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CHAPTER I 

E, 

GOVERNMENT POLICIES 
• I 

In the years before Florida was ceded to the United 

states by Spain, the colony loomed large in the consciousness 

of its northern neighbors, for the peninsula in the hands of a 

foreign power was always_ a potential menace to the southern 

section of the United States and to American control of the 

Mississippi valley. The cession assured American supremacy in 

the Gulf of Mexico, and the importance of Florida at once 

became conditional upon its economic development rather than 

upon the accident of strategic position. But the new Territory 

was sparsely settled, a large portion of its lands were swamp 

or pine barrens, and it had an Indian question that was not 

settled until after its admission to the Union, so that it 

became economically what it was geographically, a comparatively 

uni :IIportant appendage of the South. The inhabitants of this 

backwater of the frontier did not intend that their Territory 

should continue for any length of time in an insignificant 

position, and with the energy, enthusiasm and optimism of true 

frontiersmen they looked around for means of lifting the 

Territory into a position of importance within the Union and 

themselves into a condition of ease and affluence. The solu

tion of their problem, they speedily crune to believe, lay in 

internal improvements.(1) 
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Internal improvements in the decade of the twenties 

meant, first and foremost, canals. Florida was soon in the 

field with a project for a canal across the peninsula, de

signed to divert commerce between New Orleans and the Atlantic 

coast cities from the circuitous and hazardous route around 

the Florida Keys. As early as December, 1824, tne Florida 

Legislative Council adopted a memorial to Congress asking that 

a canal be opened between the Suwanee and the st. Johns rivers. 

(2) Through the efforts of Joseph M. White, the Territory's 

delegate in Congress,(3) an appropriation of $20,000 was ob

tained in 1826 for the survey of canal routes from the St. 

Marys to the Apalachicola river and from St. Johns river to 

vacasausa bay at the . mouth of the Suwanee river.(4) Before 

the survey, which was t o discourage the idea of a ship canal 

across the peninsula, was finished, the Legislative council on 

January 27, 1831, adopted a resolution instructing White "to 

have the engineers employed in surveying a canal across the 

peninsula of Florida, to enquire into the practicability and 

probabl.~ cost of making a rail-way across the peninsula, from 

the St. John's river, or nearest adjoining ·navigable water, 

on the Atlantic side of said peninsula, to the Suwanee on the 

gulf of Mexico."(5) The year 1831 also saw the incorporation 
' 

of the Leon Rail Way Company, authorized to construct a rail

way from Tallahassee to St. Marks.(6) In the years between 

1831 and Florida's admission to the Union in 1845 interest in 

railroads increased until they were the chief concern of persons 
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interested in internal improvement for Florida. 

The period, however, was one of . promotion and agita

tion, rather than c,onstruction, although four short lines with 
I 

an aggregate mileage of only 63 miles were built, and a fifth, 

more ambitious project was begun but abandoned before comple

tion. Failure actually to carry through to completion the 

nl.llnerous railroad projects may be attributed to a number of 

cause~. The railroad industry was in its infancy and there 

was no established body of engi~e ·ering knowledge on which the 

promoters could base reliable estimates of construction costs, 

while the comparatively level nature of the country was a 

frequent cause of under - estimates. Estimates of army engineers 

for a ·cross-state railroad varied at different times from $7,000 

for a double track to $17,00 or $19,000 for a single track 

line.(?) Even more serious than a lack of knowledge was a lack 

of capital within the Territory. A project of any magnitude 

was foredoomed to failure unless outside capital · could be en

listed, and even though this was done in two cases, the projects 

failed. To cut the capital cost as much as possible the 

cheapest type of construction was used, and all the Florida 

railroad building of this period was of the strap-iron or plate 

construction.(8) It was almo ·st as difficult to secure labor 

as ca t t al. Slave labor was practically monopolized by plan

tation tasks and, as free labor was almost non-existent in the 

Territory, it was necessary for railroad contractors to import 

workrnen.(9) Add to these obstacles to railroad construction 
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the financial depression of 1837 and the unsettled condition 

and continuing expense occasioned by the Indian wars, and the 

wonder is that any railroads were built at all. But the 

Floridians were determined to have railroads. They built 

what little mileage they could finance and talked long and 

hopefully of lines that were never to be constructed, or only 

after statehood had been achieved. 

The Territory had little to guide it in its attitude 

toward the railroads save its own inclination, but that was 

favorable to the new method of transportation. Charters were 

to be had for the asking, so long as the projected routes were 

within Florida, or would develop Florida ports at the expense 

of another state, as was the case with west Florida lines. 

But the Legislative Council frowned upon extension of Georgia 

lines into Florida and a consequent development of Georgia ports 

by traffic in Florida products. The principle of monopoly 

seems to have been adopted without question, although in the 

years immediately after 183? railroads were somet in1es condemne d 

on this score in company with banks and other corporations.(10) 

Contrary to the prevailing custom throughout the United States 

in the early years of the period under consideration, Florida 

never looked upon a railroad as a public highway, and most of 

the charters specifically stated 'that the company should have 

exdus ive use of its tracks.(11) Conditions within the Territory 

were more nearly li ke those of the West than th~ older portions 

of the South, and like the West, Florida consistently sought 
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federal aid for her internal i1nprovements, including railroads. 

Governor John H. Eaton,(12) in his first message to 

the Legislative Council in 1835, strongly advised that body 

. "not to neglect the golden opportunity" of seeking congressional 

aid for internal inwrovement projects while Florida. was still 

a territory, for "internal improvements within a Territory--

have not been questioned on constitutional grounds.tt Florida 

might be expected soon to enter the Union, howevert when re

quests for federal aid would encounter objections based on the 

theory of state sovereignty. He suggested that Florida might 

look for support in this to the western states, which were 

equally interested in obtaining congressional grants.(13) 

Eaton's recommendation had been anticipated in 1831 by Governor 

William P. DuVal,(14) who stated that "we should not be remiss 

in :petitioning Congress to extend to us its kindness, a.nd 

munificence, nor can we in thus acting be reproached with a 

se-lfish policy. For our Territory is so fortunately situated 

that there can be no great work of Internal Improvement among 

us, vihich will not be more properly of a national, than local 

character."(15) 

These suggestions evidently coincided with the Coun

cil's own views on the matter, for the greater number of acts 

chartering railroad companies were accompanied by resolutions 

instructing the delegate in Congress to obtain a right of way 

and other concessions for the company in question. ' The United 

States ovmed most of the land in Florida, and there was much 

justice in the contention of railroad promoters that, since 



6 

the government would be the main beneficiary from increases in 

land values e~ected to result from construction of railroads, 

it was only fair that it should aid them.(16) Congress was 

moved by this argument, certainly, to the extent of reserving 

public lands throu gh which several of the more i n4>ortant rail

roads were projected to run for a period of two years after 

location of the lines and of refusing preemption rights to 

settlers on such lands, but it did little more for the railroads 

than to grant them the necessary rights of way.(1?) It is 

interesting to note, however, that within their restricted 

scope the grants were increasingly liber al. The first group 

of Florida roads to receive the sanction of Congress were in 

1835 granted 60 foot rights of way and the privilege of using 

ti mber and building material wit h in 100 yards of the line.(18) 

A second group, approved in 1837, were allowed a right of way 

of 80 instead of 60 feet, together with the use of building 

materials,(19) while in 1838 the Florida Peninsula Railroad and 

steamboat Company was granted, in addition to these privileges, 

four acres for each 10 miles of road, to be used as sites for 

depots, workshops and watering places.(20) 

Congress also specified in regard to the Florida 

Peninsula Railroad and Steamboat 6ompany that it should exercise 

no banking privileges and that its tolls shoul d be ~subject to 

congressional regulation until such time as Florida might become 
, , 

a state, when they should be regulated by the state legislature. 

The provision for congressional regulation is to be explained 

by the .fact that Florida was a territ~ry, and as such its 

internal affairs were the proper concern of Congress* The act 



? 

ratifying the group of Florida companies in 1837 looked to 

future state control of the lines by providing that after 20 

years Florida might take one - fourth of the capital stock of 

the several companies at par value by paying interest on the 

investment. 

The Territory also played with the idea of state 

control and state ownership. Many persons looked upon state 

ownership as a desirable and profitable source of state revenue, 

(21) and several of the charters contained clauses looking to 

eventual purchase of part or all of the stock by the Territory. 

( 22) Al though state ovmership was at most a thing of the 

distant future, the Territory could pledge its credit in aid 

of railroad building, and did so in the case of the Alabama, 

Florida and Georgia ~ailroad to the amount of $500,000. But 

there was no sustained policy either in the matter of state 

ownership or of territorial guarantee of railroad bonds. 

No general railroad law was passed during the 

territorial period and in only one instance did a governor 

recommend legislation applicable to all railroad companies. 

Governor Eaton believed that railroads might, for their own 

profit, prevent dissemination of information such as the prices 

of staple articles and that in time of war they might make 

exo nbitant demands on the government. He therefore recom

mended in his message of January 6, 1836, that the charters of 

all railroad companies previously incorporated by the Legis

lative Council be amended to corrrpel conveyance of mails at an 

equitable rate and to prohibit unreasonable charges for trans-
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portation of troogs and munitions in time of insurrection or 

invasion.(23) But the suggestion was never acted upon. Not 

only was there no general railroad legislation, ut the pro

visions of the se~eral charters exhibited a noticeable lack of 

uniformity. 

There was some idea of rate fixing but none of the 

roads actually built had definite rates specified in their 

charters.(24) The charters of the Tallahassee Railroad Company 

and the Lake Jimico and st. Joseph Canal and Railroad Company 

provided, however, with the expressed intent of controlling 

rates, that profits in excess of 20 ~er cent. of the capital 

stock should, after the initial cost of the railroad had been 

met, be paid into the territorial treasury.(25) Variations of 

this idea were contained in several provisions for paying two 

per cent. of all profits in excess of 10 per cent. to the 

Territory,(26) and in the case of the Leon Rail Way Company, 

for turning over to the Territory all profits in excess of 10 

per cent. That these provisions were not made with a view to 

possible revenue is shown by the fact that most · of the railroad 

companies were exempted from taxation, though here again the 

practice was not uniform, and in several cases taxation was not 

1nentioned, while clauses providing for taxation were included 

in three charters.(27) No Florida railroad company was granted 

banking powers in its charter, and in two cases exercise of 

such powers was expressly denied,(28) but it appears that both 

the Tallahassee Railroad Company and the Lake Wimico and St. 

Joseph Canal and Railroad . Company did exercise them.(29) An 
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interesting provision of the charters of the Florida, Alabama 

and Georgia Railroad Company and of the Union Railroad Company 

exempted engineers and workmen from militia, road and jury duty 

while the railroad was under construction.(30) 

The usual method of Drganizing a railroad company 

was for commissioners, named in the charter, to open books for 

the subsc _;iption of stock at a time and place also designated 

in the charter. When a varying but usually specified proportion 

of the capital stock had been subscribed, the incor poration 

was considered as completed and the company proceeded to the 

election of directors and other officers. The, payment on stock 

necessary at the time of subscription was usually designated 

and ranged from 25 cents to $10.00 a share. Other payments 

were generally to be called for at the discretion of the direct

ors, though frequently the amount that might be called in at 

one time, as well as the frequency with which payments might be 

called for, was regulated. In the main, no security was demand

ed for deferred payments, but in several charters it was pro

vided that real estate should be given as security for stock. 

The Union ~ailroad Company charter, which was most explicit in 

this regard, provided that Florida lands might be offered as 

security for stock to the extent of two thirds of their value 

and that claims to tracts of land worth not more than 20,000 

at a valuation of $1.25 an acre might be pledged to t~e company 

for the same purpose. In the case of claims, the company was 

to apply to the judge of the superior court of Florida for 

confirmation, which confirmation should be final and conclusive. 
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The party giving land as security was to bear the expense of 

surveys and legal fees.(31) Occasionally it was specified that 

the charter should become null and void if organization were not 

completed within a stated period, and usually a time limit for 

beginning and finishing the work was set on pain of forfeiting 

the charter. 

A study of the proposed routes of railroads, as set 

forth in the several charters, shows no thought of any continu

ous network of roads nor of connecting i mportant towns. Rather, 

the selection of routes seems to have been made with a view to 

linking existing water transportation routes into an improved 

and more efficient general transportation system of which 

waterways would.remain the vastly greater and more important 

component. No one really believed that railroads could ever 

supplant natural waterways as a channel of transportation. (32). 

Indeed, railroads were looked upon as artificial rivers that 

could be made to flow where man desired, and the assumption 

was that he would place them to supplement rather than compete 

with waterways. Every Florida rai~road projected was designed 

to connect two navigable bodies of water or to run from a good 

harbor that lacked river communication with the interior into 

a back country that lacked a satisfactory water outlet. Pensa

cola, st. Augustine and Brunswick, in Georgia, had good harbors 

but were cut off from the back country by pine barrens, while 

Apalachicola,' with good river communication with the interior, 

had a poor harbor. Much of the Florida railorad agitation was 

determined by these facts. 



11 

The railroad promotions of the period fall into 

three groups, those for local projects, promotions of an 

interstate character, · and agitation for a cross-state line. 

The railroads actually built were of the first type and were 

all in middle or west Florida. Only one local railroad was 

projected in east Florida, a fact that is probably to be 

accounted for by the unsettled conditon of the cotmtry due 

to the Indian wars. The most ambitious road actually under~ 

taken was of the second type, and before it could be started 

the jealousy of Alabama, similar to the jealousy Florida felt 

for Georgia, had to be overcome. None of the third ty-pe of 

promotions passed the blueprint stage during territorial days, 

although from the first days of railroad agitation it was 

generally felt tha.t such a road wo·.ld be of gr .eat advantage 

in the development of -the Territory. 
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Notes to Chapter I 

(1) At a dinner given by the citizens of Pensacola to Richard 
Keith Call, September 18., 1824, these toasts were drunk: 
"Internal Im:provement.-Give Florida her share, and she will 
return in value an hundredfold. 0 "The Territory of Florida.
Her productions shall soon refute the slanderous tales about 
her sand hills and sterility." Pensacola Gazette, September 
25, 1824. 

(2) Florida Laws, I, 1824, p. 308. The Georgia Legislature in 
1825 passed a resolution calling for the appointment of com
missioners to survey the route for a canal from the st. Marys 
to the Suwanee river. The jealousy that Florida was later to 
manifest towa1--d Georgia. projects for railroa.ds in Florida is 
foreshadowed here by the editor of the East Florida Herald, who 
demanded that "Georgia say whether this resolution is in 
accordance with the principle of state rights which is so 
vehemently contended for." Quoted in Pensacola Gazette, 
August 6, 1825. 

(~) Joseph M. White was born in Franklin county, Kentucky, May 
10, 1781. He came to Florida with a commission as a member of 
the Legislative Council in 1821 and settled in Pensacola. He 
succeeded Call as Florida's delegate in Congress in 1825 and 
served until 1831, when he was defeated by Charles Downing. He 
died in st. Louis, Mo., October 19, 1839. 

(4) u. s. Statutes at Large, IV, 19th Cong. Sess. I, 1826, Chap. 
IX, p. 139. The project received the approval of DeWitt Clinton, 
of Erie canal fame, who wrote White that "this project presents 
abundance of water, a. soil easy to excavate, a level country 
where few or no locks will be required-shortness of distance 
and, in the aggregate, almost all the facilities than {sic.Jean 
be desired. 0 Quoted without date in Pensacola Gazette, February 
25, 1826. 

(5) Florida Laws, II, 1831, p. 96. 

(6) Ibid. p. 67. As early as 1828 the Chipola Canal Company 
had been authorized to construct a canal or railway from the 
Chipola river to st. Andrews bay, but the company was primarilly 
a canal project, and as such was granted a right of way by 
Congress. Florida Laws, I, 1827-28, p. 80; u. s. Statutes at 
Large, IV, 21st Cong~ Sess. II, 1831, Chap. LJC;XIII, p. 474. 

(?) The smaller estimate, given by Lieutenant George w-. Long 
in 1834 was not the res _ul t of a survey of the cross-state line 
by that officer, but was based upon his survey of the Tallahassee 
railroad, while the larger esti.aate, ~as ·:.gi venj oai'so .twi thout an 
actual survey, in 1844 by Colonel J. J. Abert. Pensacola 
Gazette, November 1, 1834; Senate Documents, 28th Cong., 1st 
Sess., II, No. 62, P. 19. 
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( 8) :Mac Gill, C. E., History of Transportation in the United 
States before 1860, P• 313, says the strap-iron construction 
cost about one half as much as any other type. See EOEt, p. 

(9) Difficulty of securin g labor and capital was to find partial 
solution in later years through the expedient of having planters 
subscribe for stock to be paid for in slave labor. Thus, 
George Noble Jones, through ·whose planta .tion, El Destine, the 
Pensacola and Georgia railroad ran, subscribed" 5,000 on the 
general list, & work to the amt of 5,000 to be paid by the 
Com:py, in stock & Money. 11 E. c. Cabell to Jones, July 1, 1855, 
Mss. in El Destine Papers. The charter of the Pensacola and 
Georgia Railroad Company authorized it to accept materials and 
labor in payment for stock. Florida Laws, 6th Sess., 1852-53, 
Chap. 484, p. 43. 

(10) Governor John H. Eaton, in his message to the Legislative 
Council, January 6, 1836, said, "There . is nothing in the shape 
of monopoly which so well recommends itself to favorable con
sideration as the constructing of Rail-roads. 11 Journals, Flo
rida Legislative Council, 14th Sess., 1836, p. 2. 

In 1840 Governor Robert R. Reid attempted to investigate 
the railroads, together with other corporations, but he failed 
because the railroads denied that the investigation was prop
erly authorized. For example, the St. Augustine and Picolata 
Railroad Company. St. Augustine News, April 24, 1840. 

(11) "With the exception of the Baltimore and Ohio, few rail
road companies of this period were granted charters which did 
not expressly provide that the road might be used by any 
person who would comply with the necessary rules as to form 
of wheels, style of cars, and weight of loads. tt 1[acGill, 
History of Transportation in the United States, p. 315. 

(12) John H. Eaton was born in Tennessee in 1790 and died in 
Washington, November 17, 1856. While serving as United States 
senator from Tennessee he was ap pointed secretary of war by 
President Jackson and held that position until 1831. In 1835 
he was appointed governor of Florida, serving in that capacity 
until his appointment the next year as United States minister 
to Spain, a position which he held until 1840. 

(13) Journals 1 Florida ~~islative Council, 13th Sess., 1835, p. 6. 

(14) William P. DuVal was born in Virginia in 1784 and removed 
to Kentucky while a boy. He was a member of Congress, 1813-15, 
and was appointed governor of Florida and superintendent of 
Indian affairs by President Monroe. In the latter capacity he 
negotiated the treaty of Carnp Moultrie, September 18, 1823, by 
which the Florida Indians ceded the whole of Florida to the 
United States and received in return the reservation in the 
center of the peninsula. He served as governor until 1834, 
after ·which he practiced law in Kentucky for a short time. He 
soon returned to Florida and was a member of the St. Joseph 
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convention, failing of election as president over Judge Reid 
by only one vote. He also sat in the Legislative Council. In 
1848 he moved to Texas and in 1845 died while on a visit to 
Washington. 

(15) "Gov. Duval~s second message to the Florida Legislative 
council in 1831." Mss. copy in the Call . Pa,pers. 

(16) James n. Westcott, Jr., secretary and acting governor, 
stated in his message to the Legislative Council in 1832 that 
more than nineteen-twentieths of all Florida lands was owned 
by the United States at that time. Jour!lals, Florida Legisla
tive Council, 10th Sess., 1832, p. 4. 

( 1 7 ) U . S • Statutes at Large , V, 24th Cong • , Se s s • I I , 183 7 , 
Chap. IX, :p. 145. 

(18) Ibid., V, 23d Cong., Sess. II, 1835, Chap. XLV, p. 778. 

(19) Ibid,, V, 24th Cong., Sess. II, 1837, Chap. IX, p. 145. 

(20) Ibid., V, 25th Cong., Sess. II, 1838, Chap. CL, p. 253. 

t21) Although belonging to different parties, David Levy (Yulee) 
and Call both advocated state ownershi p of a cross-state rail
road. pt. Augu§tine News, November 30, 1844; Journals, Florida 
Legislative Council, 16th Sess., 1838, p. 16. 

(22) Namely, charters of the Pensacola and Perdido Railroad 
Company, the Arcadia Railroad Company, and the St. Andrews and 
Chipola Canal and Railroad Company. The Legislative Council 
also accepted the Alabama charter of the Alabama, Florida and 
Georgia Railroad - Company, vmich gave the state of Alabama the 
privilege of purchasing the line after 50 years. Executive 
Documents, 23d Cong., 2d Sess., No. 126, p. 6. 

(23) Journals, Florida Legislative Council, 14th Sess., 1836, 
P• 12 • 

(24) Charters of the Leon Rail way Company and the Leon Rail
road eompany, forerunners of the Ta.llahass ee Railroad Company, 
stipulated a rate of 121 cents for 100 pounds between st. Marks . 
and Tallahassee, Florida Laws, II, 1831, P• 70; Florida Laws, 
III, 1832, p. 92. The Florida, Alabama and Georgia Railroad 
Company and the Union Railroad Company were prohibited from 
charging more than 10 cents a mile for passengers, one cent a 
mile for 100 pounds of freight. Florida Laws, III, 1834, P• 92; 
Florida Laws, III, 1835, p. 278. Very defi~ite rates were 
specified for the Brunswick and Florida railroad. See post, P• 

(25) Florida Laws, III, 1834, p. 98; Florida Laws, III, 1836 , 
p. 8. This was also provided in the case of three railroads 
that were chartered but never built. 
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(26) For instance, the East Florida Railroad Company ; Florida 
Laws, III, 1835, p. 257. 

(27) The Leon Railroad Company could be taxed not more than 
three per cent. on its net profit. Florida Laws, II, 1832, 
p. 92. The Brunswick and Florida railn~ad was to be tax exempt 
only for six years after completion, while the Tampa Bay and 
st. John's Railroad, Canal and Steamboat Company was to be 
subject to the same taxation as other Florida. railroads. 
Florida Laws, IV, 1841, p. 50. 

(28) Tge Leon Rail Way Company and the Alabama, Florida and 
Georgia Railroad Company. Florida Laws, II, 1831, p. 67; 
Executive Documents, 23d Cong., 2d Sess., No. 126, p. 3. 

(29) The Lake Wimico and St. Joseph Company issued scrip. 
Report of the Conm1issioners of the Bank of Pensacola, p. 72. 
The Tallahassee railroad issued change bills. One of these 
bills is preserved in the P. K. Yonge collection. It states 
on its face that "The TALLAHASSEE RAIL ROAD COl/JPANY Will :pay ,J 

ONE DOLLAR on demand in Transportatj .on to bearer at TALLAfIASSEE. 

(30) Florida Laws, III, 1834, p. 92; Florida Laws, III, 1835, 
p. 279. 

(31) rbi~., p. 275. 

(32) Even the Pensacola Gazette disclaimed being "so railroad 
mad as to sup::10s e the rivers are going to dry up." Pensacola , 
Gazette, November 30, 1839. 



CHAPTER II 

LOCAL RAILROADS 

The four railroads that were actual l y constructed 

and put in operation during territorial days were the st. 

Joseph and the Iola railroads, built by the Lake Wimico and 

st. Joseph Canal and Railroad Company, the Tallahassee, St. 

Marks road, b~ilt by the Tallahassee Railroad Company, and the 

Arcadia road, built by the Arcadia Railroad Company. The 

eight mile(3 3 ) St. Joseph railDoad, running from St. Joseph to 

the head of Lake Wimico, was abandoned after its more preten

tious sister, the 28 mile(34) Iola railroad was finished from 

st. Joseph to Iola on the Apalachicola ri ve_r, while the Iola 

:r:,oad, in turn, was destined to be abandoned a few years later. 

The Tallahassee railroad was continuously operated from its comple"' 

tion until it was rebuilt in 1855,(35) although two of its 24 
) 

miles were abandoned after the gale of September 13, 1843, 

which destroyed its terminus at Port Leon. It is not knovm how 

long the tiny Arcadia railroad, running the three miles from 

Arcadia on Pond creek to the Black Water river, in Escambia 

county, was operated. Other local railroads chartered but 

never undertaken, were projected to run from st. Augustine to 

Picolata, from St. Andrews bay to the Chipola or Apalachicola 

rivers, from the neighborhood of Apalachicola to Tallahassee, 

from .Monticello to the St. Marks river or Apalachee b~, and 

from the Grand Lagoon to Perdido bya in Escamb i a county. 

The st. Joseph and the Iola railroads must be 
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considered to gether, for not only were they built by the same 

company, but they grew out of the same cause, t he ambition of 

the young town of St. Joseph and its rivalry with its neighbor, 

Apalachicola.(36) The roads wer e a bid for the trade of the 

cotton growing region in Florida, Alabam.a and Georgia served 

by the Apalachicola. river and its tributaries, the Chattahoochee 

and Flint rivers. The normal course of tr ade was down the 

Apalachicola river to the tovm of Apalachicola at its mouth, 

but the harbor there was poor, with a maximum depth of only 

eight feet in a tortuous ano changing channel.(37) St. Joseph, 

on the other hand, while passessing no communication with the 

interior, boasted 30 feet of water on the bar and actually had 

17 feet, more than enough for any vessel that was likely to 

enter St. Joseph bay.(38) With her superior harbor as the chief 

attraction, she ho t ed to divert the Apalachicola trade by means 

of either a canal or a railroad to Lake Wimico 1 a. shallow 

bayou of the Apalachicola river. 

The Lake Wimico and St. Joseph Canal Company was 

incorporated by act of the Florida Legislative Council, February 

11, 1835, with a capital stock of $250,000 to build a canal 

from the head of navigation of Lake Ii mico to the Bay of St. 

Joseph.(39) The books of the company were opened in Apalachi

cola on June 13 and the entire stock was subsc r ibed in a few 

minutes.(40) The company proceeded to elect a board of directors 

on July 20,(41) but almost before permanent organization was 

effected it must have changed its plans and decided to build a 

railroad instead of a canal, for the pros pectus of the St. 
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Joseph's Telegraph, dated October 1, 1835, stated that the 

railroad already ·was in progress and was "to be finished by 

contra.ct under heavy bond, by: the first of December, next."(42) 

By the end of the month 200 laborers were employed on the 

railroad and between 200 and 300 more were daily expected from 

the North, according to the Appalachicola Advertiser, which 

predicted completion of the work by December 10.(43) 

If the road had been completed as called for in the 

contract, by December 1 or even by January of the next year, 

the St. Joseph company would have been in the unusual position 

of ovming a railroad which had not been chartered, for its 

charter only authorized it to construct a canal. Representative 

wood of Franklin county hastened to remedy the deficiency as 

soon as the Legislative Council met, by introducing a bill 

changing the name of the company to the Lake Wimico and St. 

Joseph Canal and Railroad Company and extending the provisions 

of the Ta1.lahassee railroad's charter ttto the Rail Road now 

being constructed from the Bay of st. ~ose ph to the navigable 

waters of Lake Wimico; or any other Rail Road or Canal now 

being or hereafter to be constructed by said company, from any 

point on the waters of the Apalachicola Bay or River, or their 

tributaries, to the Bay of St. Joseph or its tributaries,"(44) 

The road actually was opened early i~March, 1836, 

VI.Then the st. Joseph's Telegra-ph announced that it 11is so far 

done as to enable Cars to cross from one depot to the other, 

and is open for the transportation of merchandise." In view 

of the belated chartering of the road, the Telegraph's boast 
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that "This Rail Road was the last one chartered by the Legisla

tive council and is the first in operation in the Territory,n 

is rather amusing.(45) Although the road was opened its plant 

was not complete, for its pla..~s called for construction of 

warehouses and wharves at both St. Joseph and the Depot on Lake 

Tfimico. The St. J'oseph wharf was to be an especially preten

tious affair, carrying the railroad track out to 17 feet of 

water, where merchandise might be transferred directly from 

boat to tr a in.(46) The wharves and buildin gs at the Depot 

were completed by the middle of August, 1836,(47) but as late 

as November of that year the St. Joseph wharf had not been 

extended over the water and the depot was one ..,.half mile from 

the wharf then in use.(48) The delay in these works was 

attributed to the q.ifficulty of :procuring laborers.(49) 

Tp.e railroad was of stra:p-i:ron construction and was 

sturdy enough for portions of it to have endured until 1910, 

when it was followed in part by the Apalachicola Northern rail

road. One of the builders of that road has described the track 

as being "built with pine ties and stringers with a strap of 

iron fastened to the stringers with hand .wrought nails.---the 
l 

timber used having been lar gely 'fat wood,'_ or ·resinous pine. 

The equipment consisted of walking-beam eng ines and small flat 

cars, some of which carried wooden benches for the accommoda

tion of passengers."(50) Although the road proved to be 

durable, a contemporary complained that "it does not seem to 

have been constructed with great skill or accuracy. Its 

inequalities are in some places considerable, though nowhere 

so great as to prevent the locomotive from surmounting them 
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with facility."(51) In the early days of operation, however, 

whatever "inequalities" existed had to be surmounted, not by a 

locomotive but by "a mule and one horse, to one car, and two 

mules to another, going with a light load a.t the raids eed 

of eight miles in an hour and a half. 11(52) But by the middle 

of August, 1836, two Baldwin locomotives had been procured and 

on September 5, "a Locomotive drauing a train of twelve cars 

containing upwards of 300 passengers passed over the railroad, 

connecting the flourishing town of St. Joseph with the Apalach

icola River. The trip, a distance of eight miles, wa.s er

formed in the short space of twenty-five minutes. The engineer 

is confident from the superiority of the road and engine, that 

the route can be accomplished in eight minutes."(53) 

The locomotive was in operation in time to carry the 

new cotton crop, but the St. Joseph com~any had waited for 

neither locomotive nor new crop to test the commercial possi

bilities of its railroad. Since all the cotton of the last 

season had been shipped do'M'l to Apalachicola before the road 

opened, it was necessary to obtain cotton from that town to 

serve as freight. To quote the Apalachicola Gazette, "the Rail 

Company being desirous to try their road and make a little noise, 

~as determined -0n paying the expense of reshipping cotton from 

here to St. Joseph, via Bayou Island and the Railroad. 0 (54) 

This effort at forcing trade seems to have failed, for it i~ 

probable that the cotton purchased in Apalachicola comprised 

the cargo of the steamer Versailles, bound from Apalachicola 

for st. Joseph, which soon after "struck a snag in passing a 
short angle in the Bayou---and sunk with all her cargo, no 
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part of which was insured.u(55) 

This and similar experiences soon destroyed the St. 

Joseph company's illusions as to the possibility of carrying 

on a :profitable trade through Lake Wimico, the sha low channel 

of which could not be successfully dredged, as the bayou was 

slowly filling up. By the end of September the company's 

ovJners were "already turning their attention to a railroad from 

their bay to Tennessee blufftt on the Apalachicola river, some 

28 miles in a direct line from the town.(56) This would cut 

off 70 miles of difficult and dangerous river navigation, would 

entirely cut out the shallow route across Lake WL11ico, and would 

place St. Joseph about 50 miles nearer Columbus, Ga., and the 

cotton region than Apalachicola. The desire of the company 

for a better route was quickened by the fact that early in 1836 

the Apalachicola Land Company had given $20,000 to improve the 

Apalachicola harbor so that all vessels could come within seven 

miles of the city and ships of 12 feet draught to the wharves.(57) 

It was not necessary to apply to the Legislative 

Council for a new charter, as the act authorizing the St. Joseph 

railroad had also authorized the company to construct a rail

road or canal from the Bay of St. ~oseph to any point on the 

Apalachicola river.(58) When the company applied to Congress 

for the necessary right of way through the public lands it 

seems again to have had in view possible future construction, 
, 

for by act of January 31, 1837, it was granted an 80 foot right 

of way for a railroad from St. Joseph to Tallahas s ee.(59) 

Three days earlier, John Y. Patrick, secretary of the board 
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of directors of the St. Joseph company, advertised for sealed 

bids for the construction of the first eight mi es, for which 

distance the line had already been located. Bids were to be 

in by February 20 and the successful bidder w~s to post bond 

for completion of the work by November 1, 1831. The rest of 

the way to the Apalachicol~ river w ,s to be contracted for as 

soon as the survey v,as finished. ( 60) Al though p-roposals rere 

sought from railroad contractors outside of Florida,(61) the 

contract was let to Benjamin Chaires, of Tallahassee, president 

of the Central Bank and reputed to be the wealthiest man in 

the Territory.(62) 

Before the new railroad could well have been started 

Flo ida v.ras struck by the financic:1.l depression thc1Jt swept ove 

the country in the spring of 1837, and the St. Joseph company 

seems to have found itself in straite r,ed circumstances. (63) 

According to an account in the Apalachicola Gazette of Septem

ber 9, 1837, ·when Chaires asked the com:_:,any for payment for 

work done it could offer him nothing but its ovm scrip. ( 64) 

This he refused to accept and demanded instead that all notes, 

deeds and mortgages held by the comi,any be transferred to him, 

which was done. Only a short time before, the St. Joseph Times 

reported that $50,000 had been paid to Chaires and tha .t the 

work was progressing rapidly. ( 65) \Vb.ether these accounts were 

reports of the same or separate transactions is not clear, for 

the rivalry between the two towns sometimes colored the "news• 

in their papers beyond all recognition. The Gazette, however, 

later reported that Chaires had taken all the Tennessee :Bluff 
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r~ i lroad stock(66) and inti mated that he had done so in order 

to protect his interests in the road.(6?) 

Financial difficulties were not the only obstacles 

in the way of the new line. ]ost of the country through which 

it passed was low and swam.py and the crossing of the Dead Lakes 

and the Gum swamp of the Chipola~ river, which had soft mud 

bottoms, presented problems of some magnitude . (68) Slave labor 

is the only type mentioned in connection with this road but it 

·was so scarce that an unusually high price wa.s offered. In 

spite of the fact that Chaires had 500 laborers at work on the 

road toward the end of irovember, 1837, ( 69) we find the sub

contractors advertising the middle of the next month that they 

will give $30 to $40 a month for slaves to work on the Iola 

railroad. (70 ) Earlier in the fall an Ind im.n scare near the 

r a ilroad line had given the contractors additional cause for 

worry and Chaires had been °alarmed at the thought that his 

negroes may revolt , and also join the India.ns.n ( ?l } A company 

of volunteers from St. Joseph went up the river to protect 

the railroad and the settlers around Chipola but the only result 

of this "Campaign of Tennessee Bluff" was to gain for St. Joseph 

the ridicule of the Apalachicola Gazette •. "It is true , " that 

:paper said, nthey saw no India,ns, nor did they sna-e their guns 

at any ; but they fancied they smelt powder-and like prudent men 

they hurried home."(?2) The work seems to have been pushed 

as fast as possible but it wa.s not opened until the latter 

part of October , 1839 , _(?3) when it was completed at a cost of 

about $300 , 000 .( ?4 ) It had been confidently expected that the 

road would be completed in the fall of 1838 and the delay of 
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a year probably is to be attributed to the death of Chaires in 

October, 1838, and the consequent confusion in the affairs of 

the company.(75) 

The st. Joseph railroad had continued in operation 

during the construction of the new line and carried a consid

erable volume of business.(76) Competition with steamboat 

traffic to Apalachicola forced its rates so low, however, that 

its income was barely sufficient to meet operating expenses, 

and no dividends could be declared on the original investment. 

(77) The Iola road was forced to meet the same competition. 

some idea of the disadvantage at which it labored may be gained 

from a comparison of its rates with those of the Tallahassee 

railroad, which was several miles shorter but which had no 

river competition. The greatest comparison was in the matter 

of cotton, which constituted the major portion of the freight 

of both railroads. The Iola road charged only 15 cents a bale, 

as against 75 cents on the Tallahassee road; its rate for 

merchandise was 10 cents a barrel in comparison with 25 cents 

on the shorter .line; its passenger fare was 1.00, while that 

of the Tallahassee railroad was $1.50; it ~eceived only five 

cents for transporting 100 pounds of iron, where the Tallahassee 

road received 121cents; and it only charged $2.50 for carrying 

1,000 feet of lumber, compared with the charge of the Tallahas

see line of from $4.00 to $6.00, according to the kind of 

lumber. ( 78) 

In spite of the low freights, however, most of the 

trade went to A:palachicola.(79) The St. Joseph company was 

encouraged in J'anua.ry, 1840, by having the Brunswick and 
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Florida Line route its passengers over the Iola railroad(80) 

and it was enterprising enough to urchase a new locomotive 

the next month.(81) But it realized that it could not compete 

with the cheap river transportation, and durin e 1840 it made 

a last effort to gain trade for its harbor by seeking an accom

modation with the Apalachicola Land Com any. The plan called 

for the abandonment of the Iola railroad and the construction 

of a third railroad from St. Joseph to Apalachicola, over 

wh±ch cotton intended for foreign exportation might reach St. 

Josei::h' s really good harbor, while the coastwise trade would 

be carried on from Apalachicola. No agreement could be.reached, 

however, and the negotiations fell through.(82) The failure 

of the railroad was inevita~le, but its position was placed 

beyond all hope when in the summer of 1841 St. Jose h was 
' stricken by yellow fever and those of its citizens who escaped 

the disease departed in such numbers that the torm was 

practically depopulated. 

The history of transactions centering around the Iola 

railroad in its last months is very obscure. Before yellow 

fever had inflicted St. J"oseph 1 s death blow, the Iola and St. 

Joseph Canal and Railroad Company had been chartered by the 

Legislative Council, March 4, 1841, with powers to construct a 

canal and purchase or construct a railroad from st. joseph bay 

to any point 6n Apalachicola river or bay.(83) The provision 

for constructing another railroad would suggest that the company 

looked to a reopening of the negotiations between the st. 

Joseph company and the Apalachicola Land Company, while the 
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fact that Jose hand Thomas eter Chaires, sons of enjamin 

Chaires, were interested in the nevr company would ma.ke it 

probable tat it was organized for the urpose of securing 

the Chaires interests in the Iola railroad by purchasing it. 

(84) The Union ank had claL 2.s against the Lake inico and St. 

Joseph company to the extent of at least t41,500 and secured 

judgment on a part of them by ]. ay, 1841. ( 85) ether or not 

this particular judgment was ever executed does not apfear, but 

by the end of J'u.ly the marshal of the Apalachicola district had 

seized the railroad, its locomotives, cars, tools and other 

equipment, and was advertising them for sale.(86) The road was 

sold and dismantled and the rails were carried up into Georgia 

where they were used in the construction of a logging road.(87) 

At least four years earlier in its inception than 

the St. ~ose-h project was the plan for a railroad to connect 

Tallahassee with the town of St. ]Iarks at the mouth of the st. 

:Marks river, on Ayalachee bay. St. Marks had a fairly good 

harbor and served as a :port for the pros:p~rous cotton growing 

region of middle Flori da and even for some of the counties of 

south Georgia, but neither the St. Marks nor the Wakulla river, 

which also flows into Apalachee bay, was of much aid to the 

planters in transporting their crops. Lacking river transpor

tation, the growers had to carry their cotton to St. Marks in 

wl:l,gon trains, and it is not surprising, therefore, that they 

should be among the first in Florida to agitate for a railroad. 

The Leon Rail Way Company was chartered to build a 

railway from St. Marks to Tallahassee by act of the Legislative 
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Council of February 9, 1831. The measure vvas rejected by 

Governor DuVal, February 11, and passed over his veto the 

same da.y.(88) The capital stock of the col.'1 any was not fixed, 

but was never to exceed the amount necessary to complete and 

continue the company's objects. The charter was to be null 

and void unless the work was begun within two yeaxs of the 

date of its passage, but if it was completed within five years 

no other company was to be chartered to construct a competing 

line for 20 years. It does not a pear that this com·any was 

ever organized, and the next year the Legislative Council re

pealed its charter and chartered the Leon Railroad Company to 

build a line over the same route.(89) The capital stock of 

the new company was to be $100,000 and incorporation should be 
'-

complete when one - fourth of it had been subscribed. The 

charter was to be void if the stock was not subscribed within 

12 months. ( 90) This company, also, failed to underta, ... l<e the 

work, :probably because it did not succeed in selling its stock 

within the year.(91) 

The promoters of a Tallahassee, st. Marks railroad 

were tenacious, however, and in the sum:ner of 1833 the 

Tallahassee Railroad Company was selling shares with the in

tention of applying for a charter when the Legislative Council 

should convene.(92) The charter was duly applied for and granted 

by act approved February 10, 1834. It provided for a capital 

stock of $100,000, which might be increased to $200,000. Sub-
\ 

scri:ptions were to be taken in Tallahassee in 10 days and 

incorporation was to be complete when $60,000 had been subscribed. (q~ 
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By the end of June, 1834, suffici ent stock had been subscribed 

to make certain the building of the road.(94) The company was 

financed entirely with local capital. General Richard K. Call, 

{ 95) v!ho vvas elect e0 president of the com any, is kno,~111 to 

have subscribed a large portion of the stock, but the project 

received the support of :practically every man of i raporta.nce in 

Tallahassee, and its 1,000 shares were divided among at least 

110 stockholders.(96) 

Lieutenant George • Long, one of the stockholders, 

surveyed and located the road, proba ly in the spring or summer 

of 1834, and as there was little grading to be done, he esti

mated the cost at less than 13,500 a mile for a sirgle track.(97) 

Early in 1835 Congress granted the com,any a 60 foot right of 

w2.y and 10 acres of land at the junction of the St. Marks and 

Wakulla riyers, the site of the old Spanish fort.(98) Actual 

construction was begun later in the year.(99) The road was of 

the same light, wood and iron construction as tge Iola and St. 

Joseph roads,(100) and it is probable that slave labor was used 

exclusively.(101) It was completed and put in oper2.tion as far 

as St. Merks in 1837. (102) At first mules 'Vere used for trac

tion power, but in Novem er or December, 1837, a locomotive 

was put in use on the railroad.(103) The conr.,any's plans did 

not stop with construction of a railroad to t. Marks, but 
1 

contemplated erection of a drawbridge across the St .. ] arks 

river and extension of the railroad to the 10 ac~e grant at the 

confluence of the two rivers., ·where a nev1 toi.wm, Port Leon, rra,s 

to be built. This vould give the railroad the advantage of 
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affording facilities to vessels dratin 5 fron. 12 to 14 feet of 

water for loading and unloading directly from tbe railroad.(104) 

The extension wan completed and the line :put in operation the 

entire distance from Tallahassee to art Leon in the suuuner or 

fall of 1839 .( 105) 

The new town gave every indication of being :prosJeI

ous, (106) but the selection of its site, v:rhich was low and 

marshy and had to be filled to brine it a1Jove ordinary tide 

level, .)roved unfortunate. On September 13 , 1843, a terrific 

gale swept over the St. Marks region. It was accom~anied by 

a tide 10 feet above the normal high tide level, ·which destro ed 

the tovvn and washed up the tracks of the railroad between ort 

Leon and st. Marks &,Ild for a mile on the other side of the river. 

The drawbridge vras lifted from its pier and carried some dis-

tance up the river .. (107) Th.e site of Port Leon was considered 

unsafe for further human habitation and the bridge and track 

between that place and St,. Marks were never rebuilt. St. Marks 

had suffered almost as severely as Port Leon during the storm 

and a number of its citizens joined with those of the latter 

place to remove to a higher and safer location up the river, 

where the town of q'ev~ort \Ve.s built, The promoters of Newport 

invited the Tallahassee Railroad Company to extend its line to 

their toV1m, but the invitation was not accepted, and St . Marks 

was therafter the terminus of the railroad . 

The company had neither river nor other railroad 

competition to _meet, and ap ears to have prospered. Like other 

southerh railroads, however, ~it did ' most of its business - . 
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during the cotton shi.:ping season and it experienced a dull 

period from spring until f&ll. In 1844 the com~any took steps 

to increase its business during the summer months by offering 

reduced rates on building materials betvreen the first of ]~ay 

and the first of October, and offered to trans ort bone dust 

and other fertilizers at the very low rate of six cents a 

hundrej pounds. In the same year the com~any also lowered the 

rate on cotton from 75 cents to 62½ cents a bale.(108) In 

addition to handling the cotton of the region, between 30,000 

and 40,000 bales a year, and transporting plantation supflies 

and other imports from St. Marks to Talla.hassee, the railroad 

also appears to have carried tbe mails, and after 1839 it was 

part of the route of the Brunswick and Florida Line.(109) 

The fourth and smallest railroad in the Territory 

was built between 1838 and 1840 to connect Arcadia on Pond 

Creek in Escambia county, with the Black Water river and 

Pensacola bay. Arcadia seems to have been a flourishing little 

place with a lumber mill, cotton mill, pail factory, and an 

experirn.enta.l silk cocoonery. In 18;35 the Pond Creek and Black 

water River Canal Company was chartered with a capital stock of 

$10,000 to build a canal between the two streams. ( 110.) Three 

years later the name of the company was changed to the Arcadia 

Railroad Company, which was authorized to build a railroad in

stead of a canal over the same route.(111) The road vas in 

operation by Augustl, 1840, and continued to run at least until 

September of the next year. and probably longer.(112) There is 

no evidence. to show what type of traction :po·wer was used but 
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in the ease of such a short line there can be little doubt 

that either mules or horses furnished the po"rer. 

Another reject for a small railroad in the neighbor

hood of Pensacola seems to have proved abortive. In 1843 

George Terrill was authorized to construct a canal or railroad 

from the Grsmd Lagoon to Perdido bay. " The work was to be 

started in one year and finished in three years on ain of 

forfeiting the charter .( 113) It does hot appear that either 

railroad or can 1 WBS ever uilt. 

The st. Andrews and Chipola Canal and Railroad 

Company was a :project similar to the Lake 1imico and St. 

Joseph company in that it was promoted for the r)urpose of 

diverting A~a1achicola river trade from its natural channel 

by means of a canal or railroad to be built from the Chipola 

river, at its j unctu.re with the A:t?alachicola river, to the 

East Arm of st. Andrews bay. It was also contemplated to 

build a railroad or canal from the West Arm of the bay to the 

Choctawhatchee river , evidently in the ho-e of developing 

a trade with southeastern Alabama. The ::project was b ased on 

the fact that St. Andrews bay, though lacking a natural water 

communication vlith the interior, had two passes into the gulf , 

of 18 and 21 feet de t,1, which was sufficient to admit the 

heaviest merchantmen of the period.(114) 

The project first apreared in 1828 as the Chipola 

Canal Company, the charter of which aut~orized construction of 

either a canal or railv12y from St. Andrews bay or etap:po 
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creek. v: ich f ovred into t e bay, to the Chi- ola or A~ala chi

cola rivers .. (115) It is interestin g to note th t the next ear 

the Legislative Council uthorized the comp ny to raise o, 00 

by lotter , to be used in cons ructiw :r the ca.nal or raih ay. (116) 

The pro.i ect dragged on until 1837, when the · St. Andrews and 

Chipola Canal and Railroad Company was chartered to construct 

ca.nals or railroa.ds from both the East and lest Arms of St. 

Andrews bav, respectively, to the Chipola or Apalachicola rivers 

and to the Choctawhatchee river. The company also was author

ized to extend a branch line to Marianna but it was forbidden 

on pain of forfeiting its charter to unite with the Brunswick 

and Florida railroad without perniission of the Legislative 

Council.(117) The next year the companv's charter was amended 

to provide for construction of a railroad from St .. Andrews bay 

to the state line, sttll on condition of not uniting with the 

Brunswick and Florida railroad.(118) The company was in 

existence as late as 1845, but it never appears to have made 

any progress toward carrying out its plans. (119) 

The -plans of the Union Railroad Companv for a rail

road to run from Tallahassee to some point on the gulf between 

Ocklockonee bay and Choctawhatchee bay are not very clear. The 

company was chartered in 1835 with a capital stock of $1,000,000, 

which might be increaBed by $15,00 for every mile that its 

railroad should exceed 80 miles in length. It.was authorized 

to connect with . the Tallahassee railroad, or if that company 

refused. with the Florida Peninsula and Jacksonville railroad, 

and it might , if it wished, continue its line to the Fl orida 

b~n.nd , :r;Y~• (120) It nrouJa .seem t0,~1.t .. the Union railroad was a 
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uotential competitor of the Tallahassee railroad, though 

most of the men known to have been interested in it were 

also interested in the Tallahassee railroad.(121) Certainly 

its interests and those of the St. Joseph com1)any were antagon

istic. and Re:p:resentative Wood of Franklin county not only 

voted against its passaee but the next year attempted without 

success to have its charter repealed.(122) The company seems 

to have forfeited its charter in 183? for failing to begin 

work within the two stipulated years .(123) 

The Monticello railroad was projected to serve the 

same country as the Tallahassee railroad and in competition 

with that line. Efforts to obtain a charter in 1839 and 1840 

failed, but a third attempt was successful, and by act approved 

March 2, 1841, the Monticello Railroad Company was chartered 

with a capital stock of $200 1 000 to build a railroad from 

Monticello to St. Marks or Apalachee bay.(124) The project was 

promoted by citizens of St. Marks, Port Leon and Monticello.(125) 

The charter provided for organization of the company when 

$100,000 had been subscribed, but it does not appear that this 

was ever done. 

The only project for a local railroad in east Florida 

was for a line to run from St. Augustine almost due west to 

Picolata on the st. Johns river. To build this railroad the 

st. Augustine and .icolata Railroad Company was incorporated 

. in 1856 with a capital stock of $100 1 000.(126) The work was 

to begin when $60,000 had been subscriqed, but it was impos

sible to obtain subscriptions for this amount on account of 
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the Indian wars, and the Legislative Council later authorized 

the company to keep its books open until May 1, 1839.(12?) 

The company succeeded in selling its stock by December 1, 1838, 

and organized later in the month.(128) The project evidently 

received popm.lar support in St. Augustine, for in January, 1839, 

citizens of that town presented a memorial to Congress asking 

that $17,000 -appropriated for construction of a common road 

between St. Augustine and Picolata be diverted for the use of 

the railroad company. The city council of St. Augustine was 

opposed to the action.(129) othing was done and the company 

was never able to begin work on its own resources. 
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Notes to Cha~ter II 

(33) The length of the St. JoseJh railroad is given as eight 
miles by the Apalachicola Gazette, [arch 10, 1836; by Knauss, 
J. o., "St. Joseph, and Episode of the Economic and Political 
History of Florida," · in Florida Historical Society Q.uarterly 
for April and uly, 1927, who cites the Savannah Georrrian, 
September 24, lf'36; and by l~acGill, History of Traris~oortatiol}, 
in the Unite~ States, p. 480, in a tab e quoted from DeBow's 
Commercial ~evievr for tray, 1851. Brevard, C. M., History of 
Florida, I, p. 176, and Rerick, R.H., Memoirs of Florid~, II, 
p. 170, give the length of the road as nine miles. 

(34) The Brunswick and Florida Line, which routed passengers 
over the I olr-i, railroad, ad vertised the distance as 28 miles. 
St. Augustine ews, February 28, 1840. !acGill, History of 
Transportation in the United States, p. 480, gives the same 
mileage. Brevard,~ istory of Florida, I, p. 176, and Rerick, 
Memoirs of Florida, II, p. 170, give it as 30 miles. 

(35) Rerick, Memoirs of__El9rida, I, p. 226. 

(36) For the romant.:c storv of St. Joseph, qee Knauss, "St. 
J'oseph," in the Florida HistQ:f_ical Soci _ety .uarterly~ April 
and Julv 1 19~?. 

(3?) James . ebb to Joseph _M. l"hite, February 21, lRP.R, :i.n 
Pensacola, GazP.tt_Ez., April le. 1828 •. Webb was interested in 
the Chipola. Canal Com-pan:v, pro.i ec ted to draw this same trade 
to st. Andrews ba:v, and he may have understated the case for 
Apalachicola harbor. 

(38) Pensacola Gazette, January 16, 1836, quotjr1c the Columbus 
Sentinel. The writer charged the promoters of St. Joseph with 
wishing 0 to see the whole navy flea.ting pefore their town. u 

(39) Florida Laws, III, 1835, pp. 282-289. Robert Beveridge, 
Ed'\vard J. Hardin, J. . [aclay, Jarnes D. ulloch., E. J'. food, 

avid Webster, ~wm. G. Porter, Thomas Penney, R. C. Adams, Wm. 
n. Price, Cyrus Dykman, J. G. Floyd, H. Hawlev, o. C. Raymond, 
James Black, 'Ibomas Bertram1 John Jenldns, Oren Marsh, James 
y. Smith, Georges. Eawl--ins, John D. Roland, and James Evans 
were incorporators of the co;n1a ny. E. J. Wood, vi'no later 
served as a director of the company a.nd was a member of the 
Legislative ouncil from Franklin countv, steered this cha.rter 
as well as later legislation concerning the company, throueh 
the Council. 

(40) Knauss, "St. Joseph," I, p. 181. The books probablv were 
opened at Apalachicola rather than St. Joseph because the latter 
tovm, which had been incorporated by an act of January 11, 1836, 
had not been built.. It was .Promoted by Apala.chicola citizens 
who were dissatisfied with the ' terms offered them by the pro
prietors fo Forbes' grant, on whicb Apalachicola was built, and 
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the ownershi-o of which had only recenti.v been settled by the 
United States supreme court after prolon;ed litigation. 

( 41) Pense.cola, Gazette, July 11, 1835. Robert Beveridge seems 
to have been elected president at this meeting for, in that 
capacity, he inserted an adverttsement in the Pen sacola. Gazette, 
October 31, 1835. Richard C. Allen was elected president in 
18~6 and lR37, and in the latter year the following served as 
directors: R. c. Allen, A. Asher, E. J. Wood, E. J. Rardin, 
G. L. Cunnin gham, David .vebster, J. Jenkins, R. :Beveridge, S 
Jones·, J. G. Gamble, J. Croske y and G. Stewart. Pensacola 
Gazette, January 14, 1837. Benjamin Chaires was president in 
1838 until his death on October 4, of that year .. Pensacola 
Gazette, October 2.7, 1838. It does not appear who succeeded 
Chaires. John Fontaine, of Coluubus 1 Ga., was elected :president 
in March, 1840. est, G. M., "Old st. Jo," p. 8. 

(42) Pensacola, Gazette, November 14, 1835. 

( 43) Q,uoted in Pensacola Gazette, November, 14, 1835. 

(44) Florida. LawfJ_, III, 1836, p. 8. The act was passed January 
14. 

(45) Quoted in Pensacola Gazette, March 19, 1836. The AJ2ala.chi
cola Gazette, March 10, 1836, also reported that the road was 
open. Brevard, History of Florida, I, p. 1?6, as well as other 
works on Florida, says that the St & J"ose.rjh railroad was the 
second in the Territory, the first being the Tallahassee rail
road. The statement of the st. JoseDh's Telegraph is supported, 
however, by :MacGiEL, History of Transt ·ortation in the Unite<! 
States, who quotes a table from DeBow's Commerci.al Revi~w for 
May, 1851, which lists the St. Joseph road as having been opened 
in 1836, the Tallahassee road in 1837. 

(46) Pensacola Gazette, October 31,.1835. 

(4?) Knauss, 0 st. J"oseph,n I, -p. 183. 

( 48) · Apalachicola Gazette •, November 9, 1836. It does not 
appear whether or not the wharf was ever built. 

( 49) Apalachicola Gazette ., April 27, 1836. 

( 50) Q.uoted bv Brevard, History of Florid _a, I, p. l ?6, n., 
from Richard :Morey, "Ea.rly Railroading,n fun Journal of the 
Association of Engineering Societies, March, 1914. 

(51) Pensacola Gazette, June 30, 1838. 

(52) Apalachicola Gazette, March 10, 1835. The same paper for 
pril 27, 1836, quotes an article from the Ta:iblahass~e 

Jntelligencer, menticbning "the Railroad and the cars moving in 
solemn majesty, impelled by the mighty force of t wo mules." 
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(53) Quoted by Knauss, "St. Joseph," I, p. 183, from the 
Savannah Georgian of September 24, 1836. 

(54) Apalachicola Gazette, Karch 31, 1836. 

(55) Pensacola Gazette, May 7, 1836. 

(56) Apalachicola Gazette, September 28, 1836. The same paper 
for September 24, 1836, quoted the New York Express to the same 
effect, and the Pensacola Gazette, September 24, 1836, also 
mentioned the project. 

(57) Knauss, "St. Joseph,• II, p. 3. 

(58) See Supra, p. 18. 

(59) u. s. Statutes at Large~ v, 24th Cong., Seas. II, 1837, 
Chap. IX, Sec. 11, p. 146. 

(60) Pensacola Gazette, January 28, 1837. 

(61) Ibid., Philadelphia and Baltimore papers were asked please 
to copy. 

(62) The Apalachicola Gazette for April 15, 1837, said that the 
contract originally was awarded to two bank presidents, neither 
of whom it named, but that one backed out. It is possible that 
the second was J. G. Gamble of the Union Bank and a director of 
the st. Joseph company. 

Benjamin Chaires was a native of North Carolina . He moved 
to Georgia in early life and came to Florida at the purchase. 
He was one of the promoters of the Tallahassee railroad and was 
president of the Lake Wimico and St. Joseph Canal and Railroad 
company at the time of his death in Tallahassee, October 4, 1838. 
Apalachicola Gazette, October 20, 1838. 

(63) The Central Bank at Tallahassee and the Commercial Bank 
at st. Joseph spspended specie payment, May 25, 1837, and other 
Florida banks speedily followed their example. Pensacola 
Gazette, June 3, 1837. 

(64) It appears that late in 1836 or early in 1837, the st. 
Joseph Company issued between $20,000 and $30,000 of scrip, 
which it was later charged with refusing to redeem. Apalachicola 
~azette, May 10, 1838. The agency of the Union Bank at st. 
Joseph listed $6,771.25 of Lake Wimico and st. Joseph Canal and 
Railroad Company scrip among its assets in 1840. Report of the 
commissioners of the Bank of Pensacola, p. 72. 

(65) The statement of the Times was quoted without date in the 
Eensacola Gazette, September 9, 1837. Ten miles of road were 
said to be graded and timber hewn out for construction, and 
six miles were reported to have been let by Chaires to a sub-

ontractor, to be finished by January 1, 1838. 
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(66) The new road was generally called the Tennessee Bluff 
road until the town of Iola was built at its teminus by the 
st. Joseph company. The site was so low as to cause the Gazette 
to ask "whether buoys had been properly moored to indicate 
the course of the streets, and the whereabouts, of the public 
places." Apalachicola Gazett~. February 26, 1838. The town 
of Iola was incorporated by act of February 2?, 1840. Florida 
Laws, IV, 1840, p. 25. 

(67) Apalachicola Gazette, December 2, 1837. 

(68) Apalachicola Gazette, April 15, 1837. 

(69) Pensacola Gazette, November 25, 1837. 

(70) Pensacola Gazette, December 16, 1837. Several months 
earlier the Pensacola Navy Yard was offering $15 a month and 
one navy ration daily for slave labor to work from sunrise to 
sunset with one hour to breakfast and two hours to dinner during 
summer. Apalachicola Gazette, July 27, 1837. 

(71) Apalachicola Gazette, October 4, 1837. 

(72) Apalachicola Gazette, November 11, 1837. 

(73) In an advertisement dated October 28, 1839, the company 
announced that the Iola road was open for purposes of trans
portation. Facsimile of St. Joseph Times for June 16, 1840, in 
Panama City Pilot, June 17, 1909. The road must have been open 
at least a short ti~e prior to October 28, however, for news 
of its opening had reached east Florida in time to be inserted 
in the East lorida Herald, for October 31, 1839, which stated 
that the railroad "is .: finished and in successful operation." 

(74) MacGill, History of Transportation in the United States, 
p. 479. 

(75) The St. Joseph Times, commenting on Chaires' death, urged 
that a ~alary be paid his successor as president of the CQmpany, 
who should at once negotiate a loan to meet the company's 
indebtedness. ~uoted in Pensacola Gazette, October 27, 1838. 
The company had sought to strengthen its financial condition 
in the early part of the year by obtaining preemption rights 
to alternate sections of public lands along the railroad, but 
Congress did not grant its petition. House Journals, 25th 
Cong • , 2d S es s • , p. 540. 

(76) More than 30,000 bales of cotton were ship ped from st. 
Joseph in the season of 1837-38. Knauss, •st. Joseph,• II, p. 6. 
Charles Downing stated in January, 1839, on the authority of 
the collector of the port, that the trade of the town was worth 
nearly $2,000,000 annually, and rapidly increasing. Reports of 
committees, 25th Cong.» 3d Sees., I, No. 237. 
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(77) Knauss, "St. Joseph,• II, P. 6, cites Pensacola Gazette, 
June 30, 1838. 

(78) Rates of the Iola railroad a.re from a facsimile of the 
st. Joseph Times for June 16, 1840, in Panama City Pilot, June 
17, 1909; those of the Tallahassee railroad from the Fiorida 
Sentinel, September 23, 1842, and June 4, 1844. 

(79) or 105,000 bales exported from the region in 1839-40, 
) 72,232 were shipped from Apalachicola. Knauss, "St. Joseph,• 

II, p. 11. 

(80) The Brunswick and Florida Line ran from Charleston to 
Mobile and New Orleans. Pensacola Gazette, January 18, 1840. 

(81) West, "Old St. Jo," p. 10. 

(82) Pensacola Gazette, January 2, 1840. 

(83) Florida Laws, IV, 1841, p. 54. 

(84) Examination of papers relating to the settlement of the 
estate of Benjamin Chaires, in the office of the Leon county 
judge at Tal.lahassee, throws no light on the subject of the 
railroad, but shows that Joseph Chaires was administrator of 
his father's estate. 

(85) Testimony of J. G. Gamble, president of the Union Bank, 
before the Committee on Corporations, January 19, 1842. 
Journals, Florida House of Representatives, 20th Seas., 1842, 
p. 213 • 

(86) East Florida Herald, July 30, 1841. 

(87) West, •old St. Jo," p. 9. 

(88) Florida Laws, II, 1831, p. 67. Unfortunately, J ournals 
of the Legislative Council prior to 1832 have not been preserved, 
so the grounds on which Governor Duval vetoed the measure must 
remain unknown. Henry Bond, Robert Y. Wellford, Robert w. 
Williams, Isham G. Searcy, John Y. Garey and Thomas Brown were 
incorporator~ of the company. 

(89) Florida Laws, III, 1832, p. 87. Benjamin Chaires, Samuel 
n. Duval, Kiles Blake, James s. Linn, w. G. Burgess, Richard 
Hayward, w. L. Haskins, Robert Sturgess and George Hamlin were 
appointed commissioners to receive stock subscriptions at 
Tallahassee and Magnolia. 

(90) Apparently the Council's action inrepealing the charter 
of the first company aroused unfavorable comment, for six 
days later we find Nathan Byrd, of Leon county, who had intro
duced the measure, reading into the Journal of the Council a 
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letter from three of the incorporators of the Leon Rail Way 
Company relinquishing all claims under the first charter. 
Journals, Florida Legislative Council, 10th Seea., 1832, p. 119. 

(91) This inference is supported by the fact that the charter 
of the Tallahassee Railroad Company did not contain a clause 
repealing the charter if the Leon Railroad Company. 

(92) MacGill, History of Transportation in the United States, 
P• 4?9, cites Nilee' Register, August l?, 1833. 

(93) Florida Laws, III, 1834, p. 93. Benjamin Chaires, Romeo 
Lewis, Charles Austin, Robert J. Hackley and Turbutt R. Betton 
were named as commissioners. The charter was the first bill 
introduced at · this session of the Council. Journals, Florida 
Legislative Council, 12th Seas., 1834, p. 14. 

(94) Pensacola Gazette, June 28, 1834. 

(95) Richard Keith Call was born near Petersburg, va., in 1791. 
He served with Jackson in the Seminole campaign of 1818, and in 
1822 became a member of the Florida Legislative Council. In 
1823 he was made brigadier general of the west Florida militia. 
He served as delegate to Congress, 1823-25, and in 1825 was 
appointed receiver of the west Florida land office. Call was 
appointed governor of Florida to succeed Eaton in 1836, and 
while governor, led the Territory's forces in the war against 
the Seminoles. He was ··removed by Van Buren in 1840 for his 
vigorous protests against the slack manner in which federal 
troops were prosecuting the war. He campaigned for Harriso n ih 
the election of 1840 and the next year the latter reappointed 
him to the governorship, which he held until 1844. He ran for 
governor of the state of Florida in 1845 but was defeated by 
Thomas Brown and never again held public office. He was a 
staunch Unionist and bitterly opposed to secession, and hie grief 
at Florida's action in leaving the Union is said to have hastened 
his death, which occurred September 14, 1862. 

(96) The company's memorial to Congress asking for a right of 
wa:y and grant of land was signed by the following stockholders, 
practically all of whom are known to have lived in Tallahassee, 
or vicinity: R. Y. Wellford, Sam. Reid, Patrick Kerr, Charles 
Austin, Chas. Haire, Tho~ Brown, Ben. Chaires, Betton & Emory, 
James McMullen, H.F. Simmons, Wm. Mauer, Leigh Read, Sam. H. 
DuVal, Geo. W. Long, D. McRa~ny, Timothey McCarty, R. S. Miller, 
y. G. Wikoff, A. M. Randolph, R. J. Hackley, Os. White, Fred-
erick Towle, R. B. Bull, W. Wyatt, N. M. Martin, J.B. Bull, 
Lewis Willis, Geo. H. Lindenberger, James s. Freshwater, Edward 
Lockerman, D. M. Sheffield, H.K. Sudler, Edwin M. Dorsey, 
Stephen Sanders, Jacob Horger, Duncan McPherson, Shadrack Rogers, 
William Pringle, c. L. Carruth, John Blair Peachy, Thoe. Eaton 
Randolph, John Endeman, Jo. Chaires, Geo. Fisher, jr., John 
Lambert, Joseph Moore, Philip w. Courtney, John L. Vickers, 
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Nathaniel Roberts, George Willis, Hesekiah Aulty, Green H. 
Chaires, Jno. McKay, Jae. H. Randolph, James Bryan, jr., 1. R. 
Dorsey, w. H. Francis, I. G. Searcy, A. J. Fisher, A. A. Fisher, 
Willis Alston, Wm. Hilliard, H. R. W. Andrews, Wm. Bloxham, 
Jno. Myrick, Jared Hudnall, Johns. Shepard, Samuel Parkhill, 
Benjamin w. Gause, William N. Harris, Michael Ledwith, Edward 
Bolon, John Carr, John Parkhill, John w. Lea, T. Reynolds, 
William Wilson, H. Myers, J. w. Reaves, Thoe. B. Winn, John Rea, 
Johns. Cook, R. Washington, James M. Vickers, J. s. Russell, 
Elijah White, J. G. Patrick, William Hall, Jam.es Barbaud• Oliver 
T. Ormsby, Alfred Evans, Jno. w. Hale, Daniel Hale, Wm. Lester, 
John Carrothers, James a. Vickers, Thos. John, R. G. Wellford, 
A. Hunter, Peter Maguier, Baker w. Johnson, Thomas Randall, 
Henry Clifford, G. w. Ward, and two whose signatures were 
illegible. Senate Documents, 23d Cong., 2d Seas., II, No. 
38, p. 2. 

(97) Pensacola Gazette, November 1, 1834, prints a letter from 
Long to the Editor of the Floridian, dated September 25, 1834. 

(98) .u. s. Statutes at Large, V, 23d Cong., Seas. II, 1835, 
Chap, XLV, p. 778, approved March 3, 1835. The co3pany had 
asked for a 200 yard right of way and 100 acres of land between 
the St. Marks and Wakulla rivers. Senate Documents, 23d Cong., 
2d Sees., II, No. 38, p. 1. 

(99) The first mention found of construction having been 
undertaken was in the Jacksonville Courier, September 10, 1835. 
Files of Tallahassee papers prior to 1842 were not available. 

( 100) ~e Alabama, Florida and Georgia R--ilroad Company, for 
which materials for strap-iron rails were purchased, sold 100 
tons of its iron to the Tallahassee Railroad Company late in 
1837. The iron had not been paid for by 1840, on account of 
the ttderanged state of the currency," which would indicate that 
the Tallahassee company was not free from financial troubles. 
Report of the gommisaionere of the Bank of Pensacola, p. 37. 

(101) Certainly slaves were owned by the company after the 
road was completed, for in 1841 we find the Legislative Council 
allowing a claim of the company against the Territory for $1,000 
for a negro man who was hanged by order of the Leon Superior 
court. Florida Laws, IV, 1841, p. 41. 

(102) Evidence as to just when the railroad was opened is 
unsatisfactory. MacGill, History of Transportation ill the 
United States, p. 480, gives 1837. Brevard, History of Florida, 
I, p. 105, says it was finished less than two years after it 
was chartered, which would be in 1836. Brevard also states that 
it was the third railroad built in the United States. A number 
of railroads were built and in operation earlier, for instance; 
Carbondale and Honesdale, 1829; Baltimore and Ohio, 1830; Mohawk 
and Hudson, 1831; Petersburg and Roanoke, 1832; Saratoga and 
Schenectady, 1832; Charleston and Hamburg, 1833; Camden and 
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Amboy, 1834; Philadelphia and Columbia, 1834. See MacGill, 
History of Transportation in the United States, pp. 356, 358, 
383, 38?, 398, 424, 458. 

(103) Knauss, "St. Joseph," I, p. 183, cites the Floridian, 
December 30, 1837. 

(104) Pensacola Gazette, December 19, 1835. 

(105) The Apalachicola Gazette, April 20, 1839, stated that 
the railroad to Port Leon would be completed in time for the 
fall business, and the same paper for December 21, 1839, 
carried an advertisement by the Tallahassee Railroad Company 
stating that the railroad was completed and in full operation. 

(106) At a p·reliminary sale of town lots in Port Leon before 
the railroad was completed, 31 lots sold for 31,050, the prices 
ranging from 200 to $2,570. Apalachicola Gazette, April 20, 
1839. The town was incorporated by act of March 2, 1841. 
Florida Laws, IV, 1841, P• 26. 

· (107) These facts are drawn from the St. A:ue;ustine News, Septem
ber 30 and October?, 1843, and the Florida Sentinel, October 3, 
1843, and February 13, 1844. The storm was the occasion of at 
least one amusing incident, according to an undated and unsigned 
Mss. in the Call Papers. The bridge pier was left standing and 
Call, as president of the railroad company, was indicted by hia 
political enemies on the ground that he did "unlawfully-willfully
and maliciously erect a Pier or Pillar composed of wood and 
rocks in the St. Marks friy/er-a navigable et~eam by which the 
navigation of said stream is obstructed." A true indictment was 
found against Call, to quote the Mas. further, "for what that 
was done by the will of God, and a suit brought and tried in the 
Wakulla County court-and what was more than absurd-he was 
wickedly found guilty of the charges prefered," A new trial was 
moved for, however, and the case was eventually dropped. 

(108) See Supra, p. 24, for some of the company's rates. 
Florida Sentinel, June 4, 1844. 

(109) Pensacola Gazette, November 30, 1839. Imports must have 
constituted an important portion of the railroad's business, 
for before the War for Southern Independence the middle Florida 
region imported practically everything it used, even to tomb
stones. 

(110) Florida Laws, III, 1835, p. 201. Joseph Forsyth, 
Ezekial E. Simpson and Timothy Twitchell were named as the 
incorporators. 

(111) Florida Laws, IV, 1838, p. 47. 
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(112) Pensacola Gazette, August 1, 1840, and September 11, 1841. 
In the number of August 1, 1840, the editor speaks of taking 
"the 10 o'clock cars on the Rail Road, three miles in length, 
winding along the Eurotas.• 

(113) Florida Laws, IV, 1843, p. 23. 

(114) Senate Documents, 22d Cong., 1st Seas., III, No. 136, p. 15. 

(115) Florida Laws, I, 1827-28, p. 80. Benjamin Chaires, Peter 
w. Gautier, se., John Clark, Jacob Robinson, and William P. Hort 
were named as incorporators. 

(116) Florida Laws, II, 1829, p. 159. John o. Sewall, appointed 
to conduct the lottery, was to give bond for $20,000 and was to 
retain 10 per cent. of all monies raised. 

(11?) Florida Laws, III ·, 183?, p. 76. This company was successor 
to the st. Andrews and Chipola Canal Company, chartered in 1832 
with a capital stock of $200,000 and authorized to open books 
for subscription of stock at Marianna, Webbville, Tallahassee 
and Pensacola. Florida Laws, III, 1832, p. 76. 

(118) Florida Laws, Ivi ;l839, p. 50. 

(119) March 4, 1845, the Florida Senate received from the House 
of Representatives as passed, "Resolutions relative to the st. 
Andrews and Chipola Canal and Rail TRoad company for non user 
of its franchise.• The resolution was laid on the table by 
the Senate. Florida Senate Journal, ?th Seas., 1845, PP• 196, 199. 

(120) Florida Laws, III, 1835, P• 272. William B. Nutta11,and 
Jonathan Robinson weie named as incorporators. Nuttall, William 
Wilson, Willia Alston, Samuel Du;f'al, Tho's Brown, Frederick 
Towle, Turbutt R. Betton, Wm. M. Gibson, John G. Gamble, Abram 
Bellamy, John Parkhill, w. Erenton Boggs, Wm. L. Haskins were 
to be temporary directors. 

(121) It is possible that the Union railroad was the unnamed 
company for supporting which and criticizing the attitude of 
the Legislative Council toward, William Wilson, editor of the 
Floridian, was called before the bar of the Council on a charge 
of contempt. It seems that Wilson published an article inti
mating that the Tallahassee Railroad Company ,vas the psoseasor -
of exclusive privileges inimical to the interests of middle 
Florida, and the the application for a railroad charter by 
another group had been ungraciously received by the Council. 
lournals, Florida Legislative Council, 13th Seas., 1836, P• 82. 
This inference is supported by the dates if the charter's 
progress through the Council. It was introduced February 2; 
reported out of commit.tee, February 7; referred back to 
committee, February 10; reported out again, February 11; and 
passed, February 13. Ibid., PP• 60, 79, 92, 94, 105. Wilson's 
article was published February 7 and he appeared before the 
Council, February 9. 
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(122) Journals, Florida Legislative Council, 14th Seas., 1836, 
p. 28. The St. Joseph company opposed any railroad west of the 
Apalachicola river because of its desire to attract the New 
Orleans and Mobile trade by means of ita own railroad. Apalachi
cola Gazette, January 25, 1837. 

(123} Apalachicola Gazette, January 25, 1837. 

(124) Florida Senate Journal, 1st Seas., 1839, p. 95; Florida 
Senate Journal, 2d Sess., 1840, p. 103; Florida Laws, IV, 1841, 
p. 31. 

(125) Commissioners to take stock aubacriptiona were named as 
follows: at St. Marks, P.A. Swaim, G. G. Holt, W. H. Mathe2; 
at Port Leon, Wm. McNaught, R. Ly6n, George Miller; at Monticello, 
John A. Cuthbert, John B. Collins, Darius Williams, Martin 
Palmer. 

(126) Florida Law~, III, 1836, p. 43. The amount of capita1 
stock given in the charter is $50,000, but thia is evidently a 
misprint in view of the amount necessary to begin work. The 
error probably was due to the fact that shares were to be $50 
each. Books were to be opened in st. Augustine under Gabriel 
w. Perpal l , Antonio Alvarez, Pedro Baret, Elias B. Gould and 
John M. Hanson. 

(127) Florida Laws, IV, 1838, P• ?l. 

(128) St. Augustine News, Cecember 1, 1838. 

(129) House Journals, 25th Cong., 3d Seas., pp. 286, 555. By 
act of July 7, 1838, Congrees had appropriated $1?,300 for •re
pairing the road and reconstructing the bridges and caaseways 
thereon, from st. Augustine to Picolata.• u. s. Statutes at 
Large, V, 25th Cong., Sees. II, 1838, Chap. CLXIV, P• 261. 



CH.APTER III 

INTERSTATE PROJECTS 

The moat ambitious railroad project of the period 

was of an interstate character, though it was conceived and 

promoted mainly in the interests of Pensacola. Mileage of 

roads already considered, whether actually built or merely 

projected, was uniformly short. The Alabama, Florida and 

Georgia railroad, however, was to have, as first located, the 

then enormous mileage of 210 miles. Indeed, the magnitude of 

the project was the principal cause of its failure and the 

abandonment of its line after more than a half million dollars 

had been sunk in it, but before a aingle mile of rails wa,s 

laid. 

The project for a railroad from Pensa .cola, on the 

Gulf of Mexico, to Columbus, at the head of navigation of the 

Chattahoochee river in Georgia, grew out of the desire of the 

former city to exploit its fine harbor. Shut off as it was 

from the fertile cotton fields of southern Alabama and Georgia 

by a hundred miles of pine barren, Pensacola felt that she 

could only achieve her destiny by achieving railroad communi

cation with the interior. The Alabama and Georgia planters, 

on the other hand, were not at all averse to being relieved. of 

the necessity of relying upon the hazardous and uncertain 

navigation of the Alabama and Chattahoochee rivers for the 

transportation of their crops and supplies, and gladly supported 
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the scheme, though not so enthusiastically aa Penaacola.(130) 

A case for the road as a work of national importance could be 

argued frcmi the military and nava,l importance of Pensacola and 

the fact that it was expected to form an important link in a 

New Orleans to Washington transportation route. 

A public meeting to consider the feasibility of a 

Pensacola, Columbus railroad was held in Pensacola in December, 

1833, when it was decided to apply for the necessay charters 

from Florida and Alabama.(131) Application was made to the 

Alabama Legislature, then in session, but the measure was blocked 

by Mobile interests, who saw in the railroad a rival for their 

own trade.(132) The plan met with more encouragement at the 

hands of the Florida Legislative Council, which was only too 

glad to aid in the development of Pensacola at the expense of 

Mobile, a.nd on February 14, 1834, the Florida, Alabama and 

Georgia Railroad Company was chartered with a capital stock of 

$2,000,000 to build a railroad from Pensacola to the Florida

Alabama boundary, there to unite with a railroad to run through 

Alabama to Columbus, Ga.(133) Nothing could be done, however, 

until an Alabama charter was obtained, and at the next session 

of the Alabama Legislature proponents of the railroad succeeded 

in pa11tna a charter over the continued opposition of Mobile. 

The Alabama, Florida and Georgia Railroad Company was chartered 

December 4, 1834, with a capital stock of $1,500,000 for the 

purpose of constructing a railroad from or near Columbus to 

the Alabama-Florida line "in the most eligible direction to 

the city of Penaacola."(134) In February, 1835, the Florida 
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Legislative Council accepted the Alabama charter and the project 

thenceforth was carried on under the name of the Alabama, 

Florida and Georgia Railroad Company.(135) 

As soon as the news of passage of the Alabama charter 

reached Pensacola, stock books were opened and the entire 

stock of $1,500,000 was subscribed. The company was organized 

on December 17, 1834, with William H. Chase as president.(136) 

Subscription of such a la.rge amount of stock was not such a 

financial feat as it might appear, for only 25 cents a share 

was paid in at the time of subscription, or a total of $3,750. 

From the course of later events it is apparent that much of 

the stock was taken in order to facilitate organization of the 

company and with the intention of reselling it later. 

outside aid was absolutely imperative if the company 

was to succeed, for its members had more enthusiasm than money. 

It turned to the Legislative Council, which was induced indi

rectly to pledge the credit of the Territory in support of the 

railroad. By act of February 13, 1835, the c~arter of the 

Bank of Pensacola(l3?) was amended to increase its capital 

stock to $2,500,000 and to authorize it to purchase · shares of 

the Alabama, Florida and Georgia Railroad Company to the -amount 

that its directors might deem expedient. To enable the bank to 

purchase stock it was authorized to issue bonds to the amount 

of $500,000, bearing interest at six per.cent. and maturing 

January 1, 1860. These bonds were to be endorsed by the 

governor of Florida in the name of the Territory, the endorse

ment guaranteeing both principal and interest. Additional 
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bonds might be issued by the bank to meet stock payments, 

provided one mile of railroad should have been finished for 

each 10,000 of bonds so issued. In order that the Territory 

might be properly protected it was provided that the bank 

should hypothecate its capital stock, railroad stock and all 

other property to the Territory, whfch hypothecation should 

constitute a first lien on the property. Furthermore, no 
I 

dividends were to be paid by the bank until the bonds had been 

extinguished or a fund provided for that purpose, and the 

stockholders of both bank and railroad were declared individu

ally responsible for redemption of the securities.(138) 

In conformity with its amended charter, the Bank of 

Pensacola on April 29, 1835, issued bonds to the amount of 

$500,000, which were duly endorsed by Governor Eaton. At the 

same time it hypothecated its capital stock and other assets, 

amounting to $151,750.65, and 14,920 shares of Alabama, Florida 

and Georgia railroad stock to the Territory. Bonds were sold 

in Philadelphia in December, 1835, by William H. Chase, acting 

as agent of the Bank of Pensacola, to Thomas Biddle, Samuel 

Jaudon and Elihu Chaunc.~y, a,gents of the Pensacola Association. 

(139) They brought their full face value and a payment _of 

$100,000 was made in the form of a check on the New Orleans 

branch of the United States Bank. The remaining $400,000 was 

paid between November 2, 1836, and December 30, 1838.(140) 

The bonds were ultimately resold in England. 

Not content with what the Territory was willing to 

do in its behalf, the Alabama, Florida and Georgia Railroad 

company also looked to Congress for aid. It asked for an army 
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engineer to run the line of the railroad, a right of way 

through the public lands with the privilege of using timber 

and other building materials, and a grant of 600,000 acres of 

public lande.(141) These concessions were asked on the grounds 

of the military importance of the railroad, and the company, in 

return, offered to transport United States troops and military 

supplies at all times free of charge and the mails at one fourth 

the ordinary cost, or even "free of all expense if required."(142) 

The argument also was advanced that the value of public lands 

~ould be increased and at immigration into the territory 

between the Coosa and Chattahoochee rivers, recently opened to 

settlement, would be greatly facilitated by the road.(143) An 

engineer waa assigned by the War Department to survey the rail

road and Congress granted a 60 foot right of way and the privi

lege of using building materials within 100 yards of the line, 

but it had not yet reached the point where it was willing to 

grant a large block of the public domain to a private corpora

tion.(144) 

Even before the Alabama charter had been obtained, 

the company had sent out a party in September, 1834, for a 

preliminary examination and survey of the proposed route.(145) 

After the financing of the company had been assured by the sale 

of the bank bonds, Major J. D. Graham, u. s. Topographical 

Engineer, made another preliminary examination of the route 

in January and February, 1836, and reported that construction 

would be cheap because of the easy grades and abundance of roek 

and timber.(146) Captain Chase had previously estimated the 

cost of putting the railroad in operation at less than $1,500,000, 
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or, to be exact, 6, 880 a mile.(147) It as believed that 

the railroad would pay dividends of at least eight per cent. 

annually, the estimate of profits being baaed on an optimistic 

estimate of the amount of cotton the country below Montgomery 

and Columbus would be raising by the time the railroad waa 

finished. (148) 

On April 5, 1836, Captain Chase ~dvertised for sealed 

proposals for constructing the embankments for the first 50 

miles of road, bids to be in by May 1. About the same time, 

iron for ae many miles was ordered from England, · and six loco

motives and a number of passenger and freight cars were con-

tracted for at Lowell, Masa.(149) During the sunmer the company 

advertised for logs of the "Cabbage tree," or palmetto, and 

for lumber to be delivered the first days of August, September 

and October.(150) It also literally broadcast advertisements 

for labor. The directors had ~oped to use slave labor but it 

was not available in sufficient quantity and we find the company 

advertising for "Any number of PRIME LABORERS," offering constant 

employment and liberal terms, namely, "twenty dollars per 

month and found in the best provisions the market will afford." 

(151) There was little or no hope of obtaining enough labor 

in Florida, and the New Orleans and Mobile papers were asked to 

insert the advertisements. Indeed, it was even necessary to 

commission agents in Alabama, North Carolina, New York and 

other states to seek laborers for the project.(152) 

contracts were le:t fo .r the first 50 miles to be 

completed by December 1, 183?, and construction seems to have 
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started in May, 1836. Little was done during the summer, due 

to the difficulty of obtaining labor, but on September 14, the 

Brig Algerine arrived in port from Mew York i th 130 labo _rers 

and the work progressed more rapidly, though the company still 

desired from 300 to 400 more men if they could be obtained.(153) 

The next month cars for the railroad were unloaded at the wharf 

and on November 26 the Norman came in from .Liverpool wit 600 

tons of iron.(154) In February of the next year the chooner 

Magnolia delivered two locomotives and other machinery from 

Boston.(155) Labor was still short, however, for on April 22 

one of the railroad contractors advertised for 400 blacks and 

200 white laborers at $20 a month for 12 months, "they to risk 

the weather and the Contractor the board." Any man bringing 

30 goo d workmen ., was to receive $30 a month as foreman. (156) In 

spite of the difficulty of obtaining labor, the first section 

of the line was expected to be finished in time to bring down 

the next season's cotton crop.(157) 

Promotion of the railroad was accompanied in Pensa

cola by real estate speculation that amounted to a "boom" of 

the first order. As early as January 10, 1835, the Pensacola 

Gazette declared that, ttEvery business transaction is done, and 

every sale or purchase of real estate, is made, with reference 

to the Rail Road. The question of greatest interest seems now 

to be, where shall the work terminate upon the Bay? This 

question has given rise to an infinite deal of speculation." 

And on June 20 the Gazette stated that real estate values in 

the to,m had increased within the last three months from 
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between nearly ten to more than fiftyfold. The men who were 

on the "inside• of the railroad promotion had foreseen the 

land speculation and had quietly anquired a large tract of land 

north and east of the city, on which they proposed to lay out 

a Kew City as the terminus of the :railroad. { 158) In January, 

1837, under the name of the Pensacola Land Company,(159) they 

held a sale which was attended by purchasers from Boston, New 

York, Philadelphia, Charleston, New Orleans, Cuba and even by 

agents of European houses, when lots were sold to the value 

of $580,000.(160) Before the speculative bubble could burst 

in Pensacola from internal pressure it was pricked by the Panic 

of 1837. 

The Bank of Pensacola did not close until June 5, 

eleven days after the first bank suspensions in the Territory, 

and ··only then to protect its specie reserve.(161) Its compara

tively sound condition probably was due to the fact that it 

was still receiving payment on the $500,000 of bonds. Work 

on the railroad continued, though at a reduced speed, and new 

contracts for materials were entered into during the summer.(162) 

Early in December about 150 men were employed between the 

Escambia river and Pensacola, and on January 15, 1836, the 

Alert arrived from New Orleans with laborers to work on the 

railroad.(163) As late as June 9, of that year, the company's 

steam pile driver was operating in the Escambia swamp, but 

conditions had come to such a pass that the editor of the 

~azette felt impelled to state, "That the Railroad will be 

made to connect the Bay of Pensacola with the Alabama river, is 
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as certain as any future event," but whether it was to be 

finished "in two, three or four years must depend on events 

and circumstances which cannot now be foreseen."(164) Soon 

after, work stopped entirely. 

Before this happened the company had arrived at an 

agreement with the Montgomery and West Point Railroad Company 

whereby the terminus was to be changed from Columbus to Mont

gomery, thereby cutting down the mileage of the Pensacola 

railroad from 210 to 156 miles.(165) The arrangement not only 

had the advantage of a shorter mileage, but the road would run 

through a more fertile region than if the old route were fol

lowed, and it might be possible to serve the same Georgia 

territory as originally contemplated, for West Point is located 

on the Chattahoochee river about 30 miles north of Columbus. 

Under the terms of the Montgomery railroad's charter, no other 

railroad might enter Montgomery without the consent of two-thirds 

of its stockholders. Early in 1838 their consent was obtained 

on condition that the Alabama, Florida and Georgia Railroad 

Company subscribe to $200,000 of Montgomery railroad stock. 

The Pensacola compn~y , of course, had no money with which to pay 

for the stock, but it did have a large amount of railroad 

materials on hand and it advanced a · portion of these to the 

value of nearly $100,000 to the Montgomery railroad as first 

payment.(166) 

This transaction can hardly be said to have irru;>roved 

the company's condition. It is true that the mileage was cut 

by a fourth, but it could ~ust as easily have built 210 miles 
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as 150 miles, and it had exchanged $100,000 of feadily saleable 

materials for $200,000 in stock of doubtful value. Its assets 

were further reduced in October and November, 1839, when about 

$100,000 worth of materials, including the locomotives and 

other machinery, were shipped to New York to pay off a liability 

of the Bank of Pensacola.(167) By continued borrowing from 

the bank, however, the company maintained an appearance of 

solvency until April, 1840. Between July 8, 1837 and December 

11, 1839, the bank advanced it funds which with interest 

amounted to $259,173.33. On the latter date the railroad gave 

the bank its note for that amount at 90 days, but when the note 

was presented for collection it was protested.(168) 

In spite of its uncertain finances and perhaps because 

of the necessity of disposing of a large portion of the buildi .ng 

materials on hand, the company in 1838 determined upon an im

proved and more expensive type of construction. The construcjion 

originally cont~mplated was of the strap-iron or plate type, 

in which the rail was of wood, plated with a thin strip of iron. 

It appears unnecessarily complicated in view of the simple and 

durable structure of the modern track. Sills 30 or 40 feet long 

and eight inches thick were laid longitudinally five feet apart. 

on these, cross ties of heart pine, eight feet long and eight 

inches square, were laid four feet apart and notched three inches 

deep to receive string piece& or wooden rails, six by eight 

inches in thickness and breadth. The string pieces were secured 

to the cross ties by wooden pegs in such a position that their 

interior faces were four feet, six and one half inches apart. 

Their interior top angles were then hewEM off one inch to leave 
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the track four feet, eight and one half inches ide. Iron 

rails, two and one half inches wide by three-fourths of an 

inch thick, were laid flush with the inner faces of the string 

pieces and secured with five and seven inch iron spikes, after 

which the outside edge of the wooden rails was adzed off. The 

structure was ballasted with sand or gravel. The company 

decided to substitute for the plated string piece a more modern 

T-rail, at an advance in cost of · $3,500 a mile. The cost of 

the railroad was re-estimated with Montgomery as the northern 

terminus and was placed at close to $2,500,000. The increase 

due to the new type of rail to be used would accouht for only 

a little more than $500,000 of the increase of $1,000,000 over 

the original estimate. The other half milli6n probably was 

due to the company's actual experience of the cost of construe~ 

tion.(169) 

Early in 1838, before work on the railroad had stopped 

and the condition of the company had become absolutely hopeless, 

the Alab~~,Florida and Geogria rail oad applied to Congress 

for a donation of land and aid in prosecuting the work. A bill 

was introduced for the benefit of the company but failed of 

passage.(170) . The company did not despair of congressional 

aid, however, and at the next session presented a memorial asking 

for permission to purchase 500,000 acres of the public lands 

in alternate sections within six miles on either side of the 

proposed line of the railroad at the minimum price of $1.25 an 

acre and on six years credit. It also asked an extension of 

three years on payment of bonds to the amount of $67,460 given 

by the company for the payment of customs duties on 2,500 tons 
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of railroad iron.(171) Bills authorizing the purchase of the 

land and extension of the bonds were introduced and passed by 

the Senate, but failed of passage in the House of Representatives. 

(172) The company thereafter had nothing to · hope for from 

Congress, although in January, 1841, Governor Robert R. Reid(l73) 

recommended tha.t the Florida Legisla.ture petition Congress in 

behalf of the railroad in the hopes that the affairs of the 

Bank of Pensacola, which was supported by the credit of the 

Territory, would be improved by the completion of the project.(174) 

The interrelation of the affairs of the Bank of 

Pensacola and the Alabama, Florida and Georgia Railroad Company 

with those of the Territory of Florida. were the next year brought 

to the attention of the Territorial Legislature with renewed 

force by the failure of the bank to pay interest upon the bonds 

guaranteed by the Territory. Interest on the bonds to the 

amount of $30,000, due January 1, and .July 1, 1840, wa.s paid 

to English bondholders by a representative of the United States 

Bank "to save the honor of the Territory." In 1841 the United 

Sta.tea Bank applied to the governor of Florida, a.s guarantor 

of the principal and interest of the bonds, for repayment. 

Governor Call replied that he could do nothing without the 

authorization of the Territorial Legislature, but that in his 

opinion the Territory was not liable for the bonds until re

course had first been had to the Bank of Pensacola, the Alabama, 

Florida and Georgia Bailroad Company, and their stockholders as 

individuals.(175) Governor Call placed the matter before the 

Legisla.ture in his message of January 6, 1842, and at the same 

time reported to that body the report of a commissioner appointed 
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by Governor Reid to examine the affairs of the Bank of Pensa

cola.(176) The report showed that the railroad was indebted 

to the bank for the sum of $242,585.20, which sum was not likely 

to be soon reduced on account of the unsaleable character of 

the assets remaining to the road after the sale of materials in 

New York and to the Montgomery railroad. Indeed, the 2,000 

shares of Montgomery railroad stock was the principal asset of 

the company, if the useless roadbed be excepted, while the 

railroad's notes an d l4,920 shares of railroad stock, on which 

the . bank had paid $332,840.33, were that institution's main 

assets. (177) 

The Legislature was aghast at the situation. It had 

never expected to be called upon to make good its guarante ·e, 

and it was indignant at the fact that most of the railroad's 

movable assets . had been sold out of Florida in spite of the 

first lien held upon them by the Territory. · Its indignation 

was only increased by learning that it h~d in 1838 so amended 

the charter of the Bank of Pensacola as to exempt individual 

stockholders from personal responsibility for the liabilities 

of the bank.(178) A few members of the Legislature were in 

favor of declaring the bonds to be a just claim on -the state 

and for making whatever provision was possible for meeting 

them, but the majority absolutely refused to be bound by the 

guarantee. Florida's attitude ~toward the bonds, then and there

after, was set forth in a concurrent resolution adopted by 

both houses of the Legislature, ·which declared that "the 

Territorial Legislature does not possess nor was it ever in

vested with the authority to pledge the faith of the Territory, 
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so aa to render the citizens of the Territory responsible for 

the debts, or engagements of any corpora.tion chartered by the 

said Territorial Legislature."(1?91 The bonds have never been 

paid and are still listed on the books of the Corporation of 

Foreign Bondholders, London.(180) 

It is difficult to esti mate j ust how much money was 

sunk in the Alabama, Florida and Georgia railroad. w. s. Camp

bell, president of the company in 1838, stated in a memorial 

to Congress that 31 per cent., or $465,000, had been paid in on 

_$1,500,000 of stock. The Bank of Pensacola is known to have 

paid in $332,840.33 on its 14,920 shares, leaving a dispropor

iinaate amount, $132,159.67, to be paid by holders of the re

maining 80 shares, if Campbell's statement was correct. The 

amount advanced to the company in stock payment and loans by 

the bank was $5?5,425.53, and we have the statement of s. w. 
Taylor, secretary of the railroad company, that total expendi

tures for materials, machinery, surveys, grading and other 

expenses totalled $564,000. It appears from the same source 

that the railroad was ind ·ebted only to the Bank of Pensacola. 

Of the total amount spent, $200,000 went for grading, $63,000 

for surveys and to the engineering d_epartaent, and the remain

ing $301,000 for machinery, tools and materials.(182) 

For the actual amount of work done, we must rely on 

the statement of w. B. Taylor, former president of the company, 

made from memory April 27, 1840, only two years after construc

tion had been discontinued. The final location was made to 

Montgomery, a distance of 156½ miles. Between Escambia ~iver 

and Pensacola, a distance of 10 miles, the grading and trestle 
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work was finished except for the crossing of two small creeks, 

while six miles had been graded on the other side of the river. 

(183) This stretch was followed by 10 miles of natural level, 

and the next 24 miles to the Conecuh river required little 

grading. Evidently including the work of nature as part of the 

company's accomplishments, Taylor estimated that between 20 

and 25 miles had been grade4. The most difficult part of the 

work, he said, had been completed.(184) 

In spite of the expensive failure of the Alabama, 

Florida and Georgia Railroad Company to build their line, such 

a railroad was to be built, though not until after territorial 

days. The movement for a Pensacola, Montgomery railroad was 

revived in December, 1844, at a meeting of citizens held in 

Pensacola, at which committees for having the charter of the 

company revived and for interesing northern capitalists were 

appointed.(185) This agita,tion eventually resulted in t the 

formation of the Alabama and Florida Railroad Company, which, 

with William H. Chase as presidsnt, built and placed the road 

in operation before the War for Southern Independence. 

The Pensacola and Perdido Railroad and Canal Company 

appears to have been a subsidiary of the Alabama, Florida and 

Georgia Railroad Company. It was incorporated in 1835 with a 

capital stock of $250,000 to build a railroad from Pensacola 

bay to the Perdido river or bay.(186) It contemplated building 

a branch line from the Pensacola railroad to Blakely, on Mobile 

bay, and appears to have been chartered by the Alabama Legisla

ture to continue its line from the Perdido river to Blakely, 

for Congress in 1837 granted a right of way to the Pensacola 
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and Perdido Railroad Company, organized under acts of the Ala

bama Legislature and of the Florida Legislative Council.(187) 

The line was surveyed from Pensacola to Blakely before Septem

ber, 1836, but no contract for the work seems to have been let, 

and apparently the project was dropped when the Alabama, Florida 

and Georgia Company failed.(188) 

About the same time that Pensacola was planning to 

tap the south Georgia 2.nd Alabama cotton belt with a railroad 

to Columbus, Ga., the town of Brunswick on the Georgia coast 

some 15· miles south of the Altamaha river was planning to capture 

the same trade. Brunswick, like Pensacola, possessed a good 

harbor but had no wat er communication with the interior. In 

December, 1835, the Brunswick and Florida Railroad Company was 

chartered by the Georgia Legislature to construct a line from 

Brunswick to the junction of the Flint and Chattahoochee rivers. 

(189) It appears that t he company sought a charter from the 

Florida Legislative Council, to epter the Territory, but without 

success. An effort was made to circumvent the Territory by 

gaining control of the Union railroad charter, then about to 

expire, but the Union Railroad Company refused to come to any 

agreement with the Brunswick and Florida.(190) 

The Georgia company next applied to Congress for a 

right of way and in 1837 was authorize d by that body to extend 

its line from the Georgia line to Tallahassee, and thence to 

Apalachicola or st. George's sound.(191) Florida was still a 

Territory and after Congress had acted there was nothing for it 

but to make the best of a bad situation. Accordingly in 1839, 
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the Brunswick and Florida Railroad Company was authorized to 

extend its improveirents into the Territory of Florida, entering 

at the valley of the Oacilla river and proceeding to Tallahassee, 

and thence to the Apalachicola river or st. Andrews or Chocta

whatchee bays. The charter ·bristled with provisions for 

making the company's path difficult. Books were to be opened 

in every Florida county for 30 days, the route was to be located 

and a re 1,ort of it made to the governor within one year and tpe 

railroad completed within six years, the railroad was to be . 

taxable six years after completion, and the charter was to be 

forfeited if any provision was violated. Maximum rates that 

the company might charge for transporting produce or goods of 

Florida citizens were fixed as follow: for cotton, . rice, sugar, 

molasses, tobacco, and alcoholic liquors, 25 cents for 100 pounds 

100 miles; for manufactured goods, with the exception of iron 

and salt, which · were to be carried more cheaply, 40 cents for 

100 pounds 100 mi les; for passengers, eight cents a mile with 

50 pounds of baggage.(192) 

The company failed to open books in every connty in 

Florida, as stipulated, and conswquently forfeited its charter. 

(193) The congressional grant of a right of way through the 

public lands still held good, however, and in 1841 the Terri

torial Legislature was constrained to grant the company a new 

chart .er which simply accepted the Georgia charter and omitted 

provisions designed to annoy the company.(194) The project as 

originally promoted was neve~ undertaken, though the Brunswick 

and Florida company's Georgia charter was revived about 1855 
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and a railroad was constructed from BrWlswick west about 50 

miles to connect with the Main Trunk railroad, a Georgia state 

line.(195) 
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Notes to Chapter III 

(130) Navigation of the Alabama, Chattahoochee and Apalachicola 
rivers was almost entirely sus~nded from May to December on 
account of low water. Cotton shipments normally would begin 
in October, and the planters thus lost the first, and usually 
highest, prices for their cotton. Executive Docwnents, 24th 
Cong., 1st Seas., IV, No. 176, p. 3. Thus in 1834 according 
to George Catlin, the first price of cotton was 18¾ cents, but 
it had fallen to nine cents a pound by the time the Alabama 
crop could be sent to Mobile by way of the Alabama river. 
Quoted in Rerick, Memoirs of Flmrida, II, p. 168. 

(131) Pensacola Gazette, May 30, 1835. 

(132) Pensacola Gazette, June 28, 1834. 

(133) Florida Laws, III, 1834, p. 8?. John A. Cameron, William 
H. Chase, Robert Mitchell, Walter Gregory, Alexander J. Dallas, 
Alexander H. Bowman, Hanson Kelly, Starke Hunter, Francis 
Boykin, Samuel w. Oliver and John Innerarity were named as 
commissioners to take stock subscriptions. 

(134) Executive Documents, 23d Cong. 2d Sess., No. 126, p. 2. 
Dallas, Bovv.man and Boykin were dropped from the list of commis
sioners and the following names were added: George Stonham, 
Daniel McDougal, James c. Watson, William McMahon, Jefferson 
Buford, Eli Townsend, Wilson Ashley, Robert Joyner, Charles 
c. Keyser, Byrd c. Willis, Jasper Strong, James Catlin, Jackson 
Morton, John Hunt, Joseph Forsyth, Seaborn Jones, John Forsyth, 
jr., Henry Hyer, Thomas M. Blount, George w. Barkley, Charles 
LeBaron, . John H. Parker and Walker Anderson. 

(135) Florida Laws, III, 1835, p. 325. 

(136) William Henry Chase was born in Massachusetts in 1?98 
and died in Pensacola, February 8, 1870. He was graduated from 
the United States Military Academy in 1815 and assigned to the 
engineering corps. He was commissioned captain in 1825 and 
assigned in charge of the construction of defenses of Pensacola 
harbor, a position he held until 1854. He was commissioned 
major in 1838 and from 1854 until 1856 he superintended the 
building of .Fort Taylor at Key West. He resigned from the army 
in 1856 and became president of the Alabama and Florida Railroad 
company. In 1861 he was commissioned major general in the army 
of Florida but his only participation in the war was the seizure 
of Pensacola harbor for the Confederate States. 

(131) The Bank of Pensacola was chartered February 31, 1831, 
with a capital stock of $200,000. Florida Laws, II, 1831, p.47. 
It had declared four per cent. dividends semi-annually since it 
began business.in 1833 ~nd was considered o~e of th~ strongest 
financial institutions 1n the Te~rito~y. Eight of i~s 15 
original subscribers and all of its first board of directors 
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were named in the charter of the Alabama, Florida and Georgia 
Railorad Company. Report of the Commissioners of the Bank of 
Pensacola, p. 23. 

(138) Florida Laws, III, 1835, p. 303. 

(139) The Pensacola Association seems to have been organized to 
aid in the promotion of the Alabama, Florida and Georgia railroad. 
Its menbers were Thomas Biddle, Elihu Chauncey, Samuel Jaudon, 
Walter Gregory, Wil l iam H. Chase, Morris Robinson, Sampson s. 
v. Wilder, and Charles A. Davia. With the exception of Chase 
and Gregory, who was president of the Bank of Pensacola, they 
were New York and Philadelphia capitalists and apparently 
connected with the United States Bank. Report of the Qormnis
sioners of the Bank of Pensacola, p. 25. 

(140) Ibid., P• 3. 

(141) There had even been pro posals that Congress talce one 
half of the stock on the grounds that in 20 years savings in 
the cost of transporting the mails and increases in the value 
of public lands would more than meet the cost of the stock. 
Pensacola Gazette, June 28, 1834. 

(142) Executive Documents, 2~d Cong., 2d Seas., No. 126, p. 1. 

(143) This territory had been obtained by the United States 
from the Creeks by treaty of March 24, 1832. 

(144) u. s. Statutes at Large, 23d Cong., Sess. II, 1835, Chap. 
XLV, P• 7?8. 

(145) Pensacola Gazette, September 6, October 25, 1835. F. J. 
Palmes headed the party. 

(146) Executive Documents, 24th Cong., 1st Seas., IV, No. 176, 
p. 2; Pensacola Gazette, May 7, 1836. 

(14?) Report of the Commissioners of the Bank ·of Pensacola, p. 13. 

(148) Ibid., p. 13; Pensacola Gazette, May 30, 1835. The crop 
was expected to a.mount to 100,000 bales by the time the road 
was completed and to 200,000 bales five years after. Other 
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Pensacola Gazette, April 29, 183?. 

(15?) Pensacola Gazette, April 15, 1837. 
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co-Made by Geo. Brainerd," Mas. in P. K. Yonge collection. 
The Pensacola City Company was incorporated by act of February 
11, 1838. Pensacola Gazette, April 14, 1838. 

(160) Pensacola Gazette, January 7, 1837. 
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(163) Pensacola Gazette, December 9, 1837; January 20, 1838. 
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1834. 

(166) Pensacola Gazette, February 17, 1838; Report of the 
Commissioners of the Bank of Pensacola, pp. 6, 3?. 
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(168) Ibid., p. 3. 

(169) Campbell, Williams., Report on the Alabama, Florida and 
Georgia Railroad, pp. 19-21. 

(170) Senate Journals, 25th Cong.,2d Sees., pp. 54?, 780. 

(171) Senate Documents, 25th Cong., 3d Sess., II, No. 37, p. 2; 
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Sess. I, 1832, Chap. CCL, p. 604. 

(172) Senate Journals, 25th Cong., 3d Seas., pp. 44, 143, 180; 
House Journals, 25th Cong., 3d Seas., pp. 428, 724, 725. The 
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the citizens of Escambia county remonstrating against the land 
grant. Ibid., p. 56?. 

(173) Robert Raymond Reid was born in Prince William parish, 
south Carolina, in 1?89. He removed to Georgia, where he 
practiced law and served as judge of the superior court, 1816-19 
and 1823-25. Re waa a member of Congress from Georgia, 1819-23. 
In 1832 he was appointed judge of the superior court for the 
eastern district of Florida. He was president of the St. Joseph 
convention and in 1839 was appointed governor of Florida, which 
position he held until his death near Tallahassee, July 1, 1841. 
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Journals, 27th Cong., 2d Seas., p. 615. 
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(177) Florida Senate Journals, Ith Seas., 1842, p. 103. 

(178) Florida Laws, IV, 1838, p. 52. 

(179) Florida Lawe, IV, 1842, P• 53. 
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of Foreign Bondholders, p. 417. 

(181) Rep6rts of Committees, 25th Cong., 2d Seas., III, No. 795, 
p. 3. 

(182) Report of the Commissioners of the Bank of Pensacola, p. 6, 
s. w. Taylor to Walker Anderson, April 2, 1840. 
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Pensacola. 

(184) Report of the Commissioners of the Bank of Pensacola, p. 38. 

(185) Pensacola Gazette, December 7, 1844. 

(186) Florida Laws, III, 1835, P• 259. William H. Chase, Walter 
Gregory, lohn A. Cameron, Robert Mitchell, Jasper Strong and 
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(187) u. s. Statutes at Large, V, 24th Cong., Seas. II, 1837, 
Chap. IX, Sec. 11, p. 146. 

(188) Pensacola Gazette, September 24, 1836. 

(189) Phillips, u. B., A History of Transportation in the 
Eastern Cotton Belt to 1860, p. 35?; Apalachicola Gazette, 
December 2, 1836. 

(190) Apalachicola Gazette, January 25, 1837. The Brunswick 
and Florida company offered to take two-thirds of the Union 
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ducted the negotiations. What his connection was with the 
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(191) u. s. Statutes at Large, V, 24th Cong. Sess. II, 183?, 
Chap. IX, Sec. 11, p. 146. 
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(192) Florida Laws, IV, 1839, p. 51. The act raised a howl 
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(193) st. AU£ustine News, September 2?, 1839. 

(194) Florida Laws, IV, 1841, P• 26. 

{195) Phillips, History of Transportation in the Eastern 
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CHAPTER IV 

AGITATION FOR A CROSS-STATE RAILROAD 

Almost the first railroad agitation in Florida was 

for a line to connect the Atlantic ocean or some river flowing 

into the Atlantic with the Gulf of Mexico or some river flowing 

therein, but such a railroad was not even begun during the 

territorial period, although four companies were chartered for 

the purpose, one of which went so far as to begin a survey. 

The principal argument for a cross-state railroad was the same 

as that for a cross-state canal, namely, that it would cut about 

880 miles from the route from New Orleans to New York, for it 

was generally expected that ocean traffic would transship over 

the railDoad. The additional cost to the shipper involved in 

extra handling was expected to be moEe than compensated for by 

the safety of the route. Navigation of the Bahama banks and 

Florida straits was very hazardous and the annual loss from 

shipwrecks ran into hundreds of thousand dollars. It was said 

that in 1825 alone, 64 vessels were lost off the Florida coast 

and the loss was placed at nearly $1,200,000.(196) More con

servative estimat'es placed the annual loss at between $500,000 

and $700,000. Under such circumstances, it was generally felt 

that the expenditures involved in the construction of a cross

state railroad would be more than justified. 

The Legislative Council in January, 1831, adopted a 

resolution asking that a survey for a cross-state railroad be 

made by engineers then engaged in surveying for a cross-state 
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canal, but this does not appear to have been done.(197) In 

1834 wi ::.·find. William Wyatt, campaigning against Joseph M. 

White for election to Congress, advocating a railroad instead 

of the canal with which White was prominently identified. Wya;t 

expected the railroad to be built by Congress and one of the 

arguments he advanced in its favor was that it would greatly 

facilitate the procurement of liveoak for shipbuilding. Congress, 

he said, might even make liveoak plantations along the line.(198) 

The same year, George w. Long1 surveyor of the Tallahassee rail

road, advocated a line from Jacksonville to Tallahassee, where 

it would connect with the Tallahassee railroad. He estimated 

the cost of a double track at $4,063,000. It was in this year, 

also, that the Legislative . Council chartered the first group 

organized to promote a cross-state railroad. 

The Florida Peninsula and Javkson.ville Railroad 

Company was chartered with a capital stock of $1,000,000 to 

construct a railroad from Jacksonville to Tallahassee, there 

to unite with the Tallahassee railroad. Subscription books 

were to be opened for 12 months at st . .Augustine, Jacksonville, 

Monticello and Tallahassee, and the company was to be organize d 

when $450,000 had been subsc r ibed.(199) The, Legislative Council 

also adopted a resolution directing the delegate in Congress to 

seek congressional aid for the project in the shape of appoint

ment of an army engineer to survey the route, a grant of all 

nublic lands for a mile on either side of the road, and •such 
.i,; 

appropriations of money, donations of land, or subscriptions 

to the stock of said Rail Road Company, as their wisdom and 
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the importance of the object may suggest or justify."(200) 

Congress, in its wisdom, howefer, refused to grant so much as 

a right of way to the company. The commissioners were Unable 

to obtain subscriptions to the amount of $450,000 in the 

stipulated 12 months and in 1835 the company's charter was 

amended to allow organization when $400,000 had been subscribe d . 

(201) It does not appear that sufficient stock was ever sub

scribed for the company to be organized. 

Agitation for a cross-state railr ood was beginning 

to attract national attention, and on January 21, 1835, the 

United States Senate instructed its Cormnittee on Roads and 

Canals .,to "inquire into the expediencey of constructing, at the 

national expense, a railroad from Jacksonville, on the st. John's 

river, to the mouth of Suwaney river, at its entrance into 

vacasausa bay, on the side of the Gulf of Mexico; or at such 

other conven-ient point on said river as may be judged most ex

:pedient.11(202) In the meanti me, independent groups of Savannah 

and Boston capitalists had become interested in the project and 

both applied to the Legislative Council for charters. 

The Atlantic and New Orleans Seaboard Line Company 

was incorporated by the Georgia Legislature, , December 20, 1834, 

with a capital stock of $250,000, and though its purpose was 

not stated in the charter, it appears to have been a general 

trasportation company interested in the trade between New 

Orleans and the Atlantic seaboard.(203) As such it would have 

been intensely interested in a railroad across the Florida 

peninsula. Its application for a Florida charter never received 

sufficient attention for it to be introduced in the shape of 
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a bill, possibly because the application of the Boston group 

was receiving favorable action, perhaps because of Florida's 

jealousy of Georgia. At the same time th a t a Florida charter 

was applied for, one of the incor porators requested Joseph M. 

White to push the company's interests in Congress, stating 

that its stock "moves very slow; we want some assistance from 

Government to make it more popular."(204) It is likely that 

a right of way granted by Congress March 3, 1835, to a company 

chartered by the Georgia Legislature and the Flori ca Legislative 

council to construct a railroad from the St. Johns to the 

Suwanee rivers was intended for this company.(205) The group 

does not appear to have made much headway with its project. 

The Boston capitalists met with more success at the 

hands of the Florida Legislative Council, possibly because they 

took the precaution of interesting prominent men of the Territory 

in their project. The East Florida Railroad Company was incor

porated February 7, 1835, with a capita.l stock of $500,000 which 

might be increased to $1,500,000, to build a railroad from any 

point on the St. johns river or its tributaries to the Gulf 

of Mexico or waters emptying therein.(206) The franchise of 

the then still existing Florida Peninsula and Jacksonville 

railroad was protect ~d by the provision that nothing in the 

East Florida railroad's charter should be taken as impairing 

the charter rights of the former company, and a possible mis

trust of the foreign promoterff was implied · in the provision 

that the company should make annual reports to the governor 

of the Territory after the line was finished. It was not 
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until two years later that Congress granted the company a 

right of way.(207) In the meantime, the company proceeded to 

organize, end on October 15, 1835 1 directors were elected at 

the company's offices in Boston.(208) By November of that year, 

William Par~er, Esq., had been appointed chief engineer of the 

railroad and it was announced that he would proceed at once 

to survey the several routes contemplated.(209) A portion of 

one route terminating at St. Marks actually was surveyed but 

the company seems to have dropped the project during the Panic 

of 1837.(210) 

In a special message of January 3, 1838, Governor 

Call presented to the Legislative Council a memorial from 

James Gadsden on the subject of a cross-state railroad.(211) 

Gadsden set forth the pressing need for such a railroad on 

account of the losses of commerce off the Florida coast. They 

were so great, he asserted, that "the premium of insurance, 
I 

between the Atlantic cities and New Orleans, very nearly equals 

that on voyages to the Pacific and the China seas.tt(212) He 

proposed that the railroad be financed by a merger of the Union 

and Centra.l Banks. Territory of Florida would take one-third 
~ 

of the stock of the combined institutions, which would then 

pledge one-third of their capital to buildirg the railroad. 

Governor Call, while ,agreeing with Gadsden as to the pressing 

need for the ra.ilroad, was not willing to connect the project 

with existing banking institutions of the Territory. minstead, 

he proposed that the Territory construct the railroad by 

seeking a land grant from Congress and chartering a bank with 
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the proceeds of the sale of land. If this should fail to 

provide sufficient capital, the Territory could issue its 

bonds for the necessary amount.(213) 

The Territory had neither the means nor the inclina

tion for embark ing upon such a project. Instead, it chartered 

the Florida Peninsula Railroad and Steamboat Company with a 

capital stock of $1,000,000 to construct a railroad from the 

st. J~hna river to any point between the Suwanee river and 

Tampa bay.(214) Congress granted a right of way and sites 

for workshops, depots and watering places by act of June 28, 

1838.(215) The company appears to have been organized in the 

summer or fall of that year, for in January, 1839, it elected 

new officers with Duncan L. Clinch as president.(216) It, 

like its predecessors, failed to accomplish anything. 

In 1841 the Legislative Council incorporated a 

fourth company to build the proposed railroad. The Tampa Bay 

and St. Johns Railroad, Canal and Steamboat Company was 

chartered with a capital stock of $1,000,000 to build a rail

road from the St. Johns river to Tampa bay or the Withlacoochee 

or Suwanee rivers.(217) The new company appears to have 

:pressed the matter, for tovrard the end of 1842 the Florida 

sentinel stated that a charter for a railroad from the St. 

Johns to the Suwanee rivers had been obtained and that a pre

liminary survey had been made. Palatka on the St. Johns river 

and Clay's Landing on the Suwanee were thought to be the best 

terminals. The estimated expense was only $4,000 a mile, or 

a total of not more than $320,000 for an 80 mile road.(218) 
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The cheapness of construction was to be due to the level 

nature of the country, which would require little grading. 

The Territorial Legislatur& in - 1843 adopted a 

resolution calling "the attention of Congfess to the importance 

of obtaining a communica.tion eith:er by Canal or Rail Road from 

some point on the St. Johns River, in East Flomda, to some 

point on the Suwanee River or the Gulf of Mexico."(219) At 

the instance of David Levy, the Territory's delegate in Congress, 

the House of Representatives had already asked the Secretary 

of War for an estimate of the cost of a survey of a railroad 

across the Florida peninsula.(220) The re port of the Secretary 

.. of War' in answer to this request plaaed _ the cost of such a 

survey at $5,000.(221) No_appropriation was made, _however, 

until the next year, when $3,000 was appropriated for the 

work.(222) The survey actually was ordered in the summer of 

1844, but instead of running from Palatka to Fort Fanning or 

Clay's Landing onthe Suwanee river, it was made from Jackson

ville to Cedar Key.(223) This survey was the first step in the 

construction of a railroad that actually was built and in 

operation before the War for Southern Independence. 
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Rotes for Chapter IV 

(196) Pensacola Gazette, March 11 1 1826. 

(197) See Supra, p. 2. 

{198) Pensacola Gazette, October 4, 1834. 
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Jeseph Cumming, Samuel B. Parkman, Ralph King and William 
Duncan were the incorporators. 
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(223) st. Augustine News, July 13, 1844. Lieutenant J. Edmund 
Blake made the survey. 



78 

BIBLIOGRAPHY 

Note: Locations of sources, newspapers and pamphlets 
used and consulted are indicated in parentheses, as fol l ows: 

Florida State Library Board, Tallahassee, (F. s. L.) 
Florida Supreme Court Library, Tallahassee, (S. c. L,) 
H. L. Grady, Apalachicola, (H. L. G.) 
Library of Congress, Washington, D. c., (L. C.) 
p. K. Yonge Collection, Pensacola, (P. K. Y.) 
secretary of State's Office, Tallahassee, (s. of s.) 

The Call Papers referred to are the property of Mrs. 
Jane Brevard Darby, Tallahassee. The El Destina Papers are 
the property of the Florida Historical Society. 

Sources 

Manuscripts 

"Abstract of Title of lands of Pen City Co-Made by Geo. 
Brainerd." (P. K. Y.) 

Account in Call Papers, undated, unsigned. 

E, c. Cabell to George Jones, Esqr., July 1, 1855, in 
El Destina Papers. 

0 Gov, Duval's second message to the Florida Legislative 
Council in 1831." Mss. copy in Call Papers. 

Printed Sources 

A. Publications of the United States Government. (Files 
accessible were incomplete with the exception of 
u. s. Statutes at Large.) 

I, Journals of Congress (F. s. L.) 

Journal, United States House of Representatives 
23d Cong., ist Sess. 
23d Cong. 2d Sess. 
24th Cong., 2d Sess. 
25th Cong., 2d Seas. 
25th Cong., 3d Sess. 
26th Cong., 1st Sess. 
27th Cong., 2d Sess. 
27th Cong., 3d Sess. 
28th Cong., 1st Seas. 



79 

Journal, United States Senate 
23d Cong., 2d Sess. 
24th Cong.,lst Seas. 
24th Cong., 2d Sess. 
25th Cong., 3d Sess. 

II. Congressional Documents (F. s. L.) 

Executive Documents 

23d Cong., 2d Sess., No. 126, f,etition of the 
Alabama, Georgia, and Florida Railroad Company, 
Asking a donation of the Public Lands, &c." 

24th Cong. 1st Sess., IV, No. 176, "Letter from 
the Secretary of War, Transmitting A survey 
of a rail-road from Pensacola, to Columbus, in 
Georgia." 

27th Cong., 3d Sess., III, No. 78, "Survey of 
Suwannee River and Route of a Railroad from st. 
John's to Suwannee River." 

Reports of Committees 

25th Cong., 2d Seas., III, No. 795, "Report of 
The Committee on the Public Lands, to whom 
were referred the memorial of the Alabama, 
Florida and Georgia Railroad Company, and the 
preamble and resolutions of the Legislative 
Council of the Territory of Florida, asking of 
the Congress of the United States the privilege 
of entering 500,000 acres of public lands on a 
credit, to be taken near the line of said road, 
to aid in the construction thereof." 

25th Cong. 2d S ess. , IV, No. 942, 0 Report of The 
committee on the Territories, to whom was 
referre ~ the consideration ef an act of the 
Legislative Council of the Territory of Florida, 
entitled an 'Act to incorporate the Florida 
Peninsula Railroad and Steamboat Company.'" 

25th Cong., 3d S ess. , I, No. 237, 0 Report of The 
committee to whom was referred the memorial of 
the citizens of the city of St. Joseph, and the 
Resolution of the Territory of Florida, praying 
an appropriation for the erection of a marine 
hospital at the city of St. Joseph, in the 
said Territory." 



80 

25th Cong., 3d S es s. , I, No. 269, "Report of the 
Committee on the Public Lands to whom were re
ferred the memorial of the Alabama, Florida, and 
Georgia Railroad Company, and bill No. 61 from 
the Senate, granting to said company the privilege 
to purchase, in alternate sections along the line 
of their railroad, on a credit of six years, 
500,000 acres of unimproved lands, at the minimum 
price of the pb.blic lands." 

Senate Documents 

22d Cong., 1st. Sess., III, No. 136, ttnocuments 
relating to 'Bill supplementary to the act 
authorizing the Territory of Florida to open 
canals between Chipola river and St. Andrews bay, 
and from Matanzas to Halifax river, in said 
Territory; approved March 2o, 1831. '•• 

23d Cong., 2d Sess. , II, No. 38, "Memorial of the 
Tallahassee Railroad Company Praying permission 
to construct a railroad on the public lands in 
Florida." 

24th Cong., 2d Sess., I, No. 33,"Report of The 
Committee on Roads and Canals, to whom was re
ferred a bill (No. 42) entitled an act author
izing certain internal improvements in the 
Territory of Florida." 

25th Cong., 3d Sess., II, No. 37, "Memorial of the 
Alabama, Florida, and Georgia Railroad Praying to 
be allowed to purchase five hundred thousand acres 
of the Government land, on a credit of six years; 
and also asking an extension of three years on 
their bonds for the payment of the duties oncer
tain railroad iron importe d by the~." 

28th Cong., 1st Sess., II, No. 63, "Report of the 
Secretary of war, Communicating, 1n compliance 
with a resolution of the Senate, copies of 
correspondence in relation to the construction of 
certain public works and a railroad in Florida.• 

III. United States -Statutes at Large (S. C. L.) 
IV, 19th Cong., Sess. I, 1826. 
IV, 21st Cong., Sess. II, 1831. 
IV, 22d Cong., Sess. I, 1832. 
v, 23d Cong., Sess. II, 1835. 
v, 24th Cong., Sess. II, 1837. 
V, 25th Cong., Sess. II, 1838. 
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B. Publications of Florida. 

I. Florida Laws (s. C. L.) 

Acts, Florida Legislative Council 
I, 1827-28. 
II, 1829. 
II, 1831. 
III, 1834. 
III, 1835. 
III, 1836. 
III, 1837. 
III, 1838. 

Acts, Florida Terr.itorial Legislature 
IV, 1839. 
IV, 1840. 
IV, 1841. 
IV, 1842. 
IV, 1843. 

Acts, Florida State Legislature 
6th Sess., 1852-53. 

II. Florida Journals 

Journal Florida. Le 
10th Sess., 1832, 
11th Sess., 1833, 
12th Sess., 1834, 
13th Sess., 1835, 
14th Sess., 1836, 
16th Sess., 1838, 

islative Council 
S. of S. 
S. cf S. 
S. of S. 
S. of S. 
S. of S. 
J. K. Y. 

Journal, Florida House of Pepresentatives(s. of s.) 
19th Sess., 1841. 
20th Sess., 1842. 

ournal Florida Senate 
1st Sess., 1839 P. K. Y.~ 
2d S ess. , 1840, S. of S. 
3d Sess. , 1841, S. of S. 
4th Sess., 18 42, Is. of s.! 
5th Seas., 1843, s. of s. 
6th Seas., 1844, s. of s. 
?th S es s. , 1845, S • of S • 

III. Proceedings, Reports, &c. 

Constitution or Form of Govermnent for the People 
of Florida, Dyke and Carlisle, Tallahassee, 
1861', (P. K. Y.) 
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Journal of the Proceedings of the Convention of 
the Peopme of Florida, Dyke and Carlisle, 
Tallahassee, 1861, (P. K. Y.) 

Re art of the Commissioners of the Bank of 
Pensacola, L. C. 

newspapers 
(Broken files within the dates indicated) 

Apalachicola Gazette, (H. L. G~) 
March 10--0ctober 31, 1840. 

East Florida Herald, (P. K. Y.) 
January 10, 1839--December 17, 1844. 

lacksonville Courier, (P. K. Y.) 
January 29, 1835--February 11, 1836. 

Panama City Pilot, (P. K. Y.) 
June l?, 1909. 

Pensacola Gazette and West Florida Advertiser 
Marc 13, 1824--July 28, 1829, s. of s. 
March 12, 1834--March 29, 1845, P. K. Y. 

st. Augustine News, (P. K. Y.) 
November 3, 1838--April 26, 1845. 

The Florida Sentinel, (S. OF S.) 
September 2, 1842--March 11, 1845. 

The New Yorker, (P. K. Y.) 
Vol. VIII, No.~, November 9, 1839. 

Pamphlets 

Campbell, Williams., Report on the Alabama, Florida and 
and Georgia Rail-Road, 1838, (P. K. Y.) 

Fifty-Third Annual Report of the Co:upoil ~of .. th~ Corporation 
of Foreign Bondholders, London, 1926. 

Gilpin, Henry Dilwood, A Statement of the Case of the Bonds 
and Guarantees Issued by the Territory of Florida.with 
the Grounds of the Claim of the Holders on the United 
States for Redress, Philadelphia, 184?, (L. C.) 
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Secondary Works 

Appleton's Cyclopedia of American Biogr aphy, D. Appleton & Co., 
New York, 1900, 6 vols. Vols. II and VI. 

Brevard, c. M., (J. A. Robertson, ed.) A History of Florida 
from the Treaty of 1763 to Our Ovm Ti ·r1es, Florida State 
Historical Society, DeLand, Florida, 1924, 2 vols. 

Davis, Thoma~ Frederick, Histbry of Early Jacksonville Florida, 
H. & w. B. Drew, Jacksonville, 1911. 

Knauss, James Owen, "St. Joseph, An Episode mf the Economic and 
Politic al History of Florida," in Florida Historical Society 
Quarterly, Vol. V, No. 4, Vol. VI, No. 1, April to July, 1927. 
Territorial Florida Journalism, Publications of the Florida 
State Historical Society, Number 6, DeLand, Florida, 192?. 

Phi)lips, Ulrich Bonnell, A History of Transportation in the 
Eastern Cotton Belt, Columbia University Press, New York, 1908. 

MacGill, c. E., History of Transportation in the United States 
before 1860, Carnegie Institution of Washington, Washington, 
1917. 

Repudiation of State Indebtedness, Section of Statistics, 
Secretary's Office, Treasury Depxtment, June 12, 1925. 

Rerick, R.H., (F. P. Fleming, ed.) Memoirs of Florida, Southern 
Historical Association, Atlanta, 1902, 2 vols. 

Royce, c. c., "Indian Land Cessions in the United Sta.tea," in 
Eighteenth Annaal Report of the Bureau of American Ethnology 

west, G. M., "Old st. JoV Panama City Publishing Company, St. 
Andrews, Florida, 1922. 
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