THE AMERICAN GRAIN TRADE OF THE
GREAT LAKES, 1825-1873

by
Thomas D. Odle

A dissertation submitted in partial fulfillment
of the requirements for the degree of
Doctor of Philosophy in the
University of Michigan

1951

Committee in charge:

Doctor Sidney Fine, Chairman
Professor Verner W. Crane
Professor Z. Clark Dickinson
Professor lLewis G. Vander Velde




PREFACE

In the past century the land area lying between the
Great Lakes and the Mississippi and Ohio Rivers was the
granary of the nation, and the grain trade from this
region-~-carried on both the Mississippi River and the Great
Lakes~-supplied the markets for foodstuffs in the eastern
and southern United States.

It has beén my purpose to describe the development of
the grain trade on the Great Lakes. This trade was part of
a larger pattern of intersectional commerce carried on the
Lakes : +the movement of agricultural produce to the East was
balanced by a movement of manufactured goods to the West.

In this study,'however, I have attempted to describe only

one side of that two-way commerce. In so doing I have sought
to indicate the sources of the grain trade of the Great Lakes
and the canals and railroads which supplemented this natural
transportation system. In addition I have attempted to show
the development of the transportation and handling facilities
for grain on the Great Lakes and also the development of the
marketing system on that route. In the latter connection I
have tried to indicate the major factors responsible for the

diversion of trade from the Mississippi River to the Great
Lakes. Finally I have attempted to indicate the influence
ii




which the Great Lakes trade, as an economic interest, had
on political developments in the United States prior to

the Civil War.

Thomas D, Odle
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INTRODUCTION

Between 1825 and 1873 the East North Central area,
embracing the states of Ohio, Indiana, Illinois, Michigan,
and Wisconsin, was preeminently a grain-raising section.l
In 1825 the completion of the Erie Canal made possible a
grain trade from this area via the Great Lakes and the Erie
Canal to the easterm United States. TFor about fifty years
the character of this grain trade remained essentially the
same, but by 1873 cexrtain developments had begun to alterx
its character.

By that year the railroads linking East and West had
worked fundamental changes in the nature of the trade, while
at the same time the major ports on the Great Lakes--Cleveland,
Toledo, Detroit, Chicago, and Miiwaukee--which had owed such
a large share of their prosperity to the grain trade, were
no longer so dependent on that trade as they had been former-
ly. The East North Central area, for which these Great Lakes
ports and others were the commercial outlets, continued to
produce millions of bushels of grain each year after 1873,
but the center of grain production in the United States had

1See the maps of wheat and corn production in the
United States for 1839, 1849, 1859, 1869, 1879, 1889, in
the U, S. Department of Agriculture, Yearbook for l9§1,
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moved farther westward.2 This movement brought the bread-
stuffs trade of the western ports of Lake Superior into
being, and after 1873 the grain trade from this region began
to be one of the most prominent features of the Great Lakes
grain 'trade.3

The East North Central area of the United States is
well-defined>gquraphically. The Great Lakes form its north-
ern and eastern boundaries, and the Mississippi River and its
tributary, the Ohio River, form its southern and western
borders,

The Great Lakes and the Mississippi River were the two
natural water routes of transportation from this area., The
Mississippi River with its outlet below New Orleans, Louis-
iana, was a route to the South, whereas the Great Lakes
constituted a route to the East,

The grain which was shipped from the East North Central
area over these two routes was destined for areas where there
was an insufficient supply of breadstuffs. In the United
States before the Civil War the two general areas of which
this was true were the New England-Middle Atlantic states and
the Sou.th.4 The New England-Middle Atlantic states market

2Mhis westward movement is shown in the maps referred
to in footnote 1.

3The grain trade of the Great Lakes after 1873 is
treated in Frank Andrews, Grain Movement in the Great Lakes
Region, U. S. Department oT’Agrlculture, BPulTetin 81,

4Percy W. Bidwell and John 1. Falconer, Histo of
Agg}culture in the Northern United States, 1620- IB%%,
- 12.
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was a larger market for breadstuffs than the South. During
the pre-Civil War period, for example, part of the grain
which took the route down the Mississippi River toward the
South was later shipped from the port of New Orleans to ports
on the noxrth Atlantic coast.5

The opening of the Erie Canal in 1825 confronted the
Mississippi River route with a competitive route by which
the grain of the East North Central area might be shipped to
the New England-Middle Atlantic states market., This cansal
made the Great Lakes usable as a route from West to East be-
cause it connected the Great Lakes with the Hudson River,

The natural outlet of the Great Lakes to the Atlantic Ocean
is by way of the St., Lawrence River, but this route could
not be commercially used because of the obstacle to naviga-
tion formed by Niagara Falls, where the waters of ILake Erie
drop down to Lake Ontario, and because of the series of eight
rapids in the St. Lawrence River,

The Erie Canal by-passed Niagara Falls. On the map
(page 4) the route of this canal presents the appearance of
& canal extension of the Great Lakes from Buffalo, New York,
at the eastern-most end of Lake Erie (above Niagara Falls)
to the Hudson River at Albany and Troy, New York,

In 1829 still another route to the eastern United States
was opened. This occurred with the completion of the Welland

Canal, an eight-foot deep ship canal past the Canadian side

>Ibid., 309.

y
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of Niagara Falls, and the Oswego branch of the Erie Canal.6
The private company which built the Welland Canal, however,
found that the western terminus of the canal on the Niagara
River above the Falls was too difficult of access, and as a
consequence this route did not come into commercial use until
a new western terminus was opened at Port Colborne, on Lake
Erie, in 1833.7 The Welland-Oswego route made it possible
for Lake vessels to go past Niagara Falls and then sail to
Oswego, New York, a port on Lake Ontario. From there the
Oswego Canal connected with the Erie Canal,

The canal system of New York state thus had two main
western termini--one was at the port of Oswego, on Lake
Ontario, below Niagara Palls, and the other was at the port
of Buffalo, on Lake Erie, above Niagara Palls.

The mere existence of these canal routes to the East
via the Great Lakes, however, was not enough in itself to
assure a growth of trade on the Great ILakes. These routes
had to be supplemented if Westerners were to use them because
at the time when they became available most of the population
of the East North Central area was concentrated in the river

valleys in the southern part of that area. To reach the

Great Lakes from these river valleys an arduous haul by wagon

®Noble E. Whitfora, History of the Canal System of the
State of New York, together w Brief Histories of the
Canals of the United States and Cenada, I, 452, 1II, I445.

Twilliem I. Bancréft, "Memoir of Capt. Samuel Ward,
with a Sketch of the Commerce of the Upper Lakes," Michigan
Pioneer and Historical Society, Collections, XXI (1892),
358,
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was required. This difficulty, however, was overcome by

a series of canals which were constructed by the state
governments of Ohio, Indiana, and Illinois. These canals
connected the Great Lakes with tributaries of the Mississippi
River: Lake Erie was connected with the Ohio and Wabash
Rivers and Lake Michigan with<the Illinois River. The

following is e list of these canals (also see the map on

page 4):8

Year of Completion Termini
Ohio and Erie 1833 Portsmouth, Ohio; Cleveland, Ohio
Miami and Erie 1845 Cincinnati, Ohio; Toledo, Ohio
Wabash and Erie 1851 Evansville, Indiana; to Indiana

state line., Comnnected at

Defiance, Ohio, with the Miami

and Erie Canal,
Illinois and Michigan 1848 Lasalle, Illinois; Chicago, Illinois

The movement of grain over the transportation system of

the Great ILakes was mainly a wheat movement. The shipment of
corn began to be important only after 1845. After that year,
however, the movement of corn was consistently second in
volume to that of wheat. The shipment of oats began to be
important after 1850. Thereafter oats ranked third in the
volume of grain shipments on the Great Lakes. The movement

of barley and rye, compared to the movement of wheat, corn,

and oats, nevexr became important.9

BWhitford, History of the Canal System of the State of
New York, II, 13635 IT.

9See the statistics of grain receipts at Buffalo given
in the appendix to the present study. See also the following
source of information for the grain shipments from the major
western ports. "The Grain Trade of the United States and
Tables on the World's Wheat Supply and Trade," U. S. Treasury

Department, Bureau of Statistics, Monthly Summ of Commerce
and Finance, New Series, VII (Jarmuary . T500) IOk~ —
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The largest purchasers of corn and oats in the eastern
United States were livestock-raisers.lo The most important
use of both these grains is in the production of beef and
pork. Because there were also livestock-raisers in the West
who used corn and oats to produce pork and beef, the shipment
of barreled pork and beef from the West may be regarded as a
grain movement in a disguised form. A former New York Cansal
Commissioner expressed this point by saying, ". . . what is
a hog but fifteen or twenty bushels of corn on four 1egs?"ll

Although there was a close connection between the main
products which the West so0ld to the East--grain and meat--the
grain trade and the provisions trade, as the trade in barreled
meat was called, were somewhat different from each other.

The grain trade was conducted by commission merchants in the
West who sold grain for the farmer, while the provisions
trade came to be dominated by meat packers,

The wheat which was shipped on the Great Lakes to Eastexrm
markets went forward either as flour which was shipped in
barrels from the small flour mills in the West, or as bulk
wheat which was destined for +the large milling industxry of
New York state. The milling centers of that state were lo-
cated along the line of the Erie Canal at Rochester, Troy,

10y, s. Department of Agriculture, Yearbook for 1921,

164,
llCited in William Kingsford, The Canadian Canals:

Their History and Costs with an Ingul into the Pollc

Necessary to Advance the WeIl=Béi§% o% the Province, IX?.

€ remark was made by Samuel gles,
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Oswego, and Black Rock (the last-named is now a part of the
city of Buffalo),l?

Until the early 1850's the movement of wheat from West-
ern millers in the form of flour was about double the amount
of the bulk wheat shipments to the New York millers. This
flour came mostly from small flour mills in the hinterlands
of Cleveland and Detroit.'> After 1850, however, more bulk
wheat than flour was shipped and the proportions were almost
exactly reversed.l4 After that year the New York millers
increased their purchases of Western wheat, and at the same
time foreign demand brought an increase in the export of bulk
wheat,15

The foreign demand for American grain--Great Britain was
consistently the largest foreign purchaser--never assumed
large proportions, however. This was true even after the re-
peal in 1846 of the British Corn Laws, a shifting-scale of
protective tariff duties which increased in amount as the
British price for grain decreased. In the period prior to

1868, the amount of wheat exported in any year never exceeded

12¢haries B. Kuhlman, The Development of the Fiourb
Milling Industry in the Uni¥ed es, with Special Reference
¥o The Industry in Minneapolis, 54-63.

13Senate Executive Documents, No. 23, 31 Congress,
2 session, 601, Previous to 1870 a stanhdard barrel of flour
of 196 pounds was considered equal to five bushels of wheat,
U. S. Treasury Department, Report on the Internal Commerce
of the United States, 1882, 2TI.

14U. S. Treasury Department, Bureau of Statistics,
Monthly Summary of Commerce and Finance, New Sexries, VII
anaary, y 1962,

15Knhlman, The Development of the Flour-Milling Industry
in the United States, 57.
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15% of the total wheat crop of the nation.l® Thereafter,
however, the export of American wheat did increase, but until
1877 the highest percentage exported in any year (1873) was
still only 30%.17 Wheat figured more largely in American
exports than any of the other grains. Corn was second in
foreign demand, but oats, barley, and rye were relatively
unimportant in the export trade.l8
To the American farmer the importance of the repeal of
the British Corn Laws lay not so much in the increased size
of the foreign market which was thereby opened to American
grain but rather in the salutary effect on U. S, grain prices,
The editor of Niles National Register explained this fact in

1846 as follows:

It must be borne in mind, that the selling price
of the whole of the grain produced in this country, is
regulated almost entirely by what we can obtain for the
small portion that we succeed in finding a foreign
market for, =-- anigwhich never amounts to one-twentieth

el

of what we rais
The reason why the foreign demand for grain exerted an
effect on U, S, grain prices was +that the United States pro-

duced a surplus of grain above domestic needs. When no

foreign market was available for this surplus it was offered

16U. S. Department of Agriculture, Yearbook for 1921, 154,

171v14.
18y, .
onthly Summary of Commerce and Finance, New Series,
VII (Januaxry, 13007, EOEE; Sena%eReports,Nb.’ZEQ, 53 Congress,
2 session, 105, 107, 108. Tee the appendix to e present
study.

19811 es National Register, LXIX (1846), 69,
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for sale in the domestic market. This exerted a depressing
effect on the entire domestic grain crop of that year because
it increased the amount of grain available for sale, and
grain prices tended to reflect supply and demand factors.
The repeal of the British Corn Laws, therefore, did not open
a large market for American grain, but it diad supply a size-
able vent for the grain surplus of the United States and +hus
helped the American farmer pricewise.Qo

In general the source, markets, and outlets of the
Canadian grain trade of the Great Lakes were separate from
the American grain trade. As foreign vessels, Canadian-owned
vessels were forbidden by the navigation laws of the United
States from engaging in the American grain trade.zl

Montreal, located on the St. Lawrence River, was the
entrepot of the Canadian grain trade. Until 1847 the Cansdian
and American grain purchased by the Montreal grain merchants
reached that city by means of the Ottawa-Rideau system of
canal navigation, a route from Kingston, on the Canadian
shore of Lake Ontario, to Montreal. This canal system was
begun by the British govermment in 1826 and completed in
1832, It skirted the rapids in the St. Lawrence River by

means of an inland canal route from Kingston to Bytown (now

20Herbert J. Wunderlich, "Foreign Grain Trade of the
United States, 1835-1860," Iowa Journal of History and
Polities, XXXITII (1935), 753 U. S. Deparﬁﬁeﬁffdf—*griculture,
Yearboeok for 1921, 146.

21
Canadian Sessional Papers, 1871, No. 54, 34,
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Ottawa), with transportation via the Ottawa River available
from there to Montreal.22 The Montreal grain merchants
handled the marketing of the grain crop of Lower Canada (now
the province of Ontario) because the grain crop of this region
was excluded from American markets by a protective tariff duty
of 25 cents a bushel.23 This grain was marketed mainly in
Great Britain and in the maritime provinces of Nova Scotia,
New Brunswick, and Prince Edweard Island. When the Montreal
merchants were unable to obtain enough grain to meet the
needs of these markets they also imported American grain
under nominal import du'ties.24
The St. Lawrence ship-canal system, on which work had
been begun as early as 1821, was finally finished in 1847.
This route made it possible for Montreal's grain trade to
follow the direct route down the St. Lawrence River. How-
ever, transhipment to ocean-going vessels was necessary at
Montreal for the voyage overseas because the St. Lawrence
Canals had & limiting depth of nine feet, and most ocean-
going vessels drew more than nine feet of water.25

22Gilbert K. Tucker, The Canadian Commercial Revolution,
1845-1851, 35-36 (see end paper map); Canadian Statistical
Yearbcok for 1894, 716, 719,

23Robert L. Jones, History of ég;iculture in Ontario,
1613-1880, University of Toron%o_Stu ies, History and
conomic éeries, XI, 123.

24Momas C. Keefer, The Canals of Canada: Their Pros-
spects and Influence, 26 ff.

25canadian Statistical Yearbook for 1894, T16.
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Because of the limitation in depth in the St. Lawrence
Canals it was more economical to use larger vessels on the
Great Lakes and tranship their grain cargoes to canal-boats
on the Erie Canal than to ship grain directly to the East
via the St. Lawrence River. This became evident during the
period from 1855 to 1866 when the Elgin-Marcy treaty of
tariff reciprocity was in force between the United States and
Canada. During that period the Lakes basin was a free-trading
area, and article four of the treaty permitted American ves-
sels to navigate the St., Lawrence Canals.26 A direct trade
down the St. Lawrence River (mainly to Great Britain) quickly
sprang up from Chicago, Cleveland, and Detxoit, but this
trade died out as quickly as it appeared because it was found
to be commercially unprofitable to use the small vessels which
were required in the navigation of the St. Lawrence River.27

Montreal never received a very large proportion of the
total grain movement on the Great lLakes., One of the commercial
leaders of Montreal estimated in 1859 that his home city in
the course of the previous decade had received an average
each year of about 8% of the total eastward movement of grain
on the Great Lakes. Of this amount he estimated that one-

third was retained in Montreal, and two-thirds was sent down

26George W. Brown, "The Opening of the St. Lawrence to
American Shipping," Canadian Historical Review, VII (1926),
12.

2Tjohn B. Mansfield (ed. and comp.), History of the
Great Lakes, I, 191-192; U. S, Treasury Department, Statis-
TicS oY the Foreign and Domestic Commerce of the Uni¥ed
States, IB64, I100.
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the St. Lawrence River--a portion for export and the remainder
for consumption at points along the river and in adjacent
districts.28 In the years after 1859 the proportion of

the grain movement received at Montreal remained about the
same.29 These figures indicate that the grain trade of the
Great Lakes was largely an American grain trade and it is with
that part of the trade with which this study is concerned.

28John C. Trautwine, Reports of the Means of %gﬁroving
the Present Harbor and the Cons ction of Docks at Nontreal,
37. The estimates were made by John Young.

29

Canadian Sessional Papers, 1871, No. 54, 159.




CHAPTER I

THE SOURCES OF THE GRAIN TRADE OF THE GREAT LAKES AND
THE DIVERSION OF TRADE TO THAT ROUTE

The American grain trade of the Great Lakes in the course
of its development up to about 1873 reflected the stage by
stage diversion of a portion of the grein trade of the East
North Central area from the Mississippi River to the Great Lakes
route. It reflected also two other Ffactors: the gradual settle-
ment of, and the production of a grain surplus in, the areas
close to the Great Lakes, and finally, after 1850, the commer-
cial revolution in the internal trade of the United States
which was occasioned by the telegraph and railroad. As a result
of this latter change. Buffalo lost to Chicago its position as
the largest grain and flour market in the United States.

The diversion of trade from the Mississippi River to the
Great Lakes was accomplished through the medium of such port
cities as Cleveland, Toledo, Chicago, and Milwaukee. The im-
portant commodities which these centers diverted to the Great
Lakes were grain, pork, beef, wool and cheese. Of these com-
modities, grain (including flour) was by far the most important,
as the following table of the commodities shipped eastward
from Buffalo on the Erie Canal indicates:t

1Senate Executive Documents, No, 112, 32 Congress, 1
session, 92, ~These Tigures do not IncITude the statistics of
the movement through the Black Rock entry to the Erie Canal, ‘

See the aprendix to the present study.

TA
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Articles 1835 1840 1845 1850
Flour, bbls, 100,883 639,633 721,891 984,430
Wheat, bushels 168,012 883,100 1,354,996 3,304,697
Corn, bushels 14,579 47,885 33,069 2,608,967
Provisions, bbls, 6,502 25,070 68,000 146,836
Ashes, bbls, 4,419 7,008 34,602 17,504
Wool, pounds 140,911 107,794 2,957,007 8,805,817
Cheese, Butter

& Laré, pounds 1,030,632 3,422,687 6,597,007 17,534,981

Staves, number 2,565,272 22,410,660 88,296,431 159,479,504

The diversion of the grain trade from the Mississippi
River route to the Great Lakes route was not a complete diver-
sion; the South continued to be a market for grain. The
diversion which did take place injured the former coastwise
grain trade of New Orleans with the ports of the Atlantic
coast, but a certain proportion of the grain of the East North
Central area continued to be sent down the Mississippi River
to supply the southerm market.2 This grain came from the
southern part of the East North Central area, and the importance
of this trade should not be overlooked. For example, in 1860,
St. Louis and Cincinnati, which were the entrepots of this
grain trade, were respectively the third and fifth largest
primary grain receiving points in the United States. The
recelpts of the larger primary grain markets in 1860 were
3

as follows:

2Eighth Census of the United States, Agriculture, clv,
clvi;

ames D, B. De Bow, The Industrial Resources, etc., Of
the Southern and Western STates, -17; Kuhlman, The
Development of the Flour-MITIIng Industry in the United States,
87, note 2,

3Louis B, Schmidt, "The Internal Grain Trade of the
United States," Iowa Journal of History and Polities, XIX

(1921), 449,
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Total grain, including flour
reduced to its equivalent
in bushels

Chicago 37,235,027
Toledo 14,504,903
St. Louis 12,220,990
Milwaukee 11,102,042
Cincinnati 6,368,302

Not only was the diversion to the Great lLakes route in-
complete, but in addition the diversion which did take place
occurred in stages. The diversion began at the time of the
completion of the Ohio and Erie Canal in 1833, and in the re-
maining years of the 1830's almost all the grain and flour
which arrived at Buffalo and Oswego from the West came from
Cleveland, the Lake Erie terminus of the Ohio and Erie Canal.4
The rapidity with which this trade was developed is indicated
by Cleveland's grain receipts in 1833, In that Year Cleveland
received 386,760 bushels of wheat and 98,302 barrels of flour
for shipment to the East--an enormous amount of breadstuffs
to be handled by the commercial men of a village which then
numbered less than 3,400 people.5

Other ports along the Ohio shore--Huron, Sandusky, Milan,
Ashtabula, and Fairport--also developed as centers of grain
export, but except for Sandusky, which was active in the
construction of railroads into the populous southern part of

the state, the grain trade of these ports was gradual in its

4Commissioners of the Canal Pund, Annual Report, New
York Assembly Document No. 65 (1841), 1%,

50. P. McClelland, and C. C. Huntington, History of the

Ohio Canals, 175-176.
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development and reflected the slow settlement of the northern
section of Ohio.6

Cleveland's grain trade until the early years of the
1850's was the largest on the Great Lakes, yet the Western
Reserve section of Ohio, which was Cleveland's immediate
hinterland, was not a grain-raising section. The conditions
for the cultivation of grain were found to be unsatisfactory
in the Westexrn Reserve, and as a consequence this area turned
to dairying, the manufacture of cheese, and other types of
farming.7 Cleveland's grain trade was derived from the south-
ern counties of Ohio along the Ohio and Erie Canal, and the
trade of this region had formerly gone down the Ohio and
Mississippi Rivers.8

In the early years of the 1850's, Cleveland lost to
Toledo, Chicago, and Milwaukee its preeminence as a grain
center. The reasons for this change were the adoption of
more diversified farming in Ohio and the movement westward

of the center of grain production.9

6Commissioners of the Canal Pund, Annual Report, New
York Senate Document No. 65 (1841), 13,

7Ohio State Board of Agriculture, Thirxd Annual Report,
1848, 9; Robert L, Jones, "The Dairy Industry in Ohio or
o the Civil War," Ohio Archaelogical and Historical Quarter-
1y, IVI (1947), 60.

8Francis P. Weisenburger, The Passi of the Frontier
(Ca§1 gittke, ed., The History of the Sfa%e of Ohioc, vVol.
I1I), 61-62.

9The center of grain production tended to shift westward
because pioneer farmers frequently concentrated on grain for
their early crops for the reason that their lack of capital
hampered them from buying cattle or sheep or engaging in other
types of farming. As they acquired capital, they were better
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In the decade of the 1840's, Toledo, Chicago, and Mil-
waukee accomplished the same diversion to the Great Lakes
route which had first been accomplished by Cleveland in the
previous decade. A wagon trade sprang up to these ports in
the late 1830's and early 1840's before either canals or
railroads reached them. Toledo succeeded in attracting the
trade of the Wabash River Valley. This trade was carried by
wagons to Fort Wayne, Indiana, and from there the grain and
flour were taken by boat down the Maumee River to ‘I‘oledo.lO
In the early 1840's Chicago and Michigan City, Indiana, also
developed a wagon trade with this area and secured a share of
its produce, but the opening of the Wabash and Erie Canal in

the early 1840's quickly put an end to the competition of the
latter citieS.ll

able to engage in other types of farming, and because of the
competition of the rich new lands being brought into produc-
tion farther west on the frontier, they were led to make the
change. They were also led to adopt other types of farming due
to reductions in their grain crop yield--land devoted too ex-~
clusively to wheat production soon became "wheated out." See
C. W. Thompson, "The Movement of Wheat Growing: A Study of a
Leading State,™ Quarterly Journal of Economics, XVIII (1904)
576; Merrill E. Jarchow, "King Wheat,” Minnesota History XXIX

O"Circular of Comptroller to Persons in Western States
in Relation to Western Trade, September 10, 1833," in Commis-
sioners of the Canal Fund, Annual Report, New York Senate Docu-
ment No. 35 (1837), 74; Maurer NMaurer, "Navigation at the Foot
o the Maumee Rapids, 1815-1845," Historical Society of North-
western Ohio, Quarterly Bulletin, XV (1943), 169.

1ICanal Commissioners, Annual Report, Journal of the
General Assembly of Indiana, December 24, 1833, 166. By 1843
tThe Ganal system Trom Toledo was open to Lafayette, Indiana.
Lee Newcomer, "Construction of the Wabash and Erie Canal,"
Ohio Archaelogical and Historical Quarterly, XLVI (1937),
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The Wabash and Erie Canal paralleled the Wabash River
and was linked at Defiance, Ohio, with the Miami and Erie
Canal., The Miami and Erie Canal rai: from Toledo through the
western counties of Ohio to a terminus on the Ohio River at
Cincinmnati. It was this canal which enabled Toledo to carxy
off a large proportion of the grain of the southwestern coun-
ties of Ohio. This region had formerly been tributary only
to Cincinnati.12

The diversion of grain accomplished by the Miami and
Erie-and Wabash and Erie Canals was largely responsible for
Toledo's commercial position in 1860 as the second largest
grain-receiving point in the United States. The production
of grain in the vicinity of Toledo, however, had 1little to do
with that city's commercial prominence. The Toledo Blade,
in an article published in 1860, sought to explain the para-
dox of Toledo's commercial importance and small size (a popu-
lation of only 13,784 in 1860) by noting:

« « « the growth of Toledo . . . has been slow in
comparison to some Western cities ., . . owing to the
fact that North Western Ohio was a densely timbered
country, and could not be brought so rapidly into a
producing condition as could the broad prairies of
Illinois. True our great arteries . . . have pierced
the forests and brought us from afar the rich harvests
of the West in an ever increasing abundance; but . . .
Toledo is yet to receive the great impetus derived from

an imp{ovement of a section of country tributary to this
point.13

12McClelland and Huntington, History of the Ohio Canals,
177-179.

13'l‘oledo Blade'!s Annual Statement of the Trade and
Commerce of Toledo for the Year 1860, 24-25.
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By 1860 the railroads leading into Toledo were hauling
more than double the amount of grain carried to that city
by its canals, but the hinterlands from which this grain
was derived continued to be the same.14 The railroads merely
paralleled the older canal routes: the Dayton and Michigan
Railroad paralleled the Miami and Erie Canal, and the Toledo
and Wabash Railroad ran alongside the Wabash and Erie Canal.15

Chicago's grain trade was derived from the Mississippi
River Valley and from the Rock River Valley, the river from
which the latter takes its name being a tributaxry of the
Mississippi River. In addition to these Western hinterlands,
Chicago also received grain from the Illinois River Valley.
This valley lay athwart the state of Illinois southwest of
the city of Chicago.

The grain trade of the Rock River-Mississippi River
region was diverted to Chicago--instead of continuing on down
the Mississippi River to the St. Louis market--largely because
of the very serious obstructions to navigation in the Mississ-
ippi River above St. Louis. These obstructions were the Des
Moines and Rock Island rapids. The Des Moines, or lower
rapids, were located about one hundred and fifty miles above
St. Louis near the mouth of the Des Moines River at its con~
fluence with the Mississippi River and were eleven miles long.

The upper, or Rock Island rapids, were located seventy miles

141v1a., 15-17.

15Ibid., 8-9. The grain trade which Toledo received from
the southeérn Michigan counties will be discussed in connection
with the grain trade of Detroit.
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farther up the river at Rock Island, an island formed by the
confluence of the Rock River with the Mississippi River.
These rapids were thirteen miles long.16

At both of these rapids the cargoes of the boats navi-
gating the M:ssissippli River had to be unloaded and portaged
or lightered past the obstructions. (In periods of high
water, boats coula sometimes pass safely over the rapids.)
The expense which poitaging or lightering entailed made the
shipment of grain downriver to the St. Louls market expensive,
a factor which benefited the grain trade of Chicago.17 The
St. Louis Missouri Republican commented in 1849:

The improvement of the Upper Mississippi Rapids we
look upon as a work of vital importance to our citizens.
The difficulty, particularly in a low stage of naviga-
tion, in crossing these barriers, and the consequent
high rates of transportation, greatly retard our trade
with the rich country bordering on this stream; and if
some measure be not adopted to obviate this difficulty
before the completion of the Chicago and Galena Rail-
road, the direction of trade will be influenced in favor
of the former place, and greatly affect us iR one of
the most lucrative branches of our commerce.l8

The rapids above St. Louis were not improved until 1877

when canals were completed past these obstructions by the

16pe1ix T. Haig, Notes on the River Navigations of North
America, 30,

17Journal of the Proceedings of the South-Western Con;en—
tion, Began and Held at the City of Memphis, on the 12th o
he EI

November, 1845, 53; Proceedings of t ver Improvement Con-
vention, Held in St. Louls Fe%ruEEZfI? and 13, EBE?, 38, 92,

lsAn Annual Review of the Trade and Commerce of St.

Louis, ¥or the Year 1848, Compiled Tor the NMissourl Republican
Newspaper, Z.
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Federal goverrnment. Prior to that time, however, the Galena
and Chicago and the Rock Island Railroads had served to divert
much of the grain trade of northwestern Illinois and southern
Wisconsin to Chicago.19

When the upper Mississippi region began to produce a
grain surplus in the late 1850's, its grain trade was also
largely diverted to the Great Lakes route. The regular course
followed by the upper Mississippi grain trade in the late
1850's was shipment by barge or steamboat downstream to the
termini of the railroads on the river, and railroad shipment
from these termini to the Great Lakes ports of Chicago or
Milwaukee , 20

Chicago was also brought into competition with St. Louis
when the Illinois and Michigan Canal was finally completed in
1848. This canal placed Chicago in communication with the
Illinois River Valley. Before the opening of the Illinois
and Michigan Canal the trade of the Illinois River Valley
was tributary to St. Louis, but with the completion of the
canal the surplus grain of the northern section of the valley
was generally shipped to Chicago because that market was closer

and transportation costs were consequently 1ess.21

19Fourth Annusl Review of the Commerce, Railroads, and
Manufactures of Chicago, for the Year 1855, Complled from
Several Articles Published In the Dail Eemocra%ic Press, 9;
Frank H. Dixon, A Traffic HisStory of fﬁe Mississippl River
System, National Watexrways Commission, Document No. 11, 51-52.

2

oEiépth Census of the United States, Agriculture, clvii,

21James W. Putnam, The Illinois and Michigan Canal, A
Study in Economic History, Chicago HistorIcal Society's
CoITectIon, X, 102-10%.
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The Illinois and Michigan Canal ran through a part of
the enormous prairie region which lay at the foot of Lake
Michigan. This vast prairie region stretched from the Wabash
River westward beyond the Mississippi River. The section of
this region in northern Indiana and Illinois between the
Wabash and Mississippi Rivers was called the Grand Prairie.<?2
This name was probably given to the area because of its con-
trast with the much smaller prairies, surrounded by timber,
which lay alongside and near the Great Lakes from northernm
New York state on westward and up through southern Wisconsin.23
The Illinois River Valley, which in its northern part lay
athwart the Grand Prairie, was one of the forested arms which
stretched into that region, and the Illinois and Michigan
Canal, between the Illinois River and Lake Michigan, provided
an outlet by which this prairie region could ship its products
to Chicago.24

221n 1856 a traveller and geographer of the Middle West

described the country at the foot of Lake Michigan as follows,
"The level area, embracing the whole country lying between . . .
the Mississippi . . . and . . . the Wabash, is denominated the
"Grand Prairie.,"™ The surface is undulating. . . . But the
8eneral aspect of the country is that of a dead level sea of
grass. Grand Prairie does not consist of one vast tract alone--~
it is made up of a great number of continuous tracts, centering
upon an immense plain. Iong reaches of timber stretch, in nar-
row lines, far into that plain, while broad arms of prairie are
extended out between. The central plain itself is utterly desti-
tute of trees and shrubbery." Jacob Ferris, The States and
Territories of the Great West, 207-208,

231pid,

24Harlan H. Barrows, Geograp of the Middle Illinois
Valley, Illinois State GeoIogical Survey, Bulletin No. 15,
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The settlement of the Grand Prairie area, however, was
slow. There was a lack of timber in this region for buildings,
fences, and for fuel; and the tough sod and matted roots of
the prairie soil required five or six yoke of cattle to break
the first furrows. In addition--and probably the most serious
problem of all--the area was frequently swept by prairie fires
which fed on_the dry prairie grass. These problems, however,
were eventually overcome. A lumber trade through Chicago from
the forests of northern Wisconsin and Michigan developed;
plows especially designed for prairie soil were manufactured;
and the slow mode of settlement of the area solved the problem
of prairie fires., The open prairie was first ringed by a
range of farms protected by firebreaks, and then farms were
added tier by tier until the area was occupied.25 Population
density maps of Illinois, however, show that large areas of
the Grand Prairie were still only sparsely settled as late
as 1860.26

The statistiqs of thg_grain movement on the Illinois
and Michigan Canal, as well as the statistics of the grain
movement on the Illinois Central Railroad, which also began
serving this area in the 1850's, reveal that the Grand Prairie

region was the source of the enormous receipts of corn which

25Ferris, The States and Territories of the Great West,
208-211; Barrows, Geography of the Middle ITIlInois vValley,
77—780 -

26

Barrows, Geography of the Middle Illinois Valley,

75.
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Chicago first began to receive in 1848.27 The movement of
wheat on the Illinois and Michigan Canal was far overshadowed
by the movement of coxrm. The reason for this was that the
poor drainage in the region made the area more suitable for
the cultivation of corn than for the cultivation of wheat.
Wheat requires a well drained soil because the roots of the
wheat plant easily rot out when thére is too much moisture in
the so:l.l.z8 Today the Grand Prairie region is the easternmost
prairie section of the area which appears on crop prodquction
maps as the "Corn Belt" of America.29

The largest proportion of Chicago's wheat in 1859 came
from the Rock River Valley.3o Chicago succeeded in diverting
the grain trade of the lower section of that valley by means
of the Chicago and Galena and other railroads, but it was left
to Milwaukee to divert the grain trade of the upper section
of that region.

A Wisconsin pioneer wrote that the Rock River Valley
was "a wheat-producing region . . . unsurpassed by any portion
of Wisconsin and only equalled elsewhere by the celebrated

Genesee Valley in the state of New York."31 The productiveness

27Second Annual Statement of the Trade and Commerce of
Chicago Tor the Year Ending Decembexr 31, 1853, Reported to
TT'FC%Icago Board of Trade, 34.

28U. S. Department of Agriculture, Yearbook for 1921,
107-108.

291pida., 175-176.

30Second Annual Statement of the Trade and Commerce of

Chicago, Tor the Year Ending December 31, 1859, Reported %o
The C%icago Board of Trade, 34.

318enate Miscellaneous Documents, No. 60, 31 Congress,
1 session, II.
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of the region was due to its small and well-drained fertile
prairies and its rich oak-openings. The Rock River Valley
lay inland some sixty-five or seventy miles from Milwaukee
and was the goal of all the early internal improvement plans
of the commercial men of that city.32

The Milwaukee and Rock River Canal Company was incorpor-
ated in 1838 in order to divert the grain and the lead of
this region to Milwaukee, Owing +to financial difficulties,
however, only about a mile of the canal was completed, and
Milwaukee continued to depend on a wagon trade to and from
the area,>J ‘

This wagon trade was improved shortly after 1847 by the
construction of two plank roads to the Rock River Valley.
These roads played an important part in Milwaukee's early
grain trade, but within a few years their usefulness was off-
set by railroads which were built over much the same routes
into the regions served by the plank roads.

The first plank road to be constructed to the Rock River
region was the Milwaukee and Watertown Road which was com-
pleted in 1851. This road cost $119,000 to build, but the
receipts were sometimes as high as $1,300 a week. Another

plank road was built after 1849 to Janesville, Wisconsin, on

32Increase A, Lapham, Wisconsin, its Geography and
Topography, 44-47.

331bid., 45; Report of a Committee Appointed by the
Trustees of the Town of MITwaukee, Relative to the Commerce
of That Town, and the Navigation of Take MichIgan (I842), 3-4.
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the Rock River. This road led to a lower section of the Rock
River Valley, and because of the greater distance to Milwaukee
it was not so great a success as the Watertown Road. %4

In the more southern section of the Rock River vValley
Milwaukee was faced by the competition of Chicago and of the
two Wisconsin ports, Racine and Southport (now Kenosha). These
two ports, located on the Lake Michigan shore between Milwaukee
and Chicago, began the construction of railroads to the Rock
River Valley in the late 1830's and early 1840's, and both
also developed a large wagon trade with that area., Because
of their inadequate harbor facilities, however, neither one
of them was able to rival seriously the grain trade of Chicago
and Milwaukee,3>

Milwaukee's earliest railroads, the Milwaukee and Miss-
issippil and Milwaukee and Watertown, both built in the early
1850's, were also directed to the Rock River Valley.36 Another
goal of Milwaukee's railroads was the Mississippi Valley, be-
yond the Rock River Valley, and by the late 1850's the Mil-
waukee and Prairie dqu Chien, and Milwaukee and La Crosse Rail-

roads had reached that river and had begun to divert a portion

34Eaward D. Holton, "Commercial History of Milwaukee;
Opening of the Chamber of Commerce," Wisconsin State Histor-
ical Society, Report and Collections, IV, 275.

35Lapham, Wisconsin, its Geography and Topography,
44"45 .

36Annua1 Report of the Commerce, Manufactures, Bankin
Business, and Rallroad SysTem of Milwaukee, for the Year 1855,
Prepared for the Board of Trade, I5-73%.
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of the grain trade of the upper Mississippi Valley to Mil-
waukee.37

Milwaukee's position in 1860 as the fourth largest grain
receiving point in the United States was based on the grain
which Milwaukee received from the Rock River and Mississippi
River regions. The continued improvement of Milwaukee's
nearby forested hinterland after 1860, however, made that
city in 1870 second only to Chicago in the United States as
a grain receiving point.38

In general, the development of the grain trade at Mil-
waukee, Chicago, Toledo, and Cleveland reflected the gradual
diversion, stage by stage, of Western trade from the Mississ-
ippi River route to the Great Lakes route. At other ports on
the Great Lakes, however, the development of the grain trade
reflected the gradual settlement of the Great Lakes area,
At these ports the growth of the grain trade was relatively
slow and depended almost entirely on the surplus grain produced
nearby. These ports were not connected by canals or railways
with the southern part of the East North Central area, The
ports belonging to this category were the Ohio ports of Huron,
Milen--which was connected in 1839 by a ship canal to Lake
Erie--Ashtabula, and Fairport; the Michigan ports of Detroit,
Monroe, and St. Joseph; the northern Wisconsin poxrts of She-
boygan, Manitowoc, and Green Bay; and the Permsylvania port

of Erie,

3ThHenrietta M. Larson, The Wheat Market and the Farmer
in Minnesota, 1858-1900, 42-F37

8

3 Schmidt, "The Internal Grain Trade of the United States,"
Iowa Journal of History and Politics, XIX (1921), 451. ‘
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Of this group Detroit was by far the largest exporter
of wheat and flour, and that city's leadership was based on
the fertile prairie-studded land of the broad belt of the
southern counties of the state of Michigan.39 Monroe, a port
on the Detroit River some forty miles below Detroit, was also
an outlet for this region, but Monroe was not so serious a
competitor of Detroit for the trade of this region as was
Toledo. 1In 1836 the Erie and Kalamazoo Railroad, one of
the earliest railroads of the Middle West, was built from
Toledo into this region. The main line of this railroad ex-
tended some thirty-five miles +to Adrian, Michigan, in Lenawee
County.4o In the following decade, after the opening of the
Wabash and Erie Canal, Toledo also received a portion of the
surplus grain of the more western region of the southern

counties of Michigan. The grain from this region was carried

3gsenate Executive Documents, No. 32: 31 Congress, 2

session, b0XI; AIbexrt F, Butler, "Redliscovering Michigan's
Prairies," Michigan History, XXXI (1947), 277.

4OClark Waggoner, History of the City of Toledo and
lucas County, Ohio, 400 An account-book, IB38-184T of the
firm of"SﬁE%fora and Smith of Tecumseh, Michigan, offers
information on the early trade from this region. This
document is in the possession of Professor Verner W, Crane
of the University of Michigan. Spafford and Smith dealt
mainly in flour with only an occasional shipment of wheat
and sent their consignments to Toledo via the Palmyra and
Jacksonburgh Railroad and the Erie and Kalamazoo Railroad.
Their shipments went forward to various Toledo firms for
delivery to consignees in Buffalo, Rochester, Utica,
Troy, Brooklyn, and New York City. The Tecumseh firm
charged three to five cents a barrel for their marketing
Services with lower rates charged for larger shipments.




30

over a plank road from Sturgis, Michigan, near the Indiana
state line, to Fort Wayne, Indiana, and was there loaded on
canal-boats for shipment +to Toledo.41

Most of the grain of the western counties of southern
Michigan, however, was tributary not to Toledo but to St.
Joseph, a port on Lake Michigan. The location of this port
was at the outlet of the St. Joseph River, a river whose
meandering course led through southern Michigan and northern
Indiana and was navigable by steamboat for sixty miles in-
land from Lake Michigan. Steamboats especially adapted for
the St. Joseph River trade operated up and down the river.42

The construction of railroads through the southern
Michigan counties, however, resulted in changes which all
but destroyed the grain trade not only of St. Joseph but of
Monroe as well., After 1837 two railroads were begun by the
state of Michigan which ran through the southern counties of
that state. These two railroads were the result of the state
of Michigan's comprehensive but ill-fated prlan of internal
improvements. One line--the southern line--was planned as
a route from Monroe to New Buffalo, on Lake Michigan. The
other line--the central road--was to extend from Detroit

through Ypsilanti, Ann Arbor, and Jackson to St. Joseph.

lpivert J. Benton, "The Wabash Trade Route in the De-
velopment of the 01d Northwest," John Hopkins University,
Studies in Historical and Political Science, XXI (1903), 101,

42

Commissioners of the Canal Fund, Annual Re ort, New
York Senate Document No. 35 (1837), 74; UffB—M.—KEEBIoc y
"EBY1ly Navigation on the STt. Joseph River," Indiana Historical
Society, Publications, VIII (19253, 194.
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The sections of these railroads which had been completed

by the state were sold to private individuals in 1846.%43
Soon thereafter, in 1849, the management of the Michigan

Southern Railroad changeq the main eastern terminus of the

line to Toledo and thereby cut off Monroe's grain trade.

In the same fashion the grain trade of St. Joseph was all

but destroyed by the Michigan Central Railroad, which changed

its western terminus from St. Joseph to Chicago, reaching

the latter city in 1852.44 After the route to Chicago was

completed the Michigan Central cut rates below those offered

by the river steamboats operating from Niles, Michigan, to

3t. Joseph, and gave lower relative rates from Niles to

Chicago than from the rest of Michigan. This type of compe-

tition ruined S+t. Joseph'!s grain trade.45 Detroit's grain

trade, however, was benefited by the Michigan Central Rail-

road. By 1870 Detroit had crept up to the position of the

fifth largest grain receiving point in the United States.

In that year the receipts of the larger primary grain mar-

kets were as follows:46

*3Harmanh B. Keith, "An Historical Sketch of Inbernal
Improvements in Michigan," Michigan Political Science Associ-
ation, Publications, IV (1900), 31, 36.

44Waggoner, History of the City of Toledo, 406.

45John Thompson, J. W. Brooks, and Solomon Drullerd,
Opening Remarks of John Thompson, Esqg., on behalf of the Rail-
roads, against a Pro Rata Law; and the testimony of J.W.
Brooks, ESg., before the seélect Committee of the [New York])
Assembly; also the testimony of Solomon brullard, Esgqg.,
General Frelight Agen ew York Central Railroad, 1273

46schmidt, "The Internal Grain Trade of the United States
Iowa Journal of History and Politiecs, XIX (1921), 451.

"
b
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Total grain, including flour
reduced to its equivalent
in bushels

Chicago 61,315,593
Milwaukee 24,857,871
St. Louis 24,313,791
Toledo 23,714,510
Detroit 14,045,868
Cincinnati 8,769,811

The year 1870, however, was the high mark of Detroit's
grain trade; in the succeeding years the grain trade of that

city slowly declined as more diversified farming began to be

practised in the southern Michigan counties,
11

The opening of the Great Lakes - Erie Canal route con-
fronted the Mississippi River with a competitive route by
which the grain and flour of the East North Central area
might be shipped to the New England - Middle Atlantic states
market. One could measure accurately the progress of the
diversion of trade via the new route if he were able to com-
rare the shipments of grain and flour to the Eastern market
for a series of years from New Orleans, Buffalo,and Oswego.,
This measurement, however, can not be made with the through-
ness which would be desirable because of the lack of statis-
tics respecting the grain and flour shipments from New
Orleans., There are reliable statisties from 1835 to 1860
of the grain and flour receipts at New Orleans, Buffalo,
and Oswego, but as the receipts at New Orleans served to

supply the southern market for breadstuffs and also the New
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England - Middle Atlantic states and foreign markets, a
comparison of the receipts at the three cities fails to in-
dicate the diversion accomplished by the new route.47

For the years 1842 to 1851, however, statistics of the
shipment of flour from New Orleans to the north Atlantic
ports of the United States and to foreign markets are avail-
able and consequently we are able to indicate the effective-

ness of the competition of the new route for those years:48

New Orleans, flour Eastward flour
shipments in bbls, shipments in bbls,
(216 1lbs.) to for- (216 1lbs.) through
eign ports and north Buffalo and Oswego.

Atlantic ports of
the United States.

1835 224,304
1836 233,745
1837 not 192,817
1838 available 388,010
1839 467,836
1840 865,920
1841 956,048
1842 252,479 882,129
1843 296,561 1,201,464
1844 249,969 1,325,841
1845 234,018 1,255,069
1846 493,277 1,909,312
1847 1,273,406 2,679,180
1848 426,650 2,020,501
1849 712,259 2,024,810
1850 102,452 1,977,134
1851 426,283 2,209,130

47New Orleans, Buffalo and Oswego greain and flour re-
ceipts are given in the appendix to the present study.

48Hunt's Merchants' Magazine, VII, 391; IX, 570; XI,
419; XIIT, 370=3725 XIX, 325; XXI, 554; XX111, 558; XXV,
605 ; Auditor of the Canal Department, Annual Report on the
Tolls, Trade and Tonnage of the Canals of the State, New
York AsSembly Document, No. 133 (I876), table no., 26. The
exXports of New Urleans to foreign ports must be included for
a fair comparison because part of the grain and flour receipts
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These statisties show a steady increase in the ship-
ments of flour through the Buffalo and Oswego gateways in
keeping with the progressively greater surplus of grain pro-
duced in the West; the shipments through New Orleans, however,
do not show such a steady growth. The erratic variations in
the New Orleans statistics reflect the increasing dependence
of the grain trade of that city on the uncertain foreign
markets. The marked increase in the volume of shipments in
1847 was due to a decrease in yield of the potato crop in
that year both in the eastern United States and in Europe.
This failure of the potato crop, occasioned by the prevalence
of the potato rot, resulted in an increased demand for grain.49

The Pennsylvania canal system also deserves to be con-
sidered as a route from the West to the Eastern market for
breadstuffs even though the diversionary affect of this out-
let was negligible, The through route of the Pennsylvania
canal system--called the Main Line--was opened in 1834 be-
tween Pittsburg, on the OChio River, and Philadelphia.’® This
mixed canal and railroad route was an eastward extension of

the Mississippi River system, just as the Erie Canal was an

at Buffalo and Oswego served to supply the export trade,
Purther evidence of this diversion to the Great Lakes - Erie
Canal route may be shown by a comparison of the receipts at

the north and south termini of the canal system of Ohio., These
figures are given in the appendix to the present study.

49Bidwell and Falconer, History of Agriculture in the
Northern United States, 374-376; American Institute of New
York, Transactions, 1847, 573, 600,

50Canal Commissioners of Pennsylvania, Annual Report
Made to the Governor, December 2, 1834, 3.
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eastward extension of the Great Lakes. The most difficult
portion of the mountainous country traversed by the Main Line
was overcome by means of a forty-one mile long portage rail-

way; and the Main ILine also included an eighty-one mile long
railroad from the Susquehanna River to Philadelphia.51 Be-
cause of the broken character of the Main Line route the cost
of transportation on it was excessively expensive, Portable
canal-boats began to be used in 1842 to cut down the cost

of transhipment, but even with that improvement the Permsyl-
vania Main Line was able to serve as a through route only for
the grain and flour of the East North Central area which origi-
nated near Pittsburg, the western terminus of the Main Iine,??2
The limitations of Pennsylvgyia's canal system as a through
route can be seen by a comparison of the statistics of the
eastward canal shipments from Pittsburg, Buffalo, and Oswego.

In 1849, a typical year, these shipments were as follows:53

Wheat Flour

bushels barrels

60 1bs, 216 1bs.
Pittsburg 6,300 139,202
Buffalo 4,026,000 1,216,503
Oswego 1,003,462 808,307

51See Avard L. Bishop, "The State Works of Pemmsylvania,"
Connecticut Academy of Arts and Sciences, Transactions, XIII
(1907), 149 ff.

52Louis C. Hunter, "Studies in the Eccnomic History of
the Ohio Valley," Smith College, Studies in History, XIX
(1933-34), 92.

53Pennsylvania Board of Canal Commissioners, Annual Re-

gort with Accompanying Documents for the Year Ending November

, 1840, &6; New York Assembly Document, No. 133 (1876),
Table no. 26.
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Neither Philadelphia's Main Line of canal and railroad
nor Baltimore's Chesapeake and Ohio Canal (the la tter cansal
was never completed beyond the mountains to the Ohio River,
owing to engineering and financial difficulties)54 was able
to match the success of the Erie Canal. The reason why the
Erie Canal was such an outstanding success was that New York
state had the level route of the Hudson River Valley anq
Mohawk River Valley to the West. This level rocute, as it
required very little lockage, was ideally suited to the con-
struction and operation of a canal. The other Eastern sea-
board states, cut off from the Western United States by the
Appalachian and Allegheny mountain ranges, did not enjoy the
advantages of New York. However, in the 1850's, as will be
noted below, the Pennsylvania and the Baltimore and Ohio
Railroads (built over much the same routes as the earlier

canals) were successful in providing a cheap transportation

service between the East and West.ss

54Seymour Dunbar, A History of Travel in America, III,

8l16; Whitford, History of the Canal System of The State of
New York, 1393 1’1"—1% y 1377 £t -

55p. 92.




CHAPTER IIX

THE TRANSPORTATION AND HANDLING OF
GRAIN ON THE GREAT LAKES

The grain and flour which were brought to the various
ports on the Great Lakes were generally carried eastward by
unscheduled sail vessels--sloops, schooners, and brigs; very
few ships (i. e., square-rigged vessels) were used. More
schooners were used than any other type of craft because
they carried enough sail and their fore and aft rigging could
be manned by fewer men than were required for a square-rigged
vessel.1 .

Until 1840 the sail vessels used in the trade on the
Great Lakes averaged about 125 tons and could carry an average
of about 4,000 bushels of bulk grain.2 When Henry M. Kinne,
of Buffalo, built the Wyndham in 1839--the first schooner on

the Great ILakes with a capacity to carry 10,000 bushels--his

l"In 1838 the lake tonnage consisted of 15 steamers, 3
ships, 3 brigs, and 52 schooners, many of which were quite
small, In 1845 there were 52 steamers, 8 propellers, 50
brigs, and 270 schooners, with an aggregate tonnage of 76,000
tons. In 1846 there were 62 steamboats, 18 progellers, 1
barque, 58 brigs, and 313 schooners and sloops. Report of
the Harbor Committee in Relation to an Increase in Harbor
Facilities at the CIity of Bulffalo (18477, 34.

2Henry P, Smith, History of the City of Buffalo and
Erie County, II, 193,

37
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commercial vision was seriously doubted; but vessels with
the capacity of the Wyndham became the general rule in the
period of rapid growth of the grain trade which occurred in
the succeeding decade. By 1848 the sail vessels built on
the Great Lakes had a capacity of 12,000 bushels.> There-
after the increase in vessel capacity reflected the growth
of the grain trade.4 The vessels built in 1850 could carry
15,000 bushels; in 1857 this figure was increased to 25,000
bushels; in 1863 to 30,000 bushels; in 1868 to 40,000 bushels;
in 1870 to 50,000 bushels; and in 1873 to no less than 70,000
bushels.5

On their eastern trips the sail vessels on the Great
Lakes carried the grain and animal products of the West to
Buffalo and Oswego, and they returned with coal, salt, plaster
and other heavy cargoes. For the most part, sail vessels were
owned by one individual or by several individuals who held
shares, and usually the captains of the vessels were part-

owners of the vessels they commanded.6

More vessels were
ovmed at Buffalo and at Cleveland than at any other ports on

the Great Lakes.7

31Ibia.

4Alonzo Richmond, Tolls and Transportation. A Free
Canal Essential to the Sfafe'E’P&osperifz: and the Water
FHoute Demons¥rated To be Superior to the RaiIways, 3.

51bid.

6Re ort of the Harbor Committee in Relation to an Increase
in Harbor Facilities at the City of Buirfalo, 46-47.

T1bia.
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The sail vessels were able to make the trip from Chicago
to Buffalo in eight to ten days if the wind held, but steam-
boats, using sails and steam-driven paddle wheels, could make
the trip in about half that time.8 The shallow draught steam-
boats, however, were seldom used in the grain trade because
the much deeper draught sail vessels, built with deep holds,
could carry bulk grain and flour barrels much more cheaply.
Steamboats on the Great Lakes primarily served the passenger
and fine freight trade.9

In the 1840's, however, the sail vessels on the Great
Lakes began to be met by the competition of a new type of
steam-driven vessel: the propeller, or screw-propeller, as
it was generally called, a vessel driven by a submerged pro-
pellexr wheel rather than by the paddle wheels which drove the
conventional steamboat, The position of the engine in the
propeller type of vessel--aft and below decks--was different
from the above-decks position of the engine of the steamboat.
Because of the lower center of gravity due to the position
of the engine it was possible to design and construct propellers
with deep holds which were well adapted to carrying bulk grain

and flour barrels.lo The construction of propellers began

American Cheap Transportation Association, Proceedings
of the National Convention Held at Association Hall, Richmond,
Virginia, Commencing on the Ist December, 1874, 62.

JElizabeth F, Baird, "Reminiscences of Life in Territor-

ial Wisconsin," Wisconsin State Historical Society, Collections,
XV, 251,

10smitn, History of the City of Buffalo, II, appendix, 74;
Haig, Notes on tThe HRiver Navigations of North America, 42,




40

on the Great Lakes at about the same time that this type of
vessel was introduced on the Atlantic Ocean. The first pro-
peller constructed on the Great Lakes was launched at Oswego
in 1841, This vessel was the Vandalia, a craft of about 140
tons which was also equipped with supplementary sloop-rigged
sails.11
By 1850 there were fifty propellers in service on the

Great Lakes, and by that time this type of vessel had begun

to be a serious competitor of the sail vessels in the carriage

of grain and flour.12

Propellers were unable to match the low
freight rates which sail vessels charged, but their greater
speed served as a compensation for their higher rates. The
prompt delivery of grain to the grain markets at Buffalo or
Oswego--so as to take advantage of rrevailing grain prices--
very often offset the differential between the freight rates
of propellers and sail vessels, Propellers never suffered
from the vagaries of the wind.

Freight rates on grain on the Great Lakes continuously
fluctuated throughout each season of navigation and from one
year to the next because they were determined by the conditions
of supply and demand. Lowest in the summer, freights advanced

in the fall of the year when the new crops were harvested.13

1lyew York Assembly Document No. 31 (1900), 196; W. W,
Goforth, e€d,, "Ocean and Inland Wafer Transport," McGill
University, Economic Studies, No., 2 (1925), 6.

12New York Assembly Document, No. 31, (1900), 196.

13Report of the Select Committee on Transportation
Routes o Seaboard, Senate Reports, No. 307, z§ Congress,
1l session, II, 20I.
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Before 1860 the freight from Chicago to Buffalo ranged from
ten to fifteen cents per bushel, with propeller rates gener-
ally several fractions of a cent higher than sail vessel
rates.l4 The larger vessels, both sail and propeller, built
after 1858, carried grain from Chicago to Buffalo for about
four to seven cents per bushel.15

Propellers were built to larger capacities than sail
vessels in order to offset their higher operating expenses,
In 1871 the practice was begun of towing a barge loaded with
grain behind the propeller. The propeller and barge together
were able to carry 100,000 to 120,000 bushels of grain each
trip. Within a few years the number of consort barges was
increased, and 200,000 to 250,000 bushels could be taken east
on one trip.16 The expedient of employing barges was tempor-
arily used at this time because obstructions to navigation in
the Detroit River restricted the draught of propellers below

the minimum capacities which were commercially profitable,

Despite the advantages of steam propulsion, however, the

14Patrlck Barry, The Theory and Practice of the Inter-
national Trade of the United states and England, and of the
Trade of fﬁ United States ana Canadsa; wIT%’TEBles S of PFederal
Curxrenc Canadian Curxrenc STexrli ‘Exchan e Formulas,
etc., New York Produce Ei_h ange, % eport of the
Board of Managers for 1873, 400.

of the National Convention Held at Association Hal

Virginia, 62.

16Richmond, Tolls and Transportation, 4.

15American Cheap Transportation Association, Proceedin
1, RL Hﬁong
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number of sail vessels on the Great Lakes evceeded steam-
driven vessels until 1884.17

Almost all of the propellers on the Great Lakes were
owned by transportation companies. These companies also
owned fleets of canal-boats on the Erie Canal and had freight
agents at New York City, Buffalo, and all the important West-
ern Lake ports. The propellers owned by these compani es
carried manufactured goods from the East and brought back
grain and animal products from the West, Because these com-
panies owped both canal-boats and propellers on the ILakes
they were able to offer through bills of lading on shipments
between the East and West.

The ﬁransportation companies on the Great Lakes origina-
ted in the late 1820's and early 1830's. At that time they
were merely affiliations of owners of canal-boats on the Erie
Canal and owners of vessels on the Great Lakes., During the
decade of the 1840's some of these affiliations developed
into companies and began toc use propellers instead of sail
vessels.l§ In 1854 these companies were incorporated under

a law of incorporation passed by the state of New York.19

17New York Assembly Document, No. 31 (1900), 198.

185ee P.63 ; Richmond, Tolls and Transportation, 13.

19section 25 of Chapter 232, Laws of 1854, "An Act for
the Incorporation of Companies Formed to Navigate the ILakes
and Rivers." See also Committee on Commerce and Navigation,
Majority Report on Bill to Incoxrporate Companlies To Navigate
Canals, etc., of this State, New York Assembly Document,
Yo. 16 (I854), 3-T.




43

Al together there were five large transportation companies
which operated a transportation service over the Great Lakes
and the Erie Canal. 1In 1858 the two largest of these com-
panies, each originally incorporated at a capitalization of
$900,000, were +the Western Transportation Company, which
owned fourteen propellers, two sail vessels, and 164 canal-
boats on the Erie Canal, and the American Transportation Com-
pany, which owned nineteen propellers, one steam tug, and 182
canal-boats on the Erie Canal. The other transportation com-
pPanies were the Northern Transportation Company, the Northern

Transportation Line, and the 0ld Oswego ILine.2°

IT

The introduction of the propeller was the Ffirst signifi-
cant change in the transportation of grain on the Great Lakes,
but another change, the introduction of a mechanical system
of unloe?*irg and handling bulk grain, was introduced at about
the same time,

The grain elevator system of handling bulk grain was
introduced on the Great Lakes in 1843 by the commercial men
of Buffalo. After the introduction of this system the grain
cargoes of the ships which tied up at Buffalo or Oswego were
mechanically unloaded and passed into huge grain warehouses
either to be stored there or to be mechanically transferred

into the holds of waiting canal-boats,

205 tate Engineer and Surveyor, Annual Report on Companies
Navigating the Lakes and Rivers, New YOTK ASsembly Document,
No. i§§ (18597, 2 fT.
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The problem of handling bulk grain, to which the grain
elevator system was an answer, first became serious in Buffalo
toward the end of the decade of the 1830!'s. In 1839 Buffalo
received 1,117,262 bushels of wheat which marked the first
time that receipts of wheat at Buffalo had exceeded the
million-bushel mark,2l

In the same year Buffalo received 294,125 barrels of
flour, but the flour barrels received in Buffalo did not pose
& serious handling problem because barrels were rolling freight
and could be manipulated with relative ease. The bulk wheat,
however, had to be hoisted in open barrels from the holds of
the vessels tied up at the docks and then measured or weighed,
After the cargo was found to correspond with the bill of lading,
it was then either carried on men's backs into warehouses where
it was temporarily stored, or it was taken directly to a wait-
ing ca'nal-boat.22 This method of transfer was both arduous
and time~consuming. One of the early ILake captains recalled
that it took four or five days to unload a 6,000-bushel cargo
by this me'l:hod.23 Another drawback to this manner of handling

21U. S. Treasury Department, Bureau of Statistics,
Monthly Summary of Commerce and Finance, New Series, IV
(January, IQUU;,—?OIS. These statistics differ from Buffalo's
shipments of grain on the Erie Canal because part of the wheat
was milled into flour before being shipped eastward on that
canal,

22Bu:ffalo Board of Trade, Annual Statement of the Trade
and Commerce of Buffalo for the Yéar 1855, 10-I117 Smith,
History of the City of Buffalc, IT, 2I%.

*3Smith, History of the City of Buffalo, II, 215,
note 1,
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bulk grain was that it could not go on when the weather was
bad because the work was done in the open and moisture
damaged the grain.24 At such times Buffalo harbor was crowd-
ed with ships waiting to unload.

In the early days of the grain trade on the Great Lakes
wheat was often shipped in bags, as was the custom on the
Mississippi River until the late 1860f's. This solution of
the problem, however, did not avoid the tedium and expense
of weighing or measuring the bags after they were filled.
Purthermore, it increased the cost of loading a vessel because
bagged grain had to be carried or hoisted aboard, whereas bulk
grain could be spouted down into the hold of a vessel from
the upper stories of a grain warehouse. Another disadvantage
of the shipment of grain in bags was that it was necessary to
keep a careful count of the bags because they were frequently
stolen. The most persistent offenders were the sailors on
the grain schooners ,who used the grain bags to make their
clothes.25

The shipment of grain in bulk, therefore, was preferable
to the shipment of grain in bags except for the one feature
that the unloading of bulk grain posed more of & problem
than the unloading of bagged grain. As early as the late

24Ibid., 215.

25Grain bags cost 2 to 4 cents in the West--an appreci-
able amount when four or five thousand might be required for
one cargo. George W, Stephens, "Some Aspects of Early Inter-
sectional Rivalry for the Commerce of the Upper Mississippi
Valley," Washington University, Studies, Humanistic Series,
X (1923), 287, footnote 35; Smith, History of the City of
Buffalo, II, 215,
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1830's the grain warehousemen of Buffalo began to see the
need for some méehanical solution of this unloading problem.
But long before the problem arose the basic mechanical de-
vices for its solution had already been invented.

Oliver Evans {(1755-1819), the inventor of the elevator
and conveyor and a number of other devices, first used his
inventions sometime after 1780 when he completely mechanized
his brothers!' flour mills in Wilmington, Delaware, Evans

later explained these devices in detail in The Young Mill-

Wright & Miller's Guide, a handbook which he published in

1795. This handbook quickly became the standard work on all
pPhases of milling, and in the 1830's it was still widely known
and used. Evans' devices, however, were not generally put
into practice because of the expense involved in their intro-
duction.26

The elevator and the conveyor, the two inventions of
Evans which solved the unloading problem in Buffalo, were
both adaptations of the principle of the endless belt. The
difference between the two devices was that the conveyor
moved horizontally, while the elevator, an endless belt with
buckets attached, moved vertically. By the use of these two
devices grain could be unloaded, raised to a weighing station,
and then conveyed to a storage bin, or directly spouted down

by the force of gravity in the course of the loading process,

26Tenth Census of the United States, III, 561; Carl W,

Mitman, "OIiver Evans," Allen Johnson and Dumas Malone, eds.,

Dictionary of American Biograph y VI, 208-209., See also the
biography of Evans by Greville %athe, Oliver Evans; a
Chronicle of Early American Engineering (1935).
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The "leg" of the elevator, which was thrust into a cargo of
grain in the course of unloading, could easily be covered or
enclosed in some manner so that the unloading could g0 on
despite the weather,

The first elevator to be used in Buffalo was a horse-
powered elevator set up by Mahlon Kingman in conjunction
with his grain warehouse in 1837, Xingman's elevator, how-

27

ever, was not a commercial success, In 1842 Kingman ad-
vised Joseph Dart, another Buffalo warehouseman who was
planning to build a steam-operated elevator, that "Irishmen's
backs are the cheapest elevators ever puilt. 28

Dart, however, went ahead with his plans, and his eleva-
tor, which was technically superior to Kingman's, was an in-
stant commercial success, After the opening of Dart's ele-
vator in 1843 the grain warehousemen both in Buffalo and
Oswego adopted the new mechanical system of handling.29

Meanwhile this mechanical system of handling was also
coming into favor in the Western Lake ports. A horse-powered

elevator was set up in Toledo in 1838, and sevéral horse and

mule powered elevators were set up in Chicago in 1841-42.30

27Joseph Dart, "The Grain Elevators of Buffalo,”" Buffalo
Historical 8001ety, Publications, I, 401,

28

29Ib1d., 401 ; Buffalo Board of Trade, Annual Statement
of the Trade and Commerce of Buffalo, for the Year knding

December 31, IBE3, 35.

3OWaggoner History of the City of Toledo, 460-465;
Alfred T. Andreas History of Chicago, I, 580,

Ibid.
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In Chicago the horse or mule was stationed on the roof of
the warehouse. The first steam-powered elevator came into
use in Toledo in 1847, and in Chicago in 1848, Milwaukee's
first elevator was built in 1845, and the first elevator in
Detroit--a steam-powered elevator--was constructed by the
Michigan Central Railroad in 1851,31

After the-introduction of Evans' devices the association
of the grain elevator and the grain warehouse became so common
that the grain warehouses began to be called simply "grain
elevators." The "grain elevators," however, did more than
unload grain. They were built with huge bins for the storage
of grain and often were equipped with devices for the cleaning
and screening of grain. Grain was stored in the elevators
rending shipment or while the owner of the grain was waiting
for an improvement in the market. The elevators were built
so that the storage bins were located high enough to facilitate
the unloading of grain by the action of the force of gravity.

Grain elevators solved the problem of handling and storing
bulk grain in Buffalo and Oswego, but they were only a partial
solution to the handling problem in the Western ports. The
Western ports received their grain in smaller lots than did
Buffalo and Oswego, and the separate storage of each of the
small lots was both inconvenient and expensive. In order to

solve this storage problem and to bProvide a common terminology

31Ibia. ; Holton, "Commercial History of Milwaukee ; Open-
ing of The Chamber of Commerce," Wisconsin State Historical
Society, Report and Collections, IV, 261; Silas Farmer, The
History of“BEffoit and Michigan, I, 891,
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for the various qualities of grain, the Boards of Trade in
Chicago, Milwaukee, and Toledo established standard 8rades

of grain and adopted systems of paid inspectors to grade bulk
grain.32 The lots of grain of particularly high quality were
exempted from these systems and continued to be stored separ-
ately, but all other separate lots of grain of the same grade
were stored together. The Chicago Board of Trade established
its system of inspection in 1856~7; Milwaukee established a
similar system in 1858; and Toledo's system came into opera-
tion in 1863-4.33 These systems of inspecting and grading
were not needed in Buffalo and Oswego and consequently were
not adopted there.

A famous English visitor to the United States in 1861
felt that the grain elevators on the Great Lakes symbolized
the vast richness of the New World. He wrote:

I was at Chicago and at Buffalo in 1861. I went
down to the granaries and climbed up into the elevators.

I saw the wheat running in rivers from one vessel into

another, and from the railroad vans up into the large

bins on the top stories of the warehouses--for these
rivers of food run up hill as easily as they do down,

1 saw the corn measured by the forty-bushel measure with

as much ease as we measure an ounce of cheese and with
greater rapidity. I ascertained that the work week went

32Guy A. Lee, "History of the Chicago Grain-Elevator
Industry, 1840-1890," Harvard University, Graduate School of
Arts and Sciences, Summaries of Theses, 153; Guy A. Lee, "The
Historical Significance of the Chicago Grain Elevator System,"
Agricultural History, XI (1937), 20.

33Charles H. Taylor, History of the Board of Trade of
the City of Chicago, I, 24T; Larson, The Wheat Market and
thé FarmeT in Mirmesota, 71; Toledo Blade's Seventh Annual
STatement of the Trade and Commerce of Tolcdo Tor The Year
EﬁﬁIﬁEfDEbEﬁb5?‘315?7-1831, De
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on week-day and Sunday, day and night, incessantly--
rivers of wheat and rivers of maize ever running. I
saw the men bathed in corn as they distributed it in
its flow., I saw bins by the score laden with wheat,
in each of which bins there was space for a comfort-
able residence, I breathed the flour and drank the
flour and felt myself to be enveloped in a world of
breadstuff. And then I believed, understood, and
brought it home to myself as a fact that here in the
corn lands of Michigan, and amid the bluffs of Wiscon-
sin, and on the high table plains of Minnesota, and
the prairies of Illinois had God prepared the food for
the increasing millions of the Eastern world as also
for the coming millions of the Western. . . . I began
then to know what it was for a country to overflow
with milk and honey, to burst w%Ih its own fruits and

be smothered by its own riches.

It was on the Great Lakes that Evans' devices were first
put into widespread and pragtical use. The first elevators
built in FEurope were built by Robert Dunbar, the designer
of Dart's elevator and of many other elevators on the Great
Lakes.35 The first elevators built along the Mississippi
River grain route were built in 1865 in St. Louis and in 1868
in New Orleans.36 These elevators were built in imitation
of the elevators on the Great Lakes in order to gain the ad-
vantages of the inexpensive handling of grain which had been
demonstrated on the Great Lakes. The lack of such an elevator
system on the Mississippi River grain route before the Civil
War was one of the handicaps which held back that route in
its competition with the Great Lakes route.

34 Anthony Trollope, North America (1862), I, 231-232.

35Car1l W. Mitman, "Robert Dunbar," Allen Johnson and

Dumas Malone, eds., Dictionary of Amexrican Biography, V,
506-507.

3GSenate Report, No. 307, 43 Congress, 1l session, II, .
864 ; Wyatt W. Belcher, The Economic Rivalry between St. Louis
and Chicago, 1850-1880,  I71.




CHAPTER II1I

THE DEVELOPMENT OF THE MARKETING SYSTEM OVER
THE GREAT LAKES ROUTE, 1829-1860

The diversion of the grain and flour trade of the East
North Central area from the Mississippi River route to the
Great Lakes - Erie Canal route was made possible by the
cheapness of the cost of transportation over the lattexr

route. It was this cheapness of transportation that enabled

the new route to compete with the older route.

But the mere fact of the ability of the new route to
compete with the older route did not by itself guarantee that
a large-scale diversion of trade to the new route would take
rlace. The factor which was largely responsible for bring-
ing about the large-scale diversion to the new route was
the dissatisfaction of Western farmers with the marketing
system afforded by the Mississippi River route, but ironically
the Western farmers were themselves partly to blame for the
shortcomings of the marketing system of which they complained.
In the early stages of the diversion of trade to the Great
Lakes the new route afforded an organized system for market-
ing agricultural commodities whereas the Mississippi River

route 4id not afford such a system,

51
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The development of an organized marketing system on the
Mississippi River was held back because the river system was
a free avenue open to anyone who wished to build a rude boat,
load it with produce, and float the produce to market. Regu-
lar dealers were discouraged from entering the produce business
on the river system because of the ease with which irregular
dealers could compete with them, Consequently, the grain
trade on the Mississippi River system was mostly conducted by
the farmers themselves, and this continued to be the practice
until well into the decade of the 1840's.l

Under this system of marketing, an individual farmer or
a farmer and his neighbors constructed a flatboat for the trip
down the river. These boats were generally built for use in
the spring of the year because at that time the rivers were
at a high level and a larger cargo could be carried.2 The ap-
pearance of the flatboats in use on the Mississippi River
system in the decade of the 1840's was described by a con-

temporary as follows:

They are simply an oblong ark, with a roof slightly
curved from the center to shed rain. They are generally
about fifteen feet wide, and from fifty to eighty, and
sometimes an hundred feet in length. The timbers of the
bottom are massive beams, and they are intended to be

lLouis B. Schmidt, "Internal Commerce and the Develop-
ment of National Economy before 1860," Journal of Political
Economy, XLVII (1939), 801, note 5; Iss&c Lippincot¥,
"Internal Trade of the United States 1700-1860," Washington
University, Studies, IV (1916), 95-9&.

2

See the excellent account of Mississippi River trade
in U. S. Treasury Department, Bureau of Statistics Reporxrt
on the Internal Commerce of the United States, 188é, =234,
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of great strength and to_carry a burden of from two
to four hundred barrels.

When the spring rise came in the rivers, flatboats from
all sections of the West began the trip to market. The flat-
boats stopped wherever there was a market for produce, but
large numbers of them were forced to proceed down the river
to New Orleans because the best market for ham, bacon, corn,
wheat, and flour was in the deep South, After the cargoes
of the flatboats were disposed of, the flatboats themselves
were broken up and sold for lumber, and the farmer-merchants
then returned home,

For several reasons the farmers in the West did not like
this system of marketing. One reason was that the flatboats
from all over the West arrived at the markets at the same
time with their products and this served to depress prices,
Another difficulty was that the farmer-merchants found that
their marketing trips were arduous and that they lost valuable
time which they needed for their spring planting.4 The farm-
ers of Knox County, in southern Indiana, who shipped their
products to market on the Wabash River, summed up their com-
plaints in 1844 as follows:

The uncertainty of the time of shipment, and the
short period during each season [of the spring rise of

the Wabash River], have prevented the merchants of this
country embarking as regular dealers in the produce

3John Banvard, Description of Banvard!s Panerama of the
Mississippi River, 2.

4Journal of the Ohio House of Representatives, January 3,
1822, 20; Thomas Ford, A History of Illinols, from 1ts Com-

mencement as a State in™1 o 1847, 98-39; FrederIck Gerhard,

Illinois as I¥ Is, 67-68.
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business. The consequence has been, the farmers have,

much to their injury, been compelled to ship their own

products . . . and too often does it happen that they
lose one year's cropping in disposing of the cropping

of the previous year, and that, too, at a ruingus sacri-

five, both in their health and their fortunes.

Although merchants on the Mississippi River route unless
they used flatboats were discouraged by the competition of
the farmers from entering the produce business, the develop-
ment of shallow draught steamboats on the upper Ohio which
were good freight carriers enabled regular dealers to compete
in the produce trade.6 The owners and agents of these boats
became dealers in agricultural commodities, and in the 1840's
this method of marketing began to replace the flatboat trade
on all the rivers of the Mississippi River system.7 Since
shallow-draught steamboats could not be profitably used on
the lower Mississippi River, their cargoes were transhipped
at Cincinnati and St. Louis to the larger steamboats used in
the downriver trade to the South.8

The slowness with which a regular marketing system was

developed on the Mississippi River route and the inadequacies

5Senate Document, No. 241, 28 Congress, 1 session, 3.

6Ford, A History of Illinois, 99,

7U. S. Treasury Department, Bureau of Statistics, Report
on the Internal Commerce of the United States, 1882, appendix,
I66% Louls C. Hunter, Steamboats on the Western mvers, An

Economic and Technological History, 83-84, 353-356.

8Felix T. Haig, Notes on the River Navigations of North
America, 55; A, B. Chambers, Memorial of the Citizens of St.
TLoulsS, Missouri to the Congress of the United States, P?aiigf
an Appropriation for Removing the ObstTruction o The Navigation
of The Western Rivers, For the Improvement of the St. Louls
Harbor and ror Uthexr Purposes (I8¥Z), I7.
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of this system fostered the various stages in the diversion
of trade to the Great Lakes - Erie Canal route. The large
wagon trade, for example, which sprang up to Toledo and
Chicago in the late 1840's was an expression of the Western
farmers'! dissatisfaction with the marketing system on the
Mississippi River system., ‘

By the late 1840's the Mississippl River route was able
to‘offer 2 : ewhat improved marketing system, but by that
time the area of competition between the two routes had moved
farther westward (because of the movement of the center of
grain production), and the contest between the two routes
had largely narrowed down to a competition involving St. Louis
on the one hand and Chicago and Milwaukee on the other.9 This
competition developed into a contest for the grain and flour
trade of the upper Mississippi Valley. St. Louis was handi-
capped in its efforts to tap the trade of this area by the
Des Moines and Rock Island rapids in the Mississippi River
and also by the lack of facilities on the Mississippi River
route to handle bulk grain. Grain shipments to St. Louis
were handled in sacks, and elevator faclilities for the
handling of bulk grain were not introduced until the St.
Louis Grain Elevating Company completed the first elevator
to be built in that city in 1865. About the same time other

forward-looking businessmen formed the Mississippi Valley

9Eighth Census of the United States, Agriculture, clv-
clvil; Wyatt W, Belcher, The Economic Rivalry between St.
Louis and Chicago, 1850-1885 —JO7-110.
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Transportation Company for the purpose of transporting bulk
grain and other commodities on the lower.  Mississippi River
in barges drawn by tow-boats instead of in steamboats. This
company erected a transfer elevator at New Orleans for the
purpose of transferring bulk grain from the barges to ocean
vessels, and in 1868 an elevator was completed at New Orleans
for storing as well as transferring grain.lo However, these
improvements in the facilities on the Mississippi River route
came too late to effect a diversion of the upper Mississippi
grain trade from its accustomed Great Lakes channel. The new
facilities served but to produce an improvement in the handling
of grain and flour enroute to the southern markets.ll
The competition of farmer-interlopers which held back
the development of an organized marketing system over the
Mississippi River was not encountered on the various canal
systems connecting with the Great Lakes. It required a con-
siderable amount of capital to construct a canal-boat--much
more than to construct a flatboat--and consequently farmers
were discouraged from building their own canal-boats and
doing their own marketing. As a result, merchants regularly
engaged in the produce business over the Great Lakes - Erie
Canal route much sooner than was the case over the Mississippi

River route.

10U. S. Treasury Department, Bureau of Statistics,
Report on the Intermal Commerce of the United States, appendix
I5; see also, Unlion Nerchants' Exchange, Annual o tatement of
the Trade and Commerce of St. Iouls for the Year 1865, 11-1Z.

11Proceedings of the River Improvement Convention, Held
in St. Touls, February 12 and 13, EBE?, 40,




57

On both the Erie Canal and on the Western canals connect-
ing with the Great Lakes the function of marketing agricultural
commodities was handled by the canal-boat "Lines." These
canal-boat Lines were simply business affiliations of canal-
boat owners.l?

The first canal-boat Iines to be developed were those
on the Erie Canal., These ILines offered a through marketing
and transportation service for the entire length of the Erie
Canal. The agents of these affiliations at various points
along the Erie Canal advertised themselves as "commission and

forwarding agents." The commission part of their title meant

that they engaged in the marketing of agricultural produce
for a commission, and the forwarding part indicated that they

were also general freight agents. The combination of these
two functions was very practical because the major part of
the freight business on the Erie Canal consisted of the trans-
portation of agricultural commodities; and the canal-boat
Lines, by offering a marketing service in addition to their

12Desp1te the importance of the canal-boat Lines in

the development of the West this topic has not received the
attention it deserves., The sources of information for the
present study were found mainly in advertisements in the
Buffalo city directories, and in the directories of other
Lake cities. See also, Clark Waggoner, Histo of the

City of Toledo and Lucas County, Ohio (1 , 450, 457;

. Disturnell (publisher), New YoTrk As It Is, In 1835,
150-151; and the letter-books and correspondence o . M.
Hunt and T. Roby, storage, commission and forwarding agents
of Detroit, Michigan, Thomas Palmer Papers, Burton Historical
Collection, Detroit Public Livbrary.
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transportation service, were able to assure themselves of
a large business.13

The Erie canal-boat Lines served the markets for flour
and grain in the heavily populated Eagst. At Albany and
Troy, the eastern termini of the Erie Canal, the flour and
grain marketed by these Lines were transferred to coasting
vessels for shipment and distribution down the Hudson River
and along the Atlantic coast. By 1830, however, it had be-
come more common to make the transfer from canal-boats to
coasting vessels in New York harbor.14 This was because it
was found to be more economical to use larger vessels in
the coasting trade and these larger vessels were unable to
proceed up the Hudson River to Albany and Troy owing to
obstructions in the navigation of that river. Under this
latter system the canal-boats bearing grain and flour were

lashed together and towed down the Hudson River to New York

harbor, some twelve or fifteen at a time.15

13Cr 's Directory for the City of Buffalo, 1841, ad-
vertising section; H. N. Walker's Bﬁ%fEIb rectory,
1842, advertising sectIon, AsS early as 18 e New York
Canal Commissioners reported that grain products paid more

than one-half of all tolls paid on the eastward trade. New
York Assembly Document, No. 47 (1830), 18,

14House Executive Document, No. 189, 22 Congress, 1
session, 21; Halg, Notes on the RIver Navigations of North
America, 48-49. In IB35 the Two Tow-boat companles In opera-
Tion on the Budson were the Troy Line and the Swiftsure Line,
Disturnell, New York As It Is, in 1835, 150. On the obstruc-
tions to navigatIon in the Hudson River see, John S. Curtiss,
"The Sloops of the Hudson, 1800-1850," New York His tory,

XXX1I (1933), 67.

L5Harbor-Mester of the Port of Albany, Annual Report,
New York ASsembly Document, No. 138 TIB%%*, b1y
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In 1833 the following canal-boat Lines were in operation
over the Erie Canal:16
Troy and Erie lLine
Pilot Line
Washington Line
RNew York and Ohio Line
Mexrchants! Line
Hudson and Exrie Line
Clinton Line
These canal~boat Lines extended their tramsportation
and marketing services to the West via Lake Erie by forming
affilijations with vessel owners and by appointing freight
agents to represent them in the ports along the Ohio shore:
Fairport, Cleveland, Ashtabula, Huron, Milan, and Sandusky.
Like their counterparts in the East these Western agents
also advertised themselves as "commission and forwarding
agents." The grain and flour which they received from farm-
ers and millers was shipped on Lake vessels and over the Erie
Canal and was s0ld in the East by the eastern commission and
forwarding agents of the Erie canal-boat Lines.l7
This marketing system was extended inland from the
Lakes on the completion of the Ohio and Erie Canal in 1833,
Affiliations of canal-boat owners were also formed on this
canal and these lLines in turn affiliated themselves with an

Erie canal-boat ILine., Thus the commission and forwarding

16smith, History of the City of Buffalo, II, 192.

17Julius P. Bolivar MacCabe, ed., Directory Cleveland
and Ohio City for the Years 1837-38, adve sing sectlion;g
H. N, Walker's Buffalo City Directory, 1842, see the
advertIsement oFf the " Tommercial Transportvation Co.,"
advertising section.
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agents of the canal-boat Lines on the Ohio and Erie
Canal were affiliated with a marketing and transportation
system which extended as far east as New York Ci't;y.l8

This same system also developed on the Miami and
Erie and Wabash and Erie Canals serving Toledo, armd on
the Illinois and Michigan Canal serving Chicago. At other
ports, such as Detroit, which were not served by canals,
the Erie canal-boat Lines were represented by commission
and forwarding agents who sexrved the interests of ILake
vessels which were operated as affiliates of an Erie canal-
boat Line. These agents also formed business connections
with inland produce dealers.19

The grain and flour trade on the Great Lakes began
to develop in the late 1820's, and the following table of
the produce passing to the East on the Erie Canal through
Buffalo and Oswego indicates the amount of Westerm business
handled by the Great Lakes marketing system during this
early period:2o

18See the advertisement of Griffith, Pease & Co., of
Cleveland, who advertised themselves as agents of the Troy
and Erie line (Exie Canal ), produce merchants and dealers in
salt, and proprietors of a Iine of canal-boats on the Ohio amd
Erie Cansl., MacCabe, ed., Directory Cleveland and Ohio City
for the Years 1837-38, advertising secvtion.
19Director of the Cig¥ of Detroit for 1837, advertising
section; Directory of the of Detroit Tor 1845, advertising
section; Robexrt Fergus (comp.), Directory of the City of
Chicago, Illinois, for 1843, Fergus Historical Series, No.
g§, advertising section,
20
Canal Commissioners, Annual Report, New York Assembl
> T oF Th DETTHent

Documen®, No.765 (1IB36), 52; Auditor of the UénﬁI_D%E ent,
Annual Report, New York Assembly Document, No. 133 ’
table No. 26.
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Year Buffalo Oswego
wheat flour wheat flour
bushels barrels bushels barrels
60 1bs. 216 1bs. 60 1lbs, 216 1lbs,

1829 3,640 4,335

1830 149,219 31,810

1831 186,148 62,968

1832 100,761 21,932 available

1833 114,337 78,324

1834 111,798 79,847

1835 168,012 100,833 51,962 123,421

1836 304,090 139,178 112,224 94,667

1837 450,350 126,815 10,025 66,002

1838 933,117 277,620 59,710 76,098

1839 972,156 357,446 106,210 110,390

Prior to 1839, these grain and flour shipments were
transhipped to canal-boats at Buffalo and Oswego but they

were not sold there. Instead the produce was taken farther

along the Erie Canal to Rochester, Utica, Albany and New
York City and sold in those centers.21

About 1839, however, a grain market began to develop
in Buffalo, The development of this grain market was con-
temporaneous with the development of milling in the vicinity
of that city. The open market for grain in Buffalo in turn
encouraged the commission and forwarding agents in the West
merely to ship grain and flour by ILake vessels to Buffalo
to be so0ld there instead of consigning their shipments via

an Exrie canal-boat Line.22

21U. S. Treasury Department, Statistics of the Foreign
and Domestic Commerce of the United States (18637, 1561,
Tootnote,

2
2Ibid.; S. S. Guthrie, "History of the Buffalo Boarad
of Trade,”™ Buffalo City Directory, 1870, 29-30; Smith,

History of Thé City of Burfalo, 211-21Z2,
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The Buffalo grain market was formally orgenized in
1844, It was organized in response to the need for some
common meeting place where the buyers from the mills could
meet the commission agents who handled the sale of the
grain cargoes which were brought to the city. In order
to provide such a grain exchange several meetings of the
grain dealexrs of Buffalo were held in the early months of
1844 under the leadership of Russell H. Heywood, the owner
of the Venice Flour Mills near Buffalo.23 From these meet-
ings there emerged the organization of the Buffalo Board of
Trade. The members of this association agreed on a set of
by-laws and adopted machinery for the arbitration of disputes,
and Heywood, who was elected the first president of the
organization, provided a rent-free hall in the Merchant!'s
Exchange Building which he erected in Buffalo in the winter
of 1844-45., 1In this hall the members of the association
met together to buy and sell grain.24
Meanwhile Oswego was also developing as a milling and
grain marketing center, and the grain dealers of that city
formally organized & grain exchange on October 5, 1849,

under +the auspices of the Oswego Board of Trade.25

23Lloyd Graham and Frank H, Severance, The First
Hundred Years of the Buffalo Chamber of Commerce, 7, 26.

241pbiaq.

25U S. Treasury Department, Bureau of Stetisties,
Regort on the Internal Commerce of the United States, 1882,
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When the grain markets in Buffalo and Oswego were first
developed they sexrved primarily the millers in the vicinity
of those cities, but the disappearance of the Erie canal-boat
Lines in the decade of the 1840's thrust upon the grain deal-
ers of Buffalo and Oswego the position of middlemen between
the West and Fast in the grain and flour trade.

The older system of marketing via the Erie canal-boat
Lines gradually broke down in the course of the decade of
the 1840's when these Lines lost their business to the +trans-
portation companies which were then formed on the Great Lakes
and Erie Canal. These transportation companies developed
from consolidations of several of the largexr Erie canal-boat
ILines. They specialized in carrying freight and d4id not
engage in the marketing of agricultural commodities.26

The disappearance of the Erie canal-~boat Lines resulted
in a breakdown of the well-established marketing commections
between the Westexrn grain merchants and the grain merchants
in the markets east of Buffalo and Oswego on the Erie Canzal,
To £111 this void the Western grain merchants made marketing

26’_l!he companies formed by the consolidations of some
of the Lines drove the remaining ILines out of busineuss, By
1841 there were thirty-four canal-boat Lines competing for
business on the Erie Canal., Consolidations of these Lines
into companies had begun by 1842. The Telegraph, Commercial,
and Transportation Lines formed the Western Transportation
Company. The Pilot, Traders'!, Erie and Ohio Lines formed
the American Transportation Company. Cr '1s Directoxry forxr
the City of Buffalo, 1841, 22; H. N. WaI%er's Buffalo City
Direc¥ory, 1842, 63. Note the difTerentiation in function
etween forwarding and commission agents in the advertise-
ments in The Commercial Advertiser Directory for the City of
Buffalo, I848-1840. o
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arrangements with the grain merchants in Buffalo and Oswego,
and as a consequence in the late 1840's most of the grain
and flour shipped on the Great Lakes began to be sold in
those cities, By 1850 Buffalo had become the largest grain
and flour market in the United States.27 The Oswego grain
market was about half the size of the Buffalo market.2S

The system of marketing grain and flour by selling it
in Buffalo and Oswego, however, constituted only a modifica-
tion of the marketing system which had first been organized
by the Erie canal-boat Lines. Many of the features of the
earlier system of marketing persisted. The canal-boat Lines
on the Western canals continued to engage in the marketing
of agricultural commodities in the 1840t's and early 1850'8.29

Under both the Erie canal-boat lLine system of marketing
and under the system of marketing which replaced it, the
grain merchants in the Western Lake ports received flour
and grain directly from nearby farmers and millers and, in-
directly, from more distant farmers and millers through the
agency of inland commission merchants. Generally neither

the Lake port agent nor the inland agent actually purchased

27Buffalo Board of Trade, Annual Statement of the Trade
and Commexrce of Buffalo for the Year 1855, 10; David Wentworth,
Anmual Review of the Trade Commerce, and Manufactures of
Buffalo, for the Year 1854, 7; New YOrk Senate pocument No.
I67 (18517, 1T,

28New York Senate Document, No. 164 (1851), 12; John C.
ChurchiYI, Iandmarks of Oswego County, New York, 362-~369;
L. H. Everts & Co. (publishers), His%orz of Oswego County,
New York, 171-172,

29833 the advertising section in Charles Cist, Sketches
and Statistics of Cincinnati in 1851; Leola Hockett, "The
WabaSh and Exrie Canal in Wabash Tounty," Indiana Magazine of
History, XXIV (1928), 299-300.
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grain and flour from the farmers and millers. They merely
received it, and charged a commission for marketing it--
this mode of doing business was customary under both the
earlier and the later systems of marketing. Until the
latter years of the decade of the 1840's only minor local
sales of grain and flour were made in the Western Lake
ports.3o

Under both the Erie canal-boat Line system of marketing
and its successor it was the common practice of merchants
to give farmers and millers advances in cash on their con-
signments. In 1833 at Maumee, Ohio, the agents of the Erie
canal-boat Lines gave advances of three~fourths of the value
of the produce they received.31 The amount of the advances
which were made to farmers and millers, however, varied in
accordance with the conditions of competition because these
advances were made as an inducement to attract business,
Hunt & Roby, two partners who operated a commission business
in Detroit in the late 1840's, regularly gave advances of
two-thirds the value of the produce they received and

charged 1% interest on these advances.32

The advances which
were provided by the commission merchants were an important

feature of the marketing system of the Great Lakes because

31"Circular of Comptroller to Persons in Western States
in Relation to Western Trade, September 10, 1833," Commission-
ers of the Canal Fund, Annual Report, New York Sena¥te Document,
¥o. 35 TIBTY, 712,

32unt & Roby to E. J. Mott, November 18, 1847, Thomas
Palmer Papers.
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these payments gave farmers and millers the immediate cash
which they generally needed.33

The commissions which the Western produce dealers
charged their farmer and miller customers also veried in
accordance with the conditions of competition, but a 2-1/2%
selling commission was the general rule.’% fThe 2-1/2% com-
mission included all selling charges by the Lake port and
Eastern dealer; but when grain also passed through the hands
of an inland produce dealer the charges were higher because
of the inclusion of the commission of that agent. Sometimes
the selling charge was a flat per bushel rate. For example,
Charles L. Bissell & Co., a commission house which operated
in Chicago in the 1850's and served about twenty-five inland
produce dealers, charged their inland correspondents a flat
two-cent-per-bushel selling commission on wheat and a one-

cent-per-bushel commission on corn and other grain.35 The

33This factor was not an advantage peculiar to the Great
Lakes-Erie Canal route except in the early period before the
Mississippil River commercial system was well organized. Mer-
chants in the West regularly gave advances on consigmments and
both New Orleans and Buffalo merchants were equally able to
obtain capital in New York City.

34This was the standard rate of commission adopted by
the New York Chamber of Commerce, March 2, 1819, Disturnell
(publisher), New York as It Is, In 1835, 166.

35w. A. Sanborn to Charles L. Bissell & Co., August 14,
1856, Charles L. Bissell Papers6 Burton Historical Collec-
tion, Detroit Public Library. Flat-rate" commissions of
this type were more common than percentage commissions by
1860. See, Toledo Blade's Seventh Annual Statement of the
Trade and Commexrce of Toledo Toxr 1864, 4.
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Bissell Company made their Buffalo sales through Cutter &
Coye, and this Buffalo firm charged its Lake port correspond-
ents a 1-1/4% commission on sales.J°

Under the later marketing system on the Great Lakes it
was necessary for the commission agents in +the Western Lake
ports to have business connections with a Buffalo or Oswego
commission agent who would act as their agent in the sale of
grain and flour in those markets. These business relation-
ships frequently took on the aspect of informal affiliations
because the Lake port commission agents generally sold through
the same Buffalo or Oswego house year after year. Interest-
ingly, the business relationship was sometimes also a family
relationship. For example, Charles Walker, of Chicago, who
was the largest produce dealer on the Lakes in the late
1840's, established his brother-in-law, Cyrus Clark, in busi-
ness in Buffalo to represent him there.37 The ten Hollister
brothers of Ohio afford another example of this type of
family cooperation. Three of the ten brothers in the 1840's
became commission merchants in Buffalo and served as selling
agents for other members of the family who remained behind
in various cities in 0h10.38

The Buffalo and Oswego commission houses, in addition

to serving their Western Lake port correspondents as selling

360utter & Coye to Charles L. Bissell & Co., Auzust 11,
1856, Charles L. Bissell Papers,

377 epuia Eastman, "Biographies: Charles W, wWalker,"
Chicago Magazine, I (1857), 51-55; Andreas, History of Chicago,
I, 555, 586-58T7.

38Waggoner, History of the City of Toledo, 470.
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agents, also served them in a financial camcity. The
Buffalo dealers regularly provided their fellow produce
dealers in the Western ports with advances on the consign-
ments of grain and flour which were sent to them for sale.
This made it possible, in turn, for the Western Lake port
dealers to offer advances on consignments to the farmers
and millers and inland commission merchants with whom they
did business. These advances all along the chain of sale
to Buffalo and Oswego were discharged after the grain and
flour on which the advances were made were sold in those
markets, 39

The advances made by the Buffalo or Oswego commission
houses to the Lake port dealers, and the advances made in
turn by the Lake port dealers to their inland colleagues,
were accomplished generally by means of bank drafts. For
example, an inland commission agent when he received grain
and flour to be marketed, gave cash advances on these con-
signments. These advances, if he made very many of them,

depleted his capital. To replenish his funds he notified

39The advertisements of Buffalo commission merchants
in the Buffalo city directories generally specified that
they gave "advances on consignments." The letter-books
and correspondence of Hunt & Roby, of Detroit, 1846-1852,
also show the system in operation. See particularly, Hunt
& Roby to Willis & Kirby, September 15, 1847; Hunt & Roby
to Coats & Folger, September 21, 1847, Thomas Palmer Papers.
The letters received from country dealers by Charles L.
Bissell & Co., of Chicago, 1854-1861l, numbering several
thousand, also show the same system in operation. See
particularly, Richey & Thompson to Charles L. Bissell &
Co. ;.January 18, 1856; George W. Bissell to Charles L.
Bissell, August 16, 1855, Charles L. Bissell Papers.
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his Lake port representatives that he was sending a shipment
forward and on the basis of the security of the value of
this shipment he executed an interest-bearing draft at his
local bank for which his bank gave him banknotes. The draf+t
which he executed was drawn on his Lake port representatives
and was payable by them. The local bank merely sent the
draft forward for collection by a bank in the Lake port.
These drafts were generally time drafts payable in thirty or
sixty days rather than sight drafts.4o

In turn, the Lake port dealers replenished their funds
in a2 similar manner by executing drafts on their Buffalo or
Oswego representatives, These drafts were also generally
time drafts, Time drafts were preferred because they gave
the dealers sufficient time to complete the chain of sale
and discharge their indebtedness.41 This system was also
used in reverse: <+to transmit to the West the money which

was made from the sale of the grain and flour.42

40charies Bissell, of Chicago, permitted country
dealers with whose honesty he was familiar to draw, but
he preferred to send currency to other dealers, See,
George W, Bissell to Charles 1. Bissell, August 16, 1855,
Charles L, Bissell Papers,

4lcutter & Coye to Charles 1. Bissell & Co., June 18,
1856, Charles L. Bissell Papers. George Bissell, of Detroit,
wrote his dbrother in Chicago, "Advise me at what price one
or two cargoes of wheat could be bought for and could you
get money on Buffalo on time enough to allow the wheat to
arrive there." George W, Bissell to Charles L, Bissell,
February 29, 1856, Charles 1. Bissell Papers.

42See, for example, George W, Bissell to Charles L.
Bissell, May 19, 1854, Charles L. Bissell Papers. Georsge
Bissell of Detroit, established his younger brother Charles
in Chicago and thereafter wrote him on business matters and
chided him on his mistakes. These letters are revealing of
the details of trade at this time,
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There were several safeguards which materially reduced
the chances for dishonesty in this type of financing. Gen-
erally, banks would not discount drafts drawn on commission
houses unknown to them.43 In addition, the drawer of the
draft was required to have a general authorization signed by
the commission house on whom he wished to draw.44 FPurther-
more the commission merchants on whom the draft was drawn
would not sign the draft (which would indicate they intended
to pay it) unless they had already received a bill of lading
or assurance of some kind that a shipment was enroute which
when sold would cover the amount of the draft.45

Despite these safeguards, however, some dishonesty still
persisted and occasionally drafts were not accepted for pay-
ment. In such cases the drafts which were not accepted were
known as "protested drafts™ and the banks were forced to
demand payment from the drawer of the draft. Because of this

danger the Western banks generally refused to discount, i. e,

43Note the action of Chicago banks in refusing to dis-
count time drafts drawn on Cutter & Coye, of Buffalo, because
the firm was not then well known in Chicago. Cutter & Coye
to Charles L. Bissell, September 23, 1854, Charles L. Bissell
Papers,

44George W. Bissell to Charles L. Bissell, March 1,
1854 ; Cutter & Coye to Charles L. Bissell & Co., May 16,
1855, Charles L. Bissell Papers.

45See, for example, the instructions of Cutter & Coye,
of Buffalo, to Charles 1. Bissell & Co., of Chicago. Cutter
& Coye to Snarles L. Bissell & Co., September 1, 1856. Charles
L. Bissell Papers. "We cannot accept your dft. as advised. . . .
We are sorry to let it go back, but we are pledged not to accept
paper under such circumstances -- that is -- without the prop-
erty." Cutter & Coye to Charles L. Bissell & Co., May 26, 1857,
Charles L. Bissell Papers,
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cash, drafts when money was "tight" in the West.46 At these
times the banks would only deal in fully secured paper, and
the system of using drafts in the financing of the produce
trade broke down. This d4id not happen very often, however,
and generally the system worked quite well.47 On the occa-
sions when it did occur, the Western Lake port dealers were
not too much inconvenienced. At such times they sent their
drafts forward to be discounted in Buffalo or Oswego and used
Eastern banknotes to carry on their business.48

The system of financing the grain trade of the Great
Lakes prior to the development of the Buffalo grain market
was somewhat similar to the later system. However, when the
earlier system developed there was a lack of banking facili-
ties in the West and the banks of upstate New York at Utica,
Albany, Canandaigua, and Buffalo discounted the projuce drafts,

46n_ . currency can not be had, sight drafts on
Buffalo go a begging. We are obliged to send forward
drafts for collection -- as the [local] banks will not dis-
count. The scarcity of money is without doubt [the cause
of the low price of flour]." Hunt & Roby to T. S. Forsey,
October 29, 1846, Thomas Palmer Papers,

47Judging from the correspondence of Hunt & Roby and
Charles L. Bissell such periods occurred in 1846-1847, 1854,
1857, 1860. Hunt & Roby to B. J. Redfield, April 19, 1847,
Thomas Palmer Papers; George W, Bissell to Charles L. Bissell,
March 14, 1854 ; Cather & Payne to Charles L. Bissell & Co.,
May 26, 1857, Charles L. Bissell Papers. For the situation
in 1860 see, Toledo Blade's Annual Statement of the Trade and
Commerce of Toledo for the Year 1860, 5.

4“Crunt & Roby to T. S. Forsey, October 29, 1846, Thomas
Palmer Papers; Cutter & Coye to Charles 1. Bissell & Co.,
October 31, 1856, Charles L. Bissell Papers. See also,
Waggoner, History of the City of Toledo, 472.
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and the banknotes received from these banks were sent to
the West to finance the purchases there.49

The general system of financing through the use of
drafts was an important feature of the grain trade of the
Great Lakes because it enabled the produce dealers on that
route to handle a large volume of business with a small
amount of capital. It was not a system, however, which was
unique to the Great Lakes. The origins of the general sys-
tem of bank drafts are obscure, but drafts were used (and
8till are used) in foreign trade and in interregional trade,
the domestic equivalent of foreign trade.so This system,
however, functioned particularly well on the Great Lakes
because of the close business affiliations between the pro-
duce dealers in the Western lLake ports and the dealers in
Fuffalo.

The drafts used in the produce trade served not only
in the financing of that trade but also as a means by which
the West was able to discharge its indebtedness to the East,

49nThese drafts are made at the pleasure of the drawer
and the internal banks, mostly at Rochester, Buffalo,
Canandaigua, Utica and Albany discount these drafts. Their
bank-notes are received, with which the purchases of wheat
are made by agents ([of the Erie canal-boat Lines] at differ-
ent points in New York, Ohio, Pennsylvania, and Michigan."
Maryland Pocket Annual for 1840, 75-77; Kuhlman, The Develop-
ment of the Flour-MilTi Industry in the United States, 0.
For detalls see, ”Hepof% of the CommitTee on the Incorporation
and Alteration of the Charters of Banking and Insurance
Companies Relative to the Practices Pursued by Certain Banks.
« « ," New York Assembly Document No. 229 (1835), 6, 44, 109,
132, 148, 155,

5oSee, Joseph J. Klein, "The Development of Mercantile
Instruments of Credit in the United States, Parts I-IV,"
Journal of Accountancy, XII (1911), 594 ff,
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This wés due to the fact that the produce drafts executed by
the Western Lake port dealers were payable at the specie-
paying banks in Buffalo. Therefore, merchants in the West
who had purchased goods in the East and owed money there
were ready customers for thg purchase of these drafts from
the Western banks which discounted them. By purchasing these
drafts the Western business men were able to substitute their
Eastern creditors as the payees of the draft in the place of
the Western banks which ordinarily were the payees, This was
a boon to Western merchants because their Eastern creditors
would not accept Western banknotes or credits on non-specie-
paying Western banks, but they would accept credits on the
specie-paying Buffalo banks.51

An example, perhaps, will make more clear the workings
of this system by which the West discharged its indebtedness
to the East. When a Western merchant purchased a produce
draft and substituted his Eastern creditor as the payee, the
Buffalo bank which collected on the draft for the Western
bank, 4id not credit the Western bank but instead credi ted

51The practice was very similar to that in foreign trade.
See the following pages in which this similarity is developed.
On the need and importance of Eastern exchange in the West
see, Gerhard, Illinois As It Is, 67. On banking in Buffalo
see, Buffalo Board of Trade, Annual Statement of the Trade
and Commerce of Buffalo for the Year 1855, II-IZ.™ On the
general practice seeé, Toledo Blade's Annual Statement of the
Irade and Commerce of Toledo for the Year 1860, 5. For
Further Information on this systTem 1n operation see, Cutter
& Coye to Charles L. Bissell & Co., August 24, 1855; George
W. Bissell to Charles L. Bissell, December 12, 1854, Charles
L. Bissell Papers. Hunt & Roby to Coats & Folger, March 24,

1848, Thomas Palmer Papers.,
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the payee whose name had been substituted. This mode of
rayment was highly satisfactory to Eastern creditors because
credits in the Buffalo banks were readily transferable to
other specie-paying banks in the East.52

Drafts which were used in this manner in the West to
discharge indebtedness were referred to as “exchange," or
more particularly as "domestic exchange"--to distinguish
them from foreign exchange which were drafts payable in for-
eign countries to substituted payees.53

In the West in the period before the Civil War there
were several occasions when domestic exchange was sold at
premiums above face value. Ordinarily the banks in the
Western Lake ports and the brokers, who also discounted pro-
duce paper, discounted the Buffalo drafts of produce dealers
free of interest charges--these charges were borne by the
Western debtors who purchased the drafts from the banks.
When the demand’for exchange on the East was particularly

strong, however, drafts were sold at a premium.54

52 pnarew J. Alken, Annual Report of the Commerce, Manu-
factures, Banki BusinesSs, and REIIroEE System of ¥ilwsukee
For The YeaT IEE?, 12,

53Domestic exchange served the same function as foreign
exchange; it was a way of discharging indebtedness in lieu
of the physical transfer of specie., On this similarity see,
Stephen Colwell, The Ways and Means of P ent: A PFull
Anslysis of the Credit SysTem and 1ts VE%%ous Modes of Ad%ust-
ment (18597, 188-200, 444-153.  As a businessman and po ca
economist, Colwell was intimately acquainted with these tech-
niques,

54Taylor, History of the Board of Trade of the City of
Chicago, I, 265.
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The importance of the grain trade to the West as a
means of discharging Eastern indebtedness was graphically
demonstrated in Chicago at the time of the Panic of 1857.

At that time the premium on specie or exchange on specie-
paying banks in the East rose to over 5%, and the wholesale
merchants of Chicago were so hard pressed to pay these extra
charges that they formed the Merchant!s Grain Forwarding
Association and began to trade in grain.55 Their purpose
in doing this was to obtain exchange on the Eastern banks
themselves and thus avoid purchasing exchange from the
Chicago banks. The historian of the Chicago Board of Trade
recorded the purpose and success of this association as fol-
lows:

The merchants disavowed any intention of inter-

fering with the regular grain business of the city

(the merely local buying and selling of grain], assert-

ing that their only object was to escape an exordbitant

charge for Eastern exchange, As might have been ex-
pected, the organization was too unwieldly to act
effectively, but considerable business was done by
individual merchaggs with their country correspondents
and with farmers,

In the post-Civil War period bank drafts continued to
be used in the grain trade between the East and West., How-
ever, the necessity of using drafts in their capacity as
domestic exchange in order to discharge Western indebtedness

in the East came to an end in the early months of the year

1861 when the New York state banks, followed by other Eastern

banks, suspended specie payments. Soon thereafter the

551vida., 231.
56

Ibid.
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Federal government also suspended specie payments and until
these payments were resumed on January 1, 1879, the internal
trade of the United States was conducted on a non-specie
basis .27

During this period of specie suspension there was no
difference between Eastern and Western banks as to the pay-
ment of specie and Western bank deposits were consequently
of equal value to Eastern bank deposits. Hence domestic
exchange was no longer required in the trade between the two
sections--bank credits in the West could be transferred direct-
ly to Eastern banks. Nor was domestic exchange required in
the trade between the two sections after specie payments were
agein resumed; in the interim the position of Westexrn banks
had improved and the National Banking Act of 1863 had pro-
vided the nation with a uniform currency.

During the Civil War period the grain trade between the
East and West also underwent certain changes. These changes,
brought about by the telegraph and railroad, altered the
characteristic features of the buying and selling of grain
between the two sections.,

57Davis R, Dewey, Financial History of the United States
(1915), 281, 375.




CHAPTER IV

THE EFFECT OF THE TELEGRAPH AND THE RAILROAD ON THE
MARKETING SYSTEM OF THE GREAT LAKES, 1853-1873

The American grain trade of the Great Lakes in the course
of its development up to about 1873 reflected the commercial
revolution in the internal trade of the United States which
was brought about by the telegraph and the railroad. These
modern means of communication and transportation shifted
the centers of grain and flour marketing and distribution
from the East to the West,

The telegraph resulted in the development of grain and
flour markets in the West and therefore made possible the
direct purchase of grain and flour there by Eastern purchasers.
The railroad supplied a network of transportation by means
of which the products purchased in the West could be dis-
tributed directly from the Western markets to the points of
consumption in the East,

This new system of direct purchasing in the West marked
a change from the older system under which Western grain
and flour were shipped to Eastern markets--mainly Buffalo--
and so0ld there for distribution throughout the East. The
change to the new system of distribution began in the decade
of the 1850's, but it did not largely replace the older

system until toward the end of the following decade.
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In the era before the West was placed in telegraph
communication with the East, there were no large grain and
flour markets in any of the Western ports. Small sales of
grain and flour were made in those centers in the pre-
telegraph era in order to supply purely local needs, but
most of the grain and flour which was brought in was merely
received on a commission basis for shipment to the East,

This situation was to be radically altered with the cons+truc-
tion of telegraph lines westward from Buffalo, a project

initiated by the Erie and Michigan Telegraph Company in 1847.l

The reason why the buying and selling of grain and flour
in the local markets in the Western ports was of such small
volume in the pre-telegraph era was that those markets were
out of touch with the price fluctuations in the Buffalo

market.2

Information on the price changes in the Buffalo
market was regularly received, but, in the words of a Chicago
grain merchant, "The long intervals between advices by
steamer . . . compelled grain merchants to do business on

n>

wide margins, The price for a bushel of wheat in the
local market in Chicago, for example, followed the price
fluctuations of the Buffalo market, but at a wider margin

than was justified by the mere cost of transportation per

1William F. Raney, Wisconsin: A Story of Progress,

111-112,

2Taylor, History of the Board of Trade of the City of
Chicago, 147. -

31bia.
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bushel from Chicago to Buffalo.4 This extra-wide price
margin served to protect the Western grain dealers from
price fluctuations of which they could not be aware, but
it resulted in low cash prices in the West for grain and
flour. Because of these low prices most of the grain and
flour received in the Western ports was merely received on
a commission basis for shipment to the East,

The completion of telegraph lines to the West, however,
put the local grain markets in the Western ports in comstant .
touch with the price fluctuations in the Buffalo market.
As a consequence the grain and flour dealers in the West
were no longer forced to buy and sell as cautiously as they
had before, and they began to pay prices which more closely
approximated Buffalo prices. Because of these better prices
more grain and flour began to be offered for sale in these
local markets.5

Another reason why the extension of the telegraph to
the Western ports resulted in more grain being sold in local
centers was that the daily information received from Buffalo
encouraged the speculative buying and selling of grain.

Speculators sought to "cash in" on price changes.6

4On Chicago - New York prices, see the appendix to the
present study. See also Bidwell and PFalconer, Histo
Agriculture in the Northerm United States, 1620-1865 SI?F314.

Staylor, History of the Board of Trade of the City of
Chicago, 147.

bweston A. Goodspeed, and Daniel D. Healy, History of
Cook County, Illinois, I, 189.
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The Chicago Democrat, in September, 1847,commented on this
situation as follows:

There is now a smart chance of a man's making his
"lasting fortune," by trying his luck on a cargo of
Illinois wheat and pocketing a cool thousand with very
little trouble if only he watches the telegraph close
enough to get half an hour ahead of his contemporaries
in the field. . . . A lucky dog who happened to receive
a slip by telegraph last week and who had been watching
his turn of the wheat, started for the docks, like a
fresh hound from the leash, seeking among the holders
of Illinois wheat whom he might make a meal of. He
Soon came across his man and immediately struck a bar-
gain for a cargo at 80 cents per bushel, the seller
chuckling over his trade. In less than fifteen minutes,
however, the market rose to 85 cents, and the fortunate
possessor of the nsws by the last flash pocketed the
cool five hundred.

For several years after the introduction of the telegraph
the local grain and flour markets in the Western ports contin-
ued to be conducted in an informal fashion: +there were no
organized grain exchanges where grain was bought and sold,
but instead the dealers customarily met at a particular street
corner or at the railroad depot or some other location to
transact their business.8 The organization of Boards of
Trade in the Western ports, however, attracted the grain mer-
chants to the club rooms of those organizations and in the
course of a few years the transactions in grain and flour

began to be conducted under the auspices of those associations.

7Ghicago Democrat, September 12, 1847.

8Elmer E. Barton, Industrial History of Milwaukee,
The Commercial, Manufacturing, and Railway Metropolis of
The Wes ; layIor, Histoxry of the Board O ade of the
City of éhicago, 155,
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Boards of Trade were established in Detroit in 1847, in
Cleveland and Chicago in 1848, and in Milwaukee and Toledo
in 1849.9

Large grain and flour markets were developed only in

the more important Lake ports: in Cleveland, Toledo,

VDetroit, Chicago, and Milwaukee. This resulted in a diminu-
tion in the grain and flour receipts 'of the smaller Lake
cities because farmers and millers preferred to send their

grain and flour to the more active markets in the larger

centers.lo

The development of grain markets in the larger Western
rorts also had the effect of introducing specialization in
the ranks of the commission merchants in those ports. In
the course of the decade of the 1850's the grain merchants
in Chicago, Milwaukee, and Toledo began to specialize either
in receiving grain and flour from farmers, millers, and coun-
try dealers and selling these products for them in the local
markets, or in buying grain and flour on Eastern orders and

shipping them eastward to be sold in Buffalo orxr Oswego.11

IBayrd Still, "Patterns of Mid-Nineteenth Century
Urbanization in the Middle West," Mississippi Valley Histor-

ical Review, XXVIII (1941), 199. ese associations when
FIrst organized sexrved a social function,

1Ocompare statistics of Lake Michigan port receipts
in Senate Executive Document, No. 112, 32 Congress, 1 session,

213, and Eighth Census of the United States, Agriculture, cl.
11

Daily Democrat, Annual Review of the Commerce of
Chican Tor l§§§, a&verfiéing section, 14, The receivers
were owni a8 "city dealers," the buyers were known as "ship-
pers." This specialization was well established by 1872,
Senate Reports, No. 307, 43 Congress, 1 session, II, 294.
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In the late 1850's these latter grain merchants also made
arrangements for the sale of grain and flour directly to
the more distant BEastern grain and flour markets: Albany,
New York City, Boston, Philadelphia, and Baltimore.12

The increased volume in the buying and selling of grain
and flour in the larger Western ports was a decidedly import-
ant development because it opened up the possibility of
Eastern purchasers buying grain and flour on a large scale
directly in the Western markets. By purchasing directly in
the West, Eastern purchasers had only to pay the commission
charged by the Western grain merchants, and they were thus
able to avoid the commission charged by the Buffalo or other
Eastern commission house through whom they had previously
made their purchases. The commission paid ordinarily by an
Eastern purchaser was about 2-1/2%, but if he purchased
directly in the West he paid a commission of but 1-1/4% and
sometimes even less than that. Joseph W. Wright, a Chicago
dealer in the early 1860's who specialized in making pur-
chases in the Chicago market for Oswego millers, charged

12This process can be followed through the correspond-
ence of Charles I, Bissell, of Chicago. Bissell's selling
arrangements were with Cutter & Coye, a Buffalo commission
house., In 1855 and 1856, however, Bissell received letters
from Oswego, Boston, and New York City commission merchants
who wented to do business with the Chicago firm., Bissell
cautiously sold one cargo through an Oswego house but turmed
down offers to do business with distant Boston and New York,
I. P. Townsend & Co. to Charles L., Bissell & Co., September
6, 1856; J. & I. Lewis to Charles L. Bissell & Co.,
November 1, 1855; George W. Bissell to Charles L. Bissell,
May 31, 1855, Charles L. Bissell Papers,
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his customers = commission of only 1/4%.13 cCharles L.
Bissell & Co., of Chicago, made purchases in the late 1850's
in the local Chicago market and charged only a 1% commission
for this service.l4

In order for direct purchases to be made in the West
on a large scale, however, it was necessary that a system
of distribution from those markets directly to the various
points of consumption in the East be made available., Ship-
ments of flour and grain by way of the Erie Canal could be
made from the Western markets on through bills of lading to
any point on that canal or on the lateral branches of the
canal system of New York state; but the network of the New
York state canal system was not very extensive., Consequently
the 1limitations of the canal system restricted the volume
of the direct distribution of grain and flour from the
Western markets to the East,

The railroad network, however, which was constructed
in New York state and throughout the East in the decade of
the 1850's was much more extensive than the netwoxrk of trans-
portation provided by the canals. The reason for this

difference was that the extension of railroad trackage was

1350seph C. Wright to Delos De Wolf, April 10, 1862,
Letter-book of Joseph C, Wright, Chicago Historical Society,
Chicago, Illinois. Wright specialized as a "shipper.,"

14 ceorge W. Bissell to Charles L. Bissell & Co., August
26, 1856, Charles L. Bissell Papers. Direct purchases in
the Chicago market were made by France and Great Britain
in 1855, Daily Democrat, Fourth Annual Review of the
Commerce, Rallroads and Manufactures of Chicago for the
Yeaxr 1855, 5. - T
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confronted with fewer problems and was less expensive than
the excavation of canal routes.15 The extensive network of
transportation provided by the railroads afforded a means
by which grain and flour could be distributed on a large
scale from the Western markets directly to the various proints
of consumption in the East. The network of railroad trans-
portation in the BEast, however, had to be connected with the
West before direct shipments of grain and flour could be made
from the West to the East.,

The connection of the Eastern railroad networks with
the West took place in two separate stages. The first stage
occurred during the decade of the 1850's and involved the
three major northeastern railroad systems: the Vermont
Central, the New York and Erie, and the New York Central.16
The second stage occurred in the late 1860's and involved
the two major central eastern railroad systems: +the Pennsyl-~-

vania Railroad and the Baltimore and Ohio Railroad.17

15Railroad investments yielded returns throughout the
year, whereas the canals were closed to navigation in the
winter, Railroads could be built over slight grades,
whereas canal routes required expensive locks. See Senate
gxecutive Document, No. 112, 32 Congress, 1 session, 388-
90,

16The most useful treatment of the northeastern rail-
roads is, William J. Wilgus, The Railway Interrelations of
the United States and Canada T1I937). should be under-
stTood that ITn the Tollowing discussion the railroads are
treated only in their capacity as carriers of grain and
flour,

17See, James W, Livingood, The Philadelphia - Baltimore
Trade Rivalry 1780-1860 (1947).
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The three major northeastern railroad systems formed
the first connections to be made with the West early in
the decade of the 1850's, These connections were made by
vessels on the Great Lakes. ZEach of the northeastern rail-
roads stationed freight agents in the more important Western
ports who arranged for the transportation of grain and flour
from those ports by way of Lake vessels to the Lake termini
of the railroads in the East. PFrom these termini the ship-

ments were carried by railroad directly to their destina-

18

tions. Toward the end of the decade of the 1850's these

railroads established their own propeller lines on the Great
Lakes in order to improve their connections with the West.l9
The Northern Railroad, completed in the fall of 1850,
was the first of the northeastern railroads to reach a
terminus on the eastern shores of the Great Lakes, This
railroad, later a part of the Central Vermont system,was the
final link in the rail route from Ogdensburg, New York, a
port at the easternmost end of Lake Ontrio, to Boston, and
was Boston's first rail connection with the Great Lakes.zo

The New York and Erie Railroad was completed from
Dunkirk, New York, a port on Lake Erie about ninety miles

18Eighth Census of the United States, Agricul ture,

cli-cliYT,

1983e Pp. 88.

2OAccount of the Celebration Commemorative of the
Opening  of Railroad Communication between Boston and
anada, September l7th, I8th, 19th, 1851, 248; Senate
Eiecufive Documents, No. 112, 32 Congress, 1 session, 299.
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west of Buffalo, to the Hudson River in 1851, The main line

of this railroad ran through the hilly terrain of the south-
ern part of New York state. The New York and Erie Railroad
also opened a branch terminus at Buffalo.21

The New York Central Railroad was formed in 1853 by the
consolidation of several pre-existing lines. The main line
of this railroad ran from Buffalo to Albany and paralleled
the Exrie Canal. Within a few years the New York Central
system also added branch routes to Oswego, and to Cape Vincent,
a port on Lake Ontario east of Oswego.22

These three railroad systems in the seven years from
1854 to 1860, inclusive, received at theixr termini on the
eastern shores of the Great Lakes an average each year of
about 40% of the flour barrels shipped eastward on the Great
Lakes. The remaining 60% continued to be distributed by way
of the Erie Canal and coastwise shipping.23 Similarly, in
the five years from 1856 to 1860, inclusive, these railroads
also received about 20% of the bulk grain shipped eastward
on the Great Lakes. The remaining 80% continued to be dis-
tributed over the Erie Canal route.24

These percentages indicate the inroads which direct

purchases in the Western grain and flour markets were making

2lsenate Executive Documents, No. 112, 32 Congress,
1l session, 291-239Z.

2

2 Ibid., 290-291; David M. Ellis, "Rivalry between the
New YorK Uentral and the Erie Canal," New York History, XXIX
(1948), 268 ff,

23Eigh‘bh Census of the United States, Agricul ture,
cli-cliT, -

24Ibid.
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on the older system of marketing and distribution., The
direct purchases of flour exceeded the direct purchases of
grain because flour was inspected and graded in the Western
markets and consequently its purchase in the West was not
handicapped by the question of the quality of the product
which was offered for sale.25 Direct purchases of grain in
the West, however, were handicapped because the quality of
grain in most grain transactions had to be determined by
the personal inspection of the purchaser. In the words of
a Great lLakes grain dealer:

The early grain trade of the United States was
conducted entirely by personal inspection of the
grain by the purchaser, or by the exhibition of sam-
ples by the producer or dealer. . . . In cases where
it was impossible to submit samples or make personal
inspection the grain dealer made a statement or form
of certificate as to the general quality or condition
of a particular quantity of grain he was offering for
sale., As the volume of business increased, the use
of these statements or certificates became more neces-
sary, and it was found that the practice of individual
dealers a%suing their own certificates was not satis-
factory.

The adoption of standard grades of grain by the Boards of
Trade in Chicago, Milwaukee, and Toledo in the late 1850's
and early 1860's, however, made it possible to buy standard
grades of grain in those centers and therefore helped to
increase the number of direct grain purchases made in the

West.27

25maylor, History of the Board of Trade of the City of
Chicago, I, 138,

268enate Executive Documents, No. 116, 60 Congress,
1l session, 1.

27

See p. 49.
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In the late 1850's, as indicated, the northeastern rail-
roads improved their freight service between East and West by
establishing their own propeller lines on the Great Lakes.
The New York Central Railroad in 1857 established a line of
eight propellers to run between Chicago, Milwaukee, Toledo
and Detroit and its eastern termini on the Great Lakes.28
The following year the New York and Erie Railroad also estab-
lished a line of propellers on the Great Lakes; and in 1860
the Central Vermont Railroad bought control of the Northern
Transportation Company's line of propellers.29 These pro-
peller lines were organized by the railroads to meet the com=-
petition of the transportation companies which operated over
the Great Lakes and the Erie Canal with their own fleets of
propellers and canal-boats.3o

At the time when the northeastern railroads established
their propeller lines on the Great IL.akes each of them already

had all-rail commections as far west as Chicago. The New York

288mith, History of the City of Buffalo, II, biographi-
cal section, 75. -

2QSenate Reports, No. 307, 43 Congress, 1 session, II,
220; Toledo Blade's Ammual Statement of the Trade and Commerce
of Toledo for the Year 1860, 11. Information on these pro-
peller IInes is very much scattered. The following, however,
which includes some historical material, will be found useful:
U, S. Commissioner of Corporations, Transportation by Water
in the United States, IV (1912), 29 TT.

30See P. 43. In 1864 the Pennsylvania Railroad formed
a line of propellers known as the Anchor Line to run to Erie,
Pennsylvania, a port on Lake Erie, in conjunction with the

Philadelphia and Erie Railroad. This latter railroad was com-
leted in 1864 as a subsidiary of the Pennsylvania system,

ansportation by Water in the United States, IV, 29; Henry
V. Poor, Manual of the Railroads of the United States, 1880,
362.




89

and Erie's all-rall connection to Chicago, which was the
earliest to be completed, was opened in 1852 by way of the
Lake Shore Railroad to Toledo and from there to Chicago by
way of the Michigan Southern Railroad.3l Subsequently the
New York Central Railroad formed its all-rail connection to
Chicago via the Great Western Railway of Canada to Windsor,
Canada, opposite Detroit, and from Detroit to Chicago via
the Michigan Central Reilroad.’2 The tracks of the Great
Western and the New York Central were connected by the sus-
pension bridge across the Niagara River gorge which was
completed in 1855, By the end of the decade of the 1850's
the Central Vermont Railroad had formed a western connection
to Chicago via the Grand Trunk Railway of Canada (through
Montreal to Sarnia, Canada), from Sarnia to Detroit, and
from Detroit via the Michigan Central Railroad to Chicago.>>
These all-rail routes, however, were only of minor im-
portance in the grain and flour freight traffic of the north-
eastern railroads. In the season of navigation on the Great
Lakes-~-the season when most of the grain and flour was
moved--the all-rail routes were unable to compete over long
distances with the Lake-rail routes, As a result the all-

rail routes were only used during the wintertime to carry

31New York Chamber of Commerce, Tenth Annual Report,
75; Wilgus, The Railway Inter-relations or The Unifeg States
and Canada, BIL,

327pia.

331pia.
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flour.34 All-rail wintertime grain shipments, however,
were not made because the interruptions in gauge over these
routes made it necessary to transfer the grain from one car
to another and these transfers were too expensive. PFlour
barrels, however, could be transferred from one railroad
car to another at a relatively small cost, and as a conse-
quence wintertime flour shipments were not handicapped by
the cost of transfer,

The first allrrail shipments of grain from Chicago to
the East were made in the winter of 1867 when the thixd rail
over the Great Western Railway was completed, adapting that
line to narrower-gauge cars, and the railroad-car ferry
service was established between Detroit and Windsor.>” Until
these improvements wexre made it had not been possible to make
all-rail shipments between Chicago and New York in the same
raillroad car. Shipments over the eastward route of the New
York and Erie Ralilroad required transhipment to the wider
gauge cars of that railroad until a third rail was added in
1878.36

In the decade of the 1850!'s at the same time that the

three northeastern railroads were constructing their rail

34New York Pro Rata Select Committee, Proceedings
before the Committee, January, 1860, 63.

35U. S. Treasury Department, Bureau of Statistics,
Report on the Internal Commerce of the United States, 1876,
appendix, 9I; Senate Reports, No. 307, ¥3 Congress, 1 sessiom,
II, 269.

36Eaward H. Mott, Between the Ocean and Lakes, The Story
_O_£ mie, 4830

4
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lines in the northern part of the East, the Pennsylvania

and the Baltimore and Ohio Railroads were in the process

of constructing their rail routes in the central part of

the BEast. Both the Pemnsylvania Railroad and the Baltimore
and Ohio Railroad were successful in providing a cheap trans-
portation service to the West although the Pennsylvania Main
Iine and the Chesapeake and Ohio Canal built in an earlierxr
period over much the same routes as these railroads had
failed.37 The Baltimore and Ohio Railroad reached Wheeling
on the Ohio River in 1853.38 The Pennsylvania Railroad,
which bore the same relationship to the Pennsylvania Main
Line which the New York Centrel Railroad bore to the Erie
Canal, began to offer a through service between Pittsburg
and Philadelphia in 1854.39 The Pennsylvania Main Line, un-
able to withstand the competition of the railroad paralleling
its route, was sold by the state of Permmsylvania on June 25,
1857, to the Pennsylvania Railroad Company. The following

year the Main Line was olosed.40

37p. 36.

38poor, Manual of the Railroads of the United States,

391vid., 334.

40pvara 1. Bishop, "The State Works of Pennsylvania,"
Connecticut Academy of Arts and Scilences, Traensactions,
XIII (1907), 256-257. By contrast the Exrie Canal, despite
railroad competition, was never abandoned by New York state.
In the period from 1905 to 1918 the Erie Canal was enlarged,
and it is in use at the present day though it is now known
as the New York State Barge Canal., Noble E. Whitford, "The
New York State Barge Canal,"™ in A. H. McDannald (ed.), The
Encyclopedia Americana (1946), III, 247-248.
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Unlike the Main Line and the Chesapeake and Ohio Canal
the Permsylvania Railroad and the Baltimore and Ohio Rail-
road were able to carry heavy freight ecoriomically over the
mountains. Thls was because of the cheap fuel which was
available to them: both roads ran through areas where coal
was abundant and inexpensive and the cheapness of their fuel
compensated them for the high grades on their routes. In
effect, cheap fuel leveled the mountains.41

The ability of these two railroads to carry freight
economically produced another diversion of the grain and
flour trade of the East North Central area. The diversion
of trade by way of the railroad routes over the Allegheny
and Appalachian mountain ranges overlay the diversion which
had already been accomplished by way of the Great Lakes route.
Throughout the decade of the 1850's, however, the volume of
the grain and flour trade which was diverted by these two
railroad routes was equal to only about one-fifth of the
volume of trade which took the Great ILakes route.42 In that
decade neither of these railroads had through freight

41nye have, heretofore, considered the mountain range,
as an embarrassment to its capacity, but it is found that
its cheap fuel fully compensates for the high grades. . . .«
Steam 1lifts the tonnage over the mountains, and when the
coal for Puel costs but a dollar per ton, as theirs is
supplied at, there is no longer any difficulty or cost in
crossing the mountains.," Committee on Canals, Minori
Report on Petitions for Tolls on Railroads, New Yor enate
Document, No. 99 (18587, I1X.

42Ej ghth Census of the United States, Agriculture,
cli-cliT,
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arrangements nor uniform gauge connections with the Western
railroads with which they connected. As a consequence the
expense of breaking bulk when grain and flour were transferred
from one railroad car to another limited the diversion of
trade which these two railroads were able to accomplish,
During the Civil War, however, the Western facilities
of these railroads were improved. Both the Pennsylvania
Railroad and the Baltimore and Ohio Railroad were called
upon in the course of the war to handle an extremely heavy
movement of foodstuffs from the West for the use of the Union
army.43 In order to handle this traffic the Pennsylvania
and Baltimore and Ohio systems entered into cooperative
through-freight arrangements with various Western railroads
and rushed forward the completion of uniform gauge rou‘tes.44
After the Civil War these freight arrangements were continued
in force. The facilities for through shipment from the West
which these arrangements provided ended the necessity of
breaking bulk and consequently cheapened freight costs,
Similarly, in the post-Civil War period, the introduction
of steel rails made it possible to handle heavier trainloads
and this also cheapened freight costs.45

43Bookle‘t: of Newspaper Clippings in University of Michigan
Transportation Library, filed: Pennsylvania Railroad, Miscell-
aneous, 1846-1869, 3 (clipping unidentified); Festus P. Summers,
The Baltimore and Ohio in the Civil War, 42 ff,

44Ibid.; John L. Ringwalt, Development of Transportation
Systems In the United States, 192=-1T93% .

45Ringwa1t, Development of Transgprtation Systems in
the United States,, 192-193; Treasury Department, Bureau of
Statistics, Monthly Summary of Commerce and Finance, New
Series, VII (Jenuary, 1900), 1962,
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Because of the reduction in freight costs in the post-
Civil War period, the all-rail routes of the Pennsylvania
and Baltimore and Ohio Railroads began to divert the grain
and flour trade of the East North Central area as far west
as Illinois. The diversion accomplished in the post-Civil
War period by these two railroad.systems, however, was limit-
ed to the more southern part of the East North Central area,
In this section it was cheaper to ship grain and flour
directly by the all-rail routes to the East, rather than to
ship it indirectly to the nearest port on the Great Lakes for
shipment by way of the Lake-rail routes.46

The Vermont Central, the New York and Erie, and the New
York Central system also formed a number of through-freight
arrangements with Western railroads in the post-Civil War
period. The through-freight arrangements over these northern
lines were of two types: all-rail, which were used in the
wintertime shipment of grain and flour; and Lake-rail, which
were used for the shipment of grain and flour in the season
of navigation on the Great lakes .47

The through-freight line arrangements made in the post-
Civil War period provided the means by which through shipments

46ponthly Summ of Commerce and Finance, New Series
1 H
ViI (January, 1900), §9E?-I§63.

47Treasury Department, Bureau of Statistics, Report on
the Intermal Commerce of the United States, 1876, I5-18,

appendix, 49-50; senate Reports, No. 307, 43 Congress, 1l
session, I, 77-78; New YorE Produce ExXchange, Annual Report
of the Board of Managers, 1876, 217-224; Special Committee

on Raellroads, Heport, New York Assembly Document, No. 38
(1880), 2961-2366.,
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could be made from interior points in the West to seaboard
points or interior points in the East as a matter of regular
business, Before these arrangements were made each through
shipment of flour or grain from interior points in the West
had to be arranged separately by the freight agents of the
railroads ovexr which the through shipment was to be made.
The through-freight agreements, however, provided regular
procedures which simplified the routing of shipments and the
division of freight charges between the Eastern and Westerm
railroads. These arrangements also made provision for
through railroad cars to be used over the cooperating lines.48
A number of types of through-freight arrangements were
developed in the post-Civil War perxriod in order to facilitate
through shipments. These were described in the first Report

on the Internal Commerce of the United States as follows:

The through-freight lines have been formed mainly
for the purpose of obtaining for the eastern trunk lines
traffic in all parts of the Western States. . . . Be-
sides the private fast-freight lines owned and operated
by companies or individuals not connected with the man-
agement of roads, and the co-operative freight-lines
managed by independent organizations established by the
railroads entering into the arrangement, there is another
form of combination by means of which the advantages
of direct transportation are also secured. This consists
simply in setting apart certain cars for through traffic,
which are distinguished by distinctive marks or colors.
Each company, however, retains the entire control of
the traffic over its own road. The use of cars is paid
for at an agreed rate, the various companies employ
their own soliciting agents at such points as they may
deem proper, and settlement as to receipts, losses, and
car-service are adjusted by the managers of the various
roads .49

48Monthly Summary of Commerce and Pinance, New Series,

VII (January, 1900) 196Z.

49Report on the Internal Commerce of the United States,
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These through freight arrangements were the final ele-
ment which was needed to complete the modern distributive
system of the grain and flour trade of the East North Central
area, These arrangements, in conjunction with the telegraph,
made 1t possible for the commission merchants in the Western
grain markets to route grain and flour from the interior
points of production in the West directly to the interior
points of consumption in the East. The shipments were made
over the least-expensive through route available at the
Western point of shipment, and as a consequence there was no
need for the shipments of grain and flour to pass through
the terminal market in the West where the sale had been made.so

The Secretary of the Chicago Board of Trade summed up
the changes in the grain and flour trade which occurred in
the post-Civil War period as follows:

Since about the year named (1867) the local dealers
at the East have been increasing their orders direct to
western points, until now probably three-quarters of
that trade is carried on by orders direct to the West . .
so that the trade in Western products at Albany is
abandoned, that at Buffalo reduced to insignificant pro-
portions, and that at other prominent eastern points,
has been very greatly diminished. Shipments of grain
and flour on account of this trade are made largely by
rail in through-line cars, and a large amount of it is
drawn directly from interior points, thus saving the
handling charges at the lake cities. A large amount,
however, is shipped by lake to Buffalo or Erie, and from
thence distributed by rail. . . . A very large propor-
tion of the grain shipped for this local trade is either
purchased on orders by or shipped for account of Chicago
merchants, even though the property itself dgis not come
within a hundred or more miles of this city.

5OChicago Board of Trade, Sixteenth Annual Report of
the Trade and Commerce of Chicago, ISZQ, 10,

51Report on the Internal Commerce of the United States,
1876, appendix, 87,
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In the modern era after the Civil War the Great Lakes
route did not lose its importance as a route for the grain
and flour trade between the East and West, but due to the
direct distribution of grain and flour by railroad, it was
forced to share that importance with the railroad system
of the United States., The Pennsylvania Railroad and the
Baltimore and Ohio Railroad competed directly with the
Great Lakes, but the northeastern railroads utilized the

Great Lakes in carrying Western products to the East,




CHAPTER V

THE INTEREST OF GRAIN DEALERS AND OTHER COMMERCIAL
GROUPS OF THE GREAT TLAXES IN NATIONAIL POLITICS
PRIOR TO THE CIVIL WAR

Having studied the economic development of +the grain
trade of the Great Lakes one may well ask what influence
this trade had on political developments in the United States.
The diversion of trade to the Great Lakes route which occurred
in the period before the Civil War was fraught with political
meaning due to its weakening of the transappalachian solidar-
ity of the West and South and the consequent strengthening
of the economic bonds between the West and East, This partial
realignment of sectional economic connections should be taken

into account along with anti-slavery agitation in explaining

Noxrthern unity in 1861.l

The trade on the Great Lakes also influenced political

developments in another respect. The continued existence of

1The realignment was only partial because the West con-
tinued to depend for its markets upon both the South and the
East. These economic factors, according to Professor Carl R.
Fish, were influential in the decision of the Ohio Valley to
side with the East in opposing the secession of the South.
Carl R. Fish, "The Decision of the Ohio Valley," American
Historical Association, Annual Report for the Year 1910, 155-
164. Further discussion of tThiS point would require en%ering
into the differing antecedents of the population components
of the West--a subject not germane to the present investiga-
tion.

98
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the grain trade depended on the maintenance of the naviga-
tion of the Great Lakes, and in the pre-Civil War period
there were certain obstacles to shipping on those Lakes which
threatened to hamper that trade seriously. These obstructions
to navigation existed at practically all of the harbors on
the Great lLakes and also in the narrow channel between Lake
Huron and Lake Erie, comprised of the St. Clair River, Lake
St. Clair, and the Detroit River. The commercial int erests
of the Great lLakes wished to have the Federal government take
action to remove these obstructions; but the Democratic party,
which was in power dquring most of the two decades prior to
the Civil War, was, for various reasons, opposed to a program
of federally-financed internal improvements. The demands
for the improvement of the navigation of the Great Lakes
thus went largely unheeded, and led by the grain dealers,
the commercial interests of the Great Lakes were therefore
forced to attempt to maintain the navigation of the Great
Lakes by their own efforts and by the efforts of local govern-
ment. Finding these efforts, however, to be an unsatisfactory
substitute for Pederal action, the grain dealers and ship-
owners of the Great Lakes were prepared to support any po-
litical party which would promise federal appropriations for
internal improvements.

The failure of the national administration to consider
the interests of the commerce on the Great Lakes was one
of the factors which explains the support given the Republican

party by the East and the West in the crucial presidential
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election year of 1860.2 The Republicen party was an avowed-
ly anti-slavery organization, but its program was given a
much wider appeal by the promises (as recorded in its plat-
form of 1860) of federal appropriations for river and harbor
improvements, free homestead laws, and easy naturalization
1aws.3 Each of these promises was directed to a specific
group in the West. The promise of federal appropriations

for rivers and harbors was directed to the commercial men of
the West, both on the Great Lakes and on the Mississippi
River system; the promise of free homesteads was directed to
Western farmers and to the aspirations of Eastern working-
men; and the promise of easy naturalization laws held a very
strong appeal to the large foreign-born element in the popu-
lation of the West in 1860, This latter promise also appealed
to the large immigrant group in the population of the eastern
United States. In addition the Republican party in its plat-
form of 1860 mollified EBastern manufacturing interests and

Western wool producers by the promise of a protective tariff.4

2See the election results by counties shown in map form
in Charles O, Paullin and John K., Wright, Atlas of the Histoxr-
ical Geography of the United States, plate 105,

3Kirk H. Porter, comp., National Party Platforms, 57-58.

4Ibid.,58. For further information on the use of these
issues” by the Republican party“ see William E, Dodd, "The
Fight for the Northwest, 1860," American Historical Review
XVI (1911), 774-788; Richard HofStader, "The Tariif Issue in
the Civil Wexr," American Historical Review, XLIV (1938), 50-
55; Thomas M. Pitkin, "Wwestern Republicans and the Tariff in
1860," Mississippi Valley Historical Review, XXVII (1940),
401-4207 Donnal V., Smith, "ThHe InTluence o the Foreign-Borm
of the Northwest in the Election of 1860," Mississippi Valley
Historical Review, XIX (1932), 192-204; Andreas Eorngen,
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A detailed examination of the grievances which brought
the grain dealers and the commercial men of the Great Lakes
to support the Republican party in 1860 entails an investi-
gation of the following subjects: +the obstructions to
navigation on the Great Lakes, the action by federal, state,
and local govermment, and by commercial groups to remove
those obstructions, and the political capital which the Whig
and the successive anti-slavery parties (the Liberty party
of 1840, the Free Soil party of 1848, and the Republican
party of 1854) made of the failure of the Federal government
to deal successfully with the problems of navigation on the
Great Lakes,

In the period before the Civil War the obstructions to
navigation which hampered the use of the Great Lakes as an
artery of trade between the East and West were of both a
local and a regional nature. The local problems were to be
found at every important harbor on the Great Lakes. All of
the harbors on the Great ILakes are at the mouth of rivers
(except for the natural harbor at Erie, Pennsylvania), and
at the entrances to these harbors, where the river current
meets the Lake shore current, sandbars are constantly in the

5

process of formation. Consequently, in the period before

the Civil War regular dredging was required in order to keep

"The German Element and the Issues of the Civil Waxr,"
Mississippi Valley Historical Review, XXIX (1942), 55-71.

SHouse Reports, No. 314, 34 Congress, 1 session, 15-16.
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the harbor entrances open to shipping, and if this dredsging
was not done the commercial interests of the port were apt
to suffer.

In addition to the purely local harbor problems which
existed at each port on the Great Lakes a regional problem
which affected all the commercial men of the Great lLakes ex-
isted in the navigation of the narrow channel between Lake
Huron and Lake Erie. This channel, was obstructed by a low
depth of water at two points. The more serious obstruction
to navigation in this waterway existed at the mouth of the
St. Clair River at the point where that river flows into
Lake St. Clair. At that point the St. Clair River dividesa
into a number of channels which meander through the St. Clair
delta, the so-called "St. Clair Flats."6 The north channel
through this delta, as it was the deepest, was used for
shipping until 1858 when the Federal government dredged the
more direct south channel and opened it to shipping.7

Until 1858 the draught of vessels built on the Great
Lakes was determined by the depth of water in the north chan-
nel of the St. Clair River.8 Usually this depth was about

6Pamphlet in University of Michigan Transportation
Library, unsigned, A Link in the Chain, A Shi Canal between
Lake St. Clair and TeXe Erle (Det¥oit, n. d.7J, 26.

7House Documents, No. 66. 27 Congress, 3 session, 5;
William L. Bancroft, "Memolr of Capt. Samuel Ward, with a
Sketch of the Commerce of the Upper Lakes," Michigan Pioneer
and Historical Society, Collections, XXI (1892), 360,

8canadian Sessional Papers, No. 54 (1871), 37.
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nine feet, but because of fluctuations in the level of the
Great Lakes, it occasionally dropped as much as three feet
below that 1eve1.9 At such times it was necessary to lighter
the cargoes of vessels through the channel, and it was not
uncommon for vessels to get "stuck in the flats." The north
channel was so narrow that when one vessel went aground all
the vessels behind it were held up. This problem became
particularly serious during the low stages of water in 1846
and in 1854. In the latter year the number of vessel days
lost at the Flats amounted to 5,566, and the sum of $660,126.,56
was paid for lighterage and damages by collision.lo During
the season of navigation in that year vessels sometimes had
to wait one and often two weeks in order to pass through the
Flats. The problem became particularly severe toward the
close of navigation when the produce movement was at its
height.,lt

Although these occasional interruptions %o navigation
at the Flats were serious enough in themselves, an even more
serious effect of the obstruction at the Flats was the
permanent limitation which it placed on the size of the ves-

sels which could be built and operated on the Great Lakes,

9Thomas E. Blackwell, Descriptive Statement of the
Great Water Highways of the'ﬁaﬁIﬁ§Bﬁ‘3f Canada, 22.

10130yd Graham and Frank H. Severance, The First
Hundred Years of the Buffalo Chamber of Commerce, 44.

1lpavia Wentworth, Annual Review of the Trade, Com-
merce and Manufactures oFf Buffalo for the Year 1854, 7.
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This limitation restricted the amount of cargo which could
be carried and therefore increased freight costs. After
the opening of the twelve-foot lane through the south chan-
nel of the Flats in 1858, freight rates on grain on the
Great Lakes dropped sharply because as a consequence of this
improvement vessels could carry larger cargoes.12

Another obstruction to shipping on the Great Lakes was
also located in the channel between Lake Huron and Lake
Erie: at the Lime-Kiln crossing in the Detroit River. The
Detroit River is choked with islands, and the deepest channel
down the river varies from one side of the islands to the
other., Therefore, at certain points vessels must cross over
from one channel to the other., The Lime-Kiln crossing, So
named from a lime-kiln which was formerly operated on the
Canadian shore at that point, was particularly hazardous
because of the swift current and the danger from a rocky
ledge kmown as Ballard's Reef, Several suggestions for the
improvement of the narrow shipping lane at this point were
made in the period before the Civil War, but since the depth
of water at the Lime-Kiln crossing was not so shallow as at
the St. Clair Flats action to improve the channel at this
point was not taken until after the Civil War.l3

12Robert C. Douglas, Report . . . on the Necessity of
Deepening the Welland Canal and on TranSportation, Lommerce
and Uana% ToTlS, Affecting the St. Lawrence Water-Route To
¥he Sea-Board (1884), B; Senate Reports, No. %07, 43 Congress,
I Session, 1II, 185.

13"Statement of Bach Annual Appropriation and Allotment
for the Improvement of Rivers and Harbors from August 11,
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12
Robert C. Douglas, Report . . . on the Necessity of
nal and

Deepening the Welland Cana on Transportation, commerce
and Cana% ToIls, Affecting the S5t. Lawrence Water-Route to
¥he Sea-Board (18B84), B; Senate Reports, No. 307, 43 Congress,
I sessTon, 1II, 185.

13"Statement of Each Annual Appropriation and Allotment
for the Improvement of Rivers and Harbors from Auvgust 11,
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Another regional problem was the need for harbors of
refuge. Navigators on the Great Lakes, unlike their counter-
parts on the oceans, were faced with a "dangerous proximity of
coast, upon which vessels must be thrown in a long-continued
gale, whilst on the ocean there is generally room to drift
until the storm is over." % 1his problem was particularly
acute on Lake Michigan because of the absence of projecting
head-lands or islands behind which vessels might find safety
when a storm threatened. Furthermore the potential harbors
of refuge along the coast, all of them at the mouths of
rivers, were blocked by sandbars. When federal appropria-
tions for harbors of refuge were sought, Lake interests dis-
covered, however, that Congress was often skeptical of the
wisdom of creating a harbor where there was little or no com-
merce, Consequently, vessel losses on the Great Lakes, and on
Lake Michigan in particular, were unnecessarily heavy, and
insurance costs both on vessels and cargoes were unnecessarily
high.15 This led a Milwaukee merchant in 1840 to express
the following bitter words: "The steamboat Champlain, *he
brig Queen Charlotte, and four or five schooners, are ashore,

and some of them total wrecks, and what a pity it is that

16

they were not all loaded with Senators and members of Congress."

1790, to March 3, 1887, Arranged by States so Far as Practic-
able," Senate Miscellaneous Documents, No. 91, 49 Congress,
2 session, 450,

14House Executive Documents, No. 66, 27 Congress, 3
session, 3.

15Senate Miscellaneous Documents, No. 234, 27 Congress,
3 session, l17-34.

16House Miseellaneous Documents, No. 236, 26 Congress,
1l session, b.
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In the period from 1825 to 1838 the policy of the
Federal government toward appropriations for the Great
Lakes was very generous. Regular, almost yearly appropria-
tions were made for the various harbors on lLake Ontario and
Lake Erie, and work was also begun at various harbor si tes
on Lake Michigan. There were no appropriations in this per-
lod for the improvement of the St, Clair Flats, but because
of the size of the vessels in use at the time there was no
pressing need for such action.17

However, the policy of the Federal government -toward
appropriations for the Great Lakes underwent a marked change
in the period from 1838 to 1860, During that period there
were eight major appropriations bills for the Great lLakes
rassed by Congress, Seven of these bills met with a presi-
dential veto., Three of the latter, however, were passed over
the veto: +the general harbor appropriation bill of June 11,
1844, the special St. Clair Flats appropriation of July 8,
1856, and the special appropriation of July 7, 1856, for the
improvement of St. Mary's River between lake Superior and
Lake Michigan. The general harbor appropriation bill of
August 30, 1852, was approved by the Whig president, Millard
Fillmore.18

il

17senate Miscellaneous Documents, No. 91, 49 Congress,
2 session, 451.

18"Veto Messages of the Presidents of the United States,
with the Action of Congress thereon," Senate Miscellaneous
Documents, No. 53, 49 Congress, 2 session, IsT, 221, 255,
2506,
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The four appropriations which failed to pass over the
presidential veto were the two general harbor appropriation
bills vetoed by Polk on August 3, 1846, and December 15,
1847, the general harbor appropriation bill vetoed by
Pierce on December 30, 1854, and a special St. Clair Flats
appropriation vetoed by Buchanan on February 1, 1860.19
Polk's vetoes coincided with a period of low water on the
Great Lakes and resulted in the calling of an impressive
Harbor and River convention of the commercial men of the
Great Lakes which met in Chicago on July 5, 1847. Buchenan's
veto of the St. Clair Flats appropriation in 1860 well suited
Republican campaign strategy in the presidential election
of that year. As a paxrt of this strategy Buchanan was
also presented with bills for land grants for agricultural
colleges, for the improvement of the mouth of the Mississippi
River, and for free homesteads, each of which he vetoed.2o
Agside from the appropriation measures which have been men-
tioned, there were no further appropriations for the harbors

on the Great Lakes until the Buffalo harbor appropriation

191pia. 186, 194, 266; E. C. Nelson, "Presidential
Influence on the Policy of Internal Improvements," Iowa
Journal of History and Politics, IV (1906), 67.

20Land grants for agricultural colleges, vetoed
February 24, 1859; improvement of the mouth of the Mississ-
ippi River, vetoed February 6, 1860; free homesteads, vetoed
June 22, 1860, Senate Miscellaneous Documents, No. 53, 49
Congress, 2 session, 259, 274, 281,
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of July 6, 1864, and the huge general harbor appropriations
of June 23, 1866.21

There were several reasons for the marked change in
the policy of the Federal governmment toward appropriations
for the Great Lakes (and the Mississippi River system)
following the year 1838. One reason was that the appropri-
ations for the improvement of the navigation of the Great
Lakes had begun in the period of enthusiasm for intermal im-
provements which had been engendered by the successful com-
pletion of the Erie Canal., This enthusiasm was brought up
short by the Panic of 1837 and the years of depression which
succeeded that panic. The Federal government dquring the
depression years after 1837 found it necessary to limit its
expenses because of the reduction in Federal revenues,

Even before 1837, however, doubts as to the constitu-
tionality of a program of federally-financed internmal im-
provements were being expressed by those who wished to
restrict the powers of the general government wherever possi-
ble. In order to allay these constitutional objections,
Henry Clay, the tactician of the Whig party, first suggested
in April, 1832, a plan for the distribution of the federal

2lsenate Miscellaneous Documents, KNo. 91% 49 Congress,

2 session, 456, 482-487. Emergency appropriations for the
repair of the piers at Chicago ($87,000) and at Oswego
($30,000) were made in June, 1860. These appropriations were
intended ostensibly for light-house maintainence, to which
Buchanan had no objections, and were approved by the president.
The money was expended on the harbor piers. "Repoxrt of the
Chief Topographical Engineer, 1860," Senate Executive
Documents, No. 1, 36 Congress, 2 session, T1, 551-552.
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surplus revenues to the states. Such a plan was enacted

into law in June, 1836; but the disappearance of the federal
surplus in the following year ended the payments to the states.
Again in 1841, however, Clay was able to secure the passage
of a distribution measure by the inclusion of an amendmen t
which stipulated that the distribution should cease whenever
it‘became necessary to levy import quties higher than the 20%
maximum provided for by the tariff‘of 1833, The Tariff Act
of 1842, however, exceeded this maximum, and as a consequence
payments to the states under the Distribution Act of 1841 were
ended within a short time after they had begun. There were
no other distribution acts passed in the period before the
Civil War.2?2

Another objection to federal appropriations for internal
improvements was the charge that these appropriations were
liable to grave abuses which often resulted in the wasteful
expenditure of public moneys. It was this view as well as
the constitutional point of view that John C. Calhoun, the
spokesman for the Southern Democrats, expressed to the dele-
gates of the South-Western Convention of Mississippi Riverxr
commercial interests which met in Memphis, Tennessee in
November, 1845.

It is the geniﬁs of our government [Calhoun de-

clared] to leave to individuals what can be done by
individuals, and to individuals and States, what can

22Erik M. Eriksson, "Distribution of Surplus Revenue,"
in James T. Adams (ed.), Dictionary of American History, V,
209; E. G, Bourne, The HisTory o e surplus Revenue of 1837,
28-34, The Democratic party Tormally asserted 1ts opposition
to distribution measures in its platform of 1848. Porter,
National Party Platforms, 19.
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be done by them, and to restrict the power of the
General GOvernment to that which can only be effected
through its agency and the powers specifically granted.
Indeed, setting all constitutional objections aside
it would be improper as a mere matter of expediency’
to invoke the aid of the General Government in the
execution of any one object which could be effected
by the agency of individuals or States. In a country
of such vast extent as ours, local expenditures are
liable to grave abuses, They are sure to lead to a
system, To use an undignified phrase, of "log rolling"
and to terminate %n useless and wasteful expenditures
of publiec money.2

The abuse of "log rolling" in federal appropriations
for internal improvements referred to by Calhoun had first
been struck at by President Andrew Jackson in his Maysville
Road veto of May, 1830. Jackson's policy of carefully
scrutinizing appropriations for internal improvements was
also followed by his successor in office, Martin Van Buren.
Several years after Van Buren left the presidential office
he recalled this policy in these words:

Among the difficult subjects that occupied the
attention of my illustrious predecessor, whilst I was
a member of his cabinet, and of myself whilst Presi-
dent, that of river and harbor improvements by the aid
of the federal government, occupied a prominent posi-
tion. Whilst the conviction was general with ourselves
and others, that a large class of them was deserving
of aid from that quarter, and that it could be extended
to them without exceeding the prescribed powers of the
government, all were strongly impressed with a deep
sense of the liabilities to abuse, to which the legis-
lation of Congress upon the subject was unavoidably
exposed. The matter was one of frequent and earnest
conference between President Jackson and myself, during
the first two years and the whole of his last term.,
The result was a conviction that no better course
could be adopted than to approve such bills as we were
satisfied came within the class referred to, and to do

23Journal of the Proceedings of the South-Western Con-

vention, began and Held at the City of Memphls, on the I2%th
NovemEef, IgZS,“IIFIZ. — - b=
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all that could be rightfully done by the Executive,
to prevent abuses by appropriations for objects

that were gzt entitled to the aid of the Federal
government,

In furtherance of this policy of carefully examining
the proposals for internal improvements on the Great Lakes,
Congress on March 3, 1841, made an appropriation of $15,000
for the "Hydrographical Survey of Northern and Northwestern
Lakes." This survey was authorized for the double purpose
of furnishing charts to Lake navigators and of determining
the works of improvement on the Great Lakes which were really
25

necessary.
Despite this attempt to determine the need for improve-
ments on the Great Lakes, a wide difference of opinion with
respect to the problem continued to be evident in Congress.
As noted above, this difference of opinion was particularly
apparent with respect to the need'for harbors of refuge on
the Great Lakes--a problem which was unique to the Great
Lakes and not well understood by those who were unacquainted

with the hazards faced by lLake navigators.26

24Cited in 0. C, Gardiner, The Great Issue: or, the
Three Presidential Candidates; beilng & Brief Historical Ske tch
of The Free Soll Question in the ted States, from the Con-
gress of I774 and Y87 %o the Present Wime, 14B-133, ~—

25Annual appropriations were made for this study in the
years efter 1841, and the United States Lake Survey continues
today as an agency of the Corps of Engineers of the United
States Army. Corps of Engineers, United Staetes Army, The
United States Lake Survey (1939), 34-35. -

26The danger of snags and other obstructions to naviga-
tion in the Mississippl River could be understood more easily
than the danger of the lack of harbors of refuge on the Lakes,
Senator W, S. Archer, of Virginia, for example, could see
nothing but political jobbery in the requests to create
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Further complicating the question of the real need for
internal improvements on the Great Lakes were the irresponsi-
ble political tactics employed by the Whig party. Members
of the Democratic party justly charged that the Whigs, by
including unnecessary improvements in requests for river and
harbor appropriations, sought to appeal to the local economic
interests of Congressmen and thereby to cut across party lines
and destroy the unity of the Democratic majority in Congress.27
The members of the Democratic party, because of this technigue
of log rolling employed by their opponents, were forced to
oppose appropriations for rivers and harbors in order to pre-
serve party unity. The Whigs, in turn, branded this necessary
opposition to log-rolling techniques as a complete disavowal
by the Democratic party of the need for internal improve-

ments.28

harbors on the Lakes where no commerce existed. Archer wrote
the executive committee of the Chicago Harbor and River Con-
vention as follows: "I have whilst a member of the Senate
of the United States, given my vote for the improvement of
the Mississippi and its tributaries. I have withheld my
vote at the same time, from the [Lake] Harbor bills presented
because I had, on every occasion, cause to entertain the be-
lief, that subjects had found insertion in the Bills, by what
is denominated log-rolling and jobbing, which had no just
title to their place from their intrinsic utility. . . "
W. S. Archer to Messrs, Judd and others, July 26, 1847, Pro-
ceedingg of the Harbor and River Convention Held at Chicago,
Y tr, m'T, 79.

2TRiver and Harbor Improvements, Whig Pretensions Ex-
osed, ~The Best PoIIcz 0 Party is to Re e £
gﬁIEEhooHs wIth Democratic Truths IEBSE), 6.

285ee Webster's letter to the Chicago Harbor and River
Convention, below, p. 126.
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Although the Democratic party was not entirely opposed
to a program of federally-financed internal improvements,
its stand on that issue had the practical effect of prevent-
ing effective federal action in coping with the obstructions
to navigation on the Great ILakes. As a consequence the com-
mercial men of the Great Lakes were forced to tum to their
state and local governments in order to maintain the harbor
works on the Great Lakes.

In his veto of an appropriation for the Great ILakes,
President Polk on December 15, 1847, outlined his objections
to the unnecessary improvements included in that measure and
recommended that the state governments levy tonnage duties
(which could be applied with the consent of Congress) and
use the proceeds to maintain the harbors on the Great Lakes.29
This proposal, however, led Samuel Ruggles, a former New Yorxk
Canal Commissioner who through his business connections was
personally interested in the grain trade, to reply that the
problem of the Lake Harbors was one for federal action.

The state governments were unable to use their general
revenues to improve the harbors, said Ruggles, because of
clauses in their constitutions, adopted after the debacle

of 1837, which prevented the states from expending money on
public works.30 Moreover, he argued, tonnage duties imposed

by the states were an impracticel solution:

29$enate Miscellaneous Documents, No. 53, 49 Congress,
2 session, 199.

30 . £
Samuel B. Ruggles, Defence of the Right and Duty of
the American Union to Imﬁrove Tts Navigable Waters, in a
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e o« o« 1f the wit of man [said Ruggles] were

taxed to devise a scheme utterly destructive of

all trade, commerce and navigation upon our waters,

a better one than this, of artificially obstructing

them by hosts of collectors of tonr.age dugies imposed

by local legislation could not be framed.

Polk'!'s suggestion for state-imposed tonnage duties was
not followed, and the only action taken by a state government
to lmprove the harbor facilities on the Great Lakes was that
initiated by New York state in 1851, when Buffalo harbor
was enlarged and improved. The state kept a careful account
of the expenditures hoping in vain for reimbursement by the
Federal government.32 Elsewhere the maintenance of the ILake
harbors became the task primarily of local governments, with
the federal appropriations obtained in 1844 and 1852 furnish-
ing some aid.

The harbor works at Milwaukee were improved in 1852
with the ald of the federal appropriation of that year; but
owing to the inadequacy of the appropriation it was necessaxry

to raise money locally to complete the projec'b.33 In Chicago

2, 16, For a partial 1IistIng o e business connectlions
gles in railroad and other enterprises see D. G. Briton
Thompson, Ruggles of New York, 39-40; 101-102,

3lruggles, Defence of the Right and Duty of the American
Union to Improve 1ts Navigable Waters, 21,

32Memorial of the Canal Board and Canal Commissioners of
the Sta¥te of New York, ASking Tor the Improvement of the lake
Haxbors by the General Government (18587, 7.

33Ralph G. Plumb, "Early Harbor History of Milwaukee,"
Wisconsin Academy of éciences, Arts, and Letters, Transactions,
XVII (1914), 187 ff.

Speech at Constitution Hall, in the Ci of New York, October
-
of %gg 1
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where, as in Milwaukee, the problem of the formation of a
sandbar at the entrance to the harbor required constant
attention, the common council raised funds in 1849, 1854,
and 1855 for dredging the harbor, with the Board of Trade
directing the expenditure of the funds.>% Dredging, however,
required the use of the government steam dredge at Chicago;
and in the summer of 1854 when the Board of Trade applied
for the use of the dredge, the War Department rejected the
request. Undaunted, the Board of Trade seized the government
dredge, whereupon the War Department graciously permitted its
use.35 In 1858 with the harbor piers at Chicago badly in
need of repsairs, the govermment topographical engineer at
that port adopted the expedient of using the government dredge
to raise sand and then sold the sand and used the proceeds to
make the necessary repairs.36

At other ports on the Great Lakes the harbors were also
maintained by the local governments and the commercial men
of the ports. All of these local efforts to maintain the
harbors, however, depended on the use of the government-owned
steam dredges. In 1856 the federal government maintained
five steam dredges on the Great Lakes, but by 1860, because

of the lack of appropriations to keep the machinery in repair,

341ayior, History of the Board of frade of the City of
Chicago, 155, 189,

351bia., 1e8.

36Senate Executive Documents, No. 1, 35 Congress, 2
session, 11, 100I-T002.
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all of these dredges had been sold.37 As a consequence,
on the eve of the Civil War, local efforts to maintain the
harbors seemed to be on the point of collapse,

The regional problem posed by the St. Clair Flats as
an obstruction to navigation on the Great Lakes had also,
by 1860, assumed alarming proportions. Since 1840 the size
of vessels in use on the Lakes had been keeping pace with
the increase in trade, but by 1860, despite the earlier
deepening of the channel, the depth of water in the St. Clair
Flats served as an effective limit to the further increase
in vessel capacity on the Great Lakes,>®

As early as the spring of 1842 a commercial association
of the vessel owners on the Great Lakes had begun the prac-
tice of marking the shipping channel through the Flats with
buoys and staking out the channel in the Detroit River through
the islands below Detroit.39 Already by that year there were
occasions when lightering was necessary at the Flats, and

the channel was so narrow that the sides of vessels when they

37"Report of the Chief Topographical Engineer, 1856,"
Senate Executive Documents, No. 5, 34 Congress, 3 session,
TI, 361 "Report of the Chief Topographical Engineer, 1861,"
Senate Executive Documents, FNo. 1, 37 Congress, 2 session,
119.

38New York Produce Exchange, Report of the New York

Produce Exchange, 1877, 239.

39"Report from the Secretary of War . . . on the Im-
pedimenss to Navigation in Lake St. Clair. . . ," Senate
Documents, No. 393, 27 Congress, 2 session, 3, 4.
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passed through were swept by rushes.40 The problem of the

navigation of the Flats, however, first became particularly
serious during the season of navigation in 1846. In that
year and during the season of navigation the following year
the water in all the Lakes reached an extremely low stage.
James Barton, a Buffalo grain dealer, stated that this per-
iod of low water was due to a succession of two or three
very dry and hot summers during which there was a deficient
rainfall and great evaporation. Barton reported that in
1846 large vessels which were fully loaded found it danger-
ous to enter the harbors on Lake Erie, while at the St.
Clair Flats two and sometimes four steamboats and other
lighters were employed throughout the season in order that
vessels might pass through that channel.41

During the season of navigation in 1846 the first at-
tempt was made to deepen the St, Clair Flats channel. This
attempt was initiated by several grain dealers in Buffalo
who obtained the use of the government-owned steam dredge
at Erie, Permsylvania, and had it towed to the Flats. A%T
that point, however, the entire project was abandoned be-
cause the financial aid which had been promised by other

commercial interests'in Buffalo was not forthcoming.42

401pia,, 3.

4l james L. Barton, Commerce of the Lakes. A Brief Sketch
of the Commerce of the Great Northern and Western lLakes Ifor a
Serles of Years (I8477, 53. "The highest observed level of the
Takes ocourred in the summer of 1838, and the lowest in 1847,
the difference in the two stages being about A-1/2 feet, "U. S.
Treasury Department, Bureau of Statistics, Report on the Internal

Commerce of the United States, 1891, appendix mno. I, 1I0.
42Ba:rton, Commerce of the Lakes, 53.
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In the general harbor appropriations of August 30,
1852, $20,000 was appropriated by the Federal government for
improvement work at the Flats, the first federal appropria-
tion to be made for the Flats.43 mThis money, however, was
exhausted in the purchase of a steam dredge to be stationed
at Detroit, and no funds remained for the operation of the
dredge.44 The commercial men of the Great Lakes held a con-
vention in Detroit on March 1, 1854, in order to devise plans
to raise money for dredging work at the Flats. The delegates
to this convention elected a president and a secretary, and
after the appointment of committees they adjourned to meet
in Chicago on the eighth day of March. This movement, how-
ever, failed to raise the needed funds.45

The season of navigation which followed the deliberations
of the Detroit-Chicago convention was again a pexriod of low
water, and over $500,000 was lost by the commercial men of
the Great Lakes in paying for lighterage and for damages by
collision at the Flats.46 With this disastrous season of
navigation fresh in their minds, the Buffalo Board of Trade
at a meeting in the Corn Exchange on March 28, 1855, initiated
plans for a St. Clair Flats Convention to be held in Buffalo,

43senate Miscellaneous Documents, No. 91, 49 Congress,

2 session, 451,

44Senate Executive Documents, No., 73, 34 Congress,
1l session, 25.

45Taylor, History of the Board of Trade of the City of
Chicago, I, 187-188.,

46G-raham and Severance, The First Hundred Years of the
Buffalo Chamber of Commerce, 474,
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This convention met on April 19, 1855, with grain dealers
and shipowners from most of the Western Lake ports present.
The cost of lmproving the navigation at the Flats was esti-
mated at $35,000,but the convention was able to raise only
$18,000. With this amount, however, and with assurances
from the Canadian government that Canada would assume at
least one-third of the cost, not to exceed $15,000, the con-
vention determined to go ahead with the work of dredging.47
Permission was granted by the War Department for the
use of the steam dredge stationed at Detroit but the Depart-
ment would not permit the transfer and use of the dredges at

Erie, Pennsylvania, and Chicago.48

The government dredge
at Detroit, however, had been sunk, and it was therefore
necessary for the executive committee of the St. Clair Flats
Convention to pay for raising the dredge and for the repair
of the rusty machinery.49 The committee also obtained the
use of a smaller privately-owned dredge. Improvement opera-
tions were commenced at the south channel of the Flats in

July, 1855, and extended until October 29 of that year. The

project was supervised by an Army engineer.so

4T1vid., 44-55. For additional details of this conven-—
tion and operations at the Flats, see "Report of the Chief
Topographical Engineer, 1856," Senate Executive Documents,
No. 73, 34 Congress, 1l session, 3, 4, 17-18, 28-30, 41.

48Senate Executive Documents, No. 73, 34 Congress,
1l session, 28.

491vig., 17 ££.
501bia., 4, 41.
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Plans had been made to continue dredging operations
the following year, but the funds available were exhausted
by the operations during 1855. A contribution of $20,000
which the Canadian government voted for the project could
not be used because that contribution was conditional on the
completion of a channel of larger dimensions than was actually
completed. The dredging operations in 1856 opened a channel
of 13 feet in depth, 1,700 feet in length, and 50 feet in
width. Within one year, however, this channel lmd filled so
as to give a depth of only 10 feet.51

On May 5, 1856, Congress passed an appropriation of
$45,000 for the continuance of the work at the Flats. Presi-
dent Pierce quickly vetoed this appropriation, but his veto
was overriden and the measure became law on July 7, 1856.
Dredging operations, however, were not resumed until 1857.

During 1857 and 1858 the $45,000 appropriated by the
United States government and the $20,000 appropriated by
the Canadian government were used to open a channel through
the Flats 12 feet in depth, 6,000 feet in length, and 275
feet in width.52 The topographical engineer recommended in
his report for 1858, however, that the St. Clair channel bDe

51"Report of the Chief Topographical Engineer, 1857,"
Senate Executive Documents, No. 46, 34 Congress, 3 session,
I0; Senate Miscellaneous Documents, No. 53, 49 Congress,

2 session, 255=250.

525enate Executive Documents, No. 1, 35 Congress, 2
session, ll, 1251,
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given an additional depth of 4-1/2 feet in order to secure
a depth of 12 feet during periods of low water.®3 A bill
providing funds for the continuance of the work at the Flats
was passed by Congress late imr 1859, but President Buchenan
vetoed this measure asserting that the work had already been
satisfactorily completed and that it was "not too much to
expect that it should be kept in repair by that portion of
the commercial and navigating interests which enjoys its
peculiar benefits."54

President Buchanan's attitude toward the improvement
of the St. Clair Plats was typical of the position of the
Democratic party with respect to internal improvements on
the Great Lakes prior to the Civil War. The reasons for this
position have already been indicated; what remains to be
noted is the propaganda use made of it by the Whig party and
the various anti-slavery parties. Spokesmen for the Whig
party were much more temperate in their use of this issue
than were the spokesmen of an anti-slavery persuasion; the
Whigs were content to argue merely that the stand of the
Democratic party with respect to intermnal improvements was
inimical to the economic interests of the West, whereas anti-
slavery agitators sought to show an identity between the
Democratic party and the slave~holders of the South and

533enate Executive Documents, No. 1, 37 Congress,
2 session, 1Z1.

P45enate Executive Documents, No. 6, 36 Congress,
1l session, 3.
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claimed that the latter were the real power which opposed
internal improvements in the West,

The Harbor and River Convention held in Chicago on
July 5, 1847 as a protest to Polk's vetoes of appropriations
for the Great Lakes, affords an excellent example of the uses
which the Whig party made of the Democratic party's position
with respect to internal improvements. The original move-
ment for the convention was initiated by William M. Hall, a
loyal Democrat and the St. Louis agent for the Lake Steamboat
Association, which ran passenger steamers between Chicago and
Bu:ffalo.55

Near the close of navigation in 1846, Hall started out
from St, Louis for his winter home in Buffalo. He had already
conceived the idea of a Chicago convention of Lake commercial
interests which would rival the Southwestern River Convention
held in Memphis in November of the preceding year.56 The
commercial men to whom Hall broached his idea in Chicago
were delighted with the proposition, and thus encouraged,
Hall made nown his plan in Detroit, Cleveland, and Buffalo

55%illiam M. Ball to Robert Fergus, November 17, 1881,
Robert Pergus (comp.), Chicago River and Harbor Convention,
July 5thi 6th and 7th, IB%7, Origin, Froceed , and Sta-
II5t195 | FeTgus HisTowi oaT Sertes, W es, No- 10, This com-
piTation includes several letters from William M. Hall
written to Fergus, a wide selection of newspaper material
bearing on the convention, and a revised reprint of the pro-
ceedings of the convention. See also Mentor L., Williams,
"The Chicago River and Harbor Convention, 1847," Mississippi
Valley Historical Review, XXXV (1949), 607-626.

56Fergus, Chicago River and Harbor Convention, 10-1l.
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and began to develop newspaper support. Similar backing
was given him when he explained his ideas in the East.57
A meeting of Western men to organize the movement was held
at Rathbun's Hotel in New York City on September 28, 1846.
At this meeting James I, Barton, a Buffalo grain dealer,
was elected chairman pro tem and placed in charge of arrange-
ments for the convention.58

In its origins the Chicago Harbor and River convention
was a genuine non-partisan movement of protest by the commer-
cial men of the Great Lakes; the widespread support which it
elicited is sufficiently explained by the concurrence of
President Polk's veto with a period of extremely low water
on the Great Lakes, When the convention assembled in Chicago,
however, the leadership was taken over by the stalwarts of
the Whig party who used the convention to influence the com-
mercial interests of the Great Lakes to support the Whig
party. Self-appointed delegates from nineteen states were
present, and though the roster included all the leading
commercial men of the Great lLakes, it also included a large
number of the important leaders of the Whig party. The Whig
newspaper editors, Thurlow Weed, of the Albany Evening
Journal, and Horace Greeley of the New York Tribune, were

present and sent daily reports to their newspapers from

5T1via.

58gew York Herald, September 29, 1847; Fergus, Chicago
River and Harbor Convention, 18-22,
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Chicago. Other Whig notables in attendance at the conven-
tion were Thomas Butler King, of Georgia; Governor William
Bebb, of Ohio; Thomas Corwin, of Ohio; William Woodridge,
of Michigan; Schuyler Colfax, of Indiana; John A. Rockwell,
of Connecticut; Joseph R. Ingersoll, of Pennsylvania; and
Abraham Lincoln, then an Illinois congressman. Horace
Greeley estimated that two-thirds of the delegates present
at the convention were Whigs.59

The general committee which had made the arrangements
for the convention was composed entirely of bona fide commer-
cial men of the Great Lakes.so In selecting the convention's
presiding officers, however, each state represented at the
convention chose one delegate, and the officers selected
by these delegates were all prominent members of the Whig
party. Edward Bates, of Missouri, was chosen president of
the convention, and the list of vice-presidents and secretar-
ies which was selected did not include a single member who

was representative of the Great Lakes commercial interests .61

59New York Semi-Weekl Tribune, July 17, 1847; Fergus,
Chicago River and Harbor tonvention, 52-68, 142.

60proceedings of the Harbor and River Convention held at
Chicago, July Fggfh, 1827, 3. These meén were James L. Barton,
o alo; John W, Allen, of Cleveland; Augustus S. Porter,

of Detroit; William D. Wilson and Byron Kilbourn, of Milwaukee;
William Ogden, S. Lisle Smith, and George W. Dole, of Chicago;
and A, B. Chambers, of St. Louils,

61Ibid., 6-7. In 1860 Schuyler Colfax and Horace
Greeley urged the nomination of Bates as the Republican
presidential candidate., Aside from his chairmanship of the
Chicago convention in 1847 Bates was not well known. See
Reinhard H. Imthin, The First Lincoln Campaign, 62-63.
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Nevertheless, the convention maintained a semblance of
political neutrality and William Hall, the originator of

the convention, was convinced that the meeting was non-

Despite Hall's views, however, an attempt was made to
convince those present that Lewis Cass, then Democratic
senator from Michigan, was opposed to internal improvements.

In contrast to those persons who sent long letters to the
convention espousing the cause of internal improvements,

Cass sent but a very brief letter in which he merely explained
his inability to be present.63 Thurlow Weed characteristically
reported that

If Gen. Cass had any hold upon the confidence of
the people of the West, his cold, formal, and almost
disrespectful letter to this Convention, has forever
blasted his hopes. Its first reading occasioned a
general, broad laugh. The second reading changed the
expression to one of withering scorn. And this was
the scorn of men who wield the political power of
Michigan, Illinois, Wisconsin, and, to a good degree
of 0hio.64

Cass! letter was given wide publicity in the Whig press, and
when in the following year, Cass was nominated as the Demo-
cratic candidate for president, the letter was widely printed

6
in diminutive booklet form as a Whig campaign document. 5

62Fergus, Ghicago River and Harbor Convention, 12.

63Proceed s of the Harbor and River Corvention held
at Chicago, July Firth, 1847, 374,

64

Albany Evening Journal, July 14, 1847; Fergus, Chicago
River and Harboxr Convention, 153,

65Madison Kuhn, "Economic Issues and the Rise of the
Republican Party in the Northwest" (Ph. D. thesis, University
of Chicago, 1940), 75.
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The attitude of the Democratic party toward internal
improvements also came in for its share of abuse at the

convention. Daniel Webster, in his letter to the conven-

tion, remarked:

The truth is, that of the two great parties which
have divided the country, one has been for intermal
improvements, and one against them; but in this latter
party, individuals have been found, principally, I
believe, from the Western and North Western States,
who have voted for such Improvements . . . against
the general voice of their party, and against the
wishes and vetoes of the Executive Govermment. . . .
This conduct is patriotic ag% honorable, and I hope

will be imitated by others.
Thurlow Weed reported from Chicago that the reading of
Webster's remarks elicited "three hearty cheers."67

The speeches at the convention, as reported in summary
form by Weed, were all directed toward various aspects of
the constitutional bearings of the question of internal
improvements. Thomas Coxrwin, in the keynote address +to
the convention, satirized the constitutional distinction
which Polk, in his veto messages, had attempted to draw

between foreign and coastal commexrce and trade between the

states:

Congress has power to regulate commerce [said
Corwin] between the several states. If you send a
cargo of wheat from Chicago to Buffalo, a distance

66Daniel Webster to Messrs. Judd and others, committee,
June 26, 1847, Proceedings of the Harbor and River Conven-
tion Heid at ChIcago, July Fifth, I8B%7, 67%.

67p1bany Evening Journal, July 14, 1847; Fergus,
Chicago River and Harbor Convention, 153.
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of 1000 miles, crossing lake after lake, stretching
away in their magnificent extent, would not one
naturally think that this might be called commerce?

But no, that is a mistake we are told. What 1s 1t
then, my brother? Why that is trade (a laugh). But

if you send the same cargo from New York to New Orleans,
what is it then? Well, then it is commerce. Why is

it not in the first instance as welT ag in the last?
Oh! it is not on salt water (a laugh),.©8

The Whig leadership of the convention carefully refrained
from expressions suggesitive of sectional animosity between
the North and South., It was for this reason that a letter
from the Virginia congressman, John M. Botts, was not read
to the convention. Horace Greeley reported that this letter
was "spicy" and that it was withheld from the convention be-
cause it might have given "offence to some portion of the
Delegates present."69 Though the letter was not read to the
convention it was published in the proceedings; what Greeley
found "spicy" was apparently Botts! denunciation of the
wasteful expenditures in the Mexican War, then in progress.
Botts asserted that the Mexican War was "unnecessary and
iniquitous," and that the money it required could much better
be spent on internal improvements. Botts d4id not go so far
as to charge, however, that the sole purpose of the war was
to advance the interests of the South.70

The delicacy apparent in the mamner in which the Whig
leadership of the Chicago convention dealt with the sectional

681p14., 155.

69New York Semi-Weekly Tribune, July 17, 1847; Fergus,
Chicago River and Harbor Convention, 140-141,

70Proceedin s of the Harbor and River Convention Held
at Chicago, July Fifvth, 1847, 50-51,
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overtones of the issue of intermal improvements was not
evident in the approach of anti-slavery interests to that

issue.7l Their approach was well expressed by the Chicago
Daily Journal of August 12, 1846:

'It would seem the dictate of wisdom under such
circumstances to husband our means and not waste them
on comparatively unimportant objects.! Thus discourses
James K. Polk in his veto message on the Harbor Bill,
and the sentiment is an insult to the country. 'Husband
our means' forsooth, Are not millions being squandered
by this same James K. Polk for the Invasion of Mexico
and the extension of slavery? . . . . Are not the

Treasury doors unbarred whenever the 'open seseme! is
whispered by the slave-driver? And ye . Polk out-

rages the intelligence of the people, his masters, by
claiming, when a pittance is asked for a great Northern
interest, that we must 'husband our means!' That the 72
object for which we ask Them 1s comparatively UNIMPORTANT!

This direct and forceful denunciation was in keeping with the
transfer of the indignation of abolitionists from a mere moral
reprobation of the institution of slavery to charges that the
"slavocracy" of the South was aggressive and bent on thwarting
the economic and legislative needs of the North. This

"secularization,”" as one historian has described the change

71Four prominent anti-slavery leaders were present at
the Chicago convention: Zebina Eastman, a Chicago publisher,
who was a member of the local Chicago committee on arrange-
ments; Dr. Charles V., Dyer, a leading anti-slavery advocate
of Illinois; and Charles Durkee and Edward D. Holton, both
of Wisconsin. The anti-slavery leaders present at the con-
vention, however, did not address the delegates, and there
were no outward manifestations of sectional animosity in the
proceedings of the meeting. Theodore C. Smith, The Libert
and Free-Soil Parties in the Northwest, 341, 343, 64, b2, 63;
Fergus, Chicago River and Harbor Convention, 66, 67, 25, 46,
54.

72chicago Deily Journal, August 12, 1846; Fergus,
Chicago River and Harbor Convention, 14.
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in the anti-slavery movement, had already become apparent
by the time of the formation of the Liberty party in 1840.73
At that time it was impossible to substantiate the charge
that the Democratic party was opposed to internal improve-
ments ; but another charge was freely made--that the diplo-
matic representatives of the national administration (paxrti-
cularly the representatives in Great Britain) displayed a
partiality toward the economic interests of southern products
and did not strive to open foreign markets to American wheat.
Indeed, a statement to this effect was incorporated in the
Liberty party platform of 1844.74 T™wo years later this ac-
cusation lost its usefulness because the effect of several
unusual crop years in Great Britain resulted in the repeal
of the British Corn Laws (1846). Polk's veto of the harbor
appropriation measure, however, which followed within two
months aftexr the repeal of the British Corn Laws, opened a
fresh field for abolitionist propaganda.

On August 9, 1848, the former elements of the Liberty
rarty plus the Barnburner element of the Democratic party
of New York state, met in convention at Buffalo and formed

T3 3ulian P. Bretz, "The Economic Background of the
American Liberty Party," American Historical Review, XXXIV
(1929), 30, See also Chauncey S. Boucher, "IN RE That
Aggressive Slavocracy," Mississippi Valley Historical Re-
view, VIII (1921), 30.

74Bretz, "The Economic Background of the American Liberty
Party," American Historical Review, XXXIV, 257; Porter,
National Party Platforms, Il1l. This charge was without founda-
Tion.  See Reid B. Duncan, "Papers Relating to American
Agricultural Exports: 1830-1850" (Ph. D. thesis, Cornell
University, 1938), 116.
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the Free Soil party. This party nominated Martin Van Buren
for president, and although unsuccessful at the polls, split
the New York state Democratic vote and gave the election to

Zachary Taylor, the Whig presidential candidate in that

yearo'?S

The party platform of the Free Soil party in 1848
bears a number of similarities to the Republican platforms
of 1856 and 1860. The PFree Soilers, like the later Republi-
cans, attempted to exploit the internal improvements question
for its political value. However, the Pree Soilers in their
platform of 1848 not only declared for federally-financed
internal improvements, but they also placed themselves on
record as favoring free homesteads, higher tariff rates,
cheaper postage, economy in govermment, and an extension
of the popular election of federal officials.76 The Repub-
lican platforms of 1856 and 1860 repeated several of these
declarations of national policy, added others, and prefaced
these promises, as did the Free Soil platform of 1848, with
a lengthy denunciation of slavery and of the slave-owning
South.77

The Whigs in their platform of 1856 (the last presi-
dential election year in which that party offered a candi-
date) pointed to the dangers of disunity inherent in the

75Herbert D. A. Donovan, The Barnburners, 98 ff,

76porter, National Party Platforms, 22-25.

" 1via., 47-50, 56-59.
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principles of the Republican party. But in the following
year the nation was struck by a panic and the commercial
men of the Great Lakes, who had watched their harbors fall
into disrepair, were more immediately concerned with the
economic disaster which threatened them rather than with

the danger which the Whigs claimed faced the na.tion.78

During the years 1857, 1858 and 1859 [reported a
Buffalo grain dealer] the crops in these North-Western
states were so very meager as to afford but a partial
employment, and at very low rates of freight, for ves-
Sels upon the Lakes and boats upon the canals; affect-

ing many other interests in the State, and especially

in this ¢ity, largely dependent on this commerce for

support.’

During this period of depression, the grain trade on
the Great Lakes was seriously handicapped by the stringency
in the money market in the East as well as in the West.ao
In 1857 several Chicago commission houses, with grain en-
route to the East on the Erie Canal, were unable to raise
money to pay the transportation costs; the canal-boats
cleared from one local point to another while the commission
houses raised money to make possible a move of another few
miles.81

The Chief Topographical Engineer in his report on the

Lake harbors in 1858 described all of the harbors on the

781pia., 50.

79E. S. Prosser, The Enlargement of the Locks of the
Erie Canal (1869), 4.

BoTaylor, History of the Board of Trade of the City of
Chicago, I, 232.

8l1pia.
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Great Lakes as being in a state of serious disrepair.82

The Republican party in 1859, however, concentrated its
legislative efforts on the passage of an appropriation for
the further improvement of the St. Clair Flats, instead of
on a comprehensive harbor bill. The problem of navigation
at the Flats was a focus of dissatisfaction for all the
commercial men of the Great Lakes. The agitation for a St.
Clair Flats measure began on January 26, 1859, when the
Republican-dominated legislature of Michigan sent to the
chief executives of each of the northern steates coplies of a
jJoint resolution calling for improvement of the St. Clair
Flats.83 The outcome of this agitation has already been
indicated; late in 1859 a federal appropriation for the
Flats was passed, only to be vetoed by President Buchanan
on February 1, 1860.84

Only the Republican party in the election of 1860
promised federal appropriations for internal improvements.85
The issue had become a sectional one, and the only way by
which the commercial interests of the Great Lakes could gain
what they wanted was to vote for a sectional party--the Re-

publican party. The victory of the Republican party gave

82"Report of the Chief Topographical Engineer, 1858,"
Senate Executive Documents, No. 1, 35 Congress, 2 session,

IT. II55, 1170, 1173, 1183, TIO01-

83Michi Senate Journal, 1859, 760; printed in full in
New York Issemglz Pocuments, No. 71 (1859).

84Senate Miscellaneous Documents, No. 53, 49 Congress,
2 session, 266-274.

85Porter, National Party Platforms, 51 ff,
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grain dealers and shipowners of the Great Lakes the federal
appropriations they wanted. For example, in the nine years
from 1864 to 1873, $711, 085 was appropriated for the improve-
ment of the harbor at Buffalo whereas in the thirty-four years
from 1826 to 1860 only $262,895.37 had been appropriated for
that purpose. The appropriations for other improvement work
on the Great Lakes in the post-Civil War period show a simi-

lar increase.86

86Senate Miscellaneous Documents, No. 91, 49 Congress,
2 session, 456.




CONCLUSION

The year 1873 serves as a convenient point of demarca-
tion in terms of both the emergence of a new pattern of
commerce in the grain trade and of the begimming of changes
which were to end the predominance of grain-growing in the
Bast North Central area, The changes in the grain trade
brought about by the telegraph and railroad were gradual in
their development, but the new pattern of commerce had
clearly emerged by 1873, In addition this same year sexrves
as a convenient point to mark the beginning of another grad-
ual development: the westward movement of the center of
grain production into the trans-Mississippi River area.

In 1873 the agricultural potentialities of the United
States had only begun to be realized. West of the Mississ-
ippi River lay a vast region relatively unexploited bty the
American farmer. But before the frontier of wheat production
could advance into this area new varieties of wheat, adapted
0 the climatic conditions of *thc region, were required.
Winter wheat could not survive in the northern section of
this area, in Minnesota and in the Dakotas; yet the hard red
spring wheats which were well adapted to a cold climate and
were introduced after 1860 ylelded a low-quality flour. The
red-colored bran of this type of wheat shattered in the
course of the milling process and flecked the flour giving

134
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1
it an orange cast. The farmer in the far north therefore

found that his wheat sold at a discount. In the early

1870's, however, the millers in Minneapolis, by adopting

new milling techniques (which first had been developed in
Europe), were able to eliminate the fine specks of bran and
at the same time preserve the high gluten content of the
hard red spring wheat.2 This "new process" flour was a
better bread-making flour than had yet been produced in the
United States, and on the basis of the new value given to
hard red spring wheat the frontier of wheat production ad-
vanced into the northern plains region. The wheat and flour
of this area were shipped to market via the Lake Superior
ports of Duluth and Superior, and the statistics of the
grain movement through the St. Mary's Falls Canal, between
Lake Superior and Lake Huron, Serve as a measure of the
development of this trade. In 1870 there were only 32,007
barrels of flour and 49,700 bushels of wheat shipped eastward

lyith white wheats (white bran), the dominant sort
before the 1870's, this problem did not arise. The white
wheat berry was not so hard as the red spring wheat berry
and the bran did not shatter in the course of the milling
process., Hard red spring wheat was introduced in the United
States via Canada from varieties grown near the port of
Danzi§. Carleton R. Ball, "The History of Wheat Improve-
ment, ﬁ;g%cultural History, IV (1930), 55-67. See also
George 1. Rogers, story of Flour Manufacture in Minne-
sota," Minnesota Historical Society, Collectioms, X, 35-55.

2The new milling technique consisted of high grinding
in order to crack the bran whereupon the bran was removed
by a "middlings purifier." The essential principle of the
purifier was the use of an air blast. The middlings were
then ground into flour. Knight Neftel, "Report on Flour
Milling Processes," Tenth Census of the United States, II1I,

564-569.
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through the canal, but the grain movement steadily increased
in the following years. In 1873 there were 136,411 barrels
of flour and 2,119,997 bushels of wheat shipped eastward.>

Meanwhile in the central Great Plains area hard red
winter wheats were introduced in 1873 by a group of German
Menmnonites who had emigrated from southern Russia and settled
in Kansas, These wheats were well adapted to the dry summers
and rather dry winters of the central Great Plains and pro-
vided the basis for a further advance of the wheat frontier.
The wheat and flour of this area were shipped to market
through Kansas City and via the trunk-line railroads to the
East.4

These new wheat varieties thus made possible a further
westward movement of the center of grain production in the
United States. The grain crop which had provided the sinews
for the development of the East North Central area began

after about 1873 to afford a cash crop for the more western

3'.I!he statistics of grain movement through the St. Mary's
Fall's Canal (completed by the State of Michigan in 1855)
are given in U, S. Treasury Department, Bureau of Statistics,
Monthly Summary of Commerce and Finance, new series, VII
(January , 1990, For the Jevelopment of the wheat
economy {n the northern region, see Edward Van D. Robinson,
Early Economic Conditions and the Development of égﬁiculture
h Minnesota; Merxill E. Jarchow, "King aﬁeaf, @80
History, XXIX (1948), 1-28, The development of the wheat econ-
omy 1n the plains area of Canada receives attention in Edward
Porritt, "Canada's National Grain Route," Political Science
Quarterly, XXXIII (1918), 344-377.

4Ball, "Phe History of Wheat Improvement‘" Agricul tural
History, IV (1930), 63-68; Mark A. Carleton, Hafﬁ Wheats
Winning their Way,” U, S. artment of Agriculture, Yearbook,
1914, 21-34., PFor a study o? The development of the Wheat
economy in this area see William D. Bracke, Wheat Country.
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regions of the Unlited States,

The year 1873 thus provides a convenient vantage point
from which we may look back on the development of the grain
trade of the Great Lakes. By 1873 the annual receipts of
grain and flour at Buffalo by Lake had passed the 70,000,000~
bushel mark; yet there were men living in Buffalo then who
could remember when the grain trade of the Great Lakes had
been numbered in mere thousands of bushels.5

The changes in marketing which occurred in the ocourse
of the development of the Great lLakes grain trade were com-
pressed into the space of a lifetime and therefore followed
one on the other with an unparalleled swiftness. Despite
‘the iapidity of change, however, certain stages of develop-
ment may be recognized. The grain trade began in the era
of canals; the Erie Canal and the Western canals which con-
nected with the Great Lakes were, in effect, extensions of
the transportation system that nature had already provided
in the form of the Great Lakes. Over this improved trans-
portation system--by canal-boats and vessels on the Lakes--
the grain trade between the western and eastern United
States was developed, and the characteristic features of
the trade were evolved. Buffalo and Oswego, the two western
termini of the New York canal system, developed as grain
markets and became the entrepots of the trade in this early

reriod. Almost as soon as this pattern of commerce was

5The sfatistics of the receipts at Buffalo are given
in the appendix. The total figure includes flour reduced
to its equivalent in wheat.
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established, however, new forces--the telegraph and the
railroad--had begun to alter it, and in the latter years

of the 1850's the western grain markets began to replace
Buffalo and Oswego as the entrepots of the trade.6 By 1873
the modern pattern of the marketing system of the grain
trade of the Great Lakes was well established.,

The importance of such seaboard cities as New York,
Boston, Baltimore, and Philadelphia may be explained by
their transportation and port facilities and their canmuni-
cations with the interior. Similarly, the formative forces
responsible for the prominence of such centers as Cleveland,
Toledo, Chicago, and Milwaukee may be ascribed to a like
set of factors. Chicago was an outlet for the vast prairie
region of the United States, but it owed its early prominence
(as 4id Cleveland, Toledo, and Milwaukee) not to the agri-
cultural richness and fertility of its immediate hinterland,
but to the geoéraphic relationship of its port to the then
more heavily populated southern part of the East North Central

6The world leadership of the Chicago grain market be-
ginning after 1880 was due to the facilities for "hedging"
which that market provided. The development of hedging was
made possible by the development of future trading (the pur-
chase or sale of grain for future delivery).which, in turn,
was made possible by the adoption of standard grades of grain.
Until about 1880 future trading served mainly speculative
purposes., Hedging 1s a technique by means of which non-
speculative buyers and sellers of grain are able to protect
themselves from price fluctuations. A hedging sale oxr pur-
chase consists of executing either a future sale or purchase
at the same time that the commodity is either bought or sold
in the cash market for delivery. The gain or loss in the two
transactions approximately cancel out the effect of price
changes during the period in which the commodity is processed
or prepared for the consuming market. For the historical
development of this technique, see George W. Hoffman, Hedging
by Dealing in Grain Futures, 25 ff.
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area, and to the transportation facilities which were built
to these more distant hinterlands. A diversion of trade
from the Mississippi River system to the Great Lakes was
accomplished through the ports of Cleveland, Toledo, Chicago,
and Milwaukee. The Great Lakes afforded a competitive route
by which the agricultural produce of the East North Central
‘area could be shipped to the New England-Middle Atlantic
states market, The Mississippi River route continued to be
used as a route to the Southern market for agricultural pro-
duce, but that route failed to hold on to the trade which
had formerly gone down the river to New Orleans for shipment
by coastwise vessels to the North Atlantic ports of the
United States. The reasons for the failure of the Mississ-
ippi River route to retain this trade stemmed largely from
the inadequacies of the commercial system available on that
route, particularly in the early period when the competition
and diversionary effect of the new route were first felt.
The major Lake port cities were thus outposts of the
Great Lakes-Erie Canal route to the East and were within
the commercial orbit of Buffalo, New York City, and Boston.
Pittsburg, Iouisville, Cincinnati, and St. Louis on the
other hand were within the commercial orbit of Baltimore,
Philadelphia, and New Orleans. The eastward transportation
facilities of this latter commercial system across the
Allegheny and Appalachian mountain ranges (which the
Pennsylvania Main Line and the Chesapeake and Ohio Canal
had failed to provide successfully) were made available in
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the decade of the 1850's by the Pennsylvania and the
Baltimore and Ohio Railroads. These two railroads traversed
areas where coal was abundant and inexpensive, and this
cheap fuel, in effect, leveled the mountains. However,
these two railroads, owing to their lack of uniform gauge
connections and through-freight arrangements with the West-
ern railroads, were not able to divert even a portion of
the grain and flour trade of the more westerly section of
the East North Central area until their western connections
were improved in the decade after the Civil War. The grain
and flour freight traffic which the Pennsylvania and the
Baltimore and Ohio Railroads carried directly to the Eas+t
in the post-Civil War years originated at roints which were
distant from the Great Lakes and where the cost of shipment
directly by rall was consequently less than the cost of
shipment by the indirect route via the Great Lakes.

The effect of railroads was also felt on the Great Lakes
grain route even though the all-rail routes paralleling the
Great Lakes did not play an important paxrt (except for the
small wintertime shipment of breadstuffs) in the grain trade
between the West and East. Because the all-rail routes
could not compete over long distances with the vessels on
the Great Lakes, the northeastern railroad systems--the New
York Central, New York and Erie, and Vermont Central--depended
on Lake vessels in making their connections with the Western
railroads. By 1860 these railroad systems had organized

their own propeller lines on the Great Lakes in order to
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improve the facilities for heavy freight shipments between

the West and East. The railroads in the eastern United

States were able to compete successfully with the Erie
Canal-coastwise system of distribution of grain and flour
owing to the much wider system for distribution which these
railroad networks provided.

' In two respects the grain trade of the Great Lakes had
an influence on political developments in the Period bvefore
the Civil War. The growth of trade on the Great Lakes~-Erie
Canal route brought an economic rapprochment between the
West and the East, This economic interdependence was of
political importance when the South seceded from the Union.
But the support which Easterners and Westerners gave the
Republican party on the eve of the Civil War was based on
more than the economic ties which had grown up between the
two sections. The Republican party made its anti-slavery
principles more attractive by promising a program of legis-
lative action which various groups in both the East and West
wanted, a program which offered higher tariff rates, free
homesteads, easier naturalization laws and appropriations
for intermal improvements, The commercial interests of the
Great Lakes, associated together in the grain trade, were
particularly interested in the latter promise. On the basis
of these legislative wants a political rapprochment between
the East and West became possible which paralleled the
economic rapprochment which had developed between the two

sections,
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A merely descriptive account of the 8grain trade of
the Great Lakes, however, fails to indicate the importance
of that trade in the development of the interior of the
North American continent. Grain supplied the West with
purchasing power, and the West was able therefore to buy
the manufactured goods of the East. This interchange of
products (and the division of labor underlying it) was made
possible by the cheap transportation which the Great Lakes
afforded. The development of the interior of the North
American continent displayed, in effect, a certain similar-
ity to the earlier development of the American colonies on
the seaboard: the exchange of products via the Great Lakes
aided in the incorporation of the West as a part of the
American economy just as the exchange of products via the
Atlantic Ocean had facilitated the extension of Western
civilization to the shores of the New World.
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' 1
RECEIPTS OF FLOUR AND GRAIN AT BUFFALO, BY LAKE, 1830-1898,

BUFFALO.

=omocams = NIRRT

CMEEE | Teur | Whet | com. | oate. |TARF) CALEEPAR | piour | Whest | Corn. | Osta | Toalflewr

Berrels. | Bushels. | Bushels..| Burhels. | Dushels. Rarrcls. | Bushels. | Bushele. | Dushels. | Duchels,

Whooroioerrnennes] 178 ) 204,000 [ 204,355 28,040 1,200,531 1088......... coeens] 1,502,781 | 12,658,215 | 16,004,007 | 11,403,473 | 45,040,008
Weniienennes| 190,008 450,330 04,400 2,553 | 1,184,655 | 1800............... 1,608,487 | 19,228,648 | 11,549,008 | 650,067 | 45,007,108
108 ieeeee TTRLO0| LT 18 6,571 57 1| 1670.....oeeeenen | 1,470,301 [ 20,686,723 | 9,410,198 | 8,048,083 | 48, 413, 008
1890, ..cccneernennes| G198 1,107,288 Lol 202,850 | 18TL.uieiene... 1,278,077 ( 23,008,817 | 26,110,700 | 5,000,408 | 7,135,708
1860 .ccvveneneens| 007,243 20048801 LA 4,001,508 || 1672, 62,502 [ 14,3004062 | 34,643,107 | 6,060,045 | 62,980,303
Wiloeeieinnnees]  TOOOM | 2,035,000 ) 201,001 | 1414 | 5502528 | 1673......eeneit 1,290,205 | 30,618,378 | 28,850,828 | 5,973,340 | 73,008, 50
2. .ceencennnens]  TRLON | 1,888,430 | 454830 ...... v 5,687,468 || 1876.........0enee.| 1,083,505 | 90,778,572 | 24,074,548 | 5,306,781 | 70,000, 883
Weccnneivnneees|  MLBIT| 2,000,901 | 223,006 2480 6.G12,60 |l 1870......cc..e...| 1,810,402 | 32,087,060 | 22,603,001 | 8,494,198 | 74, 24,726
184oeenennienee..l 915,000 | 2,174,800 1 187,078 18,017 G.010,718 | 1876......... cereer| 007,210 [ 10,394,612 | 20,890,853 | $,307,257 | 50,074,648
Bieiiiiisesneeee,  WOT0| LIONO0L  B4200| 23,300 | 5,781,790 [ 1877........ v 60,044 | 23,204,405 | 32,002,008 | 421,229 5,190,
186, 1974,020 | 4,704,100 | 1,455,288 | 218,200 | 13,308,107 || 187B.......cceeen.| 910,960 | 35,419,136 | 35,130,858 | 8,122,073 | 81,008, 088
1T, conmennenef 1,837,000 | 6,489,100 | 2,862,800 446,000 | 10,180,167 Il 1679...c.cucuruecey 007,108 | 37,780,001 | 32,000,008 | 1,104,700 | 78,065,38
1008, ] 1,240,000 [ 4,520,117 2,208,000 | 560,000 | 14,647,012 | 1880...0c0ueeuennc] 1,317,001 [ 40,610,229 | €2.214.417 | 040,350 | 113 042,927
180........... eeeesl 1,207,408 1 N0, 078 8,321,650 | 302,384 | 14,005,188 1 1881...............| 1,061,250 | 18,406,390 | 35,434,830 | 3,505,737 | 02,003,208
0. 1,100,600 | 3,081,047 | 2,830,378 | 367,580 | 12,069,550 || 188...............| 1199380 [ 26,060,030 | 208,50 | 1,600,170 | 34030000
1) ccneneeneneeee.| 1,358,234 | 4,167,120 | 5,088,735 | 1,140,340 | 17,740,781 | 1883........... el 2,071,570 | 24,103,420 | 34,975,040 | 2,226,000 | 78,079,000
1852, ceeennnnnee | LOD,AY| 5,840,778 | 5,176,746 | 2,506,231 | 20,300,504 ' 188{............... 2,615.510 | 32,669,710 | 18,538,340 { 3,174,730 | 70,041,599
1853...... ceverennns 975,887 | 5,420,043 | 8,005,703 ) 1,580,655 | 15,065,826 ' 1885.. ............ 2,903,28) | 27, 130, 400 . 21,028,230 707,580 |  64,3%,29
1858eeeeaeeenninnn. ] 799,786 | 3,510,783 | 10,108,033 | 4.401,5:9 | 22.252,235 | 18R8.......... cee 4082190 | 4L 430440 § 21,155,370 1,004,670 | 95,493,709
1683, cereeeess) 36,761 8.072,120 9,711,400 | 2,083,272 | 2,470,208 188T....cenenn.. .. | 4,001, aec,am 160 | 30,190,450 | 4,630,280 ; 104,737.716
51 S 1,126,048 | 8,465,G51 | 9,633,277 | 1.733,382 | 5,750,967 | 1838...0uueeennnn.. D 5.204,000  72,58,110 20,422,230 | 7,897,310 1 92,448,180
1857 ceieiiaienns [ 845,053 | 834,100 5,713,611 l.'.‘lx,TGOi 10,002,090 | 1889...00ve oeeen ! ..480.410l '051‘0002‘7‘1”‘1” u.msuol 118,273,430
 ENT DO ciesens 1,506,109 | 10,071,550 | 6,021,468 , 2 275231 ; 26,812 980 i 1890I 6.'.'45.500;24.86!.630'64.130.000 13,860,780 120, 544, 708
 F . SO 1,420,331 9,234,C52 0 3,113,653 324,002 21,520,722 18d]..euvennnn..... 7,003,340 75,045,960 ' 29,616,390 | 12 454,150 161,459,720
1830, ..vnniaiannn. 1,102,235 | 18,502,649 | 11,386,217 ¢ 1,200,504 | 35,033,115 ‘§ 1392...00ieeeenntt. 0,746,120 18.2{3.56032,-877.7@ 16,500,250 | 181, 760, CBe
1861........... weeed 2,189,501 | 27,1€5, 219 21.02&.65” 1,707,905 | 61,460,601 :; 1 10, 562, 990 cs.m,mlco.mm 20,700,150 | 18%, 730,379
862 oovenvecenees] 300,022 20,605,801 | 24,288,627 | 2,624,602 | TRETLASH | 1000..orvnenenn ] 10,428,800 50,104,130 | 20,000,620 | 18,680,200 | 161,401, 18
TSRO 207,089 | 21,240,348 | 20,080,902 | 7,322.187 | ©4,735.510 | 1005...........ee.| 8,971,710 | 47,280,008 | 37,570,801 | 22 900.2M | 160,788, 128
Lo | 2,048,830 | 17,677,540 | 10,478,681 § 11,662,637 | 81,177,146 166................. 10,384,184 | 54,411,207 | 47,811,010 | 40,107 ¢90 | 215,352,734
IS, 1,708,303 | 12,437,888 | 10,040,030 | 8,494,700 | 51,415,188 | 1097...............] 12,040,617 | 56,565,610 | 560,932,625 ' 64,140,018 | 261, 003, 088
168 ...eeenne, 1,213,543 10.4‘:9.001;27.04.7“;10,:2:,472 56,388,637 1 1898.......c0uueee. 10,871,653 | 83,872,837 | 67,060,073 | 45,501,233 | 267,395, ¢}
L. 7 J 1.“0.056% 11,879.685'17.873,638{10,&53,166 50,700,000 ' 1699............... o.m.mia,(aoe,ou‘n,ua.m‘zo.mmi‘ 101, 138, 844

e Ircluding Larlew and rye, as well as tour, “lu-.l corn, and oate.

Note.—For several years prior to 1477 the recelpts from Canada by il vwoae incduded. The tolals are Vased upct tbe arsumpiicn that a barrel of Sour ig
quivalent to £ve (3) buskels of wheat. The usual 1ativ is et J:eseut 1 (o 4.
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EASTWARD SHIPMENTS OF WHEAT FRO ERN
) M THE WES
TERMINI OF THE ERIE CANAL, 1835-1873T

Buffalo Black RockZ —

Wheat Whea'rblock °§§38§

Bushels Bushels Busgzls

60 1bs, 60 1lbs, 60 1bs.
1835 168,012
1836 304,090 132’224
1837 450,350 162025
1838 933,117 59’713
1839 965,000 75156 106,210
1840 883,100 31,534 83,838
1841 1,207,135 182,783 94 ;779
1842 1,228,120 39,672 53,022
1843 1,699,724 28,620 108,564
1844 1,786,104 62,558 160,699
1845 1,354,996 18,790 119,572
1846 3,613,569 23,797 433,246
1847 5,816,362 20,368 713,531
1848 3,973,440 92,201 800,295
1849 3,940,350 86,242 1,003,462
1850 3,304,697 131,916 1,552,012
1851 3,669,005 75,827 1,676,213
1852 4,759,281 254 3857 2,907,199
1853 4,958,818 232,176 4,513,513
1852 2,811,687 26,822 1,329,885
1855 6,455,641 43,982 698,377
1857 6,673,827 2,572,429
1858 8,294,690 4,071,391
1859 6,168,068 2,198,882
1860 13,951,453 6,786,606
1861 23713712 7,695,262
1862 27 751,786 7,408,513
1863 19,404,308 6,061,611
1864 16,138,386 3,129,648
1865 10,202,141 2,678,667
1866 7,772,217 2,190,335
1867 10,109,718 2,511,131
1868 10,369,030 3,558,231
1869 16,463,480 4,711,984
1870 16,738,613 3,857,727
1871 19,028,316 4,105,784
1872 11,001,069 1,928,850
1873 24,569,088 1,775,398

laudaitor of the Canal Department, Annual Report on the
Tolls, Trade, and Tonnage of the Canals 0f the State ¥or the
Year 1875, New York Assembly Documents, No. 133 (1876), table

no, 2b.

2After 1856 Black Rock statistics were included in

Buffalo statistics.
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EASTWARD SHIPMENTS OF FLOUR FROM THE WESTERN
TERMINI OF THE ERIE CANAL, 1835-1873

Buffalo Black RockZ Oswego

Flour Flour Flour

bbls, bbls, bbls,

216 1lbvs, 216 1lbvs, 216 1lbs.
1835 100,883 123,421
1836 139,178 94,667
1837 126,815 66,002
1838 277,620 76,098
1839 288,168 69,278 110,390
1840 639,633 109,987 116,300
1841 648,686 179,268 128,094
1842 654,429 109,673 118,027
1843 880,868 111,327 209,269
1844 851,180 127,702 346,959
1845 721,891 153,795 379,383
1846 1,291,233 146,761 471,318
1847 1,903,351 165,335 610,494
1848 1,241,870 153,794 614,837
1849 1,034,938 181,565 808,307
1850 984,430 187,958 804,746
1851 1,106,352 214,647 888,131
1852 959,114 237,866 881,645
1853 658,364 247,587 853,956
1854 288,124 112,135 306,277
1855 235,578 99,017 398,657
1856 76,476 30,675 395,523
1857 88,092 254,621
1858 771,602 467,886
1859 220,486 253,510
1860 180,853 421,032
1861 306,236 433,546
1862 451,814 499,825
1863 469,792 574,593
1864 126,820 263,672
1865 142,018 277,814
1866 52,325 156,791
1867 15,468 74,761
1868 5,774 46,741
1869 51,928 68,161
1870 76,471 105,925
1871 47,731 92,997
1872 5,172 44,202
13,616 37,241

1873

1

Auditor of the Canal Department, Annual Report on the
Tolls, Trade, and Tonnage of the Canals™of thHe State for the
Year 1875, New York Assembly Documents, No. 133 (1876), table

no. 26,

2After 1856 Black Rock statistics were included in

Buffalo statistics, ‘
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THE MOVEMENT OF WHEAT AND CORN ON JHE OHIO AND
ERIE CANAL, 1833-1860

M

Cleveland Portsmouth

Wheat Corm Wheat Corn

Bushels Bushels Bushels Bushels

60 1bs, 56 1bs, 60 1bs. 56 1lbs,
1833 386,760 74,913 = c;ccmee | emcceea
1834 333,868 2,653 0 ceeceee e
1835 387, 232 53,373 =  ccoccee cceme—-
1836 464, ;756 392, '281 3,399 43,117
1837 549, 141 280 234 735 3,197
1838 1,229, ‘o012 107, 514 2,386 8,768
1839 1, »515,320 65, 272 1,100 6,444
1840 2,155,407 72,569 -=122.. 30,530
1841 1 564 1421 245, 1018 000 m—meeee 128,191
1842 ,311 665 218 756 ------- 56,748
1843 813,536 227,694 605 28,758
1844 976,551 263, 508 487 100,388
1845 229,105 146, 1272 635 146,438
1846 1,597, 597 557, 872 8,004 134,032
1847 2 195 581 1,382,219 8,782 348,155
1848 ,573.427 615,094 4,002 106,206
1849 862,810 527,464 1,834 197,875
1850 1,192, 559 831,704 16,372-1/2 476,482
1851 2 529 699 998, 059 70,430 403, ;094
1852 2 920 534 861 897 46,338 360, 446
1853 1 817 677 168,713 13,618 278,822
1854 657 267 428 823 3, 561-1/2 413, ’764- 1/2
1855  ~=m=ceme- 196,345 305 403,704
1856 384,007 222 125 20,244 192,488
1857 289,446 164,873 13,053 470,598
1858 353,895 239,755 10,752 128,476
1859 29,433 29, 762 3,489 219,051
1860 211 674 78,495 17, ’ 986~ 1/2 380,985

1

Ohio Canals, 175-18l.

C. P. McClelland and C. C. Huntington, History of the
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THE MOVEMENT OF WHEAT AND CORN ON, THE MIAMI
AND ERIE CANAL, 1842-18601

:’—;—_————%

Toledo Cincinnati

Wheat Corn Wheat Corn

Bushels Bushels Bushels Bushels

60 1lbs, 56 lbs. 60 1bs. 56 1lbs,
1842 12 ,976 -------- 5 ,283 84’523
1843 98,220 116,143 5,983 80,802
1844 211,698 32,659 13,272 82,863
1845 565,711 30,037 6,404 45,950
1846 664,314 1,105,909 14,896 112,195
1847 962,170 1,275,410 105,605 547,903
1848 1,121,491 1,309,911 22,451 290,486
1849 714,703 2,052,071 22,203 239,530
1850 935,936 1,581,130 81,331 615,864
1851 1,250,355 2,562,961 130,292 270,147
1852 1,954,718 3,878,047 103,825 320,283
1853 1,699,441 2,369,606 5,145-1/2 327,382
1854 396,951 4,067,676 88 445,907
1855 722,896 2,805,652 1,736 333,162
1856 986,732 2,258,069 6,033 499,929
1857 727,223 1,005,351 9,026 3,421,788
1858 1,347,158 993,366 5,354 225,602
1859 765,993 120,505 3,599 110,757
1860 1,161,809 1,798,671 33,618 170,257

1

Ohio Canals, 175-181.

C. P. McClelland and C., C. Huntington, History of the
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SHIPMENTS OF FLOUR, WHEAT, AND CORN FROM CHICAGO

1838-1873
——— —_—— - —

Flour Wheat Coxrn

bbls, Bushels Bushels

216 1bs. 60 1lbs, 56 1lbs.
1838 2 —emmcee- 8 @ —ceecce--
1839 """"" 3,678 --------
1840 9= emwmceceaa 10,000 = 0=ccece--
1841 00 meeeeeee 40,000 = em—cm——-
1842 =@ memeeece- 586, 907 --------
1843 === meccece- 688,967 --------
1844 6,320 891,894 —r——————
1845 13,752 956, 860 --------
1846 28,045 1,459,594 = o~==—e---
1847 32,538 1,974,304 67,135
1848 45,200 2 160 OOO 550,460
1849 51,309 1 936 264 644,848
1850 100,871 883 644 262,013
1851 72,406 437, 660 3,221,317
1852 61,196 635, 996 2,757,011
1853 70,984 1,206 163 2,780,228
1854 111,627 2 306 925 6,837,890
1855 163,419 6 298 155 7,517,625
1856 216,389 8 364 420 11,129,688
1857 259,648 9, 846 052 6,814,615
1858 470,402 8,850,257 7,726,264
1859 686,351 T, 166 696 4, 349 360
1860 698, 132 12 402 197 13, 700 113
1861 1,603,920 15, 835 953 24,372, 725
1862 1,739,849 13, 808 ,898 29, 452 610
1863 1,522,085 10,793, 295 25 051,450
1864 1,285,343 10,250,026 12,235,452
1865 1,293,428 Ty 614 887 25,437,241
1866 1,981,525 10, 118 907 32,753,181
1867 2 015 455 10 557 123 21,267,205
1868 2 »y399,619 10,374 683 24, 770 626
1869 2,339,063 13,244,249 21,586,808
1870 1,705,977 16,432 585 17, 777 377
1871 1,287,574 12,905,449 36,716,030
1872 1,361,328 12 160 046 47,013,552
1873 2,303%,490 24, 455 657 36,754,943

lpenth Census of the United States, 1880, III, 158.
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SHIPMENTS OF FLOUR, WHEAT AND. CORN FRON MILWAUKEE,

1845-18731

w

Flour Wheat Corn

bbls, Bushels Bushels

216 1lbs, 60 1bs, 56 1lbs,
1845 7,550 95,510 = eeme—e——-
1846 15,756 213,448 0 e
1847 34,840 598,411 =0 oceeeeea
1848 92 732 602 474 ........
1849 136, 657 1,136 023 2,500
1850 100 017 297 570 5,000
1851 51,889 317,285 13,828
1852 92,995 564,404 2,220
1853 104 055 956 s 7103 270
1854 145,032 1,809,452 164,908
1855 181,568 2 1641.746 112,132
1856 188, »455 ,761 ,976 218
1857 228,442 2,581,311 472
1858 298,668 3 2904 1213 43,958
1859 282,956 4,732, ,957 41,364
1860 457,343 7,568,608 37,204
1861 674,474 13 300,495 1,485
1862 711,405 12,915,680 9,489
1863 603,525 12,837,620 88,989
1864 414,833 8,992,479 140,786
1865 567,576 10,479,777 71,203
1866 720,365 11 634 ;749 480,408
1867 921,663 9 598 452 266,249
1868 1,017,598 9 867 ,029 342,717
1869 1,220,058 14,272,799 93,806
1870 1,225,941 16 127 838 103,173
1871 1] ,211,427 13,409 1467 419,133
1872 1 232 1036 11,570,565 1,557,953
1873 1 805 200 24 994 1266 197,920

lpenth Census of the United States, 1880, III, 160.
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RECEIPTS OF FLOUR AND GRAIN AT NEW ORLEANS PROM 1832 TO 1862.1

[Compiled from atatistics of New Orleann Price Current.)

‘ ' CORN,
YEAL. Wheat. ' Flour. - s S e ————— Oats.
’ ' Shellcd, 1b ear. :
, L S I
l DUis. and sarke. LEarrels. Sacks. ‘ EBarrelr. Dlls. and racks.
b E. ¢ 1 221, 233 7.490 71,523 3. 784
b 15 U ereeaaa. e 233, T42 65, G20 01.473 9,020
- meienaaaan . 345, 851 82, 137 97,774 18,0623
LS S e, ' 10,038 256, 534 162, 346 262, 410 14, 2¢4
1836, . ............. e, ! 1, (%0 257, 232 237,182 235, T3 18,133
b L S ' 8,422 253, 500 309, 090 194,013 | 22,190
| Tt S ; 2,627 329 08 177,751 270,924 25,514
B> 17,290 49,08} 38,595 161, 918 38,78
B840 oo, 63.015 452 5% i 00 132, 063 &2, ¥65
) 17) P, Cveeeireennn e ' 2 621 49 134 204, 557 168, 020 4,457 |
1Y S : 128, 848 €9, 603 58,700 240,675 2,281 |
1883t ‘ 118,248 621,175 427,552 235, 036 120, 430
 E T P 86.014 562, 207 380, 053 165, 354 120, 432
Y S ceearanes ‘ &, 750 533312 40,064 129, ceg 144,202
146 ... cereneaann. 403, 786 877, 928 1,163,120 238,573 269, 286
LYy SO ' 833, 619 1,617,075 2,386,510 819, 576 888, 337
L YT TR ! 119,181 708, 968 1,083 465 509, 560 407,219
b LT | 238. 911 1,013, 137 1,705 133 205,711 | 266, 560
g 97, 508 591, 983 1,114 507 42,719 ’ 325,793
i 8. 797 0il. 106 1 20m 2 42,026 ‘ 479,741
64,918 o7 o 1,397, 532 163,008 ! 463,273
‘ 7. 238 804,632 1.225. 091 17.620 ! 446,955
T U 125,043 874,256 1,740 207 48,408 | 5u8, 451
1805, ittt 31,233 6111 1. 110 340 10,701 439, 078
B N ! bG8, 524 1.120, 974 HIRCCTIRTION 41,920 587, 1~0
L P ‘ 775 062 1. 2w, L7 1 437,051 14.519 203,171
1 S U, t W, %75 1.538. T42 1.299.€65 €2, 495 ‘ 548, 640
b Pt J 29, 585 1,081,978 70 438 $, 000 219,736
13,118 65, ne0 1,722, 039 98, 022 69, 550
71,638 1, 009, 201 3, 873,911 122,844 552,728
3% 11t 231,645 313, 632 22,216 25,318

11'!—. S. Treasury Department, Bureau of Statistics, Monthl
%W of Commerce and Finance, New Series, VII (January, 1550),
L ]
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The following table of the grain trade of Montreal from 1846 to 1898 shows that, with the exception of corn
aud oats, tho receipts have not increased abnormally during the last quarter of a century:

GRAIN TRADE OF MONTREAL.

QUANTITIES OF FLOUR AND GERAIN RECEIVED AT AND SHIPPED FROM MONTREAL FROM 1846 TO 1898:..'

{Frow the annnal reports of the comuwerce uf Montreal.)

' FLOTR. i WOEAY. l Conx. : PRASE. :: BARLEY. : oATS.
YEAR.- ; ) : ‘ — ; S - —
' Receipts. TSh'l’-@ntl-‘ Roceipts. { Shipments. Receipts. :smmu.4 Receipta. Shlpmooun'l Receipts. isulp.eat..f Leccipta.  Shipucnts.
. | ;
Barrels. | Barrels. | Bushels. | Bushelr. : Bushels. ' Bushels. || Buskels. | Dushels. '| Bushele. Beshels. '~ Dushels.  Bushis.
186 582,922 | 202,621 l‘ €177 | aTessr ... L 1,350 94,960 | #9 . e 30, 992
T, SO | 627,137 271,850 |, 540,867 50,858 ....u....... vermeennanes 50, 184 88, 080 10,213 24,120 i 13,595 155,074
88............ | swm isioell wnes| awas7 | ese ... was| el 1w 200! 1200 ...
1900 ........... 455,901 | 835,503 357,900 | 85,748 80,834 |............ a7 .985 21! LA L TE 12 o0t
1850............| 483,683 182,988 | 815,277 71,858 | 51,965 5,719 21,256 8,008 s12 =50 | 3,67 1,081
b1 IO 510,738 235,508 | 443,477 129,114 28, 300 %N 22,70 50,921 2,372 ... [omass ...
1= T 575,938 | 215,524 ' 72,056 ! 27,650 9,19 00| o502 98,514 4229 | e T.4%
1883 ..o 585,638 244,400 | 906,800 485,00 N 3 PO " Tmese| 175,847 a5 3T j 38,804 .eeeon......
7 = SO Dol e i 60,78 122638 L] METE| 10,008 X 2,487 ...l fomast
T S ,| 43,011 53,083 | &7 45,707 || e22.208 nsa| 3386 108 17,938 1L798 | 49 0. 508
1008, ........... ! 588, 757 198,731 l 1,340, 705 774,107 i 437,154 158,234 * 52, 32 218,116 4,14 ! 2,05 43, 063 8. 043
11~ SO | BB Ms | 79301 | 1,067,724 | 80912 300,004 2.6 167730 112 140 .. 15,007 120
1858, .......... | ces,0c4 | 107,743 | 1,774,466 | €02,241 | 105,087 14,967 177968 42018 ;! 300 113, 500 1. 160
me............ I s 105053 esa i 58,005 | 7Treze 3.015 113,188 311,189 7,975 ..  Moes 6308 12, ¢00
wee. ... | 677196, 277,567 2,622,002 1,645,200 | 138,214 24,387 776,120 1,209,845 7. 43 B2 3new 208, 733
l............ 1,083,339 : 635,042 . 7,738,084 8, 584, 727 1, 558, 477 3,477,114 1,409,879 1,579 156 1227940 | lueone 122 3u8 1. 040, O8S
T SO © 1,174, 003 607,477 | 8,5%,172  6.500,706 2,061,761 1,774,5:6 334.¢79 711,102 oo Fooplete. |, 168,792 9. 630
1.,............ Da,aen2ee|  e10,021 | 550018 3z ms 0 se2su s 281 008,205 TaM44 0T26L Tuezo | e3 etz 3,008 038
... I satss| wmaeni eimnt 260053 158, 564 21,974 357207 493,020 37,055 684,770 mee 3 anme
b7 TSR P oomme| ares | 206 570380 a5a21, TG OKT1 Gel 18 BTG LIOWI | 163,00 | d.2.5e8
088 .......... ' 704376 806,198 |  T7i3, 28 83,2:8 . 1.117,208.| 1,870,223 1,W6.313 114,73, ML a1 33050
1987............ | 7018 568,031 | 2,000,306 | 157453 | 91,008 | 61,708 1.202,306 1,761,900 ' @330  v0Le37| 080  1.45.8%0
.. ........... , TIIL| e613 342,001 1.061.066 | 1.083,132| @47 530,308 @S | MTAI6 51,3081 MIES 90t o”
me............ . e | 988057 | Temes| BS, | 13| eses . sl i sve 98 h NN 16,872 S0, 2078
0. vemam| wmsis esenns| semes) mess 6043 . SR 1,TeT. T 40,463 233,000 172,400 @5
W............ L' ssi,7ee| 908,844 | 8,234,965 7 600,80 i 3,171,757 | 2.570.908 ; 22,308, TME143, 63,256 3%, o0t 132, 546 54, 818
1T - T 01,073 | E2,851 ) 40,316 38185400 | 7,006,400 | 1,530 65260 11,0 120,08 118,406 LTI TR WP
W ........... 1,190,008 | 963,500 [ 9,708,730 | 6,235, 6¢9 | 3,544,504 l.l-.mi, 45,790 17.701 | 1846T2 153,38 M08 01,43
1878...ccuann.. 1,075,363 mzu‘ 7,003,284 1.“4.!-; 2,803,284 | 2,561,078 ) 1,144,790 | 1,763,208 178, @82 u.cl' 203, 004 2,377
..o 1,682,580 | 800,000 | 5,615,208 | 7,117,150 | 1,804,010 | 1734290 | 1,157,000 | 1,544 008 l 181,95 | 176,90 %8, 009 30,08
wne......... .| #5331 842285 €,386,130( 5,007,804 | 3,83201 | LB M| 10008 | LIl TN | M TE| 24417 | 3emene
... men| 72027 | T80 s cair015] amame] s | 112736 L3NS | L] e e
... 6,379 716,793 7,300,005 8,802,823 | 6, 117.326 | 5664835 | 1,611,453 24 M3 Il a», 16 508 TH, 103 7,378
7> YU ™, e mmi 11,313,634 | 10,462,221 | ¢ 380,291 | ¢ 082,207 if 3,000,570 | 2,421,503 | 3470 A | e 3, 408
2008.cnneannnnn T8 | TINT | 507134 | 5,004,208 | 7IT200 | 12161, 617,666 | 3,661 67 WT,IT8| 3D 11| 18330
MR..eeeen... ®@e,107| @81 | 7,500,835 | 6,550,633 | 3,817,008 | 3,350,088 ' 3,015,844 | 3,132 20 , W23 amEM | LM% LI
| ....... 900,008 | 7300 | 5,273,670 | €913,20 | W 672050 2000007 2,204,674 ; MNEN; 128451 20908 5. 002
... ........... 1,012, 78 TR | 6000011 | 5,008,167 | 4,008,151 | 453,731 ) 1,668 106433 | INI8, 102354, 572 153,431
1080 .oeeeneee L12Te | Sl 520,157 3067457 | 2500535 331603 | Lo71, o Le3 10 2 a3 ! suie!  Zeom
s 900,788 | 670,438 | 5,500,247 | 4,321,283 2,419,561 | RIT.E7 | 2,448,848 236239 | 155,%% THIT | 1800007 1.4 018
W 88,712 TSN | 465413 T,035,1X  4.635,067, 4,615,503 | ZO02803. 2600313 L%, 24581 0 197068 301704
... smon| s20m | 1eemTe| 81000 1,264,921 1,306,678 | 3.343.1%¢, 203733 | 130621 7@, 1.107.2 42T
mes............ $30,171 | 785,638 | 5.045, 000 | 2,171,534 2,885,824 | 2808276 : 1,035,454 1,016C) , 1M36 14108 ﬁ 0,09 | =, 0u8
... 08,076 | 874,067 | 3,030,108, 2,700,484 | 6,908,467 70,60 | 1204,33 1016401 32003 a2e3 . 920007 | %, 708
M0 ... wmaa| oo 4155970 2253008 | 5,502,007 | 497036 1481 145819 | 167,908 10,3670 1648198 238248
lm ......... 1,153, &1 783, 403 ] 8,300,087 ' 6,290,224 ' 3,130,000 | 2200082 204,198 207530 1.:51.0“‘ sle22 176N 817,073
0. 006,008 | 1,06107 [ 11,174,909 | S60X370 . 1,612.60¢ | 1813343 230,50 20337 @23 W00 o.:;..;‘u‘ :'::::
... 0,507 | 951,00 - 8,377,087 7,088,157 | 9,311,736 | 9,670,704 | 17910 15613 41T €358 “.-.a'm‘? a1
....... £57,591| 1,006,987 , 7,108,253, 5,511,100, 2,183,364 2,063,508 | 1.228.000 1.29).2%0 8. 748 4438 1508, e
184...... g i P ! 731,190 177,008 7034 1,672.703 13,719
21008 1,612,506 | 168,708 441,313 265131 | 2321 26,08 | 812,242 . ' Lemue e
18............ 1,902,160 | 1,630,316 " 9,472,087 | 7,062,385 | o.ﬂ.n.; 6,795,304 | 2,002,074 1,078, 1% . 64 | m':u ) 6.0 7 et
"oy oo, 1.364.247 | 1,207,103 n.uu.mi 9,924,079 | o.a.al' 5.220.30 | 1,967,000 1TM.TI SN2 :n.;: :.;:.::] ..-:7‘.‘"
... Lo 7 | 10816 1090878 9,130,771 ’lmuo.mlu.mud Lesse| Leman . e | ;
S of
%. Se Treesury Departmeant, Bureau of Statistics, g%ﬁmm of
L J

Commerce and Finance, New Series, VII (January, 1900),
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TONNAGE CARRIED BY THE NEW YORK CENTRAL RAILROAD, THE
NEW YORK AND ERIE RAILROAD, AND fHE NEW YORK CANALS

1853-1875
W
N. Y. C. N. Y. & E. N. Y. Canals
1853 360,000 631,039 4,247,853
1854 549, 804 743,250 4 165 ,862
1855 670,073 842,048 4,022,617
1856 776,112 943,215 4, 116 084
1857 838,791 978,066 3,334,061
1858 765 407 816 954 3, 665 192
1859 834,319 869,073 3,781,684
1860 1,028,183 1,139,554 1,650,214
1861 1,167,302 1,253,218 4,507.635
1862 1 ,387,433 1,632,955 5,598,785
186% ,449 604 1,815,096 5,557,692
1864 1,557,148 2,170,798 4,852,941
1865 1,275,299 2,234,350 4,729,654
1866 1l 602 197 3,242,792 5, 775 ,220
1867 1 . 667,926 3,484,546 5,688,325
1868 1,846,599 3,908,243 6,442,225
1869 2,281,885 4,312,209 5,859,080
1870 4,122,000 4,852,505 6,173,769
1871 4,532,956 4,844,208 6,467,888
1872 4, 393 965 5,564,274 6. »673, 370
1873 5,522,724 6,312,702 6,364,782
1874 6,114,678 6,364,276 5,804,588
1875 6, ' 001 » 954 6,239,946 4,859,858

1xoble E. Whitford, History of the Canal System of the
State of New York, II, 911.




CHICAGO AND NEW YORK SPRING WHEAT PRICES, 1640-18891

WHEAT: Ne. 9, spring.
(The prices are for Chicage.) WHEAT: spring.
ave. 1000| 38 ® 50 ’ [The prices are for New York city.]
e ® .50 perbushel.| Jan. 100| 97 bashel.
‘ 140| 309 50 ¢ Y "‘ M 174 buah: e
iz.’ :' B :5;{: {% “ w iﬂl- }m per buskel iﬂ- }:ﬁw }: :{2’?.'".‘"" il;- ig'. }z orre ™ bush. 3‘.{)1; L Oi-gz per Lu<h.
Pr- MY Ost 1900 “ u . v, I J ‘ ’ * | July 1856] L SAd Oct, 1873 1. “ oo
July 1841 0@ 58 » & July 1875 104 ¢ “ 10 N “w oo aly 1 146 “oo» . 1731 1.4 “woow
Jom 18] B w “:l‘g » .o w5 138 ¢ w ?u. 140 1.00 w w | ?ct. }2,,' 10 9145 4 © Jan. 14| 160 alel v
A T R Y R 3 L R o
y 709 .78 ¢ « Oct. 1081 1 “ w r. K L “ . " 4 . Dot o - 21, ¢
4 “w ou y July 1976| 1o4p » o July 1841| 117 w u [|July1857) 1N o bt 1874 115 @1.18 © w
:;’lt’ :m ﬁ : :g " ou JA“ }g el :‘ " Ylm }..1 “ “ Oct. 1841| L40 w «w |'0Oct. 1867] 1.06 ®1.13 ¢ * Jan. MZ{’ 112 7117 . w
n “ w [pim n “ u | Jan. 10m “ . Jam. 183| 136 W oo | Jw. 1888 130 @118 ¢« AR MDILIT Lz e
1 r “ ou 0“.’ 1908 ] " :‘ Apr. 1077 " . Ape. 1842 138 w « | Apr.1858| 116 [ ;hfly I3 119 “ w
July IM7| 40® 58 “ “ [Jan 1983 ﬁ uon [Juiviem) 148 v = %:{7 1543 1.3 w ouw | -(I):iy }ggg N 0" ,:'- ;:13 13 “ ow
?“' {I“I; .'ru. 8- [Ar 1w Ln “ u 9:'. ﬂ H:‘ - Jm }w :;75‘: 3 w w | Jan. 1850 }.: "o '\l:,f %76 }EE 21.29 “ o
-. ey « fJuysml 8 . 1 e e~ jpr1ei 1. 20 4w
Ape. 1848) . “« ou Apr. 1878 L12 ©  u Apr. 33| 902 96 ¢« pr. 1850, 1.98 “ u uly 1876 117 « m
J:y 184 g : g “ ou ?:: }z tﬂ .o Jﬁry 1978 “ oo July 188| 103 @108 » « | (J)wlsu 1.0 “« u :flm. 1676] 1.2 @128 «
Oot. e sgH Apr. 1984 l.ut . . :‘ “ . ?:- {w L I 1 1.9% “ u A“,?r- ::;; }.43 7l v
Jaa. 35958 % * lJulyises| 106 P [ C BT I B y el 8 g - an. 1860| 1.90 w w G Abn 49 “
July 10| 6D &8 ¢« ¢« Oot. 1084 | 145 o Apr. 1878 80 ¢ “ Jr‘ 1.01 [ Apr.1860| 1.22 [T} “ﬂ) h_; l.;‘o ?1“ “ "
Ok 109| 509 90 * “ [Jan. 1985) 166 uow fdulgieml o105 4w uly 184 979100 « « f Julylseo) 1.2 w ow (Ot 1N71120 718 o
Jau. 60| 8956« v |Ape 19e| 90 “ u lOw 107 l'w “ O 1844| 878 90 “ o || Oct. 1880 115 2118 v * 0 }“L" 115 4138 M
Ape. 1050| S8 @ ¢ Ty iees| 0 “ o« Qim 1me| I3y v - i"' 145| 5@ 98 ¢ o | Jam. 1881| 118@1ZRe + T 1:.‘5 1.2 “oow
Iy 160| 50 100 * * R Oct. 1088 | 1’38 “ o e 14 v Ape. 108 9 a1 ¢ o | Apr.ise| 13 @rzfe « gy N 100 oo
Oot. 180| 48 ® 83 ¢« » Jan. 1998 88 .. Julylom| 8 " uly 1845 1.00 1.0 * July 1861 ZPW u w e “&9 1.08 “ “
:.- l.l .“ o w “ “ A". l~ 58 ® '= “ “ . ln “ o SM- lm 0 2 .“ " o“" (M. wl 1‘5 21.19 " “ Jul;r 187 l'l‘*’ o "
pr. 1061| 30® 58 » « July' 1008 107 :l'l . - 1) g ‘ll. ;m }r wow ill- g 137 #1238 ¢ “ (my 1879 ill.ggg}.l'l “ou
. Bt R - e oLog 4« J‘:I'y -t e 30l B L L | Iaym a ®1.10 * 5 Jan 18| 147 el ¢
9-ly wd| Hem v « | Apriser Isaim o - f0 | 180 o Ok 1 mo.w oy o Out. 108 L1 OLL - Jpr-lemi1a “ o ow
?u. ::: .go 5« lyaly1067|1 “ o J-.g {z‘ “ow ‘- o {..1;.“‘ w o ;. 108 {: ::g “e 0“1 1550 1'2 ol ¢
. . ® _7. " “" * . » . J . . . i " )
Apr. 13| D65~ Qct. 10071 187 oLee 4 Julylss| 184 « J gﬂ. L oL » ¢ | &a L8 010 » = i‘;r- el L v
July 1063| 8@ 75 « « [Apr 18|19 . . ?lt. 00 M = - LMoLl » » | LITeLM * ) v
Oot. 1063 .54 ®1.00 * July 1868 | 1 . . 1008 “ = Jon. 1848| 1.20 @1.90 per buah Jan. 1864 $1.45 @1.48 per bush. | Oet. 1881 1-30}01. ot
dm. 1S4 29 .86 Oct. 1808 | § “ % lApe 1w Lo ¢ = Apr.1848| 1325 @129 v | Apr. 1664 162 T oy fot 1881 1.8 ALk v -
Apr. 1884 1.00 w . Jan. 1800! 114 @1.184% « July1083| 1.0 “ - July 1848 118 2120 » July 1<64 235 7248 * || g g 1982 1.3 9140 ¢ v
Jely 1864| .95 9100 v © Apr. 1008 l'“‘ ““ " Oct. 1083 “- = Det. 1848] 112 @118 ¢ & Get. 1564 Leb 21.86 v ¢ !IJ$M 1.0 9140 ¢ ™
QOot. 1054 .90 9105 ¢+ « July 1909 llﬂ 2138 4 Jan. 1084 “ - Jau. 140| 1.08 9113 * Jan. 1%5‘ 228 @230 ¢ “ 0t ™ 1. “ “
Jen. 18881108 #1.20 % | Oct. 149 1,07} o w hApe 1w “ - Apr.180| 100 9108 « w | Abr 1885 L7t w e gL 2.91.08 per bush.
Apr. 1865135 @145 Jan. 1870] 17 I | July 1884 “ July 1840 100 @108 * * July 1865 125 @130 * ¢ Ly - 18831 110 woa
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EXPORTS OF WHEAT AND WHEAT FLOUR FROM THE UNITED STATES, 1821-18981

DOMESTIC EXPORTS, BY YEARS AND DECADES

_ e QUANTITIES AND VALUES, YEARS 1851-1893—Continued.
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EXPORTS OF CORN AND CORN MEAL FROM THE UNITED STATES, 182],-18981

DOMESTIC EXPORTS, BY YEARS AND DECADES,

QUANTITIES AND VALUES, YEARS 1851-1898—Continued.

Bread and breadstnffs—Continued.
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Chicago Daily Democrat, 1849-1861.

Chicago Daily Journal, 1846-1851,

Chicago Magazine, 1857,
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Niles Weekly Register, 1830-1849,

Reports of Trade
Aikens, Andrew J.
Annual Report of the Commerce, Manufactures Banking
Business, and Rallroad System of Milweukee F¥or thHe
Yeaxy 1853. ¥iTwaukee, Ig

Db,

Buffalo Board of Trade.
Annual Statement of the Trade and Commerce of Buffalo,
I85>, 1861, 1883, Buffalo, 1856, . -

Chicago Board of Trade.
Annual Statement of the Trade and Commerce of

cago, - - Cago, - o

Chicago Democratic Press,
Annuel Heview of the Commerce of Chicago, 1852-1856.
Thicago 1853-1856.

Hamilton, M. D.
étatament of the Trade and Cemmexrce of Detroit for
The Year 1551. Detrolit, 1858.

Milwaukee Board of Trade,
Annual Report of the Commerce, Public Improvements,

an oa §s_em o waukee, for e Year 5e

Milwaukee Chamber of Commerce,
Annual Report, 1859-1874. Milwaukee, 1860-1875.

Missouri Republican,
An Annual Review of the Trade and Commerce of S<¢.
Touls, 1848, I1854. 5t. Louls, 1849, 1855,
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New York Chamber of Commerce.

Annual Repoxrt of the Co oration of the Chamber of
Commerce of the State o§ New York, IB5B=IB7§. New
York, IB59-1I87%

New York Produce Exchange.

Annual Report of the Board of Managers, 1867-1877.
Wew York, IE6E-IETT——ord of Manage
Proeeediggs of the Annual Meetigﬂ of the National Board of
8 e_, - . ew ox » - f.

Toledo Blade's Annual Statement of the Trade and Commerce of
‘ o ©, - o oledo, 1BGI- .

Union Merchants' Exchange.
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) alo Torxr € Year 24. alo, .
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Crary's Directory for the City of Buffalo, 1841, Buffalo,
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Erving, Burdick & Co,.,'s Milwaukee City Directory, 1857 &
: pi o waulkkee, 1857.

Fergus, Robert,

’ Pergus' Directory of the City of Chicago, 18
(Fergus His%oricgi Series No. 2). Chicago, %376.
Directory of the City of Chicago, Illinois, for 184
(Fergus Historical Serlies No. 28;. Chicago, 1896,

King, Rufus ublisher).
’ Direégo of the City of Milwaukee for the Years
- a etch o e s Origin,
ogress, ness, ropulation, waukee, 8.

MacCabe, Julius P, Boliver (publisher).
’Directory Cleveland and Ohio City, for the Years
-38, eve . "

Directory of the City of Detroit, for the Year 1837.
e (&) ? [ J
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Norris, J. W. (publisher).

General Directory and Business Advertiser of the
UIT¥ oI Chlicago gor The Year IBZZE with a Historical

etch an atistics en om e) .
Chicago, 1844. ————n e

Norris' Business Directory and Statistics of the
Ui?x;of Chicago, Tor IBAG. Chicago, 1846,

Thomas ! Buffalo City Directory for 1865. Buffalo, 1865,
Walker, H, N. (publisher),

Walker'!s Buffalo City Directory, 1842, Buffalo, 1842,
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Buffalo City Directory, 1870. Buffalo, 1870.

Buffalo City Directory, 1873. Buffalo, 1873,
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e O 1] L

Directory of the City of Detroit for the Year 1846.
O 9 1&6 L

Williams, C. S. (publisher).
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Hirroxr for 1B6U. Toledo, fBEU.

Wright, A. E. (publisher),
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I___M3HIEE"TBE_IBIUT—fNEF"Y—{é‘

nﬁ ork, 13840,

Other Primary Sources

Account of the Celebration Commemorative of the ening of
‘Rallroad Communication between Boston an anada,
eptember N ’ 2 o oston, .

"Agricultural Commerce in the Lake Districts of America,"
Farmers'! Magazine, Series 3, XXVIII (1865), 405-409.

Allen, Lewis PF,
"Recollections of the Early Forwarding Trade on the
Lakes and Canal," Buffalo Historical Society,

Publications, XXIII, 377-379.

Allen, Thomas. )
The Commerce and Navigation of the Valley of the
MissISsippl and also that Appertalning to the City

4
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of St., Louis: Considered with Reference to the Im-
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Biver and 1ts Principal Tributaries: bel a He or¢t,
epare Yy Author

o e Delegates om e
o « LiOU1Ss or 8 use of the gﬁica o Convention of
Baird, Elizabeth T,

"Reminiscences of Life in Territorial Wisconsin,"

gé;cggsin State Historical Society, Collections, Xv,
- 3.

Baird, Henry S,
"Recollections of the Early His tory of Northern

Wisoonsin," Wisconsin State Historical Society, Report
and Collections, IV, 197-221, ’
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The Theory and Practice of the International Trade

) e U, S, an an an ) ade o e Us S,
an anada ebles o eder ency, Can an
Currency and Sterling. Chicago, 1858,

American and Indian Transit. London, 1859,

Barton, James I,

Commerce of the lLakes, A Brief Sketch of the Commerce
oY the Great Northern an estern es Tor a es of

Years; to which 1s Added, an Acoount of the Busliness

Done %Efoﬁgﬁ Buffalo on fﬁe Erie Canal, Tor the Years

%E%; and Z%§§. AIs6, Hemarks as to the True Canal
ollcy o e State of New York. Buffalo, 1847.

Commerce of the Lakes and Erie Canal. Buffalo, 1851,

"Reminiscences of Buffalo and Vicinity," Buffalo
Historical Society, Publications, I, 153-178.

Bird, William A,
"New York State Early Transpoertation," Buffalo Histor-
ical Society, Publications, II, 17-32,

-

Blunt, Joseph.
’ Remgrks of Joseph Blunt, Esq, of New York, at a Public
Meeting Held at Albany, Sep%emser ZnE.L‘Iéif. N. Do,
n. d.
Bronson, Alvin,
’An Essay on the Commerce and Transportation of the
VallTes of the Great lLakes and Hivers of the North-

west, Oswego, New York, 18569.

Paper Read in the Railroad Convention Held at Oswego

June 14, IBTI. ‘
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Brooks, John W,

The Pro Rata Question. What is the True Policy of
The State of New York” KTbany, 1860,

Buell, J. S.

The Grain Trade of the West and the Necessity of

Grain Dryers., Mo ether wi th the MTheo and PgiIoso

of Thelr Construction. &nd tThe IEvan%a es Axrisy

gzom g@;%%g and Cﬁfiﬁé all KIinds of GE%In by If%gficial
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A Brief Autobiography of My Life. Albany, 1888,

Caird, James,
Prarie Farming in America. FNew York, 1859,

Casey, W. R,

"On the Spring Trade of the Cities of New York and
Boston with the Western States by Way of the Great
gages," American Railroad Journal, XIV (1842), 235-
48,

Chambers, A, B,

Childs, Ebeneger,
"Recollections of Wisconsin Since 1820," Wisconsin
State Historical Society, Report and Collections, IV,
153-195 'Y

Cist, Charles,
Sketches and Statistics of Cincimnnati in 1851,
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Clark, Charles S,
"The System of Grain Inspection; Its Establishment
and Growth," American Elevator and Grain Trade, XII
(1894), 226-227, 260-261, 239, 333.

Clarke, T, C. .
’ "Avenues of Western Trade," Hunt's Merchants' Magagzine,

XXXv (1856), 147-160.

Colton, Calvin.
’ Tour Of the American lLakes, in 1830, ILondon, 1833,

Colwell, Stephen,

The Ways and Means of Payment: A Pull Analysis of
the Tredit System, with its Various Wodeées o ustment.
a

elphia, 1859, ‘
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"Commerce of Lake Erie." The American Review: A Whig Journal
II (1845), 189-198- £2 ’

"Commerc:3gf4zge Lakes," Hunt's Merchants’ Magagine, VI (1842),

Curtiss, Daniel S,
Western Portraiture and Emi an

t's Guide; A Descrip-
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The Industrial Resources of the Southern and Western
es, vols, ew Orleans, - .
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A @rip Through the lakes of North America. New York,

New York As It Is, In 18 s Containing a General De-
scFiption or the bi% aﬁg ﬁﬁFIrons Ifsf or UITIcers,

c ons , exr Use ormation,
New York, 1835.

Douglas, Robexrt C,
Report to the Hon. J. H. Po%eE Act}%% Minister,
ep ent o allways an s! e eoossigi
[2) eepening e Welland Canal an e ansporva-
¥ion, Commerce and Canal Tolls AITecEiﬁg The SE.
Lawrence wWater-Houte to the Sea-Board. ttawa, Canada,

Drake, Daniel,
Discourse On the Histor Character, and Prospects
oI"iﬁe“wgéf“DeIIiEfsa'ig'fﬁé Union fiferar Socle¥T
of Mlami Universit OxTfoxrd, Ohlo, at Thelr Ninth
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Magazine, I (1857), 51-55.
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Chicago Magazine, I (1857), 274-276.
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