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In 1834, The Camden & Amboy
Railroad’s “John Bull” locomotive
raced a four-horse stagecoach
from Camden to Perth Amboy - a
nine-hour trip. The train won by
two hours! Today, this historic
engine - the first in North America
- resides at the Smithsonian
Institution in Washington, D.C. In
1981, the “John Bull” was
restored to running condition and
became the oldest operable
steam locomotive in the United
States.

I

n 1832, while traveling in England, Colonel John Stevens
of Hoboken, New Jersey, purchased the John Bull steam
locomotive, and enough track to build a railroad from
Camden to Perth Amboy. The engine, aka the Stevens went into
service in 1834, on the Camden and Amboy Railroad, known
popularly as the C&A.
The railroad competed against stagecoaches for
passengers traveling along the Philadelphia to New York
corridor, and with the Delaware and Raritan Canal for
transporting coal and other merchandise across New Jersey.
Within a few years, the New Jersey Railroad and
Transportation Company, NJRR&T, a parallel line controlled by
the C&A connected Philadelphia to Jersey City.
By 1835, steam powered railroads and boats created a
“transportation revolution.” They became the preferred way to
transport passengers and merchandise across New Jersey.
Trains were economical, relatively comfortable, and traveled
under most weather conditions. During the early nineteenth
century, the transition of horse power to steam power created
a surge in employment. Bridges were built; land was cleared
and graded for trains to run on.
Can you imagine a time when stagecoach passengers
awoke hours before the rooster gave his daily “wake up” call? A
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In 1684, three roads crossed New
Jersey. The “Upper Road” began
at Elizabeth and went by New
Brunswick, Princeton and
Trenton. The “Lower Road”
branched south several miles
west of Brunswick and passed
through Cranbury ending in
Burlington. The “Road from
Pearth Town” started at Redford's
Ferry (now South Amboy) and
connected to Cranbury.

fictional event, which might have occurred in September of
1853, at Camden’s Drovers and Merchants Tavern has
travelers awakening after midnight. At 3:00 A.M. they were
heard and seen by lantern light, boarding the famed 1750s
Flying Machine. The four-horse coach uncomfortably carried
four passengers, and with squeezing maybe five or six. Today,
five travelers rode inside while a sixth holding a lantern at
shoulder height, led the coach away from the Tavern. He
walked into the darkness pulling the horses onto a rutted dirt
highway leading to Burlington. From there the coach will follow
the lower road to Perth Amboy . . . After sunrise, around 6:30
A.M., in a brighter light, the passenger with the lantern, climbed
aboard. The driver shouting and snapping his whip sent the
coach bouncing and sliding down the highway. They stopped
two hours later to feed and water the horses, and to calm the
passengers unaccustomed to being jostled and bounced while
sitting on the unpadded wooden seats. If all went well, the
coach will arrive at Perth Amboy during the late afternoon.
After another overnight stay at a local tavern, they will board
the 7:00 A.M. ferry for Manhattan. The passengers will have
traveled nearly 100 miles in 33 hours.
Today, at 5:00 A.M., two hours after the coach left Camden,
the rooster awakened by a strange noise, looked out from
behind his coop. He heard the Stevens moaning, groaning,
thumping, and hissing like a demon rising from a deep sleep.
An hour later, twelve travelers were seen gathering nearby, at
the one-room C&A Station. Several workers hitching up mules
to Raritan Canal barges stopped and looked in awe at the
engine. They discussed the machines workings as though they
were experts giving their valued opinions. One said: “We’re
getting one like that to pull our barge. No more mule!”
Yesterday morning W. P., the Steven’s conductor, kept the train
at the station, fearing that last night’s winds and heavy rains
would continue into the afternoon making travel treacherous. He
told passengers “We’ll be off on time tomorrow.” Most didn’t
object to the overnight stay. However, two young men were
concerned about having to arrive at the West Point Military
Academy by tomorrow evening. Another traveler, a messenger in
his forties, carried contracts for weapons to the Remington Arms
Factory in Connecticut. Other riders were salesmen, local
government officials, and merchants traveling to northern towns
and markets. That afternoon and evening, everyone dined, drank
wine and beer, and bantered with stagecoach drivers, cattle
drovers, and people from town who stopped in to hear the latest
news. After solving the Countries political problems, they raised
their glasses and toasted the Stevens—or called the engine a folly
that could never replace a horse. Some argued that steam power
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Ever since people who worked in
New York City or Philadelphia
discovered New Jersey was a
good place to live, the Garden
State has had a robust
community of commuters! From
the C&A to today’s New Jersey
Transit, there has been a long
history of passenger railroads.
For more on this heritage, read
Gordon Bond’s “The New Jersey
Rail Commuter: A Brief History” in
GSL issue 37 by clicking on the
image below!

costs less, didn’t eat oats, and needed little care. They agreed that
the Stevens could travel further than the Flying Machine.
Back in 1812, W. P. apprenticed as a boatman on a
steamboat in New York harbor. Two years later he became
captain of a steam powered tow-boat that guided sailboats to
docks along Manhattan Island. After a violent September storm,
his boat could not be found. In 1845, W. P. joined the Army and
in 1848, returned from Texas after serving in the MexicanAmerican War. W. P. never told anyone his real name. He once
responded with a “Not me!” after being asked if he was Winfield
Platt. Four years later while seeking employment at a boat yard
in Hoboken, he hired onto the C&A Railroad as a conductor.
Last night, W. P. and Obadiah Meeker and his son ‘Little Oba’
slept in the passenger car behind the Steven’s tender. Having
sworn to protect the train from vandals, W. P. or Obadiah was
on guard at all times. They were armed with a rifle and pistols
concealed in the tender and swore to use them if attacked. This
morning, W. P. assisted the travelers with their hand-luggage
as they boarded. Fares were collected from passengers who
had not paid the day before. He legally charged $1.50 ($23.00
in 2018) to travel to Trenton and $3.00 ($45.00 in 2018) all the
way to New Brunswick. W. P. told complaining passengers to
take the $6.00 ($90.00 in 2018) stagecoach.
Obadiah Meeker, the Steven’s engineer, operated and cared
for the engine. Every morning, at 4:00 A.M. he awakened the
locomotive and prepared the mighty Bull for the days travel.
First, he brushed the ashes out of the engines firebox being
careful not to let remaining embers drift away. He added
kindling and logs, struck a match, and lit the fire. When glowing
red, Obadiah shoveled coal on top of the embers. He filled the
engine’s boiler and the 50-gallon barrel in the tender with water
and added a reserve of wood and coal. After an hour a black
smoke mixed with steam could be seen rising from the
chimney. Obadiah Meeker, the great grandson of the Morris and
Essex County Meeker family, carried on the tradition of his
forefathers. All were honored during the American Revolution
and the War of 1812. In the 1840s, he served as an Army gunsmith during the Mexican-American War repairing rifles and
pistols. Afterwards he tended the apple and peach trees on
estates in Morristown. Later he moved to New Brunswick where
he worked as a stagecoach driver. In 1851, he signed onto the
C&A as a locomotive engineer/operator, attracted by the jobs
higher wages. Today, Obadiah is taking Little Oba to New York
hoping to find a doctor to treat the child’s coughing spells.
W. P. removed the silver-plated pocket-watch from his vest.
A look at the black numbers on the white dial told him that it
was time to leave. He leaned out from between the two
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If you haven’t read Part 1 of this
article in GSL issue 36, you can
access it by clicking on the image
below!

passenger cars and waved a white flag to get Obadiah’s
attention. He delivered an “IT’S 7:00 A.M. ALL ABOARD!”
Obadiah gave two long blasts from the whistle, released the
brake, and pulled the throttle that sent steam rushing into the
pistons. The Stevens began to move making muted chugging
sounds that increased in intensity as the train picked up speed.
Steam exhausted along the wheels and black smoke rose out
of the smoke stack and trailed over the passenger cars. The
onlookers energized by the sound and movement of the train,
waved, and cheered in concert along with the passengers
leaning out of the windows. After five minutes the train
disappeared around the bend traveling at eight to ten miles per
hour. The Stevens arrived in Perth Amboy at 4:00 P.M. in time to
catch the ferry to New York.
The Drovers and Merchants Tavern is a fictitious location.
W. P. and Obadiah Meeker are fictitious trainmen who, like
people of their time, journeyed to find employment. In
comparison, John Fitch is a real-life example of a steamboat
inventor who began his career as a clock-smith and then
worked as a gun-smith repairing weapons for the British Army
in Trenton, New Jersey. During the Revolution, he changed
sides and worked for the Continental Army at Valley Forge,
Pennsylvania. After the War, he deserted his pregnant wife and
young son, returned to New Jersey, and designed, built, and
operated steam boats along the Delaware River. Another
notable, Colonel John Stevens, the New Jersey Treasurer
during the Revolutionary War, built steamboats on his estate in
Hoboken. In the 1830s, Stevens, and his sons Robert L. and
Edwin A., in collusion with the New Jersey Legislature, created
a railroad monopoly that retarded the State’s economy for forty
years.
Part I, of “Crossing New Jersey,” [See link at left] described
the development of the State’s primary transportation route
that connected New York to Philadelphia. Commerce traveled
in a south-westerly direction in a straight line between the two
cities. The route became necessary for the security and
economy of the northern and southern colonies. From 1604 to
1700, paths and trails worn by the foot-steps of Native
Americans and then the colonists were cleared, leveled, and
widened. The roads carried stagecoaches for passengers, and
wagons for produce and merchandise, and drovers herded
farm animals to and from markets. Highways known as the
upper and lower roads radiating from New Brunswick on the
Raritan River, connected to the seaport and river towns of
Perth Amboy, Trenton, and Camden. At the Delaware and
Hudson Rivers, rowed or sailed ferry boats carried travelers to
and from New Jersey.
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A 1784 ordinance enabled
residents "to repair their
highways by hire," letting each
town decide who performed the
work. In 1810, local freeholders
assumed the responsibility for
highways and bridges. In 1868, an
Act appointed a State Highway
Commissioner to "devise plans
and make estimates for the
opening and repair of highways."
By 1900, highways had manually
operated crossing grates that
controlled traffic at busy railroad
intersections. Penalties were
levied for dodging through or
around them.

Long distance travel was tedious and tiring. River boats
crossed during daylight when the tides were high or low, or
flowing in the direction of travel. Calm water and low wind
conditions were preferred. Stagecoaches could not travel in
deep snow and during frigid months. Coaches left at 3:00 A.M.
and often stopped to repair wheels and axils broken on rutted
roads. Weary horses and passengers needed to rest often
before continuing. Passengers were expected to assist the
driver in freeing the coach from mud and to remove debris from
the highway. In the 1600s, trips between New York and
Philadelphia took over a week. Although by 1750, with improved
roads, the travel time was reduced to two to three days.
From colonial times, large scale public works required large
amounts of capital. State and local municipalities unable to
finance these projects granted exclusive contracts known as
monopolies to companies to initiate and complete the work.
Monopolies were characterized by a lack of competition that
often resulted in higher prices and inferior products. These
flourished throughout the eighteenth and nineteenth centuries
until legislation corrected their unfair practices.
Part II, of “Crossing New Jersey, Philadelphia to New York”
begins during the early 1800s, when steam engine inventors
and entrepreneurs as Robert Fulton and Colonel John Stevens
established transportation monopolies. It began when Robert
Fulton and Robert Livingston, along with the New York State
Legislature, restricted Colonel Stevens from providing
steamboat services along the Hudson. Stevens then
purchased a locomotive and track from England to build a
railroad running between Camden and Perth Amboy. The
Steven’s family created a monopoly that improved
transportation across the State while retarding free enterprise
for forty years.
Free Food and Drink on the “Perseverance”
In 1783, the United States Patent Office, located in
Philadelphia, Pennsylvania, then the Nation’s Capital, attracted
steamboat inventors and entrepreneurs. They sought patents
entitling them to obtain lucrative navigation rights along rivers
leading inland. The competition was fierce. To prove that they
had the idea first, many issued pamphlets detailing their
inventions, and accused others of stealing their ideas. In 1789,
Thomas Jefferson, a Director of the Patent Office, unable to
determine the rightful inventor, granted steamboat patents to
everyone including John Fitch, James Rumsey, Oliver Evans,
Colonel John Stevens, and others. We know that these
inventors were active in Philadelphia around 1800, might have
met at the City Tavern near Independence Hall. And if they did,
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Oliver Evans (above) 1755-1819
The launch of the Oruktor
Amphibolos (below) as artistically
imagined by Allyn Cox in the
Great Experiment Hall, United
States Capitol, 1974. Both Wikipedia

John Stevens 1749-1838

Wikipedia

could they have exchanged ideas and information over many
glasses and mugs of wine and ale? However, we do know that
they were destined in the next century to change how people
and merchandise traveled across New Jersey.
In 1805, Oliver Evans, a designer, builder and operator of
textile and grist mills, drove his Oruktor Amphibolos
(Amphibious Digger) around Philadelphia. He took his river
dredge powered by a 5-horsepower, high-pressure steam
engine, and drove it for four days around the square that in the
1900s, became Wanamaker’s Department Store. After his
demonstration, he drove to the Schuylkill River, rolled the landcar down a ramp into the water, removed the wheels and
steamed away. Evans became the most prolific inventor of his
time. His creativity produced over eighty inventions including
automated steam-powered mills; a tubular steam engine; a
bread-kneading machine; a plan for gas lighting; a machine
gun and a refrigeration machine that ran on vapor.
In 1809, Robert Fulton, once an unsuccessful artist who
built canals in England, steamboats in France, and the
Clermont steam boat in New York, came at odds with a New
Jersey inventor. It was Colonel John Stevens who sailed his
steamboat, the Little Juliana in view of gaping crowds standing
along Manhattan’s shore. The boat using two screws
(propellers) underneath had no visible means of propulsion.
Fulton and Stevens fought over steamboat patent rights and
monopoly infringements along the Hudson River. Robert Fulton
and his business associate Robert Livingston, won a court
battle giving them the exclusive right to control steamboat
transportation between New York and New Jersey.
In 1810, Colonel John Stevens, while consulting with Oliver
Evans, directed his attention to designing horizontal boilers for
land carriages. In 1812, the Colonel received an unspecified
charter to build a transportation route across New Jersey. In
1813, Oliver Evans published a proposal to build a railroad
across the State connecting New York and Philadelphia
guaranteeing a train speed of 12 miles per hour.
In 1815, John Fitch, drove his steamboat the Perseverance
upstream on the Delaware River from Philadelphia to Trenton.
He created the first commercial steam boat. The boat traveled
at a record speed of 8 miles per hour, twice as fast as the State
of Pennsylvania required for patent and navigation rights. Fitch
raced his Perseverance against a 1750s style stagecoach (the
Flying Machine) along the Delaware from Camden to Trenton.
The stagecoach won! Afterwards, Fitch sold passenger
transportation services along the river. However, within a year
he canceled his service unable to entice travelers who feared
that the boat would explode. They would not board even when
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offered free food and drink. John Fitch and James Rumsey
fought for many years over the design of steam engine
components. Rumsey obtained citizen George Washington’s
approval of his pole-boat model that used water current to pole
itself up stream. He then built a water-jet propelled steam boat
using Benjamin Franklin’s design.
In 1815, Baron de Montlezun of France, after completing
business affairs in Philadelphia, recorded his experiences while
traveling across New Jersey to New York. He was awed at the
beauty of the country and enjoyed his excursion across the
State. He noted the many stagecoach stops needed to rest the
horses and was “rewarded” with a pleasant steamboat ride
around Staten Island. The trip took two days:

Patent model of John Fitch’s
steam powered boat,
Perseverance.
Wikipedia

In 1755, the first steam engine in
North America drained water
from the Schuyler Copper Mine in
North Arlington, New Jersey.

At twelve o’clock I boarded the steamboat going from
Philadelphia to Trenton.
Saturday October 10, 1816
The boat was inundated with Quakers and Quakeresses
in their usual costume . . . The boat traveled at about five
miles per hour going with the incoming tide. At six p.m.
we arrived in Trenton. We had a peaceful supper, but a
very uncomfortable night; we slept very badly.
Sunday October 11, 1816
At twelve o’clock the stage coach was ready for us.
Leaving Trenton, one crosses a very beautiful bridge.
The bridge is built on piles of stones and supported by
five wooden arches together with a strong iron crossbeam . . . The roadway across the bridge is covered. The
damp climate, frequent rains, and long winters make it
necessary to cover in this way all the wooden bridges in
the United States.
At four o’clock we arrived at Princeton. While resting, I
was able to take a look at the college. It is a rather small
brick building [Nassau Hall was not brick but yellow
brownstone] the front of which is pleasantly adorned
with lawns and walks lined with poplar trees . . . At 6:00
p.m. we saw the outskirts of New Brunswick. The area
was under heavy cultivation. The scene is saw in the
United States where the whole country is covered with
forests . . . At 7:00 p.m. we arrived in New Brunswick.
Had a peaceful dinner.
Monday October 12, 1816
At 6:00 a.m. we boarded the steamboat going from New
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Brunswick to New York . . . We were sailing on a largesized steamboat which was making about two leagues
[1 league = 2 1/2 miles] per hour without sails and
against the tide . . . At 7:00 a.m. the one-hundred
passengers were served a good breakfast . . . By 9 a.m.
we were opposite Amboy, a small town on the left bank
of the Raritan . . . By 11:00 a.m. we entered the Arthur Kill
and then the Sound River passing by Staten Island . . .
The shores are full of romantic spots and romantic
forms . . . At 1:00 PM we were served a very good dinner
. . . The view of New York Bay was magnificent. The blue
sky reflected the water sprinkled with islands of various
sizes. The weather superb.

A Hudson River Steamboat circa
1860.

By 1861, fifty years after the Baron de Montlezun’s trip
across New Jersey, stagecoaches had given way to railroads.
People and merchandise traveled greater distances along a
network of steam powered boats and trains. Jacob Ammen
wrote about a trip taken at the beginning of the Civil War.
Already a graduate of the United States Military Academy, he
was ordered to West Point, New York, to meet with General
Ulysses S. Grant. He boarded a steamboat in Maryland, paying
his fare with acceptable Western Bank Notes. While
approaching Philadelphia, his boat was delayed when blocked
by river-ice on the frozen Delaware River. Nearing the city, his
banknotes were not accepted as additional fare to Bordentown,
so he stayed overnight in the city. The next morning, he paid for
passage on the train using his notes and was disappointed
when they were heavily discounted. Ammen, while traveling on
the C&A across New Jersey complained about uncomfortable
passenger cars. The steam boat ride along the Hudson River
was pleasant; however, they made a dangerous landing at
West Point. The steamboat, not able to dock at the wharf,
transferred passengers using a small sailboat from which they
jumped onto the wharf. The Baron complained that this
method was unsafe as many people drowned in unfavorable
river conditions. His trip highlights how steamboats and
railroads had improved transportation since 1800. He paid
seven fares for five steamboat trips and two railroad
excursions. He sent an account of his thirty-hour trip to his
elder brother Daniel, a United States Navy Rear-Admiral:
The following morning, I went on board a steamboat for
Frenchtown, en route for West Point, and thence by
railroad, sixteen miles in length, to New Castle, then a
small place, situated on the Delaware River some thirtyfive miles below Philadelphia. At New Castle we took
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In 1782, General George
Washington, before resigning his
Command from the Continental
Army, traveled from Kingston,
New York to Lake Erie. He sought
a passage that would connect the
western territories with the east
coast. Before his death in 1799,
he recommended the
construction of the Erie Canal.

another steam boat, and found a considerable
interruption from the ice in the river. It was sunset when
we reached Philadelphia . . . Before we reached the City,
word was passed that persons wishing to go directly to
New York could obtain tickets at the captain’s office. On
presenting myself and offering Western bank-notes, I
was informed that they were at a discount and not
receivable. I proposed that the discount should be taken
off, but that offer was refused.
I was thus compelled to remain over, and went to the
United States Hotel, opposite the old State-House,
memorable now as the house in which the Declaration
of Independence was signed in 1776. The following
morning, having changed my money at a considerable
discount, I went to the wharf, took passage on another
steamboat for Burlington, and thence to Perth Amboy by
railroad. The cars seemed small and mean in
appearance, compared with those that ran between
Washington and Baltimore. At Perth Amboy we took
another steamboat, and reached New York at three p.m.,
an hour before the Hudson River boat left for Albany. I
filled my pockets with oranges and awaited with
satisfaction the leaving of the steamboat . . . The
ordinary method of landing passengers in transit along
the river was by means of a yawl. On approaching the
West Point Wharf an old woman and myself were the
only persons landed; we were directed to get into the
boat, the steamer was slowed, and finally the engine
stopped, the boat lowered, attached to a line that was
veered away from the vessel. Signals were made from
the boat by means of a lantern; the boat was sheered
into the wharf at a favorable time, the line was slackened
until we were put on shore, and was then hauled in, and
the yawl was hoisted as the steamboat gathered
headway. This method of landing had to be
discontinued, for the double reason that many people
were drowned (“by accident,” as it was called) and that
passengers became too numerous to be landed in that
manner.
43 Miles along the Canal
Canals, part of European mercantilism during the
eighteenth and nineteenth centuries, became an integral part
of American industry after the Revolutionary War. Commercial
canals were highways that operated on land areas not
serviceable by rivers. Merchandise traveled long distances
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In 1976, during the U.S.
Bicentennial, the State of New
Jersey issued this map showing
the course of the Delaware &
Raritan Canal. In 1825, D&R
Feeder carried coal from Raven
Rock along the Delaware river to
Coalport (part of Trenton). Coal
continued along the D&R Canal
south to Bordentown and east to
New Brunswick.
http://mapmaker.rutgers.edu/HISTORICALMAPS/DandR_canal_1976.jpg

quickly in barges towed by mule teams 24 hours a day. From
the 1820s to 1840s, canal operating companies partnered with
railroads to connect to markets.
In 1750, coal traveled from Pennsylvania’s anthracite mines
down the Delaware River to Philadelphia. From there, it was
loaded onto boats that sailed around Cape May into the
Atlantic Ocean arriving in New York City a few weeks later.
During the early 1800s, however, coal could take a shortcut
across New Jersey thanks to a canal that linked Burlington on
the Delaware River to New Brunswick on the Raritan River.
Once in operation, a steady stream of canal boats supplied
coastal New York and New Jersey with coal.
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By 1816, the New Jersey Legislature, impressed with how
European canals had reduced transportation costs by 95%,
established a Commission to survey and map a proposed route
for a canal. The Commission specified that:
The route was to be “a level line as far as was practicable
from the Longbridge farm on the Delaware, and to the
Raritan, in the shortest direction that the ground would
admit, which line should be run with the greatest
accuracy and be esteemed the base line of the work.

In 1974, the Delaware & Raritan
Canal was declared a New Jersey
State Park. Today canoers, bikers,
and walkers travel along the now
quiet waters.

In 1829, the New Jersey Legislature granted a charter to the
Delaware and Raritan Canal Corporation (D&R Canal) to build a
canal that would run across the State from Trenton to New
Brunswick. On that same day, the Camden and Amboy Railroad
was also chartered to build a railroad that would parallel the
canal. The Legislature then created the so-called “marriage
act” that combined the two companies. However, the C&A
operated independently from the D&R Canal. Each Company
gave the State $100,000 ($20,000,000 in 2018) worth of
Company stock and was required to pay a transit tax levied on
the cargo and passengers carried.
A feeder canal along the Delaware supplied water to the
main canal at Trenton. Estimates were that the feeder canal
would require less than an eighteenth of the water passing
through the local streams into the Delaware River. Enough
water would be left for mills along the river. Pennsylvania asked
New Jersey to install locks along the Canal to prevent water
from continually flowing out of the Delaware. The State
responded by positioning fourteen locks between Bordentown
and New Brunswick.
In 1830, the New Jersey Legislature rescinded the 1829
D&R Canal charter by issuing a new charter allocating $1.5
million ($30.0 million in 2018) of stock for a canal to be finished
in eight years. Irish immigrants dug the canal by hand
completing the work in four years at an estimated cost of $2.83
million ($56.6 million in 2018). Animals pulled a “slip scraper”
that cut a path for the canal having smooth vertical walls and
a flat bottom. Some of the walls were lined with stones set in
clay. The canal, 43 miles long by 75 feet wide and 7 feet deep,
contained 14 locks, each 110 feet long by 24 feet wide. Water
rose to an elevation of 54 feet. The feeder line, 60 feet wide and
6 feet deep, carried water along the Delaware for 22 miles. In
1835, the D&R Canal went into partial operation. Within three
years, mules towing canal boats were replaced with steam
engines. Between 1860 and 1870, the canal supplied New York
City, and parts of New Jersey with anthracite coal. Although
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considered a public highway, the D&R Canal being part of the
Camden & Amboy Railroad monopoly, charged passengers and
merchants excessive tolls and transit duties.
During 1872, the D&R Canal merged with several parallel
railroads forming the United New Jersey Railroad and Canal
Company. The Canal carried barges hauling merchandise
alongside of yachts taking tourists on scenic cruises. Over
time, the importance of the Canal waned as railroads carried
passengers and freight in less time to markets. By 1900, the
Central Railroad of New Jersey carried coal from the Scranton
mines down the Lehigh River to Easton, Pennsylvania. Trains
crossed the Delaware traveling to Jersey City where coal was
automatically unloaded into barges for delivery to New York
City. The Canal remained in operation until 1932. Years later,
the section between Trenton and Bordentown was filled-in for
road and rail projects. The feeder continued to supply the main
canal from Trenton northwards to New Brunswick. Two other
sections of the canal were piped underground: the first in 1952
to complete the construction of the Trenton Freeway (U.S.
Route 1); and the second in 1984 for the Elmer Boyd Parkway
Extension (Route 18) in New Brunswick. Today, strollers,
walkers and runners travel along sections of the canal enjoying
its scenic beauty.
“The Camden and Amboy State”
During the War of 1812, British forces, at odds with the United
States destroyed several buildings in Washington DC. They
burned the Patent Office that contained original documents and
models submitted after the Revolution. Government security
forces and equipment were unable to arrive in time to repel the
invasion, underscoring how the United States needed to improve
its communication and transportation network. American
capitalists, using canals to connect new territories with older
seacoast cities, turned their attention to developing railroads.
Colonel John Stevens offered a solution. Influenced by recent
steamboat achievements, he wrote the first American publication
promoting the advantages of “steam carriages” over canals.
Called “the birth certificate of all railroads in the United States,” it
inspired State governments to sanction the construction of
railroads. The New Jersey Legislature envisioned that steam
powered trains would advance the State’s economy and
replenish its almost bankrupt treasury.
In 1815, through very aggressive lobbying on the part of the
Stevens family, the New Jersey Legislature passed an act:
The Camden & Amboy Railroad

Wikipedia

. . . to erect a railroad from the River Delaware near
Trenton to the River Raritan at or near New Brunswick.
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The “John Bull” is now on display
at the Smithsonian Institution’s
Museum of American History in
Washington D.C.

Gordon Bond

It became the first American Railroad Charter. John
Stevens, unable to raise funds for the project, began designing
horizontal steam engines. In 1825, he created an experimental
engine “for propelling a carriage on railways” (possibly
influenced by Oliver Evans’s Amphibious Digger). Guests at his
Hudson River estate were delighted to ride the train on his
circular track puffing along at 6 miles per hour. Because of the
size of his mansion, riders called the railroad “the circle at the
Hoboken Hotel.”
By 1830, Robert L. and Edwin A. Stevens, had raised
sufficient funds necessary to prepare the right-of-way for the
Camden and Amboy Railroad. Colonel Stevens traveled in
Britain seeking a locomotive manufacturer and a foundry that
cast steel railroad equipment. In 1831, he returned to Hoboken
with the John Bull locomotive (renamed the Stevens) and
twenty-two shiploads of sixteen foot “T” railroad track
sections. The powerful John Bull engine weighed ten tons.
Colonel Stevens added modifications that included a cow
catcher, lantern, whistle, and a safety valve that improved
performance and safety for cattle, engineers, and passengers.
In 1831, members of the New Jersey Legislature and Joseph
Bonaparte (eldest brother of Napoleon Bonaparte) were
passengers on the trains trail run. They commended the
Stevens family for their achievement.
In 1831, The New Jersey State Assembly, passed statutes
making it unlawful to construct competitive railroads within
three miles of the of the C&A without the railroad’s consent. The
company now controlled all passenger and freight traffic
between Philadelphia and New York. Without approval, it set
unreasonable fares and freight charges. The high rates drew
complaints from passengers and businesses. The C&A
influenced New Jersey politics for the next forty years during
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which time, the State became known as the “Camden and
Amboy State.” Proponents arguing in favor of monopolies wrote:
The practical location with water navigation at both
ends, points out clearly the necessity of a canal and the
utility of a railroad. A railroad would be completely
locked up . . . Occasioned by ice at each end, as a canal.
Railroads in effect are a complete favorable monopoly
while canals are a common highway.
The railroad was a success. Even with the C&A’s
overpricing, it took over the D&R Canal’s transportation of coal
and merchandise, and the stagecoach passenger services
between Philadelphia and New York. By1834, it carried 2,000
passengers a week, and by 1839, it transported 2,000 pounds
of freight a week. It left many of New Brunswick’s warehouses
useless and empty. The railroad was comfortable, convenient,
and dependable, and ran the year-round. Passengers paid
$4.00 ($80.00 in 2018) to travel from Philadelphia’s to Perth
Amboy, and $2.50 ($50.00 in 2018) to go from Trenton to Perth
Amboy. Both fares were considered excessive. In 1840, after
years of passenger protests, the New Jersey Legislature
passed an act revising fares:
Early iron T-rail track laid on
stone "sleepers" from the Camden
& Amboy. Iron proved too brittle
and unable to bear the increased
weight of later trains. In 1864, the
Pennsylvania Railroad introduced
modern steel rails in the U.S.
Various rail profile shapes were
also experimented with by
different railroads over time.
Railroad Museum of Pennsylvania,
Operated by the Pennsylvania Historical and Museum Commission

It shall be unlawful for companies to charge more than
$1.50 [$23.00 in 2018] for the transportation of
passengers to and from New York to Trenton and $3.00
[$45.00 in 2018] for the transportation of passengers
from New York to Philadelphia.
The C&A, notorious for ignoring New Jersey Legislative
Acts continued to raise fares while the same State Legislature
ignored the railroads lack of compliance. In 1848, the
Burlington Gazette reported that thirty-five of the principal rail
roads in the United States charged $2.85 ($50.00 in 2018),
whereas the C&A charged $4.54 ($82.00 in 2018) for equivalent
trips. Investigators found that since 1837, the railroad
overcharged for freight by $81,000 ($1,460,000) in 2018) and
misappropriated $200,000 ($3,600,000 in 2018) of shareholder
dividends. Reports claimed that the monopoly retarded New
Jersey’s economic growth by restricting competition
throughout the State’s farmland and manufacturing areas.
Only preferred merchants shipped products along the corridor.
In 1854, the C&A bribed the Legislature to vote against a rail
project proposed by the Keyport to Delaware Bay Railroad. The
new line would have carried passengers and freight from
Keyport directly to Philadelphia at half the price.
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The Pennsylvania Railroad would
come to dominate the busy
passenger and freight rail
industry of the northeast through
the first half of the 20th century.
It absorbed many smaller lines
and companies into its network to
become the largest publicly
traded corporation in the world.
At its height, the PRR budget was
greater than that of the U.S.
government.
Wikipedia

During the Civil War, the monopolistic C&A, in collusion with
the New Jersey Legislature, used the “States Rights” tactic to
maintain control over its transportation corridor. In 1861, the
C&A refused to allow the Raritan and Delaware Bay Railroad to
carry commuters and commerce to the southern states. In
1862, President Lincoln, in need of a military road to transport,
personnel and equipment, gave Congress the authority to seize
all telegraph and rail lines in New Jersey.
In 1863, the New Jersey Legislature allowed the War
Department to build several railroads to transfer soldiers and
armaments between New York and Philadelphia. By 1864, the
Raritan and Delaware Bay Railroad, now declared a Federal
military road, transported supplies on their way to the Union
Army in the south. Results of an investigation found that the
C&A during the war years failed to provide safe service, up-todate facilities, improved running times, and adequate
terminals. The railroad, argued that “States Rights” demanded
that a transportation fee be paid to them by Congress. In 1864,
in retaliation, Congress attempted to destroy the exclusive
privileges of the C&A. But it too, lacking sufficient votes, lost
interest in revising the charter. In 1867, the railroad, still under
investigation by the Federal government, merged into the
United New Jersey Railroad and Canal Company. In 1868, the
citizens of New Jersey elected a Legislature that a put forth an
Anti-Monopoly Committee that decided:
We the undersigned citizens of New Jersey regretfully
request the passage of a General Railroad Law for the
said State, similar to such general laws as are in
existence in other States, by which the people will be
enabled to build railroads for their benefit in every
section of the state where they may need or desire them.
In 1871, although the C&A existed in name and still
operated trains, it was no longer a monopoly. The “Camden
and Amboy State” created by early steamboat inventors, no
longer existed. That year, the Pennsylvania Railroad leased the
United New Jersey Railroad and Canal Company including the
Camden and Amboy Railroad for 999 years. The companies
included were to be operated by New Jersians. In 1873, New
Jersey passed a general railroad bill that read:
. . . any number of persons, not less than 13 might form
a company for constructing and operating a railroad for
the convenience of persons and property.
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The loss of New York’s amazing
Pennsylvania Station helped to
spur interest in architectural
preservation as a professional
discipline in the U.S.
Wikipedia

The Pennsylvania Railroad Electrifies
The Pennsylvania Railroad, chartered in 1846 laid track
westward to Chicago, Illinois, and Fort Wayne, Indiana, and
eastward to Baltimore, Maryland, Washington DC, and New York
City. In the 1890s, the PRR acquired the majority of the Long
Island Railroad’s stock. The company planned a train station in
Manhattan that would service passengers coming from
Washington D.C. traveling across New Jersey into New York
City and connecting to eastern Long Island. Funding for a bridge
across Long Island Sound to Connecticut never materialized.
In 1901, the PRR considered building a railroad bridge
across the Hudson River, or constructing a railroad tunnel
under the river. The first project was rejected for lack of interest
by participating New Jersey railroads, and by New York City
wanting to banish steam locomotives from Manhattan Island
by 1908. A New Jersey newspaper surmised that Harrison,
New Jersey, would become “The Greatest Railroad Center in
the World.” The town, known as “The Beehive of Industry,” had
become a terminus for passenger and freight trains coming
from the south and west. The article envisioned electric trains
leaving Harrison that would:
. . . shoot across the meadows, dive beneath the Bergen
Hill and the North River [Hudson River] and emerge at the
great thirty-fourth Street Station.
However, the PRR decided to bypass the Harrison terminus.
Three years later in 1904, the railroad announced plans to build
a tunnel under the Hudson and East Rivers, and to construct a
massive terminal on the West Side south of 34th Street. Electric
locomotives would convey passengers from New Jersey and
Long Island to the Manhattan terminal. Work on the tunnel
began the following year.
When completed, the massive station included 21 tracks
passing through 7 tunnels, coming from New Jersey and Long
Island. More than 3,000,000 cubic yards of dirt and rock were
excavated from the Hudson and East Rivers. The building
required 47,000 tons of granite, 15 million bricks, 150,000 cubic
yards of concrete and 27,000 tons of steel. The terminal
covered 80 acres with 16 miles of track underneath connecting
to a network of 27 running tracks, and 11 island platforms. The
concourse waiting room, 341 feet long by 210 feet wide
connects to a lower level waiting room for the Long Island
Railroad. The total cost approached $115 million (estimated
$15 billion to restore in 2018).
In 1910, Pennsylvania Station opened as the largest station
in the world and for many years was the pride of New York City.
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Although considered a masterpiece of the Beaux-Arts style, it
was demolished in 1963, and replaced with an underground
train station. Above ground is the entrance for Madison Square
Garden, and an unimpressive high-rise office building. In less
than two hours, travelers from Philadelphia arrived in New York.
A wondrous improvement from the early stagecoach days.
Today
New Jersey’s economy, founded on eighteenth century
mercantilism, flourished as the free enterprise system
contended with monopolies and governmental control. For
over three hundred years, the upper and lower roads, no longer
found on maps, have been straightened, leveled, paved over,
and rerouted. They are known as US 1, 9, 130, and 27. Today,
the New Jersey Turnpike, part of the US Route 95 system,
connects Pennsville in Salem County with Fort Lee in Bergen
County. It opened in 1951 after taking 23 months to build.
Automobiles, trucks, and busses travel from Philadelphia in 1
1/2 hours, traffic permitting. If you travel north on the turnpike,
after passing Newark and Harrison, look to the east at the
Meadowlands and you might see a train about to dive under
the Hudson River. If it looks like the John Bull racing the Flying
Machine, it might be your imagination or a ghost from the past.
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