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PREFACE

In consequence of the appointment of Captain Sir WiLniam Devison to the
Lieutenant-Governorship of Van Dieman’s Land, and of my having succceded him
as Dircctor of Public Works in the Royal Dockyard at Portsmouth, I was requested
by him, and the Officers asscmbled at & meeting in September last, to edit this the
Ninth Volume of the Professional Papers of the Corps. This task I readily undertook,
more especially as the greater part of the Papers in this volume had already been
collected ; and I was glad, by so doing, to have an opportunity of obliging an old and
valued friend, and also to meet the wishes of so many of my brother Officers.

At the same meeting, Captain J. WiLL1ams, R. E., was requested to superintend the
publication of these volumnes for the future, and to suggest any alterations in the cha-
racter of the work, or mode of publication, which he might consider desirable, and to
submit them at the Annual Mecting of Officers, to be held on the 15t February this year,

for their approval.

At the meeting which was held on that day it was arranged that Colounel Lewis, R. F.,
should be associated with Captain J. Wir.Liams as joint Editor, and that they should
submit a plan of publication at an adjourned meeting to he held on the 23rd February ;
and in consequence, at the meeting on that day, the following arrangements, proposed by
those Officers, were approved and adopted, viz. :

1st. That Corps Papers, comprising subjects of little interest to the Public, or to
Civil Engincers and Architects, to include—
Military Memoirs,
Military Reports,
Construction of Works and Buildings,
Unexecuted Projects, ‘
Documents from Public Archives,
Notices of New Publications,
General Matter intcresting to the Military lsngmecr,-—
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shall be published by the Corps under the direction of the Editors, in octavo,
corresponding in size and style with the ¢ Aide-Mémoire,” and for circulation
in the Corps, and amongst Subscribers only, to whom the Papers will be sent
as herctofore: the cost not to cxceed 10s. per annum for cach Subscriber,
who will have a small pamphlet of about six or seven sheets, or 96 or 112 pages,
every six months ;—these may be bound up in volumes to suit Subscribers.

2nd. That Professional Volumes, to embrace matfers of general interest to the
Publie, the Civil Engineer and Architect, as well as to the Military Fngineer in
particular, to correspond with the existing ¢ Professional Papers? in size, type, and
engravings, shall also be published: the purchase of this work to be optional
when the volumes are out, and not by subseription: to be published by such
persons as may be deemed most eligible by the Committee, reserving the claim,
that any Officer of Engineers shall or may obtain a copy at the trade price ; and
that the Publisher shall also supply the Corps Libraries at the same rate for the
number of copies required for them.

The Lrofessional Volumes to come out when sufficient matter is collected, which the
Kditors anticipate will be at the rate of two volumes in three years.

It was also agreed at the same meeting, that Mr. Wearne, who has published the
* Professional Papers” in the superior manner in which we now have them, should be
offered the publication of the ¢ Professional Volumes’ on the above-mentioned conditiou:

this offer Mr. WeaLk has aceepted.

It. will be seen by the adoption of the sccond Resolution, that thie ¢ Professional’
volumes to he pablished will in fact be a continuation of the present work, and those
Ofcers who wish to continue to subscribe to it have only to write to that effeet to
Mr. WeaLg, and authorize their Agents to pay him for each volume as it appears.
In the Preface 1o the first volume, the want of such a work as this is stated to have
been generally felt by the Corps, and the number of our Ofticers (250) who have
constantly subscribed for it have fully borne out that statement.  Amongst the Officers
of the Fast Tudia Company’s Engineers we have had 112 Subscribers, besides which,
the Kast India Company, as a Covernment, have regularly subseribed for fifty copics
to be sent to their principal stations; and this notwithstanding their own Engincers
in the Madras Presidency publish a quarto volume of ¢ Professional Papers;’* to
whieh, it must he presumed, a majority of the East India Company’s Officers also

Lalited by Captain JJ. 1. Smith, I.R.S., &e.  The second volume has reached me, and contains
many intoresting and valuable Papers.
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subscribe.  Amongst the Officers of the Royal Artillery we have forty-eight Sul-
scribers, and many from other Corps. Copies are also sent by Mr. WEALE to almost
every Military Library in the capitals of Europe and America.

These publications have proceeded regularly from the first,—the volumes increasing
in interest and value as they have succeeded each other. The work has now reached a
high degree of reputation ; and it is deeply to be regretted that the energetic mind that
conceived and brought it to maturity, has not remained amongst us still to foster and
protect it.

e

No doubt, as has been urged, the great size of these volumes renders them too bulky
for Officers to carry them about without inconvenicnce; but considering how necessary
it is that information of the character contained in these volumes should be accessible
to our Officers, to enable them properly to perform their very various duties, and
the anxiety they have felt to procure such information,—it is not only grobable,
but almost certain, that if this subject had been properly represented to the Govern-
ment, it would have felt that it was both its intcrest and its duty to follow the
example of the Fast India Company, and to hayve subseribed to at least an equal amount
for this work. Ilad such a subscription been given, it would have been ample for the
supply of a copy to every principal station both at home and abroad; and thus for a
trifling sum the cxperience of the Corps would be treasurcd up, and the various
information on Military Subjects, on Works and Machinery of every kind, which these
volumes contain, would be available and accessible to our Officers, as well in the distant
Colonies as at home. 1t is well known that the want of such information tao often
leads to the expenditure of large sums of money on works, comparatively speaking, ill-
contrived and uhsuited for their object; nor was it to be anticipatéd that such a
subscription would have necessarily led to the withdrawal of a large number of
Subscribers; the cxample of the East India Officers proves the contrary, and T have
no doubt but that a large number of our own Officers would also still continue to
subscribe. I cannot thercfore refrain from expressing a hope that the Government
will encourage the publications which have now been undertaken, and send them free of
charge to the Officers of the Corps whercever they may be quartered.

These volumes have been purchased by almost every Officer of the Corps, not for
his personal gratification, but the better to enable him to discharge his various duties;
but unless the information they contain is ¢ garnered up’ by the Government at our
stations, the fruits of our labour will be lost to thosc who succeed us.

I feel assured that it will be gratifying to the Corps, and to the Officers who have
subscribed to the ¢ Professional Papers,’ to learn that, at the meeting which was held
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in September last, the Officers there assembled voted as from themselves only, (they
were not-authorized to represent the Corps in this matter,) a piece of plate to Sir W.
D#~N1gdn, on which the following inscription is engraved :

¢ Presented hy his Brother Officers who attended the Mceting of the 23rd September, 1846, to
Captain Sir WiLLiam DEN1soN, Royal Engineers, as a token of grateful remembrance, that to him
alone they are indebted for having originated the diffusion of individual experience by means of
* Professional Papers,” which he has continued to conduct for a period of Ten Years, until he was

appointed to the Government of Van Dieman’s Land.” ,
. 9 HeNrY James,
’ . .
8th March, 15847, Captain, Royal Engincers.

Corrections in Paper II1.—* Project of Defence.’:

Page 36, linc &.—Read * dircetly towards its own front.”  Page 37, line 23.—Read * section A BCD E, Plan I’

» H—Read * placed in galleries (7, x).’ n 39, ,» 8.~Read ‘parapet wall, 4 feet thick.’

+» 30.—Read *as adopted in Plan 111’ » » 21.—~Read ‘1 casemate gun or 1 howitzer.’
» 32.—Read * by ditches, each dofended,” &c. " » 26.~Read ¢ 30 men may be accommodated.’
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PROFESSIONAL PAPERS. ‘///‘/44
/

L.—Observations on the Value of Fortresses, Intrenched Cumps, and Field
Fortresses (Places du Moment'); their Application to the present System of
Ruailroads for the Prolection of the Melropolis south of the Thames ; including
some Nolices on the Works at Lyons and Paris. By Colonel Lewis, R. E.

I. PRELIMINARY OBSERVATIONS.

Wurst fortifications have been constructed on a vast scale at Paris, Lyons,
and Grenoble, in France ; at Coblentz, in Prussia; and Rastadt and Lintz, in
Germany,—aund various other places in Kurope,—the defences of Great Britain
and Ireland have not multiplied or been enlarged since the Peace of 1815,
Ts it that we are so wise, and other nations so prodigal of their wealth, and
that they have neither considered the utility and importance of such expendi-
turc? And are those prejudices which existed sixty years ago, when the
projects of the Duike of Richmond, as Master-General, were rejected as not
applicable to those times, still to influence us, when standing armies and
fortresses are no longer constitutional bugbears? The pamphlets, however, of
le Prince de Joinville aud Viscount Ranelagh have awakened attention, without
creating alarm ; the country looking to three-deckers and war steamers, and
arming the maritime fortresses, as a security against cvery danger.

With immense wealth, with the probable expenditure of seven hundred mil-
lions in the construction of railroads, inexhaustible resources, and a super-
abundant population, we arc comparatively the weakest military nation for

I See Bousmard, livre v. chap. ix.

VOL. IX.



2 ON FORTRESSES, INTRENCHED CAMPS,

defensive purposes in the world ; for our coasts are open, the roads between
them and the metropolis excellent, and the intermecdiate country without a
military post or feature or natural obstacle to arrest an enemy.

In considering the value of fortresses, many recollections tend to foster our
repugnance to them,—such as the fate of Magdeburg, after the battle of Jena;
the, capture of those in the north of France, after the battle of Waterloo ; and
of those in Holland, in 1795, by the French armies.  And it may be observed,
thgtit §s useless to expend immense sums on fortresses if they fall into the

§a§ enemy in a few days, and if their strength is only accidental. But
he scienceMof fortification out of England is not diminished in estimation,
a rh, by the decay and exhaustion of empires, Valenciennes fell in 1815,
whef§itvresisted in 1795 a bombardment without bomb-proofs, and a regular
attaok of many wecks. St. Scbastian resisted as many wecks in 1813 as it did
days a century before against the Duke of Berwick. When fortified places are
estimated in importance for the security of a frontier or a capital, it must be
with reference to the military institutions and spirit of nations.

On the continent of Europe, the art of fortification was never in greater
repute, since the time of Vauban, than at this moment, that Engineer not
being responsible for its abuse or misapplication ; and Bousmard (livre v. on
the Defence of Empires by Fortification) observes—

“1I est question maintenant, de considérer la défense de 'ensemble du pays,
du corps de ’état, de tout entin, pour l'intérét et le salut du quel la fortification
de ses diverses parties a été ou du étre ordonnée.  C’est ici 'objet de la forti-
fication, vu en grand, ct son utilité envisagée relativement a la stabilité des
empires, 2 la securité des gouvernemens, et a la protection qu'ils doivent aux
peuples contre la guerre et ses ravages; ct si les livres qui précédent, ou peut-
étre considérds, les uns comme la fortification de Pofficier en général, les autres
comne celle de I'ingénieur ou du commandant de place cn particulier ; cclui-ci,
s’il remplissoit bien son titre, pourroit étre & bon droit, rcgardé comme la
fortification du général d’armce, du ministre d’'état, du prince, roi ou chef de
Iétat, de quelque nom on veujlle Pappeler. . . . . . . ..

“Par défendre les états par la fortification, je n entends point uniquement
les hérisser sur chaque avenue ou partie accessible des frontiéres, du places
fortes qui vous forcent A fairc un siége A chaque pas que vous y ferez. J’en-
tends une combinaison des moyens de 'art avec les moyens défensifs de la
nature, tclle que ceux-ci deviennent insurmontables, tant que ceux-la n’auront
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point succombé. J’entends par les moyedfs d’art, non seulement les places
fortes, mais encore les camps retranchés et positions fortifiées, les camps
retranchés sous les places, ceux alongés cn lignes pour couvrir un pays, les
abattis, les inondations, canaux, routcs et communications militaires, enfin les
postes retranchés; en un mot, tout produit d’art, qui concourant avec les
obstacles naturels, compose avcc eux un ensemble capable de donner aux
défenseurs d’un état, toutes sortes d’avantages sur ceux qui 'attaquent.”

Intrenched Camps arec more in disuse, and even less appreciated, than
fortresses ; but there is a great distinction in the nature of this descri];tion of
fortification. Temporary intrenched camps, for the mere sccurity of an army
for a short period, are seldom constructed in modern times, and, when executed
formerly, they were generally in connection with existing fortresses, and of a
somewhat substantial character. Permanent intrenched camps have been re-
cently constructed at Ulm and at Lintz, in Germany, as explained by Licut.-
Colonel Blanchard and Colonel Stavely, in the second volume of the Professional
Papers ; and it is proposed to give here a sketch, taken from a French work?
recently published, of those lately constructed at Lyons and Paris (see Plates
L to LV.)

II. FORTIFICATIONS AT LYONS,
(Vide Plate 111.)

It appears that the fortifications of Lyons form a vast chain of detached
works, supporting each other, in front of the principal lines or enceinte which
cover the city on all sides.

It is hardly nccessary to statc that the city of Lyons is situated at the
junction of the rivers Rhone and Saone, with the suburbs of Guilloti¢re and
Broteaux on the left bank of the Rhone, and those of St. Irénée and Vaise on
the right bank of the Saone. The first of these suburbs, Guillotieére and
Broteaux, is protected by cight forts and two lunettes, distant about
550 yards from each other. Commencing above the stream, they consist of, or
will consist of,

1. A projected Redoubt, opposite the suburb of St. Clair.

'The Fort of La Téte d’Or.
The Lunette des Charpenncs.
The Fort des Broteaux.

2 By Le Baron P. Emile Maurice, Capitaine du Génie.

oD
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5. The Fort dec 1a Part-Dicu. *
6. The Fort de Villeurbanne.

7. The Lunctte des Ilirondelles.
8. The Fort La Motte,

9. The Fort Colombier.

10. The Fort de la Vitriolerie.
These ten works cover the east of Lyons, and are connected by a curtain with
banquettes, and a military road sccures the communication from fort to fort.
The north of the city of Lyons, forming the peninsula between the two
rivers, is covered, or will be covered, by
1. A projected Lunctte, to be called Bel-Air.
2. Fort Montessuy, and its two Lunettcs.
3. Fort de Caluire.
4. An cnclosure of several fronts, commencing at Porte St. Clair, and termi-
nating on Fort St. Jean, opposite the Bridge of Serin.
On the right bank of the Saone, enclosing the suburbs of St. Irénée and
Vaise, are, or will be,
1. Fort de Sainte Foy.
A projected Redoubt, near the Aqueduct.
Fort St. Irénée.
The Lunette du Fossoyeur.
The Fort de Loyasse.
The Fort Vaisc.
The Battery de Pierre-Scise.
8. The old line of works, raised and reconstructed, called the Enceinte de

SN

NS

Fourvicres.

9. A projected work, to be placed on the Plateau de la Duchére.

These extensive works, so placed as to secure the approaches to the city,
give shelter to a powerful intrenched camp, which could not be blockaded with
a force less than 300,000 men, whilst wiihin there is every facility of support
and free movement to the garrison : each, if minutely examined, would afford
to the wilitary Engineer an intercsting study : those on the left of the Rhone
are adapted to low ground, and the others for hilly country.

As detailed plans cannot be given, a minute description will supply as much
as possible these wants: some of the works are only projected, and it will re-
" quire about £ 280,000 to complcte the whole system of defence for Lyons.
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. East Line of Defence

Fort de lu Vitriolerie is built upon an island, the water surrounding it made
to serve as an advanced ditch, 9 ft. 10 in. decp;* the fort, a sort of crown-
work revetted, of which the bastions have short faces and long flanks, to sec
the ditches well, and protect the centre bastion, which has the casemates of
two stories, with embrasures in the flanks and loopholes to the faces. The
curtains are also cascmated, but only with one floor: the gorge of the fort
contains defensible barracks, bomb-proof, for 800 men. This work has an
excellent command over the low ground.

Fort Colomhier, distant 766 yards from the former, is constructed in a re-
entering angle of this line of defence, and is conscquently of minor importance.
The fort is a kind of bonnet de prétre, with the angles very obtuse, flanked by
a bastionet (sce Plate I. figs. 1 to 5): it is revetted by a detached escarp, as
explained at A, fig. 3, Plate I., with a chemin de ronde which goes all round
the work, in which it will be perccived that there is an ecsscntial difference
between it and the escarpe detachée of Carnot’s system,

The wall which covers the chemin de ronde is 9 ft. 10 in. high, and is
attached to the exterior slope of the body of the place by counterforts, which
serve as traverses ; and being arched, the communication along the chemin de
ronde is not interrupted, and at distances between them machicoulis are con-
structed, to sec the foot of the escarp.

The middle ,of the gorge of Fort Colombicr is occupied by a defensible
barrack, bomb-proof and loopholed : the gorge is terminated by two half-bas-
tions, (tizs. 6 to 9, Plate 1.)

Fort de la Motte is an irregular square, placed to command the roads to
Antibes and ‘Hamburg. On the road towards Antibes, an old chiteau is
enclosed by the terreplein of the bastion, and in the salient angle of the bastion
is placed a casemated bastionet, which communicates with the chemin de
ronde of the detached escarp. This description of work, introduced into the
French system, scems to correspond with the caponitre of the Prussian or
German, as cxplained in fig. 3, Plate L

Fort de la Motte is surrounded by a wet ditch and covered-way, with flanks
on two fronts, and an advanced lunette, connected by a caponitre. In the

3 Sce Plan of Lyons.
4 These dimensions are the equivalents of those given in metres,—hence the odd inches.
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centre of the fort there is a square redoubt in masonry, and in the gorge a

casemated barrack.
Lunette des Hirondelles is about half-way betwecn the former fort and that of

Villeurbanne, and 55 yards in cxtent, measuring along the detached escarp
which surrounds the parapet of the lunette, and flanked by bastionets: a
defensive barrack serves for the redoubt within.

Fort de Villeurbanne is a bastioned work with five fronts, those to the south
being 273 yards, and those to the north or rcar 219 yards, and is surrounded
by a wet ditch. The bastions are decp, and arc intrenched en cavalier or
en tenaillons. The counterscarps are revetted, and, when possible, with a
reverse firc. The interior redoubt is quadrilateral, revetted by an cscarp in
part detached, with loopholes and machicoulis. The land side of the quadri-
lateral has a bastionct to flank it (see figs. 2 to 5, Plate 1.), and the two faccs
on the right and left of the gorge half-bastionets. The defensive barrack in the
gorge is upon a pecaliar construction, as shown in figures 6 to 9, and the gate
and draw-bridge is protected by a barbican and machicoulis. The terreplein of
the fort forms the ditch of the redoubt.

Forl de la Part-Dieu, or rather lunettc, is not revetted, but it is flanked by
small half-bastionets at the salients: it has, likewise, an advanced wet ditch.

Fort des Broteauz has three fronts of 281 yards, with a gorge of 437
vards : the latter is flanked by a redan, and contains the barracks and
magazine.  The interior redoubt seems to correspond with that of Fort
Villeurbanne.

Lunette des Charpennes, revetted and casemated throughout, loopholed, and
dry ditch, with a glacis and advanced wet ditch. This work sees the reverse
of the Forts Broteaux and Téte 4’Or, which constitutes the peculiar value of

this lunctte.
Fort de la Téte d’Or is preciscly upon the samne construction as Fort du

Colombier.
Redoute du Haut Rhone, a projected work, to take in reverse the approaches

to Fort de Montessuy, on the other sidc of the Rhone.

Line of Dcfence on the Peninsule between the Rhone and Suone.
Fort Montessuy is a quadrilateral bastioned work, of which the south front is
208 yards, the east 210 yards, the north 208 yards, and the west 197 yards, on
the exterior sides. The escarps are in part detached (see fig. 3, Plate L.): the
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interior retrenchment is a large cavalier, with an extensive command outside.
The casemated barracks are placed in the south front.

Fort de Caluire.—The ground slopes gently to this fort from the former,
which commands and flanks it at a distance of about 656 yards: the trace is
also quadrilateral, with fronts of 197 yards. The escarps are detached, with
loopholes and machicoulis. The intrenchments are formed of a cavalier and
redoubt, as explained in Plate II. To see down the slopes towards the River
Saone an advanced covered-way is constructed, which, with the occupation of
the chiteau on the lle Barbe, commands the approaches in reverse.

Fort 8t. Jean is placed at the extremity of the enceinte which encloses the
peninsula: it forms an amphitheatre of casemated batteries, which plunge
into the Saone and slopes of Vaise, and are constructed upon the principle
proposcd by General Haxo, which avoids many of the inconveniences peculiar
to casemated batteries, as explained in Plate II.

Enceinte continue de la Croiz-Rousse is the old enclosure, with very few
alterations, which comincnces at the gate of St. Clair, and closes at the suburb
of Scrin: the orillon bastions have bcen repaired, the curtains casemated,
and before bastion No. 7 there is a specimen of the perpendicular forti-

fication.

Line of Defence on the Right Bank of the Saone.

Fort de Sainte Foy.—There were some difficulties in fixing-upon the em-
placcment of this work : this arose from the position of the village of St. Foy
in front, and the distance from the Fort St. Irénée in the rear. The fort is
quadrilateral, of which two sides arc bastioned, that to the south being
361 yards, that to the north 273 yards, and the others 219 yards. The escarp
and counterscarps are revetted, and the bastions have casemated batteries
A I'llaxo constructed in the parapets.

Fort de Suinte Irénée, immediately in front of the Enceinte de Fourvidres, is a
large flat lunette, with an escarp in part detached, with chemin de ronde,
and flanked by small square bastions. The counterscarp is revetted, with re-
verse fire. The terreplein of the lunette is cut into two by a cavalier, and a
defensive barrack occupies the gorge.

Fort Loyasse is placed upon peculiar ground, and is revetted throughout,
without glacis or covered-way: the ditches are narrow and deep. The flanks
of the bastions are casemated, and the bastions of the west front are casemated
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2 'Haxo. The barracks are plaged in the gorge facing the city. The west
front is 328 yards, that to the south 273 yards, and that to the north
164 yards. The bastions of the west front have cavaliers.

Fort de Vaise, 328 yards to thc north of Fort Loyasse, occupies the
extremity of the plateau which commands the village of Vaise: its shape is
regulated by the ground, and the faces arc flanked by the reverse of the ditch
(see fig. 8, Plate I1.), which communicates with the interior of the fort. The
interior comprises three distinet squares, en cavalier. '

Enceinte continue.—This line, comprising five fronts, connects the bridge of
Ainay with the Fort Loyasse. The bastions arc all closed at the gorge, with
bomb-proof guard-rooms. The works executed arc based upon the old walls
of the fiftcenth century. *

M. Eniile Maurice, in conclusion, observes, that the fortifications at Lyons
ofter to the military FEnginecr various interesting considerations for study,
where a part are peculiarly adapted to low ground, and others to hilly country,
and no exclusive system followed, but the details are especially suited to the
locality. e also notices that the works at Lyons werc not constructed under
the same advantages as those exccuted at Paris, where a well-digested system
of defence has been completed ; those at Lyons, built under the direction of
General Rohault de Fleury, being planned as money was granted for the
defences.

111, FORTIFTICATIONS FOR THE DEFENCE OF PARISS
(See Plate IV.) '

Paris is situated & cheval on the Seine, ncar the junction of the Marne, the
Jatter river covering the city on the cast, and a bend of the former the western
side. Extensive works connect these rivers by a chain of detached forts sup-
ported by an enccinte continue immediately around Paris; and as the bastion
systemn is adopted throughout, the cxtracts of the details will not occupy
much space.

The Exterior Line of Defence of detachcd works, commencing at St. Denis
on the north at a re-entering angle, on the right bank of the Secine at the
junction of that river and the canal of St. Denis, and the Northern Railway
and high road to Calais, and extending to the Marne at Nogent, a distance
of about & miiles, first comprises nine forts, namely,

® By Le Baron P. Emile Maurice, Capituine du Génie.
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.- Couronne de la Bréche, .
Double Couronne du Nord,} surrounding the village of St. Denis.
Fort d’Est,

Fort d’Aubervilliers.

Fort de Romainville.

Fort de Noise.

Fort de Rosny.

Fort de Nogent.

. Chiteau and Fort de Vincennes, in rear of and supporting the two former.

Thls line of defence closcs the approach from Germany.

The three works surrounding St. Denis have their fronts from 328 to 547
yards, and the intermediate ground can be inundated.

Fort d’ Aubervilliers is a parallelogram with five bastions, apparently without
any outworks.

Fort de Romainville, to the south of the Canal de I’Ourcq, on the road to
Prussia, cxtending over the mecadows of St. Gervais and plain of Vertus, the
theatre of several actions in 1814, is a four-sided bastioned fort, of which the
curtains are casemated. The fort is divided into two parts by a cavalier, and
called the upper and lower forts. A horn-work is thrown out on the north, to
protect ground undermined by plaster of Paris quarries.

Fort de Noiseé, about 1640 yards to the right of the former, is a square bas-
tioned fort, with a horn-work in advance of the north-east front:

Fort de Rosny, still more to the right, and to the south about 1968 yards,
and covering the villages of Montreuil and Bagnolet, is similar to Fort Noise,
except having a double front in advance to the east.

Fort de Nogent, 2843 yards to the south, and closing on the Marne, is also
similar to the preceding works, and completes the exterior linc of defence on
the north and east of Paris.

Chdsteau and Fort de Vincennes consists of a bastioned work surrounding the
old castle, supporting the two works Noisé¢ and Rosny in advance.

w@?‘?’?‘:‘*?’!"""

The second Exterior Line of Defence, covering Paris on the south, and
extending from the River Marne to the Seine, about 7 miles, commencing at
Charenton, and extending to the forest of Meudon, is protected by six
forts, viz. '

1. Fort de Charenton,

VOL. 1X. B
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2. Fort d’Ivrey. .
3. Fort de Bicétre.

4. Fort Mont-rouge.

5. Fort Vauvres.

j. Fort d’Issy.

Of these forts, which complcte the defence of the south of Paris, four are
pentagon and two are quadrilateral : their escarps are revetted with good relicf,
and built of substantial matcrials : the curtains are cascmated, and the barracks
are bomb-proof’; the flanks of the bastions deep, and well adapted to defend
the ditch and counterscarp. These six powerful works completely command
the approaches to the city on that side, and support each other.

-~

The third Line of Exterior Defence occupics an extent of about 8 miles, and
is protected by the citadel of Mont Valerian, which serves as a téte-du-pont to
the bend of the Seine which covers Paris to the cast, supported on one side by
Fort d’'Issy, and the works of St. Denis on the other. The fortress of Mont

‘alerian is a powerful pentagonal bastioned work, having its highest point
426 feet above the level of the canal of La Villette. The base or rear front on
the river is 459 yards, and the four other fronts average 328 yards: cach
bastion has a cavalier, with a command of 96 feet, and there is bomb-proof
cover for stores and 4500 men : this work may be considered the most formi-
dable of the detached forts around Paris, which embraces an extent of
221 miles as the mean circumference of the linc on which.the works are
disposed.

The Enceinte Continue

is one vast range of fronts of fortification, containing ninety-four bastions, the
exterior sides averaging 328 yards, forming an enccinte of about 30,840 yards,
the most extensive perhaps ever constructed, at a cost of £32,000 per front.
The escarps average 32 feet 93 inches in height, and the breadth of the
ditch 82 feet, with a rampart, counterscarp, and glacis. The fronts, being
generally constructed upon a right line, give a support to each other, adding
considerably to their strength. The distance from the boulevards of Paris to
the ramparts of the enccinte averages 1093 yards, and the same distance
fron thence to the detached forts; thercfore the city may be considered out
of range of bombardment, so long as the detached works remain untaken.
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In respect to the defence of Paris, M. Eiile de Mauric@ observes, Il est
naturel de sc demander si les quatre-vingt-quatorze fronts bastionnés de
'enccinte continue ct les quinze forts détaches qui vont transformer Paris cn
une place de guerre de premicr rang, constituent unc cntreprise dont I'im-
mensité ct la dépence soicnt compensées par I'importance des resultats qu’on
pourrait en attendre.” But M. Maurice does not solve this question himself.

Marshal Marmont considers the fortification of Paris * as an event the most
useful and important for the defence of France, but that it was unnccessary to
fortify the city with the enceinte continue.” ¢

IV. OBSERVATIONS UI'ON THE VALUE OF FORTRENSES. .

Marshal Marmont defines fortresses as those of dépdt, and for strategetical
purposes, to which may be added maritime fortresses.  Guibert, who held the
métier of an engincer very cheap, induced the Emperor of Germany, by his
writings, to dismantle all the fortresses in Austrian Flanders; but time has
effected those revolutions in most Governments, those changes in the organiza-
tion of armies, in tactical opcrations, and the use of immense trains of artillery,
and the conversion of every town into a fortified place, of which, in his ¢ Essai
Gcncrale de Tactique,” he exhibited the folly. Fortification as a science and art
is now applied in thc manner contemplated by that talented author, that for-
tresses should be large and few in number, and their destiny regulated by battles :
that they should be considered accessories and not principals.in war; for if
they are small,’ they are neither rallying points nor points d’appui, nor serve as
déplts to receive succours; they are easily taken or masked, and left behind
without inconvenicnce, for it is rare to sce a small garrison turning the defensive
into the offensive ; whereas large fortresses can receive the débris of a beaten
army, become the entrepot of provisions and stores, and capable of containing a
suflicient force to resume the offensive when opportunities occur.

6 T am disposed to differ in opinion upon this point, now that the vast expense has been incurred.
Before the construction of the bastioned enceinte, it might have been a question of economy or
propricty of expending so large a sum of money; but now that the work is finished, the materials
durable, and the climate favourable to the preservation of masonry, 1 conceive the enceinte to be of
immense importance in support of the advanced works and security of Paris.

7 Such ns we in the British Service exccute, as constructed at Kingston in Upper Canada,
Halifax, Nova Scotia, St. Pi rre at the Mauritiug, the Circular Redoubt at Harwich, Fort Wellington
at Ostend, and Fort Tigne at Malta.  Volume vii. of the Corps Papers gives plans and sections
of the three last, as well as the three and four-gun towers, which may be considercd small forts.
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Lloyd in his ¢ German War’ observes, that *“ most men think a fortress® or
camp is well placed if they cannot be approached without great difficulty, which
is true only in case they have in themselves all the resources necessary for their
defence ; but as this seldom or ever happens, the perfection of the one and the
other would be, to find a situation that presents to the enemy all the difficulties
possible, which at the same time may be easily succoured, if necessary.”

The functions of fortresses are likewise, that they cover a, country, and thys
subject an cnemy to the necessity of attacking them before he can penetrate
further. These things being considercd with others already adverted to, the
position of a fortress will be found advantageous by being placed at the junction
of two rivers, because in such situations the enemy will be obliged to divide
his army into three distinct bodies before he can be able to invest it, one of
which may be repulsed and discomfited before the others can succour them.
Thus two sides of the fortress remain open until the blockade is completed,
which cannot be done in a single day ; ncither can the necessary communications
between the divisions of the enemy be kept up without the use of three bridges,
which will be exposed to the hazards of the sudden storms and inundations
which happen in the campaign season.

Recurring to the principle of defining fortresses for the defence, as

1. Maritime places, R

2. For the security of dépits,

3. As strategetical points,
it is proposed to consider the method by which each should be fortified, without
reference to any cspecial system.

1. Muritime Fortresses.—It is conceived that a simple enceinte, comprising
only a rampart, ditch, and coveri-way, is ample protection to a maritime place,
with a chain of detached forts in advance, so as to protect the docks and stores
from bombardment : the number of forts necessary must depend upon localities ;
those in front of the enclosures at Lyons and Paris are good specimens of
detached works. The enceinte enclosing the naval arscnal may be con-
structed upon any system best adapted to the ground without outworks,
but unassailable by escalade;® and it is not deemed necessary to have a large

# The fortress of Panpeluna is a notable cxample of a place falling by blockade, in consequence of
the impracticability of relieving it, situated in the bosom of a chain of mountains, only nccessible
through difficult passes. Sec Jones’s ‘ Sieges,’ third edition.

? That 13, the escarps 39 feet, if the ditch is dry.
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quantity of bomb-proof cover, or more than is sufficient to secure the com-
bustible stores.

2. Fortresses for the security of dépéts of arms, ammunition, and for the
manufacture of warlike stores, should be constructed with the due care and
skill that money can provide for, with adequate bomb-proof cover, in pro-
portiort to the size of the fortress, as explained in the article ‘ Defence of
Fortresses’ in the ¢Aide-Mémoire to the Military Sciences:’ the fronts of
fortification (whatever system may be adopted) to be countermined, if the
ground will permit.

3. Strategeticul Fortresses, for the support of an army in the field.—The value
must depend principally upon the locality, which it is not possible to explain
without reference to particular territories, except that already adverted to at the
confluence of rivers; but Lyons, Strasburg, Mayence, and Luxembourg are
strategetical points of irhportance. This description of fortress can only be
applied to large possessions; as regards the British empire —such as the
Canadas, British India, England, and Ircland.

There is no probability that such an expenditure as alluded to above, or as
that incurred at Coblentz, Magdeburg, and Ulm, will ever occur in our Service ;
but it is conceived that some principle might be applied to fortresses of this
naturc upon a modified scale of expense.

This subject has occupied the attention of the author of these pages many
years, and he would propose to limit the construction of strategetical fortresses
to a simple enccinte!® of rampart, ditch, and covert-way, without outworks,
upon any system best adapted to the ground, and with not more flank defence
or_break in the right line than 22 yards exterior face of such flank for two
guns, or four if casemated.

This enccinte, to be considered the inner line for such other works in
advance, to be constructed according to the value of the fortress in a strategetical
point of view; and hence the first expense would be one-third of the cost of.
ordinary fortified places, and hence will be avoided the necessity of keeping a
large garrison for the security of extensive outworks. Kventually, as circum-
stances dictatc and danger threatens them, considerable advanced works, to
which the enceintc is the principal support, should be added, according to the
probable views of an enemy, or the object of the military chief who may choose

10 See Plate V.,
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to make this and other similar fortified places the support and base of offensive
or defensive operations.  The description of the advanced works will necessarily
depend upon localities ; and the suggestions of Colonel Hamilton Smith, in
the article ¢ Defensive Elements ’ of the ¢ Aide-Mémoire,” offer several available
resources to works of this kind ; where vegetable nature may be taken advantage
of, according to climate, and plantations formed where the fortress is constructed.
The drawings in Plate V. will explain generally the scheme here conceived for
strategetical fortresses, the dotted lines showing the probable advanced works,
and the construction of the enceinte may be a flat bastion front with cascmated
flanks, and cn tcnaille with a caponiére; or a salient angle with a bastionet
(sce Plate 1.); or a front of fortification with orillons ; or straight lines with a
reverse fire, and countcrmines ; or, if in low, marshy situations, the systems
of Coehorn followed as regards the body of the place: the escarpe detachée
(sec fig. 3) may be applied ; and if rising ground within the enceinfc presents
favourable opportunities, cavaliers may be formed on the high ground. The
trace, however, should have particular reference to the probdblc construction
of the advanced works.

No ingenuity or originality is claimed in this proposition ; it is only rcturning
to first principles of defensive works, that of a body of men being able to resist
a much larger force, which principle has been gradually lost sight of since the
time of Vauban, and several schemes of extensive and costly outworks have
been inyented to remedy the defects and improve the bastion system.

To counterbalance such defects as may be inherent to a simple enceinte in
the description of fortification here suggested for strategetical purposes, are the
following advantages :

1. Economy.

2. The facility by which nature and art can be combined, without a con-
siderable outlay, to render the first subservient to art.

3. The avoidance of enfilade ; the giving a better command and defence to
“the capitals of the polygon.

4. The construction of the covert-way may be arbitrary, of any form or
breadth to tacilitate sorties.™

1 1f the grouud is fuvourable, and sloping towards the enccinte, it may be cut as at Ceuta, in
fleches, with a cover of ubout 4°6 parnpet, In palisading the covert-way, some of the bays, if the
palisades are constructed of posts and rails, may be formed as proposed by the late Major
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5. The enceinte cannot be surprised. -
6. Finally, the fortress is to be considered an accessory, and not a principal,
and to depend upon an army in the field.

V. OBSFRVATIONS UPON PERMANENT INTRENCHED CAMPS.

Intrenched camps'? may be considered stratcgetical fortresses of less strength,
and infinitely less expense ; but the former are destined for armies with limited
resources, whilst the fortresses would necessarily be the entrepdt for strate-
getical operations.

With refercnce to intrenched camps, as proposed by Vauban,'® in conjunction
with fortificd places, and adopted at Bayonne in 1814, (vide Jones’s * Sicges,’
and adverted to by Bousmard in the 3rd volume and 7th chapter of the fifth
book,) he dirccts the following to be observed in these cases.

* Qualités nécessaires aux situations des camps retranchés sous les places.

““1°. Que lair y soit bon, sain, et qu'’il y ait auprés de bonncs ccux a boire.

«2°. La situation supérieure ou du moins, égalc & tout ce qui 'environne.

“3° L’espace suffisant pour pouvoir contenir 2 'aisc toutes les troupes qu’on
y voudra mettrc ct celles méme qui pourraient y survenir de renfort.

* 4% Qu’il puisse étrc avantage de la difficulté des accés dans une grande
partie de son circuit. Ces difficultés pour lordinairc consistent en défilés,
chemins étroits, fossés, ravines, ruisseaux, rivieres, pays serrés et coupés de
bois, broussailles, marais, inondations, escarpements, pentes raides ct difliciles,
et généralement tout ce qui peut faire empéchement, rompre un ordre de
bataille, retarder unc marche, &c.

“5° Qu’on cn puisse appuyer la droite, ou la gauche, ou la derriére sur la
ville qu'on veut protéger, en sorte qu'elle en puisse covrir un des flancs ou
quelque autre partie considérable.

“6°. Que I’enncmi ne puisse se mettre entre deux.

“7°. Que les accds des attaques les plus marquées soient réduits, autant que
faire se pourra, & un front égal ou plus petit que Fun de ccux du camp. e

“8°. Que ce retranchement soit tellement disposé et couvert de parapets,

Lefebre, R.E., so that the upper part of the palisading between the posts ay full back on
the crest of the glacis by ‘rawing a bolt, the rails serving as steps up from the banquette.

12 [ntrenched camps for temporary purposes may be said to be in disuse.

13 Fide plan to article *Cnnp, Tntrenched,’ in the * Aide-Mdmoire to the Military Sciences.’
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traverses ct épaulements a preuve du canon, que les défenses n’en puissent étre
enfilées, ni les retranchements battus A rcvers.

“9°. Qu’on n’y souffre point d’ordures, mais que tout y soit propre et toujours
net, renouvelant souvent les latrines, et ayant bien soin de faire enterrer les
immondices ct bétes mortes loin du camp ct fort avant dans terre, et prendre
garde que les bouchers ne fassent pas leur tueric trop pres.

“10°. Qu’on puisse tirer des vivres de la place mémne, ou de quelque endroit
ou I’cnnemi ne les puisse dter. '

“11°. Bien assurer des marches et communications aux places voisines, afin
d’en pouvoir tirer les commodités nécessaires.

“12°, Que le camp soit trés-bien fortifié, non pas des retranchements
negligées qui couvrent 3 demi-corps, mais par de bons parapets élevés A trois
banquettes, épais de 9, 12, 15 4 18 pieds au sommet, selon qu’ils scront plus
ou moins cxposés ; environnés de bons fossés, fraises et palissades, et surtout
bicn flanqués, avee des batteries gabionnées, disposées de sorte qu’elles aient
toutes leurs vues et découvertes libres ct bien tourndes sur tous les environs,
spécialement sur les principales avenues.

“13% Que tous les abords soicnt parfaitement soumis aux vues et dé-
couvertes de canon, tout auassi loin que sa portée se pourra ¢tendre.”

Independent Permanent Intrenched Camps, an adoption of late, for strategetical
purposes, and to cover a line of country, or the approach to the metropolis,
occupying a position which an enemy can neither turn nor leave behind, will
require most of the qualifications considered requisite by Vauban, and quoted
above ; but the permancnt intrenched camp of modern times is not necessarily
in conjunction with a fortitied place.

The intrenched camp at Lintz, already explained in the Corps Papers, is one
of the most remarkable for its extent and novel description of defence, as
projected by the Archduke Maximilian. Without following so expensive a
system, it is proposed to suggest a description of work which will fulfil all that

@s dcsired to form a permanent intrenched camp, which would serve to protect
the frontiers of Canada, and, fixed in central positions, support the defensive
works on the bays and coasts of Great Britain and Ireland ; each camp suffi-
ciently extensive to contain from 15,000 to 25,000 men.

The project here offered consists in fixing a number of masonry réduits from
1200 to 1500 or 2000 yards apart, each capable of containing a garrison of
100 men and ten picees of ordnance, of which six may be on the summit, and
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four casemated ; and placing these réduits on the sides of a parallelogram or
circumference of an ellipse, of about two miles by one in extent, would be
capable of enclosing a larger force, from 15,000 to 25,000 men.'

Plate VII. explains the constructxon of the masonry réduits to form the per-
manent part of the camp.

The réduit may or may not have a ditch and counterscarp, with a draw-bridge
and couvre-porte, if necessary, according to the nature-of the position and
ground. These permanent works to be connected eventually by retrenchments,
abattis, escarpements, and inundations, as circumstances dictate. The expense
of the masonry réduit, it is conceived, will not exceed £10,000; the cost of
the -retrenchments and the camp itself must depend upon localities, and the
description of camp, whether the troops will be under canvass, hutted, or
temporary barracks.

It is presumed that an intrenched camp of this nature could not be fotced
or taken without heavy artillery, and the process of a siege; and as the object
of this description of fortification is only to gain time and concentrate the
resources of the country it is destined to cover, a siege operation and detention
of fifteen or sixteen days should accomplish all that can be expected ; for it is
not supposed that an intrenched camp can of itself protect a country, any more
than a strategetical or other description of fortress, without an army in the

field.

VI. OBSERVATIONS ON FIELD FORTRESSES, OR PLACES DU MOMENT, -

« Places du mo;zent qui pour &tre construites en terre, dans le courant d’une campagne, n’en
sont pas moins réellement des places de guerre.”—FEssai Général de Fomﬁcahon, livre v.

chap. ix.

The judicious emplacement and construction of places du moment must be
of interest in our Service, as there are so few fortified places in the British
dominions. Yet they have all the properties and consequences of fortresses,
of which they may be deemed those of the least value. But if we go back to the"
Peninsular War, subsequent to the publication of the ‘ Essai Général,’ we shall

14 Tt is not now usual to connect the intrenched camp, whether permanent or otherwise, with an
enclosure, but there should be intervals between the retrenchments for the movements of the troops,
and its great extent is a reason for its not being supported by an enceinte continue, for which the

army within must be the substitute.

VOL. 1X. C
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find that the place du moment, qr field fortress, was of great importance ; for ex-
ample, Saragossa, constructed by the Spaniards,—Burges and Salamanca, by the
French,—and Abrantes and Peniche, by the English. Bousmard considers
thesé works under the term of intrenched posts, executed with sufficient care to
prevent a coup-de-main, and to oblige an enemy to go through all the pre-
liminaries, and frequently the whole process, of a regular siege,—in reality,
fortresses. ) .

Works of this nature should only be undertaken when there is ample
time to exccute them with care and solidity, and when local circumstances
favour their construction. Among the latter advantages, an old town wall,'
large substantial buildings whose walls cannot be destroyed by field artillery, .
and which can be well secured by blindages,~—inundations, escarpments, and
abattis, scrve as excellent accessories in front, to be connected by substantial
redoubts, protected by blockhouses and fougasses.

To render this description of fortress of value, it must be well armed, with
at least 12-pounders and G-inch howitzers and mortars: light traversing
platforms should be placed in the salients, and ground platforms in the
flanks ; expense magazines provided for, with a sufficient supply of water,
provisions, and stores.

Places du moment ought to be of sufficient cxtent to require at lcast 1800
men, or they become mere field-posts; they arc applicable to defensive and
offensive operations, wherc it is obvious what site to choose and what im-
portance it is desirablc to give to the works in relation to the object,
the number of troops, and provisionment to spare. Regular fortresses are
constructed at a vast expcnse, and the position not always applicable to
the circumstances of the moment.

Burgos,'® situated on the right bank of the river Arlanzon, and at the
junction of the roads to Reynosa, Valladolid, and Madrid, was fortified and
converted into a ficld fortress by order of Napolcon in 1807, and improved
in subsequent years. ~ The site taken up was merely rising ground in rear of
the town, with a chiteau on one extremity of the knoll and a church at the

12 «(c sont ces places du moment, si je peux m’exprimes aussi, qui ont soutenu les siéges les
plug vigourcux, c'est qu'un commandant gui fait réparer unc mauvais enceinte imaginer les obstacles,
les faire mutre, les avancer, pour ainsi dire sur les pas de Passiégeant.” — Guibert, Essai Général de
Tecti ne, second part, chap, xvi.

¥ Vide Belmus' Sicges; and for a Plan of Burgos scc the Corps Papers.
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other, about 300 feet above the level of the river. The summit was
intrenched by three enclosures : the first, or inner line, comprising the castle ;
the outer one taking the form of the hill, with such flank defences as could
be formed; and the second or middle line nearly parallel with the outer,
having the church fortified for its support. On the north-east front, on a
connecting ridge, was placed a horn-work 550 yards in advance: this ad-
vanced work and the inner line were revetted; the other works were of
earth palisaded, but the sides of the hill were in some places scmrped pre-
cipitously, and partially revetted.

This field fortress, or place du moment, was armed with twenty pieces of dif-
ferent calibres, of which three were 16-pounders. The garrison consisted of 2000
men, but the accommodation for them was very limited ; just sufficicnt bomb-
proof for the ammunition and sick and wounded, and the supplies were very
bad:""Yet, with many essential defects, it stood a siege of thirty-three days
without being taken ; having served as a rallying point to the French army of
the north, after the battle of Salamanca; and during the Peninsular War,
from 1807 to 1813, it was one of the principal posts of communication, entrepdt,
and support with France, and served cvery purpose of a fortress of the third
class. *

Saragossa, a city containing 50,000 inhabitants, imperfcctly surrounded by
a brick wall only thirteen feet high, served as a fortress of the first class to the
Spaniards, although, in fact, a place du moment ; and when the Fgench entered
Spain in 1807, Saragossa was little better than an open town, (see Plan VI.
annexed to this Paper.) But, taking advantage of the numcrous public and
religious buildings of massive structure, situated at the extremity and outskirts
of the town, which were loopholed and blinded, and the judicious emplacement
of batteries, and connecting these by intrenchments, this place stood two
sieges ; the first with success, and the second an attack of eight weeks, against
an army of 50,000 men, (see Belmas’ Sleges), and if the Spaniards had had
an army in the field, whlch the protracted defence ought to have given an
opportunity to organize (and which is essential to insure the advantages and
utility of field fortresses), the consequences of the second siege would probably

have been different.
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VIl. THE APPLICATION OF FORTRESSES, INTRENCHED CAMPS, AND PLACES DU
MOMENT, TO THE DEFENCE OF THE METROPOLIS, IN CONNECTION WITH THE
RAILROADS LEADING TO THE SOUTHERN COAST OF GREAT BRITAIN,

“ Les ressources défensives des nations ne sont pas aujourd’hui w mystére pour personne.’” 17

The following suggestions are not offered with any idea of their being realized,
but to draw the attention of the corps to fortifications of a large and extensive
nature ; as the time may not be distant when a vast expenditure will be incurred
upon works of defence, instead of those termed by the French ouvrages
défensifs usités chez les Anglais.'®

On the application of works of defence for the security of the metropolis, it
is not proposed to consider the probability or impracticability of effecting a
debarkation with a large army upon the southern shores of England, which
must be contingent on winds and weather, however powerful our maritime
force may be; but merely to take the possibility as a proposition for a system
of defence.

Being a question purely hypothetical, it is assumed that a forcign force of
about 30,000 men had landed and intrenchc¢d themselves until reinforced, and
when this force sufficiently accumulated, they would advance on London,
which is three days’ march for the light cavalry to reach the suburbs; and it
is likewise assumed that this would not be attempted with less than 100,000
men. As it is not possible that works of defence of any value could be executed
between the debarkation of thc enemy and its entry into London, a period
of about ten days,—and, as it has been before observed, the intermediate
country offers no ebstacle to his advance, but every facility, by the excellent
roads,—it is proposed to inagine a system of defence capable of meeting such
a contingency, and resisting successfully the approach of this hostile force
from the southern coast betwcen Dover and Portsmouth, calculating that
there is a disposable military force spread in the United Kingdoms.

The position which it is conceived would form an advantageous line for
defensive and offensive operations to ¢over London, to be fortified in several
points with field and permanent works, extends from Woolwich to Windsor,
about 30 miles, parallel with the southern coast. The line of operations to the
coast will be on an isosceles triangle, of which London Bridge may be con-

7 < Egsai sur la Fortification moderne,” par M. le Capitaine Emile Maurice. 18 Ibid.
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sidered the apex, and the sides 70 miles; gnd at the extremities of the base,
along the coast, are the fortresses of Dover and Portsmouth, distant from each
other 90 miles,

The advance of an enemy, therefore, (London being the objective point,)
would be stopped by the proposed defensive position, having the garrisons of
Dover and Portsmouth hanging on their rear.

The points to be fortified on the line proposed are,—

1. Woolwich, permanently.

2. Near Croydon, a permanent intrenched camp.

3. Kingston, converted into a strategetical fortress.

4. Wingdsor, into a place du moment.

5. Several intermediate points, intrenched, between Woolwich and
Windsor.

I. Woolwich might be converted into a fortress of the first class, with
a hexagon of the largest scale, constructed on Shooter’s Hill, as a citadel
to be connected with the Thames on one side by a range of defences on the
west, enclosing the village of Charlton, and by the ravine and enclosure
of Cholmondley House to the Marshes, and another range of works east by
Plumistead Common and Marshes, so as to effectually enclose the Dock-
yard on one side and the Arsenal on the other. These fortifications would
require 15,000 men to defend them, and would probably cost £1,500,000.
Woolwich would be thus a vast dépdt, téte-de-pont, and support to the
defcnsive position, whercas at present the immense stores, dockyard, arsenal
and military buildings, are entirely without protection.

2. The intrenched camp, which it is conceived might be constructed near
Croydon at the junction of the railroads running south and south-east of
London, the works formed upon the principle suggested in Section V. of this
Paper, having the masonry réduits built (as the fortress of Woolwich would
be) probably in time of peace, and the ground purchased and taken and marked
for the camp. As it would be inconvenient to place the troops under canvass,
and advantageous to have the means of assembling an army on the breaking out
of a war, barracks of a light construction may be built, similar to the tem-
porary buildings erected during the last war, but even less expensive:'? this

19 This construction might be of framed-work of timber of light scantling on a low masonry
foundation, brick-nogged and weather-boarded outside. - I found this description of building in
Newfoundland weather-tight, and sufficiently warm : in this climate, asphalte floors would suffice for
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permanent intrenched camp for 25,000 men of all arms, enclosed by retrench-
ments suited to the nature of the ground, which the troops could throw up ina
few wecks, having the masonry réduit for support, and the barracks for their
accommodation, already executed. Such a camp of itself, it is conceived,
would be an impediment to the advance on London ; the first expenses of the
buildings being about £ 400,000.

3. But with the strategetical fortress which it is proposed to construct at
Kingston on the Thames, for 15,000 men, the advance of an enemy would be
scarcely practicable between this post and Woolwich, covering the south of the
capital. Kingston fortified, in the first instance, upon the principle suggested
in Scction IV., & cheval on the Thames, and further retrenclied, .when neces-
sary, with advanced works which may be advantageously thrown up, enclosing
the environs of the town, would be converted into a fortress of the first im-
portance, the probable cost of which would be £1,000,000.

4. As the linc between Woolwich and Kingston may be turned on its right,
it has been proposed to continue the defensive position to Windsor, and to
fortify the environs of the Royal residence at the last moment, and to con-
vert Windsor, including Eton and Datchet, into a field fortress for 15,000
men: the country affords great resources for works of that character, the
forests serving for abattis, the Jow ground for inundations, and the castle as
a point of support.

5. In the event of the southern coast being threatcned, there are scveral
intermediate points which should be fortified between Woolwich and Windsor,
such as Southend, between the former and Croydon, in front of Wimbledon,
and all the bridges between Kingston and Windsor.

The position thus described to cover London, which may be turncd by a
flank movement, could be extended to Marlow and High Wycombe by placing
au intrenched camp at the latter, and fortifying the bridges over the Thames to
the former inclusive.

It is conceived that no invading force would makc London the objective
point, except between Yarmouth and the Thames on the cast, and that river and

temporary barracks; the roof covered with tiles, slates, or zinc; no ccilings or plastering of any
kind, but the tiles or slates to be rendered inside ; the chimneys, doors, and windows, and fitments,
common to all barracks. Ior bedsteads T would propose the half-billet trestles now used in Ireland
for half-billet stations ; they stand about 8.inches off the ground, are clean and handy, easily obtained,
and of trifling expense.—~G.G.L.
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Portsmouth on the south; and all attempts north and west of those points
would be solely for predatory purposes, assuming that an enemy would take into
consideration the difficulties which occur of carrying on offensive operations any
distance from the point of embarkation, with the common vicissitudes of a fifteen
hours’ voyage instead of three or four.

CONCLUSION.

The following conclusions may be drawn in considering the fortified position '
or frontier on a small scale to cover London, all bearing on its defence.

First, the command it gives to all the railroads * to the south and western
coasts, which may be brought to onc uniform guage, and connected with the
proposed fortified ‘posts of Woolwich, Croydon, Kingston, and Windsor, by
direct and lateral branches; cach fortress having an establishment of locomotives
and carriages for the conveyance of the disposable forces.

Secondly, the application of the electric telegraph in connection with a
central point of the position with those on the coast, so that in a few minutes
notice would be given for the movement of the troops on the approach of
an enemy.

Tlardly, the absolute command which the position gives to the disposable
forces which form the garrisons of the fortified posts, to dispute a debarkation
and advance, which would be conveyed in two hours to any part of the southern
coast, lcaving the scdentary force, composed of the militia and volunteers, to

protect the posts.
Finally,” the fortificd line serves as a point of retreat and support, and the

2 The rapid progress in the improvement of locomotive carriages renders suggestions for the
construction of carriages for the transport of troops difficult, if not superfluous: it is conceived,
however, that the principle of Bianconi’s cars, used in Ireland, would serve for infantry; those for
cavalry and artillery require consideration ; and it might be better, perhaps, except for supplies, to
station that force in central points not far from the coast. These Bianconi cars, in which the
men sit back to back, the centre part serving for the packs and provisions, could be constructed to
carry thirty men on cach ; and twenty-five carriages would take the effective foree of a regiment, moved
by one cngine,—the whole costing about £ 3000. Twenty of these cquipments would take 30,000
infuntry to the coast in two hours, supposing that there was an establishment of locomnotives at
Wool“;ich, the intrenched eamp at Crovdon, Kingston, and Windsor.

2l Resuming to a purt of the 4rst section of this Paper, quoted from Guibert, so applicable to the
subjects here offered to the corps as worthy of observation, and perhaps not an unprofitable study,

he obscrves—
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I1.— Account of the Battle of Meeance,! with a Plan. By Major CiarLEs
WabbiNGToN, Commanding Engineer, Scinde and Beloochistan.

On the afternocon of the 16th February, 1843, after a fatiguing march of
twenty-one miles from Ialla, the British force, about 3000 strong, under
Major-General Sir C. J. Napicr, K.C.B., encamped near the village of Mut-
tara, seventeen miles north of Hydrabad.?

Muttira lics within a mile or two of the Indus, and Major Outram, who had
been ineffectually negotiating with the Scinde Ameers, now landed here from
the Planet steamer, accompanied by his escort, the light company of H. M.
22nd regiment.* He confirmed the report already received by the General at
Halla, of his having been attacked on the preceding morning at Hydrabad. It
appeared that the Residency (which lies on the left bank of the Indus, three
miles south-west of the city) had been surrounded by a large body of cavalry
and infantry, headed by one of the Ameers, Meer Shahdad Khan. A gallant
defence had been made by his escort. during four hours, when, ammunition
failing, they had been compelled to retreat to the river. Here they were
received on board the two steamers, Planet and Satellite, which conveyed them
to Muttara, as above stated.

Major Outram brought with him the intelligence that the Beloochees had
assembled in great force, and posted themselves in the shikargahs* which
intervene between Muttira and Hydrabad. It was thought that by setting tire

I Meciince is the name of the distiict between the Indus und Foolailee rivers.

2 This force was about 3000 strong, comprising 1100 cavalry and 12 field-picces, viz.:—
9th Regiment Bengal Light Cavalry,—detachment of Poona lrregular Horse,—Scinde Irregular
Horse,—Bombay Cumel Battery, 9-pounders,—Bombay Horse and Mule do., G-pounders,—
detachment of Madras Sappers,—Hecr Majesty’s 22nd Regiment of Foot,— 1st Grenadiers, Bombay
Native Infantry,—12th Bombay Native Infantry,—25th Bombay Native Infuntry.

3 Commanded by Captain Conway. '

4 The shikargahs are forests enclosed for the preservation of game.

VOL. IX.



26 THE BATTLE OF MEEANEE.

to these woods, the cnemy would-be driven to the plain, and a party of 200
Sipahees was cmbarked the same cvening with Major Outram and other officers,
on the two stcamers, to co-operate with the sailors in carrying this scheme into
cffect. The design, however, failed ; for though the woods were partially fired,
the scene of action on the 17th was too far distant to be affected by this stra-
tagem. The Beloochees, it was said, had shifted their ground during the night,
but it is more probable that we were mistaken as to the position of the shikar-
gahs which they occupicd. ;

At four o’clock on the following morning, 17th February, the troops again
marched, the Scinde Horse, under Captain Jacob, leading. They were followed
by the Sappers under Captain Henderson, with a working party of 100
Sipahees to prepare a passage for the guns. The numerous canals which
interscet this country had made the arrangements for crossing them a nightly
work of great labour, and much impeded the progress of our artillery. We
usually cut down the banks of the canals, throwing the earth into the centre;
but as camecls cannot pull up hill, it was necessary to make the ascents very
gentle.  On this morning, a delay of more than an hour occurred in forming
the road over two large canals not far from Muttara. Beyond these, however,
it was found that the Ameers had anticipated our labours, the roads being
alrcady preparcd for the passage of their own artillery.

A march of seven milcs brought the advanced guard to the Foolailee, which
is a small branch of the Indus, filled during the inundations of that river, but
at this time of the year dry.  Along its eastern bank the road continued for a
couple of miles, passing, in quick succession, several small villages interspersed
with groves of treces. Near the second of these, the silence of the march was
tirst broken by the sound of a distant cannon. Sir Charles instantly formed up
the infantry of his advanced guard behind a small canal, disposing the Scinde
Horse in the bed of the Foolailee, and unlimbering the two 9-pounders which
accompanied him. Shortly afterwards a squadron of the Scinde Horse was
dispatched across the Foolailee to skirt round a shikargah on the opposite
bank, while the remainder was sent to the front to rcconnoitre. It was soon
ascertained that the enemy was certainly in the latter direction, and the General
again moved on, till he arrived at a village where the road to Hydrabad leaves
the bank of the river.®

* These roads arc merely beaten tracks, and the bed of the river is as much used as any other.
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Close on the General’s right at this time- was the dry bed of the Foolailee,
having its course nearly south; and, as far as the sight could rcach in that
direction, its further bank was enclosed by a mud wall, which bounded a dense
shikargah. Directly to his front rose the last of the string of small villages
before mentioned (Zahir Bahirchy Ka Gote). Half a mile again beyond that,
another vast enclosed shikargah extended at a right angle from the ncar bank
of the Foolailee about a mile, and overlapped his left flank, though somewhat
receding from it.

Two squadrons of the Scinde Horse, under Captain Jacob and Lieutenant
Russell, meanwhile continued their advance, turning off obliquely to the left till
they found themselves within half a mile or less of the cnemy’s guns. Here
they drew“up in linc, and were afterwards joined by the squadron which had
been detached to examine the shikargah on the other bank of the Foolailee.
In this position the whole of this gallant corps remained, observing the enemy’s
movements and exposed to his fire, till the final advance of the British linc.

The General again méved forward for a thousand yards or so, along a beaten
track which appeared to lead round the left skirt of the shikargah in his front.
Here finding himself in sight of the enemy, and within long range of his artil-
lery, he decided on waiting for the main column of his force. This column was
far behind, as the guns had been much impeded in their progress by accidents
arising from the badness of the road.* The delay thus caused was$ considerable,
and gave time to examine attentively the enemy’s position. .'

Immediately in our front, the top of the shikargah wall was thickly studded
with matchlock men, more particularly at its eastern or receding end. Ex-
tending from this to the enemy’s right, was seen a dense mass of his infantry
surrounding two conspicuous flags, and supported by large bodies of horse in
its rear, while in front of it were posted numerous pieces of cannon. Some of
these, more advanced than the rest, had been firing on the Scinde Horse, and
now directed their shots,” though from a great distance, on the General and his
advanced guard. The right of the cnemy’s infantry rested on groves of trees
which concealed a village, and the whole of this chosen ground was occupied in
great strength.

§ The store carts of both batteries had had their pintle-eyes broken this morning, and a waggon
of the camel battery had been upsct.

7 These balls were of beaten iron, and weighed 5 or 61bs. each. The Ameers’ artillery was
undcr the dircction of an Englishman,
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Such was the formidable position taken up by our yet untried adversary, and
which the slow approach of the British column allowed ample time to observe
and discuss. It was generally thought that about 8000 infantry and 3000
cavalry were at this time visible from the General’s station, as yet distant
nearly a mile from the eventual scene of action. But the full strength of the
Beloochee was not manifest from this place of observation ; for it could neither .
be scen from thence that he held on his right a village strongly protected by
trees, and canals and walled enclosures, nor that along and belind the whole
of his line ran the bed of the Foolailee river, at right angles to its: former
course.

At length the arrival of the main column enabled the General to advance.
The same order of march was preserved, and, following the dircction of the
beaten road, which edged off to the left, the column was not halted till within
300 yards of the shikargah wall. This wall, as before mentioned, had been
studded with Beloochees, but was deserted on our approach after some distant
discharges of matchlocks ; and as it was eight feet high, without loopholes or
banquette, it afforded in fact no advantage of offence to the enemy, though it
screened him from our fire.

The head of the column, which arrived left in front, was directed on the first
distant tree standing to that flank, nearly at right angles with the road, and, as
soon as it had taken up sufficient ground, the column was again halted and
wheeled to the right into line. The whole of the guns under Major Lloyd,
four 9 and two 6-pounders, two 24 and two 12-pounder howitzers, with the
Sappers, were placed on the right of the infantry towards the shikargah. Be-
hind the right, the 9th Bengal Cavalry, 350 strong, was in reserve. The
Scinde Horse, about 500 sabres, were in the position which they had occupied
for the last hour, 300 yards in advance of the left of the infantry line. They
now formed column ncar the shallow grecn bed of a dry water-course, bordered
by scattered trees, and lcading directly forward to the village of Syud Sooltan
Shak Ki Wustee, or Katree,* which flanked the cnemy’s right.  From right to
left the order of the infantry regiments was a» follows:—first, 11. M. 22nd regi-
ment ; next, the 25th and 12th regiments Native Infantry; and last, the 1st
Grenadiers Native Infantry; mustering altogether, when joined by their details
from the advanced guard, 1350 bayoncts. The Poona Horse, under Captain

3 Kitrec is more properly the name of the district.
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Tait, with 200 of thc Grenadiers and two 6-pounders, had been left as a rear-
guard, and did not come into action.

Before the British line there now lay a narrow plain, dotted with low sandy
hillocks and camel bushes, and extending in front to the Foolailee, a distance of
1100 yards. Bounded on the east by the shallow green nullah, the trees and
the village before described, and beyond these by an impassable canal,? it was
shut in on the west by a continuation of the shikargah wall, which, taking an
abrupt turn from its north-east corner, ran thence for a distance of 600 yards
to the Foolailee, in a south by east direction. The front of this - contracted
spacc measurcd, in a straight line, only 700 yards from'the shikargah wall to
the village, and this was to be the field of battle. The enemy had selected it
with judgment, for while the abrupt banks of the Foolailee afforded him a
strong retrenchment, the British artillery and cavalry were greatly embarrassed
by want of room, as will appear in the scquel of this account.

As soon as our line had been carefully dressed, and skirmishers thrown out,
the guns were moved forward 200 yards, and our first firc (of round shot)
opened on the cnemy’s batteries a liitle before eleven o’clock. 1i. M. 22nd
formed up on the left of the artillery, and the remaining regiments were placed
in Cchellon to the rear at 20 paces distance. - OQur guns, being found too
distant to silence the enemy’s batterics, were again advanced about 250 yards ;
and the enemy’s fire, which, though briskly kept up, had not been very
destructive, now evidently slackened under the rapid and well-directed dis-
charges of the British artillery. At this time an opening was seen in the
shikargah wall closc to our right flank, and the grenadier company of the
29nd regiment, under Captain Tew, was detached to clear the wall. This was
done by entering the shikargah, the jungle for some distance from the wall
being thin and open. Captain Tew was almost immediately shot dead, and the
company otherwise suffered, but the skirt of the shikargah was cleared for the
time by these brave men.

A third halt was made at 300 yards from the Foolailee ; and while some of
the British cannon swept the outside of the shikargah wall with grape shot,
and others kept down the enemy’s fire, and at last silenced it, the infantry line,
still formed in close échellon of regiments, was dressed in preparation for its
final advance. ’

® This canal was dry, but the sides had been recently scarped, probably in the process of
cleaning it.
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The word to advance was given: H. M. 22nd, our only European regiment,
led the échellon, and as the bugles sounded, moved on in the most perfect
order. A galling fire from numerous matchlocks was received with firmness,
and in due time returned, though at first without much effect. Sheltered by
the steep bank of the Foolailee, the Beloochees rested their matchlocks and
took deliberate aim. In its turn the 25th regiment N. I. became engaged, and
then the 12th and Grenadiers. On this flank the enemy was even more
strongly posted than on our right, for the water-cuts and walls~of the village
protected him. His guns meanwhile had becn abandoned when the British
troops advanced, and werc most of them already in our possession. But as
the distance lessened, the more daring of the Beloochees, fresh and impatient
for the fight, put aside their matchlocks. With sword and shield in hand, they
rose from their hiding-places, and in more than one impetuous onset, shook
and forced back the British line. Twice or three times were the 12th N. .1
beaten back, and as often were they nobly rallicd by their officers. Brevet
Major Jackson of that regiment, dismounting from his horse, thus sacrificed
his life. Advancing to the front, followed by only two havildars, this lamented
officer, after a short combat, fell beneath the sabres of the enemy. The 1st
Grenadier regiment,' driven back with the 12th, fell into some confusion, and
appears to have taken but little share in the action. Major Teasdale, com-
manding the 205th, was killed while animating his Sipahces, who gave ground
in an alarming manner before their fierce opponents.'? Lieut.-Colonel Penne-
father, commanding H. M. 22nd, was shot through the body, and Major Poole
succeeded to that command. Even his stout Europeans could not keep their
ranks unmoved under the furious attacks of the Beloochees. Defending them-
selves more skilfully with' their bayonets than the Sipahees, they yet swerved
back from the sharp sabres of their desperatc foes, many of whom were excited
with bhang !* or opium. Licut. Mac Murdo, Assistant Quarter-Mastcr General,
his horse having been shot under him, killed a Belooch chief hand to hand,
and made prize of his gold-handled sword. Still our brave officers and soldiers

10 Commanded by Major Reid.

11 The 1st Grenadier regiment mystered less than 200 bayonets with its colours.

12 Captain Jackson, brother of Mujor Jackson, of the 12th, took command of the 25th on
Major Teasdale’s death.

13 Bhang is u decoction of hemp-sced.
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continued to fally* and now Sir Charles Napier, seeing the obstinacy of the
fight, and doubtful of its issue, pushed his horse through the ranks of H. M.
22nd, and waving his cap, cheered on that gallant regiment. In the same
manner, regardless himself of danger, he encouraged the 25th N. I. to advance.
At this time it was no doubt the General’s wish to drive the enemy from the
bed of the river by a vigorous charge, but this intention was not carried into
effcct. The hayonet was but little used except in defence, and it shortly
became evident that the fire of the matchlock and the glancing of the keen
sabre were less and less frequent, while the continued and destructive roll of
musketry, delivered from the edge nearly of the river bank, levelled every living
being before it." For upwards of an hour did this mortal struggle endure ; and
when at last the British linc descended into the rivcer, it was but over crowded
heaps of dead and dying. The pouches and cotton clothes of nearly all these
men had taken fire, probably from their lighted matches, and their scorched and
writhing bodies presented a shocking spectacle.  Many Beloochee corpses too
lay on the bank above, mingled with those of their cnemies, mute witnesses of
their desperate valour.  Quarter was not asked or given. The wounded were
shot or bayoneted by our exasperated soldiers, disdaining to yield, and striking
at our men to the last.

Meanwhile ncither artillery nor cavalry were idle, nor %as their aid unim-
portant in deciding the fate of the day. So contracted was the last position of
the guns, that only four of them could be brought into action.’ One of
Captain ITutt’s guns, with the assistance of the Sappers, who also broke down
part of the wall, was brought round to bear on the shikargah, and did great
execution there, while the remaining three swept the Foolailee to the right

W Killed.
Captain Mcade, 12th Native Infantry. Lieutenant Wood, do.

Wounded.
Major Wyllie, Assist. Adjutant-General. Ensign Bowden, H. M. 22nd.
Captain Conway, H. M. 22nd, Ensign Holbrow, 12th Native Infantry.
Lieut. Harding, do. Licut, Phayre, 25th N. L., Quarter-Master.
Ensign Penncfuther, do. Licut. Bourdillon, do.

15 The bed of the Foolailce is an excavation produced by the current of the river in an alluvial
soil, the bank here spoken of being simply the edge of this excavation. The elevated bank alluded
to in the official dispatch was confincd to a small portion of our front. Below the cdge of the bank
was a double step or lcdge, which was heaped with the bodies of the slain,

16 Captains Whittlic and Ilutt commanded the camel and horse batteries.
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and front with a continued deadly discharge of grape shot and spherical
case.

During the heat of the fight, orders were sent to the cavalry to force the
encmy’s right. The 9th Bengal Cavalry had been previously crossed in
support of the left of our linc, and formed immediately in rear of the lst
Grenadiers. By some misconception of an order, the men of the latter
regiment faced to the right about and retreated some distance before their
officers could rally them. The Beloochees showed themselves at'the same time
in numbers from the village enclosures and ravines. Lieut.-Colonel Pattle, of
‘the 9th Cavalry, second in command, had not yet rcceived the General’s order
to advance, but seeing the nccessity of checking the enemy’s movement, and
partly, as I am informed, on the urgent representation of Captain Tucker, he,
after some hesitation, permitted the cavalry to act. The moment certainly
appears to have been critical, when the 3rd squadron of the 9th Cavalry, led by
that gallant officer, advanced at a trot, passing between our infantry and the
village, and driving the cnemy into and along the bed of the Foolailee. A body
of Beloochees, drawn up in rear of the village, made a stout resistance, from
which this brave squadron suffercd severely. Captain Tucker received six
shots and fell,'” but Captain Bagett succceding him, completed the dispersion
of the enemy in tMis direction. The 3rd squadron was followed by the 2nd
under Captain Garrett, which supported Lieut.-Colonel Pattle in an attack on
the village, while the 1st, under Captain Wemyss, filing between the Grenadiers
and 12th Native Infantry, crossed the Foolailee, dispersing the enemy on the
opposite bank. Brevet Captain Cookson, the Adjutant, was at this time killed,
and three other officers were wounded.” Lieut.-Colonel Pattle, with a few
men of the 3rd squadron, had gallantly attacked the cnclosures of the village,
and being afterwards supported by the 2nd squadron, succeeded in partially
clearing them. It was the fire from these and the neighbouring canals and
gardens which caused the heavy loss of the 9th Cavalry. The Scinde Horse,
after an ineffectual attempt to get round the outside of the village, in which
they were stopped by a deep canal occupied by the enemy, also descended into
the river between our infantry and the village, and rode direct to the enemy’s
camp. The Ameers had already abandoned it and fled to Hydrabad, but many

17 It is gratifying to record that this gallant officer recovered from his wounds.
¥ Wounded.
Brevet Capt. Smith, 9th B. Cavalry. Lieut. Plowden, do. Ensign Frith, Q'.-Master, do.
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brave men were still found there who defended themselves obstinately, and
were not cut down without loss to their pursuers. Captain Jacob had his
horse killed under him, and deputed Lieutenant Fitzgerald to continue the
pursuit, which he did for some distance, till coming on a large body of horse
who had not been engaged, that officer was obliged to retire. The Scinde
Horse were about the same time recalled to defend our baggage, and a detach-
ment of the Bengal Cavalry held possession of the camp, which was afterwards
burnt and evacuated by order of the General.!?

‘When the British troops crossed the river, about half-past one .M., the battle
may be said to have ended, but firing did not altogether cease, and multitudes
of the enemy still hovered about; nor was it till our guns had been crossed
and opened both up the Foolailee and on the village and neighbouring enclosures,
that the insurgents gradually dispersed. The General formed his camp on the
field of battle, with the baggage in the centre of a hollow square, and the troops
slept on their arms.

Thus closed this eventful day. Seldom perhaps has the determined valour
of the Beloochees on that occasion been surpassed. The Europeans behaved
steadily and bravely, and were no doubt much inspired by Sir Charles’s
brilliant example. The Sipahces were sustained and rallied by their officers,
whose conduct was marked by a noble self-devotion. Without them, they
would hardly have recovered themselves as they did, after being more than
once driven back. The artillery and cavalry did their duty well, but their
actions were in a great degree paralyzed by the confined field to which they
were chiefly restricted. It must be admitted, however, that the advance of our
cavalry on the enemy’s right had probably an important effect in deciding
the battle.

Our loss in this engagement was severe, considering the small number of our
troops engaged : 62 killed and 194 wounded, of whom 19 were officers (6 killed
and 13 wounded).® The enemy left upwards of 400 dead in the bed of the
Foolailec, and there were probably as many more in different parts of the field

19 Thirty or forty thousand rupees were found in the camp. The Ameers were said to have

brought some lacs of rupees with them.
20 The number of horses killed on both sides was considerablc. The enemy’s cavalry was not

much engaged, but many of the Beloochees dismounted to fight, picketing their horses in the bed of
the river.
VOL. IX. E
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and the shikargah, killed by the artillery and cavalry. As quarter,® with a
few exceptions, was not given, it may be doubted whether the number of
wounded who escaped much exceeded the number of the killed. The state-
ments of the Beloochees make their loss much greater, but are probably
exaggerated. At the lowest computation, however, the loss of the Beloochees
must have been six times that of the British,~—a surprising disproportion when
we consider their advantage of position, and a plain proof of the superiority
gained by discipline, and especially by one of its results, a rapid and well-
sustained fire. '

The whole of the enemy’s guns, 15 in number, the standards, ammunition,
baggage, tents, and some treasure, fell into our hands, and the immediate
results of the battle were most important. On the two following mornings
six of the Ameers surrendered themselves prisoners, and shortly afterwards
Hydrabad * was taken possession of, and Lower Scinde declared a province of
the British empire. '

21 It must be noted that the Beloochees, not expecting quarter, defended themsclves to the last,
making it nearly impossible to spare them.

22 Hydrabad was not tuken posscssion of till the 21st, after Major Outram’s departurc. It
was said that therc were two millions sterling of public treasurc in the fort. If so, a great part of it
must have been removed during this delay. The prize-money found was about one-quarter of

that sum,
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II1.--Project of Defence. By Cuptain Bainsricee, R. E.

Havine been lately sent to Germany for the purpose of acquiring a knowledge
of the various new systems of fortification now adopted in the construction of
works for the protection of that country, 1 venture to lay before my brother
officers, for their consideration, a project of defence which I have sketched out,
prescrving a general accordance with the views of the German Engineers,
though materially differing from any existing works.

It does not involve a large expenditure: it is capable of adaptation to the .
strengthening of existing bastioncd or other works, and is based upon the
maxim, that, since fortifications are not capable of benefiting the Statc in time
of pcace, like other great military works, such as roads, harbours, &c., and all
available mecans must be dirccted on the approach of war to organize such an
overpowering moveable force, as to be able to strike with cffect at the vital
points of the enemy, rather than to the construction of mere passive defences,
therefore it is necessary to adopt that system of fortification which will give
sccurity to the dockyards, arsenals, &c., at the least possible expense, and with
the least possible reduction of the moveable force ; for an army when combined
in the field can generally produce a far more decisive cffect than when scattered
in fortresses : at the same time, the works of defence should be arranged so as
to enclose space enough to secure these dépdts from bombardment, and to
cover large bodies of troops which may be temporarily incapable of taking
the field. ‘

To enable small garrisons to defend such extensive positions, they must be
posted in strong works, placed, in general, between the salient points, provided
with secure bomb-proofs for men and guns, adapted for an independent defence,
and armed with powerful artillery, capable of being easily moved to the most
advantageous positions for flanking the intervals between the works. In
accordance with these principles, the accompanying Plan of a redoubt has been
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left for the mines ; or the wall between the piers may be entirely omitted, the
earth being left at its natural slope.

The height of the caponitres is such as to obstruct an enemy in breaching
works at the rear along the line of the flank ditches, and being themselves very
secure against breaching batteries, it would require mining to destroy them :
the small casemates over them cover two guns each, commanding their
capitals ; they act as traverses or bonnets to the flanks, and the earth which
covers them is formed into a parapet for marksmen to command the
enemy’s saps.

"The hollow traverses over the magazines in the flanks can also contain two
pieces, so that all the approaches arc commanded by casemated guns.

The casemates of the envclope afford sufficient cover to its garrison, but are
all secn into from the kecp, so as to give no cover to an enemy.

The kecp is secured against assault by flanking loopholes, without requiring
the aid of caponitres for the defence of the front or rear, but the flanks or
wings are defended by galleries in the gorge counterscarp, and by any works
which may be situated in the rear: there is only onc cntrance into this work,
and it is quitc independent of its envelope (with which, however, its garrison
might communicate by the large embrasures in front): over the entrance is an
aperture in the arch for raising guns, &c., to the platform, which is covered by
a casemate above, in which a gun may be placed ; and the earth which covers
it is formed into a parapet for musketry, so as to act as a cavalier : the mortar
casemates have large embrasures, which may be partly or cntirely closed by
logs fitting into grooves at the sides, and any portion which may be breached
can be easily cut off by retrenchments formed of timber, &c.: the embrasures
should have gratings on hinges, and shutters for musketry defence.

The keep may be raised so as to obtuin a direct fire on the glacis from the
upper ticr of casemates, if there is not space in front for an enemy to establish
batteries capable of overpowering and breaching it when so uncovered.

If the ditches can be flooded, the counterscarp wall and the lower floors of
the caponiéres may be omitted ; with a depth of 6 feet in the main ditch, that
round the keep will be still dry. As the construction of the keep is simple
and cheap, and its form is well adapted for a barrack or store even during
peace, the cost of buildings required for those purposes in the fortress must be
considered to be thus in part saved.
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PROPOSED TOWER.

To occupy confined sites, for the defence of passes or harbours, or as keeps to
batteries and redoubts, Napoleon ordered that square towers should be adopted,
as described in vol. iii. of the Royal Engineer Professional Papers, but the
machicoulis defences of these works (consisting only in a small gallery at each
side, covered by a wall merely 9 inches thick, resting on corbels) are evidently
exposed to be quickly destroyed even by field artillery; and it is therefore
proposed to substitute for them a parapet wall, 3 feet thick, resting on arches
abutting on piers at the angles, as shown in Plan 1V.; an interval of 4 inches
between this and the main wall below it would form a long machicoulis loop-
hole, and an enemy would be obliged to bring up heavy guns to destroy it,
thus causing as much delay as can be expected from a tower. With such a
weak machicoulis defence as that of the Napoleon Tower, a glacis appears to be
superfluous, as the protection of the lower story against battering guns would
be of little avail.

The arch of the proposed tower forms the cheapest possible bomb-proof
covering, but one of iron or wood may generally be sufficient: its” walls,
although far less expensive, arc ‘of course not so strong as those of the
Martello or Maximilian Towers, but it is better calculated than they are to
resist an assault, as they have no machicoulis defence except over the door.

Its embrasures are so placed, that on every side two casemate guns and one
howitzer on the platform can be brought to bear, besides the traversing gun in
the centre of the latter: iron shutters and gratings may be provided for the
embrasures, to adapt them for musketry defence and prevent surprise; the
door also is placed on the level of the platform for greater security, but may be
below, if more convenient access is required. By using hammocks, 50 men
may be accommodated in it: a cellar may be excavated underncath, in which

powder, provisions, and water may be placed.
P. J. BainsriGee,

Cologne, April 2nd, 1845. Licut. Royal Engineers.



IV.—Draw-Bridges at Bermuda.

Few officers of Engineers can have looked at the ordinary draw-bridges of
fortifications without remarking that little change has been made in their con-
struction during a period in which every other application of machinery has
undergone very great improvement. The rolling bridge designed for Fort Re-
gent, in Jersey,'! by Mr. John Le Sueur, foreman of works at that station, and
since adopted in two or three other places, and a suspension bridge invented
by Colonel Blanshard, and applied at Bermuda, of which the defences were
chiefly designed by him, appear to be the only exceptions to this remark : the
draw-bridges generally seen are nearly the same as those used in feudal castles
several centuries back. '

To make the Corps acquainted with all the recent constructions would prove
in this case, as in every other, an important step towards improvement ; and
the detailed drawings which have been forwarded to the Inspectors-General of
Fortifications by Colonel Barry, the Commanding Engineer at Bermuda, render
it easy to circulate the particulars of those which have been completed in the
several new works at that station. Within the last five or six years, thirteen
draw-bridges have been crected there, three of which are rolling bridges, and
two on the suspension principle alluded to above. The others are of the usual
construction, the principal differences between them being in the application of
their counterpoises. '

The following Table embraces the information transmitted from Bermuda,
respecting the breadth of opening, the weight of the draw-bridge, the nature of

the counterpoise, and the power and time required to remove the bridge in
each case.

! Described in the fourth volume of these Papers,



To remove

the Bridge.
Width of
No.| Nature of Bridge. Weight. Counterpoise. | Opening. |Men. [Time. Remarks.
ths. Ft. In. Min.
The power is applied to
handles on the outer edges of
An ordinary Two weights two wheels, 4 ft. in diameter,
1 | lifting platform, glatf:;rm St 2;21 moving over 9 0 4| 2 |and on the same axis as the
10 ft. in width. | OUPterpoise . pulleys. barrels, 5 inches in diameter,
round which the chains of
the bridge wind.
The power applied by blocks
and tackle, one endbeing fixed
Platform . . 2744 to arch of gateway, the other
2| Do. Do. Counterpoise . 672 Do. Do. 110 0] 6 | 1 | the end of the platform.
The time cannot include that
necessary for fixing the tackle.
Do., but only
31 3t in width, | [atform . 224 None. 7 412}
411 Do, 9 ft.in | Platform . . 1288 [Weights relieved g olali The power applied as in
5 width. Counterpoise . 448 | in succession, No. 1.
Do., 3 ft. 9 in.
6 in width. Platform . . 280 None. 810 4 | %
A falling plat- A :
7 |form, 7 fi. wide. | (About) . . 1400 | Contimuation of | 1y g { 5|
(See D'late IX.) ‘ep orm.
: A force of 21bs. and a pe-
riod of 3 seconds are stated to
. be sufficient to trip the bridge,
Do., 5 ft. in but it is not supposed the
8 width. (About) - 1200 Do. 9 01— |75 [latter can include the time
required to draw the bolts
which are necessary with this
construction.
Rolling, 9 ft.
9| Gin. in width. 4400 Do. 120211
10| Do., 3 ft. 6in.
10 } o SR 6 1850 Do. 12 3|33
. Pitch pine timber 900
Suspension Sord P
. .o ' | Iron 395 tore-|  The opening is equal to the
12 (s‘it ff;h‘:e‘d;(-) — | (Nome. 142 0 2 fsore|ligeh of the ditch. The time
: Total . 1295 bridge.| required to restore the bridge
depends upon the depth to
which it is lowered. The time
Wood 382 required to remove the bridge
. t . is.not given.
13 Do., 2 ft. 6 in. | Iron 232 None. 2 0] 2|—
wide. _—
Total . . 614

VOL. IX.




42 DRAW-DRIDGES AT BERMUDA.

The following numbers, obtained by multiplying together the weight of the
platform and the width of the opening, and dividing the product by the number
of men required, and by the number of minutes during which they must be
employed, afford a relative measure of the mechanical advantage of the arrange-
ments of each of the first six bridges, so far as the raising of their platforms is
concerned. '

1 2809
2 4573
3 . . . . . . . . 9858
4and5 . . . . . . . . . 20608
6 2473

Of these six bridges, the counterpoises applied to the fourth and fifth alone
appear to require further notice. The advantage which these two bridges
seem to possess over the. other four with lifting platforms may be attributed to
the peculiar arrangement of their counterpoises, which permits them to be made
much heavier, and more nearly equal to the platform, without inconvenience.

The counterpoises of these bridges are composed of a succession of cylindrical
leaden  weights, of 7 or 8 1bs. each, formed into a chain by iron side-pieces
connected by iron pins passing through the weights, as shown in the Plate.
One end of this chain of weights is attached to the chain by which the bridge is
raised ; the other to a pin fixed in the well in which the cfnterpoise works,
and on a level with the under side of the lowest weight wher the bridge is
down. As the bridge is raised, and the angle by which the chain acts upon it
becomes less acute, and a less power consequently is required to balance it, the
weights in succession become suspended from the above-mentioned pin, and
cease to act as parts of the counterpoise. In the fifth volume of the Profes-
sional Papers a similar counterpoise has been mentioned by Lieutenant Galton,
R.E., in his Paper on Draw-bridges, as the invention of M. de Poncelet.

If it be supposed that the two suspending chains arc fastened to the extremity
of the platform as they generally are, and that each is attached to a counter-
poise, the whole weight of each counterpoisc to balance the bridge should be
about one-third of the weight of the platform.

When the platform is at its lowest position, the whole of both counterpoises
will be required to balance it; when at its highest, no counterpoise should be
required, if the axis be in the middle of the thickness of the bridge: the length
of each chain of weights, therefore, should be equal to the length of the chord
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of the arc through which the end of the bridge (or other part to which the sus-
pending chains are attached) moves.

And since in every position of the bridge, the triangle, which in a side eleva-
tion would be formed by the upper line of the platform, the face of the gateway
(if upright), and the suspending chain, represents the forces in action,—and the
two last-named sides represent respectively the half weight of the platform and
the weight of the counterpoise required, the former of which is constant,—it is
evident that the counterpoise ought to diminish as the bridge rises, in the same
proportion as the chord of the arc, or length of the suspending chain; and
this must be the case if all the links of the counterpoises are equal to each
other.

In the bridges at Bermuda the last conditions have been observed, the
counterpoises are composed of equal weights throughout, and the length of each
counterpoise is equal to the chord of the arc through which the end of the
bridge is raised. But the whole weight of the counterpoise is not more than
half of that which would be required to balance thé platform when horizontal,
and it is possible that this is a good arrangement ; for since some men must be
employed to work the bridge, it may be advantageous to leave a part of the
weight to be overcome by their exertion when raising it, and to act in their
favour when lowering it. And as a general rule, perhaps, with this view of the
subject, the couriferpoise might be less than the weight necessary to balance the
bridge by the estimated power of two meri, first diminished by the proportion
requisite to overcome the friction of the machinery, and then reduced from the
point at which they act to the point where the counterpoise is applied; but it
must be remembered, that if perfectly balanced, the intermediate machinery
required to give a mechanical advantage to the men employed might be dis-
pensed with. :

The advantage of the counterpoise just described does not merely consist in
enabling a bridge to be more rapidly raised : since the platform is balanced in
the same proportion in all positions, it is more generally manageable, and can
be lowered without difficulty; whereas the “invariable counterpoises of Nos. 1
and 2 must oppose a resistance to the lowering of a bridge ; and for this reason,
when the bridge is heavy, it may be considered impossible to apply an eflicient
counterpoise of that description.

There are some advantages attending the principle on which the seventh and
eighth bridges are constructed ; the withdrawal of the bolts insures the fall of
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the platform, and there are no chains exposed to injury. The two parts of the
platform, also moving through similar arcs, balance each other in an equal
degree in all positions, if the axis be properly placed. The balts, however, are
exposed to a severe strain, and if bent by it, may become difficult to draw. It
is evidently inapplicable to a wide opening. The plans of No. 7 include the
details of the cast iron-work employed for the standing part, which may be
useful. . .

The detailed description of the rolling bridge at Fort Regent, which has been
given in the fourth volume of the Professional Papers, renders a very brief
notice of the bridges numbered 9, 10, and 11, in the foregoing Table, sufficient.
Neither of these leaves, when removed, so wide an opening by nearly 5 feet as
that at Jersey; and Nos. 10 and 11 are only foot-bridges. No. 9 presents the
following difference in detail from that at Fort Regent : instead of being worked
by a pinion on the windlass axle, acting on a toothed bar along the centre of the
under side of the platform, it is worked by two chains, one on each side, each
of which, being fixed to the masonry under the bridge, near the front of the
opening in the escarp, and passing thence round a sheave attached to the inner
extremity of the platform, makes one turn round the windlass, from thence
passes round a sheave near the outer extremity of the platform, and, finally, is
fastened at another point in the masonry beneath the bridge, and within the
opening through the escarp. The mechanical advantage thus given to the men
working the bridge is that occasioned by the difference between the diameter of
the windlass wheel and the diameter of its barrel, and by a moveable pulley in
whichsoever direction they are moving it.

In comparing these bridges with those compared together above, only half
the weight of the platform must be considered to be moved, as rather more than
half is merely counterpoise. The numbers representing their relative me-

chanical advantages will be,—

For No. 9 . . AN . . . . . 13200,
For Nos. 10 and 11 . . .. . . . 11339,

which numbers appear to show that the mechanical advantages of the arrange-
ments of these bridges are less than those of Nos. 4 and 5, although they are
completely counterpoised, which the latter are not.

With rolling bridges, as they have been constructed, the principal resistance
to be overcome is the friction on the axles of the rollers, being a certain propor-
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tion of the weight of the bridge: in other bridges, with lifting, or falling plat-
forms having perfect counterpoises, the principal resistance to motion is the
friction on the axle of the bridge, or on the axles of the levers or pulleys by
which the weight is borne, which will generally be a similar proportion of the
weight of the bridge. The resistance produced by this friction is diminished as
the diameters of the rollers of the former, or of the pulleys of the latter, are in-
creased, within, of course, such limits that the weight of these rollers or pulleys
may not create an additional friction equal to the diminution effected by their
increased diameters. The rollers used at Fort Regent and at Bermuda appear
to be much too small; and when it is considered that an unloaded railway car-
riage truck is heavier than the largest of the Bermudian rolling bridges, and
that one man can easily move such a truck on a level railway through a greater
space than 12 feet in a minute, it cannot be doubted that the present arrange-
ments of our rolling bridges are imperfect, nor that they might be applied on a
larger scale than they have hitherto been, without requiring any assistance from
windlasses or pulleys. It may also be observed, that when employed with fixed
trucks, as at present, on so large a scale that some mechanical advantage must
be given to the men, their power might be so applied as to produce motion in
that pair of wheels, or trucks, on which the chief weight of the bridge is sup-
ported, and without the addition of either a racked bar or a chain. And
further, that it appears very probable this description of bridge may enable the
friction on the axles of levers, or pulleys, to be entirely avoided, instead of
being merely transferred to trucks; since the trucks might be attached to a
frame working independently between the bridge and the floor of the passage
or gateway into which the bridge runs. .

Nos. 12 and 13, the two suspension bridges, alone remain to be noticed.
Their conception and design are due to Colonel Blanshard, and it is believed
that they are the only examples of the application of the principles of sus-
pension bridges to draw-bridges. .

In No. 12, the bridge is carried by four iron chains, tvo on each side; of
the two chains on the same side, one is 2 ft. 8 in. immediately above the other;
each of the two upper chains is securely fastened to the ground about 12 feet
beyond the counterscarp, and after passing over a pillar at a height of about two
feet, and at a distance of one foot from the edge of the counterscarp, crosses
the ditch, of which the width is 42 feet, passes over a 6-inch sheave on the side
of the opening through the escarp at the same level as the top of the pillar
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beyond the counterscarp, and thence round a windlass beneath the roadway,
about 23 feet in rear of the face of the escarp. The drop of the chain, when
the platform of the bridge is horizontal, is 3 feet.

The lower chain on each side is securely fastened to a hook in the face of the
counterscarp, and after crossing the ditch, passes over a sheave similar, and
similarly fixed, to that for the upper chain, but 2 ft. 8 in. below it, and round a
similar windlass, similarly placed below the road-way, but 3 feet nearer to the
escarp. 'The drop of this chain when the platform is horizontal is also 3 feet.
The distance between the two pairs of chains, or the width of the road-way,
is 3 ft. 6 in.

From the chains are pendent twelve suspending-pieces, six on each side,
dividing equally the interval between the escarp and counterscarp ; these vary
in length to suit the several intervals between the lower chain and the platform,
but the distance between the two points of connection with the two chains is
2 ft. 8 in. in each bar. It may be seen from the Plate that the chains pass
through the bars. '

The lower ends of each pair of opposite suspending rods pass through a
horizontal cross-piece of pitch pine, 4 feet long, and 3 in. by 4 in. in section.
Each pair of opposite suspending-pieces form with their cross-piece a stirrup to
carry the platform.

The platform is composed of three rows of pitch pine joists, 3 in. by 4 in.,
covered with 14-inch pitch pine planks. The joists of the two outside rows
overlap each other by about a foot, and each two that are thus in contact are
connected together by a 2-inch iron pin passing through iron eyes on the upper
surface of the joists. Of two joists in contact, that which is nearest lies within
that which is furthest from the counterscarp, so that these outer joists present
an arrangement similar to that of the side-pieces of several lengths of scaling
ladders when put together, or to that which Colonel Blanshard has adopted for
the cleats to the chasses of his pontoon bridge. One of the two eyes, fixed on
each outer joist for the connecting pins to pass through, being close to that
end which 1s next to the counterscarp, and both these eyes being on the upper
surface, the overlapping part of the joist which extends beyond the pin moves
away from the planking when the bridge collapses in lowering. The three
joists next the counterscarp are connected with it by hinges on their under
side. One plank in each bay, that which is above the meetings of the joists
and the cross-piece supporting them, is not nailed to the joists, but secured by
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hinges on its upper side to the plank next it towards the counterscarp, and
being bevelled on the other edge, the planking presents no impediment to the
bending of the bridge as it is lowered. That bay of the platform which is next
to the escarp is not permanently connected with the remainder, but is a trap
similar to those of the foot-bridges, Nos. 3 and 6. The drawings do not show
the mode of connecting this lifting bay with the part dependent on the chains
when the bridge is raised and in use, but the necessity for their secure con-
nection is obvious, and an arrangement for the purpose may be easily conceived.

As there is no counterpoise, the bridge must fall on the windlasses being
released ; and as it falls the several suspending-pieces retain nearly their vertical
position, the chains by which each is connected with either the escarp, or
counterscarp, or adjacent suspending-piece, being nearly equal and parallel;
but the cross-pieces slip along the under side of $he platform towards the coun-
terscarp, their several distances from the hinges by which the platform is
attached to the counterscarp, and on which it turns, being diminished as they
fall: this motion is greatest with the two centre suspending-pieces, and would
amount with them to nearly 3 feet if completely lowered. When the bridge is
raised, each suspending-piece, being acted upon by two chains, is brought to its
proper position under the joists, and from the arrangement of the latter there
is no danger of any catch or impediment.

Without the aid of any counterpoise, this bridge can be raised by two men in
four minutes, the weight of the platform being 1295 1bs., and the width of the
opening 42 feet. Adopting these figures, the number by which its mechanical
efficiency, in comparison with the other bridges, may be expressed, is 6798.
But the weight returned evidently does not include the weight of the chains,
168 feet of which ought to be included, as the four lengths across the ditch are
not merely lifting chains, but the supports of the bridge. Assuming the weight
with the chains to be 1900 1bs., the comparative number will be 9975.

No. 13 being adapted only for an opening of 20 feet, has only one joint in the
suspended pait of the platform, besides that connecting it with the counterscarp,
and only one chain on each side is employed : the suspending-pieces are con-
nected with iron instead of wooden cross-pieces, which do not slide along the
under side of the platform.

It appears reasonable to suppose that the suggestion of the principle of sus-
pension, of which the first application is here described, may produce much
improvement in draw-bridges. The advantages attending the above con-
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struction pfé, the r opémﬂg afforded, and the abolition of the obstruction

'cause'd: bx e S&Ildlhg part. It is nnpossible for an enemy to prevent the re-
moval of the bridge ; and promled four our- “chains ai-e employed it does not appear
to be much more Tigblé to such i mjury as would refider it unserviceable until a
tedious repair had been gpmpleted than other draw-bridges.

.The example before u?:g"most probably deﬁclent‘m stlﬂ*‘ness, and there does
not appear to be any suﬂiclent reason for the frequenf subdivision of the plat-
form, by ‘which its extreme ﬂexlblhty is produce&v The first joint next the
counterscarp might be cqual in length to the helght of the bridge above the
bottom of the ditch ; and it is not difficult to" conceive that an arrangement
might be adopted by which the whole bridge should be composed of two leaves,
one to lie against the escarp, the other against the counterscarp when lowered.
The greatest defect of suspenslon bridges is their flexibility, for it is quite im-
possible to calculate with certamty on thg proper proportions for parts exposed
to much vibration while heavily loaded, atd it is nccessary therefore to do
every thing that can be done to give them stability. For the narrow openings
of the ditches of fortifications, it need not be difficult to obtain considerable sta-
bility: the platform may be composed of two well-braced leaves, as mentioned
above, and, when the bridge is required as an ordinary communication, thcir
junction may be stiffened by two side-pieces, and the whole strengthened by a
second course of planking laid longitudinally: the suspending-pieces of the lcaf
next the counterscarp may be fastened to the chains, as in the present example,
and those of the leaf next the escarp jointed to the sides of that leaf, the chains
being allowed to run through them. A counterpoise, bearing a considerable
proportion to the tension of the chain when the bndge is raised, might be em-
ployed to facilitate the raising, and relieve the strain upon the windlasses, their
pivots and stops, which, with the arrangement described above, must be very
great when the bridge is loaded; and to accommodate the action of the counter-
poise to the position of the bridge, it might'be formed as a roller running on a
curve, of which the inclination, when the bridge is down, should be just suffi-
cient to cause the weight of the counterpoise to balance its friction and the
extra length of the chains, proba‘{)ly about 5°; and when the bridge is up, the
countegpoise should hang freely, exerting its whole weight.

The whole weight of the moveable part of such a bridge, 60 feet'in length
and 10 feet in width, need not be very; great: there does not appear to be any
thing unreasonable in anticipating its construction.
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It would be necessary, in arranging its proportions, to provide for an equally
distributed weight of about 40 tons, or 10 tons on each chain. The chains
could generally be raised to a height of 6 or 7 feet above the covered-way with-
out exposure ; one on each side could be carried to the under side of the plat-
form, and the vertical interval between those on the same side, to reduce the
chance of their being both injured by one shot as much as possible, need not
exceed 1ft. 6 in.: the drop, or deflection of each chain, then may be 6 feet, or
one-tenth of the span, and each chain would require to be proved to a tension
of 134 tons. The chains then should be made of good‘ 1-inch iron, or it would
be preferable to adopt 33-inch iron rope, :

The weight of 247 feet of which (allowing for the four ropes) would be  1hs.
. about 680
22 suspension rods, ll on each sxde. made of *-mch round fron . . 120
11 wrought iron cross-pieces, upper flange 2 inches by 0°6 inch; lower

ditto 2 inches by 0°6; middle ribs 3'3 inches by 0°6, or total depth of

4} inches iron . . 1650
660 running feet pitch pine Jomts. 2 mches by 5 mches . . . } 5950
and 600 superficial feet do., 1}-inch planking . . . . )
Total weight .. . . . . N . . 8400 1be.

or a little less than 33 tons, for which two weights of 24 tons each would be a
complete counterpoise.

VOL. IX.



V.—Description of Wrought Iron Roofs erected over two Building Slips in the
Royal Dockyard at Pembroke, South Wales. By Capt. WiLLiams, R. E.

Taz covering of building slips in our Royal Dockyards with permanent roofs
is of comparatively recent practice.

At Venice,' roofs to both docks and slips have been used from time im-
memorial: the French, Swedes, and Dutch also adopted them many years
ago, but it was not until the British public had undergone almost a panic, from
the alarming prevalence, towards the latter part of the last protracted war, of
dry-rot in the fleets, that their value and importance were appreciated. The
first permanent slip roof was erected in Plymouth Dockyard in 1814, since
which they have become universal in the Royal Dockyards, although still
unknown in private ship-building establishments.

It is a'rule, that ships shall remain at least two years in frame under these
roofs, before they are finally planked in and completed; so that should the
timbers have been imperfectly seasoned before they are put together, they have
still the important benefit of protection from weather, with perfect freedom of
ventilatiop, during that period. It is obvious, that ships built under such circum-
stances must be infinitely superior to those which throughout their construction
have been more or less exposed to be soaked swelled, shrunk, or rifted at
every change of ‘season ; amf that -the’ economy, a8 well as efficiency, of the
Naval Service is promoted by the work of the shxpwnghts being never in-
terrupted or suspended by the weather. Lo

The earlier roofs were of the ordmary shed-like form externally : they were
much enlarged and improved upon by the late Sir Robert Seppmgs ; and our

! In a work pnblmhed in 1821 by Mr. John Knowles, called  An Inqun'y into the Means which
have been taken'to presem ' the British Nnvy. it is stated that in the year 1790 there were
22 sifips of the line uider r(:?ofs at this port, some of which had been in that situation 59 years.
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dockyards now present stupendous sheds constructed on his plan, displaying
an ingenious system of trussing, and a handsome and imposing form.

Plate XI. is a section of one of these roofs; it is erected over No. 3
slip (calculated for a first-rate) in Pembroke Dockyard ; its span is 100 feet,
and extreme width from eave to eave 160 feet: the entire area of ground
covered is 291° 3” X 160’ 0”. It has twenty-four standards, 11’ 9” apart from
centre to centre, in each of the two parallel rows, and eight at the hipped end ;
and the height from the ground line at the two fore standards to the apex is
60’ 7”. It is covered with zinc, and was erected in 1841 at a cost of £ 7500.

Hitherto the slip roofs have been all made of timber, with coverings of sheet
iron, sheet copper, zinc, slates, tarred paper, or canvass: creditable achieve-
ments in carpentry, but presenting masses of inflammable material which
prudence suggests the expediency of replacing, as opportunity offers, by con-
structions free from so fatal an objection.

The roofs over the adjoining slips, Nos. 8 and 9, in Pembroke yard being
totally decayed, Captain Brandreth, R.E., Director-General of Works to the
Admiralty, recommended that they should be replaced by iron ones.

A considerable degree of enterprise and mechanical skill was required to
carry out with reasonable economy this sound measure; for no iron roof
hitherto constructed equalled what was now called for, either in magnitude or
difficulty of combination, to meet the conditions peculiar to slip roofs.

Several designs were proposed ; but that of Messrs. Fox, Henderson, and
Co., of the London Iron Works, Birmingham, having met with approval, they
entered into a contract to put up the two roofs for the sum of £15,480, taking
the responsibility of stability upon themselves: they were commenced in
September, 1844, under the immediate superintendence of their Resident
Engineer, Mr. J. Hughes.

The slips over which they are erected are each 262 feetdong, and 58 feet
wide: they are not exactly parallel to each other, their central longitudinal
lines diverging nearly 3 feet & their upper end. Their side-wall copings have
a fall of 10 feet in their whole length.

The ingenious application of bar and angle iron throughout the entire frame-
work, combining the leading obligations of lightness and strength, is a peculiar
feature in the construction of these roofs: no bar exceeds 4” X 4", yet by the
judicious combination of materials of such slight dimensions, all the strength
required to resist the immense strains to which roofs of such magnitude are
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exposed in a place subject to most violent gales, has been most successfully
obtained.

Plates XII. XIII. and XIV. exhibit their form and principle; but a brief
account of the order pursued in their erection, and of the mode of-conuecting
the principal parts, may not be deemed superfluous; and as the two roofs
are exactly alike, except as regards their angles on plan, a description of one
will apply to both.

The parallel part of the roof is supported by two rows, 80 7§” apast, of cast
iron standards, twenty-one in each row; and the polygonal part by six more,
making forty-eight in all : their central distances in the rows are 12’ 6§”; but
in the ends, these are determined by dividing the semi-circumference of a circle,
whose radius is half the span of the roof, into nine parts. In order, however,
to obtain two wide road-ways to the slips, one standard next to each fore
standard is omitted ; and the spaces are arched over by two massive cast iron
girders, each weighing 7 tons, and carrying at their crowns, which are made to
fall in the line of circumference, a semi-standard, on the top of which a hip
rafter abuts, by which means the regular division of the polygonal roof into
nine similar triangular parcels is not disturbed.

All the whole standards are of an equal length, 42’ 8”, and of the double
flanche form ; they are 1 inch thick, weighing about 3 tons each: figs. 13,
Plate XV., show their form and section, and their positions are shown in Plate
XII.: those marked a, @, a, a, having each to sustain an extra 3} tons, were
strengthened below the heavy girders by two additional cast iron pilasters,
14 inch thick, inserted between the flanches, and bolted to the web.

For the support of every standard, a rubble masonry pier, 6 feet square,
was carried up from the natural rock, to within 9’ 6” of the ground line; on
this a shaft is built, at the bottom of which a step-stone of granite, 4 feet
square, and 2 feewthick, is firmly bedded : the toe of the standard is received
into a mortise 6 inches deep, cut in the granite, and is therefore 8 feet below
the ground line ; the shafts are terminated by grénite copings, 2 feet thick, set
in cement, and firmly embracing the.standards..

. The heads of the standards are connected hy cast iron girders, (fig. 9, Plate
XV.,) weighing about 6 cwt., secured at either end by two 1-inch double screw-
bolts passing through the web of the standard and the corresponding end of
the adjoining girder, and thus forming a continuous tie from end to end of the
roof. . At the polygonal end these girders aré somewhat longer, and their



I

WROUGHT IRON ROOFS AT PRMBROEE. 53
»

ends are bevelled to meet the obliqué position of the atandards they .abut
upon.

The side and overhnngmg roofs (b, ¢, R, and ¢, ¢, R,) comsist of two
assemblages of struts and ties, put together on the ground in two separate
parts, previously to being fixed to the standards: Plates XIV. XV. show their
position and details. The principal feature of these is the main strut or gib,
the form of which is suited to resist very powerful thrusts and strains : each of
its two sides consists of two bars of angle iron, 4” X }”, wrought into the
bowed figure represented in fig. 11, Plate XV., and fastened together with red-
hot rivets ; their ends embrace, and are bolted to the tenons of a cast iron shoe
and head, (figs. 10 and 12, Plate XV.) The distance-pieces are of cast iron,
secured by their side plates to the angle iron, by red-hot rivets: the weights of
the head and shoe are respectively 148 Is. and 202 1bs.; of the largest distance-
pieces 111 1bs.; and of the entire strut about 1 ton.

The tie-bar (B), Plate XIV., connecting the head of the gib with that of the
standard, forms the rafter of the side roof, and consists of two flitches, each
4" x §”, with cast iron distance-pieces 1 foot apart, (see fig. 8, Pl. XIV.) The
forked struts (N N, figs. 12) are of 24” X 4" iron, with cast distance-pieces ;
their upper ends are received between‘and bolted to the flitches of the rafter;
the lower ends are secured to cast iron shoes (fig. 5), which are bolted to the
flanche of the gib. A forked tie-rod of 1” iron, bolted at top to the rafter near
the head of the standard, and below to the flanche of the gib, completes this
assemblage.

The eave or overhanging roof consists of a truss (ce T, Pl. XIV.) suspended
from the head of the standard, and maintained at its proper angle of projection
by the forked strut (L, fig. 6, Plate XV.); a cast iron box (fig. 4, Plate XIV.),
havmg two bolt-holes (a a), is attached at R, to the standard, by two T-headed
bolts with nuts, which pass through the box and the flanche of the standard :
each pair of flitches at the open end of the struts embraces and is bolted to
the T-head (b, fig. 4). The“closed end is received along with the foot of the
strut (K) and tie (I) into a boss or shoe (T), cast in two pieces, and is
fastened to it by a central screw-bolt: the shoe is shown in figs. 3,
Plate XIV.: the feet of the struts (M M) are also received into the same shoe,
and are bolted to it at bb: the opposite ends of I, K, MM are bolted
between the flitches of the rafter, which is of the same construction as the

rafter B. §
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In order to render the point (T) quite immoveable, it is further attached to
the standard by a tie-rod (U) of 1-inch iron.

A truss of 92' 4” span extends from head to head of opposite and cor-
responding main struts or gibs: the tie-bar consists of two flitches without
distance-pieces ; those of the outward portions (D, Plate XIV.) are of 4" X 4"
iron, and of the central portion (E) 4" X £ iron ; their ends at S overlap, and,
as well as those of the ties F and G, are secured by the central bolt of the boss
or shoe (8), which, like that at T, is cast in two pieces. The struts at 0o,
abutting on the shoe, are secured by bolts at b, fig. 2: their heads are bolted
between the flitches of the rafters.

Figs. 13 show the details of the king-head: a socket is cast on it, into the
lower part of which the head of the king-rod is received, and secured by a
colter ; the upper part of the socket is occupied by a bolt similarly secured :
this bolt passes through the joint plate of the ridge-piece, and, having a nut at
top, fastens it firmly down on the roof.

The flitchgs of the two rafters clasp the longer arms of the casting, and are
bolted to it; those of the ridge purlin are similarly attached to the short
arms (b b).

The foot of the king-rod is secured to the tie-bar by a casting (fig. 10), bolted
between the flitches ; the tie-rod passes through it, and is adjusted in its length
by a nut underneath.

The purlins are not all of similar construction ; those at ¢ and b, Pl. XIV.,
consist of angle ron trussed (fig. 8, Plate XV.); those at i, &, I, m, ¢, w, o,
Pl XIV., of flat bars trussed (fig. 7, Pl. XV.); and those at e, Pl. XIV., of
flat bars, 3” X ", not trussed : they all have cast iron distance-pieces riveted
to them by: red-hot rivets, and perforated to receive the bolts by which the cor-
rugated iron covering is fastened down. The extremities of the purlins are
bolted to cast iron shoes (fig. 5, Pl. XV.), which again are bolted to the rafters,
the same bolt also securing the diagonal ties which spread an iron net over the
entire roof (see Plate XIIL.): these ties cohsist of flat bars on edge, of 24" X "
iron, and are adjustible in their lengths by a gib and key in the centre of
each.

A continuous tie (F, G, H, Plate XIV.) connects the ridge with the head of
the standard, by one truss as it were, having a king-rod at b: at V one of the
distance-pieces of the main strutbecomes dcrou head (A, fig. 11, Plate XV.),
which the bar passes through.
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The rafters of the polygonal end.of the roof radiate from a cast iron crown-
piece or king-head (fig. 2, Plate XV..), bolted at a to the ridge purlin; a notch,
cut;.on their under sidexfits;on to the, projection b, and they are kept from
rising by two circular straps bolted down through the bolt-holes shown in she
figure: these rafters, as well as the purlins and.struts, differ somewhat in
scantling and length with the corresponding parts of the parallel roof, but the
construction is similar.

The heads of the standards of the polygon have the additional security of a
continuous tie of 2-inch wrought round iron, bolted to them immediately above
the arched girders, which latter, being of cast.iron, might be inadequate to
resist oblique strains, and the pressure of the massive girders over the road-
ways : these ponderous masses of iron, being too large and of an inconvenient
form to cast in one piece, were divided into two, meeting at the crown of the
arch, where they are secured by powerful joggles: in plan they are salient at
the centre, in order to bring the semi-standard they carry there into the line of
the circumference of the polygon.

The corrugated iron of which the covering of the roof is composed is No. 17,
Birmingham wire guage, weighing about 2} Ibs. to the foot; the sheets are
2’ 23" wide, containing six corrugations: their usual length is 7 feet, but they
are cut to suit what may be reqiired; they are laid with a top lap of 44",
riveted with two rows, 24" apart, of 3" X 4" rivets, 43" from each other, and
with a side lap of 1}”, fastened by one row of rivets 84" asunder. They are
secured to the purlins by §” bolts, which pass through the distance-pieces, and
are tightened by nuts on the under side.

The ridge of the ordinary roof, and the joints of the panels of the hips, bave
cast iron ridge-pieces or copings, " thick, which are bolted to the principals :
the sides or curtains of these copings are scolloped to fit the corrugations of the
covering iron: the castings are in lengths of about 6} feet, screwed to each
other through flanches on the under side.

The exterior gutters (fig. 1, Plate XV.) are supported by triangular cast iron
brackets, bolted to the extremities of the rafters at a: the knob at b, projecting
a little under the lower edge of the rafter, prevents the weight of the gutter,
which is 13" thick, from turning on a as a pivot. An ornamental facia plate is
bolted to the exterior face.

The interior gutter is common to both roofs, and is carried by wrought iron
girths, bolted to the extremities of the rafters of the interior side roofs.
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There are 123 sky-lights, 5° 3" X 5 0", fixed in the roof : the frames are of
cast iron, and are bolted to the corrugated covering, in which openings were
cut to receive them.

The simplicity of the means applied in the erection of these roofs is not
the least interesting consideration connected with them. The slips which they
cover were the workshops, temporary lean-to sheds being made with a few
sheets of corrugated iron, supported by light spars, under the protection of
which all the fire-work was carried on with three or four portable forges, spaces
being reserved for stowage of the numerous small castings, rivets, bolts; &c.
In so complicated and novel a work, it was not to be expected that the cxtreme
niceties required in the adjustinents of the various parts could be overcome
without much fitting on the spot. The slips therefore became a scene of active
operations, without in the slightest degree interfering with the works of the
shipwrights in the adjoining slips.

A bricf notice of the order followed, and of the skilful mcans adopted, in the
erection of thesc roofs, will complete this Paper.

The fixing of the standards was the first opcration. To hoist these, a com-
mon spar, about 59 feet long, and 1 foot square (having a cross-piece at its
head, to which a 10-inch triple block was made fast), was stepped into a
wooden shoe, 5% feet long, 8 inches thick, and 2 feet broad ; four or five guy-
ropes being attached, it became a derrick : with the assistance of blocks and
tackle applied at the base, and with any convenient purchase at hand, three
men hauling on the rope, and one man pushing behind with a handspike, were
sufficient to move it from point to point, rollers being previously placed under
it, and a couple of planks laid down for them to run upon. A 10-inch double
block, with a shackle, was suspended with proper tackle to the block at the
head : the standard was attached to the shackle by a chain, and the rope (which
after passing twice through both blocks is brought down to a 9-inch snatch
block, made fast to the foot of the derrick,) being led to a double-purchase
crab capstan, worked by five men, the standard was lifted up, and let down
into its berth without difliculty. At the commencement of the operations but
three standards could be fixed in one day; but experience gave the workmen so
much skill, that nine were finally fixed in the sane period.

These simple derricks, of which five only were used; an occasional stage,
consisting of a few planks supported by portions of the roof itself; a trestle,
made by connecting a few bars of angle iron ; three or four common ladders ;
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a wooden seat, on which a workman was hoisted by a rope and pulley, and
three crab capstans, constituted the principal machinery employed in putting
all the parts of the roofs together.

The levels of the standard pits had been regulated with as much nicety as
masons’ work is susceptible of : it was, however, found necessary to make some
adjustments to bring the standards into an exact plane, by interposing small
plates of iron of the required thicknesses between them and’the granite step-
stones.? The standards were then plumbed; and small blocks of wood being
bolted to them at about two-thirds of their height, each was shored up, and
kept in its true position by four planks. The arched girders connecting their
heads were then bolted to them.

The overhanging roof, previously put together on the ground, was then
hoisted and bolted to the outer side of the standard ; then followed the side
roof, attached below by its shoe to the opposite side of the standard by four
bolts passing through slots into the flanches: the heel of the shoe derives
further support from a small projecting step cast on the standard.

Similar operations are carried on at the opposite corresponding standards,
until five or six pairs have been thus far completed, when they are connected
and steadied by the application, first of the upper and lower purlins, and after-
wards by that of the intermediate ones.

They are then ready to receive the crowning truss, which, strengthened by a
plank or two, to prevent its buckling with its own weight while in‘the false
position of suspension, is hoisted into its berth. This required a derrick 70 feet
high, and there being no spars long enough, additional length was obtained by
bolting a plank on two opposite sides of the upper end of the spar, connected
above that by iron cross-pieces or bolts: this was the longest derrick required.

The lighter portions of framing were hoisted by a derrick made with a
common scaffold pole; while still smaller pieces, and occasionally even the
workmen, were rajsed -by a simple rope and pulley, fixed as convenience
required to any of the framing already in position. The activity and courage

2 This was attended with some inconvenience and loss of time, and in future cases<t should
recommend that the standard pits should,not be carried up beyond the granite step-stone until the
standards have been?e‘;ac‘tﬁd This course was intended to have been pursued, but was over-ruled
by the Dockyard authoritics, on account of the inconvenience that would arise from the ground being
left open, with materials lymg about. during the mtervil bétween building the slips and the erection
of the roofs. .

VOL. IX. H
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of the workmen were the subject of general admiration; a ladder, or a single
plank, or more generally the naked framing itself, supporting them at their
aérial tasks, which were not discontinued excepting in very severe weather.

The remaing purlms and the windsties being fixed, the corrugated iron,
previously riveted together %n pxeces of four or more sheets, was applied.
The turther riveting of these together was, of course, done on the roof, by
men working in pairs, one man outsidé, the other with'a dolly underneath
the holes were also punched from the top, and the holts inserted through the
covering and purlin distance-pieccs, the man beneath screwing all firmly
together Uy the nuts.  All the rivets and bolts are applied at the ridges of the
corrugations, by which means the wet is effectually excluded.

The openings for the sky-hghts were “cut out with chisels: this process was
adopted with a view to greater accuracy of position than could have bcen
obtancd by fixing the lights in the corrugated 1ron before it was put up.

A very ncat and evep architectural effect is given to the roofs by the cast
iron capitals and base they arc made in two pieces, and are bolted to the
standards. i

ITaving, 1 believe, noticed the most remarkable features in the construction
and crection of these magniticent roofs, I shall only add, that the judgment
and ingenuity displayed mn working out the details through the various
comphications entailed by their being on an inclined plane, reflect the highest
credit on the well-known talents of Messrs. Fox, Henderson, and Co., which
have been most ably seconded by the science and ready resource of Mr. J
Hughes, who aucccssfully overcame the many difficulties inseparable from the

carrying out of so novel ang extensive an undertaking.

PLL .Y
. M WiLLiams, |
Pembroke Doc'ﬁyard, 25th f“nne, 1845 ° Captain, Royal Enginecrs
2 S g “ +
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A conTiAGY mm M“M it BeptefflleF; 1645, with the wds'
Commissioners of -the Admmlty byf Messrs. Baker ‘and Sén, of Lambeth, for
the erection of two ciit and Wronght l’r&ﬁ‘ 0bfi’ {85 d¢lineated in Plates XVI.

and ‘XVIL.) over two first-cldss; ; ding. sl!pputdlus Dockyard, their
erection was.begun in the early’part;of th lhéﬂ_edmg Deceniljer.; and it
is proposed, in describing.the sei the . Pifites;. to ithos " their
‘execution from the eom_' lendér "eht, thion ) Aparions Biccessive. stages, to
completion. .. . iR s g

The castings, havmg begn pregnred elsewhere. ﬂém brought round ik vessels
to the wharf immediately 4 jommg the altu gand'in the space between the pro-
posed lines of standards o{tﬁq W0 roofs,’a tiinber scaffold hiaving been erected,
with sufficient projection béyond the sea wall:to carry a travelling. crane over
the hold of the ship alongside; they were hoisted out, and’camed at once to
convenient positions on the work. -

The excavation for thé standard plts h;ﬁng béen made, concrete formed of
seven measures of clean ballast to one of hme, ‘wiis thrown in, formmg a bed
3’ 0” in depth for a Roache Portland stép-stdne, 40" x4 0” X 2 0” thick.
The standard (weighing about 3 tons) was then, hoisted into place, and stepped
6 inches into the stone, concrete being again: thrown in to form a mass around
it, 8 0" X 7' 0" X 4"3” deep. Upon this a’ hdghrof 2’ 0" of brick-work in
cement was brought up to receive a gramte curb, 13" deep and 2’ 0" w:de, all
around the base of the standard at.the gr.qund line. . - .

Six standards to each roof, three on- eld; mde, 84’ 6” from centre to centre,
.measured transversely, and 30 0" from" ‘entre to centre, measured in the
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length, (see figs. 1 and 2, Plate XVI.,) having been thus fixed, the moveable
scaffold (figs. 3 and 4), for which the whole of the timber framing had been
previously prepared, was then put together, the iron standards. being used
as temporary stays during its erection. It was constructed in four heights,
the first stage being at about 25’ 0” from the ground line, and the second, third,
and fourth at 40" 0”, 50’ 0”, and 60’ 0", respectively. A -baulk of timber was
laid longitudinally on each side, upon which the sill of the scaffold was set, and
from thence the structure framed as shown in the drawings. The posts, rails,
and struts were all firmly bolted and braced together, and the whole securely
tied by longitudinal and transverse chain-ties. The overhanging platforms to
the first and second stages were supported by struts from below, 5” X 4”, and
slung by chains from the main rails above, having a projection for the first of
12’ 0”, and for the second of 8 0” from the main post.

The upper part of the scaffold being complete, the whole was lifted to a
height sufficient to admit of the cast iron frames and wheels (g, @, a, fig. 4)
being got under and fixed to the sill, three on each side; and wrought iron
trams being then laid upon the longitudinal baulks, the wedges were knocked
away, and the scaffold lowered into its position, to be drawn along from bay to
bay, through the whole length of the roof, as the progress of the work rendered
necessary. .

One ‘month having been expended in landing the materials, erecting the
scaffolds, and making the necessary general preparations, the construction of
the roofs proceeded at the rate of one bay of both roofs per week.

Each half of the main truss of the roof is formed in three distinct divisions,
F, G, and H, fig. 10, Plate XVII.

1st. The casting (F), composing the upper standard, half the spandril, and
the upper part of the overhang, having (as is the case throughout) wrought T
iron ribs riveted by #-inch rivets to its upper and lower flanges (fig. 11), is
hoisted into place, halved over and secured to the cap of the main standard
below by three 1}-inch and four 14-inch bolts, heads, and nuts.

The longitudinal girder at the springing (from standard to standard, fig. 18),
the centre post upon it, and the cast purlin at its head, are then immediately
fixed, diagonal ties 2" x 4" bracing the whole.

2nd. The upper half spandril (G) is next added, and is bolted to the lower
casting, already fixed, by -inch bolts, the wrought T irons being, as hefore
described, already riveted upon it.. These ribs break joint past the junction of
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the castings and the “coupling-pieces connecting the whole, which latter are 14
inches long x 5} x § inches, riveted with six $-inch rivets,

8rd. These operations being simultaneous on both sides, the next step is to
key the whole by the addition of the crown-piece, composed of two castings
(H) bolted together on the centre line by f-inch bolts, the wrought iron
coupling-pieces being again added. The junction between the spandril and
crown-pieces is formed entirely of wrought iron, for the sake of imparting a
certain amount of elasticity to this point, whither any action in the centre and
higher portions of the roof would resolve itself, if, as ought to be the case, the
standards and- the castings attached to them remain rigid and unyielding.
Here the lings of the flanges of the two abutting castings are carried through
in two pieces: of wrought iron, 53" x §”, welded together and tapered ; forming
in the centre the mitred intersection of the flanges of the spandril and crown-
pieces, (see fig. 16.) In this welding the section of iron (fig. 17) is 7" x 1}"
exclusive of the T ribs above and below it. The butt joints of the wrought
and cast iron are joggled orfilled in solid with wrought iron spandril or wedge-
pieces, breaking the-joints and making good the interstice formed by the
tapering of the wrought:iron mitring before described. The whole five thick-
nesses are riveted through with four #-inch rivets, extending above, below,
and between the two butts of the adjoining castings.

The tie from standard to standard being now perfected, the first overhanging
casting (I) is fixed to the outside of the upper standard, and to the main truss
of the roof, by a cast filling-piece (K). To these are bolted the eaves casting
(L), to carry the gutter, the wrought T irons and coupling-pieces being added
as before ; thus completing the upper rib from ridge to eaves, as the lower had
before been perfetted from standard to standard. ’

Two principals having been thus erected, the next step is to fix the trussed
purlins (fig. 1, Plate XVII). They are formed of §-inch rolled angle iron,
4 inches deep, and turned up 2 inches to receive the corrugated iron covering,
(making its greatest depth 5 inches,) trussed by cast iron struts and wrought
iron tiesbars, 14" x 4", secured at the bearings by §-inch bolts (fig. 2), which
also fasten them in cast iron =f traps (D). These traps, when the whole is
hoisted into place, are in their turn bolted by $-inch bolts to the upper L of
the main rib, fig. 3. These and the trussed ridge (figs. 12 and 13), which is
similar in construetion but stronger in detail, having been fixed, the sheets of
galvanized corrugated iron are laid on and riveted to them by $-inch button-
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headed and galvanized rivets and washers, one to every corrugation in the
width, and 8 inches apart down the length of the sheets. The corrugated iron
used is of No. 18 guage, averaging in weight, inclusive of rivets, washers, &c.,
about 232 ibs. per square.

A question having arisen as to the strength of the purlins constructed
according to the foregoing description, and their capability to bear the weights
and pressures to which they might be subjected, an experiment was instituted
by order and under the instruction of Captain Sir Wm. Denison, R.E., F.R.S.,
the late Director of Works in this Dockyard, and the following were the
measures taken and the results elicited. *

Two purlins having been bolted to two stout logs of timber (laid transversely
and notched down upon two others), in manner precisely similar to that in
which they would have been fixed to the principals of the roof, a sheet of iron
turned up at its edges was riveted to the upper faces of them, as the corrugated
iron would have been in actual practice. A batten was then laid over the
upper face of each purlin and against the turned-up edge of the iron plate,
which prevented it from slipping ; and upon these battens was laid the boarding
upon which the weights were to be placed.

In order to measure the deflection, four battens were fixed across the purlins
at the points where the struts of the truss supported it, and the measurements
were taken from the under side of these battens to fixed points below them,
on the application of every twenty pigs of ballast, except towards the end
of the experiment, when the increasing load was reduced to ten pigs at
a time. o
Each pig of ballast weighed on an average 114 bs., one hundred and sixty
having been wcighed to obtain the mean. These pigs were distributed as
equally as possible over the whole surface supported by the two purlins,
short struts being placed against the two sides, to prevent any lateral
motion.

The details of the experiment, showing the weight applied and the deflection
at the several points occasioned by it, are shown in the following Table. The
battens were placed at A, B, C, D (fig. 19, Plate XVIL.), equal loads having
been placed between the corresponding distances.
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_E Deﬂoot’:::t :It Eli:(:"l’olnh nemﬁ.?.‘."l'e ?ﬂ‘: Points
B AN SHAHBEREBHBEBE
1| %0 40 |op| ¢ |7#] % (73| o [72| 3 boul 4 [ea| 4 || ¢ | 2] 4
2| 40 sofea|d|7|#|7k| ¢ 74| ]ob|4ob] ¢ |04 ]t|4
s | 60100 58| 4ex|# 7| %ok 4]ca|4]ct|s|e|s]et]s
| o1 a8 |spfrofer|iaes|xer| o) 6| 4| 5h| 4|5k 4|54
510;884}}5{5}-}5}{-5}1'05{1}5}1}5}-}
. 6 | 111108 33| 8 43| ¢ 42| (ot ofer| 24|34 8]4t|8
7 122 16 |ob| 4 [o8| 4 [ob| 4 [ot| 2 |ab| 4 [ob|# [s2] 8] 4|2
Breaking Weight 132 36 (33| (a4| (43| [4#| |4 {38| [o#| [3¢

Total Deflection 33 3} 33 23 24 3 43 33

The deflection appears to have increased very rapidly on the north side by
the fourth load, and on the south side by the fifth load; the weight, how-
ever, appeared to be applied unequally.

When the weight shown by the Table, 132 cwt. 36 ihs., was applied, the
deflection became very irregular, and there were symptoms of fracture; the
south side having visibly- deflected more than the north. This weight was
left on for ten minutes ; as, however, it did not seem to produce any immediate
effect, 5 cwt. more was placed upon the truss; and the side struts, which had
given some support by their friction, being started, the whole sunk gradually
at first, until the cast iron trap broke, when of course the experiment was at
an end.

The centre tie of the truss, from F to G, was elongated 1} inch. The end
tie-rods (E, F, and G, H) were scarcely elongated at all, certainly not more
than gsth of an inch. This may be accounted for by the mode in which
the truss was framed. A, B, F, and C, D, G, being formed of iron strongly
bolted together at the angles, were incapable of changing form to any ap-
preciable extent; and E and H being fixed points upon which the truss
turned, the point C must have descended lower than D, and A than B, in
which case the point G would have been brought nearer to H, and F to E.
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It is therefore evident that the whole strain was thrown upon the centre bar,
and consequently that it would have been proper to make that bar of a sec-
tion greater than the others.

The whole area of roofing supported by one purlin is 30’ 0" X 9 6"=285
square feet. The weight of the covering is rather less than 24 fbs. per
square foot; but to this must be added the weight of spow or other matter
which might be expected to rest upon it, together with the effect of the
wind to which it would be subjected. 7

The pressure of the heaviest gale of wind known in this country is about
131bs. to the square foot; but this is its horizontal fdrce in a direction
perpendicular to its line of transit, and such force will consequently be
diminished when acting against a roof, in’ the proportion of the sine of the angle
made by the slope of the roof with the horizon, to radius, which in this case is
as one to two.

The greatest actual force then for which it is necessary to provide will be
63 Is. per square foot, which, with the 2} Ibs. already given, will make a
total weight of 9 Ibs. per square foot, or 2565 Ihs. upon each purlin, exclusive
of snow, &c.

It has been customary to calculate upon a total weight of 40 bs. per super-
ficial foot, from which, however, in this case a deduction must be made for
slating and its accompaniments, to be taken at about 12 1s. per foot, giving
a remainder of 28 1bs., or a total weight upon each purlin of 7980 1bs., whilst
the breaking weight was shown to be only 7410 Ibs. The purlin, then,
although it might be sufficient to meet any but an extreme liability, is not
so strong as the customary estimate requires. Sir William Denison therefore
considered it expedient to strengthen the trusses by increasing the section
of their centre tie-bars, and by adding to the thickness of metal in the
cast iron traps,—a course which, in obedience to his directions, has been
pursued.

The sky-lights, of which there are twelve in each bay, are 7/ 0" X 4' 0;
the frames being of cast iron, with wrought iron bars, 7 inches apart; the
upper and lower rails being cast to fit the corrugations of the covering, which
laps over the former and under the latter, and to which the sky-light is
riveted all round by }-inch rivets. They are glazed with ‘“ No. 2 patent crown
glass, extra thick.”

The ridge-roll is formed of galvanized sheet iron, lapping down twelve inches
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on each side, and dressed over the corrugated iron, which had before been
riveted upon the trussed ridge.

The gutters are formed of the same material as the ridge-roll, turned up
under the corrugated iron, and riveted to it, the lengths lapping over at the
ends, where they are also riveted.

Wind-ties were introduced of -inch round iron, leading from the lower
parts of one principal to the higher parts of the next, and tying the whole
of the covering down to the principals, in order to resist any lifting power
which the wind might excrcisc from beneath.

The whole of thé work not galvanized was pamted three times in the best

¥ x

o1l colour e
The cost of the two roofs, exclusive of the standard pits, which were exe-

cuted wholly by the Crown, amounted to £ 14,292, 13s. .
The supeificial area of ground covered amounts to 708 squarcs, which gives
a cost per square of £20. 3s. 9d. ; or, taking another method of measurcment,
viz, the superficial area of roofing, which amounts to 826 squares, the cost
ot corerang given is £17. Gs. per squarc.
To these have subsequently been added gable and side enclosures, but as
they aie dependent wholly upon local circumstances, they have not been

included in the drawings, description, or estimate.
. Freperic W. CuMBERLAND.

Portsmouth Dockyard, '
November, 1846.

VOL. 1X.



VIl —Descrzpt:on of a Water-Course, Wharf, and Water-Wheel, erected al
Valtham Abbey, Essex, in 1845, with some account of the Mode of Con-
struction.  Communicated by Captoin CrawLey, R. E.

AmonG the various duties which the Officers of the Corps of Royal Engineers
are liable to be called upon to perform, the construction of water-wheels, and
the machinery connccted with them, is probably one of the least frequent, and
will therefore be my apology, if apology is necessary, for submitting this Paper
to the Corps.

Soil.—The valley through which the River Lea flows, the waters of which
supply the power for the Royal Gunpowder Manufactory at Waltham Abbey,
is subject to frequent inundations, and water is found a very few feet below the
surface of the ground at all times. The soil, for an average depth of from 3 to

h feet, is a rich loam ; immediately below is a bed of gravel. It however not
unfrcquently happens that a soft bog carth is found i in spots, varying in depth
considerably.

At the site of the works crected in 1845, to replace the buildings destroyed
by explosion in 1843, onc spot only of this bog carth was found, 20 feet in
length and 7 feet deep.  The bog earth was removed for a sufficient width to
insure the stability of the work, and the cavity filled up with concrete to the
same level as the adjoining gravel-bed.

Foundations.—To save the cxpense of coﬂ'cr-d'uns, the mill-head was lowered
to get in the foundations of thc water-course and wharf. The footings were
thus constructed, viz.

Footings, Plate XX., figs. 1 and 2.— Oak gauge-piles 10X 8” X (”, shod with
iron, were driven in by means of a ringing pilc-engine, at every 10 feet in length
of wharf, both in front and rear of the water-course, to which was framed a
string-picce of oak, 12”X 9", bevelled on the outside to the same slope as the
wall was proposcd to be built, namely, | inch to 1 foot. Sheet piling of 4-inch
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elin, 12 feet long, jointed and shod with sheet iron, was driven in and spiked
to the string-picce.

Land tie-piles were then driven in at every 10 feet in length, of oak,
9 6” X 8" % 6", shod with iron, to which a 3-inch oak plank, 12 inches wide,
was nailed. An iron plate, 4”X }”, was let in all along the facc of the sheet
piling in front of the string-piece, and l-inch iron bolts passed through ; the
whole fastencd with nut and screw upon the oak plank in rear of the land tie-
piles. Iron bolts, 4-inch, with nuts and screws, were placed at intervals between
the gauge-piles, through the iron platc and string-piece, binding the whole
firmly together. ’

The excavation was carried 3 feet below the level of the tops of the gauge-
piles, and the space filled in with concrete formed of lime and river ballast, the
proportion being 1 of Dorking lime to 6 parts of ballast, which contained a good
proportion of sand.

Water-Course.—The foundations of the side walls of the water-course were
placed on 3 feet of concrete, based upon the gravel.  The fall-stones and apron
were also laid upon concrete, as also the side of the water-course opening into
the mill-head. | ’

The fall of water is 6 feet, and the radius of the curve is 8 feet, from the
centre of the water-wheel to the extreme point of the start. The stones forming
the lower courses of the fall were then laid, the cxact curve being hept by a
trammel of 8 feet radius, hung in the position of the shaft of the water-wheel,
and moving on a centre.  The fall-stones were set in Harwich cement, grooved,
and run With lead.

Upon the concrete, and under the fall-stones and 3-inch York landines
brich-work was built in cement (Plate XIX., section, fig. 1).

The wash-stoncs at the sides of the fall were next placed. The walls to sup-
port the plummer-blocks were built 3 feet thick, of brick-work in cement ; the
side walls 2" 3", and the walls enclosing the pit-wheels two bricks thick.

The crown-stones were then set, and the remainder of the masonry to
complete the fall was built, including the side-stones, which were sunk to
reccive cast iron rebates in which the gate works.

The entrance to the water-course is of masonry ; the sill laid perfectly level,
and rubbed off smooth, so that the planking forming the stop-gate may lay
close upon it The quoins are sunk to receive cast iron rebates, which are
fixed, and run with lead.
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Wharf.—The walls for 10 feet on cach side of the water-course, both above
and below the fall, are built of brick in cement. The remainder of the wharf
wall is of concrete, faced with 9-inch brick-work in cement, having bonds, at
every 5 feet distance from centre to centre, 9 inches in length and two courses
deep (Plate XX. figs. 1 and 2). Counterforts of concrete were formed of a dove-
tailed shape, at every 10 feet distance from centre to centre. The brick-work
and concretc were carried on simultaneously. The whole coped with 3-inch
York coping, set in cement, dowelled, and run with lcad. ‘

Pumping.—The instant thc cxcavations reached the gravel-bed, the water
bubbled up in a thousand springs, which rendered incessant pumping necessary
to cnable the workmen to get in the foundations.

A temporary watcr-tight dam was formed across the old tail-stream, and
close to it, on the side next the work: a well was sunk, 3 fect lower than the
level of the foot of the foundation, which drained the water from the works.
In this well four pumps were placed, 12 inches square, in pairs, each pair
worhed by from four to six men at the ends of a lever. These punmips threw
about 200 cubic feet of water per minute. The men worked in spells of. ten
minutes each. )

The pumping might have been done more cxpeditiously and much cheaper
by a stcam engine, but the vicinity of the gunpowder works rendered such a
measure objectionable.

Water-Wheel.—The shaft of the water-wheel is of cast iron and cylindrical,
working in bearings of gun-mctal 12 inches diameter.  The rings of the wheel
(Plate XX. figs. 3 and 4) are cast in two semicircles, bolted together, and fixed
to the shaft by keys, as shown in the diagram. The starts are of scasoned oak,
driven into the ring, and fastcned with an iron pin. The floats are or shect
iron, bolted to the starts and water-wheel rings, as shown in the diagram,
(Plate XX. figs. 3 and 4,) which it is hoped is sufficiently cxplanatory without
further description.

Gate—The water-wheel gate (k, fig. 1, Plate XIX.) is of cast iron, and is made
to sink, instcad of being drawn up, to supply the water, thereby affording a
greater altitudinal pressure on the floats of the wheel, with the most cconomical
expenditure of water.  The elevation and section of the gate are shown in figs.
2 and 3, Plate XVIII.  Sinking gates of wood have long been in use, but this
is probably the first made of iron.

The breast iron («, fig. 1, Plate XIX.) is cast with feathers on the back, and a
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flange at the l}ot ﬂ‘ MW glg,bq}.ted to, the}
c own-stonez(p) tunt‘& gppwork.\,.

Those parts b whnchwm%oqtt&ct en the gatﬁ

i~ shut, arg plg:npé’ ana mﬁfogefber with o;l and emery, {o pmke I close,

jomnt.

The gate is,worked by rack and pinion, as shown in section, ﬁﬁg Plate*
XVTII), and moves up and down in cast iron rebates sunk into-the ‘stone-,
work, the inner suffaces of which are planed. P e Y, ¢

Regulutor.—In 4]l machmery, but especially m that made use¥of i ther
manufacture of gunpowder, the regulation of the velocity and upiformity of moz,
tion are matters of very great importance, the want of which,is felt, either whes’
the force of the fitst mover is fluctuating, or, which from many causes rivegs
arc hable to, when the sudden vanation in the head of water which drives the
whedl communicates irregulantics to 1ts speced. To counteract these Srilspa
1czulator 15 attached to the water-wheel, which, acting on the water-gatg, ¢ causes
the whole machmery to move with clock-like regularity. T 1

Plate XIN fg 1—A bevel-wheel (3) on the water-wheel shafty wﬁdﬁpg 2
pmon (¢) on the shoit lay spindle (d), and turnmng a be\(gl,-(w heel @ %W
came spindle, duves two other beved-wheels (ff), which are Mhe{ @f&hﬂm
fired <n thewr spindles, but move freely 1ound ypon them.

A clutch (g, tig 1, Plate XVIIL) 1s conncected by levers (hh, fig. l Plate
XIX ) to the governor balls (12), and when the mill 15 going with 1ts true
vdloaty, remams between the two bevel-wheels (ef”) on the lay spindle (d%);
hut on any alteration m the scloaity of the mill taking place, the balls open or
shut, and cause the clutch to luck the lay spudle (d'), and put #n motion the
whad-work which 15 connected with the <inhing gate (k), which it raises or
depresses as 1equied. e

Fig 2, Plate X1\ , shows the crown-wheel (m), as also a cast iron wheel (n)
on the <ame shaft, which acts upon the small iron wheel (a), opemtmg upon
the governor balls (1 ¢). ’

H C. CrawLEY,

Laverpool, 7th Februay, 1845 S“Pmﬂ-‘R Ew



VII.—Description of the large Chimney for conveying ti® Smoke from the
variows Bulldings connected with the Steam Muchinery Factory in Woolwich
Dochyard.

Tue site for the proposed chimney having been determined, the carth was
excavated to a depth of about 16 feet, of the form of an octagon 36 feet in its
shortest diameter.  The upper stratum, for a depth of about 2 feet, consisted
of garden mould, bencath which lay a bed of a firm loamy sand, overlying the
chalk which occurred, at a depth of 14 feet below the surface; but the upper
layer of the chalk being loose and rotten, it was thought desirable to excavate
to a morc solid bed, which was et with about 2 feet lower. A mass of
concrete, composed of onc part of Halling lime, with six of river gravel, and
onc of clean sharp sand, properly wetted, was then poured in hot, and its
surface carcfully levelled at a depth of 15'7 below the ground line. Upon the
concrete were laid and well bedded in mortar, two courses of York landing, 6
inches thick, properly bonded, so as to break joint over the whole surface;
these courses forming an octagon 35 feet wide. On these landings were placed
the footings of the chimney, the lower footing being 32" 97, and the upper one,
or that immediately below the plinth, 27° 6” in width. The footings were each
four courses of brick-work in depth, and of an octagonal form, each one being
4} inches narrower than the one immediately below it. A stone 1 6” in depth,
and of a conical form, was set in the centre of the course of landings, and
formed the key-stone to the inverted arch, which served to distribute the weight
of the superstructure more equally over the foundations. The internal diameter
of the chimney at the springing of the invert or dome was 15 feet, the invert
itself consisting of four rings of brick-work, half-brick thick, laid in mortar and
grouted, proper provision being made in it for the openings of the smoke-flues
upon the alternate faces of the octagon. Externally the chimney was built of
an octagonal shape throughout its whole height, but internally it was carried up
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of a circular form in plan as far as the upper blocking course, where it assumes
the octagonal form, which it preserves to the top.

The first four courses of brick-work, forming the lowest footing, were laid in
cement, layers of hoop iron being introduccd between the courses, the hoop
iron in one course being laid parallel to four alternate sides of the octagon, and
in the course above parallel to the other four sides, so as to form a bond in
opposite directions. This plan was adopted throughout wherever hoop iron
was employed. At cvery 3 feet in height up to the bed of the cornice, two
courses of hoop-iron bond in cement were introduced, as well as under the
inverts, and over the crowns of the arches forming the mouths of the smoke-
flucs, the hooping being laid in parallel lines about 4 inches from centre to
centre. The two courses of brick-work immediatcly below the plinth, as well
as the whole of the backing to the plinth, cornice, and blocking courses, were
laid in cement. Above the cornice, hoop-iron bond was introduced at cvery
6 fect throughout the whole height of the shaft.

The plinth of the pedestal was formed of sixteen blocks of (‘ornish..granite, a
stone 6 feet in length being placed in the centre of cach side, and the quoin-
stones filling up the remainder of the octagon, which corresponded in dimension
with the upper footing.  The quoin-stones were secured {rom any tendeucy to
spread, by two tics of bar iron, 2 inches wide by  inch thick. Each of these
tics consisted of four bars welded together at the angles to form a square
nearly as large as could be inscribed in the octagon of the pedestal.  Into the
upper bed of each quoin-stone was let an inch holt, its head being countersunh
in the granite and run in with lead, the bolt projecting about 1), inch above the
surface.  An inch hole being drilled in cach of the angles of the iron ties,
one of them.was dropped over the four alternate bolts, while the other was
dropped over the other four, and all sccured by nuts.  The same method was
adopted for securing the quoin-stones of the cornice up to the level of the
upper blocking course: the whole of the work had been carried up ver-
tically, but from that line the chimney began to diminish with an uniformn
taper to the top. The shortest diameter in the top of the blocking course was
23" 4”, the thickness of the brick-work being 4 27, while the diameter at top
of chimmney was 8 4", the thickness of the work being 14 inches.  The
difference in thickness between the top and bottom was obtained by means of
sets-off at regular intcrvals, cach set-off being 43 inches wide, and the sides of
the chimney being parallel externally and internally from sct-oft to set-off
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The different thicknesses were arranged so as to avoid the necessity of cutting
the bricks.

To insure perfect accuracy in the construction, the chimney was carefully
drawn out to the full size upon a level floor, and a plumb-rule made to the
exact batter of the sides. Rods were at the same time marked to the dimen-
sions of the inside and outside diamcters of the chimney at every 5 feet in
height, which served as a check to the width of the chimney during its
progress, while, to insure its perpendicularity, a strong beam was fixed across
the centre of the chimney at the level of the top of the cornice, the exact
centre being marked by a small hole in an iron plate which was screwed to the
upper face of the beam. (As the beam, if fixed constantly, would have been
an impediment to the ascent of the materials, it was made with a hinge at onc
end, so as to turn back when not required for the purpose of testing the
accuracy of the work.) Every 10 fect in hecight a heavy plumb-bob was
dropped from the centre of the surface on which the workmen were employed,
which, by hanging over the hole in the iron plate, proved the correctness
of the execution.

The stone-work forming the cornice, cap, &c., was from the Painshaw
quarrices, in the county ot Durham.

A scaffold of the ordinary description was employed in the construction of
the chimney up to a height of about 100 fect, from which point it was judged
more advisable to build from the interior. Provision was made for raising the
materials required for the work in the following manner.

At the height at which the external scaffolding was discontinued, two pieces
of timber, 6 inches wide and 9 inches deep, were built securely into the wall at
their extremities ; they were placed parallel to each other, their centre lines
heing about 2° 8” from the centre of the chimney, and cxtended from one side
of the octagon to the one opposite. In the centre of each of these timbers was
fixed, by means of a tenon, 9 inches deep and 13 inch wide, and a corresponding
mortise, an upright standard, 6 inches squarc and 16 feet long, in the top of
which a mortise was taken out of the same section as the tenon at the bottom,
and 6 inches in width. These standards were supported on two sides by struts,
5" X 4" in section, and 10 feet long, framed into them and into the bearing
timbers. On the top of the standards was fixed, by means of a tenon let into
it and projecting below it, to correspond to the mortise in the top of the
standards,-a cross-piece, 9” X 6” in section, projecting on each side 4} inches



IN WOOLWICH DOCKYARD. 73

beyond the standards, an iron strap being passed over the top and bolted to the
standards, to render the connection more sccure. As the chimney rose in
height, and it became necessary to raise the frame-work by which the materials
were lifted, the cross-head was removed, and a length of standard of 16 feet,
similar in every respect to the first, sccurcd by a tenon and mortise to each of
the lower standards, the cross-hcad being fixed on the top of the lengthened
standard, as beforc described, and so on, until the whole was complcted. To
lift these standards a small pair of sheer legs was used. It was found, however,
as the chimney increased in height, that it was not safe to lengthen the
standards more than 9 feet at a time. The scaffolding was constructed in the
ordinary manner round the upright framing, by mcans of pulleys let into the
wall, which, being lashed to the standards where practicable, served to stiffen
them, and render them more secure.  In two or three places in the height of
the chimmey, where the framing was not found to be sufficiently steady,
a couple of beams were laid across the chimney against the sides of the
standards, and parallel to the bearing timbers, and their ends sccurcly built
into the wall. The standards were then bolted to these stiffening picees, and

the whole frame made rigid.

To the cross-picee were sccured two single pulley blocks of iron, over which
were passcd the ropes carrying the boxes in which the materials were raised.
Each of the blocks was made so as to revolve round a bolt passed through the
cross-piece, and sccured by a nut at the top.  The boxes were 17 9”7 square on
the bottom, and 1" 77 in depth, and the pulleys were placed in such a position
as to allow of their passing each other freely.

A large single-purchase crab, placed at the bottom of the shaft, gave motion
to the ropes which carried the boxes.  The barrel of the crab was divided by a
disc of wood, scparating the ascending and descending ropes, which were
coiled round the barrel in opposite directions, so that motion being given to it
in cither dircction, onc rope was made to ascend while the other descended.
By this means the materials required, being placed in the box attached to the
ascending rope, were raised to the necessary clevation, the empty box being
lowered Ly the same movement to be filled and raised in its turn.

The brick-work of the chimney being completed, a strong piece of timber,
not quite so long as the diameter of the shaft at the top, was fixed on the top
of the cross-head in its centre by means of a strong bolt, round which it could

be moved in a horizontal direction, serving as a crane for the purpose of

VOL. IX. K
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setting the stonc-work of which the cap consisted. A block, with a fall
attached, was fastcned at each cnd of this timber, one serving to lift the stones
while being sct, the other being used for the purpose of holding down the
opposite end of the beam as a counterpoise to the weight of the stone. The
stones of the cap were connected together by lead cramps.

A lightning conductor, formed of a copper tube, 1} inch in its outside
diameter, was attached to the chimney as the work proceeded. The tubes were
cut in lengths of 6 fect (or twenty-four courses of brick-work), and at the joint
of each tube, a stone, 9 inches wide by 6 inches high, and 6 inches on the bed,
was built into the brick-work. Into the centre of the stonc was lct in and run
with lead a small shoulder of gun-metal, with an cye at the end, of the exact
diamcter of the tube, and through which it passed. A small bolt of gun-
metal, 2 inches long, with a screw at cach end, and a projecting shoulder -on
two sides, served at every joint to connect the upper and lower tubes, ren-
dering the metallic connection perfect, while the shoulder, resting on the
metal bracket, caused cach bracket to carry the weight of the length of tube
immediately above it only. The tube was kept about 4 an inch from the facc
of the brick-work. Great care was taken in fixing the conductor, to insure
the actual contact of cach tube with the one below it.  The top of the con-
ductor was raised about 6 fect above the top of the chimney, while at the
bottom the tube was carricd down in a brick shaft, until it rcached a point
where water is always found a little below the base of the chimney.

CIRCULAR CHIMNEY.

This chimney, which serves to carry oft the smoke from the large smiths’
shop, and from the boilers of the engines employed to work the saw machinery,
resembles, in all the essentials of its construction, the octagonal chimney
just described.  In some of the details of the execution a diffcrence was
made.

The chalk lying lower in the part of the dockyard in which it was erected, it
was necessary to place a layer of concrete of about 3 feet 6 inches thick under
the York landings, on which in the other the superstructure rests. -Three
flues only have mouths in this shaft, instead of four, as is the case in the
octazonal chimney. The base of the shaft is formed of a basaltic rock, known
as Carlin’s nose, from the neighbourhood of Leith in Scotland, and consists of
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a massive plinth, 5 fect high, on which is a large torus moulding, surmounted
by a fillet. The stones forming the plinth were dovetailed into each other,
preventing the possibility of their spreading, so that the tic uscd in the
octagonal chimney was not requircd. The diameter of the shaft above the
plinth is 22’ 6”, the thickness of the brick-work being 4’ 6”; the diameter and
thickness at top correspond with the similar portion of thc other shaft.
The brick-work in this shaft diminishes uniformly the top, internally as well as
externally, no sets-off being made in the brick-work, as was the casc in the
other. To insure the accuracy of the circular form, when the chimney was
sct out full size, as beforc described, a mould was taken of the form of the
circumference at every height of 10 feet, as a check to the work as it pro-
ceeded. Hoop iron in cement was uscd at the level of every stone for carrying
the bracket which supports the lightning conductor up to the height of 100 feet
from the ground, after which it was laid in mortar.

In both these chimneys the intcriors of the shafts and of the flues leading
into them were lined with fire-bricks, in order to sccurc them from the heat
developed by boiler plate furnaces and air furnaces which deliver their smoke
into them from no great distances.

In the octagonal chimncey, the fire-
brick lining was carried up to the level
of the top of the cornice : in the circular
shaft it terminated at 20 feet above the
ground line. A spacc of 2§ inches
was left all round between it and thc
ordinary brick-work, but was steadied
by occasional headers carricd through
against the brick - work. From the
bottom of the invert upwards to about
2 fect above thc crown of the arch
of the flues, a partition of fire-brick
was carried up in each chimney, for
the purpose of preventing the draught
of the flucs interfering with thc working of each other. In the octagonal
chimney it was divided into four compartments; in thc circular, into three.
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The price for 4} Stourbridge fire-brick lining is 1s. 4d. a foot, and the cost
of the lining in the octagonal chimney was £161. 13s. 8d.

The object of these chimneys, as has been stated, is to collect into one shaft
the smoke from all the fires in their neighbourhood, with the view of discharging
it at such an clevation as to render the smoke no longer a subject of complaint
by the inhabitants of the neighbourhood.  The draught, too, being very great, it
was supposed that it would be sufficient to draw down the smoke of the smiths’
fires at once into the under-ground flue, which would carry it into the chimney,
and would thus get rid of the intolerable nuisance of smoke in the smitherics
and other establishments. A great convenicnce was also anticipated from the
absence of the chimney-stachs, which prevent cranes being used in many situa-
tions where they would otherwise be very useful.

The draught has proved to be very great, amply suflicient for all the work
which has yet been thrown upon the chimney; but there is a much greater
amount of work to be done yet, wo that neither of the chimneys can be said to
have heen fairly tried.  When the fire was first lighted i the octagonal
chimney, there was hardly any dranght at all; the flues, being all damp, carricd
off so much of the heat which should have gone into the chimney.  As soon,
however, as the flues got dry, the draught became very powerful. A slight ex-
pansion took place at the plinth line, which evidenced itself by very minute
cracks at cach of the joints.  These were stopped up after a time, and nothing

of the kind has been seen sinee,

The cost of the chimneys s here detailed ; the flues, being altogether
separate from the clumneys, are not included in the estimates.



IN WOOLWICH DOCKYARD.

77

Abstract of the Quantities und Cost of Building the Octagonal Chimney at the west end

of the Yard.

Quantities., : Deserniption of woth, Rate, Awmount, |
1
| '
1 L. s d.
S vde Mt . Digging in foundations, wheeling, barging, &e. @ 3s. 2d. 84 8 10,
Iy yds, 151t . Concrete . . . . . . . Gs. 511 d)
Slrod~ 6 fte o Brick-work in mortar . . . . L10s 615 4 0y
20 rods 73 1t . Do. above 100 tect ugh . . . . €25, 506G 7 5]
21 rods 258 ft, Do. in cement . . . . . . £1n 108 321 5 b
RUBTNIR . reular face . . . . . Lo . 9 v A4l
10,6041 bm. . Picked stoek facivg . . . . . , id. 220
248 ft. 9. . . L Flat jont pointing . . . . 11d. (AN (I
915 1t. 1 in cube CGranite, ~¢t complete . L 2 N, 122 0,0
30246 S m osuper. . Labour to do., on face . . . 1id. I6 12 o'
P THE | DS T . Do, do. heds and jomts . . . 5. 26 400
92 4L S, . .| Sunk work . . . . . < 1s. 3 L S
250 puirs . L L ! Plug-holes . . . . . . +4d. 418 A
1597 1. b, E Bramley Fall stone, set conplete . . Is. 72d. 128 17 7}
0t dme . . o Do do., in cap, meluding hoisting . . ds. 3d, a3 o6l
VA P ., Do. . . . . . . . . 1s. 4d. o 1 | l
Sde . 7m. . Labour on face . . . . . . 7d. 915 2
2474 S . ' Do. beds and jumts . . . . . ad. Al 1T i
74 2. . .t Circular work . . . . . . 11d. 0O 6 7
a5 1t Sunk work . . . . . . 10d. 23 I8 |
N9t e . . Moulded work . . . . . . 2. 39 18 6
2147 (L9 . .| York landmg, sct complete . . . . 2s. Sd. 291 14 0 }
Goewt, 3 qis. . .| Wrought ron in tension-rods . . . RETS 8 &
[HENN - Do. in holts, &c., under 10 Ibs, . . . 3id. 9 0 4}
[ B -, Clasp nails . . . . . . 4d. 0 o
I Total . . . . . . 2359 13 ! l

Abstraet of the Quantities and Cost of Building the Greut Circular Chimucy in

IMvolwich Dockyard.

Amount, l

) Quantities, I Deseription of work. I Rate.

‘ ’ L s d
470 yd-, cube . . ! Earth excavated and barged away . . G ' 2s. 10d. 66 11 R
123do. . . . .| Tnchalk do. do. R T 2 18 19

1LY do. . . .| Concrete . . . . . . . Gs. 3d. 44 10 7}

P50 1ol 226 ft. . . | Stock brick-work in Dorking lime . . . €£14.10s. 735 14 »

P9q0ds 290 ft, . . Do. in Roman cement . . . . . LI810s. 180 8

‘ 93 rods 032 ft, . . | Do. in stone lime above 100 feet high . . €25, 579 5 2!

| 17302 ft. 1 m. ~uper. | Circular face to do. . . . . d. o726 o

| Jarried forward . . . . .

1697 15 9}
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Abstract of the Quantilies and Cost of Bmldmy the Great ( rrculnr Chimney in

Woolwich Dockyard— continued.

I Quantities. Description of woth. Rate. : Amount.
| ! { £ s d
Brought forward . . . . | 1697 15 9}
6482 ft. 10 in. super. | Picked stock facing . . .oo@' o 1o
24 ft. 10 in. run. Cut splay to brick-work . 2. | 0 4+ 1
42 ft. 6 in. Circular splay to do. d. 010 7%
353 ft. 8in. . Circular rendering in cement, ;” thick, trowelled
| smooth . . . 4d. 517 10}
2287 ft, 10 in. 6" York landing, sct u)mplete .o lsado | 17111 9
4978 ft. 5 in. Lubour to beds and joints . . . i 4d. 6219 5
14 ft. 11 in. . 3" York paving, in mortar . . 81d. 010 6}
284% yds. Backing, including levelling . 5 'd 6 10 5}
319 ft. Lin. . Circular granite, scappel-diesced . . . ; 2. 6d. 39 17 &8
9ft. lin.. Cragwell stone, seappel-dressed . . o 1s. 10d. 017 6}
| 2479 ft, 6 in. Circular gramte, set in mortar 2. 1041 351 5 3
|8 ft.4in. . Sctting only . 4d. 0 2 9}
1 1698 ft. 1in, sup(.r Labour, beds, and jomts 10d. 7015 0}
1161 ft. 1 in. super. . | Do, do. | D 313 9
89 ft. 4 in. .| Pl face . . . . o I, 4 9 4
512 ft. 7 in. Labour, circular face 1. 9d. 44 17 0}
1153 ft. 6 in. Sunk work 1s. 9d. | 100 18 7!
79 ft. 9 in. Circular sunk work 1s. 10d. 7 6 2}
(2 ft. . L. Do. do. Is. 1 60
346 ft. 5in. . Circular moulded work 3s. Gd. 60 12 5!
123 ft. 9 in. super. Do. do. 1s. 8d. 119 7
66 ft. 11 in. super. . | Labour, plain face . . Gld. 116 2}
' 201 ft. 1 in. super. . | Circular, plain face . . . . S 710 9}
42 ft. 6 in. super. .| Circular splay to brich-work . | 3d. 010 7}
204 ft. 7 in. cube Cragwell stone in chimney caps, including hmhtm'r I 3d. 43 9 5}
54 . . .| Arch joints . . . . . . .. bl 4 3 5
2 ewt. 2 gr. -Hbs .1 Cramping lead 2, 2 7 4
No. 24 6" cramps, labour . Gd ! 012 0
atal ‘ l'e7ag 1 0}
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IX.—Account of the Destruction of the Bridge at Carrick on Shannon by Gun-
powder, 1845. By Lieut.-Colonel Haxry Jones, R. E.

Tur old bridge acrdss the Shannon, at Carrick on Shannon, was erected about
ouc hundred years ago, and was one of the most regular and best built upon
the rviver (Plate XX1LL): it consisted of eleven semicircular arches, of about
23 feet span, of rubble masonry, with dressed ashlar coins for the arches ; there
was a spandril wall of 18 inches in breadth running longitudinally threugh the
bridge : the masonry was extremely good, the spandril wall being very diflicult
to cut through.

In the destruction of this bridge, as at Banagher and Athlone, the same pre-
cautions were necessary to be observed, by using the minimum quantity ef
powder, so as to prevent injury to the houses of the town at cach end of the
bridge, and, further, not to interrupt the passage of the public by the breaking
down the temporary wooden bridge which had been crected by the contractor,
the stays of which were actually resting against the carth on which one of the,
piers stood (Plate XXIIL) which were to be charged with powder: this, with
other picrs, had been laid dry by the contractor, to facilitate the operation of
deepening the bed of the river, and was included within the space cnclosed by
the dams (a, ¢, 0, Plate XXI1IL.)

The picrs being only 25 feet long from the extremity of each cut-water, it was
considered that one charge would be cffectual for quiet demolition : accordingly,
orders were given to sink a shaft in the roadway, so that the charge might be
placed in the centre of the picr, boh as regarded its length and breadth : the
shaft in the fourth pier was 10 fect 6 inches deep, 3 feet broad, and 4 feet
6 inches long . these latter dimensions were much greater than would have been
the case could regular miners, with proper tools, have been found.  The men
engaged on the work were common labourers, taken from the work ncarest at
hand. It required fourteen hours to sink the shaft to the depth of the Tevdd of
the springing of the arch: there were two diﬂi_cultieb experienced ; one, the
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great tenacity of the puddle which had been used as filling over the arches:
and the other, the particular good quality of the spandril wall which was found
in sinking the shaft, and was nccessarily obliged to be cut away, and which
consumed a considerable time.

The charge was placed in two canvass bags, forming one mass: when laid in
the chamber, a length of 14 feet of Bickford’s fuze was carried up to the voad-
way, sceured in a wooden case, or tube: six minutes clapsed before the explo-
sion took place, the effeet of which was, that the fifth arch, and areater part of
the fourth pier and arch, were thrown down: by the removal of one or two
stones, the standing portion of the arch came down; at all events it was so
much shaken as not to have been in a state to be useful in any way, and must,
under any circumstances, have been tahen down before -vepairs to the bridge
could have been effected.

The siath pier having been prepared for demolition in a similar manner as
the fourth, and the same dificultics expericieed in regard to the materials to be
cut through, the same time was consumed 1 the execution of the work, viz.,
fourteen hours : the position of the pier being more distant from the temporary
bridge, and it having been found that the charge in the first experiment was
scarcely sufiicient, it was decided to increase it by 20 Ihs., which was done, the
powder lodged in the same manner, and the connecting fuze brought up in a
casing as before: the charge when fired produced perfeet demolition ; but the

-same objection to a small charge was observable on this occasion as at Athlone,
that 1 a shallow river, where the mass ot material is merely thrown up, and
falls into the space previously covered by the arch, it will, in all probability,
form a passage across from pier to pier, by which infantry would soon be enabled
to pass: had double the quantity of powder been emploved, and which on Ser-
vice would no doubt have been done, the object to be gained being to prevent
an cnemy passing, or at least deloying him tor sowe time, the materials of the
pier and arch would, from the effects of the greater quantity of powder, have
been scattered to the winds, and the river would have continued to flow in its
former course without being stopped by the rubbish and stones, which, in the
present instance, had filled up the water-way of the arch.

The tamping was the puddle and stones which had been taken out in sinking
the shatts, carefully and firmly packed, and the top of this material covered
with the ashlar coping ot the parapet : one hour and three-quarters was occu-
pred in tamping the first charge, and two hours for the second.
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DESTRUCTION OF THE BRIDGE AT CARRICK ON SHANNON. 81

The charges calculated according to Major-General Pasley of the LI;R’

would have been totally inadequate : the charges used were, for the first 55 Ibs.,
regulated by the quantities used at Athlone and Banagher: this, when ex-
ploded, having proved to be less than was necessary, and, moreover, the powder
being that manufactured for blasting, the quantity for the second was increased
by 20 1hs., making the second charge 75 Ibs.: this, when exploded, produced
perfect demolition, without scattering the materials in the slightest degree.

The time consumed in the operation of sinking the shaft to its proper depth
was very great, but this was owing to the circumstance of the spandril wall
being in the centre of the bridge : it was supposed that the effect of the explo-
sion would be greater, and more efficient, when placed in one mass, than
divided into two, by placing half the charge on each side of the wall. As there
are still several arches of the bridge to be taken down, the experiment will be
made by dividing the charge, which, if successful, will prove how much time
will be saved, and which- on Service, or in the Field, is a great object to
be attained.

Harry D. JonEs,
Office of Public Works, Lieut.-Colonel, Royal Engineers.
Dublin, 7th January, 1845.

VOL. IX.



X.—Memorandum descriptive of the Alterations made in a Cast Iron Pump at
the Jesuits' Barracks, Quebec, to enable it to resist the action of Frost. By
Captain SteHELIN, R. E. '

A fire-engine manufacturer at Quebec has constructed two pumps which have
resisted ‘the effects of frost. I endeavoured to find out the principle of his
pumps, in order to erect one of a similar construction at the Jesuits’ Barracks ;
but finding that it was considered a secret, I caused the old pump to be altered
according to the annexed plan (Plate XXIV.), and it has answered the purpose,
resisting the action of frost when the thermometer was 26° below zero.

It is apparent from exterjor inspection of the pumps before mentioned, that
they have two working barrels; and it requires some strength to move the
handle freely, which works like a pendulum at the side: in the one altered
at the Jesuits’ Barracks, the pump can be worked by a child.

Two precautions were taken to prevent the frost affecting the water in the
pump: first, a hole ths of an inch in diameter was drilled 4 feet below
the level of the ground, to permit the water to descend to that depth when
the pump was not at work. Secondly, a chamber was formed round the pump,
made tight to exclude the external air, and communicating directly with the
well, so that the air in the chamber should always be of the same temperature
as that in the tank. The first principle has been adopted in Canada with
wooden pumps; but in those of cast iron, and in so severe a climate as
Quebe, I think the air-box indispensable.

It is clear that the platform shown in the Plate will be unnecessary when
the pump is expressly constructed for this country, as the shaft will only
require to be the height of the delivering spout, and a proportionate saving
of materials will be effected in all parts of the construction. I consider that
the detaching of the handle from the body of the pump is a great advantage, as
the latter is guarded from the violent concussions which take place in barrack
pumps, and which, loosening the joints, cause them to be continually drawing
air, and requiring repair.

B. S. SteHELIN,
- Captain, R. E.
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X1.—The Taper Chain Tension Bridge at Ballee Khdl, near Calcutta, in its
renewed Form, after the Failure in June, 1845. By Captain GoopwyN,

E. 1. C. Engineers.

DETAIL OF THE CONSTRUCTION.

Tue span is 250 feet ‘batween the centres of the standards ; width of platform
18 fect between the centres of the longitudinal beams, or 16 feet clear traffic-
way inside the railing (vide Plate of Details, fig. 17). The height of the
platform is 18 feet above ordinary, and 10 feet above extrcme flood rise (vide

Drawing of Elcvation).

Chains.—The scction of the chains at the point of suspension is 44°70 square
inches, bcing each composed of fifteen rods of 13 inch diameter, and
tapering thence to two rods in the centre (figs. 21, 22, of Dectails). The
power of the chain at this point, therefore, is 402 tons, at 9 tons per square
inch, and the greatest tension to which the chains can be subjected at that
point is 338 tons, allowing the extreme weight of gravity of 120 1bs. per square
foot of area of platform. The weight of the bridge by itself, per square foot of
platform, is 45 Ihs., and the greatest load that can be brought upon it is 70 Ibs.
per squarc foot; there is therefore a surplus power of 64 tons at the upper
point of the chain.

The action of the oblique suspending rods being auxiliary to that of the
chain, these rods abstract a portion of the tension from each link in succession
from the upper point; or rather, each link in succession from the centre
becomes nearly a resultant force composed of the link and its oblique auxiliary
immediately below it.! The section of iron therefore in each link is made to

! This is apparent from an accompanying diagramn, showing the half curve of the chain, and on
which is drawn in dotted lines the curve which would have been formed had each link been a true
resultant of the two forces alluded to, and the whole in equilibrium, and to which the actual curve
nearly approximates. The resultant links are obtained both in dircction and magnitude from the
known powers cxerted on the component forees, and the angle subtended by them worked out both

mathematically and from a scale of equal parts.
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to cast boxes (fiz. 17), which are let into stone blocks, and are immoveable:
thus, though the fullest amount of probable tension at the centre is provided
for by the section of iron there, the action of compression is also secured
against by the above arrangement, and the ends of the planks abut against

a stout beam let across the roadway into both piers.
Henry Goobpwyw.

Statement of the Proof to which the Ballee Khil Bridge was publicly subjected on the
12¢h February, 1846.

1st. An ordinary traffic load of sixtcen carts, cight starting from each cnd of
the bridge, each cart containing 9 cwt., and drawn by a pair of bullocks.

2ndly. A 24-pounder gun carriage and timber, drawn slowly over by thirty-
six bullocks; the wecight being 78 cwt. on a length of platform of 9 fect,
the distance betwcen the axles. No deflection of the platform was visible
during the transit of this weight. This load must have brought, including the
weight of the bridge, 1021bs. on every square foot of platform as it passed
along.

3rdly. A crowd of natives, starting from both cnds of the bridge, in as dense
masses as they could be made to move: it was computed that 700 persons
must have been on the bridge at the same time for full half an hour, and all
in motion.

4thly. An elephant, weighing nearly 4 tons, walked over, which in motion
must have cxerted a power of at least 6 tons at every step; the length between
the front and hind feet was 6" 3”: thus his whole weight was on a space
between the points of attachment of the oblique rods, and must have causcd a
load of at least 120 1bs. per squarc foot of platform, or a tension on the rods of
full 9 tons per square inch of iron. A visible impression was made on
the platform as he moved aldng, causing a deflection at each step of about
1 inch.

During the whole of these trials, and which tested the bridge to a greater
degrec than it is ever likely to be again, not a bolt moved, nor was a sound of
friction heard : the whole fabric secmed under the dominion of tension, and the
rods to be drawn fairly in the direction of their length. A slight undulation
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was perceptible during the passage of the elephant, but it was of an easy
yielding nature, and without causing undue strain on a single part.
The whole proof was witnessed by the Deputy-Governor of Bengal and

the entire inhabitants of Calcutta and the neighbourhood.
Henry Goopwyn,

Report of the Method adopted in Slinging and Fastening the several Chains, Rods, Beams,
and other Iron-wor® of the new Tension Bridge, constructed by Captain Henry Goodwyn,
E. 1. C. Engincers, over the Ballee Khdl, near Calcutla.

As soon as the masonry standards had been built up to their proper height,
preparations were made for raising and fixing the four large stone blocks
or rests for the four cast iron saddles that support the tower-links of the
chains: the object of thesc stones is to equalize the pressure throughout the
piers on which they rest, and their size is 6'X 4 X 8”. '

Though it is intended in this Report to give only the method of slinging or
raising the iron parts of the bridge, yet it is necessary, as the first step, to give
a drawing and description of the manner in which the stones were fixed on the
piers; as the cast iron saddles were hoisted, after the stones, by the same
tackle and the same process cxactly.

A large mast or derrick (A, fig. 1, Plate XXVI.) was hoisted up by ropes into
the position seen in the drawing ; the end resting upon a platform (D) of 4-inch
teak planks, placed across the opening between the wing-walls (B B) in rear
of the standard, and midway between their junction with the piers; and the
planks rested upon the offsets of these walls.

This derrick (A) was kept in its upright position by scveral guy-ropes (a a)
that were fastened to posts in the banks, or to trees close in the rear; all care
being taken to insure it from slipping. About 10 fect above the top of the
standard a large double block (E) with wooden sheaves was lashed to this
derrick with stout rope above the teak cleat (c), which was securcly nailed to
it, and which could prevent any slipping of the rope which held the block, as
seen in the small fig. 2. A rope was now very firmly bound round the stone
to be raised, and to this a single block was attached, as in the small fig. 3,
(e being the single block, which also had wooden sheaves.) The main rope to
be hauled upon, after passing through both the blocks above named, was led to
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the foot of the derrick, where it was taken through the snatch-block (f),—an
iron one, with a brass sheaf,—and the fall carried to the rear, where the gen
were arranged to pull.

When all these arrangements were finished, the stone was gradually raised,
and was hanging some few feet higher than the top of the tower : the guy-ropes
from one side were now slackened a little, and the derrick was allowed to lean
or sink slowly over the tower upon which the stone was to be fixed, until the
suspended stone hung over its future site, as at ss, fiz. 1. The main hauling
rope was now let loose gradually, aud the stone lowered.

In this way were the four tower stones all raised and Iowered, one derrick
and apparatus being required for each standard.

After these were fixed, the four cast iron saddles were raised and lowered in
a similar manncr, and by the same tackle. These saddles are dovctailed into
the stones, and run with lcad to fasten them securely.

The mast or derrick was about 50 feet long, 20 inches diameter at the foot,
and 10 inches at the top: the wood, fir.

The rope made use of was 4-inch coil rope.

The mechanical power—one double block, one single block, and cne snatch-
block.

Back Chains.—After the tower-links had been put together and bolted in
their proper position upon these saddles, the back retaining chains were com-
menced, (vide fig. 5.)

A sloping platform or framing of bamboos was strongly constructed, reaching
from the blocks of rctaining masonry (in which the ground-links had been
securely moored, having a bearing against stones imbedded in the brick-work)
to the top of the standards, on which to support the back chains in a straight
line to the tower-bolts of the tower-links. Upon this framing the classes were
enabled to put togcther the back chains, link by link, and to connect the whole
to the rear bolts of the tower-links on both sides of the Khal, without causing
any strain upon them: carc must always be taken that such is the case, else
the stones and saddles will be displaced by the weight of the back chains not
meeting with a strain or force to counteract it, until the main chains and plat-
form be put up. Hence the necessity of constructing the framing, and allowing
it to remain until the actual bridge be slung.

Fig. 5.—This framing was made of bamboos, and consisted of uprights
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about 10 or 12 feet apart, resting on the offsets of the wing-walls, inside and
outside ; and some horizontals lashed to them at various heights, to support
the links as they were completed ; the men commencing from the retaining
masonry, and bolting the links up to the tower-links successively.

To strengthen this framing, some long bamboos were also lashed to the
uprights longitudinally, both outside and inside the wing-walls; and as the
horizontals were not strong enough to bear the great weight of the chains, a
few large fir or teak logs were placed bencath the links, and resting on the
masonry of the wing-walls, at right angles to the line of the links themselves :
these held up the chains, and were not removed until the main chains were
slung.

There was a bamboo framing for each of the four back chains, which were
completed by the 5th instant.

The back retaining rods or stays were bolted to the tower-bolts in rear
of the tower-links, but only the upper halves; the lower halves were not
coupled to them until the main chains had been slung.

The derrick used on each side to hoist the stones and saddles had been
removed before the back chains had been commenced; but when the latter
were completed, the two derricks were again hoisted (as will be mentioned
immediately), and preparations made for slinging the

Main Chains.—Instead of making use of a service bridge, or a temporary
assisting rope bridge, and putting the main chains together link by link, it
was proposed in this instance to raise, if possible, one entire chain by means
of ropes and blocks and a derrick, and from the north side of the bridge
oNLY ; and when bolted to the first main link from the north side, it should
be allowed to fall into its curve at once.

The following arrangements were made on the 5th May, and reference must
be had to the drawing (fig. 4).

The two derricks were hoisted first immediately behind the towers of the
north standard, the foot of each resting upon the offsets of the wing-walls,
just at the angle or corner, where they meet the footings of the piers. To
secure them as firmly as possible, each was lashed (as seen in drawing) to the
tower in its front, and was kept upright by guy ropes, as before adopted.

A framing of bamboos was now constructed on the bund or coffer-dam in
front of the south standard, reaching from the tower-links to low-water mark,

VOL. IX. M
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and a smaller framing similarly constructed in front of the north standard:
this latter, however, had a small platform made about ten feet lower than the
top of the standard (as seen in drawing).

Four native boats were moored in the streamn by ropes stretched from
bank to bank, in the line of the chains, and at some distance from each other ;
and a platform of teak planks was made, stretching from gunwale to gunwale,
to the low-water mark of each bank (vide fig. 4). ’

The classes now comnmenced bolting together the links of each chain from
the towen-links of the south standard, by mcans of the framing, upon which
they put them together, until they arrived at the low-water mark, when
they went on with the bolting upon the platform of the boats. The chains
were allowed to hang down of their own weight, as scen in the figure, as
far as the platform of the boats on which they afterwards were placed.
They now left off bolting the links of the western chain, or the one that
i5 farthest from the Hoogley, having completed about ten of each, and the
castern chain was continucd. By 7 a.m. of the Gth instant, it was finished
as shown in the figure: one or two of the last links attached were supported
over the mud of the bund on the north side, upon the lower part of the
bamboo framing beforc mentioned.

A description must now be given of the tackle used, how applied, with the
power, and mode of fastening.

It will be first necessary to state that the two first main links, reckoning
trom the tower-links of the north standard, had been previously Dbolted to
thesc links, and allowed to hang down upon the small platform marked P
in the tigure. The object was to raise the eastern chain, when all but the
above link were bolted up to the platform P, where the classes waited to
bolt it to the first main link, already described as resting upon the platform;
and that connection once made, the chain was slung.

A large double block (, fig. 4,) was lashed securcly to the bolt which con-
nects the first and second links, reckoning from the centre link towards the
north side, by an iron chain: another (b, fig. 4,) was attached to the derrick
A, as bhigh as possible, to facilitate the hoisting, it being lashed above the
cleat (m, fig. 4). The rope was taken through these blocks, and the fall
through a snatch-block (¢, fig. 4,) lashed to the foot of the derrick, and thence
t the rear, where the men were arranged to pull.

A large treble block (d, fig. 4,) was fastened in a similar manner with a
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chain {o the bolt connceting the links Nos. 2 and 3 on the north side; and
another treble block (k, fig. 4,) to the rear-bolt of tower-link (s, fig. 4). The
rope, after passing through these blocks, was led along the eastern back chain
through a snatch-block (h, fig. 4), lashed to the derrick over the cleat (m),
and through another snatch-block which had been lashed to the back chain
a little above the ground level in rear of thegwing-walls (see fig. 6) : the fall
was then taken along the bank at a right angle, on account of there being but
little open ground in rear of the retaining masonry.

There being no force in an opposite direction to the pull from the last-
mentioned snatch-bldck upon the back chain, it was necessary to fasten a rope
to the back chain, and make it quitc taut to a tree on the oppositc side of
the chain, to counteract the great strain (fig. G).

A small rope was tied to the link No. 2 from the north standard, for the
men to pull it into position when near to the platform, (P, fig. 4, r.)

These arrangements being finished by 9 a.m. of the 6th instant, the Coolies
began to haul on the ropes. A few minutes had elapsed, when the rope of
the treble blocks gave way, and broke near the snatch-block (vide fig. 6,) fas-
tened to the chain just above the ground level, and before the castern main
chain was at all raised from the platform on the boats. The edges of the
snatch-block (which is of iron, with a brass sheaf) being sharp, must have cut
the rope in its passage, the pull being at a right angle, (ride fig. 6.) 1t was
now determined, after a new rope was rove and adjusted, that the men should
pull directly to the rear, though much cramped in thecir moving through a
small open place.

As there was a stopper on the rope from the tower-link, no accident ensued,
and no other rope gave way. They now pulled to the rear, a few turns of
the ropes being taken, after each pull, round some trces, to prevent any
slipping.

In this manner was the chain raised sufficiently to allow the bolt which
connects Links 1 and 2 to be inserted by the classes upon the platform about
2 p.M., the delay having becn owing to the fracture of the rope in thc morn-
ing. The eastcrn main chain was now allowed to sink until the catenary was
gained, when the ropes and blocks were removed to the other derrick for the
western chain.

The classes now returned to the bolting of the remaining links of the western
chain, which was completed by 9 .M. of the 7th instant.
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The same tackle and mode of arrangement being made use of for this
chain, as for the first, the men succeeded in hoisting it without any accident
by 10 a.m., when the bolt that connects the almost entire chain to the first
main link was inserted.

The rope was of 5-inch coir; and there were two double, two treble, and
two snatch-blocks required ; alsg two small iron chains.

Longitudinal Beams.—The bamboo scaffolding that supported the back
chains was now removed ; but the back chains, being heavier than the main
chains, began to bend and curve; consequently it was necessary to lcave the
logs mentioned as being placed undcrneath in page 89, and to put a few more
to support them until the platform was slung : this would offer a counteracting
strain. :

It had becn proposed to sling the longitudinal beams and the platform in
bays, each bay consisting of a pair of longitudinal and three transverse beams
(one of the latter being a trussed beam), and to hoist each bay from a small
platform formed on two of the boats moored under its proper place, beginning
from the centre bay, and working towards the piers. The bays were, however,
found to be too heavy to hoist and to handle easily. The classes therefore
began now to put the longitudinal and oblique rods together, piece by piece ;
the platform was cventually formed in this manner: thc men stood on the
links of the chains, and either hauled up cach picce from the boats, where
others slung them, and then bolted or screwed them into position ; or the men
in the boats hauled up parts, such as the transverse beams, by single blocks
lashed to the links above them, and held on to the ropes until the classes
above had screwed them to the longitudinals. First, the longitudinals and
oblique auxiliary rods which hold them by the sockets were all slung, beginning
from the centre, and working' both ways towards the piers: the cast iron
sockets of course being previously riveted to the outward longitudinals, the
oblique rods were put through them successively, and their upper ends
secured to the chain-bolts. No internal longitudinals were put up until the
outward beams were all fixed. The last pair of each of the latter, or the bay,
nearest to each standard, was fixed in its place, when the pier was constructed;
into which it enters, and is .bolted to the large transverse iron bar, which, in
the pier, unites the ends of all the longitudinals, outward and internal. This
pair had been therefore built into the masonry, and then levelled. After the
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classes had attached all the longitudinals, working from the centre to the piers,
right and left, it was found that the second pair of outward longitudinals,
(reckoning from the piers towards the centre,) overlapped by an inch or more
the first pair that had been so long before built into the masonry of these
piers: being evidently a little too long, they were left unattached, however,
until the platform and iron railing had been fjxed, so as to measure exactly
the quantity to be cut off when the weight had brought down the whole bridge
to the horizontal line.

The classes were employed all the 8th and 9th in slinging and fixing the
outward longitudinal$, with the oblique rods which hold them to the chains.

These beams, it was now found, formed a curve instead of a perfectly
horizontal line, the one intended in this system of ‘ Tension Bridges;’* and
this did not subside even after the adjustment wedges of the centre links were
with some trouble knocked out from the loops, cnabling the centre links to
become a few inches longer.

It was, however, expected that when the whole weight of transverse beangs,
iron railing, platform, and metalling were put on, the bridge would assume the
horizontal line. Not a longitudinal beam was cut until the transversec and
other longitudinals, the internal ones, were all fitted, and the entire railing
completed.

Until the 14th the classes endeavoured, as much as possible, to reduce the
curve by screwing up the oblique rods, or loosening them wherever it seemed
wanted.

The mode in which the men were able to knock out the adjustment wedges
of the centre links was the following :

A treble block (Pl. XXVII. fig. 8) was first lashed with an iron chain to
the bolt (B) at each end of the centre link; and the fall of the rope was led
through the one nearest to the south standard ; whence it was taken over the
tower-links to the rear, where thcre was a direct pull from the bank. After
some time, the strain of the chain being taken off, the wedges (W, W, fig. 8,)
were knocked out with a hammer. The tackle being now slacked from the
tree, around which several turns had been made, the chain fell some inches.

The classes were also employed on the 12th in adjusting the back stays on
both sides of the Khédl. They were coupled together; but the main chains
not being in tension, the stays were loose, and the cast iron plates, through
which they pass, did not come up to the stone blocks, which are imbedded in
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the masonry of the wing-walls, and against which they should have a bearing.
These stones are fixed, or built in the masonry of small arches at the bottom
of the wing-walls : in these the rods should pass through cast iron plates, and
are sccured by nuts which work on the threads of the screwed ends of the stays.
One inch of the screwed ends below the nuts was left, and the space inter-
vening between the iron and the curve of the arch bricked up, as secn in
fiz. 9. When the masonry became set, the stays became considerably taut as
they were now screwed up.

As previously mentioned, two treble blocks (B, B, fig. 8,) were lashed to the
bolts at cach end of the centre links with iron chains. ‘The fall (f, fig. 10,)
passing through the arch of the north standard, was hauled taut; the block
(8, fig. 10,) was now attached to it securely, and another double block (¥, fig. 10,)
to a tree in the rear; the rope to be now hauled upon being in the direction
P, tig. 10.

14th. —It was now determined to make the following trial upon one line of
lopgitudinals, to find out if weight would cventually bring them to the hori-
zontal line; if the platform would in the end be enough to reduce them from
the curve.  The classes were ordered to sling the transverse beams, by one end
only, to the longitudinals of the chain that had not been altercd from the first
day, at something less than double the distance those bcams would be fixed at
when properly arranged for the platform, thus bringing on one chain the weight
it was intended to bear, or nearly so.

They thercfore lashed about thirty of the transverse beams, commencing from
the centre towards cither pier. It was then found that the desired result was
obtained, viz., that the longitudinals werc brought to the horizontal lines by
these transverse beams, and that when the railing and platform came to be
slung and fixed, a like satisfactory end would be arrived at. The beams were
removed in the evening; a single block was lashed to the chain wherever a
beam was to be suspended, and the ropes’ ends hung over the boat in which
they were lying. A man then attached one end to the transverse, and hauled it
up to the longitudinal, and another with a small rope lashed the bcam to the
latter, and so all were suspended.

15th.—Secing that the curve would be reduced in the end by the mere
putting on of the platform, &c., it was ordered that the wedges of adjustment,
five in number, which had been only a few days before driven out, should to-day
be again inserted, to make the chains of the original length. The same blocks
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and tackle were used as on the 13th. Both chains were finished by the
evening.

Transverse Beams.—These were all put up and bolted, as well as the internal
longitudinals, in three days.

They were taken from the bank into the two boats, which anchored them-
selves under the bays as they successively werc finished, beginning from the
centre towards each standard. Two blocks were lashed to chains; the ends
of the two ropes were then let fall into the boats, and one end of each made
fast to a transverse beam ; the men then hauled it up from the boats by the
other cnds into its future position, where they were held till the classes above
had inscrted the bolts, through the beam boxes, which bind them to the outward
longitudinals. The centre bay had been completed immediately after the chain
had becn slung on the 7th, and a bay at each end, next to that of which the
longitudinals had been built into the piers, as before mentioned, from the very
first, was left without transverse beams, as it was the bay of adjustment, and
the longitudinals had to be cut.

It must here be noticed, that none of the screwed ends of either the oblique
rods or transverse truss rods werc made tight until the whole platform, with
railing and beams, was put on: they were left inoderately so; they were not to
be touched till the whole was completed : then every nut was to be screwed
firmly home, and the platform adjusted by such means to the true horizontal

line.

Railing.—On the 20th this part of the bridge was commenced, and by the
cvening of the 24th all the stanchions, stays, diagonal braces, &c., were put up
on all except the adjusting bays.

Taken from the banks into the two boats, they pulled them up to the plat-
form, piece by piece, and each bay was completed by itself; that is, the
stanchions, &c., were put up at the same time opposite to each other; that the
transverse beams might be shifted only once; and that the bolts holding the
beam boxes and stays of the stanchions might be well screwed up, and the
diagonal braces made as stiff as possible ; thereby making each bay as stiff and
as firm as could be before its adjoining one was commenced. They worked as
usual from the centre towards the piers. '

The weight of the platform, and the weight of the mass of earth thrown on
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to the lower links of the back chains, in order to fill up the cavity between the
retaining blocks of masonry and the rear of the wing-walls, had now completely
tightened the back chains. The logs that had been placed under them (fig. 5)
were now removed, and the chains appeared straight and taut. The back stays
were now finally adjusted, and the nuts screwed up as far as possible, the
masonry having become well set.

Adjusting Bays.—The oblique rods often in these bridges happen to pass just
over a beam box, to which a stay to a railing stanchion should be bolted. In
such cases it is necessary to heat the stay at the forge, in.order that it may be
bent so as to pass clear of the oblique rod. The stay must be also lengthened
at the same time by hammering it while hot, so that it may not only be bent,
but also that it may have length enough to be attached to the stanchion without
affccting its upright position by dragging.

Planking.—The teak planks were now laid down, in order to form the
roadway. These are all put parallel to the lines of longitudinals, their length
in the line of the bridge ; cach plank being secured to every transverse beam it
crossed by two iron spikes passing through the table of the beam, through
holes previously drilled or punched.

GEeorGe SiM,
June, 1845. Lieutenant, Engineers.

Report of the Commitlee assembled to investigate the Cause of the Fall of the Ballee
Khdl Bridge.

The Committee® that had been directed ‘‘ to investigate the circumstances of
the failure of the Ballee Khil iron tension bridge, and to report on the ex-
pediency of re-constructing it on the same principle as before,” ? having pro-
ceeded to its site, and carefully examined the suspending chains, drop-rods,
road beams, castings, &c. (the wrought iron of which they learned from Captain
Goodwyn had been proved in the bridge manufactory by a strain of 10 tons on

! Licut.-Colonel E. Garstin, Superintending Engineer, L. Ps.; Lieut.-Colonel W. N. Forbes,
Engineers, Mint Master; and Lieut.-Colonel A. Irvine, C.B., Engineers.
2 QOrder, dated Fort William, 18th June, 1845,
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the square inch), arc of opinion that the “ disruption” of the structure was not
attributable to the quality of the materials, which, in so far as it could be judged
of by inspection (or apart from re-testing), was good ; nor to imperfection of
workmanship, which, where admitting of survey, appeared unobjectionable.

2nd. The Committee have every reason to believe that the detail of the cir-
cumstances which preceded and accompanied the disruption of the bridge,
have been correctly described by Captain Goodwyn,? as also that the cause
which he has assigned for it was in reality the one to which it was attributable.

3rd. The Committee, having regard to the cause assigned by Captain Good-
wyn for the failure &f the bridge, viz., his having virtuclly set free the ends
of the longitudiual roadway beams from their * holdfasts” in the abutments,
and with reference to his proposal for re-constructing the bridge with nearly
similar holdfasts, decmed it necessary to direct as much attention to the investi-
gation of this important point as the emergency of the case would admit of ;
and the grounds on which they ultimately arrived at the conclusion, that he
was neither mistaken as to the cause of failure, nor in error in proposing the
adoption of a modified form of holdfasts in the renewed bridge, remain to be
bricfly brought to notice.

4th. There arc four sorts of suspension bridges :

(1.) Those in which the planking of the roadway (excepting short platforms
necar the abutments) rests solely on the suspending chains, as is the case in
somc of the Chinese chain bridges, the bridge of Penipé, in South America, &c.

(2.) Those in which the roadway side-bcams (carrying the planking, railing,
&c.) are only connected with the main suspending chain by vertical rods, as in
the Menai, and thousands of other bridges constructed on the plan patented
by Sir Samucl Brown, formerly best known by the name of *“ CableBrown.”

(3.) Those in which the roadway is entircly supported by ropes, or chains,
or wircs, proceeding obliquely from the upper end of abutment posts or piers, as
is the case in many of the primitive bridges formed of coir-rope, cancs, bam-
boos, &c., met with in Asia and South Amecrica, and in some of the light-bar
and iron wire bridges of Europe.

(4.) Those in which the roadway platform is partly supported by rods de-
scending obliquely from the piers, partly by rods proceeding obliquely from
the main suspending chains, and partly by the main suspending chains them-
sclves ; which last, diminishing in weight as they approach the middle of the

3 Pide statement in Appendix.

VOL. IX. N



98 TAPER CHAIN TENSION BRIDGE

span, are linked to the central portion of the roadway by short rods ; which last,
pointing outwards to the upper ends of the piers, have in reality the effect of
making onc of the main suspending chains nearly answer the purpose that
would be effected by two separate chains, each of rather less than half its
length, fastened to the upper ends of the piers,* and from these proceeding to
the junctions of the central diverging rods with the roadway, and which inter-
posing portion of roadway, with those adjacent to it, such chains would (if
made strong enough) serve to support; this, too, without occasioning any tension
on the part of the single main chain introduced (where it is employed) between
the upper ends of the two central diverging links or rods ; and as the bridge
here-—in general terms—described, is the one compuratively rccently intro-
duced by Mr. Dredge, and now in some degree in question, it becomes advisable
to observe, that it partly embraces the principles of construction of the three
classes of bridges previously mentioned, and here, under the heads of first,
second, and third, referred to ; nor, as much difference of opinion prevails with
reference to the amount of strain borne by the central horizontal link of the
main suspending chains, is it unimportant to observc that its amount may be
made much, little, or nothing, by modes of construction appearing to the eye very
nearly the same.

Hth. Let Y Z, in the accompanying sketch, rcpresent onc of the outside
horizontal roadway beams of a Dredge’s bridge, and let this beam be, in the first
anstance, supposed inflexible, and only supported at the ends in a manncr that
would not subject it to central compression ; it obviously could be made to sup-
port any additional load besides its own weight (which by means of its inflexibility
is assumed to be already supported) by two strong chains (e b ¢, and d ¢ f),

. Fig. 1. *

* Reference to the * back chains,’ constantly employed in rear of the abutments, is here and hence-

forth omitred.

* Mr. Wealc, desirous of giving copres of this and the following diagrams in a more correct form,
has deemed it advisabie to have them engraved, from improved drawings, on Plate XXXI.
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made fast in the usual manner bchind the abutments (C Y, and Z f) ; and the
central portion of roadway (a d) interposing between the ends of the chains (« ¢
and d f), would, with thesc two chains, virtually form a catenarian curve (c b a d
e f), very nearly coincident with that which would be formed by a single chain of
nearly the same length suspended betwceen the upper ends of the piers (c and f).
The curve formed by the two chains (a ¢, and d f), and by the portion of road-
way (a d), would, in fact, only vary from the curve formed by the single chain
in conscquence of the perfect horizontality of the inflexible portion of the road-
way beam (a d); and although theoretically no portion of a catenarian curve
can be a perfectly stivight line, still in practice the lower central portion of a sus-
pended chain of a bridge of any considerable span so ncarly coincides with a
straight line that the perfect catenarian curve cver falls solely within the depth
of the rectangular iron bar forming the central portion of the longitudinal road-
way beam. Now, seeing that under such circumstances the central portion of
the roadway longitudinal beam (a ) virtually forms a portion of one of the
main suspending chains, it is obvious that if this portion of the beam is made
sufliciently strong, there would be no strain whatever on any horizontal cord line
(b e) joining the points b and e, and drawn parallel to a d, at a distance that,
on the full scale of a bridge, would represent 1} or 2 fect. It will indeed fur-
ther be scen, that under such circumstances the points b and ¢ might (to usc Mr.
Dredge’s own illustration) be joined by a ““ packthread,” and that, independent
of its own weight, 1¢ could not possibly be subjected to any strain by tension.

But although under such an arrangement no strain would be borne by the
‘ packthread,” it is sufficiently evident that a very considerable strain would
be borne by the portion of the roadway beam (¢ d); in fact, ncarly as great a
strain as would have been borne by the packthread, had it formed a portion
of the main suspending chain passing between the heads of the piers; and it
hence becomes additionally cvident that, as it is only by making use of the
strength of the central portion of the roadway beam (¢ d), that the portion
of the main suspending chain (b €) can be freed from tension,—it is essentially
requisite that this central portion of the roadway beam should be made strony
in the same ratio in which the portion of the main chain represented by the
packth;'ead 18 made weak.

6th. Were (it may be noted) the strength of the portion of roadway bcam
(a d) only sufficient to bear the weight of half the transverse breadth of the
roadway platform of the length representcd by a d, it would obviously be too
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weak to have thrown upon it any of the work, or strain, of the main suspension
chain ; and it is clear that in the construction shown by the sketch, or where
no strain would be thrown on the part of the main suspending chain repre-
sented by the packthread (b e), it would be essentially requisite that therc
should be ample strength, and rigidity, and inflexibility in the longitudinal
beam; as, also, that were the roadway beam (Y Z) not perfectly inflexible
throughout, it would be necessary to give such strength to the chains (¢ @ and
d f), and to the portion of roadway beam (¢ d), as would cnable ¢ b adef,
regarded as one chain of uniform section and strength, to bear the tension of
the weight of this chain itsclf, and that incident to the greatest central or other
load that could at any time be brought on the roadway platform of a structure
so supported.

7th. Ilere referring with a view to simplicity to another sketch in which
only the half roadway beam, and the half main chain, need at first be rcpre-
scnted, it will be scen that half the assumed inflexible roadway longitudinal

Fig. 2.
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beam (Y «), and any load laid on it, would have wholly to be borne by
the balf main chain (¢ b «), whatever might be the additional number of
oblique rods (represented in the sketch by dotted lines) intermediately intro-
duced. It will in fact further be perceived, that as the total fabric projecting
from the pier (¢ Y) would, in reality, form a “ truss,” of which (by the sup-
pusition rcasoned on) the base beum (Y a) is inflexible (thercfore requiring
1o intermediate support), the weight of the supplemental rods, fastened at the
upper cnds to the hypothenusal chain and at the lower ends to this beam,
would only have the eftect of increasing by their weight the concavity of the
chain, and thereby that of rather weakening than strengthening the mecha-
nical combination.

8th. Neither, as in such a combination the greatest strain would fall on the
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outermost portion of the half main
chain (b a,)—more especially when
the chief portion of the load was
placed on the roadway beam ad-
jacent to a,—would any additional
strength be gained by making any
portion of the sectional area of the
half main chain, near the abutment,
greater than it was in the more re-
mote portion of the ¢hain (b «); for
seeing that with reference to the
assumed inflexibility of the road-
way beam, the dotted oblique drop-
rods are, from their weight, worsc
than uscless, it is obvious that this
unnecessary weight would only be
still further added to by increasing
the scction of iron in the half main
chain as it approached the abut-
ment, (as is admitied in page 56 of
the work published by Mr. Dredge
in conjunction with Mr. Turnbull.)
Supposing, for instance, that the
chain (¢ b @) were formed in the
manner represented in the accom-
panying sketch, figure 3, by a
series of wrought iron rods, con-
nected at equal distances with a
set of transverse bolts, and that at
cach bolt from the upper or abut-
ment end (c), the outer pair of rods
were dispensed with, until, near the
lower end (b), only a single rod (say
of an inch square section) remained,
it is certain that if such a chain
were suspended VERTICALLY from

Fig. 3.
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the transverse beam of a gibbet made strong cnough to bear many times
the utmost strain that could be brought on the chain without breaking
it,—and that if, while so suspended, weights were attached to the lower
end (a) of the chain,—the total amount of these weights could not exceed that
which would break the lowest or single rod (a ) ; and it further is evident that
this single or lower rod has its strength in no way added to by the compara-
tively imense quantity of iron in the upper portion of.thc compound chain,
or with the cxception of the central rod, situated between the points b and c.

1t will indeed be scen, that if the distance betwecn the transverse bolts of
such a chain were 20 inches, and the upper set of rods werc 19 in number,
while at the lower end therc was only one, there would be between the bolts
ten lengths of 20 inches cach of iron, and that if the section of each rod was
(like that of the lower one) one inch square, the total number of cubic inches
of iron in the chain (without including the iron in the bolts) would be 2000
cubic inches; and it will also be seen, that as out of this amount only the central
rod, containing 200 cubic inches of metal, would be effective to resist the
downward strain of the weights, the remaining 1800 cubic inches of iron would
be utterly useless. By dividing the total number of cubic inches, 2000, by 200
inchcs, the length of the central rod, it may, moreover, be noted, that out of the
same quantity of matcerial a chain having a uniform section of 10 inches and
the length 200 inches, might be formed, and that whilc the first or tapering
chain would only be able to support a strain of 27 tons, the last, or chain with
the same cubic contents and length, but with a uniform section, could only be
broken by a weight of 270 tons.”

Here, bearing in mind the weakness of the taper chain to resist a vertical
strain, or strain in the direction of its length, it will yct more clearly be per-
ccived that when such a chain is employed comparatively horizontally, or in
the situation shown in figs. 1 and 2, by ¢ b ¢, its weakness at the lower rod,
or between a and b, will be still further increased by the superfluous load of iron
introduced between 6 and ¢, in the manner explained by fig. 3.

Oth. Premising that although the facts here brought to notice have arp-
PARENTLY a tendency to prove that the taper chain principle adopted by Mr.
Dredge is not the best application of a given quantity of iron; it will ulti-
mately be shown that in the mode of bridge construction practised by him,
the whole quantity of material employed is turned to useful (although perhaps

* 27 tons X 10 square inches of section equal 270 tons.
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not to the most useful) account; and having hitherto considered but the condi-
tions incident to a main suspension chain having in reality no strain by
tension on the portion of it represented by the packthread, or by the dotted line
be, in fig. 1, it now becomes advisable to regard the circumstances under
which the utmost possible strain would be thrown on this portion of the main
chain.
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Were it possible, by any force applicd to the ends of a heary chain suspended
between distant piers, to draw ¢ horizontally into a perfectly straight line, it is
obvious that the tension on its central portion would then be @ mazimum ; also,
that a chain so stretched would be in the worst possible condition for giving
support to a load attached either to its central portion or any other part of it:
it also is evident that the nearer the curve of the chain is made to approach a
straight line, the greater will be the strain to which it is subjected, either by its
own weight or hy any additional load attached to it.

Now with thesc universally admitted facts in remembrance, let fig. -t be re-
ferred to, where, as before, Y Z represents the roadway beam, and ¢ b ¢ d e f,
the main suspending chain shown in fig. 1; and let this chain be supposed
drawn up into the upper curve (c¢0’¢ f), in which 0’ ¢ represents a portion of
this chain equal in length to the packthread line (b e) of the lower chain, and in
which the link (" ) would come in place of the link (or portion of the chain)
b a of the lower chain; and by inspection of the figure it will be seen, that as
the upper chain is now much nearer to the horizontal line (¢ f ), the tension at
the central point between 5" and ¢ would be greater than the tension at the
central point between a and d; and this in a ratio known to be INVERSE to the
deflection (or central drop) of the lower and upper chains : and having thus seen
that the tension on the central portion of the upper chain (¥ ¢) is greater than
that on the central portion of the lower chain, or portion of the roadway beam
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(e d), it will also be perceived that the tension on this portion of roadway
beam (a d), supposing it now to be solely supported by the upper chain, will be
DECREASED in some ratio bearing direct proportion to the incrcase of the
an\;_r,lc (¥ «Y); and further, that when the drop-rod (" a) becomes vertical, the
strain by tension will be totally removed from the central portion of roadway
heam (« d), and thercfore be wholly transferred to the upper suspending chain,
and mainly to the central portion of it (I’ ¢). It will, morcover, be seen that
the strain by tension on the central point of the roadway beam (a d) will B
GREATEST wWhen the angle (b « Y) 1s Least; that is, when b e is virtually made
a portion of the main suspending chain, of which the portion of roadway beam
(a d) constitutes another part, or when the structure is on one side of the road-
way, solcly supported by the lower main suspending chain (¢ b a d e f).

10th. Werc the roadway neam mapk totally inflexible, or were it acted on by
compression al the abutmen! ends, as it would be if it were made fast at these
ends, —and if (with a sufficicnt sectional area) it were curved upwards into the
form of an arch,-- it is perfectly certain that no strain whatever, in the way of
tension, could be brought upon 1T by a main suspension chain attached near its
central portion, or ncar that part of it which, in a bridge acting solely by
compression — - as for instance in a stone bridge —would form its  Keying.”
Supposing, for instance, the roadway beam to be arched into' the form repre-
sented in the sketch, fig. 5, and that bearing firmly on the abutments at Y and

7, it has sufficient sectional area’to support itsclf, and any load laid on it, solely
by compression, or without aid from the main suspending chain (¢ a d f),
nothing can be more clear than that there wonld be no tension whatever on the
portion of the chain (e d) if it were made fast (as shown in the sketch) to the
* Keying™ (a d) of the arch (Y « d Z) : it moreover is cvident that any number
of drop-rads, cither oblique ones, as o m, or vertical ones, as o n, might then
be intioduced without their doiug either good or harm, inasmuch as by the
Lypothesis reasoned on, the arch is in itself strong enough without them.
The case, however, will be seen to be essentially different if the roadway beam,
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or arch, is assumed to be (as is, in practice, the fact) not strong enough to
support itself apart from the aid afforded by the main suspending chain and
drop-rods.

Under the conditions last alluded to, it is known that if a long bar of iron,
laterally supported, is formed into a circular curve, or arch, between two abut-
ments, and is then uniforinly loaded from end to end—the curve it will assume
hecomes similar to that represented by the dotted line (Y g ik Z) in the
annexed fig. 6, by which it also will be seen that, with a view to sup-

Fig. 6.
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porting the crown of the arch (e d), and thereby keeping it nearly up to
its original form, that of a segment of a circle, a main suspending chain
(c a d f) might be very beneficially employed. But if, for the purpose of
leaving part of the work of supporting the curved beam, or arch, to be cffected
by the drop-rods, the main suspending chain were not drawn sufficiently tight
to give entirec support to the crown of the arch,—it becomes important to
obscrve that, as the bent beam, or arch, when uniformly loaded would still
remain, in some degree, depressed at the crown (a d), it would still have a
tendency to rise at the haunches (¢ and 4), as shown by the dotted cuive; and
that, under such circumstances, no additional support whatever could be
given by drop-rods, such as mo, inasmuch as thc upward spring of the
haunch of the arch would still have a tendency to slack or curve upward
the drop-rod into the useless form indicated by the dotted line (n"p 0). And
although, on the grounds here stated, Mr. Dredge is apparently warranted
in arriving at the conclusion that the side roadway beams ought not to be
curved, but to be horizontal, the facts above adverted to will, it is believed,
serve fully to prove, that by curving and stiffening the roadway beam,
and by making it firmly rest on the abutments, either all or much of the
strain by tension on the central portion of the main suspending chain (a b)
may be done away with,—and having thus (partly by fig. 1, and partly by figs. 5
VOL. IX. o
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and 6) shown that cither by making a strong central portion of the roadway
beam a portion of the main suspension chain, or by curving the roadway beam
(thereby making it act by compression), much or all of the strain by tension
may be removed from the central portion of the main suspending chain, or from
a horizontal bar, or link, or  packthread,” answering to b e, in fig. 1,—it now
remains to be considered whether this object, or that of relicving the central
and weakest portion of a gradually diminishing main suspending chain from
tension can be efficiently cffected without giving the ends of the longitudinal
roadway beams firm and substantial support (suck as would be given by ““ hold-
Sfasts”) on and in the abutments. '

11th. A bar of iron 250 feet long, 5 inches deep, and # of an inch thick (or
such a one as we find Mr. Dredge considered of ample strength for the side
longitudinal roadway beams of the Ballee Khal Bridge), if sct ““ entirely free at
the ends,” and if left unaided towards the centre and at other portions of its
length by drop-rods connccted with a main suspending chain, would certainly
at once assume the form of a catenarian curve; and having done so, slip from off
the abutments into the water.  But supposing such a bar or beam to be inter-
mediately carried by drop-rods, it is easily proved that when these are vertical,
holdfasts at the ends of the beams in the abutments may be far more safely dis-
pensed with than when, as in Mr. Dredge’s construction, the drop-rods are
oblique both to the main suspending chain and to the horizontal roadway beam.
In fig. 7, where the drop-rods are represented as descending »ertically from the

Fig. 7.
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main suspending chain, a roadway becam, such as Y Z, might be cut into several
picces 5 and if each of these had two drop-rods connccted with it, the respective
picces would still remain in a line nearly horizontal ; but were the horizontal
beam represented in fig. 8 as supported by oblique rods, to be cut across near
its centre, the weight of each portion of the divided beam would immediately
bring the central oblique rods (b« and e d) into the vertical positions (b 2’ and
ed), and at the same time the abutment ends of the beam, 1r rrex, would fly
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Fig. 8.

out in the dircctions Y ¢ and Z w'; and this in such a manner as when the road-
way beam was heavily loaded would probably always (as in the case of the failure
of the Ballee Khil Bridge) scrve to rend asunder the central horizontal link
(b e), or the packthread portion, of the main suspending chain (¢ b e £, sce fig. 8);
and as the certainty of such an effect being produced by such a cause would
obviously be in direct proportion to the weakness of the central portion of the
main chain (be), we cannot but conclude that Captain Goodwyn has good
grounds for adopting a mode of construction giving to this central or hori-
zontal portion of the main chain a much greater sectional area, thercfore
strength, than Mr. Dredge appears to consider requisite. It cannot indeed fail
to be observed, that where therc is no strain by tension on the portion of
the chain (be), (see figs. 1 and 8,) or where by the mode of construction
adopted, the strain that would have been borne by it has been transferred
to the central portion of the roadway beam (a d), cutting across this («d)
portion of this beam would invariably be a certain method of insuring the
destruction of the bridge; yet woting that, in reality, Mr. Dredge’s mode of
construction does not wholly transfer the strain by tension on the central
portion (be) of the main chain to the central portion of the roadway beam
(@ d), it becomes still more certain that very considerable strength (con-
sequently scctional arca) ought to be given to the central portion (b e) of
the main chain; and having in view the possibility of the failure of the
central part of the roadway bcams («d) from various causes (besides that
which led to it in the case of thc Ballee Khal Bridge), we confess we
are inclined to believe that it would be practically expedient to give in all
cases such strength to the central portion of the main chain (b ¢), as would en-
able it to support the structure in the event of the fracture of the central part
of the roadway beam (a d).

12th. But, for the purpose of preventing such a fracture of the outside road-



108 TAPER CHAIN TENSION BRIDGE

way beams, and for the considerations stated, as also with a view to enabling the
roadway beams to be trussed in the strongest possible manner by the roadway
railing, and possibly by the two parallel iron bars running under the transverse
roadway beams from end to end of the roadway (a position in which the iron in
them is comparatively of little use), we are of opinion that abutment holdfasts
for thesc outside roadway beams ought (as recommended by Captain Goodwyn)
to be employed. -

13th. As all other parties who have considered Mr. Dredge’s mode of bridge
construction agree with him in thinking that its strength most especially depends
on the firmness and rigidity given to the roadway, which again obviously mainly
depends on the strength given to the outside longitudinal roadway beams, it is
undoubtedly advisable that these (more particularly when run across the stream
horizontally) should, in addition to being securely trussed, have in themselves
very considerable strength or sectional arca; and on these grounds we entirely
approve of the increase of their dimensions proposed by Captain Goodwyn for
the new bridge.

14th. In such a bridge, the drop-rods are apparently made to pass obliquely
between the main suspending chain and the horizontal roadway beams, for the
purpose of making the strain by tension brought on the drop-rods—regarded
as portions of supplemental suspending chains—act more nearly in the direction
of their lengths ; which, virtually, only is effected by making the portion of the
roadway, interposing between any two pair of drop-rods, equally distant from
the abutments also, partly serve as a portion of a main suspension chain ; and
assuming that by the construction described, thc strength of the portion of
outside roadway beam interposing between the lower ends of a pair of obliqucly
descending rods is—with the strength of these rods—fairly brought into action,
as an auxiliary main suspending chain, it will clearly be perceived, that there
would then not be such a necessity for having great scctional strength in the
intermediate or central portion of the main, or upper suspending chain, as,
apart from such an arrangement, would be indispensable.

15th. That no inconsiderable degree of rclief may be given to the main or
upper suspension chain by drop-rods so disposed, and by the agency of the
interposing  portions of roadway, may be proved by the following con-
siderations :

Let it be supposed that in fig. 9, Y Z represents one of the outside lon-
gitudinal roadway beams of a suspension bridge, of which the portions Y T and
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Fig. 9.

Z V are supported by three chains CT, &c., and f 'V, &c., passing directly from
the heads of these piers to these portions of the roadway (as was the case in the
Rallee Khal Bridge)s it will be seen that if these six chains were made strong
cnough, or that even if the outside ones (CT and f V) were made strong
enough, these, and a properly trussed portion of intermediate roadway beam
(1I'V), (or portion of beam so trussed that it could not be sagged or bent
downwards by any load of carriage, or other load, proposed to be borne by it),
might alone be made to constitute the support of the structure; and it will then
also be seen that, so formed, the chains (C T and f V) and the interposing
portion of trussed roadway beam (V T) would virtually form a main suspending
chain, and which would only be prevented from assuming the catenarian form
by the inflexibility of the trussed portion of roadway (VT). But in a bridge of
large span, the stability of such a structure would obviously be materially
increased by the introduction of other oblique rods, or chains, descending from
the heads of the piers, such as are represented by the lines C U and £ W, which
again will, with the interposing trussed portion of roadway beam (U W), form
a second or auxiliary suspension chain; and by employing a suflicient number
of such chains descending directly from the heads of the piers to the trussed
roadway beam (as is the sole principle of construction in the 3rd class of
suspension bridges described in paragraph 4th), it is known that bridges of
260 feet span may be, and have been, efficiently constructed ; but also, that
for spans of very considerable extent, the difficulty of cqualizing the tension on
the central or longest descending chains (more especially where the roadway
beams have been left without trussing, and where the chains have not been
so united as to afford inutual support), renders the structure, in heavy storms
of wind, liable to injurious vibration.

16th. Now noting that in bridges constructed on Mr. Dredge’s plan suc-
cessive portions of the main suspending chain (say in the first instance those
adjacent to the heads of the piers) and the oblique rods descending from the
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outside ends of the portions of main suspending chain virtually come in place
of the rods C U and fW, shown in fig. 9, as directly descending from the
heads of the piers, we at length arrive at a reason for a greater strength or
a greater section of iron being given to the portions of main suspending chain
adjoining the abutments, as also for in some degree diminishing the section
of iron in the main chaivs as they approach the centre of the span.

And the simplest practical explanation of the conditions involved possibly
resolves itself into this —that in proportion as strength, or scction of iron, is
dispensed with in the central portion of the main suspending chains, the com-
paratively great additional strength given to the roadway side beams renders
them—iu conjunction with the oblique drop-rods—available as supplemental
suspending chains ; conscquently in a manner that leaves it unnecessary to have
such a quuntity of material in the main or upper suspension chains, or in the
entire structure, as, apart from such arrangements, would be requisite.

17th. Bearing further in mind that in suspcnsion bridges of considerable
span, the lower portion of the catenarian curve formed by oue of the main
suspending chains very nearly coincides with the horizontal line of the road-
way platform, it is obvious that the roadway planking or platform might (as
in sonie of the Chinese bridges® and in the bridge of ]'cﬁipé,) be directly laid
on this lower (or ncarly horizontal) portion of the main suspending chains, in
a mauner that, at this part of the structure, would render both the side beams
of the roadway pletform, and much of the material employed in it when
separately suspended, unnecessary ; and although such a mode of construction
is objectionable from the jar given to the fabric by heavy wheeled carriages
descending the partly curved roadway platform, it can, by reference to the
principle alluded to, be anderstood that where (as in Dredge’s bridge) the side
roadway beams are placed horizontally, and aided by oblique drop-rods made
virtually to do part of the work of main suspending chains, a less total quantity
of material may be emploved, than where additional strength or weight has
to he given to the main suspending chains, to enable them to support the
neeessarily greater weight of materials employed in a roadway of platform
separalely framed, and suspended by vertical drop-rods not in any way
answering, as do the oblique ones, the purpose of supplemental suspending
chains.

I:ith. The above illustration is offered with a view to reconciling the experi-

% Sce paragraph -tth.
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mentally ascertained fact of the greater lightness of oblique-rodded bridges
with the unquestionable truth, that, if precisely as much additional weight
of material was given to the side roadway longitudinal beams as was dispensed
with in the main suspending chains, the total weight of the structure would
still remain the samc. And as such an impression is decpened by regard
to the consideration, that in suspension bridges formed with vertical drop-
rods, side roadway longitudinal éron heams are not required, and in consequence
are not introduced, it is necessary to obscrve, that it has previously been
shown that in oblique-rodded bridges, the side longitudinal roadway beams
also serve in no inconsiderable degree as portions of suspending chains, and
that, ultimately, grounds will be adduced for believing that in such bridges
the diminution of weight is cffected by giving one excess of strength (or
additional weight of materials) to the roadway beams, and not two such pro-
visions of il, as would have been requisitc had the duties of road bearing,
and of suspension, been kept entirely scparate ; and when it is borne in remem-
brance that in ell suspension bridges there is a tendency in the wrought
iron materials to tear themseclves to picces by their own weight, and that
in consequence a great excess of strength has to be given to counteract this
cvil, it will be perceived that, by making one part of the structure do the
work (say) of Two, there could not but be a total saving of weight by giving
it only one (in place of double) excess of strength.

19th. Although the main object contemplated by the sort of bridge last
adverted to, is excluding all material save such as directly contributes to the
strength of the structure, we confess our inability to perceive strict attention to
this principle in the arrangement of some of the oblique drop-rods, more espe-
cially of those descending from the main suspending chain in the vicinity of the
heads of the piers.

In fig. 10, let ¢ m b e n_f rcpresent a ““ Dredge’s” suspending chain, and the
letter m the point from which the first oblique drop-rod (m U) descends from the
main suspending chain, it will be perceived that if one rod (¢ U) were em-
ployed by the same section of iron as cither the outside rod of the main sus-
pending chain (¢ m) or the drop-rod (m U), (which have equal sections,) there
would nccessarily be less iron in ¢ U, than therc is in ¢ m and m U added
together ; inasmuch as ¢ U, one side of the triangle (¢ m U), could not but
be less in length than ¢ m and m U, the other two sides of the same triangle,
added together. And with the rod (¢ U) directly descending from the



TAPER CHAIN TENSION BRIDGE

Fig. 10.—Ground Plan.
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head of the pier (¢), it will also be perceived that the strain brought by
any load placed on the roadway side beams, and transferred by it to the point
U, would be immediately communicated to the head of the pier, where it
would be counteracted by the corresponding back chain, in a manner that
would entirely remove from the main suspending chain the tension brought on
it at the point m by the drop-rod (m U).

By the arrangement adverted to, the main suspending chain (¢ m b e n f)
would not mercly be relieved from the tension brought on it by the drop-rod
(m 1), but also from its weight, and from the weight of the main chain side rod
(¢ m), {see ground plan sketch;) and as these two weights, added to those of
several of the sets of drop-rods, with their corresponding rods forming the two
outer sides of the main suspending chains situated uvearest to the piers, have no
inconsiderable tendency to render the main suspending chains more concave
near the piers, thevefore more horizontal, and weaker at the central portion of
the span, there assurcdly is reason to believe that the structure would be
stronger if a greater number of drop-rods near the piers were made to descend
directly from the saddles placed on theiwr heuds.

20th. Leaving the upper roadway beam and the roadway itself horizontal,
the rigidity of the roadway, ou which the strength of the fabric mainly depends,
would certainly be increased if the material employed in the four longitudinal
roadway beams were formed into two beams, and if the lower one, curved into a
circular segient, was made Lo approach the upper or horizontal one towards
the contre of the span, in the manner vepresented by fig. 11 ; and, were such a
plan adopted, the iron and materials of the roadwaey railings might be so dis-
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posed, as, in conjunction with the beams described, to form continuous trusses be-
tween the abulments, each truss probably nearly in itself of sufficient strength to
bear its own weight (but assuredly no additional load) without the intervention
of any suspending chains.

To side roadway trusses thus formed the suspending chains could be attached
in a manner that, in conjunction with the drop-rods, would still lcave the mate-
rial employed in the side beams, or trusses, fully available for the purpose of
intermediate portions of suspending chains ; but as it has repgatedly been stated
that we conceive the principle involved in such structures is employing strength,
or section of iron, given to the roadway side beams, or trusses, in place of
strength, or section of iron, dispensed with in the main suspending chains,-a
conclusion that inevitably indicates the necessity for giving greater strength
or section of iron to the central portions of these beams, where, from the diminu-
tion of it in the main suspending chains, it is most indispensable,- it requires fur-
ther to be observed that the mode of trussing proposed would in reality provide
the strength there admitted to be most requisite.

21st. Having alluded to such a mode of construction merely for the purpose
of illustrating the conclusions arrived at with reference to the sort of bridge
immediately under consideration, and consequently not with any intention of
gwing a plan of a structure that could be employed in place of it,—a proceeding
that would only be warrantable after numerous and extensive experiments hare been
undertaken and completed,—we deem it neccssary to bring distinctly to notice
our entire acquicscence in the opinion expressed by Captain Goodwyn, and
acted on in the bridges fitted up by him, in most other respects on Mr. Dredge’s
plan,—that GENERALLY greater strength, or section of iron, should be given to
their component parts than Mr. Dredge himself considers requisite.

In other sorts of suspension bfidges, the best Engincers have never ventured
to subject a square inch of iron to a greater strain by tension than nine tons ;

and this, inasmuch as, although not actually fractured by an average load of less

YOL. IX. r



114 TAPER CHAIN TENSION BRIDGE

than twenty-seven tons, it begins to stretch when subjected to a strain exceeding
ten tons. Mr. Dredge, on the contrary, appears to have no hesitation in making
an inch square bar take its chance under an occasional,” if not constant load of
fourtcen or fiftcen tons. Captain Goodwyn, as previously stated, proves the
iron he employs by a strain of ten tons, and never intentionally subjeets it in
the structures in which it is used to a greater strain than nine tons.

22nd. The conviction that on the point adverted to Captain Goodwyn is
right in adopting the general practice of the profession in place of the par-
ticular practice of Mr. Dredge, appeared to us to render indispensable such
an examination of Mr. Dredge’s mode of fabrication ds would best enable
us to ascertain whether or not there was any peculiarity in it, warranting
such a deviation from established practice ; and having partly done so without
tinding any sufficient grounds for considering such an innovation advisable, we
have now to observe that we have not arrived at this conclusion without
advertence to the, possibility of there being involved in his plan (as in the
“ spiders web” occasionally used for its illustration), a consistent sort of weak-
ness—not casily reconcileable with such greater strength (therefore weights of
matcrial) as more experienced Engineers consider indispensable.  Well assured
that the insertion of a rope, or even of a ““ packthread,” in the web of a spider,
would prove destructive to some of the finer meshes, or parts of the fabric, and
possibly lead to its total disruption,—it may, 1n like manner, be conccived that
in onc of Mr. Dredge’s bridges a similar result might be produced by an
incrcase of strength, not duly distributed, and which could only be duly
distributed after a thorough knowledge had been obtained of all the principles of
construction imvolved.

23rd. Noting that the eminent mathematician who attempted to investigate
the principles of Mr. Dredge’s mode of bridge construction appears only par-
tially to have succceded, inasmuch as he arrived at two rules,—one of which
makes the tension on the obliquc drop-rods unifoimly increase towards the
centre of the span, while* the other makes it regularly diminish as the centre
is approached,—and, moreover, observing that Mr. Turnbull’s theoretical

7 'This appears to be the case from the Specification of the Lever Bridge given in Mr. Turnbull's
Memoir, and the section of iron said to be employed in its ghains,

¥ See pages 3R to 40 of Turnbull’s Memoir, in which the formule show the diminution of tension
JSrom centre to picr, and p. 55, where the result of the expression A C=A B cosec. A C B shows the
tension to increase from pier to centre!
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investigation of the mode of construction contains & qualification to the effect
that ¢ The foregoing” (a tablet of terms intended to show the law that regulates
the strains) ‘ may be considered as a mathematical 1LLUsTRATION of the prin-
ciple upon which the tapering of the chain depends; but the subject is still
involved in difficulty as rcgards the distribution of the forces, and the position
of the oblique suspending rods ; for here there is no coNvITIONAL equation to
direct us, and on this account the successful application of the principle to
practice must in a great measure depend on the sagacity and skill of the
Engineer® by whom the fabric is raised,”—there assuredly is too much reason to
apprehend that the’ principles of fabrication involved have not yet been so
developed as to afford the means of satisfactorily predicating what would be the
result of great practical variations of detail.

24th. Mr. Dredge was of opinion that the quantity of material employed in
the ““Ballee Khal Bridge” was *‘ greater than was indispensubly requisite :”
Captain Goodwyn, fully convinced of the soundness of the general principle
of construction, and that the accidental disruption of the structure was in
nowise attributable to the principle, now proposes materially incrcasing the
section of iron, or strength principally in the longitudinal side roadway beams.
We have alrcady expressed our conviction that such an alteration would be
advisable ; but being unprepared to demonstrate that the adoption of this
suggestion would not render it®advisable to give a proportionally increased
section to the central, and still weakest, parts of the main suspending chains,
it is only because Captain Goodwyn (who has bestowed so much time and
attention on this particular description of bridge) does not see occasion for such
an additional augmentation of strength, that we have abstained from recom-
mending it.

25th. Excellent as the principle in question may be, we cannot but regret
that the profound scicnce which has been applied to its investigation has led
to such an indefinite conclusion, as that its successful reduction to practice
“must in a great measure depend on the sagacity and skill of the Engineer
by whom the fabric is raised ;”’ nor can we overlook the fact, that, notwith-
standing this complimentary allusion to the practical instinct of the profession,
the Civil Engineers of Europe have shown a marked disinclination to having
any concern with its mathcmatical merits.

? Sce page 35 of the work published by Mr. Turnbull on Mr. Dredge’s bridge.
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26th. The unquestionable fact, that, apart from some THEORY, the approxi-
mate strengths of the component parts of a Dredge’s bridge would be totally
indeterminate, necessarily leads to the consideration of the manner in which its
principles have been illustrated ; and as Mr. Turnbull’s investigation of the
questions involved is considered the best, it becomes worthy of particular
regard, that it commences with requesting the reader to ““ conceive’ the half of
onc of the longitudinal roadway beams of a Dredgce’s bridge *“ to be « heavy'®
and perfectly inflexible bar (or ¢ lever’) of uniform figure and density in all its
parts;” and although, for argument’s sake, the party so appealed to need have no
hesitation in making the admission required,—and, in consequence, will find no
reason for resisting the conclusions to which it mathematically leads,—he still
may reserve to himself the right of recurring to the starting-point, or to the
degrec of resemblance that in reality cxists between the half bridge of a Dredge’s
beam and such a lever; and having, by reference to plans, and to the actual
detail of such a structure, satistied himself that the assumption is in a great
degree imaginary, inasmuch as the half beam in question (formed of a series of
iron bars joined by coupling links) is far more like the main suspending chain
placed above it, than the inflexible lever alluded to, he nccessarily feels disap-
pointed that the demonstration has not been based on the actual conditions of
the case, rather than on a similarily assumed in the first instance, and in the
end found wanting.  So dealt with, he becdhes disinclined to admit that a
demonstration based on an illustrative assumption is any demonstration at all;
nor, fully acknowledging the merit of the reasoning as regards the lever, can
he help mentally denying its applicability to the “ Dredge’s™ half bridge roedway
chain, misnamed a bean.

The lcver, or beam, or half chain adverted to, is in reality any thing but
inflexible ; and bearing, at the best, more resemblance to a ¢ fishing-rod ™ than
to a crow-bar, it would assuredly Liave been satisfactory to have seen a demon-
atration (or cven an illustration) of the points at issue, not totally excluding
regard to its chain-like structure and modified elasticity.

27th The stress laid by the able investigator of the principles involved on
the assimilation of the roadwav beams to inflexible levers, serves, at least, to
show that the conclusions at which we have arrived in favour of trussing these
beams in the strongest possible manner, would have the effect of making the theory,

10 Sue page 6.
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assumed to be correct, more completely apply to practice. If, in fig. 12, d Z

Fig. 12.

were conceived to be an inflexible lever, all that the theory aflirms might be
truc; but if, on the contrary, d Z were conccived to be (as it more nearly is)
an inflezible chain, it is equally certain that, so far from being supported by the
main suspending chain and oblique rods (d f), these would descend into sowe
such form as represented by f k d'.

28th. On the subject of the extent to which suspended iron chains can be
tapered with advantage, or in the manner that affords the greatest strength
with the least material, Profcssor Moseley (in a letter written in reply to Mr.
Dredge, and published in the 38th volume of the ¢ Mechanics” Magazine®) makes
the following obscrvations to introduce a highly important practical conclusion:
“I make no claim, you will perceive, to having tirst suggested or demonstrated
the principle that the section of the chains should diminish from the points of
suspension to the centre.”  To have donc so, would *“ have shown great igno-
rance of the history of practical science. In the ‘ Philosophical Transactions’ of
1826, this principle is fully stated and discussed by Mr. Davics Gilbert. A Table
is even given by him to facilitate its application; and again by Mr. Hodgkinson,
in a paper referred to in my preface, and published in 1831. Again | find it
in the ‘ Analytical Statics’ of the Rev. Dr. Whewell, published in 1833. [t
was from these writers, and not from Mr. Dredge’s bridge, that 1 derived my
knowledge of it, and 1 think it likely that it may be found recorded in theoreti-
cal works of yet carlier date. I do indced clain (although | have nowhere in
my work specifically stated that claim) (o have been the first to develope com-
pletely, that law of the variation of the section of the chains and of their curva-
ture, which is consistent with the greatest economy of the material of the structure
under its ordinary form. Whilst preceding writers have either moditicd the
conditions of the question, or, deterred by its analytical difficulties, have not
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procceded beyond that point at which it may be solved by approximation, my
inquiries have been pushed on to the determination of formulee expressing (in
comparatively simple terms) the equation to the curve, and the scction of the
chains. WIHEN APPLIED TO SUCIH CASES AS OCCUR MOST COMMONLY IN PRACTICE,
THE LATTER FORMULA SHOWS TUE VARIATION OF THE SECTION NOT TO BE RAPID
OR CONSIDERABLE.”’!

29th. The decision thus arrived at happily admits of practical illustration in
a way that leaves no doubt of its general accuracy : supposing a bar or rod of
iron of an inch squarc section and 100 feet long, suspending vertically by onc
of its ends the upper foot of its length, near the point of support, would ob-
viously have the total weight of the entire rod to bear; while the lower part
of its length, say one foot from the lower end, would only have the weight of
one foot of its length to support, or so situated, the section of iron at the upper
cnd of the rod would (from the weight of the rod itself) have 100 times the load
to sustain that would be borne by the section of the lower foot of its length;
and as an inch square bar of iron weighs nearly 3:311bs., this would nearly re-
present the strain at the lower end, while (331 X 100=) 3311bs. would be the
total load or strain on the square inch at the upper end. To determine the
sections or tapering that ought to be given to such a rod, say at 99 points of its
length, so that each scction might by the weight of the portion of rod remaining
helow it be uniformly loaded, would assuredly involve laborious calculation; but
as in practice a suspended iron rod is never employed to bear merely its oun
weight, the solution of the problem is of little importance, save as a step to-
wards the determination of the far more common, but much more complicated,
(uestion of the degree of tapering that can be given to a rod—suppose still
100 fect long, and one square inch in section—employed to sustain (say) a load
of 9 tons or of 20,160ths. Now noting that the total weight of iron in such a
rod would only be 331 1bs., it will be scen that this weight is so insignificant,

1 In reply to this letter, Mr, Dredge states, (vol. xxxviii. p. 51 of * Mechanics’ Magazine,") * that
the section of irunin the chuins of the foot bridge " erected by him *“in the Regent’s Park (‘* and which
has a spun of 150 feet ) *“ is at the points of suspension 8904 inches, and at the centre <742 inches,
exhibiting a difference of 8162 inches ;" further, that according to Davics Gilbert’s Table ** the
chains «f the centre must have been 860 inches, or only *204 inches less than at the points of sus-
pension ;" but as a central section of <742, or less than Jths of a square inch, could never of itself
have supported the structure, it becomes evident that the strength of a bridge constructed on
Dredge’s plan in reality mainly depends on the scetion or strength given to the side longitudinal
roadwav bheams.
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compared with the additional load of 20,1601bs., as practically to be hardly
worthy of regard ; and (doubtless influenced by this consideration) it appears
that in the construction of the new * Iungerford bridge,” Mr. Brunel (who
certainly knows much of what has been written, and all that has been
successfully reduced to practice on the subject) has only deemed it necessary to
increase near the piers the section of the main suspending chains, formed
throughout the rest of their ‘“ length of 10 and 11 links alternately, to 11 and 12
links ;’” and this he has done avowedly **as a provision of strength to meet the in-
creased strain which takes place near the piers.” Each of these links, it may be
noted, is 24 feet in length, 7 inches broad, and 1 inch thick; and as the section
of iron in these chains at the centre of the central span is stated to be ** 296
square inches,” while the section at the piers is 312 square inches, it may not
unfairly be inferred that he considered the difference, 16 square inches, an ample
provision for the strain incident to the weight of the material used in the chains
of the central span, viz., 352 tons; and this while they were employed in sup-
porting an additional load in the ‘drop-rods and central span roadway of 220
tons. It may moreover be concluded, that having in view the discussions
which had taken place on the extent to which the tapering principle could be
carried, he did not consider it expedicnt to apply it (with rvertical drop-rods).
excepting in the comparatively small deyree now brought to notice.

30th. In the bridge alluded to, the roadway, which is only intended for foot
pussengers, has a breadth of 14 feet; its total length is 13524 feet, and with «
central span of 6763 feet (exceeding that of the Menai bridge by 110 feet), it
has a central rise of 4 feet, which (wherc the main chains arc nearly of uniform
strength, and where in consequence they give ample support to the crown of the
arch formed by the roadway) is an arrangement materially contributing to s
strength and stability. Taking 17§ tons ‘* as the impairing weight” of a square
inch of iron which will only break under a load of 27 or 29 tons, the 296
square inches of iron in the weakest or central part of the main suspending
chains of the bridge * would actually bear (296 X 17} tons) = 5180 tons ;
while (296 X 5 tons=) 1480 toms, 1S THE GREATEST LOAD THAT CAN BE
BROUGHT UPON 1T by a crowd standing close together, and which will weigh
100 1bs. per square foot.” Thus loaded, it is stated that the entire weight
borne by each of the twc piers raised in the river would be about 1000
tons; and it hence appears, that apart from the weight of this crowd, the
total weight of the main chains, drop-rods, and roadway, is 1155 tons, which,
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as the roadway is 13524 feet, makes the suspended weight, PER RUNNING FooT,
17 ewt. 0 grs. 9 ibs.

31st. With rcference to bridges constructed on Sir S. Brown’s principle,
Drewry, (a well-known writer on the subject of suspension bridges,)'* states,
“ the differences of tension at the different points on the length of the chains, are,
in fact, so trifling that it is not worth while attempting to save weight and
wetal by nicety of proportion in a bridge of moderate dimensions ;” and having
given a Table extracted from TiosE computep By Davies Giiperr (V.P.R.S)),
for facilitating calculations respecting such bridges, he observes, that ¢ the
differences at any usual deflections are not such as to allow any greal saving of
materials: taking, for instance (with reference to the Table he quotes), the Menai
Bridge to have a deflection of 1 in 151, and the whole weight of the suspended
part, with its fair load, to be 1000 tons, then the tension at the middle would be
1878 tons, and at the extremities 1943 tons. The chains of the Menai Bridge
contain 260 squarc inches of iron ; if, therefore, they were proportioned through-
out to their tension, they should contain at the middle *3%” or only about 251
square inches, instead of 260 square inches—difference, 9 square inches.”” Hence
he proceeds to show the * weight of iron saved in a bridge which weighs 6433
tons, without any load, would only be 33 tons. In the bridge proposed by
Bruuel, at Clifton," it is stated that it was intended to give the chains ncar the
points of suspension 496 square inches of sectional aréa, and from thence to
diminish their sections towards the middle, where they would have contained
458 square inches ; also that thus formed the weight saved would have been
about 20 tons. which might have been usefully disposed of in other parts.”

32nd. Tlaving regard to the fact that in Dredge’s bridges the difficulty of
stiffening, or of trussing, the side roadway beams, and the roadway generally,
increases in a ratio much greater than that indicated by the direct increase of
span, we are inclined to believe, that for bridges of very considerable span it
would not at present be advisable to give a less total weight of material than that
pointed out as requisite by the very careful experiments made by Sir Samuel
Brown, Telford, Rhodes, Brumel, Palmer, Barlow, Rennie, Tredgold, &c.; but
that with a view to enabling this weight of material to be disposed of in the
strongest possible manner, it would be highly advantageous to have a set
of experiments instituted, calculated fairly to test, merely as regards con-

12 See poges 166 and 167, 130f 700 feet span.
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struction, the merits of the various plans actually reduced to practice ;' and,
amongst the last of them, the modes of formation adopted by Mr. Curtis, by
Mr. Motley, and by Mr. Dredge.

33rd. The plans of Mr. Curtis and of Mr. Motley have here been adverted
to, because both (like Mr. Dredge’s) in a great measure depend for stability
on the strength given to the roadway, and because they both involve the use
of main chains directly descending from the piers,—a mode of construction
likcwise (in the vicinity of the abutments) adopted by Mr. Dredge.

Both the plans referred to, as well as Mr. Dredge’s, are represented to
be free from vibratiofi, and to be as strong as they can be inade by the quantity
of material employed.

34th. The cxperiments alluded to would be most valuable if carried on (as
were Telford’s and Rhodes’s and Palmer’s) both on model and full-sized scales;
that is, on spans of 31§ feet, of 100 feet, of 140 fcet, and of 900 feet measure-
ment, light material, such as iron wire, or small iron rods, being alike used for
all the varieties of spans.

To the results of such experiments duly extended, (on principles, that if time
had permitted, would have becn attempted to have been detailed,) mathematical
rcasonings might be applied with advantage, because with comparative cer-
tainty.  Useful, invaluable as models are, for rendering a particular mode
of construction intelligible, all practical Enginecrs, as also all mathematicians
who arc practically as well as theorctically acquainted with mechanics, know
that mere models often lead to the most fallacious conclusions ; and this from
its being generally assumed (oftcn without a shadow of satisfactory proof) that
the dimcnsions of particular parts of the fabric only require to be increased in
dircct proportion to one of their linear dimensions, as for instance, in the case
of bridges, directly in proportion to the spans; whereas cxtended orv full-
scaled experiments may be found to prove that the dimcensions of some of
the parts ought to be increascd in some higher power than either the squares
or cubes of the spans. On what principle it is that Mr. Dredge only allows
the small increase of section he does to the side roadway bcamns of bridges
of 400 and of 900 feet span,'® compared with those he gives to others of 100

4 Now carrying on in Calcutta.

15 It appears that for a span of 100 fect, Mr. Dredge makes the section of the outside roadway
longitudinal beams 5 inches x § inch, while the scction of the corrcsponding beams for a span of
400 fect is but 6 X § inches.
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and 150 feet span, we have been unable to discover; and in consequence (and
in the ahsence of full-scaled experiments) we cannot but conclude that Captain
Goodwyn takes the wiser and safer course in giving the corresponding parts
of the large-spanned bridges which he has planned much GREATER STRENGTH
OR SECTIONAL AREA THAN MR. JJREDGE CONSIDERS REQUISITE.

35th. In treating of the subject of ‘“ holdfasts ” for the roadway longitudinal
heams, Mr. Dredge justly indicates that provision should be made for the
variations of their length incident to changes of temperature,—and noting that
by experiments quoted by Telford, the expansion of a bar of iron of 50 feet
long, under a change of temperature of 60° of the thermometer, is but $th of
an inch,—and, consequently, that the total expansion of a bar of iron 250 feet
long, or of the length of the roadway beams of the Ballee Khél Bridge, would,
under the greatest known local vibration of temperature, viz., 30 degrees, be
but (3th X 5=) jths of an inch, one-half of which, or sths of an inch, would
take place at each end of the length,—it is certain that by many well known
contrivances this tritling elongation or contraction of the roadway beams might
be allowed for, without interfering with the principle of giving such ample
and cntire support to their ends as would be given by the ‘‘ holdfasts ” pro-
posed to be cmployed by Captain Goodwyn. Resting, for instance, the ends
of the beams on a slightly elastic substancc introduced at the extreme ends
of the cast iron boxes holding the beams in their places, would produce the
desired effect ; or this object might (partly as in the gridiron pendulum) be
accomplished by making the expansion or contraction of one of the roadway
beams counteract that of the other. '

Employing back chains to these *“ holdfast boxes,” we agree with Mr. Dredge
(and ultimately with Captain Goodwyn) in regarding as unnecessary.

36th. Great additional strength and power to resist tension might be given
to the roadway by dowelling the longitudinal roadway plunking laterally
together, or (supposing the thickness of the planks 3 inches) by running at
intervals of 4 or 5 feet apart, light iron rods transversely through the centre
of the planking, or across the entire breadth of the roadway.

Much additional strength might also be given to the roadway by partly
fastening down the planking (bound together as above proposed) to the
upper flanges of the transverse T iron roadway beams by BorLTs and screw
NUTs, in place of by “ stuples ™ or by tapering pointed spikes, which, although
clenched above at the fine ends, are liable to being straightened and drawn
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out of the planking when any unusually heavy strain is brought on the
bridge.

Drawing the heads or screwed nuts of bolts through 3-inch planks would
(comparatively) be impossible.

37th. Had the roadway of the Ballee Khal Bridge been formed as here
proposed and described, the strength of its transverse sectional area of timber,
UPwARDS oF 600 squARE INcurs, would have come fully in aid of the
sectional strength of the side roadway iron beams, viz., 8} sQUARE INCHES;
and under such circumstances the fracture of these iron beams, or, at all
events, the total disruption of the structure, could not have occurred.

38th. All the transverse T iron roadway beams, in place of every third
one, ought to be so fastened to the side roadway bcams as to keep these
beams from bending outwards as well as inwards; and so fastened, each of
them would partly have the effect of keeping the side roadway beams straight,
if they were so (as they ought to be made if accidentally curved) before they
were raised into their places.

39th. The complete adjustment of the lengths of the oblique drop-rods,
and of all the parts of the bridge, ought to be accurately effected before the
roudway planking is laid, and, in consequence, before any load, either
irregularly or uniformly distributed, can be brought on the roadway platform,
by broken stone, brick, &c., used in the formation of the road.

40th. Totally avoiding cast iron boxes, as the means of connecting the
oblique drop-rods with the roadway bcams, would be highly advisable ; inas-
much as the bolts used for securing these boxes to the srams have the effect
of materially diminishing their sectional strength.

41st. Forming the side roadway beams in a manncr that would render it
possible to dispense with the coupling links, and with the numerous bolts
joining the links and BEAms together (greatly to the detriment of the strength
of the LaTTER), would also be an improvement.

42nd. Avoiding the use of cast iron, to the utmost possible extent, would, on
various grounds, be advisable. In small castings, such as are employed for the
ends of the transverse roadway beams (and which are formed according to
patterns used by Mr. Dredge), no degrce of care will, in all cases, insurc the
absence of flaws, or of brittleness.

43rd. It appears that the weight of a bridge, on the ‘ old principle,” would be
«“ sizty-five tons;” and in a note reccived from Captain Goodwyn, of date the
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17th of August, it is stated that sixry-rHREE ToNS will be the total weight of
iron in the (new) Ballee Khél Bridge. '¢

44th. There were in each of the two “central links” of the Ballee Khal
Bridge 3 square inches of section, or jointly, 6 square inches; and in the two
side longitudinal roadway iron beams, there were jointly 83 square inches; and,
adding these scctional areas together, (viz., 6 square inches + 83 square inches,)
it appears that (including the section of the outsidc roadway beams) the total
scction of iron at the centre of the span (not deducting the scetion of the bolt-
holes cut in the side roadway beams) was 14} square inches. In the new
bridge, Captain Goodwyn proposes making the joint sectioh of the side roadway
beams 13'75 square inches (=2 X 53 inches X 1} inch); and if to this
sectional area be added that of two extra side plates, extending 21 feet on each
side of the centre of the span, viz., 16'5 square inches (=5} inches X § inch
X 2), and the section of four centre links, proposed by his note of the 17th of
August to be increased to 13 inch in diameter, or jointly to 828 square inches,
THE TOTAL CENTRAL SECTION of the new cHAINs and roadway beamns wiLL BE,
FOR 42 FEET AT THE MIDDLE OF THE SPaN (1375 4 828 4 16°5 =) 3853
square inches, or 24-03 square inches in Excess of the former sectional
area. .
In a bridge on the old plan of 250 feet span, with %th deflection,
the safe section of iron in the chains, with a load of 1201bs. on the square
foot of roadway, would be 48 square inches; and it hence will be seen
that the strength represented by the total differences of section (48 square
inches — 38°53 square inches), equal (nearly) 10 square inches, approximately
represents the strength remaining to be supplied by the roadway platform;
acting, as it s intended to do, (and as, if formed as above proposed, it
would do,) by compression, in opposition to tension, from the centre of the
span. '

16 Respecting this approximate equality of weights of bridges formed on the old and Dredge’s plan,
Captain Goodwyn, in the note alluded to, represents that in the * New Ballee Khil Bridge 20 tons
will be the actual weight of longitudinal and transverse beams of the roadway. So that the
difference between a bridge of 250 feet on old and new principles (cstimating the snwe items in both,
only chain drop-rods and railing) is as follows :

Old principle = 65 tons,
New . = 43 tons,
where timber forms the roadway of the former, and 20 tons of iron the latter.”
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The total weight of these new beams will, he states, be * but two tons in
excess of that of the old beams,” and that, proposing to employ eleven tons of
iron plates, spiked transversely to the planks, all along the bridge, at four
inches apart, there will be totally a less weight on e roadway of scventy tons,
than while, as at first, it was loaded with ninety tons of *“ Koah,” or roadway
material.

45th. In addition to the alterations now described, straightening or renewing
all the iron works bent or twisted, and replacing by new castings such of these
last as werc found broken, will be observed to be the principal measures
proposed by Captain*Goodwyn for adoption in the re-crection of the bridge ;
and with the whole of the iron-work *‘ re-tested,” as proposed, and in conjunction
with such methods of trussing and relaying the roadway platform as have above been
adverted to, we are of opinion that it would be advisable to employ the materials
of the former bridge in thc manner he has recommended, or here indicated; and
further, that with the improvements he has suggested, and the adoption of such
alterations of detail as have now been brought to noticc CAREFULLY EXECUTED,
the new structure would be proportionally stronger than any one previously
constructed on the same principle, all of which, erected in Europe on Mr.
Dredge’s plan, have answered the purposes for which they were intended, and
‘“are now in good order.”

46th. By the reconstruction of the bridge under the immediate superintend-
ence of Captain Goodwyn, as with reference to many considerations would be
requisite, the faircst possible trial would be given to the principle involved;
and in the course of locally dirccting the operations relating to its replacement,
he would have an opportunity of experimentally ascertaining thc best means of
obviating the difficulties (apparcntly of no formidable nature) stated to have
been cncountered in the putting up of smaller bridges formed on the same plan,
at stations comparatively distant from Calcutta, and therefore less in the way of
easily obtaining well-qualified workmen.

47th. Based on the information thus acquired, Captain Goodwyn will be ablc
to furnish the local executive officers with supplemental instructions for the
crection of this particular description of bridge, so minutely dctailed as to
leave little room for the exercise of the professional ingenuity they are known
to possess,—this under the assumption of the conclusions derivable from the
reconstruction of the Ballee Khil Bridge, and from the ‘ full-scaled experi-
ments”’ alluded to, being of a nature to warrant the more general introduction
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of Dredge’s * Taper Bridges,” strengthencd and improved as proposed by
Captain Goodwyn.
.. Garstin, Lieut.-Colonel, President.
W. N. Forses, Lieut.-Colonel, Engineers.
A. Irving, Lieut.-Colonel, Engineers.

Calcutta, Scptember the Gth, 1845,

Appendix to the Committee Report on the Fuilure of the Bullee Khdl Bridge as originally
constructed in close Adherence to Mr. Dredye’s Principles.

l.'..l.‘: ,'!.f‘..ilf. The principle on which the bridge was construeted is that of tension in the suspending
ling, or line of the chains and auxiliaries, and compression or rigidity in the horizontal, or
line of the platform; thesc joint powers acting in the support of the fabric and traffic.

Peaohhengh Tt s my duty to furnish the Committee with proofs of the efficiency of the bridge in

s all its parts, as constructed, hecause the result justifies the assertion, that the failure is
solely attributable to a deviation from the principle during the progress of setting up,—an
error caused by anxiety to remedy an accident, and nof from any fault in the principle
or want of strength in the combination of the parts. The tension on the upper link
of the chains may be computed by half the weight x by the cosecant of the angle of
suspension ¢ this being a well-admitted fact, needs no further proof. The area of the
platform supported by the chains (exclusive of that upheld by the rods direct from
standard) was 192 x 18 =3456, which, at 1501hs. per squarc foot, for weight of bridge and
traffic (an extreme assumption), gives 518,4001bs,, or 232 tons and 2% x 2°95 (cosccant

Uharns 19” 51’) =342 tons total tension on each end, or 171 tons on each chain. Now the
upper liuk consisted of 15 rods of 13" diameter = 22} square inches, which, at 10 tons
per square inch, gives a power of 225 tons, or 54 tons in excess of that required. Sup-
posing each set of oblique rods to deduct an amount of tension from the links to which
they are attached, equal to the force exerted on them respectively, there will remain a
tension on the centre link in an extreme case of 36 tons (306 tons being the sum of
the extreme tensions of the auxiliarics), or 18 touns in the centre of eack chain. The
section of each centre link is 3 square inches, or cqual to 30 tons, one rod only being
dropped from cach link in succession.

tl::v\h;.,:l:w A space upheld by four oblique auxiliaries is 8 x 16, or a weight of 9 tons: now, with

~77 " reference to the angles at which the auxiliaries are set, those from the upper link will
have an extreme tension of 15 tons, and those next to the centre of 37 : the centre rods,
being eight close together, and only having a space of half the above to uphold, cannot
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bear reference here. The sectional area of four oblique rods is 4 inches =40 tons ; so
that those nearest the centre were strong enough.
The platform was composed of two external longitudinal beams, 5}” x 4", two internal Platforw.

ditto, 4” x 4", crossed by T iron trausverse beams of 4-inch web, and 3-inch table, §-inch
thick, at intervals of 2’ 7”—cvery third of which was trussed with five truss-rods securely
fastencd to castings on the external longitudinal beam. The two internal longitudinal
beams divided the bearings of the transverse ones into spaces of 6 feet each. Thus
trussed and framed, with 3}-inch planks spiked to it, the ends of the platform abutted
firmly in the piers, the longitudinal beams being doubly holted into large cast boxes,
which were set into stone blocks set firm in the masonry, with the weight of the standards

on them, ’

Thus the principle was adhered to, the bridge having heen erected with the chains :I'::rl::‘lll:::l:l
acting by tension against the firmly abutting horizontal line of the platform. first instance.
Just before the last planks were laid down in the centre of the bridge, the overseer cause of o

in charge had, during my absence, in innocent ignorance of the mischief he was doing, ;",'l:,:':"'l"’)‘“
lvaded the north end of the platform with 40 tons of metal, leaving the other end com-
paratively light. A storm at that critical period aided in compressing the loaded end of
the platform violently against the picr, and (having no counteracting power on the op-
posite side) by this means the outer longitudinal beams were bent outwards between the
third and fourth socket, or about 30 feet from the pier: the final adjustment had not yet
been made.

To effect the repairs to these portions of the heams it was necessary to remove them ; II;:lli‘:;)rl“"m-
¢

to effect which, under the violent effect of the tension then existing, was a matter of wempt 10
extreme danger and difficulty. Temporary release from the eftect of the power seemed ::f:;::::"
the ouly plan ; but 1 first loaded the opposite end of the hridge, to reduce the compres-

sive force at the north end. 1then, in an unguarded moment, not allowing time for calcu-

Ition of the probable effect of what I was about to do, released the ends of the platform

from all connection with the piers, and thereby for the time subverting the principle of
construction ; for the platforan being free to move horizontally either way, became sub-

jected to the whole tensile force of the oblique auxiliaries, the sum of one-half of which

at the centre, with the load then on the bridge, was 190 tons at least, or 60 tons above

what the power of the longitudinzl beams and centre links were equal to; and the

natural conscquence was, disruption at that point; and the fuct is proved from the

fractured parts. The eastern longitudinal beam at the centre appéars first to have heen

torn asunder, followed hy the centre link of that side, which is fractured at its junction z::;':"l:" ol
with the uext link : nearly the same effect occurred on the west side in the centre, with

this difference in the result, that the lower eyes of the link next the centre have given

instead of the centre link itself, whilst the longitudinal beam was not fractured in the Not owig to
centre, but drawn out of the coupling plates at the joint nearcst the centre. I trust the Sﬁ:ﬁf"m'" prin-

Committce will thus clearly sce that the sole cause of the misfortune was owing to the ;::t:ﬁl.ll' of
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release of the ends of the platform from the piers, thus causing the immense tension on the
platform which by the principle of its construction it was never intended to bear, and
that the principles themselves are in no way affected or weakened by the result ; for had
the cids been retained in the masonry as they were originally put up, the bridge would
now have been standing and perfect.

The cffect of the disruption has been to twist and distort the longitudinal and trans-
verse beams, and many of the oblique rods, a few of which only are broken, evidently by
torsion from confinement in the castings at the time of the fall, many being bent at aright
angle. The railing has received but little injury; the chains are entire with excep-
tion of the links above referred to, and the planking has all been recovered undamaged.

The upper portions of the standards, about 5 feet in height, appear to have been shaken,
and a stone supporting the cast iron saddle on one of the standards of the side which first
gave way, cracked ; the saddle, however, being dovetailed into it, has preserved it entire,
and a cramp or two is all that is required. 1 deemed it necessary to take down the
portion of the standards above alluded to, with the connccting arch to the spring: this
1 trust the Committee will approve of. I am endeavouring to extricate the stones and
hoxes in which were fixed the ends of the longitudinal beams: these are three feet under
the base of the standards, and must be taken out to be replaced by new boxes and
fastenings for the renewed platform. It is my wish and cndeavour to get them out
without further dismantling the masonry; but I will leave it for the Committee to
decide on the expedieney or otherwise of the measure.

My intentions for the renewal of the bridge are as follows:

To replace the outer longitudinal beams by new ones of larger section, to allow for
any deficiency of strength caused by bolt-holes, and to form the centre connection by
wrought iron plates, 51” x 3", in lieu of the cast plates formerly used. The section of
the outer longitudinal beam to be either 537 x 1}”, or 6” x 1", according to the iron pro-
curable: the first T am sure of obtaining, the latter I am not yet. ‘

The inner longitudinal beams, 4” x }”, carrying the untrussed transversc oncs, are, [
think, sufficicnt for their work, but shall be strengthened if deemed advisable by the
Committee.

The transverse T beams can be straightened and refitted.

The oblique rods can be straightened, and those broken casily re-welded ; but little
is required to the railing, save the straightening of a few braces, the renewal of the stays,
and a portion of the Nand-rail.

The small castings, boxes. and sockets, must be renewed to fit the increased dimensions
of the longitndinal beam, and to replace the broken ones.

The whole of the iron-work to be proved again before re-setting.

I beg to bring to the notice of the Committee, that (though not that 1 am aware of in
this instance) there may be a flaw in the longitudinal beams of bridges wherein a large
section of iron is used, which 1 have no very correct means of testing: the power of
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the proving-machine in the iron yard is scarcely cqual to & proof of more than 36 tons
effectually ; and though the portions of the platform are each scparately subjected by
vertical loads to much more than the actual weight they will have to carry, yet that
is not the test necessary to discover a flaw in a particular picce of iron.

Annexed is a plan and section of one pier of the bridge, showing the mode of connection
of the platform as orginally constructed, and explaining the mode in which T detached
the parts from the firm hold they had, in order to effect the repairs to the injured beans,

A A A A are four bolts, and B B a transversc 2-inch har, conuccting the four longitu- The sane
dinal beams to their cast iron boxes. “These boxes are let into the heavy stones with ::‘::thr:,;,:::,:.?
Icad, and the stones themselves sct firm in the masonry. Thus all was sceure, as the '™
standards were built over the two outer hoxes.

To cffect the release of the outer longitudinul beaws from the effeet of the com-
pression, which prevented their removal, T cut out. the four holts A\ on the north side,
and cut also through the 2-inch bar, first at B B, and afterwards at ¢ C, by which
means it was drawn out, and I opened out recesses (marked D D D D) 6 inches in
rear of the stones, at the same time setting free the ends of the planks.  The whole of
the north end was thus entircly relieved from eompression and disconnected from the
pier.  On the south side T had removed the bolts A A A A, and cut through the bar at
B B, knocking out the serewed ends from the boxes.  The parts at. C C, on. the south
side, had not been cut; but on the fall of the bridge the two central stones and hoxes
were drawn out from the platform, the weight of the piers not being on them. 1t will
thus be scen, that when the external longitudinals on both sides were sct free, how com-
pletely the compressive force was annihilated, and what an amount of teusion was
thereby transferred to the centre of the platform, which caused the disruption, and
that alone.

As further conclusive of the efficicney of the chains and oblique rods, 1 submit to
the Committee an elevation of the half curve of the bridge on a large scale, on which Further proof
the several angles are corrcetly laid off, the tension on each set of oblique rods cor- If}i‘.‘.i‘:.’.‘f."““
reetly caleulated and laid down, and the tension on cach link deduced as a resultant Mruction.
from the other two forces acting at the same point—namcly, the link immediately
below and the oblique rod. A triangle of the three forces is constructed for cach
separate link, from which it is shown that the tension on the link next the centre (in
an extreme case assuming 125 Ihs. per square foot as weight of bridge and contingent
load) could only be 38} tons, and that on the upper link 126 tons. This agrees with
all the other calculations originally made to prove the tensions on the different parts,

Now to mect the 38} tons extreme tension, the lower link had 4} square inches of Strains on
iron =45 tons permanently, and the upper link had 21 square inches = 210 tons, ™™
to meet a tension of 126, The tension on the centre link has been hefore stated, and

could not be exposed to more than 20 tons on each side, for which it had a section of

three square inches = 30 tons,

VOL. IX. R '
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The greatest strain is shown to be on the central auxiliaries, and is on the plan stated
to be 20°12 tons; but that is on the assumption that thesc rods uphold an equal por-
tion of platform with all the rest, which is not the case, as will be visible from their posi-
tion; the strain on them would, therefore, not be more than 16 tons: they have two
square inches = 20 tons permanent on a breaking strain of 54 tons.

. Goovwyn, Captain,
Civil Architect.

Copy of a Lelter from Captain H. GoovwyN 2o Major Greexk, Secretury lo the
Military Board.

Iron Bridge Departinent, Fort William, 26th August, 1816.
Sin,

I have the honour to forward the following Report on the result of a serics of experi-
ments, instituted by me, in communication with Colonel Forbes, for the purpose of
testing a newly-suggested proposal for the construction of iron tension bridges, on a
principle, the theoretical details of which were submitted with my No. 124, of 3rd
Navember, 1815, in forwarding the Report connected with the proposed bridge at Agra.

2. The authority under which these experiments were undertaken was conveyed in the
third paragraph of a letter, No. 1931, of 28th October last, from the Under Sccretary to
Government to your address, and annexed to your No. 5138, of 31st idem, to the ad-
dress of the Superintending Engincer, South Eastern Provinees.

3. Fig. 1 (Plate XXIX.) is illustrative of the first experiment, which was intended
to test the theory of a system based on the “resolution of forees,” as set forth in the
statement appended to my letter, above quoted, as explanatory of the proposed con-e
struction of the Agra Bridge.

4. The idea of compression in the horizontal line having, from actual proof, been
deemed untenable in bridges of any ordinary span, the opposite power of tension has
heen admitted as the third in the series to produce an equilibrium jointly with those of
gravity, and the tension in the oblique direction from chain to platform, thus:
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The oblique and horizontal force in a series bearing theoretically a certain proportion to
each other with reference to the obliquity of the former, the weights at each point being
uniform, this cxperiment was instituted to prove practically how far that thcory was
correct,

5. It was also intended to illustrate practically the theory relative to the position and
power of the chains, the links of which are calculated to be truc resultants from the two
forces immediately below them in the chain; viz., the link and oblique rod attached to the
lower extremity of that resultant.

6. The centre link being horizontal, its magnitude, or power, is made any proportion
(within perfectly safe limits) of the upper link, which denotes the full power of the struc-
ture; the central obliqac rod is placed at such an angle with the platform, that there
shall be the least possible difference between it and the angle of the rod next the pier,
and this is regulated so that the height of the point of suspension shall not be less than
+'sth of the span; for it is cvident that the less the oblique rod is inclined, the less is
its magnitude, and the link from the centre will conscquently have less rise, the greater
tension coming on the horizontal centre link (ride annexed figures), where the strain on

Fig. 1.
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the centre link is increased, or diminished, as the linc « ¢ ¢ approaches nearer to ¢ &, or
¢ d. 'The direction and magnitude, thercfore, of the first starting link in the chain will
be determined by those of the centre link and central oblique rod ; and as the direction
of all the other links is regulated by the first, it is necessary so to dispose the central
oblique rod, that the total deflcction be neither so great as to cause unduc oscillation, nor
so low as to cause undue tension, und consequently extra expense to meet it.

7. Fig. 1 (Plate XX1X.) shows the experiment which was to prove whether, indi-
vidually or collectively, the several sets (three forces applied to any point to produce
equilibrium) of forces which may be applied to any single rod, link, or the entire series of
rods and links, will be proportionate to the different strains, which are those calculated
as due to the parts of a bridge of 100 feet span, 16 feet widc, constructed on the above

principle.
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8. The cxperiment was on full scale as regards heights and distances, but formed of
material -} th of the strength of the real bridge, the uniform weights at the points of
junction of the oblique rods with the platform being in the same proportion, allowing
120 ths. per square foot.

The point of suspension is 2 feet from the centre of the standard, making the half span
of the chain 48 feet.

9. The power of the centre link, by actual construction, was made equal to }th that of
the upper link, or whole amount of tension which would be due to a uniform chain, and
the ¢ of the central oblique rod determined to be 30% the deflection being 4!, th.

0. The chain was not at first attached, but the forces necessary to preserve equilibrium
at the points of attachment of the oblique rods with the platform, first attended to, as
follows, cach of the portions of platform (¢, ¢!, ¢*, &e.) being separate at first, and after-
wards flexibly connected.

"To the portion (¢) with a weight (d) of 56 Ths. was attached a single rod (¢) passing
overa pulley at point of suspension 5 a weight (2), and part of weight (Y), passing over a
pulley in the horizontal line, were added in such proportions till they prodaced an cquili-
brium, /. . till the portion of platform (¢) was made horizontal by the joint effects of
the two weights » and Y.

11. The subjoined Table shows in its several columns what the proportions of the
weights (r, 21, 2%, &c., and Y) should be, theoretically caleulated, to produce equilibrium
at the different points as the rods were successively attached ; and it also shows what
the actual weights were particularly applied in succession, as well as the collective
resalts on the whole series, with the differences.

12, At the distance of 7 feet the oblique rod (e') was attached to a second piece
of platform (¢'), with its weight of 56 1bs., which latter was also connected to the piece
(¢) flexibly ; the weight (@) appended to the rod (¢') and weight (Y), increased till the
equilibrium was produced, or both pieces of platform (¢, ¢') were in a horizontal linet
In like manner were all-the obliques (%, @, «, @) attached to the several portions
(¢* ¢, &e.) of platform, and the weights added and corrected: when the whole series
was complete, the weight Y had attained its maximum. The Table will show the
differences between the actual weights (Y, Z, 2*, 2%, &c.) and the numbers on the Plate,
which are those mathematieally caleulated as due to the several rods and beani.

13. The result shows that the whole were increased slightly beyond the calculated
amouants; but this may be attributed to the friction of the chains upholding the
oblique rods, which passed over cast iron pulleys, 9” diameter. It'will he observed,
however, that the increase was proportional: thus the original calculated weight («") due
to the oblique rad (¢') was 74 hs., but, to produce equilibrium, required to be increased to
95, and the calculated total amount of weight Y was 406 1bs., afterwards practically
requiring 519 5 but the numbers 74 and 406, and relatively proportional, to 95 and 519.

1. To prove the proportions due 10 the chain links in conncction with the rest of the
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parts, the oblique rods were severally disengaged from the pulleys, and attached to the
chain as follows. Therod (a%) was first attached to the centre link (4%), the outer end of
which was fixed to a chain passing over a pulley, and to which was appended weight «°
The lower end of the link (4*) was likewise attached to the junction of the two rods, and
its upper end to a chain passing over a pulley with weight 2 appended, the intermediate
pulley and weight 2* being removed.  In this position was remarked the amount of the
weights required to produce equilibrium, and what proportion %, which denoted the
tension on link 4% bore to the numbers, mathematically calculated: the result of
the whole is shown in the Table, and the annexed sketch, the position of the rods at this

e
period (bY), being a truc resultant of 4* and @®. Each other link (4%, 42 &c.) was then
added in succession, the weights (2!, 2%, &c.) being withdrawn in turn, and that attached
to the link under investigation being increased as the experiment approached the upper
link (4). when the weight Z denoted the total tension on the upper link.

15. Thus was shown the separate tension on the oblique rods, the horizontal tension
on longitudinal beam, and the tension on each link of the chain: their results, as com-
pared with theory, are noted in the Table, and are satisfactorily approximate to each other.

16. 1t was stated in the Report of the Committee on the Ballee Khil Bridge, and re-
ferred to in the second paragraph of my statement on the resultant system, before
illuded to, that the power of the longitudinal beam at the centre, added to the power of
the centre link, should, together, be ncarly equal to the power of the upper link, so that
whatever power was taken from the chains in the centre, should be compensated for in
the longitudinal beam. Now the result of the experiment entirely coincides with that
opinion, and confirms the view taken of this part of the construction. The total cor-
rected amount of weight Z was 1086 1bs., and the sum of weights 2% and Y, or 572
+519=1091 1bs.

17. Experiment the sceond, fig. 2, was proposed by Colonel Forbes, on Mr. Dredge’s
extreme oblique principle, with the sole exception that the central portion of the road-
way beam formed the horizontal connection between the first slanting links on each
side of the centre, thus : as in the fig. 2, as before, ¢, ¢!, ¢% &c., denote the platform,
b, b, 1?, the chain, the lower link of which is attached ncar the centre to the longitudi-
nal heam at ¢% In this position only can Mr. Dredge’s theory of a vanishing strain
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existing in my centre link (N dotted line) be granted ; but at the same time the roadway
beam must be equal (nearly) to the full section of iron in the upper link, as the result
proved. The weights Z and Y were alone necessary for this experiment, the weights
d, d\, %, d? heing, as before, § ewt. each.

18. The span of this half curve was only 40 feet, yet it required 1242 Ihs. at Y, and
1302 Ibs. at Z, to produce cquilibrium, being a greater weight than in the former experi-
ment, in consequence of greater tension being called into action by the greater obliquity
of the rods; and a proof that in Mr. Dredge’s construction there is not iron enough
in the centre of the longitudinal beam to resist the tension cxisting there. This
experiment showed much more rigidity than the former one, being more powerfully
acted onj but to have manufactured it sufficiently strong to rgsist the tension, would
have entailed a heavier outlay than the former.

19. There is no doubt but that this construction of making the longitudinal beam
act centrally as part of the chain would tend to stiffen the structure, and might
simplify the details in small spans; but in large spans, where the centre link is of great
substanee, and with a double chain, practical difficulties occur which would render the
centre link a necessarily distinet feature, and prevent its absorption into the roadway
beam.

20. The reason why the chains are drawn tangent to the railing is to enable the
railing to be placed centrally under the chains; for’if the chains were tangent to the
roadway, though there would be'a decrease in the height of the standards, there would
be a loss of 2 feet in width of platform; for with & wide chain dipping below the
railing, the stanchions supporting it must be placed 1 foot on cach side, within the
central Jine of the chain, in order to avoid contact with it; and an cxtra 2 feet of
platform is more expensive in its consequences on the amount of iron than an ad-
ditional 4 feet of masonry on the standards.

21, Experiment 3rd, of which fig. 3 is illustrative, was a construction on the resultant
principle, similar tu Experiment 1, carried to a much larger extent. The fig. 3 shows
only one half of it, as it was an entire curve of 490 feet between the points of sus-
pension, the lengths of the rods and beam, heights and distances, being to a full scale,
whilst the scetional area of the iron was |, th part of reality. The sections of the whole
of the parts are given (Plate XXIX.), and proof calculations that each was correctly
proportional to the full scetions of the actual bridge. The standards were formed of
spars, firmly supported by strats in front,! and stayed back with ropes and chains, the
latter having tackle on thein to correct the perpendicularity of the masts, should they

yicld to the load,
The horizontal heam was upheld by forty-foar rods from the chain and six direct from

! Left out m diawing, tu prevent confusion,
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cach standard; the chain double, tapering in the centre to 2 power equal to Ith the
upper link.

The angle of the centre oblique rod 25° and that of the one next the standard 38°; so
that there was only a difference of 13° between the two extremes, divided amongst
twenty-eight points, or a difference of tension between the extremes in the proportion
of 2°63 to 1'62.

The deflection of the chain was equal to !;th the span.

The section of the longitudinal beam at the centre, added to the section of the centre
links, was equal to the sectional arca of the upper links of the chain.

22. The whole of the experiment being, as before said, -} ;th part of reality, is a model
of the curve, which was*designed for the Agra Bridge, the whole of the details of which
were recorded in the Estimate and Report, submitted with my No. 124, of 3d November,
1845 ; and the result of this experiment will go far to prove the theory then advanced to
be correct.

The calculations show the proportional load for the experiment to be 1352 1bs., at
the rate of 1201bs. per square foot of platform, to be uniformly distributed ever 56
points. This was done by slinging a basket at each point, and gradually loading them
up to the amount of 57 s, each.

23. When loaded with 24 1bs. in cach basket, or 51 1lis. per square fuot (exclusive of
weight of experiment), the deflection in the centre, after the masts were made upright,
was 11" only in the centre. '

When an extra load of 16 Tbs. per basket, making in all 40 1bs., or 81} Ihs. per squarc
foot of platform, the deflection in the centre was 5} inches, and midway between the
centre and standards, on one side 14”, and on the other 2}”, on account of the greater
flexibility of one mast than the other. When the full load of 57 ths. each point, or 120
per square foot, was put on, the deflection was 13} inches in the centre. This load was
allowed to remain on 3 days: it was subsequently unloaded and re-loaded several times
with nearly the same results; and after the lapse of 17 days from the period of its first
being loaded, when all the weight was taken out of the baskets except 24 Ths., which is
proportional to the weight of the suspended platform of the real bridge without the
traffic weight, the longitudinal beam sprang up to within {ths of an inch of the
horizontal line in which it was first constructed.

24. Thus was this very extended carve, formed of such exceeding slender material, not
any of which could be proved before it was put together, found equal proportionally to
the greatest amount of the traffic load that could on any extraordinary occasion come on
the bridge without derangement of any of its parts: the combination appeared as stiff
under the load as could reasonably be expected with such slender wires, and fully bore
out the results detailed in Fxperiment No. 1, and the mathematical demonstration of the
powers of the bridge, as set forth in the Specification of the Agra Bridge.

25, Subscquent to the above detailed loading, I continued adding weight to the
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baskets, and correcting the masts as well as the power of the tackle enabled me to do,
till the weight in each basket amounted to 81 15s., when the longitudinal beam was torn
asunder at the distance of 25 feet from the centre, and the whole immediately buckled
up. The breaking weight was therefore 174 Ibs. per square foot of platform, or a tension
of 13 tons per square inch of that slight material, the weldings of which were with diffi-
culty made, and the strength of which there was no means of proving.

26. 1 cannot imagine any further proof to be necessary of the efficacy of such a system
as has been proposed, manifestly having for its object the avoidance”of the defects of
hoth the uniform and extreme oblique systems, combining the strength and solidity of

the former with the rigidity, cconomy, und more advantageously scientific construction
.

of the latter.
27. In this construction, admitting the action of tension in every direction, and where

the rods and bars are drawn in the direction of their length, the full amount of tension
that can possibly affect every part of the structure can be accurately ascertained, and
thus certain data are afforded from which to proportion the scctional areas of every part

of the bridge.
I have the lonour, &c.,
H. Goobwyas,
Captain, Engincers.
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Eaplanation of the relutive Proportion between the Experiment and the real Bridge

Full section of two chains one side of the real Bridge.

Upper link, 17 bars 2x 1=34 X 2=68 squarc inches.

Diameter of experimental upper link, 1% of one inch.

Arca of which *178 and *178 X 2 ch.="346 section of two chains :
346 X 176=67"8, or scction of real Bridge.

Area of Platform, real Bridge, 468 x 11=5148 square fect :
5148 x 120=617760 1hs. on real Bridee.
617760
196"

'1!52 = 57 ths. on cach point of Experiment.

= 3152 1bs. total load fur Experiment.

5
Aren of oblique rods of real Bridge 2405 cach.
Diameter of rods of Eaperiment }” or sectional area <012
012X 196=2332, or very nearly the scction of real Bridge.

Scetional arca of longitudinal beam of rewl Bridge at eentre, 37 inches ;
remainder 27 beyond the 7 I, oblique rod.
Seetion of experimental beam at centre 1 x J5="188;
and "188 % 196="36"848, or ncarly the scction of real Bridge.
Remainder of seetion, 1 X g% ="141 at the 7th rod:

‘141 X 196=27"636, ax ncarly as possible the seetion of real Bridge.

Table eaplanalory of the preciously calenluted Theoretical Tensions, and subsequently practically proved
Results, on an Baperimen! undevtaken to test the Tuper Chain Resultant System.

> Oblique Rod Forees. {Chain Link Forees.  Total Tension Horizontal Line. Total Tenswn Upper Liuk.
Previowsly Practieal Mractieal Previously il’mc-ti('nll ; i Previoushy Practical,
calenlated. | result. l)iﬂ’crcn('r'.l resuli, ,r.'nlrul:m-tl.; 1esult, | Ifference.’ cealeulated.  resalt.  Difference.
£ or e 68 b 814
el d 74 93 21 bt 750

|a st | 102 | et | e | ors

i, a| 92 107 25 b? 5% Y 406 519 13 | Z 814 1086

%
]
~
e

o, dd| 104 132 28 b 500

145 33 b3 400

VOL. 1X.
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EXTRACT FROM A LETTER FROM MAJOR GOODWYN.

A bridge on Mr. Dredge’s principle, which was put up a short time since across the Kubudduk
River, near Jessore, has fallen.

“This bridge was of a central <pan of 175 feet, and two ~ide openmgs of 43 feet, measured from
centres of standards.  Width of platform 10 feet ; ordered, intended, and guaranteed by Mr. Dredge
to stand any traffic, to bear the usual load of 75 W=, per square foot of platfm m in excesy of its own
weight, and to be tested up ta 10 tons per square inch of iron,

' The scetion of the chains at the upper link was 16°84 inches, formed of 7" rods, and tapering
thenee to a single rod in the centre or seetion of 1:208 inches in Loth chains.

“ The oblique rods were in pairs, the seetion of cach pair being -884 inch or 1:7G68 inch on
both sides, supporting a length of about 55 feet of platform, and forming angles with the platform
varying from 597 to 10 at the centre.

“ The longitudinal beams to which these rods were attached, were, on cach side, 3" x 3, or
having a total scection on both sides of 7-5 inches, or about 6 effective inches to resist tension,
rejecting the arca of the bolt-holes,

* Such are the seetions of the purts subjeeted to tension when loaded,

A Conunttee went out to test the bridge when it was put up, which was attempted by means
of bags Glled with carth,  Commencing with a single row of these bags along the centre, when the
load on the eentre pan attained 29,000 <., or only 11 1hs. per square foot of arca, the deflection
in the centre was shown by the level to be 27 ths. Inereasing the load to 30 s, per square foot,
evelusive of the weight of the bridge, the deflection amounted to 37 /cth: and with this load the
longitadinal beius began to buckle and bend outwards, thereby proving: its incompeteney to resist
compression, and bringing the tensile action juto play, as will be shown by the result of the fall
presently. The bridge having thus shuwed signs of weakness, it was recommended that it should*
only be subjected to the ordinary traflic of the country, for that it was not strong enough to bear
heavy traflic, or any thing like the oad to which all suspension bridges may at times be liable.

“It most unfortunately happencd, that before this precautionary  recommendation could be
commurieated to the civil authoity residing at a distance, some grand festival took place on the
water, to witness which, a crowd of natives rushed on the bridge, nearly filling the platform, and
after w few minutes it gave way, aud drowned nearly one hundred and fifty of them.

* Now on examination of the iron of the longituding? beam at the point of fracture, the fibres of
the iron were drawn out and very attenuated, like neeldles projecting, thus proving beyond all doubt
that great tension must have been exerted there to tear it asunder.

“The following Table, which is similarly drawn out to that which accompanied my * Memoir on
the Resultant Svrtem,” will show that iu an extreme load, whilst the chains would ouly be strained
with a power of S or 9 tons per square inch, the longitudinal beams, af the same time, would he
strained with o puwer of about 18 tons in the centre, per square inch; and hence the cause of

weahness,
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Table showing Strains on Parts of the Kubudduk Bridge with a Load entire of 112 lis. per Syuare
‘oot of Platform.

1
|
i

“ Caleutta,

Matural

Horizontal tenwon

Natural ‘l'ensions on i

Angles of | cosecants of |eotangents of ! Load in or loal x hy the | obhyque rads, or
oblgue rods. angles, ditto. tons, cotangents, load X hy coserts, ,
9" 30 616 6-08 Z4H Tous 1821 ! Tons 1848 ¢ Seetion of one |
0 | 516 506 | E5E I T T I YT set of oblique |
15 50 3-66 352 EXal W 1ot 0 1098 rods . 175 |
18 80" | 315 208 £ 2 w81 W Olb inchies, |

21° 40/ 271 252 83 w 796 . 813
21" 30 241 219 ST o w 607, o, 23 l
27 1 219 105 ey , bRy 637 . !
30° 2 173 €5 ok L !
32¢ 188 1460 8wl w 4RO 56 ;
81 178 o 118 Sxow wo bty . st i
36 h0' 167 133 L mED w 0 W et !
30 W 156 12 g,-g E IR 1 S N (T |
e 152 L1 S TS B, 46 :
4 146 1407 fkxi S ) B N
597 30/ 116 059 | o T A - U L
£ Tons 10338, or total tension in centre of longi-
tadinal heams: the section cffective to resist

The rods in the centre

|
|
f

more than those at <

strained five time
ahutments.

18th October, 1846.

tension being not more than 6 square inches ;
50 that when fully loaded these heams would
he strained at 17 tons per square inch.,

. G
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Formule for a Suspension Bridge : links of any length and weight.

Streoss the middle link is horizontal, and the number of links to be 2% -1,

The state of equilibrium of the bridge will not be aflected if we suppose the weight of
cach link to be divided into two equal parts and suspended from the extremitics, and
the link then to be supposed to have no weight.  The same with the rods.

Letew, w,w, w, . . . . w,w,, bethe weights of the links from either pier to

the centre.
$,8,8 % . . . .8, the weights of the suspending rbds.

Then the problem to be solved resolves itself into one of a chain without weight, with

weights suspended at the joints of the links, thus:

Fig. 1.
Jo
L4
- -77
A T3, i
T |
) B 7 '.’, / i
~ .T{{' -7 ’ |
| "
_ . / -
B ' | {2 J’ ’
; | ! . -
' i ‘ o | san” /@t
by P I I D R T T
| | l o
w w . L w? w! i
n . ntt R I3 .
L », W) . I
) F 3o b ) e -
._.(wn+ wnH n") ‘(”n—|+“an-|) ,(w_l+u"'+lr_1) ,(u'+u"‘1 cl).

Let T, T, . . . . T, T, be the tensions of the links. ¢, ¢, . . . .
tw -« . . . suspending rods.
We shall now deduce the formula of equilibrium of the points A and B, and these will
lead to all the rest.
The point A is held in equilibrium by four forces, T, T,, ¢,, } (w, + w, +3,).
Resolve these forees perpendicutorly to A B.
T, sin. (B, —#3,) =1, sin, (a, — B,) + § (v, + w, + s,) cos. 4,.

cos. f3,

cy oS By =B
y .-+ T, - 1(w, +w, +5,). sin. (@, — ;)

T (0, —3,)

Resolve the four forces perpendicularly to A S.
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- T, sin, (B, —By) =1, sin. (2, —B,) +  (w, +w, +s,) cos. B,.

9) -, =90 (2, =8,) cos. 8,
@ T = i, —a T ) Ty

In the same manner, from considering the equilibrium of B we should have

sin. (8, —B,) o, cos. B,
S (ay =y 2 T3 (s F S e T Y

3) t, =

and
#) T; = &e., &e.

Substitute in (3) for T, from (2).
sin. (By = By) <in. (2, —8,) {l,-{-,’,(w. +w, +5,) m‘s'ﬁ'*—}'—;(w,+wa

=G B, —3,) sin. (2, — By) in. (2, — )

_tos. 3y

+ 31). o (a’ —ﬂ,)

This and cquations (1) and (2) lead to the requisite formulie, which arc as follows :

Tensions of Suspending Rods.

_an (ﬂl-ﬂ'))l __1 y B
' sin. (a, —ﬁz)r (i +w.,+s)ml (J —y)

_ sin. (B, — B,) sin. (2, —B,) . cos. 8, . '
T G, (/3,-—~/j,) sin. (a __/31) {t 7w, +wy+ ) - R Ta— )} Y, + w,

cos. ﬁd
in. (a,, -3 )

+ #3)

= fin- (8, = By) sin. (@, = By) { 4 (e, ey, +sy) — s By } -5 (e, +w,

VT sing (B, — B,) sin. (z:——_/;;) sin. (a 2782
+s,) - ey c(‘: {i‘ﬂ y &e.
3 4
' sin. (B — Bu+1) Sin. (@n-1— Bu-1) . cos. B
= o S e ey { et 4 Gt ) P
€os. By _
2(" +“nH+~n) s, (an—ﬁnwi—l) (ﬁ,.-“--O)'
Tensions of the Links.
. sin. (a., —8,) ' cos, B,
1= sin. (B, _Ba) it (o 4w, ). sin. (3, — 8,)
oo ‘lln (at., 8, ) cos. By
S (B = ) T Wt et G Ty
“n (an — ﬁn) COS. /3n

te+ 4 (0n + Wntr + 80) Sin. (Pw — Bne1)

n= sin, (B =B+ )

T, may be first found thus. The two forces T, and T, at the picrs support the

weight of roadway links and rods; let this = W. THence resolving forces vertically,
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47T, sin. 3, = W: . T, =} Wecosee. 3.
and then the above formulie will give all the t’s and T s.

I.—First Case.
The above formulwe are entirely general, and applicable to all cases.
But we shall now esswme, that the angles B, £, 3, . . . . 2, diminish by cqual
eradations, which is the usual mode of construction, or comes to the same thing.!
Henee B, —B.=B.— B, =8, — B, =&c.= B, — Burr,and the preceding formulie

heeome very much simplitied, and stand now as follows:

Tensions of Suspending Ruds,

_ sin. (8, —13,)

cos, 3,
sin, (2, — 3,)

— 1 () . R
sin. (“1—11._.)1" (e, by b))
, = tin ey -8y) P LOe, by b)) coso By L (ma e+ 8,) cos, 3y
PTG (e, —3) ! sin. (a2, — 13,)

s, g:/_ o 3a) g

§lwy 4wy bosy) cos By — 4 (wy ey 4 sy) cos 3, Qe
an. (@, —3y) ¢

sin. (%, 3y)

sine (v o1 =83 1) _'5 (wpv+ w0, + 8,.0) coso gy g — P 3 R +5)) Cos 30

,v = . - 1 _ f - .
' s (2, — 3y 0) vt s (2 — Bavy)

If it is considered desirable to have the tensions of the suspending rods pretty nearly
the same, we may make an approvimation to this by choosing the angles so that this
shall exactly he the case, on the supposition of the weights of the links and rods being
small when compared with the weight of the loaded bridge.

By the above this leads to the condition, that the co-eflicients of £, ¢, . . . cach

cqual unity.

Cry s 3y =y, - 3y, Coay —a, =4, -4, =2 (3, —3,)
4, —a, =8, —p8, =23, - HB,).
’J,_,—-;j.,:d_..-—,’j“ ' i e ('3. ‘)

_ =t = %y =3y 10— Fni1 =2 (5, —£y)
Iney = Bny = 2y — By .

Coay =2, =2 (n—1) (3, — 3,).
. ¢ o B L.
ey —a, = (20 -—2).—” = lﬁ,—;(ld,).

These tormulie show that the angles of inclination of the rods must increase con-
tinually from the centre towards the piers by a coustant angle, equal to twice the

constant increase in inelination of the links to the horizon.

' The usuel mode 1s to make the fangents duninish Ly equal quantities ; but the angles are alway =
sufficiently small to make this the same as the @ngles, diminishing by cqnal gradations.
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The angle a, or a, (which of them we please) may be chosen of any value without
violating the abore conditions,

It is best, however, to chose «, such as 1o make the tensions 7, and T, ., as nearly
proportional to the thickness of iron as possible.

If the quantity of iron in horizontal link and the suspending rods be the same, 7, and
"I's+ 1 should be nearly the same: and therefore

)
2

ay = 2, = - 3,,
n

or a little less, «. of the weight at K.

The equations in the preeeding pages, then, lead in the case of a dowble ceatral link to
the following very areroximare values of the angles.

)
l"nu’:”»f"u:/—lﬂ,.l'fnq:"/:f,. .o .3,

The angles « should be w flittle smaller than these if we take the weights into account.
But the numerical ealculations will give the exaet values.

1. ~econd Cuse.

Suppose the links are equally inclined to cach other in suceession, as before, with the
exception of the last but one and the central une:

ive. Suppose B, =B, =8, -8, = . . . . =p,,—,; bu that 3, ~ 8.1
dijfers from these.

Then the formulie of page 112 will all be true except the /ust, which will stand as it
did in page 111,
The conditions that the rods should be strained nearly alike lead to the following :

w, — B, =2, — B ay —ay, =38, — 3, =2(3, -~ 5,),

Uy-g— By -2 =001~ Ba. eyl — Ay = ... =2 (8, —8,)
), —au_y = (20 —4) (3, — 3,)

and

s (Bn — Buid) sin., (a,,__l — Bn-1) _

sin. (Bn 1 — Bn) 8. (2n — Bat1)
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This last leads to the following equation (since the ungles are all small, and 8*', = 0).

_ B _ On
Br-1—= By au—1 — By

: Colp_y =By + gf: {Iau-l — B }

=ﬁ»+(§,’: + 1) (1 — Ba)

n

=R,
et L

+1} @ -,

Jea, =,’3u + {;» + 2""'3} (Ijl —ﬂi)'.

n

R, B, an B. being sclected with reference to the data of the bridge, «, is known hy

this formula, and . «, a, . . . . a,-; by the formule of the preceding page.
J.IL O,

Note by Professor Walker, Ouford.

Is there not a very important element omitted, viz., the necessity that the whole of the roadwny
must be perfectly rigid?  1f it is not so, any given portion as CD A
would collapse or double up. The introduction into the system of /

u rigid roadway, which must under all circumstances of louding
4
remain horizontal, will, I suspect, entirely alter the process of
B, /
K
/ /
Lo
DI ¢

calculation. It is no longer a flexible system which can assume
its own form,

It may be doubted also whether any advantage will be gained
by this construction. There may be u saving in the weight of central
links, but there must be an increased strength in the roadway.
R.W.
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ON EMBRASURES.

figs. 5,6, and 7. A saving of labour in the construction is also gained without
materially weakening the parapet.

A merlon of 7 feet is left between each embrasurc. o

Fig. 8 shows an elevation on the centre linc of the cmbrasure, assuming
the height of the genouillére to be 2 feet 1 inch, to which dimension all the
garrison casriages in the Service are constructed.

It might not be necessary to have mantlets for each embrasure, as they
would be kept in storc until required, and then only issucd for the scrvice
of those guns which were likely to be employed, and exposed to a heavy fire.

The sides of the exterior opening of the embrasures should be faced with
ashlar, as well as 3 feet of the face of the escarp on each side of it, and
they might have a slope of about 1 in 4 at the outer cxtremity, diminish-
ing to nothing opposite the traversing point, to assist in the removal of the
smoke.

As the cxact distance of the traversing point from the escarp, or the length
which the muzzle of the gun should project into the exterior, in order that the
smoke may not be retained to any injurious extent after the discharge, can only
be determined by experiment, the dimensions which 1 have assumed may not
be sufficient, but any alteration in them will not affect the general principles
of the construction, cven though it may be found necessary to enlarge the
exterior opening by altering the dircction of the outer faces.

An embrasure may be constructed on this principle, admitting of a traverse
of 60°, and presenting an external opening of only 5 feet ; the traversing point .
+being fixed at 3’ 6” from the linc of the escarp. .

From such a battery, the fire of 24 guns might be concentrated on a point
122 yards in front of the centre of the line of the battery.

Where only a small angle of traverse is required, the external opening becomes
smaller, and the angle at the shoulder more obtuse.

As a final protection from vertical fire, an arch may be thrown over the
interior part of the cmbrasure, in those situations where it may be decmed

nccessary.
. N. Penrice,

Corfu, August 30th, 1846, Licutenant, Royal Engineers.



XIV.—Railways. By G. DryspaLe DEmpsy.

(Concluded from vol. viii. page 155.)

SECTION V,

STATIONS AND THEIR FITTINGS, LOCOMOTIVE POWER AND ALL ARRANGEMENTS
BELONGING THERETO, CARRIAGES, &c.

Tue several points for consideration in the design and arrangement of railway
stations are too various to admit of any very minute classification. In their
general features only can any resemblance be recognised, or any rules made
applicable.  And yet in this department of his vocation the Engineer finds a
large demand upon his discretion, and feels that much of the current economy
of the line will depend upon the conveniences or inconveniences which his
arrangement of the stations, and their several adjuncts, may provide. The
nature and magnitude of the traffic likely to occur, and the peculiaritics of
site and locality for the intended station, involve the main considerations, and
must determine most of the details required. The site will be determined by
the contiguity of the town or place to be accommodated, facility or economy of
purchase, &c.; and, besides these, the question of relative levels arises, and de- .
serves most especial regard.  Indeed the commercial value of the stations may
be said to be made or marred by the facility or the difficulty of communicating
with the adjoining thoroughfares. Whether the station be above or below the
neighbouring level, a similar amount of expense and trouble will be incurred
in transferring the luggage, and of inconvenience in transferring the passenger
traffic. In some cases, as where a railway is permitted to approach a town
ouly upon a viaduet, this great difficulty is neccessarily encountered, and must
be provided for by the best expedients which are available. If the level of the
rails be only about 4 fect above that of the approach road, the difference is
readily made up by steps for the passengers, while it offers convenience in
transferring the luggage from the platform direct into carts and waggons. A
few additional feet beyond this may be accommodatfed by extra steps, and by
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employing ‘shoots’ or troughs inclined from the one level to the other; but if
the merchandise usually carried be of a bulky and weighty character, the
goods dcpartment is preferably removed to such a distance that an ascending
approach road may be formed. Any difference of levels may be accommodated
by this expedient, provided such a length of road can be obtained as will
allow the ascent by an easy gradient; but as the goods department is in such
cases necessarily removed farther from the town, and from the passenger de-
partment, other inconvenicnces arise which it is very desirable to obviate.
Where such approaches cannot be had, and the entire difference of levels must
be provided for in a #ery limited space, it becomes necessary to adopt some
mechanical means of raising and lowering the goods, and to provide stairs or
steps for the passengers. An example of the kind of hoisting machinery which
may be used in such cases will be found among the accompanying Plates, and
hereafter described. The examples of stations which have been selected to
illustrate these Papers are such as embrace the leading peculiarities of the
buildings : —the arrangement of rails, turn-plates, &ec., &c., can be readily
described, but would have required many more Plates for their cexhibition.
The two terminal stations shown on Plates XXXIII. and XXXIV. are those
erected upon the London and Blackwall Railway, the western end of which is
supported on a viaduct, while the castern is somewhat below the level of the
Brunswick Wharf. Plate XXXIII. represents the latter, or Blackwall termi-
nus. Fig. 1is a general or ‘block’ plan of the building, and shows the
arrangement of the rails. The station is adapted to provide for four lines of
way, three of which arc shown on fig. 1. On entering the station, the left-
hand or ‘down’ line diverges into two branches, the northern one of which is
connected with the main line by a switch, and is intended for the reception of
spare carriages. Two turn-plates are fixed on each branch of the down line,
and are placed obliquely, there not being sufficient width to place them at
right angles. By these turn-plates carriages may be transferred from the main
down line to the siding, and vice versd. The switch shown connecting them
should have such a tongue as may be usually wholly removed from the main
line, and laid in connection with it only while in use; otherwise the serious
objection would exist of running the down trains against the points of the
switch, an arrangement which, as already described under °Crossings,” is
always fraught with danger. The southern or ‘up’ line runs uninterruptedly
until stopped against the building. Fig. 2 is an external elevation of the
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building and onc of the side walls or screcns, the other being omitted for want
of room. These walls support one side of the outer bay of roofing, the other
ends of the principals being carried upon light iron girders, supported on
columns of the same material. The entire roof consists of two bays or spans,
cach about 28 fect span.  Fig. 3 is a plan of the building, the ground floor of
which contains a booking office, 63 feet 2 inches long by 30 feet wide, a ladies’
waiting-room, 25 feet 8 inches by 17 feet 8 inches, a gentlemen’s waiting-room,
19 feet 7} inches by 17 feet 9 inches, with suitable convenicnees, an entrance
hall, two rooms for the police, and a spacious staircase leading to the upper
floor. The foundation plan of the building is indicated by dotted lines.
Figs. 4 and 5 are cross sections of the building. Figs. 6 to 16 inclusive show
the roof in detail, which consists of T iron rafters and struts, and round tie
and suspension rods. The feet of the rafters are received in cast iron shoes,
into which the ends of the tie-rods are also sccured with gibs and keys. Angle
iron purling are riveted on the rafters, and are filled with wooden hattens to
receive the slates.  The stationary stcam engines by which the down trains are
propelled are situated at a short distance from this terminus, and the carriages
arc detached from the rope while in motion, and with sufficient impetus to
carry them forward into the station. The rails ascend towards the station, and
thus the carriages in departing descend, by their own gravity, to the point
where they are conneeted to the rope. The arrangements for the trains on
this line, although frequently described, and probably well known, are well
adapted for carrying on the trafic of a short line of railway worked by
stationary power, and deserve a brief description in this place. The line is
nearly throughont its entire length carried upon brick arches (as described in
Section 1I1.), and without facilitics for widening it at the intermediate stations.
Hence the carriages destined to accommodate these stations arc necessarily
stopped on the main lines. The -whole line being less than four miles in
length, and there being five or more stations in that length, it would cvidently
involve a tediousness amounting almost to an impracticability to arrest the
entire train by stoppiug the motion of the rope at cach of these places. And
of course similar delays and infrequency of trains would be occasioned by
dispatching the carriage for each station scparatcly, and awaiting its arrival
before dispatching the next. The manner in which these objections are obvi-
ated is as follows :—The carriages are started in the same order in which the
stations are situated ; that is, the first carriage is intended to traverse the whole
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line, and proceed to the other terminus; the seeond carriage is intended to stop
at the most distant of the intermediate stations; the third carriage at the next
station, and so on; the hindermost carriage being intended to proceed the
shortest distance, and to stop at the first of the intermediate stations. Each
carriage, or sct of carriages, intended for each station, being attached to
the rope by a peculiar clutch or grip (which will be found hercinafter
described), the signal to start the engine at the other end of the line is con-
veyed by mcans of the electric telegraph, and the whole train then starts.
When approaching the first of the intermediate stations, the guard in at-
tendance on the carringe for that station releases the rope from the grip, and
the carriage runs onward, by the momentum acquired, into the station; the
carriages being further provided with brakes to be used when mnecessary.
Mcanwhile the train has proceeded forward, and when approaching the second
station, the carriage for that station is detached in a similar manner. In this
way all the carriages for intermediate stations are left as the train procecds,
and those destined for the terminus only arrive there.  In returning, the car-
riages being all standing at their respective stations, are separately conneeted
with the rope (then in a quiescent state), and from each station a signal is
passed to the other terminus, by which the engine-man is informed when all
the carriages are connected and ready to be started. The starting of the rope,
of course, moves all the carriages forward simultancously, and each arrives at
the terminus scparately, that from thé nearest station coming in first, and the
others in succession, and cach heing disconnected from the rope as it approaches
-the terminus. It is cvident that this system could not be applied without
some ready and unerring means of conveying signals rapidly, such as the
electric telegraph affords.

Platec XXXIV. represents the London terminus of this railway, which is
supported ou brick arches. The Plate shows the building only adapted for the
entrance and departure of passecagers. The goods department is conducted at
some distance from this building, and contiguous to the Minories, where also
the stationary engines for propelling the up trains arc situated, the line being
laid with a slight descent towards them. Fig. 1 is a frout elevation; fig. 2 a
longitudinal section, taken on the line A A on the plan; fig. 3 a plan; and
fig. 4 a cross section of the building. The entrance hall and booking offices
occupy a space 32 fect 4 inches by 31 feet 6 inches, and are lighted by three
sky-lights. The waiting hall, 58 feet by 56 feet 8 inches, is divided into a first
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and second class by the arrival stairs, which are about 10 feet in width, and
divided by short landing-places into three easy flights. One line of rails runs
along .over the waiting hall and on cach side of the arrival stairs, being sup-
ported on iron girders carried upon columns, shown on the longitudinal section
and on the plan. The railway is terminated by massive abutments of brick-
work, which divide the booking offices from the waiting halls. The railway is
covered by a wooden roof in two bays or spans, and is also enclosed on the
sides with corrugated sheet iron, as fat as the Minorics station. On arriving
at this terminus, the passengers alight from the carriages, and proceed on the
platform on either side of the arrival stairs, and then tutn to the right or left,
and depart down the stairs over the booking offices and on cach side of the
entrance hall. .

Plate XXXYV. represents a commodious arrangement for a small station,
comprehending a booking office 20 feet by 33 feet, two rooms for the superin-
tendents, and separate conveniences for the passengers. The building is on
one floor only, and constructed chicfly of wood framed and boarded; the
foundation walls and chimneys only being of brick-work. Fig. 11is an elevation
towards the railway; fig. 2 the road clevation, having a convenient portico
projecting upon four pairs of wooden columns; fig. 3 is a plan; fig. 4 half a
longitudinal section, taken ou the line EF on the plan; fig. 5 is a half plan of
the framing of the roof; fig. 6, cross section on the linc A B on the plan; and
fig. 7 another cross section, and taken on the line C Deon the plan.

Plate XXXVI. shows another station, adapted for a moderate passenger
traflic, and having more conveniences than that shown on Plate XXXV. It
comprises a general waiting-room and hooking office, 34 fect 8 inches by 17 feet
2 inches, convenicnt offices for ihe passengers, besides lJamp and store-room,
and a kitchen and sitting-rogm, with closcts for the superintendent, all on the
ground floor, and has also four rooms on the upper floor, two of which may be
allotted to the superintendent or clerk, and the other two to the use of the
porter. In this Plate, fig. 1 is a generzl plan, to a scale of 32 feet to an inch,
and shows the platforms, each 120 fect long and 12 feet wide; fig. 2 is an ele-
vation of the building; fig. 3 a plan; fig. 4 a cross section, showing the
station building on one side, and the waiting shed on the other, and the line
roofed over between them; fig. 5 is a longitudinal section of the roofing ; and
fig. G « plan of the rooms on the upper floor, the intermediate roofing of the
central part being omitted to insert thc general plan, fig. 1. Stations similar



XII.—On Suspension Bridges. By Captain Harngss, R. E.

Weston under Pen-y-ard, 11th April, 1846.
My dear Denison,
In noticing the proceedings of the last general meeting of the Chester

and Holyhead Railway Company, some of the newspapers have printed a
Report by Mr. Robert Stephenson on the hollow tube bridge by which he
proposes to cross the Menai Strait, and in that Report the following in-
teresting paragraphs occur.

“The injurious consequences attending the ordinary mode of employing chains in
suspension bridges was brought under my observation in a very striking manner on
the Stockton and Darlington Railway, when I was called upon to erect a new bridge
for carrying the railway across the River Tees, in lieu of an ordinary suspension bridge,
which had proved an entire failure.

“ Immediately on opening the suspension bridge for railway traffic, the undulations
into which the roadway was thrown, by the inevitably unequal distribution of the weight
of the train upon it, were such as to threaten the instant downfall of the whole structure.

“These dangerous undulations were most materially aggravated by the chain itself,
for this obvious reason—that the platform or roadway, which was constructed with
ordinary trussing, for the purpose of rendering it comparatively rigid, was suspended to
the chain, which was perfectly flexible, all the parts of the latter being in equilibrium.
The structure was therefore composcd of two parts, the stability of the one being totally
incompatible with that of the other; for example, the moment an unequal distribution
of weight upon the roadway took place, by the passage of a train, the curve of the chain
altered, one portion descending at the point immediately above the greatest weight,
and consequently causing some other portion to ascend in a corresponding degree,
which necessarily raised the platform with it, and augmented the undulation.

“ So scriously was this defect found to operate, that immediate steps were taken to
support the platforin underncath by ordinary trussing; in short, by the erection of a
complete wooden bridge, which took off a large portion of the strain upon the chains.
If the chains had been wholly removed, the substructurc would have been more
effective; but as they were allowed to remain, with the view of assisting, they still
partook of these changes in the form of the curve, consequent upon the unequal dis-
tribution of the weight, and eventually destroyed all the connections of the wooden -

VOL. IX. T
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frame-work underneath the platform, and even loosened and suspended many of the
piles upon which the frame-work rested, and to which it was attached.”

These remarks induced me to consider whether any assistance can really be
derived from chains applied in the usual manner, when the stiffness of the plat-
form, to the extent required for framed bridges, is one of the conditions to be
fulfilled.

An ordinary suspension bridge consists of two principal parts, and if stiffness
be required, each should assist the other. If the platform alone werc able to
bear the greatest weight to which it could be exposed without flexure, no strain
could be thrown upon the chains; but the platform havi'ng less strength than
this, the force necessary to prevent the fracture, or excessive flexure of the
platform, is to be derived from the chains. 1t may safely be assumed, that the
weights of the chains and platform are insignificant in comparison with the loads
passing over the latter, for the cffect of their weight is to increase the stiftness
of the bridge.

If the whole bridge be equally loaded, there is no tendency given to the
chains to alter their curvature, and each bay of the platform, or interval between
the suspending pieces which connect it with the chains, has only to bear the
weight upon it. But if one part of the bridge be loaded, the tendency to sink at
that part can only be resisted by the stiffness of the platform : if the platform and
chains were cqually flexible, and the ends of the platform at liberty to move, they
would assume forms similar to those below, varying with the position of the load.
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When one part only of a suspension bridge is loaded, the effect of the load is
to deflect the platform, and to depress, to an equal extent, the chain
immediately above the load; but one part of the chain cannot be depressed
without tending to raisc another part: if the load be near the middle, very
nearly the whole of both halves of the chain endeavours to rise ; if the load be
towards one end, the longer section of the chain receives a tendency to rise, the
other to fall.

The suspending pieces from the parts of the chain which receive a tendency
to rise, act upon the under side of the platform, tending to deflect it upwards ;
and if the platform be stiff enough to resist this action, the structure undergoes
no change. If, then, the platform be tolerably rigid, the effect of any partial
weight is to cxpose the under side of the platform to a number of equal
pressures, tending to deflect the platform upwards, the wholc amount of
pressure being equal to the passing weight.

If the end e be rctained in its position, and the part of the platform from «
to w be too stiff to permit the part of the chain above it to rise, the remaining
portion must retain its position, and support the platform. The part a w should
therefore be sufficiently stiff to. bear a pressure equally distributed along its
under side, equal to the same proportion of the weight w that the length « w
is of the length of the bridge. It is nccessary then to determine the proportion
of the full load of the bridge with which the tendency to bend the platform is
greatest, and the platform must be stiff enough to resist its action.

Let w be the greatest load to which the bridge, when occupied throughout, .

can be exposed ;
z, the length loaded ;
L—z, the part unoccupied.
Then, assuming that the load is in proportion to the space occupied,

L:w::xz: %, the load on the bridge;; .
and,
L:L—z:: 'fo : (]-‘—l;) %, the equally distributed strain to be borne with-

out extraordinary flexure by the part unoccupied; and the effect of
this strain will be greatest when its product with (L—u)?, the cube
of the length over which it acts, is a maximum ; that is, z(L—a)*
must be a maximum, or, z=7}L.

If the foregoing observations be correct, the platform of a suspension bridge
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should be sufficiently stiff to bear, equally distributed over four-fifths of the
span, a strain equivalent to four twenty-fifths of the load which it would be
necessary to provide against, and to consider distributed over the whole span, if
a framed bridge were used.  And as the effect to produce deflection is as the
weight and the cube of the span, it may be said, that it is only necessary to give
a suspended platform one-twelfth the strength of an independent platform.
Assuming the case of a simple solid beam across an opening, five-ninths of the
depth, or cleven-twelfths of the breadth, may be saved, or some less proportion
may be taken from each of these dimensions, by adopting suspension chains ;
or a beam of the same section will be equally rigid if #pplied to an opening
76 per cent. wider, and exposed, in conscquence, to a load in the same propor-
tion greater. This result must not, however, be supposed to apply to beams
strengthened by tension bars: when a tension bar is applied, its dip is always
so small a proportion of the length of the beam, that the extension of the bar,
when a strain falls upon it, may allow an important amount of deflection.

The figure suggests the advantage to be derived from making each half of the
platform of a suspcnsion bridge serve as a secure tie to one-half of the chain,
and as a strut to the other half. And if the views adopted in the above be true,
the framing of the platform should be arranged to resist a tendency to deflect
upwards.

Very sincerely yours,

H. D. Harness.



XIII.— On Embrasures. By Lieut. Penricr, R. E.

Tue practice of gunnery, both naval and military, having arrived by recent
improvements to a high degree of accuracy, it becomes desirable to obtain,
if possible, a corresponding increase of cover and protection for the guns, and
the men working them, from the effects of a well-directed fire, allowing them at
the same time to use their own to the best possible advantage.

An embrasure is the term which is applied to designate the opening or cut
in a parapct for the purpose above mentioned.

In order to arrive at the form which will generally be best adapted for
permanent works, either inland .or on the coast, it will be necessary to state
the various qualifications that will be required of them, bearing in mind at
the same time their relative importance, so that, in the construction, each may
have its due share of consideration.

In a general point of view, embrasures should be sufliciently solid in their
form to withstand the effects of a counter-fire from the exterior, as well as the
explosion of the charge of the picc® which fires through them.

They must afford as much cover as possible to the guns, and to the men
working them, from external fire, both direct and enfilade.

They should admit of a good traverse, enabling each gun to see over a wide
extent of country, in order to be able to concentratc the effect of as many
as may be rcquired on any single object.

At the same time, they should not occupy more of the parapet than is
sufficient for the working and matériel of each picce, that the front may present
as numerous a battery as possible.

A free passage should be afforded to the exit of the smoke, that it is not
retained in the embrasure after the discharge.

The angles which are exposed to fire should be obtuse, and in those
directions in which sufficient depth of resistance cannot conveniently be given
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to oppose the direct force of a shot, the face which is exposed should present
an oblique surface, so as not to receive the whole force of the shot.

These will be sufficient to guide us in the construction of a general form,
the details of which can be then completed in manner best syjted to carry out
the requisite qualifications.

Let it be required to construct an embrasure in the face of a work to answer
the above conditions.

The embrasure to be perpendicular to the direction of the face, and to admit
of a traverse of 45°, for a 32-pounder gun, (Monk’s construction.)

Let D E, fig. 1, represent the line of the escarp (whi¢h we will suppose to
be finished as high as the terrcplein of the work), and let F G, perpendicular
to D E, represent the central line of fire, on each side of which the gun is to
traverse 224°.

Our first object will be to determine the point in F G on which it is to
traverse.

D Ak ¥
R - A — - ..

We will first assume it to be at A, at the intersection of the outer face D E
with F G, and let the £B A C=45" represent the angle of traverse. Draw
H K, L M, parallel to C A, and B A, produced respectively, and at a distance
from them cqual to half the width of the gun and carriage (to allow sufficient
room for traversing to the desired extent); these will represent the sides of the
embrasure. With centre A and dist. A G=3] feet, describe the genouillére,
allowing the muzzle of the gun to project clear of H L, when it is run up.

In this case, the gun and the men working it will be well protected from the
effects of enfilade fire by a parapet 13 feet in thickness.

'The exterior aperture (H L) is as smaull as possible, and at first no shot from
the exterior, unless dirccted upon the opening, can enter into the embrasure.
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On the other hand, it is open to the entrance of many shot coming from
a position considerably removed from the extreme right and left limits of its
own range ; which would either enter direct into the interior, or would ricochet
from the faces H K and L M, at very favourable angles, to the annoyance of
those working the guns.

The shoulders at H and L are acute, and are not sufficiently solid to with-
stand the effect of the shot striking them, so that the exterior opening would
soon be enlarged, and the form of the embrasure destroyed.

Neither is there sufficient depth of resistance from the genouillére to the
exterior, so that botlf the gun and the men would soon be entirely exposed.
The interior opening of the embrasurce would be so large that the parapet would
be considerably weakened, and in order to accommodate this angle of traverse
it would be necessary to place the guns further apart than is advantageous.

Next, let us assume the point A 3 ft. from the face D E, as in fig. 2.

H K and L M will represent as before the interior sides of the embrasure.

Draw H N, L O, parallel to A B and A C, and describe the genouillére

as before.

Fig. 2.

K M

The angles at H and K arc now rendered obtuse, and are protected from the
effects of the enemy’s fire by the masses D H and E L.

All the shot that can enter direct from the cxterior must come from within
the angle B A C, and consequently from within the limits of the lateral range
of the gun.

The protection from enfilade fire when the piece has recoiled will not in this
case be quite so complete as before, but the interior opening (K M) is
diminished, so that the guns can be placed at shorter intervals.

Supposing the point A to be placed further into the interior, the protection
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from enfilade fire will be materially lessened, and the exterior opening will be
necessarily enlarged.

If placed in the interior crest of the parapet, as in fig. 3, all protection from
enfilade fire is lost; the angles at H and L again become acute, though the
action of the shot will be more oblique on them than in the first case: the same
objections, as regards the weakening thc parapet, and the consequent distance
apart of the guns, can be urged as beforc, and a very large- exterior opening
is presented for the entrance of many shot, which could not possibly have
entered the embrasure in the former cases.

Fig. 3.

It is cvident therefore that the distance of the point A (on which the gun
traverses) from the exterior face of the escarp, should be a minimum, allowing
a sufficient depth of resistance to protect the angles at the shouldcr.

Adopting therefore our second figure as least objectionable, let us endeavour,
to accommodate it as much as possible to the conditions stated above.

The width of the opening at A will be determined by running the gun out at
its extreme traversing limits.

All shot from the exterior whose direction is within the limits B A, C A,
will enter into the interior of the embrasure without opposition.

Now as the gun only occupies a part of the interior opcning, it will evidently
be desirable to protect the men by blocking up the remaining part which is not
required for the service of the gun.

This may be effected by two blocks or mantlets of stone (HKP, LQM,
see fig. 4), faced with -iron, and fitting the space not required at the time,
capable of being moved at pleasure to accommodate the traverse of the gun.
They may move on small iron shot placed in two circular grooves, so that
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when the gun has recoiled, if the direction is to be materially altered, the
mantlets can be moved accordingly.

The form of these must be so regulated that the gun may be able to fire
in any direction between its extreme limits ; i. e. the extreme right or left line of
fire, where it is in the central position, as in Plate XXXII. fig. 5, must corres-
pond with its extreme left or right line of fire when it is in the other positions.

The gun will then have a traverse of about 15° in each position.

Fig. 4.

In order that these two mantlets may closc when brought together, the
curves on which they move must be described from the point in the central
linc of the embrasure produced, in which the inner faces (PH, QL) meet
when produced.

Although from the form of the embrasure an exterior opening of only 4 feet
is visible from the outside, it may still be of advantage to break up the straight
faces (HH N, L O) into such a form that grape and case, or even round shot, on
striking them obliquely, may not ricochet into the interior, provided that the
angles of the shoulder are not materially weakened by it.

Draw B U perpendicular to A B; this, being equal to half the width of
the gun, will allow room for the shot when the gun is at its extreme left
traverse.

In H U take the point R, so that R S perpendicular to H L =1 foot.

VOL. IX. U
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Direct R V on the point Q, so that V T = 3 feet.

Through V draw Y V X, so that the angle UV Y=LR, V X,

Draw-U Y so that the angle V U Y = 30°.

With radius T R =1 foot, describe the curve R S.

Then no shot, after striking the side of the external part of the embrasure,
can ricochet into the interior.

It having been proved that 30° is the extreme angle at “which shot will
ricochet on striking masonry,' it is evident that no shot can ricochet into the
interior at P Q after striking the face VR; for the most oblique shot that
can strike it will be in a direction within N R, which wbuld, on ricocheting,
strike L Q at an angle exceeding 30°. In thc same manner the most oblique
shot that can strike the next face V Y, being in the same direction, viz.
within N R, it is stopped on ricocheting by the face L R. (Asthe LUVY
is 25°, nearly all the shot striking this facc will be stopped by it without any
danger of their ricocheting).

The £V U Y being made equal to 30°, all the shot striking the face U'Y
sufficiently obliquely to ricochet, will be thrown against the last face V Y, and
thus effectually stopped from entering within the opening H L.

Note.—* On a shot striking masonry or brickwork, the angle of incidence
will not be equal to the angle of reflection, as the hold which the shot takes
must tend to stop it in some degree, and would therefore increase the angle of
reflection.” ?

The other side of the exterior opening being completed in a similar manner,
the faces of the embrasure are thereby removed from the effects of the explo-.
sion of the charge at the points where they are most liable to act upon them,
though, where they are faced with stone, much injury arising from this cause is
not to be fcared.

As the muzzle of the gun when fired is within so short a distance of the
outer face of the work, the smoke is not likely to be retained for any length of
time, the greater part of it being projected clear of the embrasure the moment
the gun is fired. :

In order to facilitate the working of the gun when it is at its extreme right
or left traverse, the interior faces of the embrasure may be formed as shown in

1 At a velocity due to a charge }rd the weight of the shot.

23 This will compensate in some measure for the loss of vclocity, which would probably increace
the angle of ricochet.
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to these two last described have been erected on the line of the Northern and
Eastern branch of the Eastern Counties Railway.

Plate XXXVII. exhibits an arrangement whicl is applicable to a railway
on a viaduct of arches, and such as is adopted on the London and Blackwall
Railway, two of the arches being enclosed and roofed over. Fig. 1is an upper
plan; fig. 2 the lower plan; fig. 3 exterior elevation; and of fig. 4, one-half is
sectional through the arch, and the other half sectional through the building.
The building comprises a pay office and waiting hall, besides four closets in
two sets. A flight of stairs projects on each side from the face line of the
arches, and serves for the arrival and departure of the passengers, according to
the direction of the train.

The remaining figures on Plate XXXVII. represent a single-floor station,
having a booking office and general waiting-room, 32 feet by 17 feet 3 inches,
a parcels office, 22 feet 9 inches by 13 feet 1} inch, and a ladies’ waiting-room,
besides conveniences for both sexes. Fig. 5 is a front elevation of the building ;
fig. 6 a plan; fig. 7 an end clevation; fig. 8 a longitudinal section on the line
A B on the plan; and fig. 9 a cross section through the booking office. This
station is erccted on the line of the Birmingham and Derby Junction Railway,
now belonging to the ¢ Midlands’ Company.

The terminus of a long line of railway comprises complete arrangements for
carrying on a large passenger and goods traffic; and in its immediate vicinity
it is necessary to provide means of repairing, and perhaps of constructing the
locomotive engines, besides proper places for containing them, and arrange-

.ments for supplying the requisite fuel and water. The buildings may be
arranged on the two sides of the space intended for the station, the goods ware-
house or station adjoining, if convenient; but the locomotive engine-house
should occupy a separate space, and be at some distance from the other
buildings, to avoid, as far as possible, the annoyance of the noise, steam, and
smell, which necessarily pervade the engine-house, and also the danger of
communication in case of fire. The buildings will contain waiting-rooms for
passengers, separating the first from the sccond and other classes, separate con-
veniences for each sex, booking offices, superintendent’s office, store-rooms for
lamps, oil, grease, &c., &c., rooms for clerks, porters, &c., and also suitable
apartments for supplying refreshments. Around the two sides, or two sides
and end, as the case may be, of the interior space enclosed by the buildings, a
platform, about 10 or 12 feet wide, is constructed, covered with planking, stone
VOL. IX. X
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flags, or asphalte, and about 2 feet 6 inches above the level of the rails, by
which facility is given for entering and leaving the carriages, and also for
loading - the railway trucks with carriages, horses, cattle, sheep, goods, &ec.
The whole of this interior space is roofed over, and lighted by sky-lights or
louvre-lights in the roof. Several cxamples of iron roofing applicable to sta-
tions are illustrated and described in the previous volumes of the Professional
Papers. ~

On approaching the station, the two lines of rails diverge from each other,
so as to bring them close against the platforms, one of which serves as the de-
parture platform, having booking offices, &c., contiguous 1o it, and the other as
the arrival platform, in the immediate vicinity of which the refreshment rooms
are suitably situated. The space between the two lines of rails must be wide
enough for three or more spare lines of rails, to hold carriages of all classes,
horse boxes, carriage trucks, &c. Access from the main lines to these spare
lines is obtained by one, two, or more rows of turn-plates, one of which should
be placed across each of the extreme ends of the station, and another interme-
diate, so that first, second, or third class carriages, may be conveniently intro-
duced at any part of the train. Switches may also be laid connecting these
spare lines with the main lines, but they should be of such a kind that the
tongues may he wholly removed, cxcept when in use, otherwise the arriving
trains will run against the points. The roofing is supported by light iron
girders, resting upon iron columns, fixed in rows between the spare lines of
rails. The goods warehouses, if adjoining the station, should be kept back
from the line formed by the other buildings, so as to allow one or more spare
lines between the warehouse and the main line. If this cannot be done, the
turn-plates must be fixed upon the main line, which is found objectionable, as
they are thus exposed to a constant and most destructive kind of wear.

Plate XXXVIIL represents a goods station of considerable extent, having
five places for trucks to be run in and out, and being connected with one line
of rails and two sidings by means of seventcen turn-plates. A raised platform,
26 fect in width, cxtends along the centre of the building, and throughout its
entire length, being divided by cross partitions into five spaces corresponding
with the five loading-places from the turn-plates. In each of these spaces a
small crane is erected; and bracket cranes are also fixed outside the building
over the doorways and above the upper floor. On the other side of the plat-
form a roadway is made through the building, for the admission of road-carts
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and waggons to deliver and receive their loads. Figs. 1 and 2 are side eleva-
tions of the building; fig. 3 is a plan; fig. 4 a cross section; and fig. 5 an end
elevation.

The most convenient form in which buildings for standing engines are con-
structed is polygonal. Plate XXXIX. represents a complete arrangement for
one having sixteen engine-pits, in each of which two engines may stand, thus
affording standing room for thirty-two engines. All the pits are radial from
the common centre of one turn-plate, and thus any of the engines may be by
one movement of the turn-plate transferred from the pit over which it happens
to be standing to either one of the two pits which communicate with the rail-
way. The two entrances from the railway are covered in, forming buildings
about 50 feet long and 27 feet wide, and having cast iron tanks above, sup-
ported upon girders. These tanks serve as reservoirs for water, to be supplied
by the cranes into the tenders outside the building. Fig.1 is an external ele-
vation; fig. 2 a plan, one-quarter of which is shown .above the brick founda-
tions, another quarter over the pits, and showing the position of the columns
which support the roof; a third quarter of the plan shows the arrangement of
the rafters, and the other the top plan of the roof; fig. 3 is a section of the
bouse, taken on the line A A on the plan.

Plate XL. represents a house adapted for the repair as well as the
standing of locomotive engines. Iig. 1 is a longitudinal elevation, and fig. 2
a plan of the building; fig. 3 is a longitudinal section on the line A A on the
plan; fig. 4 a half end elevation ; fig. 5 a cross section on the line CC on the.
plan; fig. 6 a cross section on the line BB on the plan; figs. 7, 8, and 9, are
details of the cap of the chimney, the stack of which is shown, in connection
with the clevation (fig. 1), by dotted lines which extend across the plan. This
building contains two long pits; also onc central pit for the standing of engines
to be repaired; a repairing shop, smiths’ shop, engine-room, superintendent’s
office, store, &c. The doors arc suspended by rollers, which run on rails fixed
over the openings. '

The provision of the required quantity of water for supplying the tenders
constitutes one of the most important objects to be secured at terminal stations.
Along the line, watering stations will suffice at intervals of about 20 miles. In
some cases, contiguity to a river, or other natural source of the required supply,
will make the arrangements simple, but, if much pumping be necessary, a
small steam engine will be found an cconomical adjunct to the watering
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arrangements. The four Plates XLI. to XLIV. represent the details of a
complete watering apparatus, including pumps, engine, boilers, &c., as used on
the North Midland Railway, and also two varieties of water-cranes. Plate
XLI. shows a general section and plan of the building and well, and the
arrangement of the pumps, engine, tank, &c., &c.; Plate XLII. exhibits the
pumping apparatus and valve in detail ; Plate XLIIIL. contains details of the
engine and boilers; and Plate XLIV. shows a balance water-crane and a
. bracket water-crane, both kinds being extensively used. :

On Plate XLI,, fig. 1 is a vertical section of the building and well, and
clevation of the machinery ; and fig. 2 is a plan of the building, well, and ma-
chinery. a is the well; bb the rising mains, supported by cast iron girders,
cc, resting in recesses in the well; d the double-throw pumping gear, fixed on
cast iron frames carried upon oak girders, e e, resting across the brick-work of
the well; ff are the pump-rods; g g the cranks; %% the connecting branches,
and ¢ the tank supply-pipe; j the tank, formed of cast iron plates with flanges,
through which bolts are screwed, and iron cement inserted between the flanges.
The tank is supported upon cast iron girders, % £, which span the building, and
rest upon the walls. The tank is strengthened with wrought iron stay-rods, /[,
fixed by bolts and eyes across the angles: m is a valve for admitting the water
to descend the pipe ¢, into the lower end of which the pipe r is fixed, which is
connected with the water-crane adjoining the rails. The valve, m, is opened
by means of the chain, p, lever, z, and rod, s, and closed by the counterweight,
0, when the chain is released; ¢ is the waste-pipe. The same letters refer to
the same parts shown in figs. 1 and 2, Plate XLII. Figs. 4 to 12 inclusive,
exhibit details of the valves, and fig. 13 is a sectional plan, taken on the dotted
line zz, of the rising main, b, and connecting-pipe, A. Reverting to Plate
XLL, u is the pump-shaft, » the fly-wheel, w the crank, z the connecting-
rod, y the steam engine, 3 the steam pipe, and b0, bo the boilers.

Plate XLIII. represents the engine and boilers in detail. The engine is
of four horses’ power, and of the high-pressure kind. Fig. 1is a side elevation
of the engine, and fig. 2 a plan; fig. 3 shows the front end, and fig. 4 the
hinder end ; fig. 5 is a longitudinal section of the cylinder, and fig. 6 a cross
section through the steam chamber; fig. 7 is a longitudinal section of one of
the boilers; fig. 8 a front elevation; fig. 9 a plan; and fig. 10 shows cross
. sections, one through the fire-bars and safety-valve, and the other in front
of it.
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Plates XLV. and XLVI. contain elevation, sections, and details, of a hoisting
apparatus employed on the London and Blackwall Railway, chiefly for the
purpose of loading the railway trucks with sugar hogsheads. The hoisting
station is situated near to the West India Dock warehouses, whence the hogs-
heads are brought in low trucks, each of which holds two hogsheads. Three
of these loaded trucks (from which the horse-shafts are readily removed) are
then hoisted upon one of the railway trucks, and thus are transferred to the
London end of the line, where they are discharged by means of another
hoisting machine. The station shown on Plate XLV. is constructed upon eight
cast iron columns, marked a a, built upon brick foundations, bedded upon con-
crete: the columns are secured by strong iron holding-down bolts, which pass
through iron plates built in the brick foundations. Above the columns a cast
iron entablature, b b, is fixed, and supports eight girders, marked ¢ ¢, upon the
inner lower flanges of which wrought iron rails, dd, are bolted, forming six
roads for the traversing cranes, (of which one, marked e, is shown.) The
roofing is supported upon cast iron standards, ii, to which are bolted iron
shoes, j j, for the feet of the principals: & is the railway truck, g g are the horse
trucks, and ff are the hogsheads, Fig. 1, Plate XLV., is an elevation of one-
half of the building, and fig. 2 a section of the other half, both being longitu-
dinal with the railway ; fig. 3 is a half section across the line. On Plate XLVI,,
fig.1is a side elevation, and fig. 2 a front elevation, of the traversing crane.
a a are side frames, which were intended to be made of wrought plate iron, but
were cast with ribs; b b are the axes of the running wheels; and ¢ the shaft of
the drum, j, and the oblique toothed wheel, . The load is raised with a wind-
lass, g, having a worm or endless screw, %, which works into the wheel, i.
The crane is made to traverse across the station with a hand-crank, £, on the
shaft of which is a pinion, /, that works into a geared wheel, m, on one of the
running wheel-shafts, . dd are the wheels; ee the girders; and ff the
wrought iron rails, bolted on their lower flanges. The men working the
cranc stand upon a platform, ¢, supported by stay-rods, », o, and p, secured to
the side frames.

Plate XLVI. also contains a few details of sheaves, as applicable for guiding
the ropes used on inclines, and with stationary power. Figs. 3, 4, and 5, show
the cast iron sheaves first applied on the London and Blackwall Railway :
fig. 3 shows an elevation of the sheave, and section of the bearing-box or frame,
bb, embedded in the ballasting; fig. 4 is a half plan, sectional through a
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sheave having an oblique rim, ¢, as adopted for guiding the rope round curves,
the higher side being intended to prevent the rope taking the direction of a
straight line, as it has a tendency to do, when strained : fig. 5 is a similar half
plan, sectional through a sheave, d, intended for the straight parts of the rail-
way. The axis, g, of the sheave turns in bearings, ee, having receptacles for
grease with lids, ff. Figs. 6, 7, and 8, represent a kind of wooden sheave
which has been cxtensively substituted for the iron ones already described.
The sheave is made in two halves, a a, sccured together by wrought iron rings,
b b, sunk in the face of the sheave and bolts, ee, the heads and nuts of which
are also sunk: two iron plates, cc, are let into the sheave, and have round
holes and key-ways for the axis of the sheave. Figs. 9 to 13 inclusive show
two varieties of sheave adopted round curves on the Euston extension of the
London and Birmingham Railway. Figs. 9 and 10 are elevation and plan of
two small curved iron rollers, the meeting surfaces of which are bevelled : they
are supported by a wrought iron standard, having two branches or axes, upon
which the rollers are secured by screwed nuts: the surfaces, 6 and ¢, of these
rollers form together a continuous curved surface, over which the rope passes,
and which, whether the rope presses laterally or’vertically, yet revolves, and
thus avoids the friction which arises from the rubbing of the rope against the
sides of the groove of a sheave which revolves on a horizontal axis only.
Figs. 11, 12, and 13, show another contrivance applied on curves, which con-
sists of a common sheave working in a box, placed obliquely, and having
attached to it a fixed iron guard or frame, cccc, intended to bear the rope if it
escapes from the groove of the sheave: a is the sheave, and b the box. Figs.
12 and 13 show a dovctailed recess in the sides of the box, within which blocks
of hard wood (lignum vite, teak, or elm) are fitted. The ends of the axis bear
in these blocks, and are greased through a vertical hole bored in the block.

In a former Scction reference was made to a substitute for turn-plates, some-
times adopted, in the shape of a traversing platform, made to cross the railway
so as to present either of two lines of rails fixed upon it in connection with the
fixed rails. Such a contrivance, as applied on the Great Western Railway, at
Paddington, is shown in detail on Plates XLVII. and XLVIIL, on which the
same letters refer to the same parts.

On Plate XLVIL,, fig. 1 is a plan of the platform, from half of which the top
planking is shown removed, for the purpose of exposing the framing, &c., be-
neath: fig. 2 is a half cross section, and fig. 3 a half cross elevation; figs. 4
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and 5 are half sections taken longitudinally with the railway: aa aa are the
two sets of rails on the platform, and 4 4 b b the corresponding fixed rails. The
framing of the platform consists of four parallel joists, dddd, fixed in two
pairs for the bearings of the running wheels. Upon these joists four others,
cccc, are bolted, corresponding with the positions of the rails, and supporting
them. Three pairs of longitudinal braces, £f, and two diagonal braces, ee, are
fixed between the main timbers, ccce, and notched down upon the joists,
dddd. The platform traverses upon four iron wheels, i1, the bearings, 2¢{],
of which are fixed to the joists, dddd. These wheels run upon two rails, 4 4,
laid beneath, and supported upon timbers, marked gg. The motion is guided
by four horizontal rollers, 777, which are attached to the framing of the
platform, and work against fixed iron guide-rails, as shown in fig. 10, Plate
XLVIIL. %# are two timbers, notched down upon the cuds of the rail-joists,
cccc. The platform is covered with planking, and made partly removeable, to
give access to the wheels and the centre moving apparatus. The running
wheels stand partly above the planking, and are protected by sheet iron cups,
JJjjj. The movement of the platform is effected by means of an cndless chain,
00, connccted to the framing of the platform by a fixed hook, p, fig. 5, Plate
XLVIIL. The chain passcs over two grooved pulleys, m and =, the axes of which
are fixed beneath the platform, and the grooves of which have indentations to
secure the adhesion of the chain. The chain is guided upon small rollers,
ad, ad, shown at figs. 3, 8, and 9, Plate XLVIII. The motion of the pulleys,
m, n, is effected by the gearing shown generally at ¢, fig. 1, Plate XLVII.,, and
in detail at figs. 1, 2, and 3, Plate XLVIIL. Bolted to the pulley, », is u large
toothed wheel, w, which is worked by a pinion, z, on the upper end of the
shaft of which is a bevelled wheel, y, to which motion is given by the other
bevelled wheel, z, moved by the winches, ab, ab. The gearing is supported
in a cast iron frame, aa, the bed-plate of which, ac, embraces the curb
adjoining the platform.

On Plate XLVIIL, figs. 1 and 2 are front and side elevations of the gearing,
fig. 1 showing the pulley, 2, and toothed wheel, w, in section : fig. 3 is a plan
of the upper and lower gearing ; figs. 4 and 5 are elevation and section of one
of the running wheels, ¢; figs. 6 and 7 are elevations and section of the pulley,
m; figs. 8 and 9 are elevation and section of one of the chain pulleys, ad; and
figs. 10 and 11 are elevation and section of one of the guide-rollers, r. In
fig. 1, Platc XLVIL, a latch, s, is shown, by which the platform is secured in
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its usual position. The latch falls into a notch, ¢, on a fixed plate, turns upon
centres at v, v, and is limited in its movement by the strap, u.

Plate XLIX. represents various views of a first class railway carriage.
Fig. 1 is a side clevation; fig. 2 is a plan of the under carriage; fig. 3 an end
clevation; and fig. 4 a cross section through the body and under carriage.
These carriages consist of two main portions, the manufacture of each of which
is comparatively distinct from that of the other. These pertions are,—the
¢ under carriage’ or ‘frame,” including whecls, springs, buffers, brakes, &e.;
and the ‘body,” which comprehends all above the framing. The one is made
with a view chiefly to strength, and requires smiths, joiners, &c.; and the other
is adapted to afford comfort and convenience to the passengers, requiring
building, stuffing, glazing, painting, &c., &c. The carriage shown on the
Plate has three compartments, and holds eightecu passengers. It stands on
four wheels, and has a guard’s seat at cach end. A continuous lower foot-
hoard, a a, is fixed along each side of the body, and separate steps, b b b, at the
doors. The buffer-rods, ¢ c, pass through the end bars, d d, of the framing, and
also through the cross-ties, e¢, and are formed at the ends, g g, with grooves or
paths, in which the rollers attached to the cuds of the bufter-springs, 4%, move
when a pressure on the buffers tends to straighten, and thus elongate, the
springs. The springs are strapped at the middle, i4, to the ends of the draw-
bars, jj, %% being the hooks by which the carriages are connected together.
The springs are thus made available in diminishing the effect of sudden jerks
in the dranght. ff are the side sole-bars, and // the diagonal braces ; mm are
the bearing-springs, and n = their carriages, the distances of which may be
regulated by screwed bolts, marked 00, and of which details are given in a
subscquent Plate; pp are the axle-guards, and ¢ ¢ the axle-boxes. Besides
the coupling which connects the carriages by the draw-hooks, % %, two reserve
side chains, s s, are provided with hooks at their extremities: r is the wrought
iron rod connecting the axle-boxes.

The principal dimensions are as follow: length of frame, 18 feet; width of
ditto, 7 feet 6 inches; diameter of wheels, 3 feet; width of ditto, 44 inches;
height from level of rails to under surface of frame (unloaded), 3 feet 10 inches ;
extreme height of body from rail level (unloaded), 10 feet 5 inches; extreme
width of body, 8 fect. The scantlings of the principal parts are as follow :
side soles, ff, 10 by 4 inches; end soles, dd, 10 by 4 inches; cross-ties, ee,
7} by 3 inches; diagunal braces, I/, 4} by 13 inches; bearing-springs, m m,
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each thirteen plates, 3 inches by fths of an inch; buffer-springs, 4 &, ten
plates, 3 inches by fths of an inch; buffer-rods, cc, 23 inches diameter,
reduced to 1% inch; draw-bars, jj, 2 inches diameter.

Plate L. Figs. 1 and 2 show side elevation and plan of second class car-
riage, the framing of which is preciscly similar to that of the first class carnage
just described. The body of this second class, however, consists of four com-
partments, of which three arc double-seated, and one single-scated. Four
passengers filling one seat, this carriage is adapted to hold twenty-eight per-
sons. Figs. 3, 4, and 5, show an open third class carriage; fig. 3 is a side
elevation ; fig. 4 a hdlf plan; and fig. 5 an end elevation. The scats are so
arranged that the whole space of the carriage is accessible by a single door.
Two doors are however provided, one opposite to the other, and situated in the
middle of the sides of the carriage. This carriage is adapted to hold about
thirty-two persons. The carriages which have lately been established on most
of the English railways under an order in Parliament, and hence called ¢ Par-
liamentary’ or ¢ Government’ carriages, closely resemble the one here shown,
in the position of the doors and arrangement of the seats, but differ fram it (in
accordance with the Parliamentary order) in being wholly enclosed ; the sides
being continued upwards, and roofed over, and having two or more small
glazed openings on cach side.

Plate LI. contains yarious details which are common to most of the best
made first and second class railway carriages. Figs. 1 and 2 are intended to
show plan and longitudinal scction of an under carriage frame, with the
springs, &c., complete, and to a larger scale than is practicable in showing the
entire carriages. In these figures, aa arc the side sole-bars, b b the end sole-
hars, ¢ c the cross-ties, d d the diagonal braces. The side and end sole-bars and
braces are secured together by iron knees, ee, firmly bolted ; the side sole-bars
and cross-tics are secured together by iron knees, »n, which also are made to
serve as guides for the buffer-rods, ff, to work in. The ends of the rods arc
formed with grooves at g g, for the rollers at the ends of the buffer-springs, 4 4,
to work in. i are the draw-bars, the ends of which have projecting studs that
press against the small springs, jj, when the draw-bars are in a state of tension.
The ends of the small springs, jj, are connected to two pairs of rods, £ %, and
the whole of the spring apparatus is secured between two. pairs of parallel
plates, / and m. Figs. 3 and 4-show a front and side view of the ‘ axle-guard,’
which is cut from an iron plate, and about 3 or 3ths of an inch in thickness.

VOL. IX. Y
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The axle-guards are the only means of connccting the carriage framing to the
wheels. The wheels are firmly keyed on to the axles, and thercfore the axles
revolve with the wheels. The axle is prolonged at each end beyond the wheels,
forming its journals. A separate mectal box adapted to hold grease, and a gun-
metgl bearing, and made in two parts to admit the journal of the axle, and
hence called the ¢ axle-box,’ is fitted at cach end of the axle. As the height of
the carriage and framing varies according to the load and- pressure on the
springs, while the height of the axle-box of course remains the same, it is ne-
cessary that their connection should admit of this variety of altitude, and of
distance between the framing and axle-box. This adjustment is provided by
bolting the axle-guards to the framing (on the inside of the side sole-bars), and
making grooves in the sides of the axle-box, within which the prongs of the
guard may move vertically only. These grooves are shown at aa, fig. 8;
figs. 5, 6, 7, and 8, being views of one of the axle-boxes; fig. 5 a longitudinal
section, showing the axle, and the position of the wheel upon it, the journal,
and the gun-metal bearing. b is the aperture through which the grease is ad-
mitted to the journal; ¢ ¢ are small tongues formed on the gun-metal bearings,
fitting into corresponding notches in the axle-box, and thus preventing the
bearing from shifting on the journal ; ss are sinall straps of iron, or spring-ties,
by which the springs arc secured. The upper and lower parts of the axle-box
are connected by means of two strong screwed bolts and nuts, dd. The space
for grease is usually covered by a lid of sheet iron, turning on a hinge joint,
but omitted in the figures to avoid complexity. Fig. 6 is a side clevation of
the axle-box, showing a portion of the wheel and axle; fig. 7 is a half frons
view and half cross section of the axle-box, showing the gun-metal bearing and
position of bolts, d d; and fig. 8 is a half top plan and half underneath plan of
the box. S

Fig. 9 shows one of the couplings, known as ‘ Booth’s coupling,” by which
the carriages in a train are almost universally connected together. aa is a
screw, onc-half of which is cut with a right, and the other with a left-handed
thread, so that onc movement of the screw shall either increase or diminish the
distance between the tapped sockets, ee. These sockets are connected by pins
to the links, £f, which are put over the hooks, % %, of the draw-bars of the car-
riages. For convenience in turning the screw, a a, it is attached at the centre,
b, by a pin to a lever or stalk, c, the weight, d, at the end of which tends to
keep the screw stationary, and thus prevent any accidental movement of it.



RAILWAYS. 171

In order to show the coupling complete in one view, the weight, d, and
stalk, ¢, are shown as if lying hérizontally, whereas they naturally assume a
vertical position when the coupling is in use.

The braking apparatus, as usually applied to railway carriage wheels, con-
sists of two or four blocks of wood fitted to the periphery of the wheel, and
about 15 inches long, 5 inches wide, and 3 inches thick. To these strips of
iron are attached at the back, and these strips are slung by iron pins from the
sole-hars of the framing. The blocks are so connected by iron rods that a
movement which is horizontal, or nearly so, is required in order to force them
against the wheels. The apparatus by which this motion is commonly obtained,
at command of the guard scated above the carriage, is shown by figs. 10 to
14 inclusive, on Plate LI. ab are a lever and handle, conveniently situated
beside the guard’s scat, and keyed to a vertical iron rod, ¢, which turns within
an cye or bearing, d, fixed by means of two bolts to the upper part of the car-
riage body. The lower end of this rod is cut with a square-threaded screw, ¢,
and its lower point turns in a tapped socket, %, which is secured at i in the
end sole-bar, j, of the carriage framing. Another tapped socket, g, is also fitted
upon this screw, and connected- by a pin with two side slings, ff, the lower
ends of which are pinned to a double-armed or bell-crank lever, £, {, which is
keyed to a shaft, », that turns in an eye, m, bolted to the carriage framing.
By turning the handle, b, so as to raisc the rod, ¢, the end, p, of this lever will
be cvidently drawn forwards in an arc, whereof # is the centre; and by ex-
tending the shaft, », across the framing, two sets of brake-rods may be simul-
staneously acted upon, so as, if required, to work four brakes at once.

Figs. 15 and 16, Plate LI., show a detail of the carriages for the ends of
the bearing-springs (as shown on Plates XLIX. and L.), which arc capable
of adjustment, according to the length of the springs. a represents the side
sole-bar of the carriage framing; s the end of the spring; and ¢ the irou
bracket or carriage, to which the spring is connected by the sling, d, which
consists of a steel link enclosed in one of leather, and embracing small rollers
on the end of the spring and of the carriage. The bearing-plate, ee, has two
slots, ff, working upon the bolts, g g, fixed in the sole-bar: % is another bolt
firmly fixed in the sole-bar, and ¢ is a screwed bolt which passes through eyes
formed on the bolt, 4, and on the end of the bearing-plate, e. By screwing
up the nut upon this bolt, 7, the bearing-plate, e, will be evidently drawn
further away from the spring, and vice versd.
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Plate LII. shows a railway waggon adapted to carry a large quantity of
heavy goods. Fig. 1 is a side elevation; fig. 2 a plan of the carriage framing,
one half of which is shown above the upper frame; fig. 3 an end elevation;
and fig. 4 a half top plan. aa are the side sole-bars; &b the end sole-bars;
cc the cross ties, and d d the diagonal braces: ee are the buffer-rods, and ff
the rollers on the ends of the buffer-springs, gg: hk are the draw-bars; and
71 the hooks for the couplings. The draw-bars are connected at jj to the
buffer-springs. %% show the framing of the body, and [I, mm, that of the
doors, of which there are two at cach end of the waggon: z and o are the iron
fastenings to the doors. The doors are continued upwards at p p, for additional
sccurity to the load. ¢ g¢ are the axle-guards, 77 the axle-boxes, and s the
connecting-rod between them.

Plate LIIL. represents a ballast waggon, the height of which may be in-
crcascd at pleasure by the sides and ends, a a, secured by the posts, b b, in the
staples, ¢c. This waggon is without buffers, and the draw-bars, dd, arc pro-
vided with very simple springs at ee. Fig. 1 is a side elevation ; fig. 2 a plan ;
fig. 3 an end elevation ; and fig. 4 a half top plan of the waggon.

On Plate LIV, figs. 1 to 9 inclusive show the details of a very effective
brake, applicable to ballast and other waggons, where the action can be had
direct by means of a lever. a is the lever terminating in a handle, and
working within a slot formed on a plate, b, having a serics of holes, in which a
pin is placed, in order to retain the handle in any desired position. When out
of use, the handle is kept in its highest position by the spring-stud, v, shown at
figs. 8 and 9. The other end of the lever is connected at ¢, with a bell-crank
lever, having two arms, s and e.  The pin to which the lever, e, and the bell-
crank lever, are keyed at ¢, turns in two iron plates, dd, bolted to the side
sole-bar, ¢, of the waggon. The two ends, s and e, of the bell-crank lever, are
pinned to the brake-rods, ff and 7 p, the other ends of which are attached by
holts to the iron plates or shoes, % and =, bolted to the brake-blocks, i and o,
and suspended by slings, £ and m, at j and /, from the side sole-bars of the car-
riage. The brake-rods are each made in two pieces, the approaching ends of
which are tapped reversely, so that by turning the tapped nuts, g and ¢, which
connect them, their length may be from time to time increased, to make up for
the deficiency occasioned by the wear of the wooden blocks, i and o, against
the wheels. Fig. 1is a partial view of the waggon ; fig. 2 a cross section of the
side sole-bar, ¢, with the bell-crank lever and pin, ¢, in connection; fig. 3 is a
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separate side view of the bell-crank lever; and fig. 4 is a front view of one of
the pins, s, showing the separate collar secured to it, after attaching the end of
the brake-rod. Fig. 5 is a separatc view of the brake-rod, ff, showing the
block, z, and shoe, %, in section. Figs. 6 and 7 are scparate side and frout
views of one of the'shoes, n, with its sling, m, and pin, , by which it is secured
to the side sole-bar, ¢; and figs. 8 and 9 are side and front views of the handle-
plate, b, with its spring-stud, &c. Figs. 10, 11, and 12, show a simpler and
less effective form of brake, applicable to a similar class of railway waggons,
and which acts only on one wheel. The same letters in these figures refer to
similar parts to those tlescribed of fig. 1, &c.

Figs. 13 and 14 represent the grip or clutch attached to the two ends of the
carriages, &c., used on the London and Blackwall Railway. Fig. 13 is a front
view ; and fig. 14 a scction taken on the line A A on fig. 13. a is the end sole-
bar, which cxtends beyond the body of the carriage, and is planked over, the
guard standing on this projection in order to have immediate command over
the grip and brakes: 64 arc two tongues or forks, not placed in the same
plane, but fixed one behind the other; and ¢ is a moveable tongue or hook,
working between them, and which is thrown back in order to admit the rope
between the forks, 4 b, then forcibly pressed upward, so as to secure a firm grip
of the rope, and again thrown back, on approaching the stopping-place, so as
to release the rope. The moveable tongue, ¢, terminates upwards in a lever or
handle, d, having a centre at e, on the radial lever, g, which turns on a fixed
centre at f. The lever, g, has also a pinion on the end of a small lever, j, and
3 pall, [, on the end of another lever, £, attached to it. This pinion and pall
work on the two edges of a fixed curved standard, i, one of which is formed
with tecth, and the other with a ratchet. When the rope is embraced between
the tongues, b and ¢, the lever, g, is forced upwards, aided by pressing the
handle, j, downwards; and when the required force is attained, the pall, /, is
dropped into the nearest tooth of the ratchet. In order to release the rope it is
only necessary to rcmove the pall, and press the lever, d, towards the
standard, i. The levers, d and j, are kept in their proper planes by the ties
which extend from f to 4.

Figs. 15, 16, and 17, show a contrivance affixed to the ends of railway trucks
intended to carry road carriages, for the purpose of recciving the wheels of
such carriages, It consists of a metal plate, b, turning on centres at ce¢, and
supported by a bracket, £, bolted at g to the end sole-bar: leading from the



174 RAILWAYS.

plate & is an inclined plate, a, and both of these having raised edges, the wheels
are with certainty conducted to the space intended for them, between ribs of
wood bolted to the flooring of the truck. The dotted lines at d show the posi-
tion of the plate or flap, b, when not in use.

Many contrivances and combinations have been attempted in the manufacture
of wheels for railway carriages. In the early period of railway history, wheels
made wholly of cast iron were tried, but found quite unequal to the wear occa-
sioned by high velocities, and the concussions to which they were exposed over
new lines, &c. Hence combinations of cast and malleable iron were tried, and,
fashioned in a variety of shapes, these materials have tver since been most
widely adopted. The boxes or naves are cast, and the arms or spokes, and rim
or tire, are of malleable iron. In the ordinary forms the mode of manufacture
is this :—the arms, being rolled and properly formed, are arranged in the posi-
tions they are intended to occupy in the wheel around a box or mould for the
nave, and into which mould cast iron is introduced in a melted state. The at-
taching of the tire is another operation: the iron, being rolled to the proper
section, and cut to the proper length, is next placed in a furnace, and then bent
in a mould to the intended circular shape, after which it is shrunk on upon the
arms and riveted to them. The finishing operation is the turning of the sur-
face of the tive.

A machine for bending and setting the tires of railway carriage wheels was
described in a paper by Mr. J. Woods, read before the Institution of Civil En-
gineers, in the session of 1841. The abstract of this description may be quoted
from the ¢ Civil Engineer’s Journal,’ ! as follows: * The usual mode of bending
tire-burs was by means of swages and hammers round a fixed mandril: after
being welded, they were stretched on a cast iron block, formed of two semicir-
cular pieces hinged at one point, and wedged apart at the opposite side: the
hoops, being heated, were placed on this block, and by repeated blows driven
into close coutact with the mould. Much difficulty was expericnced in thus
making up tires for large railway wheels, and the present machine was con-
structed for facilitating the process.- One end of the tire-bar, when heated, is
wedged into contact with one of four segments of a circle, of the required
diameter, upon a cast iron table, which is caused to revolve slowly ; the pressure
of a guide-wheel at one side forces the tire-bar to warp round the segments,

! Vel iv. p. 818.
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and to form the circular hoop required; its ends, having been previously
scarfed, are then welded together. The tire is again thoroughly heated, and
placed around the four segments, which slide radially on the table, and are then
simultaneously forced outwards by a motion of the centre shaft. The tirc, being
slightly chilled, and assisted by the swage and hammer, soon adapts itself to
the segments, and forms a circular hoop instcad of two semicircles irregularly
joined at their points of contact, as by the old system : it is then ready for being
chucked on the lathe, and bored out before shrinking on the wheel. It is ap-
parent that a machine of this description becomes applicable to tires of any
diameter, by having three or four sizes of segments adapted to the table. It is
found to diminish the manual labour, and to preparc the tire more accurately
than by the usual process.”

On Plate LV. six varieties of railway wheels arc shown. Fig. 1is an clevation,
side view, and section of a wheel, of which the nave or box only is of cast iron :
the tire is rolled, and the spokes are formed of iron plate, 4 inches by 3 inch:
cach spoke consists of a pair of these plates, which meet at the tire, but diverge
in curved lines towards the nave, and are by this arrangement intended to
afford some clasticity. The plates forming the spokes arc continued within the
inner circumference of the tire, and secured by screwed holts and nuts, the
heads of the bolts being countersunk on the tire, and turncd to lic perfectly
flush with it. T'ig. 2 shows similar views of another wheel, consisting of one
member more than that just described, viz., a separate inner band or tire having
a tongue or rib rolled on it. The spokes are formed of rolled iron, of a section
cescmbling the letter T, and are curved so as to present arched surfaces towards
the tire. Each adjoining pair of spokes meet in approaching the nave, into
ewhich they are fixed in the process of casting it. The arched surfaces of the
spokes are formed with grooves, corresponding with the tongue on the inner
tire; and both tires and the spokes are sefured together by bolts, of which the
heads are countersunk and turned off, and the inner ends are riveted through
the crown of the arches formed by the spokes. Fig. 3 shows elevation, side
view, and section of a wheel having cast iron nave and arms and rolled tire.
The arms are of the H section, and cast together with an inner tire, and the
two tires are secured together with wrought iron bolts, countersunk on the
head, and turned with the tire. Fig. 4 exhibits a wheel, of which the arms are
formed of iron plates similar to those shown on fig. 1; but in this wheel they
are arranged so that the curvature or bow is transverse to the plane of the
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wheel, instead of heing parallel to it.  The meeting ends of cach pair of plates
forming the spokes are reecived between two tongues rolled on the iuner cir-
cumference of the tive.  In the wheels yet deseribed metal only is employed,
but in those shown in figs. 5 and 6 a portion of wood is introduced, whereby
the quality of clasticity, so desirable in railway wheels, is songht to he obtained,
In the wheel shown in fig. 5 the spokes are of wood, and are received in
sockets formed in the east iron nave, and at the outer ends mortised into an
inuer tire of wood, which is made in segments, and bolted to the rolled iron
outer tire. I fig. 6, the bearing surface of the tire is formed of wood, which
is fitted in small segments into a groove formed on the tire.  The inventor of
this wheel, Mr. Dircks, has thus deseribed it.--- The construction of this wheel
may be understood by imagining a spoked wheel with a deep channelled tire.
The wheel may be made cither of cast or wrought iron, it having been ascer-
tained that tire-hars can be rolled to the required pattern.  In this channelled
tire arc inserted blocks of African oak, measuring about four inches hy three
and a half inches, solidified by filling the pores with unctuous preparations ;
thereby counteracting the cffeets of wet by eapillary attraction, to which by
this means it becomes impervious, and at the same time is not liable to un-
equal contraction and expansion.  The blocks of wood are cut to the requisite
forn to fit very exactly into the external circular channel of the wheel, with the
grain placed vertieally throughout, forming a complete facing of wood.”  There
are about from twenty-cight o thirty of these blocks round each wheel, where
they are retained in the required position by means of the bolts, as shown in
the engraving.

G. D. D.

END OF VOL. IX.
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