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  INTRODUCTION





  Who and what rode trains around Florida? It was quite a democratic mix:




  The famous (Ulysses S. Grant, John Dos Passos, “the Queen of Chicago,” Teddy Roosevelt and the Rough Riders, occasionally a president, often a US senator or congressman); the infamous Edgar Watson (and members of the Ashley gang of train robbers); and the garden-variety anonymous (visiting relatives or going to bury one).




  Heroes and scoundrels, check; soldiers, pilots, and sailors; the super-rich, some big fish in little ponds, and those barely scraping by. Good and bad clergymen, sinners with clay feet; tipplers and teetotalers; truck farmers and plantation owners; desperados, shipwreck salvagers, cowboys, wranglers, and Indian chiefs.




  On the train at any given time, one might find innocence, fraud, greed, feuds, larceny, and a plot to murder; sex, romance, tragedy, and thrills; ego, cargo, payrolls, and gold. Blind hope and vision without borders.




  From day one, the Sunshine State held a special allure among the well-intentioned as well as a slew of scoundrels eager to exploit its assets and economic potential. The crazy quilt of stakeholders who made their mark is dizzying, indeed, even if one considers railroads alone.




  What does it take to build a railroad?




  Money and “land rights” in the old days versus the modern bugaboo of right-of-way. Railroad construction is not rocket science, but it does require precise engineering (rails do need to be exactly parallel). And it takes sweat to clear a forest or swamp, grade a roadbed, build bridges, culverts and trestles, switches, turnabouts, cross-ties and rails, spikes, plates, wells, tanks, crossings, and cattle guards (“I’ve been working on the railroad, all the livelong day . . . ”).




  Who built the railroads in Florida?




  Slaves and immigrant laborers bore the brunt for construction and regular maintenance. Several chapters in this book deal with the leading developers and owners, some of the main players, some power brokers, and some women of influence, along with some reprobates in the mix.




  Readers will learn about David Levy Yulee, Henry B. Plant, Henry M. Flagler, William D. Chipley, Sir Edward Reed, Julia D. Tuttle, and Bertha Honoré Palmer. But don’t expect to master the “ampersand” dialect, that treble-like symbol that altered company names like a shell game. The ampersand is as ubiquitous in the rail realm as directions on a compass. Florida acknowledged hundreds that came and went in head-spinning fashion.




  Expect some careening through acronyms. Maybe the first name and second name were reversed, or the name changed from “railway” to “railroad” to make a legal distinction.




  Florida was shapeless without railroads, in that its chest was trapped between outsize shoulders, the hands couldn’t reach the feet, the torso was in a blind spot, and Georgia was always turning the head around. Given this huge land mass, a minute population in the Colonial era, scant capital, and little more than primitive industry to prop up its economy, Florida was relatively slow to develop rail service.




  But not that far behind such efforts recorded elsewhere. The first train left St. Joseph on the upper Gulf coast in 1836. Compare that debut with the first steam train in the United States, which was operational in 1829, and the Jamaica Railway Company’s first complete railroad in 1843 (when Jamaica was still a British colony).




  In fact, the first federal grant of land to assist a railroad was made to the territory of Florida. This occurred in 1835, when the number of Americans who had seen a locomotive was slim indeed, so Florida was making national history before it was a state.




  How did people decide where to build a railroad?




  Spanish trails, English outposts, and Indian camps gave early owners some hints about where to build: a trail from St. Augustine to DeLeon Springs and Titusville, for instance.




  What was some of the lingo?




  “Uncle Wes” was Western Union. “Second trick” was second shift—at least in this business. “Ghost train” was the payroll car, “whiskers” stood for seniority, and “rip-track” was where the engineer went for minor repairs-in-place.




  Readers will find out more about Romeo and Juliette; how Robert Mugge persuaded Adolphus Busch to ship a trainload of beer to Tampa; and the why of railroad gauges (the distance between the parallel tracks is the gauge; early railroads used narrow gauge, 3 feet, while others used standard gauge, 4 feet 8½ inches).




  Trains evolved from wooden platforms over a rutted roadbed to iron rails, then came the invention of the steam locomotive in 1797 in England. Early trams moved freight, but they were pulled by mules and oxen. In the earliest times, “train” passengers rode in a conveyance behind a team of horses.




  Florida railroads began in a similar fashion—pulled by animals over rough roadbeds carved out of flat swamps and rocky ridges, and across rivers and lakes. Eventually one of those railroads would cross islands between Florida Bay and the Atlantic Ocean, accomplishing engineering feats that still fascinate more than a century later.




  Many of Florida’s railroads were developed by people from elsewhere who found an exotic tropical puzzle when they arrived and a melting pot of stakeholders. Hence, the inclusion of a chapter about the array of people here and in charge—or those with a say-so in how things unfolded.




  This book was put together to show how hard it all was, so readers could marvel that railroads got built at all, and to show that railroads were the impetus for Florida’s civilization and the capitalization of its economy.




  Meanwhile, the pace of this story is meant to underscore the premium placed on Florida during centuries of European exploration, imperial saber-rattling, diplomatic claims, military confrontation, the territorial era after 1821, the Seminole Wars, and statehood in 1845 (confirming Thomas Jefferson’s prediction that the United States could not keep its hands off Florida).




  Upon statehood, Florida got 500,000 acres of federal land (plus another 20 million acres by 1900). Also bending and sometimes breaking development were the American Civil War and martial law during Reconstruction. The seesaw continued through the 1920s land boom, the busted threadbare ’30s, and industrial modernization through much of the 20th century.




  So at various times in this book, “Florida” refers to colonies owned by other countries, a US territory, a member of the Confederacy, and a state rejoined to the Union.




  Florida railroaders showed the rest of the developed world the abundant crops easily cultivated here, often during seasons when the rest of the country shivered. Florida land was cheaper than Northern land, even farmland in the rest of the South, giving historians a reason to notice the swarms of homesteaders crowding the rail lines into Florida in the late 1880s.




  Even President William McKinley visited Florida in 1897, when Henry Flagler invited him to see his domain—which was anywhere on the east coast south of Jacksonville.




  As Sandra Wallus Sammons noted: “One [Henry Flagler] took the east coast and one [Henry Plant] took the west coast. Together the two Henrys helped make Florida what it is.”




  Florida was something of a crapshoot throughout the 19th century, especially before railroads made it possible to go from one coast to the other or north to south—and before engineers connected the dots of lagoons to form a passable inland marine route. Day-to-day was not unlike the Wild West. The only law to speak of was military here and there, and a local marshal. Decidedly more lawless in the interior than the coast, Florida outposts created situations often fact-checked pretty casually by whichever badge had to choose between justice or stayin’ alive.




  Early Florida was wild, man. Home to killer reptiles, wild boars, panthers and bears. If humans wandered around at night and did not get swallowed whole, they might see the glint of an eye in the darkness of a swamp, and hear the snap of jaws on a small creature’s neck. Settlers built forts to keep out predators, and most forts were near a coast.




  Obstacles to rail development included unpredictable, often inclement weather; lack of access to building materials; fitful financing; diseases (yellow fever, for one); pesky mosquitoes and poisonous snakes; and a labor force dealing with menacing wildlife and transient criminals.




  The Spanish came here to prosper, not create a democracy. They had a caste system that dictated which classes of people paid taxes, including slaves, free blacks, and Indians. That is just one way in which disparate cultures shaped the landscape and decided what “Florida” would be by the time rail developers put an oar in the water.




  Statehood brought along the Internal Improvement Fund in the mid-1850s, enabling developers to apply for land grants and offering a guarantee to pay the interest on their construction bonds. The first companies thus aided were therefore a platform for Florida’s rail network in the future. At times, however, the state reneged on those bonds and Florida’s reputation suffered.




  Readers will not just see trains as museum relics, but also discover their influence in pop culture. As a movie poster set the tone in 1936: “All aboard for danger . . . excitement . . . romance . . . on the crack train of the Florida run!”




  Not to be overlooked was the role of Florida trains in the realm of national sports. Baseball spring training was a whirlwind in Tampa alone—with the Chicago Cubs, 1913–16; the Boston Red Sox, 1919; the Washington Senators, 1920–29; the Detroit Tigers, 1930; the Cincinnati Reds, 1931–42, 1946–87; the Chicago White Sox, 1954–59; and the New York Yankees, since 1996.




  Of course, waterways are one of the first hooks for people visiting Florida for the first time, and while the rivers and lakes gave developers countless headaches, it’s easy to relate to the purple prose that Jefferson Browne penned in the 1890s about the daily variation of colors and hues in the waters of the Florida Keys, about fickle tints that “no brush can paint or pen describe.” Browne cites olivine running into indigo blue . . . fading to milky whiteness after a storm . . . a patch of sea grass, into moss-agate, with light winds causing the surface to ripple like a stream of precious stones . . .




  With that being reality, and no reason to embellish, it’s easy to see why railroaders were hell-bent on bridging the transportation gap. Given the new passenger-rail wrinkle known as All Aboard Florida, it seems that they still are.




  CHAPTER 1 Before Rail A Forbidding Territory, Too Far to Tackle





  ONE NEED NOT DIG DEEP TO GRASP WHY RAIL DEVELOPMENT IN FLORIDA was a flat-out, uphill train-wreck of a proposition. Littering the downward slope were death, taxes, war, bond defaults, swindles, and land grabs.




  But oh, what a day, when a locomotive burst through bunting and banners for the first time, signaling one more place no longer stranded in wilderness.




  Before railroad bosses (er, visionaries) began to crack the code to open this untamed territory to development, Florida was a peninsula with farflung, ancient coastal settlements and a vast, forbidding interior—dangerous turf for the faint of heart, where any stranger caught napping might be chomped in half or swallowed whole.




  Those in charge at first were Native American tribes. If one could imagine a tapestry or stained-glass rendering of Florida then, it would be vignettes depicting Indian cultures and livelihoods.




  Next to rule, usually in league with, or sparring with, the Indians: Spain, France, Spain again, Great Britain, and Spain yet again. Florida, in fact, was settled by Europeans before they colonized the rest of the mainland of what would become our republic.




  In that respect, Florida was somewhat like the tail wagging the Colonial-era dog. Throughout the state one encounters descendants of all the aforesaid societies, as well as African Americans who came to Florida willingly or otherwise.




  [image: A tortoise meandering across a patch of sand reflects the nature of the soil in many places in Florida—one of many considerations involved in choosing a railroad route and grading the roadbed. STATE ARCHIVES OF FLORIDA, FLORIDA MEMORY.]




  Thus, every new venture, scheme, modest enterprise, or grand vision to come along faced a crazy-quilt of influences on how things got done. Knowing the lay of the land was tricky—given topography, demographics, weather, politics, and power-brokering—creating unique challenges for penetrating the interior.




  SIZE MATTERS, SHAPE COUNTS




  Square one for understanding rail development here is the size and shape of Florida—a peninsula both long, 447 miles north to south, and broad, 361 miles across the Panhandle. Total area, 65,795 square miles (way bigger than Cuba, larger than England and Wales combined). Land covers 53,927 square miles, and water flows or stands across 11,868 square miles.




  [image: Wetlands and marshes cover substantial portions of Florida—with freshwater systems inland and saltwater systems along the coast—and posed an engineering headache for railroad engineers. STATE ARCHIVES OF FLORIDA, FLORIDA MEMORY]




  Most of Florida sags and sashays near sea level, which is why most buildings lack basements. The true “basement” is known in geologic circles as the Florida Platform—a watery shelf wiggling ever so slightly from the Atlantic Ocean to the Gulf of Mexico. Think prairie, marsh, hammock, and ridge rock, propped up in a shallow vase of lazy ooze.




  In a modern atlas, the peninsula’s iconic outline lounges over this rather wide, doughy “platform.” Were it a valise, you could pack two land masses the size of Florida, with nary a wrinkle and room for sunglasses.




  Water depth at the western edge drops from about 300 feet to more than 10,000 feet. This was vital information for mariners approaching Florida ports and harbors, before and after the ship’s manifest was due to meet a rail connection.




  UPLIFTING FEATURES




  A few exceptions with respectable elevations are the Brooksville Ridge, 180 to 300 feet; the Northern Florida Highlands, 50 to 345 feet; and the Lake Wales Ridge, 185 to 312 feet. The latter ridge has a “wet desert” habitat, as its annual rainfall can surpass 50 inches.




  We regard Ocala today for its rolling hills ideal for raising thoroughbreds. It’s also home to the Ocala Uplift, a geologic runaway from Pasco County, straying almost to the Georgia line, then dipping a little south and shooting west to Wakulla. To the east is the Peninsular Arch, a plantain-shaped plate beneath the land mass, extending from Georgia almost to Lake Okeechobee (Lake O).




  Whether schooled or unsophisticated, the earliest settlers, entrepreneurs, and industrialists faced the facts posed by these geologic features, as they determined what could be built and where. The nature of soil, water supply, and habitats for sea life, animals, and plants also were material considerations if one hoped to hunt, fish, farm, or raise livestock for a living (and send those goods to market).




  FICKLE WEATHER, FOUL CONDITIONS




  Regardless of the era, any enterprise in Florida depended on weather gods often in a foul mood. Scorching temperatures in summer. High humidity. A lengthy rainy season and almost six months with the possibility of hurricanes dictated the year-round routines for farmers, ranchers, builders, merchants, and shippers. Weather dictated whether a crop season was good, and weather set the pace for any construction.




  Before rail, local commerce depended on water passage in unpredictable conditions. Cargo ranged from cotton, indigo, and other commodities to farm produce, oysters, fish, lumber, cattle, cigars, and naval stores.




  Eventually the discovery of phosphate in central Florida’s Bone Valley would figure prominently on any freight manifest (phosphate is an essential ingredient in fertilizer, and Florida has more of it than any other state).




  Florida rail development began in the central Panhandle, where the woodlands provided oaks, bald cypress, yellow “longleaf ” pine, black gum, southern magnolia, red maple, American holly, poplar, black willow, and river birch. Thus, it became a timber goldmine and the go-to source for early rail ties.




  A SOGGY SITUATION




  Tricked-out topography equals ribbons of rivers, lakes, and swamps lolling at the pace of Jell-O; sandy flats and treacherous sinkholes; ridges with steep grades; a blanket of dense forests, hardwood hammocks, and palmetto scrub; pockets of airy caverns; and underwater caves punctuating porous limestone bedrock.




  There was no shortage of liquid thoroughfares to transport passengers and cargo, considering more than two-dozen major rivers, several thousand lakes, the Atlantic Ocean, and the Gulf of Mexico. Modes varied from seaworthy and river-sound vessels to horse-drawn stage coaches, oxen hauling wagons, and mule “trains” on strap rail (beasts of burden pulled a conveyance until they got weary; the team lay down, rested and resumed the journey when someone cracked a whip).




  Certain rivers figured prominently as sites—and engineering headaches—for early rail lines: the St. Johns (Florida’s longest river at 310 miles), the Apalachicola, the Suwannee, and the St. Marys among them. In Colonial and territorial times, these waterways were essential as a steamboat artery connecting the peninsula with cities in the South and across the Gulf to New Orleans.




  The St. Marys River originates in the Okefenokee Swamp, thrusts into a southward loop, bends north again, and empties into the Atlantic Ocean at Fernandina. Forming a curious scar on a map, that irregular dip in the St. Marys watershed mimics the outline of Florida’s phallic nub in miniature.




  The river also defines part of the Florida-Georgia line, as if two wizened characters, a Spanish conquistador and an English planter, once stood on opposite banks looking out to sea. In fact, the St. Marys River was spelled out in the first Treaty of Paris of 1763 as the northeastern boundary of “East Florida.” (England won the peninsula in that card game, for a while. Spain, temporarily, got Cuba.)




  [image: A foggy morning at Lake Seminole, where the Apalachicola River originates. The river formed from the confluence of the Chattahoochee and Flint Rivers flowing from Georgia. The river’s path to the Gulf of Mexico played prominently in decisions about where to build a railroad bridge. STATE ARCHIVES OF FLORIDA, FLORIDA MEMORY.]




  The Apalachicola River begins at Lake Seminole, where the Chattahoochee and Flint Rivers flow from Georgia. It winds south into Hath-cock Bay, then reaches the Gulf of Mexico at the town of Apalachicola. The river played prominently in decisions about train travel—whether ox-wagon or rail.




  The Brits carved “Spanish Florida” into two colonies and held them for two decades in the mid-18th century. The Apalachicola River was the boundary, with St. Augustine the capital of East Florida and Pensacola the capital of West Florida (for a time, that meant west to the Mississippi River).




  A SAINTLY SOJOURN




  St. Augustine would, in time, change Florida rail history (as described in Chapter 9). But in the beginning, it was where Marquess Juan Ponce de León of Spain landed in 1513, poked around for a while, and moved on. That was par in those days, as most expeditions concentrated on coastal curiosities.




  In 1565 Pedro Menéndez de Avilés, another Spaniard scouting for his king, set a serious benchmark, which is how St. Augustine remains the oldest continuously occupied European settlement in the New World. For the next two centuries, it was the seat of New Spain.




  About 65 miles north, where the St. Marys River meets the Atlantic and splashes Georgia, a barrier island stretches for 13 miles. Amelia Island, the “Isle of Eight Flags,” claims the only sky in the New World to frame silhouettes of eight flags. Fernandina, now Fernandina Beach, is the island’s only municipality. (Chapter 3 describes Fernandina’s fame as the eastern terminus of the first railway to connect the Atlantic coast with the Gulf of Mexico.)




  Settled for more than four and a half centuries, Fernandina had sovereign “masters” and posturing saber-rattlers. Frenchman Jean Ribault landed in 1562 and hoisted a fleur-de-lis banner, which likely puzzled the Timucuan Indians in residence. He called the land Isle de Mai. A French accent was temporary, as the Spaniard Menéndez de Avilés overtook Isle de Mai three years later. Spain raised its flag of choice, the Burgundian Saltire.




  In 1702 the British governor of Georgia sacked the mission and settlement, renaming the island “Amelia” after the daughter of King George II. Part of that time, the area was known as Egmont for an English earl’s indigo plantation.




  During the American Revolutionary War, Colonial forces invaded Amelia Island. After the British defeat, Spain got Florida back, for a while, ruling from 1783 to 1821 (the Second Spanish Period). Other flags over Fernandina were the “Patriots” flag, the Green Cross of Florida, and the flags of Mexican rebels, the United States, and the Confederacy.




  In 1575, not long before his death, a Spaniard named Hernando de Escalante Fontaneda drafted a remarkable memoir chronicling his seventeen-year ordeal as a captive among Florida’s Calusa Indians. He was enslaved in 1549 after he survived a shipwreck in the Florida Keys. Just thirteen years old at the time, Escalante remained among the Indians until 1566, when Menéndez de Avilés rescued him.




  FOREPLAY FOR FLORIDA




  For decades the United States had coveted Florida and extended some bold overtures to Spain. Years of courting led to the big handoff agreement known as the Florida Purchase Treaty, aka the Adams-Onis Treaty, or the Transcontinental Treaty of 1819.




  Secretary of State John Quincy Adams and Lord Don Luis de Onis, Gonzales, Lopez y Vara, officiated, and the deal was finalized in February 1821. The United States assumed $5 million in citizen claims against Spain, while “His Catholic Majesty” ceded all his territories east of the Mississippi River.




  Tallahassee became the capital of the territory. General Andrew “Old Hickory” Jackson, victor in the War of 1812 and hero of the Battle of New Orleans, was President James Monroe’s choice for military governor. Florida functioned as a US territory from 1822 until statehood in 1845, under four governors: William Pope DuVal (later written as Duval), John Henry Eaton, General Richard Keith Call, and Robert Raymond Reid.




  General Call—Jackson’s former protégé—was at one time receiver for the General Land Office of Florida. Eventually, he owned the Tallahassee Railroad.




  LAND GRANTS, LAND GRABS




  In addition to money and engineering know-how, building a railroad requires ownership of land and/or right-of-way. In Florida, given sovereign footprints and tribal posturing, proof of title often was a crapshoot.




  During Spain’s rule of La Florida, the king bestowed generous land grants to reward loyal subjects. Even a Scot, George Fleming, who emigrated in 1785, received sizable parcels for assisting the Spanish military during its Second Period. In East Florida the Flemings farmed Hibernia, a St. Johns River plantation, while some Seton in-laws on the maternal side settled in Fernandina in the early 1800s.




  The Arredondo land grant in north-central Florida illustrates well the plight of land surveyors and their clients who faced serious obstacles, especially when such grants were challenged. In this instance, the case of United States vs. Arredondo was argued before the US Supreme Court in 1832.




  The beef was between the government and Don Fernando de la Maza Arredondo (and Son), subjects of Spain, living in Cuba at the time of the dispute. The prize in this contest was the right to sell or transfer, in a timely manner, an undivided parcel of 289,645 acres situated in what is now Alachua County, near Gainesville, roughly 52 miles west of St. Augustine and 36 miles west of the St. Johns River.




  The Spanish government gave Arredondo the land in December 1817, according to a parchment signed in Havana.




  The defendants’ agents stated that a tribe of Seminole Indians had inhabited Alachua (an Indian word for “sinkhole”) but abandoned it, and that Arredondo planned for 200 Spanish families to settle, raise cattle, cultivate the land, and have a beneficial relationship with Creek and Seminole Indians living on the outskirts.




  One snag was about timing, as in deadlines imposed for the Spanish to either sell lands or otherwise dispose of those grants within three years of giving up claim to Florida. Further twists pertained to some deals with people who “bought” parcels from Spanish grantees or finagled tracts at silly prices when the Spanish ran out of time for extensions.




  As described in Chapter 3, merchant Moses E. Levy, a Jewish émigré born in Morocco, was on the receiving end of a sweet deal with the Spanish circa 1820: 14,500 acres near Jacksonville and 38,400 acres in Alachua County. The latter parcel was part of the Arredondo grant, and Levy’s agents signed for him in Havana.




  In 1828 Arredondo filed a petition in the Superior Court of the Eastern District of Florida against the United States, citing a congressional act “providing for the settlement and confirmation of private land claims in Florida.” He blamed skirmishes and wars with Indians, in part, for his failure to finalize the grants on time. The government countered with doubts about the grant itself, which “was made to the prejudice and injury of the Florida tribes of Indians.”




  Legal snarls, claims of fraud, and rural feuds turned up the volume of noise associated with Spanish grants. An obstacle to reliable land surveys, it formed a stifling overlay on state history. Once Florida was a territory, land agents in East and West Florida faced a vacuum of relevant evidence: missing records, damaged documents, and deeds the Spanish carried off to Cuba.




  From the government’s point of view, wily schemes were a parallel endeavor during the years it negotiated with Spain to cede Florida. General Call argued the point often in federal court, noting that justices were operating with the knowledge that “some of the grants, especially those after 1815, were done with intent to defraud the United States.”




  A PRIMORDIAL STEW




  Settlers arriving here usually brought a sizable posse. Florida archaeology illustrates the emergence of numerous complex Native American cultures—the truest “native Floridians.”




  The Timucua people likely migrated to northeast Florida and southern Georgia from the Amazon River rainforest. Unlike some tribes, they traded with the Spanish and adopted some of their ways. Their social structure of chiefs and a village council reflected a fairly progressive agricultural existence. Wild game rounded out their diet—with meat roasted on an open fire, barbacoa-style.




  The Manatee River on the west coast is where Spanish explorer Hernando DeSoto arrived in 1539. When he marched an army through Timucuan territory, the hidalgos encountered numerous tribal villages. The Spanish survived largely on a diet of corn during their winter in the Panhandle—near what is now Tallahassee. One of the region’s chief characteristics is rolling “red hills” along the border with Georgia.




  The Timucua were Mound Builders, and their shell middens give modern archeologists a lot to study (a turtle-shell mound near New Smyrna covers 16 acres). San Juan del Puerto is the site of a 16th-century Franciscan mission for the Timucuan who lived on Fort George Island on the St. Johns River. The woodlands mask another large midden created over generations. The Lake Jackson Mounds north of Tallahassee famously mark the vicinity of the ancient Apalachee culture which thrived there.




  The Choctaws, who had a decent rapport with the French, settled in the western Panhandle. They were among those forced to go to Oklahoma in the 1800s. Archeological finds reflect the “Choctaw Sea,” which in antiquity covered the Choctawhatchee River and the river deltas of the Apalachicola and Ochlocknee Rivers.




  Significant archaeological sites in the Panhandle confirm Paleo-Indians lived there about 12,000 BC (perhaps nomadic hunters in pursuit of mastodon for supper). Several distinct cultures began to range south from Georgia and the Carolinas in the 16th century.




  RAWHIDE, RENEGADES, RARE BEEF




  Livestock became a major portion of cargo business for rail operators, as ranching as a significant industry in Florida dates to the Colonial era (in fact, Florida engaged in cattle ranching earlier than other American locales). Among the first herds brought to these shores by Ponce de León and Don Diego de Maldonado, many escaped and adapted to a subtropical landscape and diet.




  On the Spanish coastal plain of Andalusia, hired vaqueros on horseback marked cattle and moved livestock according to the seasons. Conquistadores then brought longhorns to the Caribbean and Florida.




  [image: Replicas of some Spanish cattle brands used in the colonial era. Florida was the seat of New Spain in the 16th and 17th centuries, and again after the Revolutionary War until it became a territory of the United States. Livestock descended from those early herds became an important part of the railroad business. STATE ARCHIVES OF FLORIDA, FLORIDA MEMORY.]




  The British brought herds as well. In England and Ireland, highlanders branded their livestock, herded them into pens, and roamed to find fresh pastures. Drovers and their dogs got the animals to market.




  In the New World, the English and the Spanish revised cattle ranching to suit the tropics. The result created a significant industry for Florida’s economy, and a pivotal piece of the railroad puzzle.




  The nature of relationships between the Europeans and Native Americans helps explain how Indians got into herding cattle in Florida. Having brought diseases which wiped out numerous native settlements, the Spanish were hated among many surviving tribes. Indians often assisted the Brits in skirmishes against their common enemy, gaining their own herds as bounty.




  As early as the founding of St. Augustine, cattle was a food staple for the colony. Spanish clergy posted to various missions taught Indians the skills to manage cattle. Thus, they too became cattlemen who traded hides, beef, and tallow with their neighbors. Those wrangler saddles fit settlers of every stripe, and they tackled some unforgiving turf to move herds and track strays in swamps and woodlands. As for equines used in cattle ranching, they were known as the Marsh Tacky, a smaller breed of horse, standing fourteen or fifteen hands and adapted for the subtropical landscape.




  Although many tribes were content with live-and-let-live trade practices, numerous settlers perceived their families to be in danger in areas where Indians dominated the population. They routinely pressed local lawmen “to keep them safe.” There were no official voices, however, to speak for the Indians who felt their lands, culture, and livelihood threatened by encroaching settlers.




  Early cattlemen, whether American, European, or Indian, signed up for hazardous duty. They tangled with wild animals (panthers, bobcats, and bears), fought off rustlers, and feuded with each other. They endured cattle drives lasting months and traveled through unforgiving terrain, often in baking temperatures, frog-drowning rains, even hurricanes. Known variously as cowmen, cow hunters, or Florida “crackers” flinging an 18-foot bullwhip, they lived an existence best suited to loners.




  The route to market began as a trek from the Panhandle or central Florida to Jacksonville, Savannah, and Charleston. By the 1830s they could herd livestock down to west coast ports such as Punta Rassa and Charlotte Harbor—destination, Havana. The “cattle call” along those wharves involved chutes to move the livestock aboard schooners. They were packed in like sardines on the hoof, sometimes 200 head per trip.




  RESTLESS NATIVES




  Although the best known among Florida’s Native American societies, the Seminoles did not originate as one tribe. Allied with Creek, Miccosukee, and other natives of northern Florida and southern Georgia, they were somewhat united by the 1700s. Their common goal was to fight European invaders.




  Once other tribes native to southern Florida were conquered by the Spanish and banished to Cuba, this Creek-Miccosukee alliance retreated south and into the Everglades. The federal government removed most Seminoles to Oklahoma, but hundreds remained in Florida’s interior and form a sizable population all these generations later (the tribe also owns one of the state’s largest cattle-ranching operations).




  Ahaya, the first recorded leader of the Alachua band of Seminoles, grew up in north Florida near the Chattahoochee River. His war party helped the British in a raid against the Spanish at St. Augustine in 1740. A decade later he moved his people to an area where the fishing was good and game was abundant, and the tribe took control of sizable numbers of wild cattle. His village was located near what is now Payne’s Prairie (named for one of Ahaya’s sons).




  Ahaya gained significant recognition apart from other tribes. His British allies nicknamed him Cowkeeper, for his sizable herd, and decided his community deserved its own identity. The British called them Seminoles, derived from a Spanish word, cimarrónes (meaning “runaways”).




  The British and Creek Indians raided the Panhandle, dispatching many Spanish cattle ranchers by the early 1700s. That left it to Indian settlers to sustain the cattle industry for the rest of the century.




  “Black Seminoles” were runaway slaves who joined tribes of Indians. Seminole-style “bondage” differed from slavery in the antebellum South. Leaders of these black bands took direction from the Indians as if they were part of a militia. Under the more casual Seminole customs, slaves and free blacks lived in their own camps well apart from their “masters.”




  Blending their Gullah roots in a new environment, they spoke in an Afro-Seminole-Creole banter. They modeled their quarters on the Indian template of sleeping in chickees—elevated open-air platforms with a log frame and a thatched roof of palmetto fronds.




  Born near St. Augustine around 1780, Micanopy became a Seminole chief in 1819 and proceeded to extend his tribe’s reach, taking over vast tracts of land and cattle herds. He also hired as many as a hundred escaped slaves to work his properties.




  HAVEN FOR AFRICAN AMERICANS




  Florida’s black heritage has been significant in many eras and many industries.




  As early as the 17th century, slaves in Southern colonies were seeking their freedom from British plantation owners who relied on their labor. Spanish Florida became a safe haven for them, as the Spanish exploited the slaves’ discontent by offering them refuge in exchange for avowing Catholicism. Spain’s larger goal was to disrupt their enemy’s agrarian economy.




  One permanent example of this ploy is near St. Augustine. Built in 1738 by a Spanish governor, Gracia Real de Santa Teresa de Mosé (now Fort Mose) was a free black community (“free” if you discount the exchange of secure sanctuary for service in the Spanish militia and religious fidelity).




  In other instances, free blacks arrived in Florida with Spanish expeditions, working as scouts, gun-bearers, and soldiers. Earlier, they had assisted the Spanish, militia-style, in Central and South America.




  SOUTHERN SANCTUARY




  Even before someone properly documented them, “Floridians” indicated a checkered heritage, as the peninsula was a natural magnet for fugitives of many stripes: slaves who escaped from the North before the American Revolution; slaves on the run from the South; Maroons (Africans sold into slavery in Cuba who managed to escape and form independent settlements); white criminals on the lam, dodging warrants in other territories; islanders from throughout the Caribbean and émigrés from Central and South America (reflecting a mix of native Indians and Europeans); and deserters hiding out during a war.




  Protestants and Catholics were wallpaper across the South, and our pre-Revolutionary makeup included many more Jews than some people realize—and not the Miami Beach variety of the 1940s and ’50s, or the condo-commando crowd from the 1970s onward. These Jewish families appreciated an opportunity to live in the New World apart from persecution—no matter where they lived before—and their strategy was keeping to themselves. According to one author, Dr. Joseph Andrews, the first Jewish settlers in the New World arrived from Brazil in the mid-17th century. A Sephardic group, they’d been expelled from Spain around the time Christopher Columbus was sailing westward.




  BY UNORTHODOX MEANS




  New Smyrna on the Atlantic coast was settled by a Scot, Dr. Arthur Turnbull, in the 1760s. In an ambitious maneuver, Turnbull brought in his own labor force, almost 1,500 “settlers” from islands in the Mediterranean (Minorca, Majorca, Ibiza, and Sicily) and from Smyrna, Crete, and the Mani Peninsula of Greece. His workers—said to be the first followers of the Greek Orthodox faith in this hemisphere—cultivated hemp, sug-arcane, and indigo and fashioned primitive rum.




  Had Turnbull treated them better, they might not have left him to watch his crops rotting in the fields. Alas, they bailed on him and sought sanctuary from the British governor in St. Augustine to the north, an early example of slave mutiny.




  A CAPITAL CHOICE




  William Pope DuVal, born in Virginia, studied law in Kentucky and moved to Florida, where he became judge for the East Florida District. This happened the same year that Spain signed the papers to cede Florida. About a year later, President James Monroe appointed DuVal the first nonmilitary governor of the new territory. President John Quincy Adams reappointed DuVal, as did President Andrew Jackson (as a general, he had been Florida’s military governor and DuVal’s predecessor).




  During DuVal’s long time in office, he chose “Tallahassa” as the new territorial capital, citing its favorable location. He also signed the first act of legislation, which created four Florida territories and assigned a local court system.




  DuVal was territorial governor for a dozen years (1822–34), a time when his reputation included peaceful dealings with tribes of Native Americans. He is the namesake of Duval County and numerous other place names in Florida. One of the most widely known is Duval Street in downtown Key West.




  A DRUM “ROLL” FOR YBOR




  It is possible to view one particular immigrant as someone whose heritage and lifetime pursuits blur the lines between Old World, New World, modernity, and legacy. That man was Vicente Martinez Ybor—born in Spain in 1818, emigrated to Cuba in 1832. A clerk who learned the cigar business in Havana, he began his own enterprise to manufacture proprietary cigars. These artfully rolled gems were called El Principe de Gales (Prince of Wales); at one time, the factory made 20,000 a day.




  [image: A sketch of Vicente Martinez Ybor, a native of Spain who emigrated to Cuba, learned the cigar business and began his own proprietary enterprise. Sympathetic to Cubans rebelling against Spain, he moved to Key West, then Tampa. He also invested in street cars, fuel, and street paving. STATE ARCHIVES OF FLORIDA, FLORIDA MEMORY.]




  Despite his Spanish ancestry dating to the Moorish occupation of his homeland, Ybor was sympathetic when Cuban rebels stood up to Spanish rule. After he was compromised as a rebel sympathizer, he fled Havana in 1869, arrived in Key West, and took up where he left off in the cigar business.




  Less than two decades later, Ybor moved operations to Tampa, where he and some compadres founded a “company town” just outside the city limits. Tampa later annexed the neighborhood named for him. Unlike pre–Civil War industries which relied on slave labor, cigar-making was deemed an immigrant’s game, and Ybor brought them from both Spain and Cuba. He created an empire that further elevated awareness of Tampa (for a time, it was the world’s leader in cigar manufacturing).




  Ybor also invested outside his lane, creating companies in many sectors and investing in the city’s streetcar line. His fuel distribution and street paving entities led to the Port of Tampa expansion. Thus, a Spaniard, by way of Havana, made it impossible to clip the end of a cigar and strike a match without thinking of Tampa and its transportation infrastructure.




  The next chapter will describe a decade of embryonic stages in rail concepts.




  CHAPTER 2 Road Tested Trails, Tramways, and Trains





  FLORIDA, AT TIMES, SEEMED A LAND OF BELLUM AD INFINITUM. PEACE WAS a rarity, given the occupation by American troops during the War of 1812, the awkward skirmishes of the “Patriot War,” and more American troops during the First Seminole War.




  As the longtime Colonial seat of “East Florida,” St. Augustine was the natural choice for capital of the territory, and it remained so for three years after the United States acquired Florida in 1821.




  About that time, Kentucky-born lawyer Joseph M. White moved to Pensacola. A territorial representative to Congress from 1825 to 1837, White proposed a survey for a rail line between St. Marks (an old Spanish fortress near the Gulf of Mexico, née San Marcos de Apalache, founded in the 1600s) and Augusta, Georgia. Congress declined.




  An inkling for enlightened transportation surfaced in 1828, when the Territorial Council chartered the Chipola Canal Company. It gave the option to build a canal or a railway from the Chipola River in the Panhandle to St. Andrews Bay on the Gulf.




  Alas, no rails. Nada.




  SHOESTRING STRATEGY




  Tallahassee had became the territorial capital in 1824. In 1831 the legislature approved the first charter for a Florida railroad. Called the Leon Rail-Way Company, the profoundly undercapitalized venture got new backers and a new charter; it emerged a year later as the Leon Railroad Company.




  [image: A saw grass prairie in the Everglades separates storm clouds from their reflection in the water. This sensitive environment was considered for railroad development and rejected as a monumentally bad idea. STATE ARCHIVES OF FLORIDA, FLORIDA MEMORY.]




  In March 1835 the territory received the first federal land grant ever given to assist a railroad—one of many “firsts” recorded in national memory. The grantee, the Tallahassee Railroad Company, received a roadbed and 30 feet on each side, and the rights to lumber it might need for construction within 300 feet on each side of the 22-mile line. The company also got 10 acres of land at the terminus in St. Marks. Thus, work began to link the capital with a port on the Gulf in the peninsula’s “Big Bend.”




  Financing came from Panhandle cotton planters in Leon and Jefferson Counties who needed to ship their crops to domestic and foreign textile mills. Another prominent market source were Florida lumbermen who needed to send goods to ports on the East Coast, the Gulf, and the Caribbean. Merchants also shipped naval stores (a term for resin-based goop such as turpentine, pitch, and tar, used to build and repair wooden sailing ships).




  One prominent planter was Benjamin Chaires, a native of North Carolina who settled near Tallahassee after creating the survey for Jacksonville. His first Florida investment was a one-third share in a plantation on Amelia Island, complete with equipment, slaves, and vessels. Considered Florida’s “first millionaire,” Chaires set up Tallahassee’s first bank and helped to spearhead the Tallahassee Railroad.




  Born in 1786, Chaires died of yellow fever in 1838, just six years after beginning construction of Verdura, a rather large and spectacular example of antebellum plantations. Built in the Greek Revival style, it was situated on a high hill; twenty-five broad steps to the front portico, framed in pillars, magnified its inherent sense of arrival. The dominant focal point was ten brick columns, five on the east end and five on the west, eight feet apart and three stories high. Broad verandas gave the second and third floors outdoor “living rooms” on each end.




  More than sixty slaves worked Chaires’s cotton and corn fields, and crafted the bricks for Verdura. With thirteen rooms, it had a dozen fireplaces, a double staircase, and space to dance in an 80-foot ballroom. Located several miles outside town, the property covered more than 9,400 acres. After the death of Chaires, other family members lived at Verdura for generations. It was destroyed by fire in 1885. Those three-story columns are all that remain.




  The Tallahassee Railroad took several years to complete, but the line began a partial schedule in 1836 and reached St. Marks a year later. The mule-drawn train was wooden cars riding on wooden rails with iron straps. By 1838 the line extended another 3 miles south to the oceangoing ships at Port Leon. That feat was short-lived, as a major hurricane leveled Port Leon five years later. Thus, the Tallahassee Railroad moved its terminal back to St. Marks.




  In 1856 the Tallahassee Railroad replaced its wooden rails with iron. Concurrently, steam locomotives gave the mules some overdue pasture time. (In the Victorian era in England and North America, “iron horse” was a literary term to describe new-age steam locomotives. That did not actually apply to the earliest trains in Florida, but it sounded great on paper.)




  The Tallahassee Railroad continued to make its mark, but it wasn’t the first to operate.




  FIRST IN LINE




  As mentioned previously, the handoff from Spain to the United States had created numerous land-title disputes. Apalachicola, for one, was rife with legal hassles. Some land speculators there abandoned the city and busied themselves with creating an ambitious settlement on St. Joseph Bay by 1835.




  The main snag in their plan to bolster commerce was the absence of any route to the heavily traveled commercial artery, the Apalachicola River. The Territorial Council granted a charter in 1835 for the Lake Wimico and St. Joseph Canal Company, giving approval to dig a canal from a new town on St. Joseph Bay to a lagoon on the lake—thereby connecting the ambitious whippersnapper St. Joseph with the boss-daddy Apalachicola River.




  Leaders of the company opted to build a railroad instead. The charter was amended to the Lake Wimico and St. Joseph Canal and Railroad Company in 1836, somewhat after workers began grading the route. The company built a wharf 1,800 feet into St. Joseph Bay, where vessels awaited its trains. At the point where the tracks reached Columbus Bayou on Lake Wimico, the company installed a second wharf and cotton warehouses, ramping up its steamboat business.




  Up and running by March 1836, the Lake Wimico firm was the first railroad to operate in Florida. Graduating from horse-drawn trains, the company acquired two steam engines which ran on broad-gauge tracks with iron strapping atop wooden rails, attached to wooden cross-ties.




  Within six months one of those engines would pull a dozen cars and hundreds of passengers from St. Joseph to the bayou-on-the-lake-by-the-big-river and points north. Reflecting the prominence of St. Joseph as the Panhandle’s largest town at that time, it was the site where fifty-seven delegates to the first Constitutional Convention met on December 3, 1838, to draft a charter for Florida to join the Union.




  Thus, the Lake Wimico company owned the first steam railroad in Florida. And according to company lore, the engines were a winter splurge. In the summer the locomotives idled in sheds and horses took up the yoke.




  The railroad operated a mere five years, until 1841. A yellow fever epidemic that year, and the railroad company’s financial woes, sent St. Joseph into decline, demise, and “ghost town” status. Hurricanes in 1843 and 1851 flattened what was left.




  Once the Apalachicola Northern Railroad arrived in 1909, some courageous souls founded another settlement near St. Joseph. The former Old St. Joseph became known as Port St. Joe, so-named for a paper mill and real estate conglomerate to be described in Chapter 13.




  RUNAWAY AMBITION




  The boldest plan of the territorial era was a notion to build a 210-mile rail line from Pensacola in the Panhandle to Columbus, Georgia, a hub of navigation on the Chattahoochee River on the border between Georgia and Alabama. The aim was to cash in on those states’ abundant cotton crops by transporting the commodity to Pensacola’s deepwater port.




  In 1834 the legislature granted a charter for the Florida, Alabama & Georgia Railroad, with a capitalization of $2 million. About the same time, the state of Alabama chartered the Alabama, Florida & Georgia Railroad. In 1835 Florida accepted Alabama’s charter and corporate name.




  [image: General Richard Keith Call was a native of Virginia who became a protégé of Andrew Jackson. Call was one of four governors at the helm while Florida functioned as a territory before statehood. He owned the Tallahassee Railroad for a while, and his legions of slaves labored to build two splendid plantations in the area. STATE ARCHIVES OF FLORIDA, FLORIDA MEMORY.]




  Beginning in the late 1820s, Pensacola had become the center of the universe for one William Henry Chase of Massachusetts, a precocious West Point graduate and former captain with the US Army Corps of Engineers. He had married a Southerner, Anne Paul Matthews of Louisiana, someone he likely met while stationed with the corps on several Gulf coast fort-building and bridge projects. After retiring from the corps, he immersed himself in a new vision for his adopted city.




  Chase founded the Bank of Pensacola around 1829 and developed real estate interests in the city, all of which positioned him to become president of the aforementioned Alabama, Florida & Georgia Railroad. This was no casual choice, even for an engineer. Chase simply believed his own flair for hyperbole: “Railroads are the rivers of tomorrow, and canals will be the intercoastal connection between rivers.” (Chase’s own words from an 1829 brochure extolling the charms of Pensacola.)




  According to the charter for the Bank of Pensacola, the territory authorized $500,000 in bonds to be issued to capitalize Chase’s railroad. A later amendment allowed the bank to increase its outstanding stock to $2.5 million, “to be held in shares of one hundred dollars each.” (Meanwhile, officers and directors of the bank were, for the most part, officers and directors of the railroad company. The territory guaranteed the bank bonds, which were to finance construction of the railroad. The Bank of the United States issued the bonds, while the territory placed a first lien on the Bank of Pensacola’s capital stock, real estate, and assets and on the bank’s stock in the Alabama, Florida & Georgia Railroad.)




  When stock subscriptions for Chase’s railroad opened, sales soon reached $1.5 million. The Bank of Pensacola, with the Territorial Council’s blessing (and the governor’s signature), got permission to issue bonds to raise cash to buy $500,000 in railroad stock. In 1835 the bank issued $500,000 in bonds, and those debt instruments—$1,000 each, paying interest of 6 percent per year—held special appeal for foreign investors. The charter also allowed the bank to issue additional bonds if needed to pay installments on its subscribed stock in the railroad company.




  In April 1839 the Bank of Pensacola tightened the terms of its loan policy: If you had borrowed funds and wanted to renew the loan, you’d have to pay 20 percent of the principal instead of 10. Between July 1837 and December 1839, the bank had advanced $259,175, including interest, to the Alabama, Florida & Georgia Railroad. Author David L. Walby’s research on Chase indicates that amount was in addition to the $332,840 the bank had already invested in the railroad—or more than $500,000 by 1840.




  Favored with a free survey of a route and right-of-way through federal lands (thank you, Congress), Chase’s railroad hired crews and began grading the line. Along the way, Chase decided Montgomery, Alabama, would be the northern terminus, which shortened the route somewhat but posed the extra step of acquiring the Montgomery and West Point (Georgia) Railroad. Construction then began on grading the line toward Montgomery.




  In 1836 the Bank of Pensacola reported capital of $606,115. Of that sum, bond obligations and capital stock came to $500,000. With so much of its money committed to railroad stock, the bank had scant resources to make loans and generate business.




  Enter the Panic of 1837, America’s first major financial crisis, one rooted in irrational land speculation in the West and Northeast and a headstrong difference of opinion about national and state monetary policies. The Bank of Pensacola’s reaction was to suspend specie payments (gold and silver coins) on June 5, 1837, a status that lasted for eighteen months.




  Meanwhile, Chase et al. were concerned about a charter provision allowing the governor to withhold endorsement on additional bonds until he had proof of one railroad mile constructed for each ten bonds presented. In addition, the territory imposed the lien on each subsequent mile of railroad built until the bonds were redeemed.




  The railroad’s response to financial pressures was to sell its iron rails, spikes, and locomotives in 1838 and ’39, thereby preventing the completion of the promised route and stations. That failure completed the Bank of Pensacola’s “undoing,” landing it in the column of failed lenders. Troubled investors sought help from the Bank of the United States, which was obligated to pay interest on the bank’s railroad bonds.




  Even worse, Florida’s traumatized governor, General Richard Keith Call, and the Territorial Council decided no one had been authorized to endorse those railroad bonds or pledge the territory’s credit. The fallout from the scandal was that shareholders and bond-holders lost their shirts, and too few miles of partially built track lay in a heap.




  Dr. Junius Elmore Dovell, a professor at the University of Florida, and J. E. Richardson, an assistant professor, summarized the debacle in History of Banking in Florida: 1828–1954: “This Pensacola firm thus became a ‘railroad construction’ bank. The avowed purpose of the whole scheme was to bring in outside capital for development purposes. Bonds were sold in this country, England and Holland.”




  High hopes for the venture collapsed when it was revealed the railroad had graded just 10 miles for track construction, despite such generous advances from the company’s own bank. The railroad company folded without ever sounding a toot of two longs, a short, and a long. (Other chapters will describe how Pensacola eventually got a railroad, and how Chase played a unique role during the Civil War.)




  Despite such clues to a flawed strategy, Chase’s legacy partly rests on his ability to propel the progress of Pensacola at a time when industrialization was critical. As Walby notes in William Henry Chase, Uniquely American: “The national destiny and the destiny of William Henry Chase were the same. He was not in the audience, he was on the stage.”




  Another author and historian, Gene M. Burnett, referred to Chase as “Pensacola’s One-Man Economy,” someone whose grand schemes made it possible for future generations to have a far more dynamic future: “The city came by an economic coil-spring in the 1820s, when Colonel Chase began a passel of fort-building around the Gulf.”




  Burnett’s assessment is that the symbiotic alignment between Chase’s military connections and private business interests would, in today’s world, likely land him in jail.




  FEDERAL FISHING




  The US Congress showed interest in rail development in Florida as early as 1842, when representatives commissioned a survey for a rail route between the St. Marys River and Cedar Key on the Gulf (the impetus for that decision comes to light in the next chapter).




  However much these early on-off efforts flailed about, the profound impact of railroads on Florida history is ironclad. Whether modest or grand undertakings, these passenger and freight routes peeled back the interior, giving existing industry a leg up and prompting new ones. Who could have imagined, then, the level of tourism, real estate development, and industry that would follow in those tracks?




  Despite so many natural, political, and financial obstacles to rail development, Florida would become a tangled landscape of ampersands as developers and entrepreneurs finagled new names for chartered lines, imaginary lines, and mergers of going concerns.




  ATSENA OTIE, CEDAR KEYS




  Seminole Indians hunted and fished around a series of Gulf coast barrier islands known as the Cedar Keys. Spanish explorers in the 16th century favored “the Cedar Isles” (a Spanish cartographer in 1542 designated them Las Islas Sabines) as a pit stop to take on fresh water and drop ballast on the way home from Mexico. Pirates, the likes of Jean Lafitte, Captain Kidd, and William Augustus Bowles, loved the locale as well, for the deep natural harbor lying among keys named Seahorse, Snake, Way, and Atsena (Ah-SEE-a) Otie.
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A tortoise meandering across a patch of sand reflects the nature of the soil in
many places in Florida—one of many considerations involved in choosing a rail-
road route and grading the roadbed. STATE ARCHIVES OF FLORIDA, FLORIDA MEMORY.
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Replicas of some Spanish cattle brands used in the colonial era. Florida was the
seat of New Spain in the 16th and 17th centuries, and again after the Revolu-
tionary War until it became a territory of the United States. Livestock descended
from those early herds became an important part of the railroad business. STATE
ARCHIVES OF FLORIDA, FLORIDA MEMORY.
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Wetlands and marshes cover substantial portions of Florida—with freshwater
systems inland and saltwater systems along the coast—and posed an engineering
headache for railroad engineers. STATE ARCHIVES OF FLORIDA, FLORIDA MEMORY.
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A foggy morning at Lake Seminole, where the Apalachicola River originates. The
river formed from the confluence of the Chattahoochee and Flint Rivers flowing
from Georgia. The river's path to the Gulf of Mexico played prominently in deci-
sions about where to build a railroad bridge. STATE ARCHIVES OF FLORIDA, FLORIDA
MEMORY.





OEBPS/Images/chpt_fig_005.jpg
A sketch of Vicente Martinez Ybor, a native of Spain who emigrated to Cuba,
learned the cigar business and began his own proprietary enterprise. Sympathetic
to Cubans rebelling against Spain, he moved to Key West, then Tampa. He also
invested in street cars, fuel, and street paving. STATE ARCHIVES OF FLORIDA, FLORIDA
MEMORY.
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General Richard Keith Call was a native of Virginia who became a protégé of
Andrew Jackson. Call was one of four governors at the helm while Florida func-
tioned as a territory before statehood. He owned the Tallahassee Railroad for a
while, and his legions of slaves labored to build two splendid plantations in the
area. STATE ARCHIVES OF FLORIDA, FLORIDA MEMORY.
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