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unnecessary, and it was not deemed worthwhile to make good
roads; the weekly pilgrimage to church was the only regular
trip, and occasionally the farmer hauled his grain to the
local grist mill.,7 Communities were purposely established
near rivers which could be used for journeys to the seacoast
cities. When long overland trips had to be made, northerners
could wait until winter and use sleds to glide over frozen
roads; southerners faced a more difficult problem, but
usually managed to haul cotton to navigable streams by the

use of mud boats, mules, oxen, or slaveso8

On the national level, the history of American trans-
portation during the first half of the nineteenth century is
made up of attempts to break through the Appalachian Moun-
tains by establishing roads and waterways to connect the
states of the Atlantic Coast with the valleys of the Ohio
‘and the Mississippi. Until 1775 American immigrants had
spread up the river valleys as far as the fall line, where
they generally stopped. The Appalachians, thirteen hundred
miles long and three hundred miles wide, presented a danger—
ous obstacle to national unity, and many historians agree
that the United States could never have been held together
without an adequate system of transportation. Shortly after
the American Revolution, George VWashington wrote that the

West, looking toward Spain, was hanging by a thread; he and
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beginning of the Civil War, these vessels were the most
valuable mode of transportation in the country, and turn-
pikes, canals, and early railroads generally served as
feeders for them rather than as competitors. Credit is
given to the railroads for opening the West, but it was
steamboats out of Pittsburgh that opened the Ohio and
Mississippi river wvalleys, and on the eastern rivers and
canals they greatly facilitated the movement of passengers

and goodsq35

Since steamboats traveled on rivers, they did not
incur the expense of building and maintaining rights-of-
way, and men entered this business with small amounts of
capital. In the West, on the Ohio and Mississippi, where
most steamboats cost about $20,000, private individuals
often controlled a single line. The value of many large
eastern vessels exceeded $60,000, and here business corpora-

tions owned and operated most steamboats°36

The federal and state governments did little to aid
steamboat transportation. Some states chartered private
companies to improve internal waterways by deepening the
rivers and removing obstacles from their courses,37 On the
other hand, steamboats were among the first transportation
agencies to be regulated by the Federal government. Because

there were many accidents among the early steamboats,
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Demands soon arose for the thoroughfare from French-
town to New Castle to be improved. Many residents of Cecil
County, Maryland, petitioned the county court in 1794 and
1795, asking that the justices appoint commissioners to im—
prove the road. Although the route played a vital part in
the commerce of Baltimore and Philadelphia, they noted, it
was "very crooked and in extreme bad repair."lA. This plea
went unheeded, but within a few years a strong enthusiasm
wvas enkindled fdr digging a waterway to connect the twd
bays, and between 1799 and 1801 the legislatures of Mary-
land, Delaﬁare, and Pennsylvania chartered the Chesapeake
and Delaware Canal Company to undertake such & project.
This corporation actually raised a large amount of capital
and began construction, but the enterprise had to be aban-
doned in 1805 because of lack of funds and was not revived
for almost twenty yearsu15 After the failure to dig a canal
the road commissioners of New Castle and Cecil cougties
received authority_to lay out an improved road fromlNew
Castle to Frenchtown. If this was actually done, it un-
doubtedly facilitated travel; but since only a dirt track
was contemplated, more improvements were needed.lé Critics
of the existing route urged that a turnpike be built across
the peninsula, some believing that the best possible loca-
tion for the highway ﬁould be from Port Penn to Courthouse

Point. "This road would perhaps be attended with less
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month after the passage of the supplement, the money needed

for incorporating the company had been raised.

There are a number of reasons why the stock subscrip-
tion succeeded in 1813. The success of the New Castle Turn-
pike Company had undoubtedly set a valuable example. The
hope of increasing the trade, commerce, and land values of
the country through which the road would pass also encouraged
investments. The most important factor, however, was the
introduction of steamboats by the Union Line. 8ince the
expense of building and maintaining the new highway would
greatly exceed that of the little road from New Castle to
Clark'!s Corner, the stockholders wanted to be sure that
they would receive a return on thelr investments. They
helieved that their profits would come from the passengers
and frelght hauled by the steamboat line, and many of them
would never have risked their money in the turnpike if the
owners of the Union Line had not assured them that the turn-
pike would be a profitable enterprise,48 Little did they
suspect that the Union Line would someday threaten the very
existence of the turnpike company, and that the turnpike

would always be at the mercy of the steamboats.

After the company had been incorporated, the stock-
holders met to elect officers. Kensey Johns, who headed

the New Castle Turnpike Company, was also elected president
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the legality of the agreement itself, because the law of
incorporation provided that contracts could he made only
with individuals who used the road to convey themselves and
their families., It had also been discovered that the heavy
vagons and stages of the Union Line weakened the road, thus
causing higher repair expenses. The Union Line proprietors,
on the other hand, had complained that the & per cent inter-
est amounted to more than the legal tolls. With these facts
in mind, the turnpike directors decided not to renew the
Union Line's contract, and declared that all stages and
wagons would have to pa&_the full legal tolls. The owners

of the Union Line obligingly accepted the new arrangementol6

Within a short time rumors spread that the Union
Line did not intend to pay the tolls. These passed as the
Widle wind," but it soon became apparent that they had to
be taken seriously. The Union Line wagons, and private
drivers as well, began to evade the toll gates; some indi-
viduals actually smashed them forcibly to the groundQl7
The turnpike managers believed that the Union Line proprie-
tors were encouraging the drivers to evade the toll pay-
ments, for they knew that this firm had a vast influence

IS 1o sassny Be sroseh thss b

over the local wagoners.
Union Line officials sctually supported the opposition to

the turnpike, but it is certain that they could have
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gates without paying, they would be discharged332

Trouble soon arose. John Sponger, a wagoner who was
sometimes employed by the Union Line, had lived up to his
name by refusing to pay his tolls. The managers therefore
ordered that he be forbidden to drive his wagons over the
road until he had settled his debt with the company. At
the same time they informed the Union Line of Spongertis
case, asking that immediate action be taken on the matter.--
Despite these efforts Sponger did not yield, and began to
evade the toll stations by driving his wagons onto the road
by "private ways." The turnpike officers accordingly
brought a suit against him in the court of Samuel Moore,
who appointed three referees to settle the matter. After
an investigation, the mediators reported there were no
grounds for the sulit. The turnpike officers objected, and
appealed to Moore to reopen the case, pointing out that the
arbitrators had assumed the right of deciding a question of
law, which they had no authority to do. The directors fur-
ther maintained that the decision was erroneous in point of
fact, for Sponger had admitted that his wagons had passed
the turnpike since November 8, 1816 without paying tollso34
Moore refused to reconsider on the grounds that he had no
power to grant the company's request, but he did suggest

that an appeal be made to a higher court,,35 Although the
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Immediately after the bill was passed, a storm of
protest raged throughout Delaﬁare, and shouts of discontent
arose in neighboring states. The opposition charged that
the law was unconstitutional and unfair, for it clearly
violated the right of a person to pass freely from one
state to another, and the major burden of the tax would not
fall on Delawareans but on people journeying between Balti-
more and Philadelphia. The law was also unwise, for it
would discourage many people from traveling through Delaware

and doing business within its boundariesa45

"A Wilmingtonian® launched the attack on the bill in

a blistering article published in the Del aware Gazette on

February 2, 1821. It was an outrage, he asserted, to found
a college for the rich, when there was not an adequate
school system for teaching the hundreds of children in the
state reading, writing, and other useful branches of learn-
ing. How could the legislature be so foolish as to impose
an extra tax during a period when money was scarce?46 Why
should the tax be imposed on steamboats only, and not on
every other type of boat that conveyed passengers? The
"Wilmingtonian™ held that on ewery stream emptying into the
Delaware, from Indian River to Naaman's Creek, shallops
transported people to Philadelphia. With an egunal vigor he

assailed the tax on the stages, by pointing out that the
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steamboat owners met at the home of Eli Lamborn in Wilming-
ton to discuss the act. They concluded that the law was
unnecessary and unjust, and urged that similar meetings be
held throughout the state to protest it.%2 In response to
this request meetings were held in the town of New Castle

and in Mill Creek, Brandywine, and New Castle hundreds, all

condemning the tax°53

Antagonism also came from outside New Castle County.

"A Citizen of Kermt" denounced the law, opposing any tax

54

that was leveled at a certain class of citizens. The

outcry from Sussex County was more intense:

The people in this county view the laws for
taxing the stages, st=amboats and shop-
keepers, as vile, wicked and iniquitous laws,
got up and passed by a few wicked, selfish,
intriguing men, for the purpose of gratifying
their hatred to a poor clergyman, that wants
to get a l%%tle bread by his profession, as

a teacher,

Qther states were equally alarmed over the act. The

editors of the New York Daily Advertiser believed it a "most

extraordinary affair," and presumed that the main object
was to draw revenue from steamboat passengers crossing from
New Castle to Frenchtown. They held that no state had the
constitutional power to levy such a tax. If a passenger in
a stage could be taxed, men who traveled in their own car-

riages could be taxed. Any man who even walked across the
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decide if the capital stock should be increased in order to
build a railroad from Frenchtown to Clark'!s Corner. If it
were agreed to increase the stock, the company could open
its books for subscriptions; each share of stock was to
sell for $25, and the company could become incorporated
when $200,000, or a smaller sum that was considered suffi-
cient to complete the road, had been subscribed. After the
stock had been raised, the corporate name of the company
would be changed to The New Castle and Frenchtown Turnpike
and Railroad Company, and the new corporation would have

16 There

all the powers g;anted to the former corporation.
was evidently some doubt that the railroad would suecceed,
for it was provided that the managers keep twenty feet of
the old turnpike open and in good repair.,l7 In' addition,
the charter reveals that the Maryland legislators did not
fully understand how a railroad was to operate. It stipu-
lated that the railroad company could employ its own
carriages, wagons, and steam locomotives to convey passen-
gers and goods across the road, but that other individuals
or companies could use vehicles on the tracks only if the
managers granted them a license. The company could charge
no more than 25 cents per person for conveying passengers
from Frenchtown to Clarkfs Corner, and extra baggage, not
exceeding one hundred pounds, was to be subject to a toll

of 123 cents.1® These charges were identical to the tolls
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Merchants'! Coffee House in Philadelphia. The new subscrip-
tion succeeded, and during March of 1830 about $200,000 was

subscribed in the stock of the two companiesoSO

Not only did the supplementary acts offer new induce-
ments to capitalists, but the general interest in railroads
was steadily mounting in Delaware by 1830. Articles ap-
peared in the‘Wilmingtoﬁ newspapers which clearly demon-
strated the practical wvalue of railroads. Locomotive
engines had been run on the Liverpool and Manchester Rail-
road, it was reported, at a rate of thirty-two miles an
hour.”t The Baltimore and Ohio Railroad Company had
successfully constructed a”few miles of track over which
excursions were rum, and these early experiments were so
popular that“the cars were frequently overcrowded with
enthusiastic passengers. It was generally accepted that
this railroad would bring in handsome profits when it was
completed as far as Ellicott'is Mills,52 Such developments
certainly encouraged Delawareans who were interested in

constructing a railroad.

After the New Castle and Frenchtown railrcad organi-
zations had been successfully incorporated, a stockholders!
meeting was called to decide if the two should mergeu53 On
March 31, 1830, those who possessed shares in either company

met at the home of Bennet Lewis in New Castle and voted to
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of whom were Baltimoreans, made large investments; Samuel
Nevins and a number of his fellow Philadelphians purchased
2,000 shares; and individuals such as William D. Lewils pur-

chased over a hundred shares each.18

The case of William D. Lewis gives an insight into
the motives of the men and women who invested in the rail-
road. Lewis, a Philadelphian, had entered the business
world at the age of seventeen as an apprentice to the house
of Samuel Archer and Company, Philadelphia merchants in the
East India and@ China trade. TFrom 1814 until 1824 he had
worked in Russia with his brother, John D. Lewis, who was
a commission merchant at St. Petersburg. During this time
William made several voyages to the United States and
toured Europe. On returning to America, he established
himself as a commission merchant in Philadelphia, and was
soon enjoying a prosperous business.t? By October of 1830,
he had investigated the prospects of the New Castle and
Frenchtown Railroad, and was convinced that it would be a
successful enterprise. He accordingiy purchased two hundred
shares of stock.,20 After paying his first two installments
of $1,000 each, he subscribed an additional two hundred
shares in November, 1830, shortly before the managers offi-
clally closed the books for further su.bscriptions‘.21 If ne

had been able, he would have purchased a larger interest,
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bars of iron were imported from Englando46

The original board of directors had contracted with
the firm of ©Smith and Megredy, who operated a quarry near
Port Deposit, Maryland, to supply the railroad with stone
blocks. These arrangements, however, were inadequate, for
no one apparently realized how many blocks would be needed.
In mid-May, shortly before the workmen began laying the
rails, Nevins reported that there were only 7,000 stone
blocks at Port Deposit which were cut and ready to be
s'hipped.47 But Sweat had told the directors that 300 blocks
would have to arrive daily in order to lay a half a mile of
track per weel , 48 C. D. Blaney immediately went to Port
Deposit and made contracts with an additional number of
quarry owners, assuring the railroad an additional 15,000
blocks for the summer.49 Lbout the same time an agent of
a Pennsylvania quarry, owned by the firm of Robinson and
Carr, offered to furnish the railroad with 10,000 blocks.

After some preliminary negotiations, the offer was accepted.50

Even this, however, did not solve the problem, which
was now complicated by administrative bickering. By mid-
June Sweat had arrived in New Castie, but he threatened to
quit because a satisfactory contract had not been made with
him. To prevent his leaving, a special meeting of the board

was called, where an adequate agreement was worked out.”!
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remained clear and the work was completed, although Nevins
had to keep the men on the job digging drainage ditches
throughout Sunday, July 3. "I suppose,™ he mused, "I shall
be set down as a heathen among the good people of NZ§E7

Castle.nol

Many curious people attended the Fourth of July cele-
bration, which came off on schedule. Unfortunately, Long's
1ocomotive was unable to run, but all were highly impressed
with the railroad. "Its great strength," lLewis commented,
"seemed in fact to cause general astonishment.” The cars,
filled to overflowing, ran throughout the day to Ross's
Point; the passengers were charged 25 cents esch, but many
rode free because of the grest crowd and excitement. The
directors were satisfied that the demonstration stimulated
new interest in the road.ﬁ_’2 On the following day Long suc-
ceeded in running his locomotive, making a number of trips

across the tracks at a rate of fifteen miles an hour, 63

Throughout the remainder of the summef and fall the
progress of the work was frequently endangered by the lack
of stone blocks. The officers were constantly alert for
new sources of stone. While Norris Austin was in New York
contracting for spikes, he learned that rzilroad blocks
were quarried at Sing Sing Prison. After making a trip to

that institution, however, he discovered that the peniten-
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excavations found it difficult to stay ahead of the crews
laying rails.’® A violent storm that sank a sloop loaded
with stone at New Castle and swept the wharf logs over the
marsh at Frenchtowm delayed the work for several days, but
by the end of the month ten miles of track had been com-

pleted and were ready to be usedc.'?l

The most serious
obstacle to completing the whole work at this time was
the Frenchtown hill, where one hundred and fifty men were
working, but progressing slqwly; two men with picks could

loosen only enough dirt for one man to shovel away. '®

On the first day of December the weather suddenly
became bitterly cold, and a deep frost began to settle into
the ground. Some contractors suggested that the work be
suspended until the weather improved, but the directors
would not hear of itu73 As the Chesapeake and Delaware
became solidly frozen, it was impossible to ship stone
blocks from Port Deposit to New Castle. The remaining six
and a half miles of track were therefore laid on oak
sleepers; workmen went into the surrounding countryside
and cut the needed lumber with crosscut sawse'm By the
middle of Decenber the ground had become so solidly frozen
that cords of wood were hurned zlong the roadbed during the
nights to soften the earth and meke it easier to exc-.avateu'?5

The last section of the Frenchtown hill was finally blasted
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76 Laborers who were not abso-

out by the end of the month.
lutely essentisl to the work by this time were dismissed;
the wages of those cutting the drains and excavating the

road were cut to 75 cents a day; and the daily rates for
Vi

carts and horses were reduced to $1.25.

When heavy rains fell during January and threatened
to undermine the track, special crews were dispatched to
clear the drains and dig‘new ones where necessary. The
roadbed was so flooded for a time that carts could not be
used on tracks, bﬁt the work continued after sand and gravel

78

were spread over the route. More work was needed, how-
ever, before the tracks would be safe for steam locomotives
to travel over them. Since the Steam Navigation Company
had arranged to send its passengers over the railroad for
the coming year, the directors decided to use horse-drawn
carriages until it was safe to introduce locomotivesu80
As the ice melted on the Delaware and the Chesapeake in
late February, the steamboats began to make regular trips
between Philadelphia and Baltimore, and it was decided to

open the railroad for full passenger service on February

28th .

On the morning of the grand opening, Nevins was =at
New Castle to see that everything went smoothly. He feared

that a heavy rain of the previous night might have weakened
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the embankments. Then a load of stone blocks~-the first
unwelcomed shipment-—-arrived and obstructed part of the
vharf where the passengers were to land. When the steam-
boat from Philadelphia finally anchored, twenty or thirty
passengers boarded the coaches for the trip to Frenchtown.
The agents hurriedly packed the baggage, and after a short
delay the carrizges pulled out. Nevins remained in New
Cagtle anxiously awaiting news of the trip. If they could
transport passengers safely for the first several weeks, he
believed, they would not have to fear the competition of a
dozen canzls. By the afternoon he wrote to Lewls that they
were victorious, for the first trip had been made in an

hour and twenty minutes without any troubleo81
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the companyis own stockholders. Each investor could sub-
scribe to the loan in proportion to the stock he owned; loan
certificates, which would be worth #25 each--the par value
of the stock--were to be issued as security, and would be
exchangeable for shares of company stock at any time within
six months after the loan had been made, The company would
pay interest of 5 per cent a year, and the loan could be
redeemed any time after five years at the discretion of the
directors. In effect, this was a clever plan for increasing
the companyis capital stock; since the latter was well above
its par value on the market, most stockholders could be ex-
pected to exchange their loan certificates for regular shares.
After Thomas Janvier seconded Lewis? plan, the directors
adopted it and appointed Lewis, Nevins, and Stockton to be

a committee to arrange the loan. They agreed to raise
$65,000 for the present, but realized that an additional
$40,000 would be neededa7 The stockholderg displayed their
faith in the company by subscribing $64,575, all of which
wvas converted into capital stock., With these additional
funds the directors continued fto meet expenses during the
next two monthsu8 Althotugh the officers were not empowered
to increase the capital stock, this loan was absolutely
necegsary, for without it the work would have been suspended

due to lack of funds.
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The directors soon arranged to secure an additional
$45,000. In late November they again authorized Lewis,
Nevins, and Stockton to appeal to the stockholders for a sum
of $35,000 on the same terms as the first lcan had been mades;
at the same time they decided to accept a loan of $10,000
that had been offered by the Farmeris Bank of New Castleq9
Unfortunately, the company began to draw upon the Farmer's
Bank before the loan had been fully arranged, and by the
middle of December it owed the bank a debt of about $15,000.
The following week the bank was to make its semiannual state-
ment, and the railroad directors feared that the "company’s
‘Credit would be weakened if the deficit were not settled.

In addition, they might not be able to secure future credit

from the bank unless they closed this financial gapglo

Nevins and Lewis raised the needed money on the pre-
text of appropriating $10,000 of the $35,000 loan that the
board had authorized to be subscribed by the stockholders.
Actually they feollowed a new course. Since the railroad's
stock was worth $33 to $34 on the market, they sold 400 shares
for $30 apiece, guaranteeing the buyer (who is unknown) that
the price of the stock would not go below $3C for 90 days.
Lewis, who owned 400 shares, transferred his own stock cer-
tificates to the buyer, and replaced them with lcan certifi-

cates. "The operation must be kept by all of you as it is













































131

to Frenchtown in a little over an hour. But the engine
needed more work before it would be ready for full operation:
sometimes the pump became clogged with mud and had to be
cleaned, and there was frequently not enough wood to keep
the engine fired and running. Once in late July, as Young
vas running the engine, the steam pressure became so high
that he could not pull the valve to reduce the strain on the
boiler. Alarmed, he called to his fireman, and together
they were barely able to force the valve open. But the

engine was damaged, and 1t took several weeks to repair it,27

The company'!s second locomotive, the "Pemnsylvania,®
arrived in mid-August. After it had been assembled and
tested, and the "Delaware" had heen repaired, the directors
decided to begin operating the railroad entirely with steam
locomotives on September 10, Most of the horses were sold
and the drivers d‘ismissedo58 A gala celebration was held on
the opening day at New Castle, when many people cameé to see
the locomotives tun. Toasts were drunk, speeches were made,

and the railroad was haeiled as a great national improvementﬁ9

The early trips across the peninsula took azbout an
hour. Most of the passengers were highly pleased with the
results, but some complained that the cars were overcrowded
and others thought the trein traveled too fastuéo There

were 1o serisus accldents during the first year, although
























139

he was & paid attorney. After two weeks of bitter struggling,
the supplement was finally pzssed. "Lies, intrigues, low
cunning, numerous commitfees, in fact everything that could
te thought of was put in motion," Lewis related, "but we

14

overcame them all.?

The supplement gave the New Castle and Frenchtown
Railroad Company the sole right of operating a rallrocad be-
tween the Christiana River and Appoquinimink Creek, but in
return the company had to agree to accept $25,000 worth of
state-owned Chesapeake and Delaware Canal Company shares and
to pay the state an annual interest of 6 per cent on this
stock. The company also had to pay the state one-half of one
. per cent interest annually on its own capital stock. The
monopoly was to last for twenty years, after which the rail-
road company was either to return the canal shazres to the
state or to pay the latter the par value of the stock. In
order to purchase stesmboats, the company was empowered to
increzse its operatling capital by $250,000. Tinally, it was
provided that passengers could be charged 10 cents per mile
for using the railroad, znd the fee for carrying freight was

increased to 6 cents per cubic foot.t?

The railroad officers had been considering the possi-
bility of owning steamboats for severzl years. In September

of 1831, Lewils had written to & New York steamboat owner,
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inquiring about the possibility of purchasing a number of

16 and in the following January the company had un-

vessels,
successfully petitioned the Delaware Legislature for the
power to own steamboats.l7 The directors were not dissatis-
fied about their arrangement with the Steam Navigation Com-
pany, but they had no guarantee that this firm would continue
to use the railroad year after year. Without steamboats con-

veying passengers to and from New Castle and Frenchtown, the

railroad would be useless.

Even while Lewis and Stockton were struggling to ob-
tain the supplement of 1833, some of the failroad officials
had already begun making arrangements fo acquire steamboats.
On January 16, five railroad directors wrote to the officers
of the Steam‘Navigation dompany, offering to merge the two
companies by issuing two shares of railroad stock for each
share of steamboat stock. These railroad directors were not
acting in an official capacity, but merely in their own be-
half, and they would consider their offer binding only until

March 1,18

Within three days the steamboat company accepted
the proposal.19 When the supplementary act had been passed,
the railroad directors approved it and began to work out

, arrangements with the Steam Navigation Company for a merger.

After several weeks of planning and negotiating, the two com-

panies agreed to accept the criginal offer of the five
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railroad directors:

Be it therefore resolved that the stockholders

of the said Pennsylvania, Delaware, and Mary-

land Steam Navigation Company will in such

manner and within such time as the directors

of the said company and the directors of the

New Castle and French Town Turnpike and Rail-

road Company may designate transfer and assign

their respective shares of the capital stock

in the said Pennsylvania, Delaware, and Maryland

Steam Navigation Company upon consideration

that the said stockholders shall respectively

receive for every and each share of stock so

transferred and assigned two shares of stock

of the said New Castle 8nd Frenchtown Turnpike

and Rail Road Company.2
A number of weeks passed before all the details of the merger
were completed. At first the steamboat company had refused
to surrender its surplus fund, but after the railroad corpo-
ration offered to abandon a debt owed by the o0ld Union Line
to the New Castle and Frenchtown Turnpike Company, the steam-
boat directors agreed to include the surplus fund in the
merger..21 By April 17 the arrangements were complete, and
a committee was appointed to call in the steamboat stock and

issue railroad shares in exchange for itugg

While the railroad and steambost directors were pre-
paring the terms of amalgsmation, the officers of the People's
Line were making every effort to héve their steambozts in
operation by May, 1833. They had agreed with the canal com-
pany to run a single line of passenger barges for $10,000 a

year°23 The railroad directors realized that they would have
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a serious competitor, and opened the railroad for full ser-
vice as soon as the Delaware and Elk rivers began to theaw in
late February. If they could provide efficient and courteous
service for several months before the Peoplel!s Line began
to run, they might engender more support for the railroad.
Lewis was therefore quite upset on March 3, when he learned
that severzl days earlier a heavy snow storm had blocked the
railroad and forced the agents to send passengers over the
0ld tumpike on sleighs.24 After Nevins had been told of
the situation, he went to New Castle, where he urged that
the tracks be cleared immediately. That very night Edward
Young, the engineer, took & crew of seventeen men and opened
the entire road, clearing drifts as high as three feet in
some places. Because the night was bitterly cold, all the
men suffered frostbites and it was feared that one worker
would lose his toes.?? Lewis and Nevins, however, had suc-
ceeded in their purpose; the locomotives were able to make

thelir regular trips the following day.

During March and April the railroad was widely used,
as 200 passengers usually crossed it each day; sometimes a
locomotive pulled as many as eleven passenger carriages and
four baggage cars,E6 For the most part the ralilroed provided

satisfactory service, but one day in April, as the train was

speeding over the tracks, a cow stepped in front of the
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locomotive and was instantly killed. One car was thrown off
the tracks, but fortunately no one was hurt.?? To prevent
similar accidents from occurring in the future, a system of
signals was quickly established. High posts were erected at
convenient intervals along the track, and when the train ap-
proached one post a2 flag would be holsted on it to notify
the guard at the next station that the train was on its way.
Flags of various colors were used, some indicating thet the
train had been delayed, others that it was on time. Gates
were erected at each iIntersection where a road crossed the
tracks, and when the fiag signal warned that the train was

coming, a guard would close the gate.28

On May 4 the competition feared by the railroad
materizlized when the People's Line began to run the steam-
boat Ohio on the Delaware River and the Kentucky on

Chesapeake Bay. The editor of the Delaware Gazette and

American Watchman supported the new line by writing,."To
those who.would escape the sparks and cows on the railroad
eand withal would travel without quite annihilating space,
this 1line will afford an easy and pleasant communication
between Baltimore and Philadelphia."29 Even before the new
line had been officizlly opened, a state of severe rivalry
was clearly in existence. On May 1 the steamboats Robert

Morris of the railroad company and the Ohio of the People's
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30 This was &

Line raced from Philadelphia to New Castle.
foolish and dangerous practice, for the steamboat boilers
might have exploded, and when the vessels were run at top
speed they were more liable to hit obstructions in the river.
Vevertheless, the races continued for several weeks. Neither
boat greatly outdistanced the other while on the Delaware,
but tecause of the speed of the railroad, the steamboat of
the Citizen's Union Line usuglly arrived in Baltimore an
hour and 2 half to three hours ahead of its rivalo31 The
Philadelphiz and Wilmington newspapers guickly and properly
condemned these races, and by the middle of May the two com-

panies were running their steamboats at different hours,32

Speed, however, was not the only available means of
competition. After one day of operation, the People'!s Line
cut its rates from $4.00 to $3.00 for making the entire trip
from Philadelphia to Baltimore. The railroad corporation
immediately struck back by lowering the price to #2.00, and
within 2 week the People's Line was élso charging %2.00‘,33
These prices were maintained throughout the rest of the year,
and the companies next resorted to service competition. The
railroad company began to run a second daily line of steam-
boats in hopes of tzking more business away from its rival.34
The People's Line then established stagecoach service to

Milford in southern Delaware, hoping that the stages would
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draw the business of the lower counties to the Chesapeake
and Delaware Canal.35 To be sure that they would always be
protected against interruptions in their schedule, the rail-
road officials arranged to import another locomotive from
Robert Stevenson, receiving the new engine by the end of the

sumier. 36

Publicity could be used as an effective weapon in
the struggle betweén the two companies, and here the People's
Line proved more alert than the railroad company. In late
May it was learned that President Andrew Jackson was to tour
the northern states, and each organization invited him to
use its line in making the tfip from Baltimore to Phila-
delphia. Because the People'!s Line made the first offer;
Jackson accepted it. James Booth was disappointed, but
sarcastically noted that "The man of the people ought to

go in the Line of the people."37

Both companies enjoyed a thriving business during
the summer; on some days their steamboats carried more than

500 passengers.38

Sunday excursions were especially popular,
and both the railroad and the canal reported that as many as
600 passengers were éometimes on hand for the Sunday trips.

Because the cars were so crowded during the excursions, some

railroad officizls feared there would be a serious accident,

especially since many of the passengers from Philadelphisa
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were usually in a frolicsome mood.>? By the end of the
summer 1t appeared that the canal line was beginning to
dominate the freight service, but that passenger service

was increasing on the railroadOAO

Many Delawareans supported the People's Line hecause
of the monopoly that had been granted to the railroad. Dur-
ing the Jacksonian era there was widespread resentment
against monopolies throughout the country, for they were
looked upon as instruments of unfair economic privilege and
violations of the right of private enterprise,41 "That
watch-word 'Monopoly! (and one half of those who use it don't
understand what it means) has such a magical influence,™
James Booth lamented, "that I believe it would be sufficient,
to give some of us a passport to the Devil--1if they had the
power to send uso"42 A number of letters appezred in the

Delaware Gazette under the name "Anti-Monopoly," pointing

out that only the People's Line was preventing the railroad
company from charging excessively high prices and providing
poor service.43 There was much trufh in the argument, for
the competition of the People's Line had forced the railrozd
and steamboat firm to lower its manifestly high charge of
$4.00. Furthermore, the railroad officials! attempts to run
their trains strictly on time and to provide passengers with

the most courteous and efficient service were obviously
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motivated at least in part by the threat from the competing

company .

No record has been found of the profits made by the
railroad corporation during the yeér of sharp competition
with the People's Line, but the directors did declare a
dividend, and pzid the interest due on the company's various
loans.,44 Yet the Peoplel!s Line had captﬁred a large part of
the traffic on the Delaware aﬁd the Chesapeake, and by the
end of the year the railrocad directors wanted to curb the
competition, increase_the passenger fare from $2.00, and
enlarge the railroad's business. In November the canal
" officers were thinking along similar lines. Caleb Newbold,
2 canal company director,'informeleames Booth that his com-
pany was willing to let the railroad have a monopoly on
passenger service if the canzl could get 211 the freight
business. Booth was warned that thls proposal must be kept
strictly secret, for although Newbold had not been authorized
by his fellow canal directors to make the offer, he was sure
the arrangementstcould be easily worked out,45 Newbold sim-
ply wanted to know if the railroad directors were interested,
and he soon discovered they enthusiastically favored 1it.

"It will secure us against all opposition," Booth pointed
out, "and give us the whole travelling between the two

cities. The loss of freight i1s certainly but a small item
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compared with the importance to our concern of having all

the passengers.“46

In 1834 a shrewd arrangement was worked out between
the canal and railroad companies. In January the directors
of the People!s Line inquired about what arrangements they
could make_for using the canalwduring the coming year‘.47
Apparently the People's Line was not in sound financial shape
and wanted the canal to lower its high charge of 1833, but
the canal directors were not accommodating. They provided
that a single line of passenger barges could be run through
the waterway daily over a six-month period for $6,000, and
stipulated that $1,000 was to be paid for each additional
month. A minimum of $6,000 would have to be paid regardless
of how long the canal was used.48 This offer was too high

for the directors of the People's Line, and they tried to

have it reduced.

The railroad directors then made a proposal to the
canal company which was designed to force the People's Line
away from the canal. The railroad would accept the canalfs
terms for running paséenger barges for 1834; but if no other
company conveyed passengefs through the channel, the rail-
road would pay the canal $15,000 a year as long as this
arrangement was maintained.4? The canal officers unanimously

accepted. The People's Line was then informed that the canal
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that the New Castle and Frenchtown Railroad!s monopoly only
prohibited other companies from establishing a railroad on
which‘steam locomotives were to be run; it made no mention

of a railroad for horse-drawn carriages. Their argument was
based on the wording of the 1833 supplement: "that it shall
not be lawful for any other person or persons, body politic
or corporate, to construct any other rail-way, or road to he
used or travelled by locomotive engines, or engines propelled

by steam."53

The proposed venture of the People's Line worried so
meny of the stockholders of the New Castle and Frenchtown
Railroad that the directors found it necessary to issue a
pamphlet in May of 1834 in an effort to assure the investors
in the railroad corporation that no other company could build
a competing line between the Christiana and the Appoquinimink.
This tract held that the case of the People's Line was absurd,
for the monopoly provided that no railroad of ény description
could be constructed within the specified area. The rail-
roadts argument was based on the case of the Wilmington and
Susquehanna Railroad, which was the one exception to the
monopoly; the fact that the act permitted only the Wilmington
" and Susquehanna to be built, it was argued, conclusively
proved that no other railroads were to be allowed in the

R T TH A4S Hapd s dekovntne A7 She lis 08 Gxsinis






152

supporting the proposed railroad of the People's Line and
condemning the monopoly of the New Castle and Frenchtown

Railroad.57

Thomas Stockton, who had been appointed manager
of the railroad, was accused by "Janius" of being negligent
in his duties. "Janius" did not specifically mention what
Stockton was guilty of, and his letters were Intended pri-
marily as an attack upon the monopoly. 1In one of his most
intense assaults, he addressed the directors of the railroad:
But, let me tell you gentlemen, the spirit of
resistance has aroused itself every where
against MONOPOLIES of every description, and
you have united the whole people of this state
against you, on one grand constitutional point,
and the consequence of this attack upon the
constitution and the rights and liberties of
the people, are too plain and pa%pable not to
alarm the dullest apprehension,5
Despite these efforts, the Peoplets Line was uasuccessful in
obtaining & charter to construct a railrozd, and by 1835 it

had apparently ceased to exist.

The New Castle and Frenchtown Railroad Company thus
defeated its first“serious competitor, and from 1834 until
the summer of 1837 it remained unchallenged. Although no
records have been found for this period, it can safely be
assumed that the railroad enjoyed its most flourishing years;
the company paid handsome dividends to its stockholders, and
it was estimated that in a single year the railroad carried

100,000 passengers,59 Even during the brief era of prosperity,
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Stockholders in the New Castle Turnpike Company, April &, 1811

(Continued)
John Hensey $125.00
Charles Allen 125.00
Jonathan Kelly 125.00
John / 2/ 125.00
Neil Campbell 125,00
John Dempsey 125.00
Alexd. Harvey 125.00
Moses Gurlen 125.00
Enoch Anderson 125.00
Michael King 12500
T. M. Forman 125.00
Henry Colesberry 125.00
Thomas Bond 125,00
George Read 125,00
Martin Kennedy 125.00

John Magery 125,00
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List of Stockholders in the New Castle and
Frenchtown Turnpike Company

(Continued)
Name Shares
James Arrott 7
Charles Perry, Co. 5
William Mackason 2
Mrs. Risdels 3
Bank of United States 30
Williams C. Cardwell 1.
Jane Bowie -5
John Lambert 66
Andrew F. Henderson 50
William Kirk .
John Moody 45
Chambers Gaw g2
Wilman Whillden 88
John Read, Philsa. 16
Elizabeth Field 12
Lasama Priest 7
Elizabeth Marsh, Widow 12
Joseph Boyd 7

Total 1,500
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