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PREFACE

The problem of transportation began with man., Women carried bur-
dens upon their backs until dogs and rude sleds were used, Horses furnish-
ed the speediest means of land transportation from the dawn of history w
to a century ago, when rallroads gave man a faster one, Historisms have
recognized the importance of tramsportation in history, some of them have
even divided history into pericds using the mode of transportation as the
criterion of division, Thus oceanic, forest trall, air, and railroad pe-
riods have quite a familar sound. Railways have played a vital part in the

great movement of mankind to annihilate space,

The decade in American History which was started dy the Compromise
of 1850 and ended by the electicn ¢f Lincoln was bound to be important, But
for our purpose here, it is more important to recall that the early age of
rallrecads in England and America had passed, the common man had risen, the
fabluous forties were gone, and the present was an age of progress. An in-
ventive spirit was in the air, the clipper ship was at ite peak of popular-
ity, the period of expansion was drawing to a close, and Southerners were
seeing eye to eye on the issue of commercisal independence Irom the North,

It has not yet been fully decided whether railroads or canals were the more
potent charm to break the bonds of this elavery, but my feeling is that the
money sunk in that morass, the James River and Kanawha Canal, was good mon-
ey thrown after bad. Spent upon the completion of the great rallroad lines
- under constuction and in progress during the ten years just before the Civ-
11 War, it would have resulted in Virginia being better prepayed to meet ths

trying times which lay just ahead of her,



My object in writing this thesls has been to make a contribution
to knowledge based won source-material. To do so, I have tried to keep
constantly in mind the three cardinal principles of good writing: umity,
coherence, and emphasis, The words used have been chosen to convey the
"freighted thoughti{" Numerous quotations from and references to the sources
have been made in an effort to infuse a spark of human vitality into the
dull mass of statistice. Information has been presented in a graphic fornm
because it is easier to assimilate, The illustrations have been chosen to
instruct and to please, This narrative does not claim to be a monogreph
becauge further work is reguired in both the broader and narrower aspects.
Dr. A. C. Cole's volume in The History of American Life Series for my pe-
ried and Dr, R. L, Norten's Economic and Social History of V. nis for
the pericd and beyond are net available., A careful study of each individ-

ual road during the decade will have to be made, also.

After an introductory background, the development of railroads in
Virginia from 1827 to 1850, is traced. Then the organization, construction,
administration, and operation of Virginia railroads during the sixth decade
of the I9th century are discussed, Schedules, rates, and traffic are treat-
ed next, Some railroad problems and sclutions of the time are considered,
after which comes the conclusion, An appendix has been added for those who
wish t0 follow individual roads more closely than is done in the main body

of this thesis,

The members of my committee at the College of William and Mary
have placed their impress upon this thesis. Professor R, L. Morton, the

chairman, suggested the subject, introduced me to that great source, The



Annual Reports of the Board of Public Works to the General Assembly of Vir-

ginia, and told me to watch gauges. Professor J. T, Ecker, although in the
field of European History, revealed to me the practlical connection between
economics and politics, Visiting Professor P, S. Flippin, of Coker College,
gave me a most usable outline of American History from the War of I8I2 to
the War for Southern Independence, Two other members of the summer gession
faculty at William and Mary, while not members of my committee, have helped
me, also, Vieiting Professor E, F, Dale, of the University of Oklahoma,
brought me my first taste of scientific methods of historical research,

Professor J, E, Pate, in his quiet way, cleared up the question of "padding,"

However, these were not the only scholars who gave me their ¥aluas-
Bfe ald., Professor S, C. Mitchell, of the University of Richmond, restored
my confidence and encouraged me to carry on, Professor C, T, Goode, of the
University of Richmond, with his usual urbanity, showed me when the waste
basket was a student's best friend, Professor R, C., McDanel, of the Univere
sity of Richmond, although never my professor, graciously placed his time
and judgment at my disposal, greatly to my benefit, President H, G. Moulton,
of the Brookings Institutien, by his treatment of statistical information
in his Japan: An Economic¢ and Financiel Arpraisal, established a goal to-
wards which I have striven, Professor T, J, Wertenbaker, of Princeton Uni-
versity, with his chapter, "The Fall Line Blockade," found in hie Norfolk:
Historic Southern Port, furnished me with a concrete example of a running

narrative uwpon railroads,

A epirit of helpful co-operation was manifested by the employees

of the State. Mr, W. L. Ball, Assistant Librarian at the Virginia State



Library, called my attention to the rare railroad documents in the State

Libvrary., Miess C. H, Johnston and Miss D, Lambert were never too busy to
bring me books from the stacks. Miss V. E., Jones looked up all magazines
of this decade contained in the State Library. MNr. J. R. C. Brown, head
of the photostat departwent, could not have shown greater interest and
taken wore care in reproducing the illustrations had they been for him-
self. Mr, N. W. Atkinson, Clerk of the State Corporation Commission of
Virginia, permitted me to examine the Journals of the Board of Public
Works.

The rallroads with main offices located in Richmond opened their
private archives to me, Mr, C, C. Michie, Assistant Secretary to the
President of the C, & O,, made a place for me in his office to work won
the Annual Re
Mr, L. L. Miller, special accountant for the R, F. & P., induced Mr. D, K,

prts of the Virginia Central Re

road to the Stockholders.
Kellogg, Treasurer of the same railroad, to allow me to study their annu-

2l reports for my period.

My obligation to the following persons is not least even if men-
ticned last, Dr, Dougless Freeman, Editor of the News-Leader, unselfighly
granted me permission to have reproduced four pictures from his private
collection. Mr, Catesby-Jones showed me an original portrait of his grand-
father, Col, Edmund Fontaine, Mrs. A, B, Fothergill, genealogist, gave me

access to her valuable files of Virginia History.

Any merit which this thesis may posses is dus to these kind
friends; its faults are mine alone.
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CHAPTER I,

INTRODUCTORY BACKGROUND,

i’f&« Virginia, before her disruption in 1862, was composed of four
na&.ural regions, These were, Tidewater, from the Atlantic coast to

the fall line; Piedmont, from tidewater to the Blue Ridge; the Valley,
bstween the Blue Ridge and Allegheny Mountains; and the Trans-Allegheny,
west of the Allegheny Nountains, The map facing this page gives rough-
1y the boundaries of the above geographic divisions of Virginia, The

Eastern Shorse is not included on this map,

In order to show that by I850, Virginlia needed and had res:-u
sources to constuct a vast system of railroads, the table found on the
next page has been compiled Irom United States Census Schedules on file
in Virginia, The enumerated itemes are given for the census districts
of Virginia which corregpond to the geographical regions, On the
whole, the Piedwont and Trans—-Allegheny divisions had greater resources
than Tidewater, while those of the Valley were at least equal to the
former, Greater potential resources were waiting to be tapped in the
districts west of Tidewater than in the latter, With the need for and
resources to build railroads into this unopsned territory, there re-
mained only the will to do so, as the ability had been proven by the
construction of the north and south line of railroads along the fall
line.
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TABLE 1I.

I

THE!I850 UNITED STATES CENSUS FOR VIRGINIA,

ENUMERATED ITEMS

Acres improved land
Acres unimproved land
Cash value of farms

Value “arm implements, mach,
No., .

No,

horges

t .+ gses & mules
No, oi milch cows

No. of working oxen
No, of other cattle
No.iaof p@hagp st ook
No, of swine

Value of livestock
Bug,of wheat

Bug,of Rye

Bug,0f Iadian corn
Bug.of oats

Lbs., of rice
Lbs. of tobacco

No, 4001b, bades ginned cotton

Lbs,
Bus,
Bus,

of
of
of

wool
peas & beans
Irish potatoes

Bug, of sweet potatoes

Bus,

of

barley

Value of orchard products
Gals, of wine

Value market garden products

Bus,
Lbs,
Lbs,
Tons
Bus,
Bus,
Lbs,
Lbe,
Lbva.
Bus,
Lbs.
Lbs,

of
of
of
of
of
of
ol
of
of
of
of
of

buckwheat
butter
cheeso

hay

clover meed
other grass seed
hops

hemp

flax
flaxgeed
8ilk cocoons

naple sugar:

Gals. of molasseas

Lbs. of beeswax & honey
Value home-manufactures
value animals slaughtered

TIDEVATER

2467079
2604882

43563058

1488433
38530
11095
60326
35662

104798
148450
447823

6410939

1835063
19239

9890935

1723581
17154

51603919

3554
327389
354791
343335

1205587

4372
60984
1077
148327
7520
1496646
41413
42081
103
636
4056
370
47044
2340
6

939

76920
345600
1921016

PIEDMONT

4347757
4045099
72230951
2307261
83488
7551
90518
37678
186298
333373
601349
10687546
4316753
105375
11695752
3659411
54286345
393
721199
118563
448985
471006
538
34963
2553
9929
12770
3143091
110791
56171
2558
8027
4355
1576
226363
13884

92

145

45
239710
7784438
2632903

VALLEY

1580259
2187689
51079875
1702702
57933
869
53925
1623
129074
189212
244856
6696850
8771555
165765
43182234
1352616

L LN

622246
520705
7255
200782
11113
8407
33000
1141
9014
42223
2292286
93459
113809
17581
6462
1561
1017
142669
6781
14
207780
8190
142826
233465
1272368

TRANS-ALLEGHENY

1965040
6954536
49527721
1523366
92442
1968
112850
14550
248967
639469
535815
9861324
1289245
168551
9485398
3443541
290717
1291472
40970
323831
125928
12319
48160
642
15777
152385
4157356
190629
157037
9485
8303
1534
2703
590374
29313
405
1019740
32087
421311
792809
1676699

I. Documents ©f the House of Representatives of the General Assembly of

Virginia, 1852, No. 76,

In future, referred to as House Documents,
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TABLE

Il.

2
UNITED STATES CENSUS TOTALS FOR VIRGINIA, I850-1860,

ENUMERATED ITEMS

Acres improved land

Acres unimproved land

Cash value of farms

Value farm implements & mach.
No. of horges

No, of asses & mules

No, of milch cows

No, of working oxen

No. of other cattle

No. of sheep

Ko. of swine

Value of livestock

Bus, of wheat

Bus, of rye

Bus, of Indian com

Bus, of oats

Lbs, of rice

Lba, of tobacco

No. 4001b, bales of ginned cotton
Lbs., of wool

Bus, of peas & beans

Bug, of Irish potatoes
Bus, of sweet potatoes
Bus, of barley

Bus, of buckwheat

Value of orchard products
Gals, of wine

Value of market garden products
Lbs,.o286f dutter

Lbs ol chesse

Tons of hay

Bus, of clover seed

Bus, of other grass seed
Lbs, of hops

Lbs. of hemp

Lbds, of flax

Bus, of flaxseed

Lbs, of silk cocoons

Lbs, of maple sugar

Gals, of molasses

Lbs, of beeswax & honey
Value of home-manufactures
Value of animals slaughtered

2. Ibid., for I850 figures, Totals for 1860 are from , * Statistics of 8th
Census, p. 339; the rest, Agriculture, 8th Census, pp. 162-63,

1850

10,360,135
15,792,206

216,401,605

7,021,762
272, 393
21,483
317,619
89,513
669,137
1,310,504
1,829,843
33,656,659
11,212,616
458,930
35,254, 319
10,179,149
17,154
56,803,227
3,947
2,860,765
521,579
1,316,933
1,813,634
25,436
814,898
177, 107
5,413
183,047
11,089,379
436,292
369,098
29,727
23,428
11,506
5,666
1,000,450
52,318

517
1,227,665
40,323
880,767
2,156,312
7,502,986

1860

11,437,821*
19,679,215+
371,761,661
9,392,296
287,579
41,015
330,713
97,872
615,882
1,043,269
1,599,919
47,803,049
13,130,977
944,330
38,319,999
10,186,720
8,225
123,968,312
12,727
2,510,019
515,168
2,292,298
1,960,817
68,846
473,090
800, 650
40,808
589,467
13,464,722
280,852
445,133
36,962
53,063
13,024
30,970
487,808
32,691
225
938,103
320,875
1,526,451
1,576,627
11,491,027
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The compari:sions of the aggregate returns for Virginia of the 7th

and 8th Census of the United States found on the preceding page and below

portray the development of Virginia's natural resources, and the growth of

her wealth and population during the decade,

was at once a cause and result of the rallroad expansion,

tables headed value are expressed in dollars,

TABLE III,

This growth and development

All items in the

3

CONTINUANCE OF U, S, CENSUS TOTALS FOR VIRGINIA, 1850-1860,

ENUMERATED ITEMS

Value of coal mined

Value of menufactured railroad iron

Value of real & personal estate

No. of
No. of

square miles
white people

Total population

No, of
No, of

persons per square mile
dwellinga

Average no, of occupants
Per cant of deaths

No. of
No. of
No., of
No., of
No. of
Ho, of
No., of
Fo. of
No., of
No. of
Yo, of
No. of
Yo. of

boiler-makers
builders
bridge-duilders
Brokers

carpenters
engineers

civil & mechanical engineers
contractors

draught smen

nagons

railroad men
surveyors
telegraph operators

*True value equaled $430,701,082,
$494,898,327 and that of personal property $588,286,35I,

1850

467,408
565,234
381,376,660%
61,352
894,800
1,421,661
23,17
165,815
5,72
1.36

59

IS

15
8,038
427
162
38
2,216
91
18
27

1860

798,128
1,666,885
13,083,184,6744
61,352
1,047,299
1,596,318
26
207,305
5432
1,43
73
13
41
9,482
685
92
7
943
1,583
75
54

#The value of real estate was

3. Collected and arranged from figures found in the Seventh Census of the
United States, Abatract of the 7Tth Census, Eighth Census of the United
States, Population, Ibid., Manufactures, Statistice of the 8th Census,
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TABLE 1V,
4
INCREASE IN POPULATION IN VIRGINIA'S RAILROAD CENTERS DURING DECADE, I850-50.
NAME OF CERTER TOTAL-I850~WHITES TOTAL-I860-WHITES PER-CENT INCREASE

Alexandria 8,734 6,390 12,654 9,851 45
Lynchburg 8,071 4,102 6,853 3,802 ~15
Norfolk 14,326 9,075 14,620 10,290 2
Petersburg 14,010 6,665 18,266 9,342 30
Richmond 27,570 15,274 37,910 23,635 38

The slight advantage of Richmond over Petersburg in the matter of
the rate of increase takes on additional interest in view of the colorful
controversy:of the time between "Big Richmond" and "Little Petersburg."
Even though Norfolk's rate of increase was low, still when the bad effects
of the "fall 1ine blockade"™ and the 1B5S-yellow fever. epidemic.:are:ragalled, it
was a wonder that her population grew at all, Due to the impetus of rail-
road activity after I850, the population of Alexandria, which had remained
practically stationary for thirty years, rapidly increased, Among the a-
bove railroad ceaters, Lynchburg was the only one that experienced a de-
crease in population, and this was at least partly due to the fact that in
1850, she was crowded with Virginia and Tennessee Railroad workers who

moved on early in the decade,

The foregoing information proves that Virginia needed more rail-
roads to market her agricultwral and other products, that Virginia had
sufficient resources to carry the expensive burden of rallroad constructioen,
and the next chapter will prove beyond a shadow of a doubt that Virginia
posseased ability to construct and maintain a greater system of railroads
then she enjoyed in I850, But was there a driviag urge to impel Virginia

onward with her railroad expansion? The answer is emphatically yes.

4, Seventh Census of the U, S,, p. 258, Population, 8th Census, pp. 5I8-19,



FIGURE I,
5
VIRGINIA'S POPULATION RANK ACCORDING T0 RETURNS OF U, S. CENSUS. I790-1860.
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As a large population is one of the greateat assets that a country,
state, county, or city may posseass, Virginians were worried, and justly so,
about being surpassed in this respect by both old and new states., iAnd when
the new state was Ohio, an offspring, the fesling of concern was increased.
Not only had Virginia suffersd the loss of leadership in population, but her
comuerce had shrunk to a shadow of its normal volume, While the actual im-
ports of Virginia amounted to $241,935, her quota according to the 1850 Gen-
sus of the United States was $10,538,376. Out of 20,200 vessels entering
the United States in I850, only I46 entered Virginia and this number was
not quite one-tenth ¢f her sharo.s Commenting upon this deplorable situe~
tion, the Richmond Whig and Public Advertiser of July 23, 1850, asked:"is
it not, therefore, highly important that the people should be awakened as

5, Seventh €ensus of the United States, p. IX, and Jennings, W, W, , His-
tory of Economic Progress in the United States, p. 2I5, Henceforth re-
ferred to as Jennings,

6. Richmond Whig and Public Advertiser, July 23, I850, semi-weekly editiem,
which in future will be quoted as Whig,

19



to their true interests, and urged to teke incipient steps to remeve their

condition?®’ The Wheeling Intelligencer pointed cut that 'Norfolk would

have been second to no port on the seaboard if Virginia had reached the

8
Great Valley (Miss.)e' Virginians, to be sure, did not know that they
would have to wait until the second decade in the 20th centwry before an-

other one of them would become President of the United States, and hence

accepted their political leadership in the Nation at its face value,

That Virginians felt the urge for railroad expansion, there can
be no question,

There is no equal sphere of territory on the Americam Con-
tinent ,whiéhipossessegacmany and such great geographical,
mineral, agricultural, commercial, and manufacturing ad-
vantages, Nature has been prodigal in her favers;- man,in
his apathy alone, has marred her progress and clouded her
prospects, We need commerce, manufactures, agriculture,
as the means of our advancement, 9

Again:

Virginia, the mother of Presidents and the birth-place of
patriots and statesmen~ Virginia, the great Commonwealth
known in her palmy days as the '0ld Dominion,' rising from
the slovgh of inaction, and rousing her long dermant enerw
gies, is planning and prosesuting a system of internal im-
provements that will open Western cutlets tc her tide-water
towns and build up a commerce for her shipping ports......
it only requires the development of her natural resources
and facilities for inland trade to populate her large ter-
ritory, and give to her in the commercial history of the
country, the same rank that her illustrious sons won for
her in ite military and political annals, I0

Moreover:

While her junior sisters had rushed on the road to honor

7. Ibid,

8, 1bid,, Jan, 28, 1853

9, Ibvid,, Nov, I2, 1852

16, Ibid,, March 29, 1853, from pamphlat "Philadelphia & the Western Rail-
road connections,”

20
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and prosperity, she had been content to recline wpon the past
end recommend the Resolutions of '98 as the grand panacea of
every politica} infirmity, He (Mr. G, W, Summers) trusted
that this revolution was but the entering wedge to a still
greater revolution- nay that a new era had already dawned up-
on ug, He felt that the age of abetractions had passed and
that now our mowntains were to be disemboweled of their exhaust-
less treasures, and every vale and glen to resound with the
sound of the loom and tilt hammer.....He anncunced himself as
a rigid utilitarian and said that a mile of Railroad was worth
a library of ebstractiens. 1I

Futhermore:

That the main source ¢f agricultural improvment rests in the
inducement to produce, guaranteed by the certainty of fair
prices and certain sale, there can be no doubt, In the absence
of this inducement, the farmer or planteyr will neither incur
the expense nor the trouble of extensive laborious improve-
mante, Superadd, however, the certain means of a sure and
speedy access to market, and a guarantee of & profitable sale
in the market, and there ig at once added the highest induce-
ment to improve, even at heavy cost, every foot of arable soil,
This, at once, brings to notice the necessity of the most ex-
tended systen of internal improvements,until the facilities of
transportation are adequate to the wants of the producers.....
Indeed, the Railway, Canal, Plank Road, MacAdamized Turnpike,
are essential ingredients in the system of agriculture- we had
almost sald as essential as manure and judicious tillage; for
ne ope will expend money in the improvement of his land, unless
he regards the investment as & safe and profitable one, J2

Finally:

Thus we see that Virginia is, or scon will dbe, iron-bound dy
her magnificent net-work of railways., When these great works
shall have been finished and in successful operation, a new

era of commercial success and renowa will have commenced in Vir-
ginia, With us there willlfhen be ®*no north, no south, no east,
no west.” Then we will be one pecple, interlaced with ribs of
iron, bound by ties of cordial affection, having one common pur-
pose, enjoying a common but abundant prosperity, and glorying in
a common but eternal fame,.... We may then look forward te a free-
dom from the vassalage t¢ which we have heen 20 long subjected;
and that direct trade which we have been seeking with foreign
ports, and which millions might not force, will coms unbidden

II. Ibid., Nov, I4, I85I, extracts from campaign speech at Christiansbug of
G. Wo Summerse, made while he was running for Governor,
I2. Ibid., Nov, 9, I852, an editorisl,
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to our doors, offering to sell and buy, I3

So much for the urge to build railroads "for the pwypose of
reviving the sleeping energles of our state, enriching our pecple and
binding them permanently to the homes of their nativity, and of invit-
ing into and through our territory the trade and travel of the CGreat
West and SOuthweet."yBetore discussing the railroad activity of the

fifties, we will trace the development of Virginia railroads prior to
that tine,

13, Pres. Arch'd Graham of the Virginie Board of Public Works , whose intro-

duction to the I1853-54 Annual Repori: to the General Assembly contains
these sentiments.on pages XX-XXI,

14, S.H, Parker, Pres. pro tem of the Virginis Board of Public Worke, on

rage III of his introduction to the 1852 Annual Report to the General
Assembly neatly summarises the objectives of railroad activity in Virginia,



CHAPTER II,

DEVELOPMENT OF RAILROADS IN VIRGIi‘IIA FROM 1827170 1850,

The first railroads in the United States were small enterprises,

One of them, the Quincy Raliroad in Massachusetts, was chartered March 4,

I
1826, and opened the same year.z This road ran for a distance of three

miles frou a stone quarry to the Neponset river,a end had a horse track.
The rails were oak scantlings two inches thick and four wide fastened to
wooden sleepers, On this scantling a bar of rolled iron five-sixteenths
of an inch thick and two and one-half inches wide wae laid, and the care
were placed upon this rude track.4 Gravity and horse-power took the
loaded cars down and a stationary engine was used to bring the empty cars
and horses back to the gquarry. The "Quincy" is distinguished not only for
its age but for its use in hauling stone for the Bunker Hill llonumont.s
Another ene, the Mauch Chunk Reilirocad in Pennsylvania, was completed "on
the Saturday before May I7, 1827," having been comstructed in twe months
and three days from its cormencement, with construction and motive power
simllar to the Quincy raillroad, and was used to transport coal from the
mines to the Lehigh river, Both of these railwaye were local and private

in character, deilng constucted and operated by their proprietors simply es

laber saving devices.6

I. Hunt's Merchants' Magazine, XXVI, p, 638

2. Jennings, p. 325

3. Crouse, p. II9, With the belief that "historians have taken themselves
too seriously®, Nr, Crouse has written his "Mr., Currier and Mr, Ives"

without & dull line; his cheapter "Casey Jones' Profession" is highly
instructive as well as interesting,

4, Amperican Rallroad Journal, XXX, p,572
5, Jennings, p. 325
6, Op, Cit., p. 6723
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The first railroad in the United States of any considerable
importance was the Baltimore and Ohio Railroad chartered by the State

©f Maryland on February 28, 1827, and on July 4, 1828, a "First Stone"
was laid in a field near the residence of Jaumes Carroll on the westerly
edge of the city of Baltimore, The South Carolina was the rext railroad
of national importeance because it was planned from the beginning to use
locomotives and its "Best Friend" was certainly the first steam engine
t0 run regularly on a rallroad in America., Although chartered and begun
after the Baltimore and Ohio, the South Carolina was the first of these

two railroads conpletea.z

On March 8, 1827, the General Apsembly of Virginia confirmed
the charter granted to the Baltimore and Ohio Raiiroad Company by the
Legislature of Maryland with certain restrictions. These were "that the
sald company shouwld not make or authorize to be made any lateral road or
roads within the territoery of Virginia, without the consent of this leg-
iglature; that the said road should not strike the Ohic at a point lower
than the mouth of the Little Kanawha on said river;® and that in the
matter of obtalning a right to lands, buildings, and comstruction materi-
als, the Baltimore and Ohio Railroad Company should proceed in the same
mammer as was prescribed in the Tth, 8th, 9th, 10th, and I2th sections
of "An act prescribing certaln general regulations for the incorporation
of turnpike companies," passed February 7, 1817; while any injury done in
Virginia to the said road or property was to be punished according to the
7. Americen Railroad Jowmal, XXX, pp.572-73. For full, modem,and

scholarly accounts of these great railroads see Humgerford's "Story
of the Baltimore and Ohio Radlroad®” and Derrick's "Centennial His-
tory of South Carolina Railroadi"™ The "Catalogue of the Centenary

Exhibition of the Baltimore and Ohio Rail Road" will more than repay
a careful examination,
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laws in force in Virginia at that particular time.s Thus was inaugerated

the railway age in the 014 Dominion.

The first railread of this new era, entirely within Virginia'was
the Chesterfield. Incorporated by the Legislature of Virginia on February
27, 1828, the Chesterfield Railroad Company was to construct a road from
tide-water, opposite Rocketts, to the Falling Creek Coal Pits, a distance
of about 13 miles, with the idea of carrying and cheapening the transpor-
tation of the cosl of that section, " This purpcse was most effectually
and satisfactorily accomplished, the cost being reduced from eight and ten
cents a bushel when previously wagoned 10 Rocketts, and sémetimes even
more, to rates varying from $I.25 to $2.25(according to distance) per car

n?

of 75 bushels, A gapital gtock of $I00,000 at $I00 a share was authore

ized, While equal privileges were extended to all entitied tc use the

road and the charter was based on the general turnpike act of 1817, power

10

over the company was reserved to the Legislatwre. At the next session

of the General Assermbly of Virginia.the gapital aiock was increased to

I The Chesterfield was opened in 1831,12 with:a track consisting

$150,000, "
cf a light flat bar rail laid won continucus wooden sleepers, placed upon
wooden cross pieces, For two decades, it filled a uwseful place in the
scheme of Virginia internal irprovements, dut in 1850, was “"entirely sw-
perseded by that part of the Richmond and Danville road already construct-
ed, andiits €apitel piock of $150,000,wecildd in all prodadbility be rendered
9. Annual report:of the Board of Public Works to the General Assembly of

Virginia, 1850, p.*I9; henceforth quoted as Va., Board of Public Works.
10, Op. Cit,, 1827-28, pp. 59-65

II. Ibid,, 1829-30, pp. 68-T0
12, Jennings, p. 226
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valueless to the present holders, A railroad whose motive power consists
of horses and mules cannot compete with one operated by steam, on account

of the greater comparative expense incurred in keeping it up."m After

the meeting of its stockholders held on November 22, I850, at the Exchange
Bank in l’tic:}moml,14 an advertisement was run ia the American Railroad Jourw
nal for 1851, announcing the discontinuance of its business and the sale

at pudblic auction of all personal and real estate, Special strevss was
placed wpon railroad iron, A successful, dividend paying company, the
Chesterfield, was forced out of bdusiness dy the Richmond and Danville, a

struggling concern of the new rallroad period raecently opened in Virginia.ts

The Petersburg and Roancke Rallroad Company was chartersd on
February I0, I830, to construct a rallroad from Petersburg to some coaven-
ient poiat on the North Carolina line, Four thousand shares of stock at
$1I00 a share were authoriszed and the company was given permigsion to orw
ganize on a subsription of 2,000 shares, at which time a president and
five directors, ,having the usual rights and powers, were to bde elected by
the atockholders, While the road and equipment weore exempted from taxation,
its charter could be amended. The company was bound to transport merchan=
dise as soon as a ten mile gection was completed, at a rate not exceeding
125 cents per ton per mile. After ths completion of the road, the maximum
rate allowed was $8 a ton for transportation over the whole length of the
road until the net profits equaled the capital stock plus 6% interest there=

on, at which time the rates charged became subject to control by the Board

13. Va. Board of Public Works, I850, p. *I9

14, Whig, Oct, 25, 1850

15. Ibid., April 30, 1852, THb. reuaiwiug assets, two dollars and forty cents,
were payabls on demand at the Exchange Bank of Virginia,
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of Publie Works. No restrictions were placed upon the rate of dividends,
The road must be commenced by two years after the granting of itae charter

and completed within ten yeams..l6 The road wae opened by December, 1832,
as Niles' Register during that month sald that the Petersburg and Roancke
'is now traveled thirty miles, and that distance was made a few days since,
by the Lecomotive Roanoke, with a train of cars in one hour and forty-

five minutes, o 17

In the meantime, the Board of Public Works was authorized to =
subscribe for two-fifths of the Capital Etock when three-fifths had been
subecribed by others than the State and one-fourth of this amount actually
paid into the hands of the company's treasurer, This gave the State two
nembers on the Board of directors and a share in the dividends.la In 1849,
the State appointed its last two directors to the Woard and in I850, had
"no interest as a stockholder” because of the transfer of its stock, a
mowunting to $323,500, to the Common Hall of Petersburg, where it was to

be applied to the construction of the Southside x'au.ft.lromd.Ig

The table on the next page givee the date of the dividends of
the Petersburg and Roanocke Railroad Company, beginning with the first one
declared and ending with the last one in 1849, with the number of shares,
the rate, and the amount. The reasons for the gaps of non-payment are
given in the proper places in the table, It is well to bear in mind that
the road was first lald with a half-inch flat rail.

16, Va. Acts, 1829-30, pp. 59-68
17, Op, Cit., XXX; p.573

18, Op. Cit,, 1831-32, pp. 163-65
19, Va., Board of Public Works, 1849, pp. I3-I4; 1850, p. IS.
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TABLE V,
DIVIDENDS OF THE PETERSEURG RAILROAD CO, 1835-49, 20
DATE NO. SHARES RATE IN %  AMOUKT

Nov, I, I835 6025 5 $30,125.00
May I, 1836 6055 5 30,275,00
Fovg I, 1836 " 5 30,275,00

Panic of 1837

June I, 1838 6C55 4 24,220,00
Nov, I, 1838 " gz 21,192,50
Jume I, 1839 " 21,192,50
Dec, I, 1839 " 3 18,165.00
June -1, 1840 " 3 18,165.C0
June I, 1841 u 4 24,220,00
Dec, I, 1841 " 3 18,765.00

Relaying track with 3 inch flat rail

July I, 1844 7690 Ii 11,535,00
Jan. I, I845 " I 11,535,00
July I, 1845 " 2 15,380,00
Jan, I, 1846 " 3 23,070.00
Juy I, 1846 " 3 23,070.00
Jan. I, 1847 " 3, 23,070.00
Juy I, 1847 " 3% 26,915,00
Jan, 1, 1848 " 35 26,915.00
July I, 1848 " 35 26,915.00
Jan, I, 1849 " 35 26,915,00
July I, 1849 " 4 30, 760.00

It will be seen Irom the above table that Petersburg stock was a good in-
vestuent, especially so, when one considers the sharp competition:betwgen this
company and the Pértsmouth and Roanoke, in which the latter railroad lost

the through business. formerly enjoyed,
The Winchester and Potomac Railroad Gompa.nyn wasg chartered on

20, Ibid,, 1859, p. 57I

21, Dr, R.I.. Morton in his "History of Virginia sihce I86I;% fiakes the fol-
lowing conhierted atatements on page 356,vhich are misleading:®Virginia
issued on March &, 1827, her first charter to a railroad, Permission
was given for the building of the thirtystwo mile Winchester and Potomac
Railroad from Winchester to Harpers Ferry, where connection was made
with the Baltimore and Ohio Railroad,® Dr, C.E, MacGill's c¢laim that the
Stawmton and Potomac Railroad was the first chartered in Virginia is
incorrect and unsustained by the Va, Acts, and 1s found on page 457.»¢

her "History of Transportation in the United States before 1860."



April 8, IB3I, ms the "Winchester and Potowmac,” and was to run its line

from Winchester to some convenient point on the Potomac:river near Harpers
Ferry, A gapital stock of $300,00C, divided into I2,000 shares of $25
each, was authorized. The company was organiszed on 4,000 shares with the
election of a president and five directors having the usual powers and
privileges, No restrictions were placed upon the rate of dividends and
the road and equipment were exempted from taxation, although the Legis-
lature reserved to itself the right to amend the charter, This road, also,
had to be commenced in two years and completed within ten years of the
granting of the charter or suffer its forfeiture, The maximum west to
east freighjl: rate was fixed at four cents per ton per mile and that of

sast to west at six cents, while each person paid three cents per mila.zz

At the next session of the General Assembly, two directors were
added to the number permitted on the board and the Board of Public Works
was authorized to subscribe not over $75,000 to the ¢uapital stock of the

Winchester and Potomac Railrcad Company, provided that the cars of any

connecting company would be permitted to pass over the Winchester and Po-

tomac's tracks and their cars over the tracks of the other ro.fsuil.23 The

last amendment ©f the charter, in 1842, increased all charges 25%, or

from six to eight cents per ton per mile for descending freight, from eight

B

to ter..cents per ton per mile for ascending freight, and from six to eight

24
cents per mile for passengers.,

Provious to 1850, the dividends due from the State's block of

22, Va, Acts, 1830-3I, pp. 187-95
23. Ivid,, 1I831I-32, pp. 161-62
24, Va, Board of Public Works, I853-54, p, 524
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¢apital dtock,,amounting to $120,000, and the principal and interest of

its $150,000 loan wers waived, provided that the Winchester and Potomac
Railroad Company paid the stipulated annuity of $5,000, For security, the

State of Virginia retained the mortgzage of the x’oac:l.,35

The original coat of construction, depots, workshops, etc., land
damages, and real estate of the Winchester and Potomac Railroad equals
$509,415.95, to which must be added the sums of $47,000.for engines and
$224,465.17 for coat of cars, repairs to rolling stock, and wages to train
crews, making a grand total of $780,881.12 for the enumerated items from

the beginning in I831 to I850, and on a road 32 miles lcmg.z6

One of the oldest raillroads in the United States and Virginia, the
Seaboard and Roanoke Railread Corpany, Was chartered on March 8, 1832, as
the Portsmouth and Roanoke, which extended from Portsmouth to the North
Carolina State line, whence it was continued to Weldon umder a charter
granted by the North Carolina Legislature, According to the original char-
or, a @apital dtock of $400,000 at $50 a share was authoriszed, and as soon
as 3,000 shares werse subscribed, the company was permitted to organize by
olecting a Board of directors to consiat of five shareholders besides the
President and to have the usual powers and privileges, The rates were not
not to exceed six cents per mile for each passenger and eight cents for
each ton of merchandise, No restrictions were placed upon the rate of
dividends, The town of Portemouth was authorised to subscribe not over

$50,000 to the 2apital #tock. If the road was not commenced in three and

-

25, Ibid., 1849, p. 8
26, ITbid., p. 316
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finished within ten years, the charter became-null and void,

On subsequent dates, the State of Virginia subscrided $256,650
to the Eapital stock, or two-fifthe, loaned the company $150,000 at 6%,
incrsased the ¢mpital &tock to $I1,000,000, exempted forever the road and

all its fixtures from taxation, and mads the corporation perpstual,

The road followed,for a distance of 80 mlles, a direct course

from Portsmouth, Virginia, o Weldon, North Carolina.

Owing to the nature of the comntry, its route is remark-

ably level and free from curves, enabling it to be op-

erated at a very moderate coat. The Highest grades are

but 25 feet per mile, occurring at only a few points

and for short distances, At Franklin, 37% miles from

Portasmouth, it crossos the Blackwater river, “The Notto-

way and Meherrin are the principal streams met umtil the

road reaches its southern terminus at Weldon, where it

crosses the Roanoke. These form the principal physical

obstructions to the work,27

The Portamouth and Roanoke Railroad Company was organized , the
road put under coantract, and completed in‘the early part of I835, with a
light flat bar rail and a small equipment, At its completion, the cost
had risen to nearly $I,000,000, including Weldon bridge, machinery, stock

on hand, etc,

Although the receipts of the road continued to increase regular-
1y for a number of years, until in I1839-40 the sum reached $72,897, vari-
ous causes operated steadily against its success, A close and foolish
compaetition for through business between the Portsmouth and Roanoke and the

Petersburg and Roanoke was the most prominent. From I840, their affairs

27, American Railroad Journal, XXIX, p. 34



csontinued steadily, to decline, no dividends were declared, and no interest
paid on the State debt, 1In 1843, that part of the road in North Carclina

was seized on a claim of debt., Finally, in September, 1846, the 66 miles
in Virginia were sold in accordance with an itegislative gnactment to that
effect, and purchased by the Board of Public Works for $60,000, The road
was leased by and eventualy sold to the town of Portsmouth, From this
corporation, it was afterwards sold and transferred to the present Sea-

board and Roanoke Rallroad Cowmpany.

In 1848 and 1849, acts were passed by the Legialatures:of North
Carolina and Virzinia, authorizing the Roanoke Company of North Carolina
to unite with the Seaboard and Roanoke Company of Virginia, which event
took place in March, 1849, by the formation of a new organisation headed
by William Ward of Boston. Immediately, efforts were made to relay and
equip the road, and arpail of the "I" pattern weighing 50 1lbs., per yard
was chosen for that purpose, This recdnstruction of the road was carried
on during the years I1850-5I, An issue of $400,000 of 7% mortgage bonds,

payable in 1860, waw mogotiated and the proceeds financed the revitali-

zation of this road. . Operations in order to make direct connections with the

Raleigh and Gaston road were comuenced so that when the latter was complete

ed 1t woul'd become an important tributary to the Seaboard and Roanoke,Z®

The Richmond, Fredericksburg and Potomac Railroad Company was
incorporated on February 25, I834, with an authorized £axpital stock of
$700,000,at $100 a share, which might be increassd to $I,000,000, to con-

struct a railroad from the city of Richmond to Fredericksburg and from

28. 1Ibid,, pp. 34-5
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thence to some point on the Potomac river. As the private subscription

of three-fifths was overasubacribed by 48 shares, a special act reduced

the State's two-fifths of the ¢spital stock to 2,752 shares. Rates were
not to exceed ten cents por mile per ton for heavy freight and seven -and
one-half cents for passengers, A directory consisting of five persons
begides the president was provided for, with two of these representing the
State of Virginia, This charter was made perpetual, and the &apital stock
and proporty were exempted from taxation, By the 38th section, no line was
to be constructed for 30 years which should reduce its through passenger
business hetween the cities of Washington and Richmond. Permission to bor-

row meney by the sale of bonds and mortgaging the road was:granted later,

The length of this road from Richwond to Acquia Creek on the
Potomac river is about 753 miles., Connected at its northern with the city
of Washington by means of a line of steamboats, the Richmond, Fredericks-
burg and Potomac Railroad formed part of the great sea-coast line of travel
from the New England States to Charleston, Savannah, and the southwest,

The route is very direct, and,upon the whole,favorable for
construction, particularly from Richmond to Fredericksdurg,
The remainder is more difficult; but the highest summit
crosgssed is not over 120 feet above tidewater; the gfades -
are nowhere above 45 feet to the mile; and the shortest
curves have a radius of 1,430 feet. The river crossings
are the most formidable obstacles; the principal of these
being the Chickahominy, South pnna, North Anna, Mattapony,
and Reppahannock- the last requiring a bridge 600 feet long.
The country along the line is among the most fertile,
healthy, and populous districts of Virginia,29

In June, I835, the Richmond, Fredericksiurg and Potomac Rallroad
Company was organized on a private subsription of $305,20( and a board of

#irectors chosen, of whom John A, Lancaster was elected preaident. Monc ure

29, Ibvid.,p. 172
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Robinson, who afterwards filled the office of Fresident for many years,
had charge of the engineering and surveys, The original estimate og coest
to Fredericksburg was $763,182 which included a moderats equipment and a
superstructure consisting of an iren rail 2X 4 inches laid uwpon white cak
string-pieces resting on cross ties five feet apart, Twenty-seven miles
between Richmond and the North Anna river were placed under contract in
June, 1835, and the remaining distance to Fredericksburg in 1836, In Feb-
ruary, of this same year, 193 miles were opened by the locomotive received
from England; by June, the road reached 28} miles to Chesterfield; and by
October, to Downer's bridge, a distance of 463 miles., The line was com-
pleted to Frederickaburg early in 1837, and Acquia Creek on the Potomac
river was selected as its temminus., This extension was placed under con-

tract in I837, but as the contractor failed,the work had to bde relet,

This increase of expenditure addsdstiothe heavier than estimated
cost of opsration due to the necessary frequent repairsof the light swee-
structure caused the stockholders to authorize in May, I836, an increase
of $300,000 in the &apital stock, but as the State refused to take two-
fifths as before, the whole was taken by the old stocholders who paid little
in until many vears later, and then only on receiving 6% interest thereon.
So the Hoard concluded to issue coupon bonds and sent Pres, Robinson to
England, where he successfully disposed of the whole issue inside of two
years, These bonds bore 6% interest and matured in 1860, with principal.and int,
payable in London, With the proceeds of o¥er'$300,000, aditionak equip-
ment was secured and road completed by December, 1842, No cagh divideands
were;paid from I839 to 1845, because of the rapid deferioration of the track, %0

In adition to the regular semi-annual dividend of 33% declared as usual, a

30‘ Ihid. r pP. 172‘73
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surplus of $54,000 was reservéd in I850, to relay the track with a heav-

ier flat bar  twe-and one-half inches wide and thrse-fourth's of an inch

thick, 31

The Richmond and Petersburg Railroad Company was chartered on
March I4, 1836, its ¢apital stock to consist of 5,000 shares at $I00 each,
and the Board of Public Works was authorized to subscribe to 2,000 gharss
for the State, which gave it the right to appoint two of the five directors
who, with the president were to constitute the board., At subsequent dates,
the company was granted power to borrow money on bonds and mortgages, and
various methods were devised and used for the purpose of relieving it from

financial.; embarrasments,

With the exception of river crossings, the route is generally
favorablse, The two moast important of these are, to be sure, the James
river at Richmond and the Appomattox river at Petersdurg. Although the
Richmond and Petersburg €ompany's cars had not yet crossed the latter

river, a substantial bridge was owned by it for stage travel,

Soon after its organizatien in May, 1836, the Richmond and
Petershurg Railroad Company bought the twrnmpike extending betweem the
same termini. That swmer the work of construction was started under
the swerintendence of Moncure Robinson as chief engineer. It was esti-
mated that the whole cost of the work including bridges and equipment
would not éxceed $600,000., The panic of 1837 nearly prostrated this cem-

pany, along with others , but the State of Virginia came to the relief

31. Whig, Oct. 25,1850
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by anticipating the amounts due from the Board of Public Works and by
granting loans enabled the enterprise to move forward so that it could be

opened in May, 1838, and the James river bridge completed the following
September, The branch to Port Walthall was finished in 1844, and proved
te be the moat productive part of the company's property. Its cost, ine
cluding the steamer "Chesapeake,"™ was about $40,000. The same year a con-
tract was made with the Clover Hill Railroad whereby it was to be operated
by the Richmond and Petersdurg Rallroad Company. In the meantime, the
light flat bar rail had been changed to a continuous one and restored again
Even at this time, tfhe Richmend and Petersburg Railrecad Company was follow-
ing the leadership of the Richmond,: Fresdericksburg and Potomac Railroad

Company by having its first locomotive brought from England.

Three hundred thousand dollars of the €apital Btock of $500,000
was subscribed by individuals, but owing to the depression, assessmshts
came in slowly, and the cost at completion was $38,000 more than the orige
inal estimate, To meet this deficiency, the managers tried to raise .money,
and as railroad first, second, and third mortgage bonds were then few and
far between, :the State offered a loan of $I00,000 in 5% stock at par, but
this was declined as the stock could not be negotiated at par, The/Presi-~
dent, in I837, obhtained the ume of a fund of $98,000 belonging to the Board
of Public Works for which 6% interest was payable, Increased to $150,000,
the principal was made payable at the rate of $15,000 every six months
from the date of the 4th semi-annual payment of interest. The Richmond
and Petersburg Railroad Companygfailure to pay the interest,which kept ac-
cunulating until it amounted to $35,600, induced the Legialature of Virginia

to convert the above loan and interest into capital &tock, on which a divi-
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dend of 6% per annum was to be paid. This hed been met regularly, though

aomhmmsfﬁwf@?v bonds which were later redesmed. 32 While by 1849, the
private stockht;lders had yet to recelve their first cent, the State had
falled to receive any payments wpon her original subscription of $200,000,
The simple interest on the loan up to January I,1850, was $8I,781.70, of
which $33,408 had been received, leaving a balance of $48,373.70. The
Richuond and Petersburg Railroad Company tried to liquidate this dedt by
an annuity similar to the one granted to the Winchester and Potomac Rail-
road company, 33 but had not yet succeeded in obtaindng:thencoasent -

of the General Assembly of Virginia by the end of the first half of the

nineteenth century,

The table found on the next page convésiently summarizes the
growth of railroads in Virginia during the fourth decade of the I9th cen-
tury by giving the name of the rallroad, the date of its opening, the
number of miles opened in 1840, and the total length of each road. It is
taken from the dmerican Railroad Journal, whose explanitory remarks about
their rallroad table for the United States express the situation that con-
{ronts us here as well,

As railroads are the produst of the present age, and the
great fact of modern times, the close of the first half

of the present century(I9th) suggests itself as a proper
tine to take a brief reoview of their first introduction;
their progrees, and the extent to which thbdir constuction
hiks Yeen carried, In doing this , our space will not aldow
us to go beyond the limits of statistical information,
though this is by far the least interesting part of their
history.34

32, Op. Cit., pp. 218-19
33. Va, Board of Public Works, 1849, p.7
34, American Railroad Journal, XXIV, p.9
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TABLE VI,
RAILROADS IX OPERATION IN VIRGINIA IN 1840,°3°
NAME OPERED MILES TOTAL LENGTH OF ROAD
Chesterfield 1831 I3 13
Petersburg & Roanoke 1833 6o 60
Winchester & Potomac 1836 32 32
Portsmouth & Roanoke 1837 78 78
Richmond, Fredericksburg & Potomac 1837 51% 75%
Richmond & Petersburg 1838 227 22’?
Louisa 1838 35 49
City Point 1838 9 9
Greensville & Roanoke 1838 18 I8

Only two of the above railroads were uncompleted by 1840, and these two werg
the Richmond, Fredericksburg and Potomac,and the Louisa, Each had I4 more
mlles to finish, Out of the 357 miles planned, 329 miles were completad.
The interesting one and one-half mile Experimental Railroad is not placed

in the table becausse, as'its name implies, it was experimental.

The map of Virginia, in the 1845 edition of Henry Howe's Histor-

ical Collections of Virginia, portrays the following railroads:

I. Portsmouth & Roanoke, running {rom Portsmouth to Weldon

2. Petershurg & Roanoke, running from Petersbhurg to Weldon

3. Bity-Poinmt, running from Petersburg to City Point

4, Richmond & Petersburg, running from Richmond to Petersburg

5. Richmond, Fredericksburg & Potomac, running from Richmond
to Acquia Creek

6, Louisa, running from Junction to Gordonsville

Abird's-eye view of Virginia railroads in 1840 and I850 found bglov!r’

3100 MILES
g% i& ;

18 40 1850

35. Ibid,,p.I0
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and based on Plates 3 & 4 in History of Transportation in the United

States before 1860, by Caroline E, MacGill, although thumbd nail in size,

clearly shows that Virginia had determined to use the great north and
south 1line, conpleted by 1845, as the base line from which to constuct

the much desired raiiroads to the west.

In order to compare the growth of railroads in Virginis with that
of the United States, the following table has been prepared from data found
in Hunt's Merchantg!Magazine. While, undoubtedly, the figures given here
are not absolutely accurate, yet they are the ones which railroad men and

others had before them, and as:ssuch influenced their actions,

TABLE VII,

36
INCREASE OF RAILROAD MILEAGE IN THE UNITED STATES AND VIRGINIA, 1828-51.

YEAR NO,N¥ILES U,S, NOJMILES VA, YEAR NO.,MILES U,S, NOJMILES VA,

1828 3 e 1840 2167 I25
1829 28 oes I841 3319 147
1830 41 coe 1842 3877 223
1831 54 cus 1843 4174 223
1832 131 .o 1844 4311 223
1833 576 I2 Ig45 4511 223
1834 762 33 1846 4870 223
1835 918 93 1847 5336 270
1836 1102 93 1848 5682 303
1837 1421 125 1849 6350 303
1838 1843 125 1850 7385 303
1839 1920 125 1851 9090 413

Mr., David M, Balfour, of Massachusetts, was responsible for the data on
Virginia, From a carefulistudy of a Virginia railroad mileage table for

a7
January I, I85I, in the American Railroad Journal, I discovered the close

agreement between its total and Balfour's for I850, when estimated wpon

36, Hunt'e Merchants' Magaszine, XXVI, pp, 638-39; XXXIV, p, 246
37, MAmerican Railroad Journal, XXIV, pp, 22«3
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the same basis, The Greensville and Roanoke, and the discontinued Chester-

field are omitted in Balfour's calculations, Virginia's percéntage of in-
crease from I833:to 1851 was more than double that of the United States,

and was 3441%,

At the beginning of the rallway era in Virginie, the Raijlroad
Advocate, of Rogersville, Temnessee, commenting upon the situation in
Southwest Virginia in 1831, exclaimed that "A gpirit of improvement has
been excited and is now moving that will not be allayed."ss But Virginia
and Tennessee had to wait over twenty years before their dreams were re-
alized, While many roads were planned on paper?gfew_were constructed, as
the interest of the State was diverted to the James River and Kanawha Canal,.
The histoery of rallroads in the United States and Virginia,was confirming
the prophecy made by the Rallroazd Advocate in I83I, that "Railroads, we
think, ssscciated with steam power, are about to accomplish a much great-
er revolution in the future affairs of men and nations, than steam, it-
self, has brought about in the present conditien of things. n?0 A glance
&t the large railrcad map of the United States for 1850, will show Vir-
ginia's connection with the rest of the cowmtry at that time. The devel-~
oprent of railrcads in Virginia has been characterized by Dr, R, L.
Morton as "one of the greatest factors in transforming the social and
economic life of Virginia.“4IThose railroads, whose history is so closely
interwoven with that of the great revival of railroad building in Virginia
during 1850-60, although commenced before I850, are reserved till the ac-
count of that stirring perlod to which we now turn,
38, Railroad Advocate, I, p.J
39. Some of these were the Lynchburg & New River, Loudoun, Richmond & .

Yorktown Railroads,

40, Op, €it,, p. T2
4I. Morton, B.. I3 History of Virginia Since 1861, P. 256



CHAPTER TII,
ORGANIZATION OF VIRGINIA RAILROANS, 1850-60,

The Virginia Central Railroad Company was chartersd as the Louisa
Rallroad Company, February I8, I836, to construct a railroad from some point
on the line of the Richmond, Fredericksdburg and Potomac in the neighhorhood
of Taylorsville, via Louisa Courthouss, to a point in Orange County near
the base of the Southwest mountains, A cepital stock of 3,000 shares at $I00
a share was authorized., One year later, the charter was amended so that the
Board of Public Works c¢ould subscribve for 1,200 shares or two-fifths of its
capital stock. Subgequently, as the road was extended westward, the Statels
subgcription to the increasing capital astock varied hetween two-fifths and
thrse—fifths.l At a gpecial maeting of the stockholders of the Louisa Rail-
road Company held March 6, I850, the provisions of a Agt of the General
Assembly of Virginla passed at the current session were accepted and the
continuous railroad line from Richmond to Covington, via Staunton, was hers-
after known as the Virginia Central.2 These provigions were that no divi-
dends were to be declarsd until the interest én bonds guaranteed by State
was paid; all rails laid in future should weigh at least 50 lbs, to the
running yard, those laid and under contract $o hbe laid eaxcapted; and the
provisions of the general railroad Act of I837 were withowt exception %o
1. Va, Acts, 1846-47, p, 103 and 1847-48, p, I87, The par valus of the

capital stock provided for by the last act was Y50 a sharas,
2. Whig, March I2, IB50
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govern the Virginia Central Railroad Comp anY-a

TABLE VIII,
SUBSCRIPTIONS TO CAPITAL STOCK OF VIRGINIA CENTRAL®RAILROAD COMPANY, 1836-59.4

ACTS INDIVIDUALS & COUNTIES STATE
1836 & 38 2250 shares at $I00 I900 shares at $I00
1847 000 *® " " 1492 " wow
1848 553 * " " .o
1849 e ® " " ~475 " "
1850 000 " " n .o
FIGURE 111,

5
TOTAL SUBSCRIPTIONS TO CAPITAL STOCK OF VIRGINIA CERTRAI*RAILROAD CO, 1836-50C,

Indtviduale & comts oo SNSRI 51 50
State $384,900

*formerly the Louisa

The State of Virginia had not yot subscribed to issue of capital
stock provided by the Act of 1848 because the private subscriptions lacked
$19,700 of heing the required $75,000 before the Board of Public Works cowld
subscribe its $50,000, As the State felt that the Virginia Central and the
Richmond, Fredericksburg and Potomac Railroad Companles should compose their
differences, it did not subscribe to the capital stock authorized to con~
struct the extension of the Central from Junction to Richmond, The total
amount of private subscriptions was $23,940 under three-fifths of the total
of bBoth the private and State's subscriptions, and the State's total was

above two-fifths of the combdined total by the same amount,

The Louise Raillroad Company was organized, the road surveyed, and
let to contractors in 1837, On November 27, 1838, the road was opened to
3. Op. Cit,, I849~50, pp. 52-53

4, Va, Board of Public Works, I830, p.I27
5. Ibid.
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Louisa Courthouse, a distance of 35 miles, at a cost of $310,000 which did

not include motive power and rolling stock as the Richmond, Fredericksburg

and Potomac Railroad Company was supplying these, The latter railroad com~
pany was to operate the Louisa for one~half of the gross earnings and ex-
pense of repairs. This agreement was continued till 1843, when it was re-
placed by one of one-half gross earninge and $I,500 per annum extra for work-
ing the road.e On July I,1849, the contract hetween the Virginia Central
and the Richmond, Fredericksburg and Potomac Railroad Companies ceased,, and
as was anticipated, the increased rates charged by thé latter company on the
formerts tonnage from Junction to Richmond affected its business most in~-
juriously.7 #"The first train of cars passed over the Eastern extension of
the Virginia Central on December 20, 1850, This extension embraces a line
about 27 miles long from the 'Junction' in Hanover to a point in Richmond

near the old market house. n®

A guceint summary from the Americven Railroad Journel places the
Virginia Central in its proper niche in the history of Virginia Rallroads.

In looking over the history of this work, which is one ofithe
cldest in the State, the idea that 'great thinges ofteén:
spring from small beginnings,' will at once strike us, The
company's original design was to build a line some 28 miles
long only, asia mere tributary of the R, F, & P, read, and
to be operated by the latter, With the growth of their re-
turns, their ideas enlarged, until the desipgn of opening wup

a great central avenue to the Ohlo presented itsel! to their
minds, Fer many years they had to contend against heavy in-
fluences, to which it is unnecessary to allude here, Their
stock at one time had sunk to 25% while they were threatened
with an injunction against operating that section hetween
Richmond and the Junction, That these difficulties have been
in a great measure overcome, and the work placed on a secure

6. American Railroad Journal, XXIX,.p. 4
7. Op. Cit., p.I25
8., Southern Planter, XI, p. 26
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foundation, is due to the energy and perseverance with

which their affairs have been conducted. 9

The Southeide Railroad Company was incorporated March 5,1846,
with autherity to construct a railroad from Petershurg to some point on
Cox's road east of Black's and White's tavern in the county 6f Nottoway.
Subscribers to a capital stock not exceeding $300,000 were to become a
corporation and they should have all the rights, privileges and immunities,
and be subject to the same restrictions as were prescribed in an Act passed
March II, I837, entitled "An Act prescribing certain gemeral regulations
for the incorporation of rail-road coupanies."m Broadly speaking, the
sameé basic principles laid down in the Act of March 1I, 1837 are in force
to~day, On March I3, 1849, the original charter was amended and the com~
pany was authorized to increase its capital stock to $600,000 in order to
extend its road to connect with the Richmond and Danville at or near Burks-
ville; the town of Petershurg was authorized to subscride $100,000 to the
capital stock of the Southeide Rallroad Company; and upon the completioen of
the Southside Railroad, Petersburg was to transfer to the State an amount
of Southside Railroad stock equal to that relinguished by the State in the
Petersburg and Roanoke Railroad Corpany, 1 and if the Southgide Railroad
was not commenced in one year and corpleted in three years the said stock
would revert to the State together with dividende reeeived.rz By further
amendments, on January 26, 1850, the Treasurer of Virginia was authorized
to guarantee the forthcoming Southside Railroad bonds amounting to $323,500
and to be issued by Petersburg for the construction of the said road; on
9., American Railroad Journal, XX]IX;.p5 5
16. Va. Acts, 1845-46, p. 92. The Act of March II, 1837, is found on pages

101-12 of Va, Acts for 1836-37,

11, See above, p. 27
12, Op, Cit., I848-49, p. 107
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March I2, 1850, the capital stock was increased to $800,000 and the rail-

road was extended to Lynchburg, and the subscribers to the Petersburg and
Lynchbuwrg Railroad Company were permitted to transfer their subscriptions

to the Southside, which transfer was afterwards carried out; on December I2,
1850, Petersburg was authorized to make an additional subscription of $200,000
to aid the construction from Burksville to Lynchburg; on February 10, 185I,
the Board of Public Works was authorized to make a subscription equal to
three-fifths of the capital stock of $8OO..<JOC‘1.13 The first annual meeting

of the stockholders of the Southside Railroad company was held November 13,
1850, construction of the Southside Railroad having been previously begun

on March I, 1850f4but it was not until March I3, 1852, that the first divi-

15
sion to Burksville, a distance of about 53 miles, was opened.

The Richmond and Danville Railroad Company was chartered March 9,
I847, to construct a railroad by the most eligible route from Richmond to
Denville, Its capital stock was to consist of 15,000 shares at $I00 each
and provision was made so0 that the company could organize on a subscriptioen
of 1200 shares, As soon as 1200 shares were paid or secured to be pald by
others than the State, then the Board of Public Works was required to aub-
scribe for I800 sharss (three-fifths ratio} and as often as 250 shares were
subgcrided for privately, the Board of Public Works was to subscride to 375
shares for the Cormonwealth, This gave the State the powar to appoint three
of the five directors, who with the president were to constitute the board
o! managers, While the rates of fare and dividends were lefi optional. and
I3, American Railroad Journal, XXVIIJ,p. 341

14, Va, Board of Public Works, 1851, p. 205
I5. Op. Cit,



the charter privileges were made perpetual, power to connect with other

raliroads was reserved to the Legislature, If not commenced within three
yoars and after four years not less than 25 miles were put in operation
annually, then the Richmend and Danville Rallroad Company was to suffer the-
forfeiture to the State of any portion not under contract or c_onstruction.m
Subsequently, the capital stosk was increased to $2,000,000; counties, cities,
and other corporate bodies were smpowered to subscribve to the stock; the State
guaranteed a $200,000 issue of Richmond and Danville Railroad bonds and loan-

17
od this company $600,000, which was redeemable in 34 vears by a sinking fund.

In November, 1847, the Richmond and Danville Railroad Company was
organized on a subscription of 2,393 shares with the election of a board of
directors, of whom W, P, Tunstall was selected as president, "This gentle-
man, in spite of local prejudices and other obatacles of a very annoying
character, continued to render his company as president valuable service
wtil his death in 1854, Upon President Tunstall's sudden death, the board
of directors of the Richmond and Danville Railroad Company adopted the fol-
lowing resolutione:

That whilst we consider the death of Whitmel P, Tunstall

as a great State loss, tio: thia company it is one irreparable,
That whilst Virginia mourns the early death of one of her
most gifted sons we grieve with peculiar sorrow the loss of
our President, colleague and friend.

That mindful in the midst of our own grief of his afflicted
widow into the privacy of whose anguish we only so far in-
trude as to tender her the expression of our heartfielt sym-
pathy and condolence,

That the Chairman {Capt. Vincent Witcher ) of this meeting
be requested to communicate the forsgoing resolutions to
the family of owr deceassd friend and that the same be pub=

16, Va, Acts, I846-47, pp. 108-I0
17, American Railroad Journal, XXVIIJ, p. 820
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lished in the Journals of this city (Richmond ), city of
Lynchburg, and town of Danville. I8

The Southern Planter ideplored the passing of "the justly lamented Tunstall,

who happily blended utility and ornament in all the structures wpon the
line of the Danville, and if his successors shall be actuated by like good
sense and good taste, this will be one of the most attractive pudblic ways
in the state.”rg After the necessary surveys and location had been complet-
ed in July, 1848, construction was started on that part of the line lying
between Richmond and Staunton rivor,ao and the firast section of I3 miles,
extending from Rictmond t0 the Falling Creek coal pits, of the Richmond and
Danville Railroad was opened for the transportation of passengers and

freight on New Year's day, IBSI.%

The Virginia and Tennessee Railroad Company was originally named
the Lynchburg and Tennessee Railroad Company which was chartered March 24,
1848, to build a railroad from Lynchburg to some suitable point on the
Tennessee line, A capital stock of $2,500,000 divided into 25,000 shares
at $I00 each was authorized and the comp any was permitted to organize on a
subscription of 1200 shares. The president and board of directors were to
regulate the tariffs and dividends until the latter reached I5% per annum
at which time the Legislature might regulate charges so as to keep the rate
of dividends from increasing, Upon the completion of IO miioa, seni-annual
dividends might be declared, If construction was net begun in three years
and alter four years at least IO miles a year finished, the Lynchdburg and
Tennesses Railroad Company was to pay the penalty of forfeiting any part of
I8, Whig, Feb, 28, 1854
19, Southern Planter, XVII; p, 320

20, American Railroad Journal, XXVIII, p,820
21. Op. Cit., XI, p. 26
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their road not under contract., Lynchburg was given power to tax land,
property, and persons within the city limits and for one-half mile be—

yond the then present taxing limits for the specific purpose of guaran-
teeing 6% dividends uwpon a half-million dollar block of Lynchburg and
Tenneasee Railroad Stoc:?lc..22 On March 6, 1849, the name of this company

was changed to the Virginia and Tennessee Railroad Company; the State

was authorized to subscribe $900,000 whenever $750,000 was subscribed by
others, provided that Virginia should not pay mors than $150,000 by the

end of the fiacal year ending September 30, I849, $300,000 in I850, and
$400,000 each year thereafter wntil the original stock was taken up; the
State was to have a three~fifths vote and no person could represent more
than double the number of his own shares; other railroad companies were
given the right to connect with the Virginia and Tennessee Rallroad and

the latter company was required to transport freight and passengers of con-
necting companies without delay and at the same rates as charged upon
freizht and passengers originating with the Virginia and Tennessee Rail-
road, provided that no motive power, passenger, or mail cars of connecting
roads should be placed won the Virginia and Tennessee, although freight
cars of .tconnecting railroads could run over the tracks of the Virginia

and Tennessee Rallroad Company; the last mentioned company was instructed
to construct depots on James River and Kanawha Canal land and to deliver
goods to and receive them from the canal without any extra charge; and per-
migsion was given to increase the capital stock of the Virginia and Tennessee
Railroad Company by the amount of $500,000, with the State taking three-fifths
of this incroase.za The company was regularly organized August I8, 1848, by

23, Ibid,, 1848-49, pp. I0I-3
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the eloction of Odin G. Clay as president; the first section of the Virginia
and Tennessee Railroad extending from Lynchburg to Salem, 6I miles, was
placed under contract in December, I849, at a cost of $I,000,000, exclugive
of buildings and rolling stock; and part of the road between Lynchburg and
Libverty, 2I miles, was formally opened in April, 1852, and the entire divi-

sion through to Salem by the end of the aame year.24

The Orange and Alexandria Railroad Company was chartered March 27,
1848, to construct a railroad from Alexandria via Culpeper Courthouse thence
via Orange Courthouse to Gordonsville. Its authorized capital was $937,500
in $50 shares, which was subsequently increased $I00,000 for building the
Warrenton Branch, $420,000 for completing the main line, and $I,500,000 for
constructing the Lynchburg ext:emu:!.on.z‘5 When 5,400 shares of the capital stock
were subscribed, the company was permitted to organize. In order to suffer
no penalty, the Orange and Alexandria Railroad must be commenced in two
yoars and completed within ten years. The Orange and Alexandria Railroad
Company was required to carry tonnage and passengers of intersecting road
( Virginia Central ) at the same rates as their:through tra.ffic.zs At the
next session of the Legislature, the Board of Public Works was authorized
to increase its subscriptions from two-fifths to three-fifths of the capital
stock, with the State being represented by three of the five directors who
with the president were to compose the board, The subscription ratio for
the eastern section was $202,500 subscribed by the State for $I35,000 sub-
scribed by others, while that of either of the other sections was $75,000
by the State for $50,000 by others, A private subscription of $I35,000
24, American Railroad Journal, XXVIII, pp. 32I-22

25, Ibid,, XXIX, p. 245
26, Va, Acts, 1847-48, pp. 191-92



for any one section would now enable the Orange and Alexandria Railroad
Company to organize. Also by this Act, the rates were to be the same both
ways, the time for beginning and completing construction was: extended a
yoar, and permission was given to Alexandria to subscribe $100,000 to the
capital stock of the Orange and Alexandria Railroad Com;:any.a? This company
was organized in May, 1849, on a subsoription of $325,000 from sources other
than the State, surveys were duly executed during the ensuing summer, con-
struction was begun at Alexandria March 4, 1850,28 and the first 27 miles

2
of the Orange and Alexandria Railroad were cpened in Octodber, 1851, s

An Act incorporating the Blue Ridge Railroad Company was passed
March 5, I849, for the purpose of constructing a railroad from the east-
orn bagse of the Hlue Ridge to its western base iz;cluding the necessary tun-
nel, The Board of Public Works was made "a body politic and corporate
under the name and style of 'THe Blue Ridge Railroad Company'" subject to
all the provisions of the Act of I837 regulating the incorporation of rail-
road companies, Power was given to the president and directors of said
company to employ a competent engineer to locate the Blue Ridge Railroad
80 as to connect with the Louisa at or near Blair Park in Alibemarie County
and to extend to some point at or near Waynesborough in Augusta County,
Upon the location of the route and the plats and maps thereof being record-
od in the respective clerk's offices ol the counties through which the
Blue Ridge Railroad and tunnel should pass, the title became, ipso facto ,
vested in the Commonwealth, As soon as the location was completed and after
due advertisements in the public prints, the Blue Ridge Railroad Company
27. Ibid,, 1848-49, pp. 107-8

28, American Railroad Journal, XXIII, p. I66
29. Ibid., XXIX, p. 245
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should proceed to let contracts for the construction of said tunnel and

railroad requiring bonds with aspproved security for the faithful execution
thereof, provided that the company should not contract to pay more than
$100,000 in any one year for above purposes, During the 1852-53 session

of the General Assembly, this amount was increased to not more than $200,000
to be added to the State debt by July I, 1853, and $100,000 by January I, 1854,
on the account of the Blue Ridge Railroad Ccnpany.so The president and di-
rectors of the Blue Ridge Rallroad Company were authorized to bYorrow on the
credit of Virginia a sum or sums of money not exceeding $I00,000 in any one
year, Exclusive use of road when completed was granted to the Loulsa Rail-
road Company if it accepted within one year the provisions of this Act.
These provisions were that the Louisa should keep the Blue Ridge Railroad
and tunnel in good repalr at own expense forever after; pay annually into
the treasury of the Commonwealth fifty cents for each passenger and ten
cents for each barrel of flour carried through said tunnel and 10% of Louisa
Railread Company's charge for trangporting each ton of produce and merchan-
dise (except gypsum on which no toll should be paid) from any point east of
Blue Ridge funnel to Waynesborough or from Waynesborough to any point east
of this tunnel; report annually the mumber of passengers, barrels of flour,
tons of produce and merchandise carried through said tunnel with a true
statement from its books of the charges on produce and merchandise so car-
ried, provided that it should be unlawful for the Louisa Railrcad Company

to charge a greater rate for this distance than for the same distance on
other portions of its road. Whenever the tolls paid te the State equaled
the cost of construction or the Louisa Rallroad Company secured the repay-

ment of guch cost in instalments agreed upon by sald Loulsa and Blue Ridge

30. Va. Acte, 1852-53, p, 67



Railroad Companies, the title to the Blue Ridge Railroad and tunnel, "quit

and discharged from the payment of any toll to the Commonwealth,™ should de
vested in the Louisa Railroad Company, The capital stock of the Louisa
Railroad Company was increased $I50,000 to extend its road from the western
terminus of the Blue Ridge Rallroad and tunnel to Staunton with the view of
its further extension in the dirsection of Covington and the Board of Public
Worka was authorized to take three-fifths of this increase, If the Louisa
Railroad Company declined to accept the provisions of this Act, then the
Blue Ridge Rallroad Company was empowered to open books and accept subscrip-
tions to a capital stock of $60,000 at $50 a share, When 600 ghares were
subscribed by others than the State, the State was to subscribe for 900 shares,
at which time the Blue Ridge Railread Company would be permitted to begin
construction, The ratioc of I00 shares subscribed for privately to 150 shares
subgceribed for by the State was to hold until the aggregate subascriptions
amounted to $150,000 which was to be regarded as the capital stock of the
Blue Ridge Rallroad Cotqaé.ny. The Board of Public Works could borrow money
for this purpose and the Blue Ridge Railroad Company was to have the same
restrictions and privileges as the Louisa Railrcad Company, Should the
Louisa accept the provisions of this Aet, then it must charge the same rates
for passengers and merchandise of connecting railroads as charged for the

game traffic originating on thelr own road.sI Construction on the Blue

. 32
Ridge Railroad began in February, I850, and the eight miles from Mechum

river including Greenwood tunnel were cpened and used by the Virginia Central

33
for freight and passengers by the end of November, I853.

31, Ibid,, I1848-49, pp. 99-I01
32, Va, Board of Public Works, 1850, pe. 3
33, Ivid., 1855, p. 1062
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The Manassas Gap Rallroad Company was chartered March 9, IB50, to

build a railroad from some convenient point on the Orange and Alexandria
through Manassas Gap to Harrisonburg passing near Strasburg. A capital stock
of $800,000 at $50 a share was authorized with a maximum limit of $I,200,000
and permission was given for the company to orgaenize on a subscription of
$150,000. If three-fifths of the legal voters of Alexandria voted in favor
o Alexandria subscribing to the capital stock of the Manassas Gap Railroad
Company, then a subscription not exceeding $150,000 might be made. Dividends
of all the net profits might be declared dbut the capital stock was not to be
used for this purpose,:the tolls should not be under the control of the Board
of Public Works but should be regulated and prescribed by the president and
directors, the property and profits of the company Were regarded as personal
estate and with the capital stock were exempted from taxation, the dividends
were also exempted unless the income exceeded 7% per annum in which case

they might be subject to taxation, and the proviso of the IOth section of khe
Act of 1837 (Land damages) should not apply to this company, The provisions
of the Act of 1837 were to govern the Manassas Gap Rallroad Coupany with the
exceptione previously noted. In order to speed the settlement of any dispute
arising over the carrying of the United States Mall, a board of arbitration
to be appointed, if necessary, by the Legislature of Virginia was provided
whoge award should be final and binding on this railroad company, If con-
struction was not commenced within 4 years with at least 20 miles under com-
tract and carried forward at the rate of I0 miles & year alter 6 years , then

34
the charter of the Manassas Gap Railroad Company was forfeited to the States

34, Va, Acts, 1849-50, pp. 73-4
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On February 10, 185I, the Board of Public Works was authorized to subscribde
$40,000 on behalf of the State whenever $60,000 was subscribed by others
until two-fifths of the capital stock or $320,000 was taken by the State,
This money received for capital stock should not be spent upon the constuc-
tion of the railroad beyond Strasburg until it was completed to that point.
It was further provided that the Manassas Gep Rallroad Company should be
subject to the Code of Virginia which went into effect July I, I850, and the
above exceptions conceraning land damages, dividends, tolls, and exemption
from taxation were repealed. 3 The Manassas Gap Rallroad Company was Orw
ganized August I, 1850, by the election of a president and directorato;aa by
August 26, I85I, construction had begun;37 and by Septembder 2, 1852, trains
were running to Rectortown which wase 29%- miles from its junction with the

38
Orange and Alexandria and I2} miles from the sunmit of the Blue Ridge.

The Northwestern WVirginid BailroadvCompany:wWas:imdorporated Feb-
ruary I4, I85I, to constuct a railroad from Parkersburg to some peint on
the Baltimore and Ohio at or near the mouth of Three forks in Taylor County.
Thirty thousand shares of capital stock at $50 a share were provided and this
company could organize on a subscription of 3,000 shares. If necessary to
corplete road, the Northwestern Virginia Rallroad Company was given power
to increase ite cepital stock, torrow money by issuing bonds and morigaging
the road. Although construction must be commenced within two years, the
Northwestern Virginia Rallroad could not be used until J2 months after the
corpletion of the Baltimore and Ohio to Wheeling, provided that this re-

35, Ibid,, I850~5I, p, 69
36. Va, Board of Public Worke, 1852, p., 344

37. Ivid,, 1851, p, 142
36, Ibvid,, 1852, p. 247
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striction shouid cease upon Wheeling's failure to subscride to the Baltimore

and Ohie Railroad Company as before a\greed.39 The Northwestern Virginia
Railroad Company was organized August 2, I85I, by the election of a president
and board of directors who two days later tendered the office of chief engi-
neer to Benjamin H, Latrobe; his acceptance was soon afterwards received.w
While comstruction began in Novembeér, Iesz?xand was nearing completien in
I855, the Northwestern Virginia Railroad was not fully opened its whole

42
length until July I, I857.

Chartered March 4, 1851, for the purpose of constructing a rail-
road from Clarksville to any point on the Raleigh and Gaston in North Caroli-
aa.that the two companies might agree upon, the Roanoke Valley Railroad
Company had an authorized capital stock of $300,000 in $I00 shares. When
$100,000 was paid by others, the State was to pay $50,000 and upon a further
private subscription of $I00,000, the State was to subcribe another $50,000
to the capital steck of the Roancke Valley Railread Company. This company
could organize on a subscription of $I50,000 and should be subject to the
Virginia Code. Power was granted to the Roanoke Valley Railroad Company to
enter into contracts with other rairoad companies for transportation over
their roads - running of cars, carrying of persons and Ireight at same rate
as own, If construction was not started in 4 years and finished in IO years,
the charter of the Roanoke Valley Railrcoad Company was to be forfeited to
the Statte.43 The Roancke Valley Railroad Company was legally organized
39, Va, Acts, I850-5I, pp. €9-70
40, Va, Board of Public Works, 1852, p, 561
4I, Ibid., 1855, p, 928

42, Tbid,, 1857, p, 257
43, Va. Acts, I850-51, pp, 6I-2
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March 16, 1852, by the election of a president and board of directors; on
June 3, 1852, the entire line, 22 miles, was put under contract and three

months later construction was in full SWinng and the road was opened in
5

March, Z[855.‘l
The Norfelk and Petersburg Railroad Company was chartered March I7,
1851, to build a railrecad from Norfolk via Gilmerton to connect with the
eastern terminus of the Southside at or near Petersburg and its gauge was to
corregpond with that ofithe Iatter road, A capital stock of $800,000 in
shares of $100 was awthorized and when $100,000 was subscribed the company
would be allowed to organize subject to that part of the Code of Virginia
prescribing general regulations for the incorporation of railroad companies.
Nerfolk was granted permission to subscribe not over $200,000 to the capital
stock of the Norfolk and Petersburg Railroad Company. Connections with the
Seaboard and Roanoke must be sancticned by the town Trustees of Portsmouth
before made, As the Board of Public Workes was required to employ a competent
engineer to survey and report on route with an estimate of the cost of con-
gstruction thereo!,% on April 30, I85I, A. H, Campbell was sppointed engineer
to survey the Norfolk and Petersburg Railroad with a salary of $I200 a year
and necessary expenses, and an advance of $200 was made for instruments for
said gurvey.47 Subsequently, the capital stock fixed at $800,000 was in-
creased to $I,500,000 with the state of Virginia taking $900,000 won the
condition that the remaining $600,0C0 should be made up from private sources,
and by I856, nearly $250,000 was privately taken leaving $350,000 yet to be

made up which if done at once would result in the State issuing bonds to the

44, Va, Board of Public Works, I852, p, 415

45, Ibid,, 1855, p. 872

46, Va, Acts, I850-5I, pp., €0-1

47, Journel of the Board of Public Works, I, p. 49I



Forfolk and Petersburg Railroad Company to cover the residue of the amount

48
pledged, The Norfolk and Petersburg Railrcad Company was organized April
4
6, 1853, by the electiecn of Dr. Francis Mallory as president, i congtruction

50
was under way one year later, and the road was informally opened to the

public September I, 1858.5I

A charter was granted, January 3I, 1853, to the Richmond and York
River Rallroad Company which provided for a capital stock of not less than
$250,000 and not more than $500,000 in shares of $I00 each for the purpose
of making and providing everything necessary and convenient for transporta~
tion on a railrcad from Richmond to some point on the York river or near
the mouth of the Pumunkey. The subscriptien of 2,500 shares incorperated
this company which should be subject to the provisions and entitled to the
benefits of the 56th, 57th, and 6Iat chapters of the Code of Virginia,
Surveys of different routes were to be made by their engineer whose reporte
of said surveys and of the relative advantages for the acoommodation of
shipping of the several harbors won York river or the Pumunkey should be
laid before a general meeting of the Richmond and York River Railrcad Com-
pany's stockholders for their selection ol the most desirable route, Con-
gtruction was to be commenced not later than five years alter the passage
of this Act and the Richmond and York River Rallroad must be completed
within ten years, If the road desired to enter Richmond, the consent of
the council of Richmond must first be obtained. 4s soon as I,500 shares
were subscribed for by individuals and other corporations, soclvent and able
to pay, the Board of Public Works was to subscribe $3 for every {2 private-
48, American Railroad Journel, XXIX, 532

49, Ibvid,, p. 531
50, Va. Board of Public Works, 1855, p. 958

51, Ibid,, 1859, p. 224



1y subecribed until the whole amount, $500,000, was subscribed or as much

thereof as was necessary to complete and equip the Richmond and York River

52
Railroad,

At a meeting of the commissioners of the Richmond and York River
Railroad held in Richmend February 9, I853, books for subscriptions to the

stock were authorized to be opened at the following places by the gentlemen
e
whose names appear below:

Abram Warwick
Richmond at American Hotel Bernard Peyton

Chas, Dimmock

John A, Lancaster

Richmond T. Lacy

New Kent Courthouse John D, .Christian
James Stamper
Geo, Williamson
Dr, A, Crump

Josiah L. Dean
Gloucester Courthouse Thomas B. Pooth

Caleb Leigh

Joel Hays
Williemsburg Lemuel J. Bowden

Robert Saunders

Robert MecCandlish

Baltimorse Geo, B, Taliaferro
Jo Brandt, Jr,

New York Ludlam and Pleasants
The books were opened at the above named placees April 18, 1853.54 A meetw
ing in King and Queen County to arouse interest in the Richmond and York
River Railroad scheduled for December I5, 1853, was postponed till January
24, 1854, fortthe sake of harmony and concerted action among all friénds of
thise road55 and as the books were closed January 20, 1854, was called off
52, Va. Acte, 1852-53, pp. I135-36
53. Whig, Feb, 22, 1853

$4, Ibid,, March 29, I853
55, Ibid., Dec, 9, I853



56
as a matter of course. During a meeting of the stockholders in King and

Queen Courthouse February 9, 1854, the Richmond and York River Railrocad Com-
pany was duly organized by the election of M. A, Dudley as president and
Messrs, Pouglas and Nicholson as directors, and instructions were given for
a survey of five different rov.ttes.573y October I, I855, construction of the
Richmend and York River Railroad was well under wagaand the 24 miles from

Richuond to White House were opened for freight and passenger traffic in
59
October, 1859,

The Covington and Ohio Railroad Company was incorporated February
15, 1853. All the powers conferred by the Code on State account and the ad-
ditional powers, privileges, and restrictions of Code for companies incor-
porated to construct railroads were granted to the Board of Public Works for
the purpose of constructing and equiping a railroad with a heavy rail from
gome point at or near Covington or Clifton Forge in the county of Allegheny
to some point on the Ohio Piver not below the mouth of the Big Sandy river
nor above the town of Point Pleasant, Construction was to begin and continw
from western terminus at same time ae eastern terminus, but this and the
following requirement were later changed. Power was given to the Board of
Public Works to borrow for this purpose not more than $I,600,000 on the
credit of the Commonwealth., There was to be no interference with the route
or track of the James River and Kanawha Company within six months after the
passage of this Act and six months notice had to be given the said company
by the Covington and Ohio Railrecad Company before locating each successive
56, Ibid., Jan, 20, 1854
57. Ibid,, Feb. I4, 1854

58, Va, Board of Public Works, I855, p. I129
59, Ibid., 1860, p. 456



60
section of 50 miles,

By the end of 1860, no part of the 224 mile line between Covington
and the Ohio river was finished although the 22 miles from Goving‘l:“on to the
White Swlphur Springs were under contract and in progress. The following
appropriationas had been made by the Legislature of Virginia to the Covington
and Ohio Rallroad C!ompam;r:‘51

I. February I5, 1853, $I,000,000

2., March I3, 1856, $500,000

3. March 20, 1858, $800,000

4, February 20, 1860, $2,500,000

The Fredericksburg and Gordonaville Railrocad Cormpany was charted
March I, I853, to construct a railroad from Fredericksburg to the Virginie
Central at or near Gordonsville., A capital stock of $460,000 in $I00 shares
was authorized and whenever $92,000 was subscribed for by others than the
State, the State was to subscribe $I138,000, Permission was given for the
organization of the Fredericksburg and Gordonsville Railroad Company wpon a
private subscription of $92,000, This company was to be subject to the Code
of Virginia and might contract with other conpanies for the transportation
of freight and passengers, If the Richmond, Fredericksburg and Potomac Raile~
road connected with a Maryland road, then the Fredericksburg and Gordonsville
Railroad was forbidden to do so, Its charter would be forieited to the State
if not commenced in 3 years and completed within IO yeara.62 The Fredericksa
burg and Gordonsville Rallroad Company was organized and constuction had be-
gun by September 30, 1855‘,‘53 but was suspended in I857 on account of lack of
60, Va, Acte, 1852-53, pp. 66~7
6I. Va, Board of Public Works, 1860, p. 602

62. op. cit.: pp. 136“37
63. Op, Cit,, 1855, p. 878
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means and was resumed in I859 with the decision not to duild beyond Orange

€5
Courthouse.

If the Virginie and Tennessee Railroad Company did not acoept the
provisions of an Act passed March 3, 1853, incorporating the Virginia and
Kentucky Railroad Company, during:or before their second annual meeting after
its passage, a new company Was authorized formed, The capital stock of
$3150,000 was divided into $I00 shares for the purpose of building a railroad
from the Kentucky line at or near Cumberland Gap to some point on the Virgine
ia and Tennessee not east of Abingdon, Resolutions of the stockholders
could increase=the capital until $250,000 was secured with the State taking
three-fifths of this increase in addition to taking the same proportion of
the original capital stock. Construction must begin before the close of the
fifth year from the passage of this Act and be finished within nine years,

A distinct separation between the Virginia and Tennessee Rallrcad Company
and the Virginia and Kentucky Railroad Company was t0 be maintained in matters
of capital, expenses, revenue, profits, dividends, and debte. At general
meetings, the stockholders of each company should have equal rights and priv-
jleges. All common officers and expenses of a general character were to be
equitably paid from the funds of both companies in such proportions as de-
termined by the stockholders in general meetings.66 These provisions were
accepted by the stockholders of the Virginia and Tennessee Railroad Company
Octodber 27, 1853..67 In 1860, the work of comstruction on the Virginie and
Kentucky Railroad was resumed after being suspended for some time and surveys
64, Va, Board of Public Workse, 1855, p., 878

65. Ibid,, 1860, p. 595

66, Va, Acts, 1852-53, pp. I138-3%
67. Op, Cit,, 1853-54, p. 587

63
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were in progress to definitely:settle the location of the entire road which

68
was thought not to exceed IOO miles,

The Alexandria, Loudoun and Hamp shire Rallroad Company was charterw
ed March I5, 1853, for the purpose of constructing a railroad &outh of
Brown's Gap from Alexandria via Leesburg, Clark's Gap, and Bloomery Gap to
Paddytown or t¢ connect with any rallroad in that vieinity which extended
westward to the Virginia coal fields, In order to do this, 3,000 shares of
capital stock at $I00 each were provided, Whenever $40,000 wam:privately
subscribed the ébate was to subscribe $60,000. As soon as 1,000 shares were
taken the company could organize, subject to the Code of Virginia, power to
increase the capital stock of the Alexandria, Loudoun and Hampshire Railroad
Company was given to its directorate., Should Alexandria desire to do so, a
subscription of $500,000 might be made to the capital stock of said company.
Concerning connections, the Alexandria, Loudoun and Hampshire Railroad Com-
pany was prohibited from connecting with the Baltimore and Ohio east of Cum-
berland or any other road terminating eastwardly outside of Virginia and
should the union with the Winchester and Potomac take place, the same rules
applying to the latter company would apply to the new one.69 The Alexandria,
Loudoun and Hampshire Railroad Company Was organized May 24, 1853, after 30
days notice "that a sufficient amount of the capital astock of the above
named company to incorporate the subscriders, has been subscribed.“70 In
Fedbruary, 1855, construction was etartednand the Alexandria, Loudoun and
Hampshire Railroad was opened to Farmwell, 3I miles from Alexandria, Jan-

72
wary I6, 1860,

68. Va, Board of Pudblic Works, 1860, p, 60I
69. Va. Acts, 1852-53, pp. I148-50

70. Op, Cit,, 1853-54, p. 265

7§, Ibid., 1855, p, 254

72. Tbid,, 1860, pp. 3874389



TABLE

CAPITAL STOCK OF VIRGINIA RAILROAD COMPANIES,

NAME OF COMPANY

Petergburg & Roanoke

Winchester & Potonmac

Seaboard & Roanoke *

Richmond, Frederickshurg & Potomac

Appowattox #

Virginia Central }

Richmond & Petersburg

Richmond & Danville

Virginia & Tennessee

Orange & Alexandria

Blue Ridge
* formerly Portsmouth & Roanoke
a including $150,000 State Loan

TABLE

COMPARISON OF CAPITAL STOCK OF VIRGINIA INTERNAL IMPROVEMENT COMPANIES,

65

X,
, 73
SEPTEMBER 30, 1850.
10T AL HELD BY STATE
619,000 323,500 a
300,000 270,000 a
641,650 406,650 a
1,000,000 275,200
150,000 110,000 b
1,700,000 900,000
685,600 385,600 a
1,500,000 900,000
3,000,000 1,636,364
900,000 540,000
600,000 600,000

t formerly City Point § formerly Louisa
including $50,000 Staté Loan

X.
74
1850,

NUMBER.  KIND OF COMPANY LENGTH TOT AL HELD BY STATE
64 Turnpike 2,255% 3,658,450,59  2,028,785.33 *
12 Canal & Navigation 11,4123 16,834,412.30  6,547,437.71 4
11 Railroad 1,004 11,096,250.00  6,347,314,00 §

* including $25,000 State Loan

# inciuding $ 2,022,204,.69 State Loan

¥ including $650,000 State Loan

The preceding tables are based upon the information presented

to the Senate of Virginia March 28,1851, by the Second Auditor, J., Brown, Jr.,

in compliance with its resolution passed February 26, 1851,
contain data brought down to September 30, 1850,

Both tables

In tables IX will be found

a detailed statement of the capital stock of Virginia Railroad Companies

with the name of the company, the total amount of the capital stock of each,

and the amount of stock held and to be held by the State in each company,

including State loans,

Table X summarises:

and compares the amount of

73. Journal of the Senate of the General Assemdbly of Virginia, I850-51I,

Document No. 8, pp, 4-9,
74, Ibid.

Henceforth referred to as Senate Journal,
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capital stock of Virginia internal improvement companies by giving the num-

ber and kind of company, the total length in miles according to charters,
the total capital stock in dollars and cents, and the amount of stock held
and to be held by the State in the various companies, including State loans.
These tables and the succeeding ones have béen rearranged and obvious typo-

graphical errors have been corrected,

TABLE XI.
7

STATE SUBSCRIPTIONS TO RAILROAD COMPANIES, I851, °

NAME OF STATE AMOURT

Virginia 8,000,000

Massachusetts 5,400,000

Maryland 5,050,000

Pennsgylvania 4,200,000

Georgia 3,500,000

New York 3,000,000

Missouri 2,000,000

Tennessee 1,400,000

TABLE III,
76

STATE SUBSCRIPTIONS TO RAILROAD COMPANIES, 1857,
NAME OF STATE VALUE OF REAL AND PERSONAL ESTATE CONTRIBUTIONS BY STATE
Virginia 391,000,000 10,028,000
Georgia 335,000,000 5,000,000 *
South Carolina 288,000,000 2,500,000
North Carolina 226,000,000 5,968,000
Tennessee 207,000,000 8,500,000

* amount really greater

In the six year period, I85I-57, Virginia subscribed $2,028,000 to
railroad companies, Georgia more than $I,500,000, and Tennessee $7,200,000,
The value of real wnd personal estate was taken from the I850 United States

75, Do Bow's Review, XI, p. 425
76. Ibid,, XXIV, p. 67
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Census returns, Virginia's $10,028,000 contribution was distributed as

follows:

I. Virginia and Tennessee $I,800,000

2. Virginia Central $1,613,000
3. Blue Ridge $1,234,000
4, Covington and Ohio $ 798,000
5., Others $4,583,000
TABLE XIII,
77
COMPARISON OF CAPITAL STOCK OF VIRGINIA INTERNAL IMPROVEMENT COMPANIES, 1860,
NUMBER KIND OF CONPARY TOTAL HELD BY STATE
13 Turnpike 3,855,216,52 2,023,225,73
10 Cansl & Navigation 1I5,111,985,07 4,173,799,55
20 Railroad 39,669,823,00 17,142,715.89
FIGURE 1V,

COMPARISON OF CAPITAL STOCK OF VIRGINIA INTERNAL IMPROVEMENT COMPANIES, I1850-60.

Turnpike

Canal & Navigation

Railroad

The average capital stock of the 64 turnpike companies of 1850 was
$57,163.29, and the amount held by the State was $31,309.74, Although the
average capital stock of the I2 canal and navigation companies of 1850 was
$1,402,867.70, the State only held an average of $377,I02,75. In spite of
77, Reports, Returns and other Documents, relative to Joint Stock Companies,

other than Railroads, by the Virginia Board of Public Works, I850-60,

contain: the material on turmpike, canal and navigation companies,
Va, Board of Public Works, 1860, p. 606, for railrcad companies,



the average capital stock of the II railroad companies of I850 being smaller

68

than that of the I2 canal and navigation companies and amownting to $I1,008,750,

a larger average, $517,937.63, was held by the State in the former.
loans included in the 1850 figures were taken into consideration in computing

the above averages.

While the average capital stock of the turnpike compax

nies in I860 amounting to $34,116,96 had decreased from that of I850, the

number of companies had nearly doubled and the average amount held by the

State, $I7,904.65, had been almost cut in half. Fewer canal and navigation

companies in I860 with a corresponding decrease in their total capital stock

The State

and subgeriptions by State resulted in higher averages which were $I,5II,198,50

for capital stock and $4I7,380 held by State. The authorized railroad cap~

CAPITAL STOCK OF VIRGINIA RAILROAD COMPANIES .
NAME OF COMPANY

Petorshwrg

Winchester & Potomac
Seaboard & Roanoke

R, F, & P, *

Virginia Central
Richmond & Petersbhurg

Southside

Richmond & Danville
Virginia & Tennessee
Orange & Alexandria

Blue Ridge
Manassas Gap

Northwestern Virginia
Roanoke Valley

Norfolk & Petersburg
Richmend and York River
Covington & Ohio

TABLE XIV,

CHARTERED

February
April
Harch

February

February
March
March
March
March
March
March
March

February
March
March

January

February

Frederickasburg & Gordonsville March

Virginia and Kentucky
A, L. & H, #
* Richmond, Fredericksburg & Potomac

March
March

10,1830
8, 1831
8,1832

25,1834

18,1836

14,1836
5, 1846
59,1847

24,1848

27,1848
5,1849
9, 1850

14,1851
4,1851

17,1851

31,1853

15,1853
1,1853
3,1853

15,1853

78. Va. Board of Public Works, 1860, p. 606

TOTAL

883,200
300,000
833,700

1,000,000

3,400,000
800,000

1,400,000

2,000,000

5,800,000

2,957,500

1,605,423

3,800,000

1,500,000
430,000

1,800,000
700,000

4,800,000
460,000

2,500,000

3,500,000

78

SEPTEMBER 30, 1860.

AMOUNT PAID.

883,200.00
300,000.00
833,700.00

'1,04%,880.00

3,362,854,28

886,100.00
I,268,800,00
1,988,592, 50
3,43¢2,8%9,32
2,0639,609,78
1,605,423.00

'8,388,872.08

486,425,82
4277402.00
1,700,973,63
669,956,91
2,592,762.07
220,665.00
119,200,682
1,63I,248,00

# Alexandria, Loudoun & Hampahire
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ital stock average for 1860 was $I,983,491.15 and the average capital paid

in by the State was $857,135.79. An average capital stock of $II,041.04

per mile arranged for by charter ian I850 was provided of which Virginia was

to hold $5,668.96, while for the 2076 miles of railways constructed by the

above Virginia Railroad Companies before October I, I860, there was an aver-

age authorized capital stock of $I4,291,33 with an average of $8,257,57 per
mile having been pald in by the State, Table XIV on the previous page shows
the dates of incorporation, the capital stock authorized, the total capital paid
in by September 30, 1860, of each of the railroad companies listed. A por-

trayal of the distribution of the paid up capital in 1860 is found below:

TABLE XV.
79
DISTRIBUTION OF PAID UP CAPITAL STOCK OF VIRGINIA RAILROAD COMPANIES, 1860.

NAME 0P «COMPANY BY OTHERS BY STATE

Petersburg 883, 200,00 cerreanaus
Winchester & Potomac 180,000.00 120,000,00
Seaboard & Roanoke 833,700,00
Richmond, Fredericksburg & Potomac 766,680.C0 275,200.00
Virginia Central 1,271,183,55 1,891,670.68
Richmond & Peteraburg 450, 500,00 385, 600.00
Southaide 561,300,000 803,500,00
Richmond & Danville 792,599.00 1,188,598,.50

Virzinia & Tennessee

1,182,285, 32

2,270,525.00

Orange & Alexandria 1,165,103,73 874 ,500.00
Blue Ridge L 1,605,423.00
Manassas Gap 1,121,812.97 2,066,500.00
Northwestern Virginia 486 ,425.82 L iiieann
Roancke Valley 120,000.00 307,402.00
Norfolk & Petershurg 600,973.63 1,100,000.00
Richmond & York River 18%,589.68 480,367.23
Covington & Ohie = ... ...l 2,592,762.07
Fredericksburg & Gordonsville 88,266.00 132,399.00
Virginia & Kentucky 47,680.41 71,520.41
Alexandria, Loudoun & Hampshire 654,500.00 976,748.00

79. Ibid.
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Four different methods for providing means for the construction

of railroads in the United States were reported by Captain Galton to the
80
Lords of the Privy Council of England. These were @
I. Construction by the State
2. Construction by a company aided by the State which re-
tained an interest in the line with power to interfere
3, Construction by a company unasgsisted by the State
4, Construction by a company to Whom:lands:had been'granted,
but not otherwise interferresd with
Only the firgt three of these methods of providing means for the construction
of railroads were used in Virginia before I860. A strong movement in favor
of Virginia internal improvement companies accepting land grants from the
Federal Government occurred during the decade befors the Civil War, which
did not prevall, however., The Richmond Whig and Public Advertiser almost
harped on this subject always pointing out how the refusal to accept this
aid from Waghington handicapped Virginia in the race with her sister States.
Had this been done, then the fourth methed above would have undoubtedly

been used in Virginia,

In order to depict the evolution of Virginia Railroad capital
stock during 1850-60, the graph occu;;pying the next page has been prepared,
Great care has been taken to show the distribution of the capital stock in
I850 and the changes which took place during the next ten years, The re-
spective figures are contained in tabdbles IX, X, XIII, XIV, and XV, Further
discusaion of the financial organization of Virginia Railroad Companies,
1850~-60, will bde found latter on under financing Virginia Railroads.al

80, De Bow's Review, XXII, p, 610
8], See below,



FIGURE V.

COMPARISON OF CAPITAL STOCK OF VIRGINIA RAILROAD COMPANIES, 1850-60,

Petersburg (& Roanoke)
Winchester & Potomac
Seaboard & Roanoke

Richmond,  Fredericksburg & Potomac
Appomattox *
Airgi.nia Central

. Richmond & Petershurg
,/Southside
yRichmond & Danville

/f'irgini.a & Tennessee
v Orange & Alexandria

Blus Ridge &
v'Menassas Gap
v Northwestern Virginia ‘
//Roaneke Valley
v Norfolk & Petersburg
/’ﬁshmnd & York River
V&ovington & Ohio
\/ Predericksburg & Gordonsvjille
Virgiaia & Kentucky
if’hoxandria, Loudoun & Hawpahire

* part of Southside in 1860

# operated by Virginia Central in 1860
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CHAPTER IV,

CONSTRUCTION OF VIRGINIA RATILROADS, I1850-60,

On the one hand, an accourt of the coastruction of svery rail-
road built in Virginia for the period would result in tirssoms repstition
and confusion from axcessive detail, while on the other, it is eguully
obvicus that a bare statement of the number of miles opened, those under
construction, and total cost would hardly suffice. One way to treat this
subject would be to give in full, as in blogresphy, the construction re-
cords of the enginesras who bullt the roads, Valuable as this undoubtedly
would be, another method has been chosen, Our alm here is to present as
clearly as poesible, the principles and thedr &plications, the theory
and practica, which governed the manifold conatructive activities of Vir-
ginia railways during the decade just previous to the War between the
States g0 that the effect won the reader will be that of a compowsite
whole. Iliustrative examples have been selected from the laws of Virginia,
the decigions of its courtas, the lagislative documents, the reports of the
ragpective railroad companies, and the magazines and newspapers consulied.
Ag Col., Crozet 4id not hesitate to compars the Blue Ridge Tunnel with cther
American and foreign tunnels, we can do no less than follow his example,
Instead of the chronolozical order which has prsdominated in the thesis wp

to thias point, the treatment in this and the succsoeding chapters will be

mainly topical,



Since the Code of I849 was in force in Virginia from July I,
1850 to July I, 1860, it may be well to examine its provisions relating
t0 railroad congtruction in the 0ld Dominionf Authorized officers, agents,
and servants of incorporated railroad companies were permitted to enter
any land 80 as %0 examine, survey, or lay out such as seemed fit for their
purpose, While this was going on, whoever owned or lived dnithe land was
not to suffer any injury, But a space of sixty feet around dwellings of
free peraons was to be free from invasion unless the owner gave his consent?
cénsent of the owner or tenant, furthermore, had to be secured before throw-
ing open fencea or enclosures, constructing through same, or injuring the
property in any way. The right of way could not exceed one hundred feet
in width, except in deep cuts and filla, where it could be as wide as meces-
sary, . :Foy buildingg or abutments, not morse than three acres in any one
tract were allowed, Virginla rallroad companies could not hold any uore

real estate than was proper for the purposes for which they were incorpo«-

r‘tedc

When the right of eminent domain had to be exercised in déhalf
ol a railway company in Virginié., certain proceedings established by law
were obligatory in order to take land without the consent of its owner,
It is not necessary for this discussion, however pertinent, to trace the
the obligation of citizens to surrender their property for public use won
the public promising to make just compensation all the way through the 5th
Anendment to the U,S, Congtitution, the Virginia Bill of Rights, and the
Common Law of England back to the Great Charter, or to prove that earlier
I. Va, Code, I849, p,800; Ibid, I860, p.86I

2. A report of such consent ig found in the May 20, I857 issue of the
Alexandria Virginia Sentinel, hereaftsr cited as Sentinel,



in Virginia the public right to a highway on the land had been uniformly
asserted without compensation to its owners. The mode of procedure by in-
quisition in:the exercise of eminent domain in behalf of internal improve-
ment companies and its return to the €ounty €ourt had become an old and
familiar practice in Virginia before 1850? All property rights acquired
by Virginia rallroad companies under the general railroad law passed on
March II, I837, or any other act which adopted its provisions, wers not

to be taken away or impalred by any future act of the legiﬂlature‘f Every
comp any which was governed by the above law and every company which should
be incorporated after July I, I850, to construct any work of internal iwm-
provement was to be governed by its provisions so far as they applied to
such company without violating ite ::har’c.tax'i5 Underat anding these things,
let us follow the procedure when the president and directors of a company
incorporated for a work of internal improvement, a county court, or council

of a town could not agree on the terms of purchase with those entitled to

lands wanted for the purposes of such company, county, or town,

When it was desirable to assess damages along the whols line
of improvement, five disinterested freeholders were to be appointed by the
county o? corporation court in which such land or most of it lay. Any
three of these valuers could act in arriving at a just compensation, At
least ten days before a railroad company intended to apply for such appoint-
ment, the owner, his guardian, or trustee should be notified to that eifect.
But 1f no owner, guardian, or trustee lived in the locality, the notice
might then be published once a week for four woeeks in some conveniant paper
3. Va, Reports, 43, p, 518

4, Va, Acts, 1836-37, p. II2
5. Va, Code, I849, p. 316



and posted at the courthouss door on the first day of the term next pre-
ceding the application, When it appeared that proper notice had been
given, the court was to appoint the commissioners naming the day for them
to mesat, Any one or more of the commissioners meeting on the land cowld
adjourn from time to time until the businesas was finished. Before execut-
ing their duties it was necessary for them, individually or collectively,
to take an oath that they would faithfully and impartially determine the
just compensation for such land as was proposed to be taken by said com-
pany. After viewing the land and hearing such evidence as either party
might properly offer, the inconveniences and advantages of the project were
to be considered by the jury in deciding what would be a just compensation
for sald land and the damages to the rest of the tract, A written report
designating the amount of compensation and damages incurred was to be re-
turned immediately to the county or corporation court and filed in its
office with the certificate of the justice of the peace for that district.
Unless good cause was shown against this report, it was not to be quashed
but confirmed and recorded, Any sum so determined might be paid either:
to the persons entitled to it or the court, Upon such payment, the title
to that part of the land should be vested absolutely in sald company,

county, or ’cowﬁ in fee simple,

It sufficient cause mdverseihosabasgsrepoyt was producsd, how-
ever, the commissioners reported their disagreement, or failed to report
within a reasonable time, then the court might appoint other commigsioners
as often as necessary without any further notice., In which event, the
previougly described procedure was to be followed, Whether any new sppoint-
ments were made or not, the railroad company, upon paying into sald court

the amount determined by the original report, misht enter and construct



their work on the described land, pendency of proceedings to the coatrary
not withstanding, No court orders or injunctions stopping constructien
woere to be granted unless absolutely necessary to prevent injury by work-
ers thathcouldinotibesadequately compensated by dumages, After the court
recelved such payment, should another report be made and confirmed increas-
ing the amount then the railroad company paid this increase, Any excaess
in favor of the company should be repaid to it, If the new report named
the same sum, the party asking for different commissioners had to pay the
costs provided insufficiency of amount was not the reason for getting a-
side the preceding report, All adverse judgments againet railway companies
wust be satisfied before they could keep the land, In case a subsequent
report involving no additional compensation was confirmed or settlement out
of court ocourred, the railroad company secured a clear title to the land,.
In order to facilitate the propar distribution by the court of moneys so

received, it could appoint a commissioner to handle the necsssary details,

The method when the process of eminent domain was restricted
to a single county follows so0 closely the one presanted above that only
those provisions which differ from or amplify it w:sill be touched upon.
In addition to the newspaper notice of such intent, like notice had to bd
posted at the courthouse door for thirty days including a court day, This
previous notice might be waived by owner, guardian, or trustee, Vacancies
accuwrring in boards of comalssioners must be filled by court having origi-
nal jurisdiction, and commissioners held their office during court's pleas-
ure receiving two dollars from railroad company for each day of service,

Not only the width and leangth of the land wanted but its description must

6. For actual notices, see Sentinel,July I3, I854, and Whig, Aug, 3, 1855,



be embodied in the written report., Virginia railroad companies could
change their location as often as they saw fit, The procedure, construc~
tion, and title were to be the same as in the first location., Whenever
this was done, the title to former locations reverted to original owner,
his heirs, or assigns. Wherever a railway passed through a place, the
company nad to provide wagon ways across its right of way and keep them
in good repair, No railroad tracks could be laid in the streets of any
Virginia town without the coneentvof its corporate authority, except by
special provision of law, Neceasary crossiﬁgs could be made if the pas-
sage and transportation of no other railroad, twmpike, canal, state or
county road was not hindered, Establighed routes could be altered by
agreomont betwsen the respactive companieas., Damages resulting from such
change were to be paid by company requesting it. 4Any county road could
be changed when an equally convenient one was provided by the railroad.
Permission of the Virginia Board of Public Works was necessary before
any state road could be altered. The General Assembly of Virginia, of
course, reserved the right to permit and locate connections between

works of internal improvement,

The course followed in taking materials by Virginia rallroad
cowp anies without the consent of those having a right to then is so slu-~
ilar to that for the land, we will just mention the differences., It
mattered not how the material was to be used, the procadure was the sane.
Cutting down of frult, shads, and ornamental trees or taking parts of
fences and buildings were prohibdbited in town and country, "The customary
ten days notice in writing could be given to a tenant instead of the own-

er., Only three comnisgioners wers appointed by a justice of the peace.: .

7. For an example of such consent, ses Sentinel, June IO, 1854,



In case a railway company was entitled to enter upon land, the sheriff
or sergeant should attend and remove force when requested by company?

The Virginia Code of I849, omitted and changed some of the pro-
visions of the general railroad law of March II, I837, Listing these
changes and omigsions will be our next task., Rights of way were increased
from eighty to one hundred feet and the amount of land allowed in any one
tract had been enlarged from an acre and a half to three acres. A land
owner could apply for viewers if railroad company did not act within twen-
ty days aiter taking his land or if the company was dilatory, Ten days
notice to that effect had to be given said president or any director. The
qualifications of comuissioners had narrowed down from discretness, intelli-
gence, impartiality, and disinterestness to Qleintdréatnassdi rdn:affirmation
of commissloners who objected to taking an cath was equivalent to it, Spe-
cific mention of additional fencing was made. When a railroad company de-
layed in paying damages, then judgment and douhble the costs were rendered
against it 'by the court whididecided manner of payment, A sum of not more
than twenty-five dollars was forfeited to party applying for jury by jurors
or jugbtices who failed to perform their duty and could be recovered in coun~
ty court after ten days notice, Such payment did not release guilty party
from further action by aggrieved party. Vanton or wilful injury cost the
railroad company twice the sum assessed by valuers unless done by wWorkers
of contractor who Ahcwtdeptink therresponsidbility furnilined bail when re-
quired, The provision that a railway cowpany upon changing another's work
must construct an equally good one was not to be construed as an ohligation
to malntain part changad?

8, Va. Cods, 1849, pp, 297-97
9

. Va, Acts, 1836-37, pp. I0I-8, If year eiapsed before land owner acted,
he was considered to be fully compensated; Va, Reporis, 56, p.254,



During the decade wnder review, Virginia lawgivers responded
favorably to some of the more pressing needs arising fronm railroad expan-
sicn. In I852, the size of land allowed in a single pi?ce was increased
to fifteen acres within five miles of principal termini.o Permiseion for
Virginia railroad companies to hold tracte of forty acres for main depots,

machine shops, and other necessary purposes was granted by the General
II
Agsemdbly of 1857-58, When towns or cities rejected a rallroad comnectien
12
inside their corporate limits, it could be made outside,.

Whether Virginia lawmakers beleived that questions arising from
I3
the exercise of eminent domain were difficult or not, they provided for

their discussion in two courts swperior to county courts: circuit.courts
14
and Supreme Court of Appeals of Virginia, Costs of litigation in these

higher courts were assigned to the party considered proper by the respec-
15
tive court, Circuit courts were courts of last resort in all such cases

appealed after July I, I85C, unless the amount in controversy exceedsd

$200 exclusive of costs, even when the right to a freehoid or franchise
16
was in question, Appeals and required bonds had to be perfected and post-
17
ed within five years as in other cases. In Richmond and York River R.R, Co.

v, Wicker, the Supreme Court of Appeals of Virginia on May 24, I856, held

that consent of owners of dwelling houses did not have to be obtained by
a railroad company before approaching nearer than sixty feet if it did not

enter upon land of such cwners, and dissolved the injumttien granted by the

I10. @piCit, 1852, p. 123

11, Ibid,, I857-58, p. 87

I2. Ivid,, I855-56, p. 82

I3. Va, Reports, 46, p. 563

14, Ibid., p. 344; Example of such litigation in Va. B. P. Works, 1855, p. 97I.
I5. Op.@ig, 244, p. 227

16, Tbid., 48, p, 233; and 49, pp. 250-5I; Appeal to circuit court not demand-
17, Va, Code, I849, p, 686 (able of right since 1846, 50, p. 267,



;.18
Circuit Court of Richmond restraining:said.railroad: frow-sacdoing, .Useiof

railroad did not constitute an interest which would disqualify a juror from
viewing and assessing damages in an inquest taken upon the land;I;Q During

the construction of a Virginia rallroad, persons who unlawfully cut, took,
injured, or destroyed any tree, timber, and property were guilty of a mis-
demeanor:.go If Virginia railroad companies did not satisfy themselves ¢f the
clearness of the title of land conveyed to thew, they must bear the conge-
quences of their misplaced confidence?I The Virginia Supreme Court of Appeals
did not think there was any hardship or wrong done to land owners by thiw
exercise of sovereignty since just compensation was reserved for them in

22
accordance with the mode prescribed by the legislature.

TABLE XVI,
23

ANMOUNT PAID EY VA, R.R. FOR LAND, DAMAGES, & FENCES, COMMENCEMENT THRU 1860,
NAME OF COMPANY AMOUNT PAID

Manassas Gap $163,202.96

Northwestern Virginia 106,150.76

Richmond & York River 100,535,23

Virginia & Tennessee 95,080.46

Alexandria, Loudoun & Hampshire 86,391.68

Orange & Alexandria 70,681,88

Southside 69,115,10

Norfolk & Petershburg 66,646,428

Richnond & Danville 63,738,29

Virginia Central 25,1%6,95

Fredericksburg & Gordonsville 7,525,00

Roancke Valley 4,680,99

Covington & Ohie I,624,16

18, Op. Cit,, 54, pp. 375-79

19, Ibid., 51, p.22

20, Ibid., 46, p.658

21, Ibid,, 45, p.521

22, Ibid,, 44, p.2689; and 52, p.3

23, Va, Board of Public Works, I849-62



Three c¢losely related factors determined the different sums for
land damages expended by Virginia railroad companies enumerated in the table
found above: the price of?la.nd in respoectivs localities, amount of land do-
nated to railroad company:4 and amount condemned., It is quite possible that
the first and last factors are but two phases of the game one., Figures for
two older Virginia railways are of interest. The total amount for land, land
damages, and fences spent by the Winchester and Potomac Railroad Company from
comnencement through I860, was $52,094,33, while that of the Richmond and
Patersburg amounted to $22,802,26, Land damages resulting from the recon-
struction of the Seaboard and Roancke Railway added $24,734.87 to its cost.

During the period under review, surveying for railroads was car-
ried on in all parts of Virginir:s Instead of trying to walk, tramp, or
trudge along with the nuwerocus parties running experimental surveys, alternate
routes, or resurveys to perfect locations previously chosen, let us take the
one surveying the middle section of the Orange and Alexandria Railroad in

26
1852, as typical of them all®

W.G, Atkinson Prin, Asst, Eng, 24 Div. $125.00 a mo.
J.T. Burke Regident engineer 2.50 a day
F.#, Henderson " " " "
J.A, Haydon " L " "
G.C. Wharton " " n "
R,A, Bowers Agst. resident enginser I.sc "
J. Clarke " " " I.25 "
W.T. Booten n " A I.50 "
W.S. Fewall " " L] 2'00 "
J.B, Leary Rodman I.00 0
J.A, Stone " I.26 "
J. Battaille " .co
J.F, Butler " " "

24, Land releassed along A.L.& H,R.R. for $I; Sentinel,April 8,1854; Code,T849,
$.500, O.& A,R,R. pald land agents $4 a day; Va, B. of P. W., 1850, p.€2.

25, Va, Board of Public Works, 1850-60,

26, Ibid,, I852, p.364



When the first part of the line was satisfactorily located and
ready for examination, the resgpactive enginears advertised in suitadle public
prints that contracts for grading, masonry, or swerstructure were to be let
by said compa.nies?v In one case, bids had to he sent to Alexandria office of
Orange and Alexandria Rallroad Cowpany not later than April 16,1850, in order
to be gubmitted to its board of directors which met two days 1a:tar?8 In an-
nther,; sealad proposals would be received by chief engineer of Norfolk and
Peteraburg Rallway from March I to March 20,1854, successful bhidders being
raquired to post bond not exceadiz;g 1/20 of amount of contract for the time-
1y and faithful execution of samefg The stipulation that the Richuond and
Danville Railroad should be completed to coal mines by Nov, IB50, in contract
of said company with Robert Harvey & Co. was afterwards extended a ysear hy
agreement?o At an evening session of the stockholders of the Virginia and
Kentucky Railroad, the contract for building this road was given to A H. Door
& Co, and if approved by Virginia Board of Public Works, construction would
begin immediately., The Board of Public Works responded by making a subscrip~
tion to the Virginia and Kentucky or Cumberland Gap Reilroad, at which time
state directora and proxies were appointed, Insl;lov. 1857, the board of di-

rectors of said railway confirmed this contract. Contractors desiring to

bid for work on Manassas Gap Rallroad could avail themselves of the large map

32
hanging in company's office at Alexandriai. The Virginia Board of Public
33
Works, of course, passed on all bdbids for Covington and Ohio Railway. Soma—

34
times a relatiing of contracts to subcontractors occurred,

27, Sentinel, Nov, 24,I853; Whig, Feb, 28,1354, American Railroad Journal,
o3, XXXIX, pl.1I10,

28, Whig, March 5,1850

29, Ibid., Feb, 14,1854

30, American Railroad Journal, XXVIII, pp.8I9-20

31, Sentinel, May 6; July 29; Nov., 27,1857,

32, Ibid., Feb. 24,1854

33, Vhig, Nov, 29, 1853

34. Awmerican Railroad Journal, XXITI, p.759



In the construction of Virginia railroads during the fifties,
contracts furnished the lawsswhich might differ in different cases, but in
the main they were similar, The engineer in charge was to0 make wp a monthly
estimate of quantity, character, and value of work done by contractor in that
tiwme. Different clasass of work and compensation therefor were sst forth in
detail., A certain part of the above estimate, frequently 4/5, was to be paid
to contractor at such places as proper engineer might designate. Upon com-
pletion of work and its acceptance by chief engineer, the final esatimate was
to be made by engineer in residence., Monthly and final estimates of local en-
gineer, in the absence of fraud, were conclusive unlesg revised by chief engi-
neer, The balance was to be paid contractor won his giving relsase, usually
under seal, for all claims or demands growing out of sald agreement, "Such
provisions are dictated by convenience if not by necessity, and tend to do jue—
tice to both parties...It was at one time supposed that they might bs unlawful,

36
but it is now(I1858) well settlsd, that these provisions are lawful and binding."

Should a railroad contractor receive any estimate without objection,
he would be bound by it. If contractors accepted monthly payments in orders

which were at a discount, they were not entitled to recover the amount of de-
37
preciation, No further proof or exertion on part of contractor was necessary
38
before recovery provided he proved final estimate was fraudulently made. Any

railway company in Virginia might be a garnishee under precess of attachment
39

which was governed by respaective statute in Virginia Code of 1849, Creditors

35. Va. Reports, 55, p.3I0

36. Ibvid,, 55, pp.459-60

37. Ivid., 52, p.676

38, Ibid,, 55, p.478

39, Ibid., 55, p. 565; Va, Cods, 1849, p.600.



of Virginia railroad contractors had to be careful and choose the most advan-

tageous day to them on which to serve notice on company because only the a-
40,
mount due that day was subject to a lein., Creditors, futhermore, had to base

their suing out an attachment upon reasonable grounds or risk action for ma=

41
licious prosecution being brought against them by contractors, If contractor

did not wigh his tools, etc, s0ld after attachment, he had to give bond and
42

security to pay judgment. So many out of state contractors made this neceassary

4;
When the linse was staked off, contractors commenced work in sarnest.

They zppeared on the scene of action with their mules, carts, hands, and imple-
ments.4 The %tools ineluded shovels, picks, grubbing hoes, adzes, drawing
knives, augers, and all kinds of axes, saws, and hammers. Besides blacksmith's
tools of every description, all sizes and shapes of cast steel or bar iron were
obtained in advance so as to bes on hand when needed, Safety fuse and powder

were used to save labor and spesd construction as well as chains, blocks, and
45
tackle, Slaves were generally uged for clearing, excavating, carting, and
46 _
other unskilled or semi-skilled labor, In case slave owners considsred work

dangerous, unhealthy, or too far away, or for any reason slaves did not accom-
47
plish as much as was expected, Irishmen replaced them, While Irishmen as-

sumed own risk won accepting a job, contractors were liable for damages in

case of injury to slaves or for their vaius if death resulted from fault of
48

contractor. Hirers of slaves furnished bond to cover the above contingencies

hire, and other actions resulting from return of slave in poorer condition

40, Op. Cit., 55, p.568

4I, Ibid,, 56, p,38I

42, Ivid., 56, p.395

43. Sentinel, Feb,23, 1854

44, Ivid., Jan.14, 1858

45, Whig, May 21, 1852; op. cit., Sept.I5, 1853,
46, Va. Reports, 57, p,40I

47, Op. €i%., June 14, 1856

48, Op. Cit., 57, p.393; Ibid., 53, p.I65,



without customary clothing and hat, or his nonreturn?g White lahorers in the
regpective localities were, on occasion, drawn upon?o Contractors, when pos-
sible, took their own crews with themn from job to job?I The factors influ-
encing the choice of labor were capability, accessability, expenss, and pref-
ersnce of contractor, It was customary for Virginia railroad companies dur-
ing the period to use all three types of laborers. Irishmen and slaves lived
in shanties, while local workers lived at home?z

A comparison of construction costs was set forth in De Bow's Re-
view by R.G. Morris of Virginia in 1854, Although he helieved contract sys-
tem was better in North, he thought that glaves owned by southern railway
companies would greatly reduce cost of grading, masonry, and mechanical work.
The average hire of negro slaves then working on Virginia public improvements
was about $I120 a year., As masons wers scarce and demanded high wages, $2.50
a day, contractors estimated accordingly. It took six months to train a
slave to be a mason, In another six months many became expert., Taking pres-

ent price of $600 for negroes as a base, the annual cost of $I06 for each

glave was distributed as follows:

Interest $36
Lifs Insuraace 10
Clothing I0
Food 25
Overassing I5
Tools & Blacksmith's Work 10

Since slaves and laborers used same tools and needed overseeing, the cost of
slave would be $8I for a year of 250 working days, or 321/2 cents per day,
An average day's work in excavating was ten cubic yards per mean, and with
49, Ibid., 57, p.396; Whig, Jan. 8, I850.

50, Ibid,, Dec,3I, IB50; Sentinel, July IO, I857,

5I. See Ibid,, March 28, I857, for Irishuwen; Va. Reports, 53, p.I53, for slave
520 Ibid., 5I, p.723 & 53; p0158|



slaves would eost 4 cents a cubic yard for which contractors were usually
paid Izlcents. Rock work done by slaves cost 42 cents a day and three cu-
bi¢ yards were moved on an average. Contractors generally received 60 cents
a cubic yard for similar work., With company slaves earth could be excavated
for less than 1/2, rock work about I/4, and culverts, bridges and abutments
constructed for I/7 of contract priee. Only under efficient manageaent were
these desirable results possidle, The heavy initial outlay, uncertainty of
outeoms, custom of gontracting, and pressure of time all worked together to

53
prevent the widespread adoption Mr, Morris expected,

TABLE XVIT.
54

AMOUNT PAID BY VA, R.R. FOR GRADUATION, MASONRY, & SUPERSTRUCTURE THRU 1860.
NAME OF COMPANY GRAD, MAS, SUPER.
Northwestern Va. $2,596,843,39 $299,611,80 $121,197.35
Southside 2,234,405,22 * ok * 369 ,396.49

Va. & Tenn. 2,287,524,08 151,196.61 159,251.57
Manassas Gap 1,561,854,44 316,223.54 100,428,01

Rich, & Dan, 1,106,216,27 * ok k 361,180.53

0. & A, 1,113,128,02 ok X 71,712.23

Nor. & Pet. 371,236.08 322,378.70 96,6I4.25

A, L. & Hamp, 545,456,94 186,719,28 45,000.00

Rich, & York R. 317,895.77 49,898, 81 42,494,23
Roanoke Valley 180,275, 33 57,208,98 10,201.00

In three instances in the above table, the sums expended for ma~
sonry were combined with those for grading, One third, or five, of the
railroads under construction in Virginia during the decade preceding the
Irrepressible Conflict are omitted:in this and the succeeding table due to
lack of data or non usuable form in which it waas presented in the respective
reports. They will be considered when total costs are comparsd.

53. Do Bow's Review, XVII, pp., 76-32
54, Va, Board of Public Works, I860



Since Virzinia railroads possessed certain characteristics of con-
strustion which their of{ficials were eager to impart to the public, let us
oxamine them brieéfly. As to lowest grades and safest curves, the Richmond
and York River was second only to the Norfolk and Petersburg, The Virginia
and Kentucky took advantage of a natural tunnel along its route, Three led
in rapidity of construction: Virginia and Tennegsee, Northwestern Virginia,
and Richmond and Danville. While the Lynchburg extension of the Orange and
Alexandria was noted for its bridges, the Manassas Gap was noted for its cul-
verts. Heavy work prevailed at the western end of the Virginia Central. Tun-
nels distinguished the two state roads: Blue Ridge and Covington and Ohio,
The High Bridge on the Southside was its outstanding feature. Construction
proceaded slowly on Clarkesville to Keysville extension of the Roanoke Valley;
was intermittent on the Fredericksburg and Gordonsville; and was retarded by

55
the numarous surveys on the Alexandria, Loudoun and Hampshire Railroad,

TABLE XVIII.

56
SOME CHARACTERISTICS OF VIRGINIA RAILROAD CONSTRUCTION DURING THE I850'S,
NAME OF COMPANY EX. M. SLOPRS EARTH SLOPES ROCK
Nortwestern Va, 20* I8* I to I I to 4
Nor. & Pet, 20 15 I to I - - -
0. & A, 19 16 I to I 1/4 to 1
Va. Central 18 T4 T to 1 I1/440 1
3i¢h., & York R, I8* I3* I to I - - -
A. L. & Hamp. I8* 14> I to I 4 to I
Va, & Tenn. 18 12 31/4 to 1 I1/5 to I
Rich. & Dan. 18 12 I t0 I I/2 to I
Manassas Gap 15 14 11/2%t0 1 1/4 to "1
Southside 13 12 11/24%0 I I/6 to I

* Widths given for double track, also

55. Ioid., I1850-60
56. Toid.,, 1860



The widths of excavations and embankments in the preceding tuble
are those at grade line for single track and are expressed in feet., 1In a
few instances, different slope ratios were given for embankments than the
ones for cuts enumerated above but they correspond with those of other rail-
roads. The glope ratios adopted for cuts and fills bv the American Railway

57
Engineering Association are as follows:

ouTS FILLS

Earth II1/2 to 1 Earth T I/2 to I
Loose Rock I/2 to I Rock I to 1 &
Solid Roek I/4 to I I11/2 %o I

After describing the routes briefly, the salient features of culverts,
bridges, and tunmnels will be touched upon, Consideration of grades, curves,
and tracks has been deferred until the discusion of Virginia railroad cperation

to aveid repetition and sscurs greater cogsncy.

The serpentine conrses of the streams, and the numbsr, height and
nearnasa together of the ridges most of which were diagonal to the line of the -
Northwestern Virginia Rallroad, necessitated numerous bdridges, tunnels, cuts,
and f1lls during its construction., Leaving the Baltimore gnd Ohio at the mouth
of Three Forks ereek, it crossed Tygarts Valley river and the West Fork of Mo~

nongahela riverswekt of Clarksburg before proceeding to Parkershurg on the Ohio,

Starting at Alexandria, the Alexandria, Loudoun, and Hampshirs Rail-
road extepded nbrthwesterly through Leesburg to Hillsborough before turming to
the southwest to reach Bluemont, where it was t0 pags through the Blue Ridge
by a tunnel, oross the Shenandoah, Big Cacapon, North, and South Branch rivers
via Berryvilile, Winchester, and Romney hafore arriving at east bank of Potomac.

57. International Correspondence Schools' Civil Engineer's Handbeok, Scranton,



Another Virginia railroad whose origin was at Alexandria wae the
Orange and Alexandrias which generally bearing southwest crossed Bull Fun,
Broad Run, Rappahannock, and Repiden rivers on its way to Cordonsville.
Pasging over the tracks of the Virginia Central Railroad from there to Char-
lottesville where the Lynchburg extension began, it ran bhetween the Blue
Ridge and James river crossing its numerous tributaries, On both the older
and newer parts, there was serious trouble with cuts due to their length,

depth, and slippery nature of the sides which was successfully overcoue,

Before the independent line was constructed, the Manassas Gap
Railroad commenced at Station I468 on the Orange and Alexandria and usually
following a westward course surmcunted the Blue Ridge with Manassa's Gap's
aid., The western slope of the Blue Ridge presented the greategt difficulties
which were solved by passing along the mountain slopes bordering on Manassa's
Run, then through Happy creek valley before crossing the Shenandoah river
near the junction of its North and South forks, and leaviag Front Royal to
the south about a mile distant, Turning south at Strasburg, it extended. wp
the valley of the North Fork of the Shenandeah river until erossing:its

headwaters just before entering Harrisonburg.

Cne of the shorter railroads in Virginia, the Fredericksburg and
Gordonsville, followed the tors of the ridges which separated the headwaters
of the Mattzponi and Nerth Anna from those of the Rapidan river, Vherever
these ridges ran out or their direction was no longer sultable, this irprove

58
ment used the valleys which were never far away.

58, For a detailed account of this road see, Sentinel, March 21, 1854,



Traversing southern tidewater, the Norfolk and Petershurg Rail-
road was not bothered by cuts, tunnels, and mountains during its construc-
tion, Bridgees were built across the East and South hranches of Elizabeth
river, Nansemond, Blackwater, and Appomattox rivers, The junction with the
Seaboard and Roanoke Rallroad was made by an overhead crossing near Suffelk,
Jﬁ“A fi1l at the mouth of Plum's creek will show how the cbstacles due to the
lowness of the country, presence of many streams, and nearness of Dismal
Swamp were mastered, This appeared to be an embankment just ten feet ahove
the creek's bottom at high water, It took as much earth to construct this
fill as it would one fifty feet high upon & level and solid foundation. Its
bottom was estimated to be wsixty feet below the surface of the mud which was
displaced to form mounds along each side.sg

The piedmont section was .croseed by the Southside Raiiroad., Follow-
ing up the valley of Namozine c¢reek from Petersburg, it passed Black and !
Vhite's Tavern before intersecting the Richmond and Danvillse Railroad at
Burk's Station., From this intersection, it ran upon ridges to the Appomattox
valley whieh was spanned by a high and long bridge. Proceeding along the
northern slope of the Appomattox river valley to & point opposite Farmville,
it reerossed that stream and kept south of it on the ridges until reaching
the head of Beaver c¢reek, From this point, the line descended the hillsides
composing the southern bank of the James river and proceeded to the terminal

of the Virginia and Tennessee Railroad at Lynehdburg,

Penetrating the trans-%llegheny region, the Virginia and Tenn-

essee Railroad extended from Lynchburg to Bristel. The 60 miles from Lynch-

59, Ibid.,,Nov.6, 1857



burg to Salem was considered by far the heaviest portion of this improvement
until the I0 miles ascending the Allegheny mowntain north of Christiansburg
was regarded as heavier, For ten miles west of Salem, the work was very
light; becoming heavy again until Wytheville was reached. From there to the
state line, the greater part consisted of very light work, Beginning with a
tumel at Lynchburg, this road crossed the Big and Little Otter rivers, Blue
Ridge mountains, Roanoke river, Allegheny mountains, New River, Reed creek,
and numerous tridbutaries of the middle fork of the Holston river before

reaching Bristol,

The route of the Virginia and Kentucky or Cumberland Gep Railroad
ran almest dus west from Abingdon. After crossing two small stresams just
wegt of Abingdon and one branch of the Holston river, it passed through a
natural tunnel in the Clinch mountains hefore croseing Moccason creek and
Clineh river on its way to Cumberland Gap. Witt the excertionrn of this natu-
ral tunnel in Scott county, this road was planned to conquer tnaided by tun-

nels three mountain ranges: the Clinch, Allegheny, and Cumberland,

Starting from Richmond and rursuing a northerly direction for 27
miles, tlie Virginia Central Railroad nearly paralleled the Richmond, Freder-
ickeburg and Potomac which it crossed at the Juaction. This point was form-
erly the eastern terminus of the Louisa rcad previously constructed to Gordong-
ville on & continuous ridge of high ground lying between the North and South
Anna rivers, Crossing the Rivanna river just three miles east of Chariottes-
ville, it crossed Mechwas river before reaching the foot of the Blue Ridge
where the state work began which extendsd to Waynes?orough. There the rocad

crossed the South Fork of the Shenandoah river bvefore proceeding to Staunton,



Threading Buffalo, Panther, and another gap which separated Short and Mill
mountains and bridging Middle, Little Calf Pasture, Calf Pasture, Cow Pas-
ture, and Jackson rivers, this improvement extended up the latter valley to
Covington, A glance at the section from Millboro to Jackson river will indi-
¢ate what was considered heavy work: I,900 feet of tuuneling, deep cuts, em~
bankments, and a ravine 6C0 feet long and I60 feet deep which had to be filled?
Because the Blue Ridge mountuins had heen a sort of dividing line
between the East and West serving to accentuate the diversity of interest be-
tween these two sections and owing to the great cost, it was felt proper that
the expense of removing thise barrier to free intercommunication showld be
borme by the whole state, Commencing at the end of a long spur cn the west
side of Mechums river, the Blue Ridge Railroad began to ¢limdb a steep moun-
tain side, Two ridges were to be tunneled before the main one was pierced
making in all more than one mile of tunneling, The first tunnel was located
eight miles west of Mechums river, In the one and one-half miles separating
the second tunnel from the firest, 80,000 cubic yards of rock were removed
from one cut Which:still:remained unfinished and several cther cuts had a
depth of I00 feet, West of the second tunmnel near Robinson's Hollow, an ex-
cavation 80 feet deep and I500 feet long had to be cut through rock, While
this road crossed I8 feet above one turnpike, it passed I8 I/2 feet under
another, Innumerable culverta in every conceivable position were necessary
to carry the water coming from the sides of the mountains., It was believed
that when the whole route was completed it would constitute one of the great-

61
est engineering achievements of the age and 'add: glory to Virginia,

60. Ibid., Sugust I5, 15857 and American Railroad Journel, XXIX, p.4
6I. Whig, Sept, I4, 1352 and Dec, 6, I852



The Covington and Ohio Railroad was placed entirely under the con-
trel and wmanagement of the Virginia Board of Public Worke for the reason that
no rallroad company financially capable of bearing the enormous cost could
then be formed, the profits derived from the diversion of sast and west traf-
fic of mere northern roads would in a reasonable time reimburse the state,
and the sooner the upper Miusissippi valley was reached by a Virginia railroad
the better it would be for the whole state, Upon leaving Covington, this road
crogsed a branch of Jackson river five times before pisrcing the Allegheny
mountains, Then crogging the Creenbrier river three times, making its way
along same keeping to the north, crossing same near Hawk's Nest keeping to
the south until reaching Coal river, and extending almost due west to bridge
over the Guyandotte river, it continued to the Ohio river., Although the dis-
from Covington to the White Sulphur Springs was only I/IC of the length of the
entire railway, the cost of its construction was estimated as 1/4 of the totald
cost of this immrovement.ég

Beyond the southern end of the James river bridge of the Richmond
and Danville Railroad, the patience and resources of the company were severely
taxed by a deep cut of 60 yards through granite which received attentian from
three contractors before the blasting was finished. Passing under the Rich-
mond and Petersburg Railroad by a tunnel, this improvement proceeded w the
James river within 250 yards of the Falling creek coal mines before swinging
southward to cross the Appomattox river 14 miles away., Sixty-three miles fur-
ther, it crossed the Staunton river. Just before reaching Danville, a bridge
over the Dan river was necessary, These werethe only physical ohstaclies of
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a serious nature which had to be surmounted. The following report, Sept. 30,

62, Southern Planter, XX, p, 6I9

63. Op. Cit., June 4 and Sept. I3, 1850, and American Railroad Journal,
XXVITI, pp. 819-20
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1650, gives a fairly clear picture ‘of construction:

KIND FINISHED T0 BE DONE

Fagt of Staunton River
Earth 1,660,000 1,638,000 cubic yards
Rock 27,615 14,350 " "
Masonry 20,155 10,180 " "
Bridging 2,370 360 lineal feet
Ditching 154,360 559,790 " "
Tresseling 2,930

Vegt of Staunton River
Earth 118,550 1,261,220 cubic yards
Rock 250 22,450 " "
Masonry 540 I2,100 " "
Bridging $70,000
Titching 1,320 160,050 lineal feet

With greater mileage in North Carolina than in Virginia, the Roanoke
Valley Railroad was originally planned to proceed down this valley for about
five miles before turning sowthward to cross the state line, Later, an ex~
tension from Clarksville to Keysville on the Richmond and Danville crossed the
Roanoke, Staunton, and Meherrin rivers taking advantage of the divide ¢f tha

last two rivers wherever expedient,

The Richriond and York River Railroad, whose purpose it was to placs

Richmond in an equal position with Alexandria, Petersburg, and Norfolk with
65
regard to imports and exports, adopted Lt, M. F, Maury's choice of West Poin
66
for ite eastern terminus. After leaving Richmond, thise road croesed the

table land dividing the James and Chickahominy rivers, the latter stream, the
ridge dividing it and the Pamunkey river, and the latter before following the

ridge separating the Pamunkey and Mattaponi rivers thus avoiding the crooked
67
courge of the lower Pamunkey river,

64. Tbid,, XXIV, p. IOT7

65. Tbid., XXX, p. I7€

66. Op, Cit., Feb, 6, IA54

67. Va, Board of Public Works, I850-60



