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THE CENTRAL PACIFIC'-RAILROAD
OIF1 H A T t l n'OPfNTTA *

Heoesstty for Railroad Oommunioation with the Pacific

The necessity for a Railroad to the Pacific has been recognized ever sice*
the discoveries of gold on that coast drew thither large numbers of our most
energetic population. The more recent discoveries of the precious metals, in
quantities practically inexhaustible, both in California and the adjoining
Territories, the advantages of a genial climate, prolific soil, and favorable
agricultural capacities, and the prospect of an important trade with the
populous Empires of Eastern Asia, have successively added to the original need
for a more certain, cheap and speedy road across the continent In 18 years,
the Pacific States have contributed no less than a thousand millions of gold
and silver to the store of the world's treasure; and the annual yield is now
reckoned at upwards of a hundred millions. All this is a direct national
boon; an immense addition to our material wealth and to the means wherewith
we pay our dehts. Already Oregon and California are sending ua the produce
of their fields, vineyards and fisheries, and give indications of supporting an
immense population. West of the Missouri boundary there lies a vast expanse
of country, rich in soil and minerals, as yet hardly explored. With one half of
the territory, it has less than a twentieth of the population of the country. Cali-
fornia alone with a population of ten millions would be no more crowded than
New York State is with four millions, and the capacity of the half million square
miles beyond the Missouri to support a population of two hundred millions
can hardly be doubted. The half million of people in California would
speedily jump to five millions upon the establishment of railroad oommuni.
cation; and the value of all property interests, both there and in the inter-
mediate territories, would be largely enhanced. A railroad is the one thing
wanting to shower a general blessing on the Far West

There is a manifest disability in being obliged to send passengers, maila
and freight to our distant countrymen, through the tropics and across a foreign
country, and in receiving their products after traversing the Antarctic Ocean,
in a trip of 18,000 miles, when we might have a short and pleasant road of
our own. Four important interests call loudly for the great Internal Path
to the Pacific Coast, each of which is to feel its quickening influence.

Digitized by Google



Its Effect n^^Agrionltural Expansion*
(1.) The country grpajtl/V^8 *t this time a vigorous^norease of its indra

trial and productive jjpwers. Our natural advantages'of climate, soil, mineral
and agricultural pso&tioU, in the hands of an ingenious people, are enough to
put us once, more njider easy burdens, and to heighten the average of wealth;
while our fcfem of government ensures an equable distribution of it. Two
things.%r*# qteded to give a new impulse to our productive capabilities;
capital •&£»£ labor; that is to say machinery and immigration. W e want
jnor&'toen, more machinery, more roads and more culture. The nation,
Kfce-ita people in general, has even greater prospective than present wealth. It

*-JAs land and minerals even more valuable than the soil which covers them.

" Consider," says the Ni T. Evening Port, ** what has been accomplished within thirty
years, since the general introduction of steam roads and steam ressels. The inreatlTe faemlty
of the American people, backed bj their restless energy, has opened up and Improred, with
all the appurtenances of roads, dwelling*, fences, warehouses, merchandise, machinery,
manufactures, and general comfort, if not elegance, a territory larger than the moat powerful
empire in Europe. While combatting the wildness of primltire nature, civilization, education,
art and refinement hare been encouraged with a prodigality befitting older and more opulent
countries. By impressing into its service the inexhaustible forces of nature, the mind of mat
has attained what is really the highest measure of dvffiaatfon. Thirty years more of soefa pro-
gress will leave but little of the virgin territory unsubdued, and there Is reason to believe that
the ratio of activity will constantly increase.

No other human agency, aside from the frame-work of government under which we haw
chosen to live in unity and order, is likely to contribute more toward our advancement than
the stupendous work which is to connect the extremities of the country, and bring within easy
access that magnificent third of our area lying west of the Missouri river—the Pacific Railroad.
This great highway across the nation, bids fair to be completed within .five years at the fur-
thest, and probably within half that period. We may reasonably indulge an anticipation of
being able to see a stream of summer tourists rushing across the great interior plains, and ex-
ploring the wonderful scenery of the Rocky Mountains and the snow-capped Sierra Neradas,
at the same time that the mighty tide^of westward emigration sweeps along in its march toward
the Pacific"

The attractions of the western half of our continent are so conspicuous
that a thrifty people most soon be settled there. They have all the elements
of Buceeas ready and waiting—productive fields, forests, fisheries, factories,
and the richest mines in the world, a great trade with Eastern Asia—all that
is needed is communication; and this the Pacific Railroad will give them.

Its' Stimulus to Mining Enterprises.
(2.) Hardly less beneficial will be the influence of the Railroad on the Min-

ing enterprises already existing there. A hardy and spirited population already
dots the wide expanse between the Rocky Mountains and the Pacific, half of
whose toil is spent in costly freights and in getting a meagre subsistence. It
is our fortune to be the largest producers of one of the few things that are in
demand all over the world, which we can still furnish cheaper than any other
nation. It is a peculiar and sovereign virtue of gold and silver that they are
accepted as the equivalents of value all over the world. They are used b y
the barbarous as well as civilized communities for hoarding, and the increase
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of the supply makes but little difference in their standard value. The annual
movement of silver to India and China is estimated at $50,000,000, hut little
of which is returned. It disappears among the millions of Asiatics, and the
demand for it is as great as ever. The Times, in speaking of our advantages
in this respect, says:

The one product, which is in general demand at home and abroad, and the one which re-
quires less labor to call forth, Is also one of which we have an inexhaustible supply, and can
produce with less cost than anybodv else. Far away on the westerly third of our Continent
lie embedded among the rocks and hills, over more than two hundred thousand square miles of
territory, rich seams, and veins of gold and silver, which await only the cunning hand of man to
separate them from their earthy matrix, and offer themjto the grasping world. Nature, as if in her
economy she had determined that nothing should be wasted to man's use, has hoarded among
these rugged and barren politudes the very treasures which have become by common consent
the world's standards of value. The supply is even more inexhaustible than the demand.
Every intelligent traveler who returns from these wonderful regions brings the same fascinating
story. There is wealth unbounded, real metallic richness spread over thousands of miles; but
the greater part of it is unavailable for the great reasons that at present living is costly and
transportation of commodities high. Always the same unvarying theme; the immense re-
sources to be gathered up, when the means of living and working shall have been cheapened!
There is here no complaint about labor, so much as the want of roads* want of machinery,
want of capital Singularly enough, labor in countless abundance can be reached from the
teeming and frugal populations of the old Chinese and Mongolian Empires.* But the imme-
diate need is not so much labor or capital as access. There is labor enough, and machinery
enough, for a production three-fold its present volume, but what is most wanted is a railroad
which shall cheapen the cost of all the elements which combine to produce this mineral wealth;
or, in other words, to mine it at a greater profit.

u There is,11 says the If. T. fferald, " no danger that the market will be glutted in our day
with too much bullion. The interjection of two thousand millions into the world's store during
twenty years has had but a slight impression upon its current value. We may go on supplying
a thousand millions a year for the next twenty years without fear of reducing it below the limit
of cost of production. The best estimates agree in placing our average yearly production for
a decade at about a hundred millions. The authorities are not agreed upon the proportions
contributed by the respective areas, but the following come very near the mark :

California and Oregon $50,000,000
•Nevada . . . . 16,000,000
Idaho, Montana and Washington . . . . . . . 18,000,000
Utah and Arizona 6,000,000
Colorado 10,000,000

Total, $100,000,000
AU this produced under such costly conditions of freight, fuel, labor, management and

fraud, that the net profit to the community is perhaps less than fifty millions; white the actual
capitalists receive probably less thau ten millions. Now, everybody concedes that the same
capital, labor and machinery there present, would suffice to produce twice as much metal at
half the cost, if the way was open to and from these commodities. What a prospect is here held
up to the national future; two hundred millions of bullion at a cost of twenty-five millions!
Ore can be mined and reduced in favored localities, that is to say where access is easy for
$10 a ton ; but over the greater portion of the producing area it ranges from $46 to $75 per
ton. They are plodding under the hard conditions of mule teams, and mountain roads; and as
a consequence only the richest spots are worked, involving a continuous loss of time and
money in prospecting and experimenting.1'

Important Bearing on the Trade with Eastern Asia.
(8.) The recent establishment of a successful line of steamships between San

i* and the Chinese and Asiatic- Empires, by way of the Sandwich
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Islands, has added new interest and importance to the project of railroad
communication across the continent. On this subject the New York World
remarks;

" This enterprise promises to be an important one for American interests, since It is to
bring us into closer business relations with a population of two hundred million* of people,
who hare a peculiar drUlsation of their own, and traditions dating back even beyond those
of our own race* The reports agree that this is but the beginning, the entering wedge, of a
commercial intercourse which maj easily enough, ere long, prove the greatest of our foreign
relations. The Asiatic empires abound in productions which are in great demand among us
chiefly the products of the cheap labor of their dense population, such as tea, silk, rice, apices
vegetable fibres, etc. We, on the other hand, stand,ready to produce in Immense quantities
articles for which there seems to be an unlimited demand among the inhabitants of Japan,
China, and India, such as the precious metals, hardware, engines and fabrics. Of the former
especially we can produce unlimited quantities. Hitherto, the French, British, and Hollanders
have been keen rivals for this lucrative exchange of products; but it would be only ju*t u>
American character to assume that we should, with equal chances, soon be able to command
our full share of the benefits. As we now stand, the treaties place us on an equal footing with
other foreigners; and nothing but the heavier capital and prior reach of the European nation*
has given them the larger portion of the trade. So long as we had to double the Capes,
twice crossing the equator, the same as European nations, we could expect no great adrantage,
with our scantier manufacturers, and the tide of gold and silver setting from us. By the inaugura-
tion of this steamship enterprise and its complementary link, the great Pacific Railroad, a new
condition is introduced into the problem. We have the shortest road to traverse between the
two points of interchange, that is to say, a straight line. This line has also the advantage of
coinciding with the isothernal belt round the world; and, Instead of crossing the deadly tropics
or passing through the Red Sea, it will hereafter be the path of safety as well as economy for
the Europeans to cross our continent on their way to the antipodes. There is no limit to the
shipping we can place upon the Pacific Ocean whenever it shall be required.

The Bailroad as a Military and Civilizing Agency.

(4.) The national dignity, safety, and policy are concerned in the con-
struction of the road, as well as its commercial interests. There are numerous
hostile bands of Indians roaming over the interior of the continent, which need
the constant supervision of the military power. There are also the Mormons
whoae loyalty to the Government is at best uncertain. The War Department
has been at an immense charge, for several years past, for transportation of
troops and supplies to protect our interests on the Pacific, and to maintain order
in the Territories. All this will be much simplified, as well as cheapened
by the introduction of the railroads. This alone would justify the Govern'
merit in lending all necessary aid to the undertaking. It is a great national
measure for making and keeping us one people.

Beside this, there are the social claims involved. The people on the
Pacific coast are drawn from the East and are still bound by the strongest
ties to the Atlantic States. It is not alone the key which is to un-
lock the mountain stores of treasure, but also to open wide the gates of
trade and comfort—the way to home and relatives. It is to bring them
within from four to six days of the places they knew in their youth. It is to
banish a twenty days' ocean voyage, with its baking' in the melting tropics,
its Isthmus fevers, its shipboard discomforts; it is, so to speak, to mark a
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period of deliverance to the people of the Pacific coast, who are practically
further away from us now than are the people of interior Europe.

Inception and Growth of the Great Soheme.

The first practical step towards building a railroad across the Continent,
was the introduction of a bill into the United States Senate by Colonel Bea-
ton, in February, 1848, providing for the location and construction of a Cen-
tral National Road from the Mississippi River to the Pacific Ocean—to be an
iron railway where practicable—and providing for the application of the
larger portion of the proceeds of sales of public lands to defray the expense.
The terms of the proposal show that a very inadequate idea of the future
greatness of the Far West was then entertained, but even this project received
no active support. At that time there were no railroads west of the Missis-
sippi—none, in fact, had reached it from the east—and the Erie Railroad
was not completed. In 1850, under the patronage of the State of Missouri*
a company WBS organized, and a railroad projected from St. Louis along the
south bank of the Missouri to the western boundary of the State. The work
progressed but slowly after the State ceased to advance the moneyed aid,
and, in 1855, had reached Jefferson City, the capital of the State, about mid-
way across it. In 1860, the outbreak of the War found it halted at Sedalia,
about sixty-five miles from the Kansas line.

In the meantime, a more enterprising company of eastern capitalists had
constructed a'railroad from Hanuibal, on the Miasisippi, to St. Joseph on the
Missouri River. A few years later, the far-sighted people of Chicago, with
a view of intercepting the great trade with the Western States and Territories
hastily pushed a road across the State of Iowa, terminating at Omaha. This
road was completed in February last, and established, at that timc,the long-
est continuous stretch of railroad toward the setting g<in.

* Upon the discovery of rich gold and silver mines in the celebrated Washoe
Region, on the eastern side of the Sierra Nevadaa Range, in 1859 and I860,
by which population and capital were rapidly drawn from California, certain
enterprising merchants on the Pacific Coast, foreseeing that an extensive
trade must spring up between San Francisco and the interior, which
mast eventually be extended across the Continent, combined to ascertain if
jt were feasible to build a railroad across this formidable barrier of snow-
crowned mountains, After two years of exploration, in which several sur-
veys were made,, the Donner Lake Pass was selected as the most favorable
route to be found within hundreds of miles; and in July, 1861, THE CENTRAL
PACIFIC RAILROAD COMPANY OF CALIFORNIA was organized, under the laws of
that State, with authority to construct a railroad to its eastern boundary.

Such was the demand for a through line of railroad to the Pacific, and
such its importance for commercial, industrial and national purposes, that in
July, 1862, Congress, under the Pacific Railroad Act, authorized the con-
struction of a continuous line of railroad and telegraph from the Missouri
River to San Francisco, and in order to facilitate such a gigantic entarprise,
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authorized an issue of the bonds of the Government, proportioned to the length
and difficulty of the work under construction, amounting in the aggregate to about
half the estimated cost of building ; beside alternate Bee lions of public lands
lying contiguous to the Route. A new organization—the UNION PACIFIC
RAILROAD COMPANY—was formed to build the eastern portion; and th«
CENTO AL PACIFIC RAILROAD COMPANY or CALIFORNIA was recognized and an*

thorized to receive the Government aid for the western portion. These two
corporations were required to extend their lines until a through connection
should be formed. Subsequent legislation authorized the Central Pacific
Company to prolong its line westwardly to San Francisco by any route.
Under these far or able auspices work was begun at Sacramento, the head
of navigation, in February, 1863, and has continued without interruptiott
ever since.

Bailroad Berates to the Pacific
No little confusion prevails in the public mind concerning the several lines

of railway proposed or projected, Vnich are to connect the Pacific with the ex-
sting network of communications, all of which, with more or lets of distinction,

are styled " Pacific Railroads-" This confusion is further increased by the fact
lhat various local and State railroad organizations have incorporated into
their titles the term " Pacific.1' Four distinct lines of railroad between the
Mississippi Valley and the Western Coast have been proposed, viz.: the Cen-
tral, the Southwestern, the Northern, and the Southern. Three are repre-
sented by companies already organized; on one only, the first named, has
the work of construction been commenced. The proposed lines lie nearly four
hundred miles apart, they have not the same terminal points, and are all
predicated upon the supposition that one line will be insufficient for the im-
mense traffic which must follow.

They are in the order of their significance as follow:

I. THE CENTRAL OR NATIONAL ROUTE—This is the route chosen b y the

Government, and, after examination, adopted for its patronage. It is already
making npid progress toward -completion, and will probably be the only one
built for many years to come* The main trunk line is composed of two parts,
undertaken by separate and distinct corporations. The UNION PACIFIC R. R. CO.,
beginning at Omaha, on the Missouri River, will extend across Kansas, Colo-
rado and the Rocky Mountains to the vicinity of Salt Like City; and the
CENTRAL PACIFIC R. R. CO., beginning at Sacramento, will extend across Cali-
fornia, over the Sierra Nevadas, thenoe across Nevada and Utah, to the point

' of junction with the Union Pacific. The length of the main line is about 1,700
miles, (with the extension to San Francisoo, 1,800), of which the Union Pacific
Company is required to build 950, and the Central Pacific 750, in order to
receive equal shares of the Government subsidy. The general course fol-
lows the fortieth parallel of latitude, and is, therefore, a short line, lying
within the temperate belt, and is passable at all seasons of the year. San
Francisco is the western terminus on the Pacific—the only commodious har-
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bor along two thousand miles of coast. The Road passes through the exist,
ing centres of population, and will serve four fifths of all the population now
living west of the Missouri; and it is reasonably certain that a chain of cities
must grow up along its path.

The two companies engaged in constructing the main line—the Central
Pacific and Union Pacific—are eotitlecf to receive, according to the Acts of
Congress, upon the completion of continuous sections of twenty miles of their
respective portions, an issue of Government Bonds in the following propor-
tions: between the Missouri River and the east base of the Rocky Mountains
(500 miles), $16,600 per mile; across the Rocky Mountains and Sierra
Nevadas (each 150 miles), $48,000 per mile; between these two ranges (about
900 miles), $32,000 per mile; and beyond the Sierra Nevadas (127 miles),
$16,000 per mile. Upon portions where, by reason of natural obstacles, the
road cannot be continuously completed; but where the work is mostly done
provision is made for an issue of two thirds these amounts in* advance.
East of the Rocky Mountains, the line forks,—one branch leading to
Omaha, connecting with Chicago; the other branch leading by way of Den-
ver to St Louis. In order to reconcile the various claims of several westward
bound railroads, these two branches, with two smaller branches leading from
them, connecting Sioux City, St. Joseph and Leaven worth, were also in*
eluded in the Government subsidy, and receive grants of bonds as well as
public lands for short distances.

The Companies embraced in these Congressional grants, which receive the
national aid, are:—

THE CENTRAL PACIFIC, and UNION PACIFIC, constructing the main trunk line
from Omaha, on the Missouri, to Sacramento, on the navigable waters of the
Pacific, which will unite their lines in the vicinity of Salt Lake City (ab >ut
950 and 750 miles respectively).

THE WESTERN PACIFIC COMPANY OF CALIFORNIA, the western extension of the

Central Pacific, connecting Sacramento with San Francisco (120 miles only)
THE UNION PACIFIC, EASTERN DIVISION (Kansas River Branch), which extends

from the western boundary of Missouri to the Rocky Mountains, fifty miles
beyond Denver; but receives bonds and land only to the 100th parallel of
longitude.

THE SIOUX CITY AND PACIFIC, extending westwardly from the Missouri
River to connect with Union Pacific, It is not yet located, but contemplates
about one hundred miles.

ATCHISON AND PIKE'S PEAK, an extension of the Hannibal and St. Joseph to
connect with the Union Pacific—about 100 miles.

The total amount of public lands appropriated for the construction of the
through line is nearly 25,000,000 acres, divided between the two first named ;
or at the rate of twenty alternate sections per mile (12,800 acres), the minimum
value of which is estimated at $1 50 per acre, while much of it must be of far
greater value on the western portion, from its forests and timber.

The principal obstacles to be overcome by this route are the mountain
elevations which aie to be crossed at 8,000 feet altitude for the easterly and
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7.000 feet for the westerly range. Corresponding advantages are found in
long stretches of level plains and prairies at intervals. The Central Pacific
Company encountered its mountain section at the very outset. Seven
miles east of the Sacramento terminus the ascent commences and continues
for a hundred consecutive miles with grades averaging 75 feet to the
mile nearly. The whole of the ascent is now made by the locomotive, and
the feasibility of the mountain crossing is abundantly established. T h e Union
Pacific have built about three hundred miles over the level Kansas plains, aid
expects during the present year to complete 200 more, to the Rooky Mom-
tains. The two companies which have so energetically carried forward this
line confidently expect to unite near Salt Lake City before July, 1871, or
five years earlier than the limit placed by Congress. *

* Proposed Boads unaided by Government Credit
U. THE ATLANTIC AND PACIFIC RAILROAD CO. proposes to run a line from

Memphis, by way of Little Rock and the Canadian fork of the Arkansas River
to El Paso, and thence by the 35th parallel to San Diego, on the Southern
boundary of California. A line of 600 miles along the Pacific Coast is also
proposed to connect it with San Francisco. An eastern branch is also spoken
of, to diverge in the Indian Territory and connect with the South-West Pacific
Railroad of Missouri,—a local roai now building, to connect Springfield, Mo.,
with St. Louis. The Atlantic and Pacific Company has lately been organized
but has not begun work on the road. It receives land, but no monied aid
from the Government. Serious obstacles to be overcome by this route aw
the arid deserts of New Mexico and Arizona, where life is supported with
great difficulty. The mountain passes are said to be lower, but the average
departure from the mean level is believed to be greater than that of the Cen-
tral Route. The region through which it passes has not yet been surveyed,
but it is safe to say, that if ever built, the railroad will be very costly.

III. THE NORTHERN PACIFIC RAILROAD is organized, but has not begun oper.
ations. It contemplates a line from the head of Lake Superior, at Superior
City, with a branch from St Paul's, along the Pembina country and the valley
of the Saskatchewan, not far from the boundary line of the British possessions,
to Puget Sound, in British Columbia. Among the chief difficulties to be en-
countered on this line are the severe cold and deep snows of the long winters
incidental to such high latitudes. The country through which it is proposed
to run is as yet almost an unbroken wilderness, but it is represented as being
very fertile. This road also has the customary liberal grant of public lands,
but no monied aid from the Government. Its construction is a matter of time
as well as capital.

JV. THE SOUTHERN PACIFIC RAILROAD—Of which very little has been heard
late years, contemplated a line from New Orleans and Galveston through

Texas and the foreign territory of Mexico, to Guyamas on the Gulf of Mexico,
fifteen hundred miles distant from San Francisco. It lies for a greater por-
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tion of its length through the distracted Mexican country, and can hardly be
resuscitated until the political affairs of that unhappy State shall have
become more settled. It also has a grant of public lands, but no other aid
from the United States government, and the Mexican government is not now
in a position to assist such an enterprise.

Several other railroad organizations, both in California and in the West-
ern States, since the action of Congress, have adopted, in various forms, the
title of Pacific Railroad, which have no claim upon the Congressional appro-
priations of the national credit. THE GREAT NATIONAL PACIFIC RAILROAD,

adopted and fostered by the Government is being constructed by the Compa-
nies mentioned in the first of the above paragraphs; of which the CENTRAL
PACIFIC, and UNION PACIFIC, are the PRINCIPAL PARTS ; the former having in

hand the Western portion, and the latter the Eastern portion of the main Trunk
line, as prescribed by the Acts of Congress, approved July 1, 1862, and
Amendments approved July 2, 1864, and March 3d, 1866. The other Pacific
Railroads so-called have no identity with the GREAT NATIONAL ROUTE, and

should not be confounded with it, as this is the only line being constructed under
the supervision and patronage of the Government, and receiving the grants of
Bonds, as well as land, for the purpose.

The Central Pacific Sailroad.
On the part of the Central Pacific Company the work has been prosecuted

•with great energy. The undertaking has been carried over all obstacles
with steady persistence: twenty-two miles were completed in twelve
months; thirty one miles in sixteen months; sixty-six miles in three years.
In November last ninety-four miles were in actual earning operation,
to within eleven miles of the summit, overcoming a rise of nearly 6,000
feet; and a large portion of the grading had been done upon the fifty miles next
following—all embraced in the mountain crossing, and equal to 600 miles of
ordinary railroad. For the first seven miles the Central Pacific receives
the same Government subsidy as the roads East of the Rocky Mountains,
$16,000 per mile; for the next 150 miles of more rugged country it receives
$48,000 per mile, and for the remaining distance (600 miles nearly) $32,000
per mile. The people of California have shown themselves so profoundly
interested in the success of the Road that the State and municipal corpo-
rations have added to the resources of the Company,

The New York Evangelist thus speaks of the energy shown by the Central
Pacific Company in surmounting the obstacles before them:

On the other end, the Central Pacific Company, less affected by the presence of war, and
more earnestly inspired by the immense traffic which was waiting for the road'pushed resolutely
forward with all the energy and the means it could summon. California, though a young
State, with hundreds of millions invested in her lucrative mining enterprises, scattered over
thousands of square miles, found money enough to keep a small army of laborers employed
building the road. The result is that in November last they had nearly a hundred miles of road
in running operation. This, however, is equal in cost and expended energy, to five hun-
dred miles over the level plain on the eastern end: BO that to-day the western portion
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of the road, notwithstanding it is so much farther from the bass of supplies, Is rtittfos;
farthest ahead. Both are so far done, and have such powerful stimulants immediately betet
them, that with the. munificent Government encouragement, the gap wQl be rapidly dosei
We may already reckon upon th« time when the locomotive* will be courting across fti
great interior plains, over the two mountain vertebra bearing with them the bksstnp ft*
civilization, peace, and settlement one way, and a rich tribute of mineral wealth the

Grossing the Sierra Heyadas.
The New York Tribune gives a more minute and circumstantial account si

its progress up to March, 1867, as follows;
OBOSSIVG THB 8IBSEA NBVADAS.—The chief difficulties apprehended In the eoastrectisi

of the great railroad to the Pacific, high mountain crossings and winter snow obstrnctbti
prove, upon practical test, to be not at all formidable. The two mountain ranges hare to b«
crossed at elevations of over 7,000 feet, or nearly three times the bight of any railroad b a
built on this continent. Experience shows that it is entirely practicable, and thai the deep
snows are not likely to prove very serious obstacles. The Central Pacific BaHread of Cat
fornia, the Western End of the Great National Route, commencing at Sacramento (tide-water)
in 1868, encountered, at the outset of its career, the mountain difficulty In Its wont fora;
the dreaded Sierras had to be overcome within the first hundred miles. In November bit,
however, it had carried its track nearly to the summit, and had demonstrated the ft ssBiWj
of the whole mountain passage withfless average engineering resistance than Is mei ln cresBBg
the Alleghanies, thus disposing of one of the twin fears. During an unusually severe winterjs*
closed, it has successfully operated the road as far as built, and could have done so over tk
mountains with equal ease. It has had large working parties on the Summit Pass, so as w
convince its officers that the other fear of impassable snow-drifts Is equally needless Oriy
three days have the trains failed to make the regular trips, from snow, which Is far less inter
ruption than has attended many of the Atlantic lines.

The whole mountain ascent and descent is now under construction, said IIISJIIJ
graded, developing a feasible and favorable line, the most difficult portion of which fa mw
running. From 8acramento to Cisco Station, the present terminus, is 94 miles, In which figtll
of the total 7,042 feet of ascent Is made. This portion embraces the heaviest and costliest po>
tion of the work. The ascent is continuous; once gained, the elevation Is never lost, the averagt
rate being 75 feet to the mile; the maximum, 116 feet to the mile, of which there are but %% *****
The bulk of the heavy grade is at 105 feet to the mile, with numerous level intervals inter-
spersed. Thirty per cent, only of the distance is occupied by curves, none of which haw a
radius of less than 578 feet, or 10 degrees. The Baltimore and Ohio Railroad has 17 miles, is
two stretches, of 116 feet grade, with curves of 400 feet radius; and the Virginia Central for
many years worked, with the unaided locomotive, grades of 296 feet to the mile, and ruling
curves whose radii were 800 feet. By crossing from one spur and ridge to another, pterdsg
by a number of short tunnels and deep cuts where necessary, the line has been made avats-
ble for passenger-trains to run at 25 miles an hour, and freight-trains at half that speed. The
time consumed in making the trip, including stoppages, is six hours, with ordinary engines
and trains.

Progress of the Tunnelling and Excavation*
From Cisco to the Summit, most of the heavy rock cutting is now done.

The crest of the ridge is pierced by a tunnel of 1,658 feet, the longest on the
road, of which only about 500 feet remain uncut, and at which men are
working night and day, excavating at the rate of fifty feet per week
East of the summit the descent is much easier, the great interior basin being
elevated 4,000 feet above the sea level. In 14 miles there is a fall of 1,100
feet, after which there is a gentle slope, nowhere exceeding 45 feet to the
mile, eastward toward Salt Lake. There are, including the Summit Tunnel,
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