



Statement of Land Damage Claims. 

CLAIMANT. I 
Charles Hazen, • Railway passing thro' property near Valley Cll" 
W. R. M. Burtis, .[ Do. do. do. do. 
William Wright, 1,and for Station purposes, 

Dan'! McLanchlan, 
Bridget Lowell 
Peter Cormack, 
D. Ramsay, 
W. R. M:Burtis, 
Penelagon & Whiting, 

Lawrence Cullinan, 
Dr. Geo. P. Peters, 
John Dooley, . 
Thomas Trafton, 
Estate H. S. Peters, 
Stephen Wiggins, 
Robert McLean, 
Edward B. Peters, 
Charles Merritt, 
George Merritt, 
'fhomas Parks, 
H. B. Smith, 
Henry Walsh, 
Dr. 1\1:. H. Peters, 
P. Fitzpatrick, 
.ehas. Drury, 
George Young, 

Do. do. do. 
.,Damage to property North side Mill Pond, 

Lot under lease in the Valley, from Mrs. Chipman, 
.,Land leased from Chas. Hazen, 

Do. do. do. 
., Land for Turn-table, 

Land taken for Railway purposes, 
Rent of do. do. 

., Damage to barn, 
Land and Damage, 

do. 
do. 
do. 
do. 
do. 
do. 
do. 
do. 
do. 
do. 
do. 
do. 
do. 

Part of two Lots on the Marsh, 
.,Lot of Land in Marsh (G. Lane,) 

AMT. OF CLAIMIIAWD.BYCOM'IIAWD.BY APP.IIWHEN PAID 

£1745 0 0.......... 800 0 0 Jul. 26 '58 
3200 0 0 .......... 800 0 0 Dec. 4 '57 
7500 0 0 3000 0 0........ .. June 24 ' 
4000 0 0 2870 0 0.......... Sep. 22 ' 

400 0 0 40 0 0 .......... June 7 ' 
30 0 0.......... 10 0 0 Aug. 31 ' 

2282 10 0 500 0 0 200 0 0 J ul. 19' 
.•. ... .... .......... 25 0 0 Jul. 26' 
..•....... 10 0 0 .......... June 23 , 
· • . . .. . . . . 225 0 0 .......... May 31 ' 
· .. ... • ... 75 0 0, .......... Aprl.17 , 
.• . ... •. .. 7 10 0 .......... Mar. 5 ' 
•• • . . . . . . . 161 0 0 .......... Oct. 19' 
, ...... _ .. 135 18 0 .......... Dec. 4 ' 
904 0 7 425 0 0.......... Oct. ] 0 " 

...... .... .......... 100 0 0

1 

May I " 
...... .... 147 0 0 .......... Nov. 5 " 
.. . ... •. .. .......... 100 0 0 Dec. 4 " 
.......... 118 0 0 ......... '1IIocl. 5 " 
•• • ••••.. II 70 0 0 .......... Dec. 17 " 
..•.•. .... 61 0 0 .......... Aug. 4 " 
· . . . . . • • • . 71 0 0 .......... 1 Oct. 29 " 
.......... 174 0 0 .......... , " 12" 
· .....•........ '..... 103 0 0

1

' Dec. 4 " 
., . . . . . . . . 28 0 0 ......... , Oct. 8 " 
••.. ...... 10 0 0 ......... 'IJan.14'58 
· .......... ,........ 150 0 0 Aug. 18 " 
· , . . . . . . .. 330 0 0 .......... 1 " 20" 

Estate of H. Hennigar, Land and Damage. ~~~ _. _ .. _. ~ ~~!ApriI15" 

Forward. . £ '8458 8 0 2313 0 oil 

r-< 
t-:) 
Ci!l 



CLAIMANT. 

Hon. R. L. Hazen, . 
Hon. W. Botsford', 
John McSween'ey, • 
Geo. N. Robinson 

and Sisters, 
Mrs.S. E. Quinton, 
Mrs. C. G. Stockford, 
Israel Hoyt, 
Henry McCullough, 

Benj. ~ppleby, 

Neill Bradley, 
J. Ferguson, . 
C. C. Stewart, 
J. A. Scribne1; 

IJeBaron DTIlry, 
John Henderson, 
James Henderson, 
James Duplex. 
Mrs. Anthony Dobbin, 
J. Henderson, Jr., 
Abel Doughty, 

James Rafferty, 
P. McRory, 
P. O. Kane, 
W. Ma'ynes, 

Statelilent or :t.and Damage Clahns-Contimred. 

.,Land and Damage,. 
do. 

[Brought Forward .. 

do. 
do. 

do. 
do. 
do. 
do. 

to Marble 'laarry. 

Digging Trial Pits, &c. 
.,Land and Damage and 

Land for Wharf, 
Land and Damage, 

do. 
do. 
do.· 

do. 
do. 
do. 
do. 
dO'. 
do. 
do. 

Damage to Crop, 
Land and Damage, 

'1 do. 
IDamage to Crop. 

',Buihling Honse for Abel DO'Og'hty, 
Forward •. , 

AMr. OF CLAIM'I~.BYCOM. AWD.BY APP'IWHEN PAID 

8458 8 0 2313 0 0 I , , 
275 0 0 150 0 0 ......... 'IJ ne 14 58 
140 0 0 140 0 0.......... " 16 " 

367S 0 0 112 5 0 250 0 0 Jul. 20 " 
.......... .......... 450 0 0 IJune 7 
...... .... .......... 43 10 0 I' " 10 " 
.... ...... .......... 43 10 0 "10" 
.. ............................ ·lsep.l3 " 
.. ........ 3000 .......... Jan. 14 " 
. •........ 16:1100··········

I

JU1.26." 
. .. . . . . . . . 68 15 0 .•....••.. Feb.2&" 
1300 0 0 .......... 425 0 0 

35 0 0 June 3 " 
175 0 0 ......... , 25 0 01 Aug. 5 " 
45000 30 01 ....... " .. lan.14" 
525 0 0 No Damage 

" . , .... , , 10 0 0 .•........ Jul. 2 " 
.. .. . .. ... , ........ , 25 0 0 Scpo 29 " 
. ......... 1 80 9 4 ......... . 
100 0 0

l 
•••••••••• ! 5 0 0 .June 8 " 

100 0 0i 7 0 0 .......... [NoV.7 " 
1500 0i .......... 1 250 o Junell" 
150 0 01····· ..... 11 30 0 0 " 9" 
200 0 01 .......... 1 40 0 0 "11" 
100 0 01 ....•..... 1 20 0 0 July 2 ". 

..... " .. . 2 0 0 ........... Nov. 7 " 
150 0 01 .......... ' ]0 0 0 April 2 " 
840 0 0 1 •••••••••• 1 80 0 01 July 20 " 

42 15 O. ......... 5 0 0 Aug. 21" 
.......... [107 10 01 .......... Nov. 7'571 

£. 9367 17 4' 379-0 G <ll; 

f-I. 
~ 
~ 



M.Morrison, 
Allan Otty, 

p. Sweeney, 
)). Porter, 

CLAIMANT. 

Thomas Purvis, 
} ames Keater, 

Estate John Pollok, 
]Jewis Burns, . 
t"arah France's, 
Harvel' Siuel'L[uist, 
}.-Rulancl, . 
W. H. Baxter. 
Nelson Arnold, 
.. ,,",pner Jones, 

;l'ohn Reed, 
Moses Jones, 
n. Milner, . 

,Tas. Dunlop, 
John Jones, 
Caleb Beck, 
Aiex. Wright, 
A. \\1ooten, 
;I}. S .. Bush, 

Statement of Land Damage elatms~Continued. 

I,~MT. OF CLAIM. AWD. BY COM. AWD.BY APP. WHEN PAID 

Brought Forward .. 11 9367 17 43790 0 0' 
6 00 ......... Aug.4 '58 Land and -Damage, 

do. 
Digging Trial Holes. 
Laml and Damage 

do, 
do. 

Moving Barn, 
., Land and Damage 

uo. 
lio. 
do. 
do. 
do, 

Moving Barn, 
olLand and Damage, 

Station GrounuR at Suese>r, 
'ILand and Damage, 

do. 
do. 

" do. 
I do. 
I Renloving Barn, 

.. Land and Damage, 
I do. 

,'Station Ground. at Salisbury, 
Land and Damage, 

do. 
do. 

:FIJr'l"i"ard - -

200 
40 

o 
o 

334 0 
50 0 

5 0 

1100 o 

o .......... 45 0 0 Apr. 9 " 
o 10 0 0 .•........ Aug.20" 

. . • . • . . • . . 20 0 0 June 16 " 
5 0 0 " 17" 

3 4 0 ......•... Oct. 31 " 
30 0 O •••••.•••• ISept. 10 " 

I 0 0 .......... [oct.31 '57 
8 0 0 .......... Jan. 14 '58 

011.······ ••. 
75 0 0 [June 10 " 
50 0 0 Oct. 28 " 

o 
o 

10 0 0 Aug.25 " 
5 0 011 .......... Sept. IS " 

12 10 0 .......•.. Oct. 21 " 
011 .......•.. 200 0 0 Aug. 18 " 

72 0 0 •....•... May 6" 
f> 0 0 .. _ ....... Sept.2 '57 

.......... 1

1

.......... 60 0 - 0 July20'58 
o ........ "1125 0 0 "20" 
o .......... 60 0 0 Oct. 9 " 
01 .......... 460 0 0 July 20" 

2110 
250 

1055 

o 
o 
o 

210 p 
25 0 O. • . . • . . . .. Sept.29 " 

Orr ...... ~ ........ 

60 0 0 
31i 0 C 

7 10 0 
4. 0 {) 

20 0 0 Aug. 29 " 
20 0 0 July 20 " 

••..• ,., •. Ollt. 31 " 
~, 1.6 'f 

Dec. 4. '57 
April 17 ,; 

£"9652 4"4940 0 0 

H 
t.:) 
0'1 



CLADIA~T. 

Oliver Jones, . 
Isa. Bourke, 
Robt. Hamilton, 
.r as. Votore, 
Frank Votnre, 
Sinlon Porrier, 
Peter \Vhite, 
T. Robicheau, 
D. Gov3ng, 
Rohert Atkinson, . 
Pet.er Parrier •. 
Placide "White, 
F. & J. Arsena, 
Peter, .J Ohl1 & Alexander Votore, 
Robert C. A tkinsan, 
George Bateman, 
H. S. A,'moul', 
Joseph Bille-vans, 
Peter Billevous, 
R. S. Bourke, 
Thatl Arsena, 
Robert Atkinson, 
Hugh Baytl, 
James Boyd, 
Adam Boyu, 
W. Stack, . 
Jame5 Mills, 
D. & P. Mills. 

Statement of Land :Damage CJ.aims.-Continned. 

I 
'1 Land and Damage, 

do. 
do. 
uo. 
ua. 
do. 
uo. 
uo. 
uo. 
uo. 
uo. 
dol. 
do. 
do. 
rlo. 
uo. 
d" 

Removing Buildings. 
., Land and Damage, 

do. 
,10. 
do. 
do. 
do. 
do. 
do. 
do. 

II
AilIT. OF CLAIM. 

Brought Fcrward .. , ........ "" 

......... '1 

.......... 
· ........ ·1 

AWD.BY COM'\IAWD. BY APP'I WHEN PAID 

9652 1 4 4940 ° 0, 
618 ° 0\ .......... IJ'ne30'57 

.......... 5 0 0 Sep.29'58 )i 
20 0 0\ ....... " .. Dec.29'57 I 
10 0 0 .......... N ov.17 " 

7 10 0 ... , ...... Feb.16' 58 I 
35 0 01 .......... Nov. 9 '57 I 
13 10 0, ......... " Sept.4 " 
45 0 o!.......... Mar. 31 " 

130 0 0: .•.... , .. "\ Dec. 29" 
12 10 0, .......... I Sept. 16" 
15 0 0, .......... Nov. 17" 

8 0 0 ...... , ... Nov. 6 " 
10 0 0 .. , ....... Nov. 6 " 
15 10 0 ......... , Nov. 6 " 
50 0 U ..... , ... , Dec. 4 " 

. ......... '40 OJuly20" 
9 0 0 .......... }'eb. 16 " 

. . . . . . . . . 70 0 0 Scp. _ " 
25 0 0: .•........ iNo\'. 9 " 

3 001 .......... Nov. 13" 
1 0 0 0, '" .... , .. Nov. 16 " 
38 0 0i .......... June 11 " 

5 0 01 ......•... Dec. 29 " 
5 10 0\ ....... , •. [Jec. 29 " 
10 0 0' .. . . . . . • .. Dec. 26 " 
5 10 01 ......... , Dec. 29 " 
8 10 0: .......... Feb.16 '58 

Forward .. 

__ l(~_~I,~.:...:..:..:. Dec.29 '57 

£1110771 II 45019 0 0 

I-' 
~ 
0;, 



Statement of Land Damage Claims.-Continned. 

CLAIMANT. 

Forward .. 

AMCII. OF CLAIM'II"I'.WD. BY COM.[ A\yD. BY APP. WHEN PAUl 

10,771 11 4 5019 0 0 I 
· ., .. .... . 15 0 01 ... , ...... Jan.30' 57 
· ....... , . 15 0 0 ........ . 
.. ........ ! 160 0 0i .......... Oct.l6 '57 
. .. ·.······1 75 ° °

1 

.......... Oct.29 " 
300 0 0 90 0 0.......... Oet.16 " 

15,00 0 0 275 0 0 ........ .. 
· . . . . . . . . . . . . . . . . . . 50 0 0 Sept.-
300 0 0 80 0 o~ ......... 'l0cl.16 '57 

· ........ 3 0 01 ......... July 26 " 
· ....... ,. 100 0 O! .......... I Nov. 3 " 
......... . 17 10 0 .......... Oct. 27 " 
.- ........ 5·001·········'I NOV. 9 " 
... ....... 20 0 0 .......... IDec.29'58 
· . . . . . . . . . 25 0 0 ........•. 1 Dec.29 " 

23 0 0 5 0 0 Oet,31 " 
.......... 47 10 0 .......... Oet,26 '57 

· . . . . . . . . . . 30 0 0 .......... Oct.26 " 
· . . . . . . . . . . 40 0 0 .......... ~et.26 "' 
· . . . . . . • . . . 3 0 (} ........ _. l~et.26 " 
• .. _ .. _. . . . 300.0 0 I_ .......... ,Oet.23 " 
· .. , ... . . . . 27 10 0 ..•....... Nov. 9 " 
· . . . . . . . . . . 5 0 0 .•........ Nov .17 " 
· . . . . . . . . . . 32 10 0 .......... Dec. 4 ., 
· . . . . . . . . . . 5 0 0 .......... Dec. 4 " 
· . . . . . . . . . . 8 . 0 0 .......... Dec. 4 " 
........... 20 0 0 IAP'1l7' 58 
.....•.... j 67100 MaylO" 
• .....•• , •. I 5Q 0 01 May 10 " 

I' \ 
---:--£l:12,228 ~115074 ~: 

John Hanis, . . Lanu and Damage, 
Edmun<l Harris, • <lo. 
Jno. A. Humphrey, do. 
John Humphrey, do. 
E. B. Chandler, Land amI Damage, 
J ames Robertson, <lo. 
Jacob Gesner, <lo. 
Bliss Botsfor<l, • 00. 
G. Allingham, ilo. 
William Stcailman, do. 
Captain Cooper, • do. 
"\mbrosc' White, uo. 
P. Schurem:m, Land f,)j' Ballast Pit. 
W. J. \lV" eldon, Land and Damage, 
A. Simpson, do. 
Thos. Trueman, Removing Store at Whart~ 
Jno. Trites, do. 
1. C. Gallagher, Removing Store anu House, 
George Adams, Removing House, 
S. Constantine, per E. B. Chandler, Lanu and Damage, 
James Dunlop, Removing Builuings, 
Jno. Grauy, dc>. 
I. S. Sayre, Land and Damage, 
J ames Brown, do. 
Charles Titld, Removing Buildings, 
Thomas Tid'd, ILand and Damage, 
R. Kirwan, • do. 
A. Perrigo, • uo. 

Brought Forward .. 

i-' 
K> 
~ 



E. Stiles. 
R. Gumnllng, 
E Taylor, 
M.1,ellan, 
.,Tas. Beatty, . 

CLA.IMA.NT 

W. & R. Wright, 
J. Trites, 
O. Jones, 
• I. W. M. Irish, 
miss Botsford, 

.Tames Crandall, 
Thomas Kirwan, 
-Thomas White, 
P. Schureman .. 
.1. Govang, 
G. M. Campbell, 
lIon. VI. Botsfqrd, 
Fitzgerald Estate, 
James Barber, 
.Tohn Johnston, 
'Hamuel Ramsay, 
Samuel Renshaw, 
F. Ferguson, 
Hon. J. H. Gray, 
Thomas McKinley, 
James Carpenter. 
~3.muel Kierst~ad. 

Statement of Land Damage Claims.-Continned. I' 

.,Land and Damage, 
do. 
do. 
do. 
do. 
do. 
elu. 
do . 
do. 

Brought Forward .. 

r Land purchased from Mrs, Ferguson, adjoining 
the Wharf, 

'IFor Wharf, 
Removing Barn, 

. Land and Damage, 
do. 
do. 
do. Lawlor's Lake, 
do. " 
do. " 
do. 
do. 
do. 
do. 
do. 
do. 
do, 
!'Io. 

t, do. 
I 

rorward .. 

A.MT. OF CL~B!.I A. \I'D. BY CuM. A. \I'D. BY A.PP·IWHEN PAm t 

12228 1 4 5074 0 0 
.. . . . . . . . . . 25 0 0 Mayl0' 58 II 
. . . . . . . . . . . 10 0 0 "May 31 " 
........... 25 0 0 
........... 25 0 0 
........... 35 0 0 
• ......... 0" 50 0 o July 28" 

125 0 0 "/7 10 0 
.. ........... 6 0 o Sep. -" 
1000 0 0 65 0 o Aug. 5 " 

••••• 00 ...... 

'" ......... 141. {; 0 Oct.3l 'li8 
60 0 0 17 10 0 

............ 4 0 0 Nov. 9 " 
5 0 0 Nov.17" 

30 0 0 May 31 " 
60 0 o Scpo 29" 

350 0 0 No Damage. 
50 () 0 do ~ 

""" 1M 0 0 do "'" II> 750 0 0 do 1 
250 0 0 do °a rD. 
100 0 0 do ~~ 

30 0 0
1 

do .- '" - ::: ~ '" 450 0 °i do :>tl 300 0 o· do ~ I 
200 0 0, do i3 200 0 0' do .. I A 

12 10 011 do 

£ 12605 16 4, 5332 10 0 

i-!o 
t{) 
00 



()J,AIMA~T. 

George Roberts, 
Est. D. \Varren, . 
J no. Palmer. 
J no. K. Campbell, 
'1'hos. Pun is, 
Jno. Daniel, 
Thos. Fraser, • 
J as. Siderquist, 
M. H. FowlN,. 
W. Crawford. 
Rev. W. W. Walker, 
W. TIaymond, 
Jacob Yeomans,. 
Robert Kee, 
J. D. McManus, 
Robert o tty • 
1. & C. Ketchum, 
e. J. Hendricks, 
George Brown, 
J. A. Mc!\1anus, 
Edwanl Bartea, 
JI. Secord. 
Charles Secord, 
Ueuben Spranle, 
v. H. :secord. 
A. B. Sproule, 
R. Burgess. 
Malcolm Wilmol, 

]'Iii 

Statement or liand Damage Claims.-Conti1l'ucd, 

• ,Land and Damage, 
do, 
do. 
do. 
de. 
do. 
do. 
do. 
do, 
do. 
do. 
do. 
d&. 
do. 
do. 
d'o. 
do. 
do. 
do. 

iIAMT' OF CLAIM. AWD. llY COM.I AWD.llY .1.1'1'. 

Brought Fon~;-;d-:-,i 12,605164' 5,382 ion 
300 0 0 No damage . 
100 0 0 do 
200 0 {) do 
300 0 0 do 

151 0 0 do '1 
150 0' 0 do 

100 a 01 do 
200' 0' 0' do 
100 0 a do I 
200 0 0 I do I' 
150 0 0 do I' 30' 0 () do' 

50' 0 0' do' 
150 0' 011 do, 
160 a 0 ( do II 
150' 0 (} do II 
250 0 ~ do 
30u 0 01 do I 

75 0 6' do 1'1 

do. 
do. 
do. 
uo. 

£25 peT acre, 
75 5 01 do 

155 0 01 ~~ II 

uo. 
do. 
do. 
do. 
do, 

125 0 01 I do II 

I 
125 0 ~ do, 
100 a {)I do i 

I 
1ii5 0 QI II do l: 

50 0' 011 do J 100 0 a! do 
------ ---II 

Forward. ,£:12,605 16 4 5,332 10 

t:I .. 
:; 
~ 
" '" 
'" ~ s· 

O'q 

~. 
g-
"" .s-
o; 

'" ::: 
" a-
$' 

~ 
t':' 
~ 



CL.A,l~IANT. 

Alex. Hobin.on. 
\V· Horsman, 
W. nobinson, 
.,\Ifrl'd Trites, 
:\'Ialcolm Homers, 
A ndrew Somers, 
l~. Steeves. 
D. & H. ~teeve5, 
Gabriel Steeves, 
Israel Wilson. 
Ramfo.ru Wilson, 
Reuben \Vils()n, 
Robert vVeldon, 
John "Vii mot, 
George v\Tortman, 
VV. H. vVortman, 
Martin Wortman, 
frederick W C\ftlna~l, 
IV. Crandall, 

BJward A ilison, 
GloiJe Land, 

Statement of Land jj) .. mage Clah •• s.-ConcludeJ, 
----~------

Lanu and Damage, 
Uo. 
do. 
do. 
uo, 
do. 
do. 
da.. 
do. 
do. 
du. 
J". 
uo. 
do. 
do. 
Jo. 
do. 
do. 
Jo. 
do. 
do, 

Brollg\lt fon-,,--
..(\1'11'.1'\ OF CLAlM. i A 'YD. B Y CO~I. 'A. 'VI1. BY APP. 

- 1 ___ -

. 12,605 16 4 !5,332 10 0 
50 0 0 INO damage. 
25 0 0 do 
50 0 0 ,do I 

I so 0 0: \1 do I 30 0 oi do 
I 300 0 0i' I do 

! 1 ~~ .~ ~; i ~~ II I ilO 0 0' do 

I J5 0 "I I do I [ 15 0 0: I do ! 

70 0 () do! 
; I' i 
I I do II , I do ' 

.1 I i 
25 0 U1 ,do 'I' 
so 0 0' 11 do i 
MOO ~ , 12~ 0 01 j d,~ II 

II 500 ~ ~;I'! I do 1'1 
750 0 01 do 

, ~~.£ 12 605 ~4 11\,332 io-oll 
Amount paid prior to appointment (;f Commissioners,.. . ... . . . .. . .. . ... . . . . . . . ... . . . . . .. . .. . . . . . 14 14 
Amount paid by Commissioners,.................. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .. 12605 16 

6 
4 

t:I .. 
:3 
~ 
" CD 

I:"l 
:! 
5' 
"" ~. 
t:r 

" c. 

~ 
t::d 
" ::l 

" :? 
'!' 

Award of Appraisers" ...................................................................... 533210 
A ppraisers Account, ................................................................................. . 
l.,aw Charges, fees of Record, &c. &.0. &c. , .. '" ....................... , ......................•...•..... 

Amount ",r Dehit of PeJ;'manent 'Yay, No 3, as per Bala"ce. 

o 17'" 0 10 ! 
1080 16 10 
298 0 1 

.£19,331 17 9 .] 

1..1 

~ 



131 
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STATIONS ON THE LINE. 
?Iiies Miles j'rU''":'m~~;-i;ii;-:-ieS::----II-~--~-~~--~~~~~-~ 
from ! prillei]!"ll from STATIONS. 

~t:John. St~tion~. I~~' ______ ~~ __ ~ ____________ ~ ____ ~_ 

23 

31 

44 

.')6 

'66 
76 

89 

I 

13 

o 1St. John. 
1 CerneterY, 
2 Moose Path. 
1 Hobinsoll's. 
2 TOlTybllrl1. 
1 Appleby's. 
2 Keunebecasis. 
3 Quispamsiss (01' Lakefield.) 
.5 N au vvigewauk (or Hammond River,) 
4 Quispam (or Groom's Cove.) 
:2 Ossekcag' (ncar Hampton Ferry.) 
5 Passckeng. 
g Norton (;lear Baxter's.) 
7 ApolJaqui (near Millstream.) 
G Sussex. 
3 iPlnmwcseep (near Snider's.) 
4 [pcnoheqnis (neal' Hoache's.) 
5 IIPort;:wc (near McLeod's.) 
4 Anag~llcc (neal' Leake's.) 

10 6 !Pctitcoc1iac. 
10 10 ISalisbury. 

2 Bonndary Creek (near Nixon's.) 

13 
4 !j\fountain. 
7 ',Moncton. 

106 17 
,I 

2 IUnmphre.Y's Mill. 
4 1000],::'S Brook. 
7 ~orC~lcster Road. 
4 IOh8c11a('. 
2 _ Point eln Cheno, 

I lOt) 



CERTIF'IED COP"V Of!' 

JACKSON & Co.'s SPECIFICATION A., 
FOIl BUILDING A 

SINGLE TRACK RAILWAY, 
From Saint John to Shediac . 

..... ' 

EUROPEAN & NORTH AMERICAN RAILWAY • 

Chalre, 

Pirii" 

':lJall""t. 

Fencing. 

Earthwork. 

. ' 

Saint John to Shedicw, - 107 lI-files 
The Bend to Nova Scotia, 37 

Total ~ - - 144 ,. Single Track. 

~ SINGLE' TRACK. ~ 

Permanent TVal/ H.,ails 63 1bs. to the Lineal yard. 
Wrought Iron 'Chairs at the Joints each Ii ibs. 

weight. 
Wrought Iron Pins, Hacknlataek or other suitable 

wood ties 8 t to 9 feet long. 
Ballast, 2 t Oubic yards fi:>r el'ery Lineal yard. 
l?encing, where l'equircd, Post and Hail. 
Earthwork, Excavations 24 feet in width with 

slopes on ordinary Outtings of 1 t to 1 and ill 
Rock t to 1. 

Embankments. Embankments 15 feet in width at formation 1eve11 
with slopes of 1 ~- to 1. 

firade,. 

~ ... 
Grades, Maximum Grade not to exceed 45 feet 

per mile. 
Curves, Minimum Radius on Main Line 1500 

feet. 
Bridges, unc1er the Railway of 100 feet span alld 

ul?wards to be. constructed of Iron, under that span 
of Stone or TImber, or both, at the discretion of 
the COlltractors, secured with Iroll bolts and fUt'ten­
ingR ;-over the Railway to be consttUcted of Stono 
91' Erick, ~ 
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C~dverts, to be constructed of Stone or Timber 
or both, depending upon the nature of the Foun~ 
dations, as may be most .expedient as approved by 
the Consulting Engineet'. 

Crossings, for fal'm and other roads on the Line 
of the Railway to be constructed in the usual way, 
and a Notice Board. erected at aU the public road 
crossmgs. 

Road Stations, to be provi&ed at or near (1) Nine 
Mile House, (2) Hammond River, (3) Hampton, (4) 
Finger Hout'd, (5) Sussex Vale, (6) Head of Petit­
codiac River, (7) Pittfield's and two intermediate 
between the Bend and Nova Sootia boundary, with 
300 yards siding at each,and also at the Bend, 
Shediac and Nova Scotia boundary, with a length 
of siding not exceeding half a mile at each. 

ROLLING STOCK A~ FOLLO\VS :-
10 PftSSenger Engines, 20 Horse Boxes. 

5 Goods do. 15 Ballast vVagons, 
14 Fimt Class Cars, 20 Hand Cars, 

6 Second Class Cars, 4 Snow Ploughs, 
.50. Goods Wagons, 3 42 Engine Turn-tables 

for St. J olm, Sussex Vale, and Boundary, 
50 Box Cars for Dry Goods, . 
.50 Timber Wagons, 20 15 Turn-tables, 
20 Cattle Cars. 

The Road Stations, To be constructed of Wood, 
Brick or Stone, as the Contractors may find con­
venient, and to consist of a Hemse with two upper 
and two len-vel' 1'oonl.s for the St~tion Mastel" with 
Out. buildilHts and otherconvcnieJM:es together with 
a Ladies' R~ceilc'tion. Room, B0Gking Office and 
open Shed for Gencral Passenger's, compl.ete with 
Urinal and Water Closets; alBo a PlaUorm for 
loading and 1i!.[ollGading Cattle, Carri~ges, &c., &c., 
and at Sussex Vale, the Bend, Shedlae, and Nova 
Scotia Bouudary, Merchandize Sheds ~ be erected 
with Cralites and every necessary apphanee, also 
Wate!' Tanks and Woodsheds at Hampton, Sussex 
Vale, Pittfield's, the Bend, Shediac, and the fron­
tier. 

The Terminal Stations at Saint Joun to consist of 
a Carriacre Shed roofed over for Passengers, with 
Platfol'l:s~ Booking (i\ffices, Porrers offices, Waiting 

Culvert&. 
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rooms, Luggage rooms, Store rooms, Urinal and 
Water closets, Superintendent's l'esidence complete~ 
Board room, Secretary's office, Clerk's, do., Tele­
graph do., Refreshment room, and all requisite 
conveniences, Covered Goods Shed with Platforms~ 
Cranes and Appliances, Cattle and Carriage Plat­
forms with one mile of sidings to be burit of Brick" 
with Slate or Zinc Roof; an: estimate of such build­
ings in both ,TV ood and Brick to be fil'st made, and 
should the estimate in Brick exceed the estimate 
in Wood then the excess or difference to be equally 
divided and borne by the Oontractor and Oompany. 

Signed, 
R. JARDINE, Preside:at. 
W. JAOKSON, 

I certif~y the foregoing to be a true copy of the 
Specification or Shednle A. attached to the original 
agreement. 

Signed} ROnT. D. WILMOT. 



IForm of Contract, Specification ",,,d Scholl,,!e "'pon which the Rt\i1way Wock. l1",'Ve boon let l,y 
the Government.] , 

NEW BRUNSWICK RAILWAYS, 1859. 

EUROPEAN & NORTH AJYIERICAN RAILWAY. 

CONTRACTi SECT!ON NO" 

§irtirlr!& nf §l.nrmurnt made and entered into this 
~ay of in the Yoar of Our Lol'u, One 

Thousand Elght Hundred and and made in PUl'­

suatlce of the Act of Assembly of the Province of New Bruns­
wick. to au.thorize. the Construction of Railwa:ys in thc sai(l 
Provll1ce, 111 duplIcate between 
of the first part, and Her Majesty, Queen VrcToRIA,represented 
herein by Robert Jardine, Chairman of the Board of Railway 
CommissiOllers of the Province of New Brunswick, appointed 
under Act of Assembly 19 Victoria, Cap. 15, of the second 
part: 

vV ITNESSETII that the said part (if the first part, for ana 
in consideration of the payments to them in hand, well and 
truly made, as hereinaft0r set forth by the o:aid part of the 
second part, do hereby for Heirs, Executors, 
Admillistrators and Assigns, covenant, pl'omise, and agree to 
and with Her said Majesty, Queen VICTORIA, Her Heirs and 
Successors, represeutecl herein as aforesaid, to construct, builc1, 
complete and finish ill a good, substantial and workmanlike 
manner, under the superintendence of tlle Chief Engineer 
appointed under the said Act, and in every respect to the 
satisfaction of the said Board of Commissioners and the saia 
Chief Ena-ineer for the time being, aU the work contained in 
Section No. on the Division of the Euro­
pean and North American Railway, commencing at a Station 
numbered and extending to a Station num-
bered being a distance of 
miles yards, more orLless according to the Sre-· 
cificatiol1s and plans hereunto annexed a~1d referred to,. and 
to provide all necessary plant and l1}-atenals therefor of ~he 
very best description, and to do all smd work, and to prOVIde 
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all said plant and material, subject to the inspection, super, 
vision, approval, and rejecti?~ of the ,said Ohief ~ngineer, 
and upon the terms and condItIons heremafter specIfied. 

The whole to be completed and finished, and in every res-
pect ready for use, on or before the day of 
One Thousand Eight Hundred aud and to be con-
ducted and carried out upon the terms, conditions and stipu­
lations hereinafter specified, and which terms, conditions, 
stipulations, specifications and plans, are to be considered in 
every respect,as part and parcel of this Contract. 

IN CONSIDERATION WHEREOF, Her said Majesty, Queen 
VICTORIA, represented as aforesaid, doth promise and agree 
to pay to the part ofthe first part, the lump sum of 

pounds, shillings and pence, of 
the lawful currenc.y of New Brunswick, the said sum to be 
paid the part of the first part, by montb ly instalments, as 
the work proceeds, according to the rates and prices in the 
tender and Schedule herewith attached: 

CONDITIONS. 
Materia!~. Firstly, That the part of the first pal't shall re-

ceive and use in the work herein contracted for, 
such Timber, IrOll, Stone, Cement or Lime, and 
other materials as shall be furnished by the said 
Commissiollers, and allow therefore such snm or 
sums of money as the Engineer may deem equita­
ble: provided the same is not included in Schedule 
of prices attached to this COl1tract, alJd that the 
amount thereof shall be deducted from the amount 
of work done under this COl1tract. 

Secondly, The constructing and finishing of said 
dO;;:,or~CC;~di~~ \~ork ,is to be ~olle in, all respe~ts a~co)'din.g to the 
,0 Speci:fic~lio". dlr~ctlO~lS and mstructlOlls contallled m, which may 

~e lmplJed from, or are incidental to the specifica­
tIOns h!weul1to anllexed, and allY plan or plans re­
ferre,d to in the said annexed specificalions, which 
specdkatlOns and plan or plans therein referred to 
are hereby nllltl1ally agreed and derlared to be in­
corporated in, and form a part of this Contract. 

:r"J''''Ollt.. 1'hird~y, The payments of the prices herein be-
foreme,llt~oned shall be made monthly by the said 
CommISSIOners upon certificate being received by 
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them from the Chief Engineer and approved of, 
that the work for or on account of which snch pay­
ments shall be claimed has been duly and faithfully 
executed, such certificate to be given by the Chief 
Etlgineer within ten days after he shall have re­
ceivpd an Estimate from his Assistant Engiueer or 
officer ill charge of the work, specifying the amount 
of work done dnrillg the month thell ending. 

But that nevert heless it shall be la wfnl for Her Retained money 

said Majesty to withhold from the part of the first 
part, alJd retain Tell per cent. out of the amonnt of 
the estimates, until the perfect completion of the 
work to the satisfaction of the said Commissioners: 
which Ten per cent. so withheld and retained shall 
be prlid with the last instalment, after the Engineer 
or officer ill charge shall have deli vered to t he Chief 
Engineer his final estimate of the work performed 
and materials furni~hed in virtue of these pl'f~sents, 
with detailed measurements, weights, &c., alJd upon 
approved certifica te by t he said Chief Engineer of 
the work havJl1g been fnlly completed and finished: 
PROVIDED, that in forming his final estimate the En­
gineer or other officer shall not be bonnd or govern­
ed by the preceding monthly estimates which shall 
he ta ken and considered merely as approximate. 
PROVIDED ALWAYS, AND rr IS FURTHER AGHEED, 

That Her said Majesty from time to time by the / 
said Commissioners, during the progress of the 
work, may pay to the part of the first part the 
whole, or any portion of the Ten per ceut. so with­
held aud retained. 

FourtMyl That the work hereby contracted for, Workudotto.Ob-• struct a JOllling 

to be done by the part of the first part, shall as far Contmct,. 

as may be required by the said Engineer, be prose-
cuted so as to facilitate and not to incommode or 
obstruct the prosecution of Contracts for adjoining, 
or contigllous works. 

Fifthly. That this Contract shall in every respe?t Pl.~~~~toXO ~; 
be prosecuted in snch order and at such places III theElIgiuocrdi. 

the work and at snch times and seasons as the Chief
rvet

,. 

Engineer shall direct. . 
, Six~hly. That if by report of the E.ng.lI1eer,?r ne;'~.'i~~y E~rl~ 

Supenntendent employed by the CommlSSl?nerS In work from C9l>­

that behalf~ it shall appear that the establlshment 
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tractor and re- and rate of progress a t and in the said work are not 
lot tile .ame. such as to insnre the com pletion of the same within 

the time herein prescribed, or if part of the first 
part shall persist in any course violating the provi­
sions of this Contract, Her said M ajHsty shall have 
the power at her discretion, by order of the said Board 
of Commissioners, without previous notice or protest 
and without process or snit at Law, either to take 
the work or any part thereof out of the hands of 
the part of the first part, and to relet the same to 
anv Contractor or Contractors with ant its being pre­
viously advertised, or to employ additional work­
mell and provide materials, tools,and otber necessary 
things at the expense of the part of the first part. 
Alld the part of the first part, in either case, shall 
be liable for all damages and extra costs and expen­
diture which may be incurred by reason thereof, 
and shall, in either of sncb cases, likewise forfeit all 
monies then due under the conditions and stipula­
tions, or any, or either of them herein cOlltained. 

~-ailurc in Con- Seventhly. That. in case of failure in the Con­
tract. tract, the part of the first part shall thereby forfeit 

all right and claim to the said Ten per cent., or any 
part thereof remaining unpaid, as well as to any 
monies whatever due on this Contract. 

All workand Eightldy. That all work of every description may 
~nateri"ls to JJC be inspected durino- construction either bv the Chief' lllspectcrl. b' w 

Engineer or sncll otficer as he from time to time 
may appoint to superintend tbe same, and should 
any work be disapproved (If, it shall immediately be 
removed or taken clown and replaced by such as 
shall be satisfactury to the Eugilleer or the officer 
in charge. And 110 further estimate shall be made 
upon the same section so long as any work shall re­
main imperfect; and any omission to disapprove of 
any work at the time of a monthlv estimate being 
made, shall not be construed to be acceptance of 
any defective work; likewise any material disap­
proved of shall not be llsed in the work, and if not 
removed by the part of the first part when direct­
ed by the Chief Engineer, or person in charge, tben 
the reJe~ted mat.erials shall be removed by the afore­
S[lld Chief Engllleer, or person in charge, to such 
place as he may deem proper, at the cost and charge, 
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and at the risk of the part of the first part. And 
it is hereby expre:c<;sly declared and agreed by and 
between the parties hereto that all materials, of 
every nature and description, and the property 
therein, which from time to time may be procured 
and furnished by the said part of the first part, to 
be used in and about the construction of the said 
works hereby contracted for, so soon as the same 
shall be inspected, approved of and marked by the 
Chief Engilleer, or his officer for the time being in 
charge of and superintending the said works, shall 
absolutely vest in Her Majesty, the Queen, and the 
same may"be included in the estimate of the ElIgi­
neer or otlicer in charge, all which materials so in­
spected, approved of and marked shall not there­
after in al,y way be liable or subject to the debts, 
contracts or engagements or otherwise atTected by 
any act of the said part of the first part to the 
prejudice of the said part of the second part. But 
it is distinctly understood and agreed that the inspec­
tion and approval of materials shall not in allY way 
subject Her said Majesty to pay for the said mate­
rials, or any portion thereof unless employed or used 
in the said works, nor prevent the rejection after­
wards of any portion thereof which may turn out 
to be unsound or uufit to he used in the work; ]]01' 

shall sucll inspection be considered as any waiver 
of obje:tion to the work on aCcoLlut of the unsound­
ness or imperfection of the materials used. 

Ninthly. That, in the opinion of the Engineer, Contmclor to 

should allY overseer, mechanic or workman, employ- ~:~~',iS;;c.,w"rk 
ed on 01' about the work, give any just cause of com-
plaint, the part of the first part, shall immediately 
upon the application of the Chief Engineer or, per-
sall in charge, dismiss such person or persons forth-
with from the works, and he shall not be employed 
again thereon without the consent of the Chief En-
gineer· and should the part of the first part con-
tinue t~ employ snch overseer, mechanic or work-
man, the part of the fin;t part shall forfeit to Her 
said Majesty, Her Heirs and Sncces.sors, the 811m of 
five ponllds current money aforesaid, for each and 
every day during which such overseer, mechaniC or 
worli:man shall be employed on the works after 



140 

sucb application as aforesaid; and all the,snms so 
forfeited shall be deducted from and out of the 
amount which the part of the first part may be 
entitled to recflive from her said Majesty at the com~ 
mencement of tbe mouth next ensuing such forfeit; 
01' at a later period as Hel' said Majesty may deem 
propel'. 

Englnoer to de- 'lent My. That to prevent all dispntes, it is here~ 
t"rmin~ quanti- by lllutually agreed tbat the Chief EnO'ineer for the 
tiM, Interpret . . '. . b 
Spocifications, tllne belflg, shall In all cases determIne the amount 
&Cc, or quantity of the several kinds of work which are 

to be paid for nnder this Contract, aud the amount' 
of compensation at Contract prices which are tobe 
paid therefor, and also that the said Engiueer shall 
in all cases decide as to the construction to be put 
upon any part of the J>lans or Specifications, or any 
other question which can or may arise relating io 
the execution of this Contract, aud his measure': 
menls and decisions shall in all cases be conclusive' 
and hinding between all parties, subject, however; 
to the final approval of the said Commissioners. 

Elevl'Ilthly. That if any change or alteration, 
bo~~~t~,:t~~akeeitber in the position or details of any part of the 
''It"ratio~,, O! work shall be required by the said Chief Engineer change8 1Il pmil- . 
tion o,rtletuil,ofdUflllg' the proaress thereof, the part of the first 
'.I(orklfrl!qlllreJ."-' t':I • . 

or the Chief En- part IS hereby bound to make snch alteratIOns or 
gIneer. change, and if alteration or change shall entail ex-

tra expeuse on the said part of the first part, either 
in labour or materials, the same shall be allowed 
the said part of the first part; or should it he sav­
ing to the said part of the first part, either ill la­
bour or materials, the same shall be deducted from 
tbe amOlltlt of this Contract; in either case the 
amonnt is to he determined by the estimate made 
by tlle Engineer or officer in charge. But no such 
change or alteration, whatever may be the extent 
or quality thereof, or whatever time the same may 
be required to be made, pending the said COlltract, 
shall in allywise have the effect of suspending, su­
per~edillg, annulling, or rescinding this Contract, 
whIch shall continue to subsist, 1I0twithstandiflg 
such change or alteration; and every such change 
or, alteration shall be performed and made hy the 
smd part of the first part, under and subject to the 
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~onditlol1s, stipulation~, and covenants herein ex~ 
pressed, as if sl1ch change or alteration had been 
expressed and specified ill the terms of this Con­
tract, and shuuld the said part of the first part be 
required by Her Majesty, represented as afore~mid! 
to do any work, or furnish allY materials for which 
there is not any price Bpecified in this Contract., the 
same shall be paid for at the estimated prices of the 
Enginp,er, subject to the approval of the said Com­
missioners i but no change or alteration as aforesaid 
whatever, and no extra WOl'k whatever shall be 
done without the written authority of the Engineer 
ill charge, given plioI' to the execution of such 
work, lI.or will any allowance or paymt'llt whatever 
be made forthe same in case it should be done with­
out snch anthority. All bills for extra work, when 
ordered hy the Engineer, mnst be returned rnonth~ 
1y, or within one week from allY time that may be 
called for by him; failing so to do, payment of them 
shall be discretionary with the said Commissioners. 

Twelfth/.If. That the part of the first part will Ardent 8ptrilB, 

not by or agents, give or sell any ardent spirits 
to workmen, or any other person on or near the 
said worli, or allow any to be brought 011 the work 
by labourers or other persons. 

ThirteentMy. That the part of the first part Wark not !<J b<J 

shall not in any way dispose of, or suh-Iet, or re-letst1b.let. 
any portion of the work embraced in this Contract: 
but the Whole shall be done by labourers under 
immediate superintendence, with the exception of 
procuring materials. . 

Fourteenth/y. That any notice or other paper. Sp.rvin{l; J1<r 

connected with these present:'l which may be requir- tlce •• 

ed or desired 011 behalf of Her said Majesty to be 
served on the part of the first part, may be ad-
dressed to the part of tho first part at residence, 
or usnal place of business, or !it the place where 
the work herebv contracted for is carried on, anrl 
left at the Post 'O[-fiC(~ in 
and any paper so addressed and left at th~ Post 
Ottice shall to all intents and purposes be conSidered 
legally served, 

Flfteentlib;. That should the part of the nrst NOIl .• ompie&t. 

part not complete the worl. herein contracted for ()t 
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o!Work :"ithin the period agreed UpOll as above mentioned, the 
t.lllWspCClfied. said part of the first part shall be liable for and 

shall cause to be paid to the part of the second 
part, all salaries of wages whkh shall become due 
to the person or persons superilltending the workon 
behalf of the said Chief Engineer, from the above 
named period for completion until the same shall 
be completed and received. 

Six(eenthl.y. That in case it :shall happen that the 
In cnse the 'd f h fi t II t f II I (,hipf l:ngillCCl'Sal part 0 t erst part Slla no L1 y comp ete 

~,:;~~~~:~," to ~)~.~:the work hereill agreed for within the time herein 
("·,,,1 with \,;ork before t3pecified the said Commissioners may if 
If not (;olTlplpte(l . ' . . ' 
\,:ithinlimc;pc- they shall thlrlk fit, permit the said Contractor to 
elfic·t!. d . h d I h . 1 I 'f h procee Wit an comp ete t e Salt wor { as 1 sue 

r)is~hargrd 
UViO, 

time had not elapsed; and that in such case, sueh 
permission shall not be deemed to be a waiver in 
allY respeet of allY forfeitnre or liability for damages 
or expenses otherwise incurred by said Contractor 
in consequence of sllch failure to complete this 
COil tract within such time, or incnrred by him un­
der any of the stipulations or provisions contained 
in this Contract, or ill the anllexed specifications; 
but this present COlJtract aud every snch forfeiture 
and liability so incmred, shall still continue in full 
force against such Contractor as if such permission 
had not been granted; alJd the said work shall in 
such case be performed, completed and paid for, in 
every respect accordi:lg to the terms, stipulations 
amI conditions contained in this Contract, and in the 
Specifications flllllexed, subject to the same forfeit· 
ures, liabilities and deductions, as are herein men­
tiolled, which had been incurred by virtne hereof 
before snch permission, and subject also to snch for­
feitures and liabilities, and thl'; deduction of all such 
costs and expenses as shall or may, by the decision 
of the Chief Engineer, have been incnrred after 
:meh pE'rmissioll, by reason of the lJon-completion, 
of such work withill the time herein before specified 
for its completion, or by reason of the breach by 

, sHe,h C~ntractor of allY of the stipnlatiolls contain­
ed III thiS Contract, or in the fillllcxed Speci:ficati(JIlJ~. 

Seven teen tltly. That the part of the first part 
shall not hire any men that may be in the employ 
of, or have beell disdmrged for misconduct from 
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any other section of the work, unless by consent of 
the parties who discharged them. It is likewise 
distiLlctly undr:rstood that the Contractors them­
selves will make such arrangements as shall estab­
lish a uniform rate of wages throughout the works, 
and that such arrangemeuts shall not be departed 
from except by a majority of the other Contractors. 

Eighteenth/y. That the said part of the first Laborers!o1)c 

part shall P8Y all labourers in employ monthly ;paJd moul"-l;" 

and in caSe of failnre of the part of the first part 
so to do, the snid Commissioners shall have full 
right alld anthority to retain in their hands, for the 
paymellt of the workmen employed by the said part 

orthe first part, all any work hereby contracted 
for, such an amOl1ut of any monthly estimate as the 
said Engineer may report to be refluisite for that 
pnrpose. Aud the said Commissioners may adopt 
sucb meaSllres for the dishmsement of such retained 
money as they lllay consider the most judiciolls for 
the interest of all parties concern rd. 

NineteentMy. It is hereby also expressly condi- Sll'pCD'On ,,\' 

tiolled an-d llLJderstood that the Govefllor in Council "orI" 

may su~p8nd the progress of tbe said WOJ'ks hereby 
agreed for, or any part thereof, according to the pro-
visions of Act of Assembly, 19 Victoria, CllP 15, 
entitulecl, "An Act to allthorize the construction of 
Railways in tbis Province." And in case tbe exe-
cution of this CotJtract shall be suspended as afore-
said at any time, and for any cause, 110 claim for 
prospective prolils all work not done ~hall be made 
or allowed; bnt such all allowaLJce for actnal ex-
penses incurred as the said Commissioners, llpO.Ll 
the report by the said ChiefEngiueer, may deem fall' 
and rcasonClble, ,>.'hicb amoLLllt, when settledhy the 
said Commissioners, shall be conclusive npon all 
parties; but the part of the first part sball.ha\'c 
the right to complete the work when the part 
of the secoLJd part shall order it to be resumed. 



EUROPEAN AND NORTH AMERICAN RAILWAY. 

SPECIFICATION FOR WORKS. 

Oeneralde.crip- THIS Specification comprehends all works and 
tJi.,o of Work. 

every operation necessary for the formation of the 
Line of Railway, as fl Single Line of 'Vay from Sta-
tion sh0wn on the Drawing, No. on 
the General plan to StatiOlI also :;hewn on the 
Drawing, No. on the Plan (with the ex-
ception ofTracklaying and Ballasting the Permanent 
way, which is not included in the present Contract.) 
and includes all diversions of RoadR a lld St reams. and 
the completion of all Hridges and Masonry, and the 
maintenance all the works, exclusive of Permanent 
Way for twelve calender months, after the Works 
have been finally delivered over alld accepted. 

1>"'lI'ih"". The accompanying Drawings referred to ill this 
Specification and in accordance with which the 
'Vorks are to he executed, are in 
number, as hereafter particularized; and they arc 
strictly to he attended to in the execution of the 
Works, with the particulars and description tbereon, 
as well as snch explanatory or dl'failed Drawillgs 
as may be furnished by the Engineer dnriug the 
progress of the Work. 

C<lnd.itibh8 of The Works included in this Specification are to 
t'Mtdor. be undertaken for a lump Sllm of motley, tlte details 

and prices of wbich, based UpOI! tbe ql1Cllltites given 
on the Plans, to be stated in the Schedule; alJd it is 
distinctly to be nndel'stood that each item is to 
be monied Ollt at a fair and reasonable rate, and 
the prices for additions and deductIons and extra 
work, is also to be filled up; failing ill eilbPf of 
these particulars the Tender will Ilot lie recoguized. 
Should any alteratiotl,adciition, v:JI'iation, or diminu­
tion, be made to, in, or from suid 'Vork~, or should 
other 'Vorks he substituted for those shewlI or 
;specified by order of the Engineer; thell such altered, 
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additional, varied, diminished, or substituted Work, 
to be measured by the Engineer and to be valund 
by him at the prices quoted in the Schedule anllexed 
to the Teuder; or if there be no prices applicable in 
the said Schedule, then the price to be fixed by the 
Engineer; aud in all such cases the amount or value 
thereof to be added to, or deducted from the lump 
Sl1m tendered, as the case may be. 

The Eng-illeer will set out the work and carefully ~ t" ~ '-' .:ole "lng oU'. 
stake out the centre lille and half widths UPOll Work. 

the ground at every fifty feet, and mark the euts 
and filis, upon the stakes, after which the Contractor 
must be I'Psponsible for the correctness of the align­
mellt and gradients, as no allowance will be mide 
for errors by reason of the Works being ont of line 
or level, and the whole must be delivered over fin­
ished and complete, ill accordance with the Plans 
and Sections. 

Entire changes in the location. of the Railway, Chant"'" 

with a view of perfecting an alignment of the same, 
. together with variations in the grade Iille, llIay be 

made by the Engilleer, alld no extra allowallce be­
yond the additio!Jal measurement (if ally) shall be 
claimed therefor. 

The length of any Section may be increased or .Length af.8<e<¥· 

diminished by the Engineer if he consider the same tIOW. 

necessary or expedieut for the benefit of the \,york. 
The qnantities marked upon the Section, whether QU<Llltitj ... 

of Excavation or Embaukmellt, are deduced from 
cross section measnrement taken upon the gronnd, 
which has been tested with numerOllS pits: also an 
allowance of ten per cent. is made upon the actnal 
cnbic measuremellt of the embankment for shrink-
age. The Masonry also has been careFully 
calculated, and is in the opinion of the Engll1eer 
correct. These quantities are gnarallteed to be cor-
.rect, ]Yut should allY considerable excess or de-
ficiency arise, a corresponding addition or deduction 
will be made. 

The various Works are to be execnted according ~, ( ~ 
• H orll.-fl. 0 LI'9' 

to the accompanyin a Drawings. These dra WJl1gs ~xecuteJ,'coor~. 
to ~ h C 109 to Draw.ags. 

are sllpposed to be correct, but t e ,ontractor must 
satisfy himself on this point by takll1g and testlllg 
the levels, or by ally otber means, as no allowance 

DI0 
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whatever will be made on the ground of any 
mistake. 

Engineer to. in- If in any case it should happen that the ·dimen. 
~~W~~; ~:dClfi- sions written or described on the Drawing do not 
Drawings correspond with measurements taken by the scales, 

the Engineer in all such cases is to be the sole judge 
which of the two is correct, and to be taken, and the 
work is to be executed according to his decision. 

Grubbing .. 

Looae El\.rth. 

The ground occupied by, and set apart for the 
Railway, is to be cleared for a distance of fifty feet 
each side of the Centre Line, of all buildings, tim­
ber, fences, stumps, bushes, logs, brush and other 
vegetable matter, which are to be removed to such 
places as the Engineer may direct; the buildings, 
crops and fences, to remain the property of the Com­
missioners; the loose brush, rotten logs, and other 
materials liable to catch fire, for a further distance 
of ten feet, or sixty feet each side of the Centre Line, 
are likewise to be brought out to it and burned, and 
in no case will thev be allowed to be cast back on 
the adjacent land .• 

The trees, stumps and bushes, to be cut close to 
the surface of the ground, removed, and piled upon 
the Centre Line, and the whole burned,or otherwise 
got rid of as the Engineer shall direct. No grading 
of any kind shall be commenced upon a Section 
until the clearing is finished to the satisfaction of 
the Engineer. 

Where Embankments are less than two feet ill 
height, all stumps, large roots, and other vegetable 
matter, must be thoroughly grubbed out and burned 
as specified above. 

All vegetable or loose earth, which may be UIl-

suitable for Embankments, must be removed, and 
no stumps, logs, or other perishable material,. shall 
be placed in the Embankments. Should peat or any 
other materials be fonnd in any of the Excavations, 
which the Ellgineer may deem unfit to be used ill 
Emb.ankruents, it mnst be carried to spoil, and any 
deficiency which may therehy be occasioned must 
be provided for by the COlltractor at his own cost. 

Ir""k\ohoex- In Excavating the Cl1l1illgS aud forming the Em • 
•• }ut'd uccordin!( b' k I C . 
to longitudinai an ments, t le on tractor must stnctly adhere to 
S<YJtiOll. the depths and heights figured (or drawn) on tho 
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longitudinal Section, and form the slopes and width 
of Road-bed in accordance with dimensions marked 
upon the Section, unless where otherwise ordered 
by the Engineer. 

In carrying on the Embankments due allowance 
mmt be made for Settlement, and sufficient width 
at all times maintained, that no additions to the side 
of any Embankment shall at any time have to be 

. made, and when by reason of side-lying ground the 
Embankment may have a tendency to slip, proper 
Benchings shall be cnt according to the directions 
of the Eugineer to receive the Eml:>ankment. 

The road generally will be graded for a single 
Track, excepting at Stations, Turnouts, and similar 
places, which shall be graded wider, if required by 
the Engineer. The width of the Line, generally, at 
formation through all cuttings, is to be thirty-two 
feet, alld on all Embankments twenty feet in the 
clear, when finished and delivered over, as shewn 
in the Cross Sections. On sidelong and sloping 
ground, the cuts in all cases will be excavated 
thirty-two feet in width on formation, twenty feet 
from Centre on the upper, and twelve feet from 
centre on the lower side. Where the Embankments 
are in Excess, the Excavations will be taken out 
thirty-five feet in width at formation level, if re­
quired by the Engineer. The Centre of the forma­
tion will in all cases be raised six inches higher than 
the sides, and the whole finished and ditched in ac­
cOl'dance with the respp.cti ve Cross Sections for 
Cuttings and Emballkments, as shewn in Drawin~, 
No. Figures at the end of thIS 
Specification, 

Such variations in the width of Excavations and 
Embankments, Slopes and dimensions of the Side 
Drains to be made as the Engineer shall from time 
to time direct. 

All Earth excavated from Road-bed is to be car­
ried into Embankment, unless otherwise directed by 
the Engineer, the surplus material to widen the 
embankments regularlv, or form Double Track Em­
bankment; and where· there may be a deficiency of 
material the Excavations will either be regularly 
widened' all through, or an even and regular ditch 

Settlement 

Single Track. 

Variation. In. 
tho width of 

Cuttings and 
Banb. 

ExcavatloWl • 



Surp!"" Earth. 

CrO!ll!lng •• 

Sid. Cnttings. 

.f)ralnage.. 
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of sufficient capacity to furnish the deficiency of 
earth required will be staked ant by the Engilleer 
and excavated by the Contractor lIpon one or both 
sides of the Railway. No borrowing pits of any 
kind will be allowed, unless especially ordered by 
the Engineer in writing. 

The Snrpllls Earth fwm Excavations not carried 
into Embatlkment, shall De deposited in a regular, 
lUanner upon one or both sides of the Excavalinn, 
with regular slopes, as the Engineer shall direct, 
and so arranged as to cOllvey the drainage or falling 
water from the Railway, leaving a space ar berm 
of 110tless than six feet in width between the same 
and the outside line of the slopes of (he Excavations, 
as shewn in Drawing, No. 

As soon as part o.f all Emban lemen t has been ti pped, 
the Contractor shall trim and form such portiolls of 
the sarne as shall be directed by the Engilleer, in 
o,rder to enable him to judge of the proper allowauce 
necessary for settlement and other cans'es. , 

All Embankmellts and Excavatiops required for 
Road and Farm Crossings, and Bridges, shall be 
completed by the Contractor. 

In case the Engineer shaH determine to ohtain 
any earth fram Side Cnttings, the Contraetor 
mnst execute snrh side cl1ttitlgs wherever directed, 
and in sllch form and to such depth and extent as 
the Etlgiueer shall determine, uuJ shall dispose of 
the earth as directed by the Engineer. 

The bOltamsofthe Cllltingsto be trimmed truly to 
the form shewn Oil the Crass Sections, for the pur­
pose of draining the wuter from tbe surfaee illto the 
side drains and ditches to be formed at the bOltom 
of all Cuttings aud Embankmellts, and along the 
tops of slopes in Cuttings of not less dimensiolls 
than shewn in the Dra willgs, and us much laruel' as 
the Eugineer shall direct. ~ 

The Contractor is to keep all the Cuttings free 
from water, a1lu to constrnct all such wuter comseS 
alld drains as may be necessary to preserve the 
slopes from injury by the action of water dnring 
the. progress of the work or durillg the time of 
lUallltenance. 

The description above given, as to the Cuttings 
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and Embankments, shall equally apply, as to man­
ner of work, to all cases of Bridges, Approaches 
Diversioll of Roads alld Occupation Roads, or 10 any 
other purpose of a similar character, and to every 
other matter and thing as above specified, or that 
shall in the opill ion of the Engineer be needful for 
the proper execlltion of the Work. 

It! carryiI?g t~e Embankment over any Bridge or Temporary 

Culvert whIch IS to be covered thereby, care must Bridges, .&0., 
, whore reqwre'l 

be taken, by the use of a temporary bridge or 
staging, to have the Embankment brougbt up 
equally 011 both sides of slIch Bridge or Culvert, 
and carefully punned in layers not exce.eding six 
inches in thickness, so that the weight of the earth 
may be brought equally upon each side thereof at 
th0 same time; and shonld any iujury or derange­
ment arise to any Bridge 01' Culvert, the Contractor 
will be required to make good the damage, or re­
build it at his own expense to the satisfaction of the 
Engilleer. 

Before the Road is considered finished the Em­
ballkments and Excavations must be neat Iv Trim­
med, and the whole surface made to cOllforin accu­
rately to the given widths and slopes and plane of 
grad uation. 

Trimming. 

It is distinctly stated that 110 Permau.ent Materials Contractor 
. .. I '" I provide all tem-WIll be allo\ved to be used 111 carrYll1g on t 1e "or (S, porarywork. 

but that the Contractor is to provide at bis own cost 
all requisite Plaut and materials, including tempo-
rary Rails, Bridges, Coffer Dams, Crossings, Roads, 
Water Courses an.d Draills for keeping up commu-
nicatimls and drainage during the pmgl'ess of the 
Work. 

The Contractor is to take upon himself 3.1I risks Ri'ks and C?n-

and cOlltingeneies whatever, that may arise in re- tmgcnCl"'" 

spect of tl:;e Works. He is to r~ptace and. ~ake 
good at his own cost any work whIch may fall !rom 
whatever cause, whether from bad workmanshIp or 
materials, or from slips, slides, or freshets. 

The Blastino- of all Rocks during the progress of 
the Work shall be entirely at the risk of the Con­
tractor, and all damages occasioned thereby, or allY 
injury. done by him or his workmen to the. c.ro,rs, 
fences, buildings} or other property of the adJollllng 

BJa.tiXll!'-
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land owners or occupants, in any way whatever,' 
shall be paid for by him. 

R d t t b Public or private Roads which intersect the Line oa 8 nO' 0 e • 
obstructed. of Railway shall not be obstructed by ExcavatIOn 

Road Diver-
sions. 

or otherwise, until direction shall be given by the 
Engineer for completing the Road across the same, 
and convenient passing places or crossings shall he 
kept open for the aecommodation of all having occa­
sion to use them d tHing the progress of the Work. 

Public, or occupatioll Roads across the Railway, 
shall be lIot less than twenty feet in width. Be­
tween the Rails, and over the side ditches of the 
Railway, they shall be planked with merchantable 
Spruce Deals, 110t less than fifteen feet long and 
three inches thick, which shall be well spiked to the 
cross sleepers. 

Two Cattle Guards, five feet in width alld three 
feet in depth, and two open Culverts, two feet in 
width, to pass the water alotJg the Railway ditches, 
composed of Dry Ru bble Masonry, shall be inserted 
at every such Crossing. 

The Approaches, if sunk, shall be built in accord­
ance with DrawitJgs, No. The 'width of the 
Road bed, (if sunk,) shall be twenty feet in the clear, 
with a ditch on eacb side, six feet wide at the top 
one foot six inches wide at the bottom, and one foot 
six inches deep. If raised, it shall be twenty·four 
feet wide on the top. In either case, the Cross 
Sectioll of the Road mnst be raised Of barrelled in 
the middle ten inches, and the longitudinal slope or 
grade is not to exceed one foot vertical to twenty 
feet horrzontal ; also the side slopes of the Cuttings 
and Embankments are not to be less than one and a 
half to one. 

All Road Diversions will be located hereafter by 
the EII~ine~f, and they shall be evenly graded with 
no longttuchnal slope exceeding olle in twcnty. 

The Road-bed, in snch Diversions, shall be 
graded twenty feet wide on the surface between 
the ditches, and barrelled in the centre ten inches; 
the dit.ches Oll each side shall be Ilot less, than six 
feet Wide upon the smface, one foot six inches deep, 
and otle foot six inches wide on the bottom and so 
arranged as to draw all the water off the R~ad and 
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discharge it through the Culverts, which shall be in­
serted at proper intervals under the Road way. 

When the diversion is of considerable length and 
rUlIs parallel to the Rail way, the same number and 
description of Culverts shall be in the diversion as 
are in the Railway between the same common 
points, and they shall be inserted at such levels as 
will completely dry the ditches. When from the 
nature of the ground it is necessary to go into Cut­
tings or Embankments to preserve the inclination, 
the side sl,opes shall be made not less than one and 
a half to one, and neatly dressed. 

After the grading has sufficiently settled, the sur­
face of the Road shall be covered over for a width 
of twelve feet in the centre with twelve inches of 
clean gravel or broken stone, in cubes of not more 
than two inches square, and the whole shall be 
rieally finished in accordance with Drawing, No. 

The Works are to be carried on under the direc- Works to b. 

tion of the Chief Engineer, and such resident and ~a~·~l!~~:"u~rd.r 
Assistan t En o-ineers and Inspectors as he may ap- such other,. as 

. 0 . ~~~~ 
pomt, aud they are to be executed 1lI all respects to 
his entire satisfaction; and his decision on all ques-
t'ions relat.ing to the Works, or to the construction 
and meaning of this Specification, or of the accom-
panying Drawings, or of any Drawings that may be 
furnished at any time to the Contractor, is to be 
final and binding on all parties. 

As a check to the monthly estimates, it is dis- Contractor to 
. . d h h C return Biils ot twctly ullderstood and agree , t at t e ontr3ctor Work done, &c. 

is required to return to the Engineer, at the end of 
every month, true Bills of the total quantity of work 
done, and materials furnished by him up to that 
tirne, before any payment will be made, These 
Bills shall include all extra work, labour and mate-
rials, (if any,) done and furnished up to the date of 
the estimate; failing so to do, payment of extras 
shall be discretionary with the Commissioners. 

For the simplification of the monthly measure- Description of 

ments, it is understood that the various ki.llds of Work. 

Excavation will he classified under two heads, 
viz. :-Earth, and Solid Rock, and paid for as sl1ch. 
Earth, comprising all material of ~~ery kind except 
Solid Rock. Solid Rock, compnsll1g all Rock m 
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places wh'ich requires blasting,. and all detached 
stones or isolated masses measuflug more thall five 
cubic yards. . 

F;very description of material required to be 
raised and removed in formillg the Road bed, is to 
be estimated as Excavation, and the quantity a:;;cer­
tained by measuring, either in Excavation 01' Em­
bankment as the Engineer may determine, making 
sl1ch allowance in measuring Embankments for 
shrillkage as he may deem proper. 

EXCA V ATIO~ FOR FOUNDATIONS. 
Excavation for Thfl Excavations for Foundations of all Bridges, 
FoundatiollB. Cnlverts, Walls, or other Masonry, shall be madcof 

such a depth and of sllch dimensions as the nature 
of the grollnd will'require, the Engineer to decide 
in this respect without reference to the Dra'Nings; 
but whatever the depth may be, no extra allowance 
will be made in that respect, and no work shall be 
comtllenced ill any such F.:xcavations, until the Ell­
gineer shall have inspec.ted and approved of the 
same. The Excavations, dming the progress of 
the work, to be kept entirely free from water by 
pumping or otherwise, and tbe ()arth arising from 
sllch excavation to be placed in the Embankment, 
or other part of the Work, as tbe Engitleer may di­
rect; and ill case no sllch depository can be found, the 
Contractor to remove tbe same from the Work en­
tirely. When the erection, whatever it mav be, is 
completed, the Foundations are to be filled in and 
pllnned round aud abont the Masollry, and the top 
smoothly levelled and made good to the satisfaction 
of the Engineer; 

MASONRY. 
The Masonry will be cla~sified under eight heads, 

viz: Ashlar Masonry, first class laid in fement, 
Dry Rubble Masonry in Ablltments, Rubble Ma­
sonry in Cement, Hubble masonry in Lime, Ashlar 
Masonry in Arches, Rubhle Masonry in Arches, 
Dry Rubb~e Masonry in Culverts, and Rip Rap or 
Bank PavlI1g, 

All Masonry will be estimated and paid for in the 
mo[~thly estimates, by the yard of twenty seven 
CUblC feet. 
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ASHLAR MASONRY. 
Ashlar Masonry, first class, to be laid in the best Ashlar lI!1>-

quality of approved fresh Newark, or Rosend.ale 6OOry. 

cement, and clean sharp sand, mixed in such pro-
portio liS as the Engilleer shall direct. 

All the stones to be med in this class of Ma~oury 
must be of the best ledge or split stone, of large and 
suitable size and of good quality, and well adapted 
for substantial and durable structures, amI in all res­
pects such as the Engineer shall approve. Each stone 
must be dressBd fair on the beds thronghout, the 
the joints to be dressed square back from the face 
nut less thall. nine inches, and to have chisel drafts 
up the arrises. To be laid ill courses at least twelve 
inches in thickness, and so that there shall be one 
Header to every Stretcher, and so arranged with 
each other and with the backing as to make a good 
bond thronghout. 

The Headers must have at least two and a half 
times as mnch b(!d as face,measnring from the face 
towards the interior, and not less than two feet long 
on tbe face. The Stretchers must have a breadth 
on th8 bed at least once and a half the height of the 
course, and nol less than eighteetl inches, and they 
shall ill no case be more than six feet ill length, and 
the joints mnst overlap at least nine inches, the 
beds must he rectangular, being as long on back as 
face, as no trapezoidal shaped stones will be allowed. 

Great care must be taken to have all the beds 
dressed to accurate planes; the face work qlHU'ry 
dressed and brought to the required lines. No pin­
ning of any kind shall he permitted in setting any part 
of the work. Each stone shall be set in a full bed 
of mortar, and beate.L1 solid; each course must be well 
and carefully granted; all the strings ~nd. copings to 
be chisel dressed on the face. The. fillll1g 111 bet ween 
the Ashlar and Bond stones of Piers, and backing of 
Abutments, shall be of large fiat bedded stones, and 
no stone to be less than six inches thick, nor more 
than two thicknesses of stone to make the height of 
the course. The beds to be punched off so as to 
have a aood bearin a on the stone below, and in all 
cases tl~e stones to \e laid on their broadest beds~ 
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and they must bond at least six inches with the Ash. 
lar work and with each other. If any levelling is 
necessary upon the upper bed it shall be done before· 
the next course is laid II pan it. And each course of 
backiug shall be cut down level with the face work. 
At least two thirds of the upper bed shall be of full 
thickness of COlll'se, so as to give the next stone a 
firm bearing upon it, And no levellers or spalls shall 
be allowed under a stone that will raise it from its 
bed. There are to be Headers in the backing mid. 
way between those of the face. When the walls are 
not more than tbree feet thick, the bond shall be in 
one stone three feet long, so as to pass through the 
wall to back and fro II t. When the walls are of 
greater thickness than three feet, as in Peirs or Abut­
ments of Bridges, the Header shall be not less than 
three feet in length, and put in alternately in the 
front and back of the wall. The course above to 
have large stones crossitlg the joints of the bond. 
stones, so as to give effectllal bond. When the work 
is finished it is to be neatly pointed at a proper sea-~ 
son of the year. 

RUBBLE. MASONRY IN BRIDGE 
ABUTMENTS. 

RUb'.>loB .Mda- Rubble Masonry in Abutrnents to be of large flat 
lonry In rl ge . [' 
Abutmonts. bedded stones of good SIze, not less than one loot 

rise, and contailling at least SIX cubic feet, the bed 
being at least twice the rise. The whole shall be 
laid in horizontal beds in irregular comses, free 
from pinners, the beds being punched so as to insure 
an eqnal bearing throughout. The joiuts not to ex· 
ceed th ree qnarters of an inch; the vert icaljoints to be 
squared from the face nine inches, and the horizontal 
joints to overlap one foot. The Header shall be not 
less than three feet in length, and laid alternately. 
in back and front of the wall. The coping and steps 
to the wings to be of stone split to dimension with 
squared joints and edges, and carefully bedded. 
Great care must be taken to effect the best bond, 
and make the closest and neatest work. 

ARCH 1\fASONRY . 
.&.roh )Iasonry. Areh Masonry, whether in Ashlar or Rubble, 

shall include Arches only. The Ashlar Arch StoneS 
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must he of the full depth or thickness of the Arch 
and worked on the radial joii:Its to three eigths of 
an inch; they must be not less than two feet in 
lengt h, and must break joints not less than nine inches. 
They must be of good, sound durable stone, and 
laid in a full bed of mortar, of the best fresh :N ewark 
or Rosendale Cement. 

In Rubble Arche'S, the stones mnst be of the full 
depth or thickness of the Arch, and rough ham­
mered to fit the radial joints without the introduc­
tion of pinners. No stone to be less than one foot 
long, and they must all bond or break joints with 
each other at least six inches, and be laid in a full 
bed of Hydraulic Cement. The joints whether of 
Ashlar or of Rubble mnst be brought in line with 
the radius of the curve of the Arch. 

ARCH CULVERTS. 
The Culverts will be built upon the site that shall Arch Culverts. 

be set ont by the Engineer in charge of the work, 
and exactly in accordance with the lines and dimen-
sions of tbe accompanying Workillg Drawings, No. 
All the stone used in the Culverts to be good and 
sound Free or other stone, that shall be approved of 
by the Engineer. 

FOUNDATIONS. 
The ground to be excavated to the depth and 

of sufficient width to allow of the Masonry beillg 
put to its full dimensions, as shewn upon the 
Drawing. 

The Footing Courses shall be of large, flat bedded 
stone, hammer scabbled, the upper beds rough 
punched, and laid solid, at the depths shewn upon 
the Plan. No slone shall be less tban six inches in 
thi,ckness, lIor of less area of bed t~an nine sllper-
flcwl feet. The rest of the FoundatlOl1 Walls to the 
underside of the Invert, shall be of good, sound, flat 
bedded Rubble,not less than four inches ill thicklless 
and three feet area on the bed, to be laid dry. 

INVERT. 
The Invert to be of Ashlar, laid in Cement, one 

foot deep, and neatly pnnched on the beds and 
joints, and pitched off sq llare on the top and bot,torn, 
the joints not to exceed three eighths of an lt1ch, 

Foundations. 

Footing 
CourBes. 

Invert.. 
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each stone to be dressed to the propel' radius, set in 
a fnll bed ofHydralllic Cemetl! and well grouted. No, 
stolle io be less than two feet long, and to break: 
joints nine inches. 

SKEWBAOK. 
The Skewbacks to be of dressed Ashlar, of the 

form and dimensiolls shewn upon the Drawings; 
and no stone to be less than two feet in length. 

ABUTMENT WALLS. 
The Abutment ,Valls to be block in comse, neatly 

hammer dressec1, no stone to be less than seveu' 
inehes in thickness and eighteelJ inches in lellgth, 
and to have three limes as mnch bed as rise, 
measuring from the face toward the interior of the 
work. '1;he beds to be carefnlly dressed throughout, 
the joints not to exceed three eighths of an inch. 
The joints must be dressed back square at least nine 
inches from the face, and must overlap nine inches. 

BOND STO}'J]";S. 
Through bond stones not less than twelve inches 

thick, eighteell inches wide, and not less than three 
feet long, are to be put in every superficial yard of 
face. 

BAOKING OF ABUTMENTS. 
The BackillR of the Abutments to consist of large 

:fiat, bedded stone, not less than three feet area on the 
bed. The greatest care must be taken to affect the 
the best hor{d with the face work, and to make the 
closest and neatec:t work. The whole must be laid 
solid in lime mortar andbronght up to a level with 
every course of the tace work. 

AROH STORES. 
The Arch stones to be of Ashlar, of the full depth 

of bed, as shewn upon the Drawing, and no, 
stone shall be less than two feet in length and nine 
inches thick on the soffit. The thickest course to 
be laid at the springillg of the Arch and gradually 
decrease to the crOWl!. The key stone to be twelve 
inches thick on the soffit. The beds of each stone 
~o. be fair dressed to tho proper radins, and the el,d' 
Jomts squared to full depth of bed. The faces to 
be pitched off to a line and roughed punched; all the 
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~tones to break joint at least twelve inches; and no 
joint shall be more than one quarter inch. No pill­
ning of allY kind will be allowed ill settiug. Each 
stone to he set in a full bed of Cemeut alld heaten 
solid. The vanssoirs or ring stones of the Arch to 
be neatly pitched off, and to have a two inch an-is 
draft around the edge of the extrados and iutrados, 
and alollg the joints. 

WING AND END WALLS. 
The Masonry of the Wing and End 'Valls to hewing and End 

of the sanle character as specified lor the abutmellts: Wall •• 

tbey will be built exactly as shewlI upon the Dr<lw-
ing. The stolles ill this work mLlst be llot less than 
eighteen inches long, aud oue half of them must ex-
tend completely through the walls. 

COPING. 
The Coping to Wings and Entrance to be the full Coplnt 

thickness of the walls, projecting three inches over 
the face, and to be in stones not less than three feet 
long. neatly pointed and pitched to a litle. 

All the fnce work to the thickness of two leet to Fat. Work. 

be laid in Cement, and the rellJainder of the Ma~ 
sonry. in good Lime Mortar, grouted solid at every 
one foot ill height. 

PUNNING. 
The Earth to be carefllily pllnned in layers of not 

mOI'e thall six iuches at a lilne to tcn feet ill heigth 
above the crOWll of the Arch. and desc.elldillg each 
side on a slope, of not less than one and a half' to 
one to the surfac.e, each side to be carried up simlll­
taneously. 

BRIDGES. 
Small Bridges llnder the Railway shall not exceed 

spans of thirty reet, they shall be built ill accordance 
with Drawings, Nos. The Pilasters alld 
Quoins shall be hammer-dressed rough Ashlar, with 
chisel-drafts up the arrises. The face of abutments 
and willO' walls shall be best coursed Hubble, the 
conrses I~ correspond with thc Ashlo.r ill the Quoins 
and Pilasters. The whole 10 be faced ill Cemelll 10 

a depth not less than two feet, alld the backing laid 
with Limp. Mortar well gronted. The coping on 
the Hoad Bridges to be tooled Ashlar. 

Punnins· 

Brldgee, 
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.. 
over The Bridges over the Rail way shall be built gene .. 

rally in accordance with the Drawings, Nos. 
upon two piers placed upon the olltside of the ditch. 
They shall be of snecked Ashlar laid in Cement. 

All footing Courses shall be of large flat betided 
stones, hammer-scab bled ; the upper beds to be 
well jointed and laid s9lid at the depths shewn upon 
the Plan. No stone shall be of less dimensions than 
nine superficial feet (unless they are closers) and of 
the thickness shewn upon the Drawings. 

OUL VERT MASONRY. 
Culvert Ma- Culvert Masonry will include all Cattle Passes~ 

.onry. open Culverts, and Box Culverts, with their walls, 
covering, coping and paving; also all bank sustaining 
walls, and will all be built in accordance with the 
respective Drawings, Nos. The stone~ 
will not be less than four inches thick, and three feet 
area on the bed. They will be rough punched or 
scabbled on the beds throughout.

j 
lBox CulTerts. Square or box Culverts will be of Dry Rubb]~ 

Masonry, they will be from two to four f8et span, 
and from three to four feet high, the thickness of 
walls varying according to circumstances. The 
stones of which they are built must be strong, 
durable and well shaped, and laid in such a manner 
as to form a perfect bond throughout. One third of 
the stones shall be of sufficient length to extend com­
pletely through the walls where they do not exceed 
three feet, where the walls exceed three feet 
the headers shall be not less than three feet 
in length, and put in alternately in the front 
and back of the wall. The top courses shall be com­
posed entirely of bond stones, extending through­
out the walls, and 110t less than six inches 
in thickness. The covering shall be of large flat 
stones, nine to fifteen inches in thickness, as the En­
gineer shall direct; tlley shall be fitted so closely 
together as to prevent the earth of the embankment 
froUl running throllgh into the Culvert. The quoins 
of all walls shall be !lot less than three feet long and 
nine inches thick, alld either laid up plumb or 
stepped regularly bClck to suit the proposed batter. 
The foundatiot1f' shall be paved with flat stones in 
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a similar manner to that descrihed above for Arch 
Culverts. The end walls will be of rough hammer 
9ressed Ma-sonry, with regular copin!5 of two and a 
half feet wide, not less than six inches thick, pro­
jecting three inches over the general face of the wall 
and laid in a full bed of Cement mortar. Culverts 
of the above description are to be built, if required 
with one or more openings with a pier wall or walls 
between them. After the Work is accepted the 
earth is to be carefully punned in l~yers of not mOI:e 
than six inches at a time, 10 a. height of three feet 
above and around the top and sides of the Culvert 
as shewn 011 the Drawing, No. 

RIP RAP. 
Under the head of Rip Rap will be included the Rip Rap or 

bottom ballasting of the Embankments; the nnder_ Bank Paving. 

pinning in Culvert foundations as well as the aprons 
of Culverts; likewise the coating of the sides of the 
Embankments with loose stones and brush to pro-
tect them from washing, and snch coatings shall be 
placed two feet in thickness, (measuring at right 
angles to the line of slope) along the slopes of all 
Embankments that are below 0xlreme high freshet 
level. 

CEMENT AND LIME MORTAR. 
Cement shall be of the best quality of Fresh New- Cement I&nd 

arl~, or Rosendale Cement, in papered barrels, and Limo /dorlac, 

approved of by the Engineer, and shall be mixed with 
an equal measnre of clean sharp approved sand, or 
in such other proportions as the Engineer may de-
termine, and only prepared as required for imme-
diate use. ' 

Lime Mortar shall consist of the best lime in the 
Province, to be approved of by the Engineer, and 
mixed with clean sharp approved sand, in the pro­
portion of two measures of sand and one .of lime, or 
in snch othex proportions as the Engllleer may 
determine. It shall be well mixed and thoroughly 
ground in a mortar mill that wil,l be furnished by t,he 
Government, and tempered With a proper quantity 
of water, and only made as required for use. , 

Mortar in all cases to be prepared under the Im­
mediate direction of th~ Inspector, by labourers 
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employed by the Contractor; or the Inspector may 
employ other men to mix it and charge their ivages 
to the Contractor, which amount shall, be deducted 
from tbe lllonthly estimates, 

None but competent Masons to be employed in 
laying waBs of allY kind. . . 

The prices per yard for Mas0tJry shall lllc1ude the 
cost of all CuffeI' Dams, the pumping and bailing of 
water found in the pits, both before and after the 
foulldations are prepared; (furnishing artificial faun­
datiolls will be extra, except when they are deline­
ated upon the Plalls;) also the scaffolding, center­
ing for arches, and the preparation of all roads that 
may be required in order to transport the stones and 
otber materials to the Work. 

All tbe materials that are to be used in Culverts 
and Bridges lllust be examined and approved of by 
the Engineer, or such person as he may appoint, and 
tbose considered unsuitable must be immediately 
removed to such distance as may be deemed neces­
sary, ill order to prevent them froin being used in 
the Work. 

No Masonry shall be commenced withont orders 
from the Etlgineer,or before the fonndation has been 
inspected, or covered up before being inspected and 
approved. The Contractor will be required to 
have all approved Derrick on the Work before he 
will be allowed to commence Masonry of any kind. 

The proportions and dimPllsions of the several 
parts of the Culverts and Bridge Abutments will be 
represented all the Pbns. 

No Masomy shall be laid in Mqrtar, unless by 
special direction, between the first day of November 
and tbe first day of April. 

TIMBER AND ,VORKMANSHIP IN BRIDGES 
AND VIADUOTS. 

'I'lmbor ~l1d All Bridges and Viaducts shan be built exactly 
.work~nanBhip as shewn on the respective Dra WillO'S The timber 
to Bndges and .. ':) ... 
'ViaductS. work III Viaducts and Road Bridges, over and un-

der the Railway, shall be of the best Saint John 
'White Pine, w'ith the exception of the Centre 
Stringers ullder the Rails, which shall be of the best 
Southern or Savannah Pine.and of sufficient lengths 
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to extend over two spans so as to break joint. All 
the timber shall be free from sap, heart shakes, bad 
knots, or any unsoundnes~ whatsoever. 

It shall be all neatly planed exactly to the dimen­
sions shewn on the different plans, and the work­
manship throughout must be of the best description 
of carpentry, good, sound, firm, and well bolted, 
and sHdl as shall be approved of by the Eno-ineer. 
It must Le painted with three coats of oil p~int of 
an approved colour. 

Tho upper surfaces of all the Viaducts and Bridges 
under the Railway shall be covered with Warren's 
improved Fire and Waterproof Roofing. 

'WROUGHT IRON WORK. 
All wrought Iron, in plates, bolts, nuts, straps, Wrought 

. . . lId d f . Works. cramps, Jars, reys or we ges·, or rna e use 0 It1 any 
other form or manner whatsoever, in any of the 
Bridges or other Works, is to be of the best Pem-
broke Iron or such other description of Iron as shall 
in the Engineer's opinion, be of eqrl-aJ quality. The 
greatest care mllst be taken in auy welds that may 
be reqUired, to ellSllre pertect soullciuess, and all 
othet 'Workmanship, whether forgillg or fitting up, 
mtist be offirst rate quality. 

The heads of all bolts must be forged in one with 
the bolts, and rnust he as thick as the bolt is in di­
ameter, all nuts must also be of the sallie thickness 
as the bolt is in diameter, and the thread both of 
nuts and bolts must be well and deeply cut, and 
must be of such quality as the Engineer shall ap­
prove. 

SLEEPERS. 
Sleepers will be furnished by the Contractor, they 

shall be of Hacmatac, Pine, Hemlock, or Cedar, the 
respective prices of which to be stated in the ~ch.edule. 
They must be exactly nine feet long and SlX I~ches 
thick, and smoothly and evenly hew~d to a Ulllform 
thickness with two parallel facE'S, which shall not be 
less than eight inches wide upon the narrowest part. 

The Hacmatac and Pine may be sawed out of 
large timber but the Hemlock and Cedar Sleepers 
must be he~ed out of green straight thrifty timber, 
just Jarge enongh to make one Sleeper. The whole 

xll 

Iron 
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to be sound and merchantable, entirely free from 
shakes, crooks, bad or rotten knots, or any unsound .. 
hess whatsoever. 

For 1110re full and perfect explanation of the form 
and dimensions of materials and parts, and of the 
manner of constructing the works, it is understood 
that detailed Plans and Specifications with bills of 
timber and iron, will be furnished from time to time 
by the Engineer, who will also give such directions 
from time to time during the progress of the 
work, as may appear to him necessary and proper, 
in order to make all the work, in every respect 
complete and perfect, and the said Plans, Specifica­
tions, bills of timber and iron, and directions, shall 
in every respect be complied with. 

The Fencing on each side of the Railway is to be 
of Poles as shewn in Drawing, No. or of 
boards, built with posts and T's, as shewn in Draw­
ing, No.7. The posts are green cedar, five by five 
inches, and five feet long. The T's are six by six 
inches,· and seven feet long; they are spiked to­
gether at the dovetail with a seven inch spike, and 
further secured with half inch iron bolt, dogged into 
both post and sill, as shewn on the Drawing, the 
point or return part of the dog being six inches in 
length and clinched on the end to prevent its being 
withdrawn. The T's are placed eight feet apart 
from centre to centre, and such a distance above or 
below the level of the surface of the ground, and at 
a uniform distance of fifty feet from the centre line, 
so as to make the Fence uniform and symmetrical, 
as no crooks or sudden rises and falls will be per­
mitted. The boards must be of good sound mer­
chantable spruce, sixteen feet in length and one inch 
thiek, and of the uniform dimensions shewn upon 
the Plan, being of the respective widths of five, six, 
seven, and eight inches, and breaking joints on al­
ternate posts. There will be a cap board six inches 
wide and sixteen feet long, spiked along the top of the 
posts, and a face board six inches wide and five feet 
long, spiked on the face of each post. All the boards 
to be well and carefully nailed with two twelve 
penny nails at each crossing of the posts, and two 
nails in the butt of every board. : 
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No Grading is to be commenced or farm fence 
taken down between the first of May and the first 
of November, until the permanent fence on both 
sides of the Railway has been erected. When 
Grading has been commenced the previous winter, 
the permanent Fencing must be completed before 
the first of May. The Contractor will be held re~ 
sponsible for all damage sustained from want of 
Fencing, or from injuries done to crops by labourers 
in their employment. 

The whole of the above specified Works to be 
execnted in a substantial, faithful, and workmanlike 
manner, and to the entire satisfaction of the Chief 
Engineer, and subject to the constant supervision 
and inspection of such persons as he may appoint to 
superintend the same, and to be delivered over fin~ 
ished and ready for use on or before the first day of 
June, Eighteen hundred and,sixty. 

ALEXANDER L. LIGHT. 

Chiif Engineer. 
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EURorEAN & NORTH AMERICAN RAII.JWAY. 

NEW-BRUNSWICK. 

Tender for Work, Section No. 
SUSSEX DISTRICT. 

the undersigned hereby propose and agree to com­
plete the Ihilway commencing at Station No. and ex­
tending to Station No. as shewn on General Plan, Draw-
ing No. being a distance of Four Miles, 

Yards, or thereabouts, more or less, according 
to the Plans, Sections, and Specifications, as now exhibited 
to in the Engineer's Office, Saint John, 
>comprising Clearing, Grubbing, -Fencing, Excavation, Em­
bankments, Drains in Cuttings, Drains on the top of Slopes 
of Cuttings and foot of Embankments, Diversion of Roads 
and Streams, build Culverts and Bridges, erect Temporary 
Bridges and make Temporary Diversion of Roads where 
rcquired, and to do a,ll other labour alld work connected 
therewith, (with the exception of Track Laying and Ballast­
ing the Permanent Way,) in accordance with the Coutre­
Line, I{educed Levels alld Inclined Planes, Cross Sections 
and Bench Marks, as shewn on the Plans; and to keep the 
same in repair fOl' a period of twelve months aftc>r the com­
pletion of the whole of the Works included in this. Contract; 
to provide all the necessary materials, tools, implements, &c" 
that ma,y be required for the due fulfilment of this- Contract, 
for the sum of 

hereby l'i~ldertake to execute the Contract Deeds pre-
1?ared by the RaIlway Commissioners, within fourteen days 
from the date hereof~ W ITt~E8S hand this 

day of 0ne Thousand 
Eight Hundred aml Fifty Biiht, 



D:El'1'AIr.BD BS'l'IMA'l'B ADD SOUmDUr.m. 

N. B.-The following Quantities and Prices are the details 
of the above Tender, upon which the Estimate is computed, 
and the Prices attached are those at which all Extra Works, 
Additions to and Deductions from the Contract Amount shall 
be made. 
QJlantities. DESCRIPTION. Price~. .11m'. 

£ •. d. £ •. d. 
" Miles Grubbing and Burning, ({P •••• 
" Hods Board Fencing, as per Drawing No.3, (al •.•• 

Pole (al •... 
" Cubic Yards Earth Excavation put into Embankments, incluel- ~ 

ing Trimming the Slopes, - - - ~ (al •••• 

Solid Hock Excavation, whether laiel aside for Hip? 
Rap, or put int.o Embankment, - - 5 ({P. '" 

" Lineal Yanls, Catch Water Drains, (ij ...• 
" Cubic Yarils, Dry Rubble Masonry, in Culverts, as per Draw- ? 

ing No.5, 5 ({P 

"" Rip Rap, in Culverts, as per Drawing No. Ii, (if .•.• 

" Rip Rap to Embankments, ({P •••• 

<. Miles Trimming anil Dressing Formation and. Ditc~es, exclu- ? 
8ive of Section measurement, as per Drawll1g, No.3, 5 ({P •••• 

" Amount, Hoad Crossing, at Station 490, Embankeil Ap- ~ 
proaches, Level Crossing anil C.ttle Gu.rils, as per 
Drawing, No.8, - - - - ....... . 

" " 

" 
I, 

.. 
" " 

" 

" 

-< " 

" " 

Hoad Crossing, at Station 536, Embankeel Approach- ~ 
e8, Levcl Crossing and Cattle Guarels, as per Draw-
ing No.8, - - - --
Diversion, Salmon River, Stn. 591 to Sta. 619, as ~ 
per Drawing No. 13, • - - S 
Bridge, 15 feet .pan, at Station 599, as per Drawing? 
No.7, - - - - - - 5 
Briilge, 15 feet "pan, at Station 615, nsper Drawing ~ 
No.1, 
Diversion, Stone's Brook, Sta. 619 to Sta. 6.89,.88 (, 
per Drawing No. 13, 5 
Hemovina Soils off Seat of Embankment anil SOil-~ 
ding Slo;es of same, 12 inches thick, frum Station' 
590 to Station 660, - - - - . . .. .., 0 

Road Crossing at Sta. 659, Embanked Approac~es ~ 
I,evel Crossing and Cattle Guard as per Drawll1g 5 
No.8, 
Timbering and Brushing Seat of Embankment, 3 
feet thick, from Station 418 to Station 512, 
Timbering and Bru~hin~ Seat of ~mbankment, 3 ? 
fcet thick, from StatIOn ,,30 to StatIOn 641, 5 

Total j\mounl, £ 



Prices at which the following will be execnted, if required. 

DESCRIPTION. Prie ... Am!. 
£ .•. d. £ .• d. 

" Rubble Masonry in Culverts-in Cement, at per Cubic Yard, 

" ,. 
" " 
i, " 

" 

" 
" 

in Arches, /. " 
in Bridge Abutments, laid Dry, " 

in Lime Mortar, 

" " in Cement, 
" Ashlar Masonry, first class, set in Cement, " 

" 
" 

" 
U in Arches, " " 

" 
" 
" 
" 

" Papered Barrels Fresh Newark or Rosendale ~ t B' I 
Cement, delivered upon the Work, 5 a per arre, 

" Greenhead Lime, delivered upon the Work, - at per Hhd. 

" Bridge Tops, for openings from 15 to 30 feet. ~ 
(No.1 Pine Timber, fixed,) as per Draw- at per Cub. ft. 
ings No.6 and 7, - - _ _ 

" Best Pembroke Iron, in Bolts and Straps fixed, at per lb. 
" Spruce Piles, 16 inches top and 10 inches bot-l 

t?m, driven in Foundations as per Specifica- at per Lineal ft. 
tIOn, - - - _ _ • 

« Spruce Sheeting Piles, 20 feet long, 12:-t 7 in. at per Cubic ft. 
.. " Walingp, 12x6 inches, _ "" . " 

" Earth Excavation run to Spoil, - at per Cubic yd. 
" Excavated Stream Diversions, (where required,) ~ 

nnd Farm Crossings, - .. .. 5" " 
" Out fall Drains, " .. 

" Soiling Slopes of Cuttings and Embankments,~ 
4 inches thick, and sowing the same with per Sup'l. yd. 
Clover and Timothy Seed. 

" Hackmatac Sleepers, delivered on the I,ine, 9 ~ 
feet long, flattened to '6x8 inches, ~ 

., Pine Sleepers, delivered 'On the Line, 9 feet"{ 
long, flattened to 6x8 inches, - - 5 

" Cedar Sleepers, de.Iivered on the Line, 9 feet ~ 
long, flattened to 6x8 inches, - - 5 

" Level Crossings for Farms, as per Drawing l 
No.8, - - - - - - 5 

each 

" 
.. , ........ . 

Carrialfc of Iron Rails, Chairs and Spikes, from~ 
Sal.nt .John or Moncton. [Freight over at per ton. . ......... .. 
Railway free to Sussex or SalisburY,J ........... . 

" Single Line Track J,aying, including conveying ~ . .. ........ .. 
Materials, - _ _ _ _ 5 at per Lin. yd. 

" Layi~g Pe~manent Points and Crossings, indu- ~ ........... . 
ding Timber and Carriage, _ _ _ 5 at per set.. ..... . 

" Ballast, including lead, if found on the Contract l 
measured in Excavation. • _ I at per Cub. yd ...... . , ...... . 
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Quanti!i ••. DESCRIPTION. 

" Ballast for every additional half-mile lead, beyond ~ 
the extent of the Contract, - - - 5 

" Upholding Line for 12 mos. after the acceptance ~ t '1 
of the work, _ _ _ _ 5 a per ml e. 

Prices. .I1mt. 
£. s. d. £. s. d. 

WITNESS hand, this day of One Thousand Eight 
Hundred and Fifty Eight. 

N ames of Sureties who are willing to become personally bound for the due fulfil­
ment of this Contract. 

Names oj{ 
Sureties, 5 



J. &; A. M'MILLAN, PRINTERS, PRINCE WM. STREET, ST. JOIIN, N. B. 




