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PREFACE

What began as a routine dissertation has ended by becoming some
thing a great deal more —  a labor of enthusiasm. There are several 
names for people who fall in love with railroads and railroad history 
—  one of them is "railfan," another is "ferroequinologist." I doubt 
if by this time I can escape from wearing one of those labels, although 
I trust I have succeeded in avoiding the all-too-easy descent to the 
Avemus of "ferroequinolatry,"

One consequence of such enthusiasm is that a student teixis to 
ask almost as many questions as he answers. That has certainly been 
the case in the present study in which a number of topics that invite 
further research have been pointed out, in the selfish hope that 
other seekers after the truth may be recruited.

li.  ̂?der to present a well-rounded view of early railroading in 
Ohio an effort has been made to include as many aspects of the subject 
as aossible. Inevitable space and time limitations have consequently 
forbidden a repetition of the same aspects for all the four major roads. 
Generally speaking, the story of each individual road has tried to 
stress different elements of the whole picture, with a minimum of over
lapping, As a result no one railroad is described completely and 
there is very little comparative data.

A student who ventures to write about a cause dear to fans, 
antiquarians, hobbyists, collectors, affieionados. and people of that
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sort works under both a curse and a blessing. He can hardly mention a 
detail without stirring up passionate feelings in the breast of some 
devoted amateur of the subject who will lose no time in telling the 
student just how wrong he is. Happy, in one way, is the writer who 
works in a field where the fan and the hobbyist don't play.

This handicap is offset, however, by the equally enthusiastic 
help and encouragement from every right-miiKied practitioner of the same 
cult. In the present case I have been overwhelmed with kindness from 
so many people, fanciers of the early iron horse and others, that to 
name them all would be impossible. As an example, I have received 
large quantities of helpful printed matter about railroads past and 
present from people all over the country, most of them strangers to me.

Some persons whose time and attention I have not been backward in 
claiming deserve particular thanks: James H, Rodabaugh, editor, and
Henry J. Caren, associate editor, of the Ohio State Archaeological and 
Historical Quarterly, who have be«i more than generous with their help; 
the library staff of the Ohio State Archaeological and Historical 
Society (my "home aw*y from home"); the staffs of the Columbus Public 
Library (I am especially indebted to Miss Jean Lewis), of the Ohio 
State University Library and of the Ohio State Library, all in Columbus; 
the staffs of the Newberry Library and the Crerar Library in Chicago, 
of the Baker Library of the Harvard Business School in Boston, of the 
New York Public Library, and of that gold-mine of railroad material, 
the library of the Bureau of Railwegr Economics in Washington, where 
Miss Elizabeth Cullen oresides.
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To the officials of the New York Central, the Baltimore and Ohio 

and esneoially the Pennsylvania Railroad I am most grateful for their 
kindness in giving me untrammelled access to the records of their 
onetime subsidiaries. Miss Elva Ferguson, librarian for the Pennsyl
vania, was oarticularly helpful.

T am indebted to the editors of the railroad labor publications 
and the numerous Ohio newspapers who printed my letter asking for 
source material; to the officials of the local historical societies 
and the librarians in the libraries scattered over the state who went 
to considerable trouble in answering n%y inquiries on the same subject. 
In particular I thank Watt P. Marchroan, director of research of the 
Hayes Memorial Library and Museum, and Russell H. Anderson, director 
of the Western Reserve Historical, for their generous and informative 
letters, and Charles E. Fisher,president of the Railway and Locomotive 
Historical Society, Inc., for his help and encouragement.

Professor Francis P. Weisenburger of the Ohio State University 
and Professor William T, Utter of Denison University read several 
chapters of this study in its early form and made enlightening 
comments, for which I am grateful. Most of all I am grateful to 
Professor Eugene H. Roseboom of the Ohio State University, my adviser, 
for his advice and help, and especially for his patience with my 
endless questions.

W.R.M.
Columbus, Ohio,
May, 1953
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INTRODUCTION

A little more than one hundred years ago Columbus was a quiet 
provincial capital of broad regularly laid out streets, wide brick 
sidewalks sheltered in many places by store arcades, and giant syca
mores. A covered wooden bridge spanned the Scioto, carrying the 
National Road on its east-and-west way across the state. Brick was 
the material used in most of the principal buildings among which 
state institutions took first place: the penitentiary, the schools
for the blind and the deaf and dumb, an asylum for lunatics and the 
new state capitol, of limestone, under construction an a ten-acre 
square in the heart of the city. Travellers found the place clean 
and pretty, with a southern flavor.

The people were probably more interested in politics than in 
business. Often they were upbraided in the press of nearby places 
for choosing the fare to be found in the political trough in preference 
to biread earned by the sweat of their industry and commerce. As the 
capital of a fast-growing state, Columbus most of the time (but, as 
will be shown, not always) grew along with it while unearned increment 
was probably producing more fortunes than any other single cause.

The city was in the center of Ohio and easy to reach, by the 
standards of the day. In addition to the National Road there was the 
branch or "feeder" waterway connecting Columbus to the Ohio and Erie
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Canal, and a network of roads and turnpikes on which stage coach lines 
operated with great regularity. Less isolated by far than many of its 
sister communities, the capital entertained numerous distinguished 
visitors, foreign and domestic, and was fairly receptive to outside 
influences. The frequent reform movements of the times met with some 
response although the degree of fervor is hard to estimate. In one 
period of ten months Columbus sympathizers with Cuban, Hiingarian ard 
Irish "revolutionists" each held a public meeting for their cause.

It was reasonable that the new attractive idea of railroads should 
be v b H  received there. It was equally in keeping with the city's 
relative deficiency in business enterprise that the inhabitants failed 
to follow with any literalness the editorial writers' frequent injunc
tions to "put their shoulders to the wheel" on behalf of the new mode 
of transportation. In short, the people seem to have started many 
rail ventures and to have completed almost none of them. They cannot 
be charged, however, with not supporting the main transportation 
arteries of earlier years, for the National Road and the canal were 
built by the federal and state governments respectively. In local 
roads the city seems to have done well enough,^

The most numerous and far-reaching changes in transportation up 
to then ever witnessed in Ohio took place in the period covered by 
this study, roughly from 1830 to 1861. The canal system was launched

The varied facts in the foregoing mosaic of Columbus need hardly 
be pinpointed by specific references. The sources are enconç>assed in 
the Bibliography.
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in 1825» reached its apogee not long thereafter, and hy 1856 was 
showing the first of the deficits which led to its end. The National 
Road entered Columbus, the mid-point in the state, during 1833; its use 
was declining rapidly by the end of the Civil War. The great stage 
coach lines were bom, flourished and died during the same period.
The first turnpike company had begun somewhat earlier but by 1853 an 
act was needed to deal with abandoned 'pikes. The first plank road 
was built in Ohio in 184? and the 1849-50 legislature chartered m  
plankroad companies, but within a few years they had dropped out of 
the picture.

The principal cause for these great changes was of course the 
railroad. In 1830 the first rail company was incorporated in Ohio, 
in 1837 the first train ran by steam, and by the time Fort Sumter 
was fired on the iron horse was master of land transportation and well 
on his way to putting waterways, both canals and rivers, into what 
seemed for maiy years like a permanent eclipse.

How this swift development produced the first rail lines to 
enter the capital of Ohio, what part Columbus played in their coming, 
and what effect they had on the city is the story which succeeding 
chapters will seek to make clear.

The number of railroads which entered Columbus before the Civil 
War is placed at four, despite the fact that trains from two more 
lines, the Steubenville and Indiana and the Springfield and Columbus, 
also ran into the city. The tracks of the former, however, came no
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nearer the capital than Newark and those of the latter went only as 
far as London, from which points their trains ooerated over "foreign” 
rails. Eventually each would own the line which gave it access to 
the city (in one case the railroad would acquire an undivided half 
interest), but since such ownership did not come about until after 
the period covered by this work, the two roads are not considered to 
be in the same class with the four companies v^ich had actually con
structed their own tracks into Columbus by 1861,



CHAPTER ONE 

THE LAY OF THE LAND

It is an odd fact that the oapitals of the five states which 
were carved out of the largest part of the Northwest Territory seem to 
have been located almost without regard to the problem of how to get to 
them. Since Ohio, Indiana, Illinois, and Wisconsin all front on both 
a great lake and a great river, and Michigan’s shore line faces three 
of the Great Lakes, one might think that the founding fathers would 
have made their new capitals easy of access by giving them waterfront 
sites instead of putting them well inland.

What they did, however, was to choose in each case a location in 
the geographical center of things. In Ohio, Indiana, and Illinois the 
approximate center of the state was chosen; in Michigan and Wisconsin 
it was the approximate center of the southern, more built-up area.
Such locations apparently met the requirements of practical politics 
and evidenced a certain perfunctory impartiality as between the various 
furiously competing sections of the state, but in no case did they pro
vide the capital with a body of water suitable for more than limited 
navigation. The result was that man-made transportation facilities 
were needed from the start.

In the case of Columbus, such facilities could be provided without 

the necessity of overcoming serious topographical barriers. The city
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lies on the edge of the great central plain, ahioh affords level ap
proaches from all directions, and at the confluence of the Scioto and 

Olentangy Rivers, which could be bridged without difficulty. In Indian 
times the place was a point of some significance. Both rivers were 
navigable by canoe and they met near some particularly fertile com 
fields where several of the main overland traces or trails came to
gether. Such trails ran along ridges dividing the watersheds and not 
less than five of them touched ■sdiat is now the capital of Ohio.^

The white man had not long been there before he wanted better 
transportation than he could get by river and trail. As in turn he 
built the first rough roads through the forest around Columbus, then 
dug the feeder or branch idiioh linked the city with the Ohio and Erie 

Canal, later constructed the National or Cumberland Road and finally 
laid down railroad tracks, he was impeded hardly at all by physical 
factors. To provide transportation facilities to Columbus, in a word, 

called for surmounting no important topographical obstacles such as 
the rivers and valleys of Cincinnati and Pittsburgh or the harbor and 

islands of New York and San Francisco. Instead, there were factors of 

economic geography which will be considered as occasion demands.

Need for Transportation

The dcminant economic interest in aiqr new country is the land and 
what it can be used for. Everybody expects to buy it cheap and make

^Archer Butler Hulbert, "The Indian Thoroughfares of Ohio," Ohio 
State Archaeological and Historical Quarterly, VIII, (1900), 264-2Ô5.
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a big profit either by selling it to later arrivals at a higher figure, 
thanks to the labor put into clearing it plus an unearned increment, 

by exploiting the timber and minerals, or by raising miraculously rich 
crops on the virgin soil. The sine qua non of this picture is trans
portation—  to bring in the prospective settlers and to carry the 
products to market. In the case of Columbus, and all of Œiio, the 
problem was how to reach the east and south, for there the settlers 
and the maricets were to be found, along with those things the frontiers
man could not make and had to buy.

The first routes to the east ran from the banks of the CRiio River, 
or one of its numerous tributaries, up over the Allegheny Mountains 
and on to the seaboard, using waterways as much as possible. Carrying 
costs were very higjh. The opening of the National Road in 1818 from 
Baltimore as far as YJheeling made travel easier and cut costs but it 
did not add a new direction to the flow of traffic. Seven years later, 

however, the completion of the Erie Canal, which joined the Hudson 
River and Lake Erie and turned the latter into a great highway for 
water-borne traffic, created a new and relatively inexpensive route 
to the east. The northern part of CSiio quickly benefited..

Connections between Ohio and the south were almost entirely by 
river. In consequence, until the steamboat had reached a fairly high 
degree of reliability, the downstream traffic of Ohio's bulky exports 
far outweighed the difficult upstream traffic from the cotton and 
sugar country. The state found itself selling in markets where kt was 
hard to buy.
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All routes from the east and south tezmlnated. It will be noticed, 

at the periphery of Chio* To penetrate the interior the pioneers first 
used the rivers which, although extensive, were inadequate to reach 
enough of the great woded spaces. Roads had to be built, of which 
the first important one was Zane's Trace opened in 1798. It ran from 
Bridgeport, opposite Tfllheeling on the Ohio river, diagonally across 
the southeast corner of the state via Zanesville, Lancaster, and 
Chillicothe to Aberdeen, also on the Ohio, opposite Limestone (now 
Maysville), Kentucky. The Trace served a triple purposes it opened 
for settlement a large area of the state; it furnished an overland 
route to a point on the Ohio many miles downstream from Wheeling and 

hence a route free from the hazards and delays that so cf ten beset 

transportation on the upper idver; and, for a big section of Ohio, it 
furnished a means of access to a highly important waterway.

In the first years of statehood, the rivers, the Trace and the 
National Roud provided the only transportation routes available tp Ohio
ans until so many settlers had swarmed into the state and so many acres 
had been put under cultivation that the pressure for markets in sdiich 
to dispose of the ever-swelling crops became irresistible. New York 

State's example in undertaking the Erie Canal spurred on other 
states —  Peimsylvtinia, Ohio, Indiana, and Illinois among them —  to 
engage in canal enterprises of various sorts. In 1825 Ohio started to 

build two canals, in the easterly and wmsterly parts of the state, to 
run north and south and link river and lake. Their primary aim, however
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was less to oonneot those waterways than to reach them so that goods 
fran the interior could move to the all-important markets farther 
away.

The same year. 1825, saw the beginning of another great transpor
tation project, the extension of the National Road from the Ohio river 
at ’Aheeling almost due west across the middle of the state to the 

Indiana line. Like Zane's Trace, it opened up interior areas and 
gave access to the river; but, what was more important, it furnished 
a hard-surfaced road over the mountains from tidewater to the heart 

of Ohio. A third great event in the realm of transportation, the open
ing of the Erie Canal, also took place in the same year, with results 

so far-reaching and so well known that it seems unnecessary to dilate 

upon them here.
It is probably safe to say that at that time no state in the Union 

had a transportation s^tem, actual and under construction, superior to 
Ohio's. Served by all the latest developnetrbs in the mechanical arts, 
at least in this country, the people of the state were proud of their 
progressiveness and confident of the future. And yet one voice, at 
least, was raised to carp at the splendid program and to wish for 
more. Colonel James Kilbourne, founder of Worthington in 1803, erst
while member of the Congress, and long a leading citizen of central 
(%io, wrote a letter to The Ohio State Journal aiai Columbus Gazette 
which appeared on December 29, two days befofe the and of the eventful 
year, 1825. The superiority of railroads, none of which then existed
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in the United States, over the oanale, the pride and joy of every loyal 
Buckeye, was the subjeot of the letter. A generation was to pass be
fore his views were viniioated.

The Plaoe of Columbus

In this great development of transportation Columbus had her fair 
share of the benefits. Her history began with one of the first import
ant penetrations of the interior of the state, the northward movement 
of pioneers up the fertile valley of the Soioto from its confluence 

with the Ohio. By 1797, a settlement had been made at Franklinton, 
across the river from the high land on which Columbus was to rise.
The first through road in the state, Zane's Trace, was opened the next 
year, passing more than thirty miles to the southeast.

The inhabitants of Franklinton, whose only links with civilisation 
were the shallow and uncertain Soioto and what must have been a very 
crude route through the forest to Chillicothe, resolved to connect 
themselves with the Trace at the point idiere it came nearest to them, 
that is, Lancaster. Accordingly, we find that on September 8, 1803, 

one of the first acts of the first court of the newly established 
county, in the first year of Ohio's existence as a new state, was to 
order a survey for a road from Franklinton to Lancaster.^ Particular 
significance attaches to this proposed road because it was the first

2William T. Martin, History of Franklin County, Columbus, 1858, 
pp. 22—23.
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of at least three links —  by road, canal, and rail —  ijhioh the people 
of Columbus (including the inhabitants of Franklinton in 1803 under 
that term) secured in order to join themselves to the principal cross
state transportation route of t he time.

The resumption of work by the Federal government in 1825 on the 

National Road, in order to extend it from the banks of the Ohio westward 
across the middle of the state, placed what was by that time Columbus, 
the capital, squarely on an east-west thoroughfare that everyone could 

see was to be of great importance. The relation of Columbus to the 
two great north-south canals, however, which were also started the 
same year was quite different.

If one were to build a single north-south canal through the state, 
linking the lake and the river and providing maximum access to markets 
for the crops of the interior, the route would almost certainly pass 
through Columbus. But so intense became the demand for canal trans

portation that the state authorised two man-made waterways, one in the 
western and one in the eastern and southern part of CSiio. To the latter 
the city was connected by a so-called feeder line, which ran eleven and 
one-half miles to Lookbourne where it joined the main line of the canal. 
This was the second time the city had to reach out to join itself to a 
vital through route. Construction of the feeder was started about two 
years after work had begun on the main lines, and with the use of con

vict labor from the Penitentiary at Columbus progress was so slow that 
not until the fall of 1831 was the task finished.
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MeatnAiilaf the value of some sort of transportation facility 
running due north from Columbus to Lake Erie with its splendid harbor 

at Sandusky was not overlooked the people of the capital. Since by 
act of the legislature it was not to be a canal, local investors 
launched in 1826 the Columbus and Sandusky Turnpike Company which 

built "the first Joint stock company road constructed, any part of 
which was in Franklin County."® This project is of interest for a 
number of reasons: many of the leading lights of the community were
association with it, including a considerable number later active in 
railroad affairs; Congress granted nearly 27,000 acres of land in aid 
of the undertaking; violence and disorder checkered its unhappy career 
which ended vdien the legislature in 1843 repealed the act of incorpora
tion. To us at this moment, however, most interest attaches to the 

route to be followed, which was substantially that of the northern 
part of the north-south canal originally dreamed of to bisect the 
state.

The importance of a connection between Columbus and a port on the 
lake has been always, one can say quite literally, in the minds of the 
people of the city. The advertisement of the first sale of land in 

Columbus, when the city was originally laid out in 1812, refers both 
to "easy navigation to the Ohio River" and to Sandusky Bay, the "only 
harbor" of value on Ohio’s lake shore, 100 miles due north of Columbus. 

A mighty trade route, connecting lake and river and passing through the

Îbid., p. SO.



9
new oity was freseen.^ The underlying realities do not appear to have 
charged greatly, for a 1953 railroad map shows five lines running between 
Columbus and ports on the lake «

1834

The Columbus-Sandusky turnpike was finished in 1834, a convenient 
date for surveying the transportation field in central Ohio. Columbua 
then possessed the following advantages: it was astride the National
Road which was by that time pushing westward toward Springfield; it was 
the southern terminus of a new turnpike from a fine port on the Lake; 
it was connected to the great Ohio Canal, which ran between Cleveland 
and Portamouth and was open for its entire length; it was the focus of 
a network of local turnpikes and roads. The city, moreover, was in a 
strategic position for getting the trade of that part of the state which 
lay between the two canals. This was because the Ohio canal, after 
craning north from Portsmouth to Columbus (in reality, Lockbourne) 
turned east, leaving Columbus jutting out, as it were, into territory 
not served by the great waterways.

The city would seem to have been as well provided with transporta
tion facilities as any inland state capital not on a great river or lalfce 
could have desired. But at this very period in its history, when its 
citizens had every reason to congratulate themselves on their good 

fortune, agitation was mounting for the railroads which were to reduce 
the canals to brackish desuetude and empty the National Road of its 
tolls-paying throngs.

*Ibid., p. 277,



CHAPTER TWO 

FALSE DAWN: 1830-1835

A great outpouring of railroad charters in Ohio in the early 
1830*s made it appear that the state was fast on its way to securing 
an extensive network of rail routes. The appearsinoe was deceiving, 
however, since the panic of 1837 and other causes halted virtually 
all railroad activity so that only four or five charters blossomed 
eventually into actual roads.

To understand the coming of the rails, we must shift our sights 
for a moment from Columbus and central Ohio end glance at the national 
scene. It was the time of ihe "reign" of Andrew Jackson, the "rise 
of the common man," (one of the first such rises, that is); of great 
expansion to the west, the building of costly Internal improvements 
like canals and turnpikes; of wildcat banking, inflated land values, 

unsound currency. Land was expected to yield a harvest of unearned 

increment as well as crops, and efforts to provide means of trans
portation grew into a mania. It was, in brief, the era of one of 
the greatest booms in our history, a period ideally receptive to a 
new idea as promising as that of railroads, just then coming into use.

When and where the first railroad was built in this country is a 
matter of terminology, and is perixaps of mere interest to antiquarians 
than to historians. One opinion leads to Boston in 1795; another to

- 10-
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Quincy in 1826; a third to Baltimore and to South Carolina in 1830, the 
year when the first ocmmon carrier railroads were operated, by horse 

power in the former place and by locomotive in the latter*  ̂ More 
significantly, in the five years that followed the successful opening 
of the Stockton and Darlington Railway in England in 1825, this country 
saw the development cf a great and widespread interest in railroads 
far surpassing the rather desultory attention they had previously re
ceived.

Perhaps the first reference to railroads in Columbus and central 
Ohio is found in the pretty little story ihich Joseph Sullivant told of 
his father, Lucas Sullivant, the founder of Franklinton, In 1823, the 
year of his death, the elder Sullivant remarked to his young son, 
according to the letter’s recollection, "I would not be surprised to 

see steam wagons running across these bottoms." Still earlier was 

the notion of an anonymous letter writer from Xenia who suggested in 
1817 the building of a road from Columbus to the lake for the operation 
of steam-propelled wagons running on a track of grooved logs instead

gof the iron rails used in Britain.
More down to earth were the letters which Col. James Kilbourne, 

also a pioneer, wrote to the Ohio State Journal and Columbus Gazette

^Association of Amerioan Railroads, Quiz on Railroads and Rail
roading, Wadiington, 1940, Questions No* s87 to 344.

^Joseph A. Sullivant, A Genealogy and Family Memorial, Columbus, 
1874, pp. 135-136.

^Letter to Gov. Thomas Worttiington, Oct. 22, 1817, Ohio Governors 
Papers No. 313, (Ohio State Archaeological and Historical Society, 
Columbus.)
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in December, 1825, and January and February, 1826.̂  He strongly advo
cated railroads, pointed out their superiority to oamls (Ohio had just 
then started her very extensive program of oanal building), and suggested 
possible routes, similar to those idiidi the railroads later actually 
followed. At least one paper, the nsi^boring Delaware Patron, re
printed Kilbourne's letters. In 1827 it reprinted from the Baltimore 
American an account of a railroad projected from Baltimore to the Ohio 
River, as well as other railroad news, most of #iioh also appeared in 
the Ohio State Journal. The people of central Ohio, it seems clear, 
were not in the dark as to railroad progress.

The First Charter

Interest in rail matters came to a head in 1830, in Ohio as in 
the nation at large, with the grahbing by the legislature of the 
state’s first railroad charter on February 23.® The ”Aot to Incor
porate the Ohio Canal and Steubenville %&.way Company” authorized 
the construction of a "single or double rail-way or road” from 
Steubenville, on the Ohio River, to the Ohio Canal. Lack of space 
prevents an examination of the many interesting provisions of this 
charter. It should be noted, however, that it was drafted by W. B. 
Hubbard, at that time a resident of Steubenville, vho later moved to 
Columbus, became a wealthy lawyer, a prominent Mason, and an officer

4CSiio State Journal and Columbus Gazette, Dec. 29, 1825, Jan. 12, 
1826, feb. 23, 1826.

® Ohio Local Laws, XX7III, 184.
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or ci root or in three important railroads. His career has many signi
ficant points of similarity t o that of Alfred Kelley, one of the great 
figures in Ohio's railroad history.

The first railroad was almost but not quite a flash in the pan, 
for it is heard cf only onoe more, 1836. Thereafter the record is 
silent ; but bef OM we leave this anything but hardy pioneer, concerning 
which there is much that could be said, we must note that its career 
set a pattern for many of the still-born railroads which followed its 
it obtained a charter, it obtained an amendment to the charter which 
did it no good, there was at least one gross error of drafting in the 
enactments —  and that is the last that history has to relate of it.

The beginning thus made in railroad legislation had no sequel 
in the next session, a 1th ou^ consideration, but nob approval, was 
given to a project for a railroad to connect the Mad River and Lake 

Erie, no doubt the embryo of the line created the following year 
between the same points. It was the session of 1831-32 which saw 
the smouldering fires of interest in the new mode of transportation 
finally break into flame with the chartering of twelve corporations. 
Railroad promoters had peihaps concluded that Jackson's veto of the 

Maysville Road Bill meant th^ would henceforth have to rely on pri
vate enterprise under state charter. But before this chronicle of 
the infancy of the iron horse in central Ohio is carried further, let 

us seek a better understanding of certain problems which faced the 
organizers of the early roads by examining in detail some charters 
enacted by the legislature.



14
From the various e lements in a charter, four ai a arbitrarily 

selected as being of sufficient importance to warrant close study, 
namely: (l) the route; (2) the means of transportation; (3) the
organisers, and (4) the sale of stock. These, together with a few 
curious or unusual provisions at which we will glance, will point up 
ydiat are perhaps the dominant notes in those early days of railroading 
—  the trial and error nature of most of the undertakings, and the veri

table mania that possessed almost every community to get on a railroad. 
One would probably be safe in saying that the at ran bomb today is a sub
ject of no greater interest and ignorance than railroads in the 1830's 
and '40's.

The Route

The questions. Prom irtiere? and To idiere? are probably the first 
to be asked about a railroad. It is significant, therefore, that of 
the nineteen charters issued in the first five years, eighteen of them 
had at least one terminus and fourteen had botli termini on a oanal, lake, 
or navigable waterway. There was considerable justification for claim
ing that the railroads would add to rather than substract from the 
traffic on the canals.

The teminal points of a railroad were not always clearly estab
lished by charter, and for good reasons. Topographical factors might 

delay decision as to route until a survey had been made; and, surveys, 
being expensive, were usually not tardered until the company had
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organized. 1/îhat was called a "reoonnalBsance,•* or hasty viewing of 
the terrain, often made on horseback, generally sufficed. Still more 
important was the necessity of running a railroad through the commu
nities which gave the greatest financial support, something at times 
not determined until quite late in the day. Railroad organizers often 
persuaded the legislature to give them latitude in a choice of routes, 

a good example being the West Liberty Central Railroad, chartered 
March 18, 1850, with the right to build from any point in any one of 
four counties to "any practicable point" on either one of two other

gprojected railroads.
Sometimes it was a matter of proposing to meet another road of 

which the route was also undetermined, as happened several times in 
respect to the Baltimore and Ohio. The interminable negotiations, 
not to say jookeyings, as to the western terminus of that all-important 
route and the corresponding eastern t erminus of an Qiio road to connect 
with it will be considered later. For an example of what one Ohio 
corporatl on put in its charter there is the concern chartered March 12, 
1845,? and variously called the Franklin and Ohio River Railroad 
Company and the Franklin and Washington Railroad Company, with a route 
from Columbus "to such point on the Ohio River as shall be opposite the 
actual terminus on said river of the Baltimore and Ohio Railroad when

^Ibid., XLVIII, 243. 
"̂ Ibid., XLIII, 419.
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finally determined." No one then fcreeawthat the B. and 0. would hare 
two termini on the river. Another road idiioh also aimed at a connec
tion with the B. and 0., and was, in faot, the first to achieve it, 
namely, the important Central Ohio, set forth a route from Columbus
byway of Newark and Zanesville to suoh point on the Ohio River as

0the directors might select.

The Means of Transportation

The next question mi^t well be, 'What means of transportation? 
Nowadays a locomotive is almost synonymous with a railroad; in the 
earliest days that was far from time. Witness the uncertainty in the 
oase of the Lake Erie eind Muskingum Road and Canal Company, chartered

9March 3, 1834. The e aotmeit provided that transportation was "to 
be effected by canal, slack water navigation, railroad, track road, 
MoAdamised road or turnpike" as seamed most appropriate. The charter 
granted the next year to -the Ohio, Wayne, Richland and Crawford Canal 

or Rail-road Company specified either canal or rail-road, at the 
company’s option.^® The Columbus, Delaware, Marion and Upper Sandusky 
Railroad Company, chartered 1836, was given the right to transport 
"by the power and force of steam, or animals, or of aiy mechanical or 
other power, or by aiy combination of them," a choice similar to that 
given a number of other early companies.

^Ibid., XLT, 178.
*Ibid., XXXII, 398. 
lOlbid., XXXIII. 264.
^̂ Ibid., XXXIV, 175.
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A like example of unoertainby and doubt is seen in the Urbana and 

Columbus Railroad authorised in 1836 to construct a railroad and also 
a canal, if it sawf it.̂ ^ Twelve years later the incorporators of the 
Delaware and Kenton Railroad and Slaokwater Company weire given the 
choice of constructing a railroad or a slaokwater route.And even as 
late as 1851, twenty-one years after it had approved the first railroad 
charter in Ohio, the legislature graited one of the last it was to issue
before the new constitution went into effect to a little concern called
the Paulding Rail or Plank Road Ccaapany.̂ ^

The Organisers

The third chief elemert, the organisers, oannot be clearly under
stood without reference to the two ways then in vogue of forming cor
porations. Charters following what we may call the commissioner
method prescribed that c, etc., were appointed commissioners with
the duty of causing subscription books for the capital stock to be 
opened at certain times and places, of receiving the subscriptions, 
and, when sufficient stock has been subscribed for, of convening the 
stockholders and conducting the election to choose the first board of 
directors. One gains the impression that the conmissioners acted 
almost as agents of the state, or were supposed so to act, in over-

^@bid., XXXIV, 504. 
iSlbid., XLVI, 154.
l̂ Ibid., XLIX, 442.
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seeing the birth of a new oorporation. THhat is puesling is that some
times the commissioners appear never to have performed any of the 
duties imposed on th«a by the charter, leading one to wonder if their 
role was perhaps like that of priminent eitisens today whose names 
appear on philanthropic committees but who take no part in the com
mittees ' affairs.

A minor point in reference to commissioners was that in some 
cases the subscribers had to be called together by them before the 
oorporation legally came into being, whereas in other oases as soon as 

the requisite number of diares had been subscribed, the subscribers 

were "declared and created a body corporate and politic by the name 
and style of..." without any further action on the part of the 
commissioners.

The seoond way of forming corporations, which we may call the 
corporator method, was for the legislature, by charter, to name a, 
b, £, etc., as "corporatws" who, "together with such other person# as 
may hereafter become associated with them....be and are hereby created 
a body corporate by the name of ...." In other words, the legislature 
created a corporation composed of certain named persons, and authorised 

them to open subscription books and otherwise to proceed with the 
necessary foimalities, without reference to the services of commissioners.

l%y there were two methods and '«hat legal importance attached to 

the differences between them are questions to which no ready answer
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could be fbund. The author of the leading vork on Ohio corporations, 
Elwyn G» Davies, does not furnish an answer, and Inquiries of sev
eral members of the Ohio bar wwre equally unproductive#

The relation of this recondite and seemingly minor point to the 
early Ohio railroads In this: we must know If the commissioners named
in the charters were largely figureheads, perhaps selected for reasons 
of politics or prestige, who had little If aiy real stake In the enter
prises to nAildi their names were attached, or, on the other hand. If 
they were the true promoters of the corporations, atoo Invested their 

own money and held control. To take an example In the person of William 
Neil of Columbus, the great "Stage Coach King," vho was designated 
either commissioner or corporator of nine different railroads which 
touched the capital city, did his role In the several corporations 

differ In accordance with the title by which he was designated?
Was he financially Interested In some emd merely lending his name to 

others? The answer to these questions, vdildi are really one, will be 
spread over many pages of this woik.

There Is considerable evidence, some of It conflicting, on the 
role of corporation commissioners as revealed In these early railroad 
(diarters; but space does not permit further consideration. Additional 
light will be shed, however, as detailed analysis Is made of the char
ters of the thirty railroads which named persons from Franklin County

1942.
^®A Treatise on the Law of Corporations, 2 vols., Cincinnati,
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or whioh made Columbus a point on their route, from 1830 through 
1860.

Selling Stook

Equally varied aere the provisions as to the fourth principal
element, that of selling stook in the railroads. The oommonsst plan
provided for an issue of capital stook of $60 par value, \Ù% of it the
down payment, the balance payable in installments. A |5 down payment
seemed to some concerns too high* so they made it of $50 par in

the oase of the Columbus, Delaware, Marion, and Sandusky,^® or 5%
of $25 par, as in the Lake Erie and Muskingum, or even $1 flat,
with $50 par, in the oase of the Waterford, Cadiz, and Philipsburgh 

T8Railrcmd Company. The main inducement to a email down payment was 

the faot that a road oould not start in business until a certain 
amount of its capital had been subscribed, a subscription consisting 
of the down payment and a promissory note for the balance. Even with 
these lenient provisions the amount called for by the charter as a 
preliminary to getting launched proved to be too high in some oases, 
and the legislature had to lower the requirements before a shovelful 
of earth oould be turned. The Central %io, with a capital of 
$1,500,000 (iriiieh oould be raised to $2,500,000 if necessary) was per
mitted to organize when $10,000 had been subscribed.

l*Qhio Local Laws, XXX, 147. 
l̂ Ibid., XXXJI, 398.
%bid., X3QCII, 168.
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Considerable self-oonfldenoe irae shoim the organizers of the 

Cleveland, Columbus, and Cincinnati, first obartered March 14, 1836,^® 
when they established the practically unique par of $100 with a down 
payment of $5; but it took a reviving act and fourteen years' time 
before the road commenced operations*

Inmost cases stook subscription books were opened only in oountiès 
traversed by the railroad, but occasionally authority was given to open 
books in other counties; and at least two roads were allowed to solicit 
funds any place in Ohio and even in Pennsylvania and elsewhere. The 

amount of capital stock was generally determined by the charter although 
in rare instances the legislature agreed to "any amount necessary*"

The charter provisions relating to municipal (i*e*, county, city, 
township, and town) subscriptions to railroad stock despite many 
variations had certain points common to most of them* Municipal sub
scriptions were limited either to a specific sum or to a certain 
percent (@*&*, one or two percent) of the taxable property* However, 
one of the railroads in whlA the celebrated Neil family of Columbus 
was interested, the Great Eastern and Western (incorporated March 24, 
1851),20 obtsiined from the legislature a charter authorizing any 

municipality through or into whieh the road passed to subscribe any 
amount of capital stock appro-ved by the voters* The requirement for 
a referendum vote on public aid to railroads seems to have been without

lOlbid*, XXXIV, 533.
20i'Ibid*, XLIX, 447.
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exceotion. By way of "sweetening" the proposal for the voters, some

charters required that money derived from such municipal support be

spent within the municipality.

Municipal subscriptions were a highly controversial matter until

forbidden by the constitution of 3B51. The eoctreme latitude sanctioned

by the legislature no doubt had much to do with the change. For

instance, the charter of the Dayton and Michigan Railroad, approved 
21March 5t 1851, permitted its sponsors, the Cincinnati, Hamilton, and 

Dayton Railroad, to guarantee the obligations issued by any city, town, 

or county in aid of the Dayton and Michigan. Still more unusual was
P2a law enacted March 22, 1850, which directed that in Chajrpaign County 

aid for the railroads be raised by a separate railroad tax on the tax 

duplicate, and that roads in which the county subscribed for stock were 

to pay interest on the subscriptions until the time idiwi regular divi

dends were inaugurated. Such interest was to be in the fora of the 

railroad's capital stock, and the county was to give this stock to 

the taxpayers, in units of $50, in amounts equal to the railroad taxes 

which they had paid. A somewhat similar arrangement was decreed in 

the case of the Columbus, Piqua, and Indiana Railroad.

Let us now return to our chronicle of the earliest railroads 

and Columbus's appearance on the scene. The time was ripe for its 

aooearance, for the city was growing up. In 1829 the first

^^Tbid., XLIX, 440. 

^^Ibid.. XLVIII, 287. 

^^Ibid.. XLVU, 155.
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Hocking Valley coal had been brought there, by John L« Gill adio became 
an iaiportant f oundrynan and manufacturer.^^ Not long afterward steam 
replaced horse power in the Columbus Foundry of Joseph Ridgway, who 
with his ne^^ew, Joseph, Jr., figures frequently in this study.
About this time also the dty went into debt to build a wharf and 
approaches tosenre the "feeder canal." The manufacturing of coaches 
and wagons was a budding industry. These were the years, indeed, in 
which the country as a whole was enjoying good times, and Columbus along 
with the rest, until the panic year of *37 toppled prosperity. It is 

not surprising that the legislative correspondent of the Liberty Hall 
and Cincinnati Gazette wrote in the issue of January 18, 1832, that 
"the general prosperity of the state is evidenced by the vast amount 
of local business before the Legislature."

Just Before the Crest of the Boom

Twelve days af-l̂ r the opening of the session of 1831-32 the 
House found it necessary to establish a Standing Conaittee on Railroads 
to handle the maiy petitions being received. One petition was for an 
amendment to the charter of the very controversial Columbus and Sandusky 
Turnpike Ccmpaiy. This concern had been organized in 1826^^ by a

24Alfred B. Lee, History of the City of Columbus, New York & Chicago, 1892, I, 273.----- “---------------------
^®Lyder L. Uns tad, "4 Survey of the Industrial and Economic Bevel^r 

ment in Central Oiio with Special Reference to Columbus, 1797-1872," 
unpublished doctoral disseAatlon, The Ohio State University, Columbus, 
1937, pp. 141-144.

Ohio Local Laws, XXIV, 86.
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group of prominent men of Columbus (among them William Neil) nho, 
although they were not to complete their turnpike until 1834, were 
already seeking permission to oonstruot ”a double or single Rail Road 
along said turnpike" for its entire length. The legislature rejected 
the request and subsequently approved instead a charter, backed by a 
different group of business men, for a different railroad between the 
same two places. On the surface it looks as if the "turnpike conpany 
crowd" had been worsted by the new "railroad company crowd," but suoh 
a conclusion is questionable since the charter of the newer company 
provided that it should not take effect until approved by the stock
holders of the turnpike company.

December 29 the first railroad charter of the session, and the 
seoond in the history of the state, was made into law ehen the Richmond, 
Eaton, and Miami Railroad Company saw the light of day for the first 
and probably last time.^? The next charter, however, was of real 

importance and marks the beginning of ̂  facto rather than jure rail
roads, if one may so put it,

A charter for vhat vms called in a newspaper the Lake Erie and
OpMad River Railroad Company had been considered by the 1830-31 legis

lature but not passed. At that session no railroad enactments were 
adopted, despite the pioneering of the lawmakers the previous year.
Now the time was ripe for the newest in t ran portât ion. On January 5,

P7Ibid., XXX, 11.

^^Ohio State Journal, Deo. 14, 1831.
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1832, approval was given to a charter for the Mad River and Lake Erie 
Railroad Company, the first Ohio charter which was to result in the 
actual construction of a railroad in Ohio.^^ (The first railroad in 
the state was huilt under a Michigan charter, as will be told later.) 
When finally adopted, the act emitted the proposal for a branch to 
Columbus which appeared in the draft originally presented.

The route of the Mad River road, as it was generally called, 
was from Dayton, northern terminus of the Miami Canal, via or near 
certain designated poinbs to Sandusky on Lake Erie (known as Sandusky 

City until 1844). It thus emphasised what was said earlier as to 
going north and south, the direction of the main flow of commerce in 
the state until the 1850's, and as to linking a canal and another body 
of navigable water*

This railroad was one of Sandusky's efforts to right what the in
habitants considered the wrong done them in 1825 when the legislature 

authorized canals running through the eastern and western parts of 
Ohio and abandoned the idea of a canal leading from their city to the 
central part of the state. That same year the Sanduskians had set 
afoot a movement to connect their splendid harbor with the western 
canal at Dayton a "rail road," a still completely experimental, if 
not visionary, means of transportation. There was no railroad in the 
modern sense, in this country, and In England the first one was Just 
beginning —  but -tiie people of the little lake port were both daring

^^Ohio Local Laws, ZZZ, 15.
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and determined. Led by Eleutheros Cooke, father of Jay Cooke the 
Civil War finemo 1er, the agitation was maintained on and off for seven 
years until the Mad River charter was approved.®®

The nearest to Columbus that the Mad River route oame was the 
stretoh between Springfield and Urbana, although the company was em
powered to build a Iso to certain nearby county seats, including Lon
don, only about twenty-five miles from the capital. Franklin, never
theless, was one cf the twelve counties in whioh ommissioners were 
appointed to open b ooks for stook subscriptions j and the annual 
meetings were to bo held in Columbus unless the directors decided 

otherwise, whioh they soon did. Linooln Goodale, Samuel Parsons, and 
Joseph Ridgway, all prominent wealthy business men, were the three 
conmissioners named from the c ounty. (Hamilton, also off the route, 
wws assigned four.) There is no evidence that these three men lifted 
a finger to help the project or that amy Columbus capital was invested 

in it.

Of the ten other railroad charters passed by this session of the 
legislature, in addition to the two already referred to, only two are 
of particular importance to this story. As if they were companion 
charters, the Mad River project and one properly known as the Columbus, 
Delaware, Marion, and Sandusky Railroad Company,but usually referred 
to as the Columbus and Sandusky, were frequently joined in the same

30,J.H. Kennedy, "The American Railroad* Its Inception, Evolution 
and Results," Magazine of Western History, VIII (1888), 123.

®bhio Local Laws, XXX, 147.
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32newspaper item and with good reason, sinoe the former linked 8anp- 

dusky with Dayton on the Miami Canal and the latter linked it with 

Columbus on the Ohio Canal. It is difficult to determine if they 
should be considered as rival or complementary undertakings.

On the one hand, two of the three Franklin County commissioners 
for the Mad River were also oomraissioners for the Columbui«nd Sandusky, 
namely, Goodale and Ridgway. Associated with them in the latter com
pany were three more commissioners from Franklin County. Its charter 
permitted building a branch from Marion to jolia the Mad River Railroad 
at or near Upper Sandusky, and gave the state the right to purchase 
the road, on certain conditions, after the lapse of twenty years. 
Curiously enough, on the seme day that this charter was passed the 
lawmakers approved an act to amend the charter of the Mad River Com
pany so as to extend from twenty to forty years the time limit after 
whioh the state might purchase that road. And in the same amending 
act there appeared as one of certain additional commissioners desig

nated therein the name of John Carey of Crawford County who was also 
a commissioner for the Columbus and Sandusky. The down payment re
quired for subscribing to a share of the stook of this latter road was 
$2.60, compared with the usual $5, a fact that may have had some 
competitive significanoe.

22Ohio State Gazette and Delaware County Journal (Delaware), 
Dec., 1881. Jan. 1832, passim.
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On the other hand, the evidence that the two roads were competi

tors abounds in the extended report of the speech idiich Col. James 

Kilbourne, the founder of Worthington, gave on February 22, at a 
celebration of the 100th anniversary of the birth of Washington*
(The Mad River ccmmissioners met on the same day to organize.) After 
showing the advantages that lay with the Columbus and Sandusky route 
over its rival —  shorter overall distance from the lake to river, 
easier construction, lower cost —  the speaker said that the Columbus 
and Sandusky Turnpike Company imuld, as authorized by charter, "appro
priate" all their lands and stock to aid the railroad. He made the 
curious suggestion that one way to raise capital would be to give jobs 
on the road to friends of the investors.

Neither an ancillary road nor a competing road but a red herring 
was the true nature of the Columbus and Sandusky, in the opinion of 
the editor of the Ohio Register and Anti-4Iasonic Review, of Columbus.
He believed there was no real intention of building it at all, that
it had been proposed as a way of dividing the interest of Columbus be
tween it and another project, the Milan and Columbus Railroad, in order
to have the way unopposed for the Mad River scheme

The Ohio State Gazette denied this interpretation, pointing out 
that a railroad frcm Sandusky to Columbus connecting with the Canal 
from Columbus to Portsmouth would furnish a "Central Thoroughfare"

33

34
'ibid., Mar. 1, 1832. 

Ibid., Mar. 15, 1832.
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the length of the state. It went on to add* "Contrary to expectations, 
the people of Columhus have manifested a coldness and indifference rela
tive to ary ard all of these railroad projects vhieh has occasioned
general surprise."®® This criticism of the capital city is significant 
because it appears, sometimes with rebuttals, a nvoaber of times during 
the course of this story.

A similar criticism appeared the next month in the Ohio State 
Journal in a letter signed "W’* whioh urged support for the Columbus 
and Sandusky road, declared that the commissioners of the Mad River were 
active in the promotion of their road and chided the citizens of Colum
bus and the baokers of the Columbus and Sandusky for their inaction.®®

The chiding was deserved even thou^ in 1844-45 the concern reappeared 
briefly before it vanished for good.

The oase of tlie Milan and Columbus Railroad Ccxapany, the last of 
the roads t0 be considered of those incorporated at this legislative 

session, is rather different. Milan was an ambitious little town in 
Erie County, twelve miles east of Sandusky, whidi aimed at becoming a 

lake port by means of a three-mile canal and probably thou^t it oould 
compete with Sandusky. The charter for the Milan and Columbus Railroad, 
authorized on February 11,®? four da.ys after one had been approved for 
the Milan and Newark Railroad Company,®® called for a route from the

®®Ibid.
36Ohio State Journal, Mar. 24, 1832. 
®?Ohio Looal Laws, XXX, 280.
®®Ibid., XXX, 135.



30
head of the prospective Milan Canal, whioh had not yet been finanoed, 
let alone constructed, to Columbus, It went by way of Norwalk, Peru, 
Newhaven, and Mt. Gilead, towns whose main claims to rail fame might 
well be that although they were named in many a railroad charter, the 
commercial importanoe which they sought always eluded them. The three 
commissioners designated from Franklin County were not as prominent 
as those heretofore mentioned and were named in no other railroad 
charter.

Nevertheless the promoters of this venture were at least able to 
hold an organization meeting (if the Columbus and Sandusky Railroad 
group held one, they kept the faot well concealed), at udiioh one of 
the Franklin County men was named (diairman and a very enterprising, as 
well as naive, resolution was passed on the subject of opening stook 
subscription books. A committee was appointed consisting of sorae of 
the commissioners and, in addition, Robert Lucas, about to be the 
Democratic candidate for Governor, Allen Trtt>le, a former governor, 

and other leading Ohioans, (it is doubtful if any of them had the 

slightest interest in this jejune project), with instructions to open 
subscription books in New York, Philadelphia, Albany, Utica, Rochester, 
Buffalo, and Cincinnati. These cities are listed here to emphasize 
the part played in the thinking of the pioneer railroad promoters by 
"Eastern capital," one of the two principal "mystiques" of early Ohio 

railroading, as well as to underline the rather touchingly amateur 
character of the enterprises.

^^Columbus Sentinel, May 17, 1832.
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The railroad enbhusiasm which was so marked in the early part of 

1832 began to oool off as the months rolled by. The newspapers tell 
of no more meetings of railroad organisers and there follows an almost 

complete absence of any kind of railroad news. Instead appear many 
items about cholera, advertisements of "The Cholera Gazette —  a 
periodical work," and above all a vast amount of attention to the pre
sidential election that fall. Only one news item referring to trans
portation need interest us, one forming part of a curious little 
episode, the significance of which has not yet been made clear.

"Steam Carriages"

The Ohio Register and Anti-Masonic Review of August 18, 1832, 
referred to a report "printed during the last session of Congress" 
on the use of steam carriages on "canmon roads." %r. Stewart has 
written to England for information. He would like to get one for use 
on the Cumberland Road. It is understood that the stage proprietors 

will pay half the cost." The only thing unusual about this visionary 

scheme was that it did not d ie a-borning. Quite the contrary, for we 
find the idea taken up by William Neil, one of the principal capital

ists in Columbus and head of the far-flung Neil, Moore, and Company's 
stage coach lines. On December 22 the Ohio Senate received "a memorial" 
from Neil asking permission to run a line of steam carriages on the 

National Road, and on Januaiy 5 a bill was reported to authorize him 
so to do. Another newspaper, commenting on this "magnificent project,"
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said it understood "Wiat Neil would go to England at onoe to get the 
latest inf cr mat ion on the subject if permission were granted,40 

The final mention of this particular transportation fantasy- 
appeared on March 21 when the Delaware paper reprinted Arom the National 
Intelligemer a reference to an article in the English Foreign Quar
terly Review entitled "Failure of Steam Carriages." Similar schemes, 
however, kept appearing during the next few years

This incident, in itself so trifling, may shed light on (l) the 
prevailing ignorance as to the limitations of steam transportation;
(2) -the attitude of a stage coach magnate toward a radically new form 
of transportation; and (s) the sort of man Neil himself was, sinoe he 
oame in later years to have a finger in so many railroad pies, most of 
them unsuccessful. Because the possibility always remains, however, 
that the whole steam carriage episode may have been nothing more than 
a press agent’s puff for Neil, no more need be said about it.

The issuing of twelve (diarters in the 1831-32 session appeared to 
have exhausted the desires of the legislature, for in 1832-33 none was 
granted. Promoters may have been fearful of the consequences of 
Jackson’s re-election and his veto of the Bank Bill. The next session, 

however, saw a mild revival of the spirit of enterprise with the approv
al of six railroad charters, including the Hookhooking Valley Railroad

^^Ohio State Gazette, Jan. 3, 17, 1833.
^l^merican Railroad Journal and Advocate of Internal Improvements, 

Dec. 31, ISSé.
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Company, first of the many rail projects touching that region of 
mineral wealth.

The year 1834, in fact, may well mark the beginning in Ohio of the 
last soaring phase of the bocm vAilch was t o reach its peak in the panic 
of '37. Governor Lucas's message to the lawmakers urged state support 

for internal improvements, including a railroad from Sandusky to Day
ton, by way of the Mad River, and railroads from Columbus to Sandusky 
and from Pittsburgh to the Ohio Canal.The legislators responded 
by adopting a re solution a sklng the IT. S. Congress to grant a quantity 
of land to aid the Mad River and Lake Erie Railroad Company, on the 
grounds that Ohio was unable to do so. They also chartered the Ohio 
Life Insurance and Trust Company, with #2,000,000 capital, which was 
to become "one of the largest institutions of its kind in the 
country."^® Many acts to lay out and establish state roads and a 
number of new bank cheu-ters were approved ty the legislature. Ohio 
differeà in this respect from New England, vdiere railroad stocks were 
much depressed at the time.^

The year 1834 likewise mar had the resumption of the forward move
ment of Columbus which briefly seemed to have slowed down. Once again

42Ernest Ludlow Bogart, Internal Improvements and State Debt in 
Ohio, New York, 1924, p. 49.

43prancis P. Weisentwrger, The Passing of the Frontier, 1825-1850, 
Carl Wittke, ed.. History of the ̂ ate ô  uhlo, âolumbus. III (1941),
309.

Alvin F. Harlow, Steelways of New England, New York, 1946, p. 144.
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the city was humming with enterprises: the Clinton Bank of Columbus
was started by William Neil and associatesi the borough of Columbus 
was given a obarter as a oity divided into three wards; a very con
siderable labor supply was made available when the Penitentiary started 
the contract labor system, thereby laying the foundations for several 

Columbus fortunes; the great turnpike to Sandusky was opened, as 

already related, and the Ohio and Erie Canal for its entire length 
and the National Road from Columbus to the east were by then in full 
operation.

The momentum of this activity did not at onoe reflect itself 
in charters for railroads to serve the capital city sinoe most of the 
seven charters Miich were authorized in 1834-35 were in the Western 
Reserve and none related to Columbus. This gentle revival of interest 
in the iron horse became almost over-night, however, a great flood of 
charters in the 1835-36 session when they totalled 32, the largest 
number ever granted by an Cftiio legislature in one year.



table 1.

I

cammom
lê32, Jan. 5 - iüA B l W  & Laka Eti»
1833, April 22 - Erl# & Kalaaasoo (by Territory

•f Klohlgan)
1834, March 3 « CXevaland & MeWburgh
1835, Fab. 23 - Painaavill# & Fairf̂ crt 
1B35, March 9 - Mmrcavlll# & SaMnaky City
1836, March 11 - Xdttl# Miami
1844, March 12 - Coltaibua & Xenia
1845, March 11 - Cleveland & Pittsburgh

(revived & amwxded) 5 
1845, March 12 - Cleveland, Celtubna & Cin

cinnati (revived & amended) 6
1845, March 12 - Celumhw & Lake Erie
1846, March 2 - Oiwianati, HmaUton & Saytcn
1848, Feb. 18 - Cleveland, Paineeville & 

A ^ e W l a

35

APPROXIMATE KffiONOLt 
IN PARTIAL <

cmsTRucTim : 
1835 - Mad River S
1835 - Erie & Kale
1835-6(?) Mwuroovi 

City
1836 - (?) Painesvi
1836-7(?) - Cleve] 
1838 - little Mias
1847 - Colundnis &
1847 - Columbus &
1847 (?) Cleveland
1 ^ 8  - Cleveland, 

oiimati 
1850 - Cineimiabi, 

t m
1850 - Cleveland, 

Ashtabula

NOTE 5 - Charter of Map# 14, 1836 lapsed.
NOTE 6 - Chartar of March 14, 1836 lapsed.

\ ‘
(See %cmmemte* on pues 36 - 37)

C» n e #  2 pages)

APPROXIMATE CHRONOLOGY OF THE EARLIEST RAILROADS IN OHIO
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APPROXIMATE CHRONOLOGY OF THE EARLIEST RAILROADS IN OHIO 
IN PARTIAL OR TOTAL OPERATION BEFORE 1Ô52 

CONSTRUCTION STARTED 
1835 - Mad River & Lake Erie 
1835 - Erie & Kalaaasee
1835-6(7) Monroeville & SaMneky 

City
1836 (?) Painesville & Fairport
1836-7(7) - Cleveland & Newburgh 
1838 - Little Miami
1847 - Columbus & Lake Erie
1847 - Colimbus & X«d.a
1847 (7) Cleveland & Pittsburgh
1848 - Cleveland, Columbus & Cin

cinnati
1850 - Cincinnati, Hamilton & Day

ton
1850 - Cleveland, PainMviUe & 

Ashtabula

PARTIAL m TOTAL OPERATION STAB 
1836 - Erie &
1837-t(?) PaiaemdUe & Fairport 
1838 - MenroeviHa & Sandusky Ci
1838 - W  River & Lake Erie

1838 - Cleveland & Newburgh
1841 - Little Miami
(1846) - see Note 3
(1849) - see Note 4
1850 - Columbus and Xenia1851 - Coltaabus and Lake Erie
1851 - Cleveland, Columbus & CL
1851 - Cleveland & Pittsburgh
1851 - Cineianati, Hamilton & D
1851 - Cleveland, Paineeville & 

Aehtabula
ROT: 1 - Hmrse dram at &r#t.
8 0 ^  2 - Hwee drawn tlwoughout 

Hfe whieh lasted but
NOTE 3 - Rail service between N 

and Mansfield started 
k Sandusky City R.R., 
suBoessor to Honroevil 
City R.R.

16 a^es of track from 
m  the Mad River & Lak 
was for all practieal 
of that company. It 1

OHIO



RAIÜtOADS IN OHIO
a m m  1852

PARTIAL OR TOTAL OPERATION STARTED
1836 - Erie & Kalamazoo^
1837-9(?) Paineeville & Fairport^ .
I838 - Monroeville & Sandusky Olty^
1838 - Mad River & Lake Erie

1838 - Cleveland & Newfcurgĥ
1841 - Little Miami
(1846) - see Note 3
(1849) - see Note 4
1850 - Columbus and X«iia1851 - Columbus and Lake Erie
1851 * Cleveland, Columbus & Cluicinnati
1B51 - Cleveland & Pittsburgh
1851 - Cinoinnati, Hamilton & Dayton
1851 - Glevelamd, Painesville &

Ashtabula
NOTÎ 1 - Horse drawn at first.
NOTE 2 - Horse draw throughout its

life which lasted but a few years,
NOTE 3 - Rail service between Monroeville

and Mansfield started by Mansfield 
& Swidusl^ City R.R,, cor^rate 
successor to Monroeville & Sandusky 
City R.R,

NOTE 4 -
16 miles of track from Findlay to Carey 
OR the M M  River & Lake Erie R.R. but 
was for all practical purposes part 
of that compare. It is here so treated,
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COMMENTS ON TABLE 1. "APPROXIMATE CHRONOLOGY OF THE 

EARLIEST RAILROADS IN OHIO."

1. Several dates are tentative, subject to correction when better 
evidence has been found.

2. In certain particulars this list is in disagreement with (a) 
the Annual Report for 1867 of the Ohio Commissioner of Railroads and 
Telegraphs;̂  (b) "The Railroads of Ohio, Their Rise and Progress,"^ 
and (c) Frederic L. Paxson's "The Railroads of the 'Old Northwest'

3Before the Civil War," three sources often used by writers in this 
field. The differences in general are of no great moment.

3. Counting the railroad charters issued in Ohio seems to be an 
activity in which each counter sets his own rules. Porter found fifty- 
six chartered from 1830 to 184o, of which only one was actually built.^ 
lephart reported twenty-four chartered in the same period, and one 
actually built Tables 1 and 2 herein claim seventy-seven charters 
issued, with four railroads constructed.

Ĉolojnbus, 1868.
2Cincinnati Gazette. Jan. 28, 1862, and often reprinted.

^Wisconsin Academy of Sciences, Arts and Letters, Transactions. 
m i  (Oct. 1912), Part 1, pp. 243-274.

4Eugene 0. Porter, "Financing Ohio's Pre-Civil War Railroads," 
The Ohio State Archaeological & Historical Quarterly. L7II (July, 
1948), 217.

William F. Gejriiart, Tr-ansportation and Industrial Development 
in. the Middle West. ("Columbia University Studies in Histoiy, 
Economics and Public Law," XXXIV New York, 1909 )» l6l.
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4. As Paxson in the article referred to takes pains to make clear, 

what is meant by "operation" of a railroad, either partial or total,

is largely a matter of definition. Here the term is applied to rail

roads regularly carrying passengers or goods and charging therefor,

5. To this Chronology an antiquarian might add Irhat was humorously 

called the "Olentangy Railroad," the line, at first horse-drawn, to 

bring stone from the state's quarty for the construction of the new 

State House in Columbus. It may also have served to a limited

extent as a common carrier. Newspaper wits of the city made it a 

frequent target. (See Chapter Four.)



CHAPTER THREE

Amis MIRABILISt 1836

That 1836 was an election year in no way seemed to create a feel
ing of uncertainty among promoters in the field of transportation.
In addition to the thirty-two railroad companies for which charters 
were issued during the 1835-36 session, five bridge companies, five 
canal companies, eleven road and turnpike companies were also char
tered, fifty-two acts were passed to lay out and establish state roads, 
and five other acts benefiting railroads were added to the statutes.

Of the railroad corporations, only one, the celebrated Little 
Miami Railroad,^ was able to survive the perils of birth and infancy 
and reach maturity as a going o onoern without lapsing and reviving.
Appropriately enough it is vei^ much alive today and probably sounder

2than ever. Two others, the Mansfield sind the New Haven Railroad 
and the New Haven and Monroeville Railroad,® drew a few breaths and 
soon became part of the line known as the Mansfield and Sandusky City 
Railroad̂  of which we will hear more. Another two, the Cleveland 
and Pittsburgh Railroad® and the Cleveland, Columbus and Cincinnati

Iphio Local Laws, XXXIV, 404. 
Zibid., XXXIV, 452.
®Ibid., XXXIV, 357.
^Ohio General Laws, XLI, 63. 
®Ohio Local Laws, XXXIV, 576.

—58—
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Railroad,® lapsed, were revived and flourished, the latter to play a 
very important part in Colimbus railroad history. Perhaps four or five 
others left some barely visible traces on the written records and then 
were no more seen. One, the notorious Ohio Railroad,^ "That Famous 
Structure Built on Stilts" as C. P. Le land named it in his amusing 
article,® ended in a blaze of infamy. The great majority of the rail
roads given charters by the Legislature in that year, however, seem to 
have died a-horning, probably victims of the panic of '37 and its 
aftermath.

Columbus was made a point, as iiie ê ipression then was, on six 
of the thirty-two proposed rail routes, but in only one case does it 
seem very clear that the company was of Columbus origin, a matter often 
difficult to determine. The Little Miami Railroad, although it did 
not reach the capital, became so important in the city's transportation 
history that it will nevertdieless be treated at some length.

Confusion Twice Confounded

First to be chartered of the six companies with routes touching 
Columbus was the Columbus, Delaware, Marion and Upper Seuidusky Railroad, 
on February 29, 1836.® The name is the same as that of the concern 
authorized in 1832 (see Chapter Two) save for the addition of the word

^Ibid., XXXIV, 533. 
?Ibid., XXXIV, 319,
Magazine of Western History, XIII (l89l),742-756» published also 

as Tract No. 81 of the Western iGseive Historical Society, Cleveland,Ohio.
®Ohio Local Laws, XXXIV, 176.
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"Upper,” but the only ocnneoting link appears to be Joseph Ridgway who 
was a commissioner In both and also figured in two more railroads star
ted that year. The ether Columbus oomalssloners In the 1836 Company 
included William Neil, Wray Thomas and Lyne Starling, Jr., and three 
more of little importance. The route was from Columbus via Delaware 
and Marion to an intersection with the Mad River Railroad at or near 

Upper Sandusky.
The ohapge in terminus from Sandusky in the early charter to 

Upper Sandusky in the later one is a good illustration of what pio
neer railroad promoters often sought to do, namely, to establish rail 
connection between two points but to let somebody else do as much of 
the construction as possible because of the scarcity of capital. In 

this case, since the Mad River Railroad (to continue using its short 

title) was under construction southward from Sandusky, the line from 
Columbus, by intersecting it en route, would liave affected a clear 
saving of about fifty miles, the equivalent of a large investment of 
funds.

This company on paper only, this mere shadow of a railroad, 
which never stuck a shovel in the ground, had a second aspect charac
teristic of some early reâds smd is conducive to another generaliza
tion. Occasionally one finds a group of companies, chartered to 
operate railroads between substantially the same two points or areas.



3. March 4, 1844
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which are so inexbrioably intertwined that from this distance it is al
most impossible to determine whetdier they were ocmpetitive, oonple- 
mentary, or merely overlapping. The lines between Columbus and Sandusky 
or Upper Sandusky fall into this category and perhaps can be understood 
if set forth in the following form:
1. February 8, 1832 Columbus, Delaware, Marion, and

Sandusky Railroad Company chartered. 
Commissioners included Joseph Ridgway.

2. February 29, 1836 Columbus, Delaware, Marion, and Upper
Sandusky Railroad Compaiy chartered. 
Commissioners iholuded Joseph Ridgway 
and William Neil.
Columbus, Delaware, Marion, and 
Sandusky Railroad Company (which had 
lapsed) revived. Commissioners in
cluded William Neil.
Columbus, Delaware,Marion, and Sandusky 
Railroad Company again revived and act 
of March 4, 1844, repealed. Commission
ers included Joseph Ridgway and William 
Neil.
Columbus, Delaware, Marion, and Upper 
Sandusky Railroad Company (which had 
lapsed) revived and name ohaqged to 
Columbus and Sandusky Railroad Company.

Included in the above acts were vsirious changes of route which
had the effect of making the lines virtually oo-extensive.

This extremely complicated picture is here enlarged upon because
it was not unique. Similar situations developed among the lines
between Columbus and Springfield, Columbus and Dayton, and, later,
between Columbus and the Baltimore and Ohio Railroad, and also between

4. January 21, 1845

5. March 8, 1845
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Columbus and the Erie Railroad. It makes one wonder whether some of 
even these very early oorporations were conceived as stookselling 
schemes. Indeed, it was not until 1891 that a railroad was at last 
built to oonneot Columbus and Sandusky. TRiy an undertaking that 
appeared so logical should have been so long in materializing would 
perhaps make an interesting study in business history and économie 
geography.

The second 1836 charter in idiich Columbus was made a point was 

that of the Columbus, London, and Springfield Railroad Company, ap
proved Maroh 12.^® Two commissioners were named frwn Franklin County, 
Gustavus Swan and William E. Sullivanb who had an interest with Neil 
in the stage lines. Through travel on this railroad between the two 
termini was in direct competition with the stage coaches on the 

National Road; way travel competed only in part since the rail route 
did net parallel the road but ran via London and South Charleston, 
perhaps for that very reason.

Here is another taqgle of corporations through which it is 
almost Impossible, if indeed it is worthwhile, to make one's way. In 
tabular form the record shows:
1. March 12, 1836 Columbus, London, and Springfield

Railroad Company chartered. Com
missioners included William S. Sulli- 
vant.

°̂Ibid., XXXIV, 429.
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2 . March 2, 1846 Springfield and Columbue Railroad

Company chartered* Commieeioners 
included Wray Thomas and Michael L* 
Sullivant (brother of William S. 
Sullivant.)

3. February 24, 1848 Dayton, Springfield, and Columbus
Railroad Company chartered* Com
missioners included Wray Thomas and 
Michael L* Sullivanb.

4. February 16, 1849 Springfield and Columbus Railroad
Company chartered* Commissioners 
included Michael L* Sullivant*

5. May 7, 1869 Columbus, Springfield, and Cincinnati
Railroad Company chartered*

The reason for the extreme zeal in seeking a line to Springfield 
may well have lain in the seoond of the two principal "mystiques" of 
early Ohio railroading, that is, "Western Trade*"

Maroh 14, 1836

March 14, 1836, two days after the first of the foregoing char
ters was approved, might almost be called "the day the dam broke," 
since on that occasion the legislature passed eleven railroad charters, 
four of them affecting Columbus* By far the most important of the 
four was the Cleveland, Columbus, and Cincinnati Railroad Company 

which was intime to become one of the most profitable lines in the 
country and to be widely known as the "Three C’s" or the "C. C* & C.," 
by which convenient short title we shall hereafter refer to it.

It was clear from the start that the C*C*& C. was destined for 
great things* Its sixty commissioners (probably a record number for
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one road) represented fourteen counties and included Nicholas Longworth 
and six others from Hamilton County; Lyne Starling, one of the four 
original founders of Columbus in 1812, William Neil, and John A* Bryan, 
editor and office holder, the ttiree from Franklin County; Hossa 
Williams, one of the most prominent citizens of Delasrare, lAio became 
a commissioner or corporator in more railroads than perhaps any other 
man in the state, and f our other men representing Delaware County; and 
a total of eight from Cuyahoga county, (Cleveland) among them Richard 
Hilliard, and Truman P. Handy, a leader in many enterprises and the 
capitalist irtio was later to lend John D. Rockefeller $2,000 to help 
him expand his infant business.H The impetus for organizing the road 
came from Cleveland tdiich was incorporated as a city in this year and 

was the focus of much railroad interest.
Considerable latitude was allowed as to route, the only required 

point beside the three cities named in the title being Wilmington in 
Clinton County. The total distance involved, about 255 miles, was 
enormous for those days, probably the longest route thus far authorized 
by the legislature, and justified the $3,000,000 capital. Par was 
$100 per share, with a down payment required of $5. The stockholders 
were allowed to meet and organize as soon as $400,000 had been sub
scribed, which meant irtien $20,000 had been paid in. After the down 
payment the balance was due in installments not to exceed $10 every

^^William Ganson Rose, Clevel^d, The Making of a City, 
Cleveland and New York, 1950, p. 291,
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60 days, at which rate the minimum time for paying up would be about 
20 months. These details serve to emphasize anew the chief problem 
facing the early promoters of railroads, that of raising hard cash 
rather than mere subscriptions or promissory notes.

The rates which the road could charge were itemized, an early 
exercise of legislative power sometimes overlooked today. Tolls were 

per ton per mile and transportation set at 5^ per ton per mile for 
goods and 3/ per mile for passengers. These were the usual rates fixed 
by law for such purposes. The toll charge is a reminder that in 1836 
a railroad was sometimes considered a variety of public highway on 

which anyone could operate his own vehicle upon payment of toll.
This charter said so categorically, with the stipulation that it had 
to be done subject to the company's by-laws.

Since a railroad was t o be a considerable extent a monopoly, the 
fear of such a "monster" as inspired ly Andrew Jackson and the politi
cal climate of his time had to be taücen into account in the charter. 
Hence the state was given the option, after thirty-five years, to buy 
the property at cost plus fifteen percent. It was also authorized to 
tax dividends above six percent at the same rate as it taxed the divi
dends of euay other railroad company. Construction had to start within 
three years and be completed ten years after that.

These charter provisions are set forth at length since maiy of 
them were ccm&aon to other railroads of the day. It remained to be 
seen how much they would have to be amended before operations could 
start.
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The three other roads chartered on March 14 touched Columbus

can be swiftly disposed of. The TJrbana and Columbus Rsilroad^^ seems to 

have been a purely Urbana organitation with not even a Columbus com

missioner. The Columbus and Marysville Railroad^® had but one Columbus 

commissioner, John McElvain, whose name appears in no other charter in 

this work; and it gave no evidence of any other Columbus connection.

Like the Columbus, Delaware, Marion, and Upper Sandusky and the Ur

bana and Columbus, it was authorized to connect with the Mad River Road, 

now under construction and uanistakably a cynosure of neighboring eyes.

The Muskingum and Columbus Railroad^^ was the western member of 

a pair of roads, authorized the same day with virtually identical char

ters, and planned to extend west and east respectively from Zanesville 

on the Muskingum River. The eastern member was called the Muskingum 

and Ohio Railroad.The three Muskingum and Columbus commissioners 

from Franklin county were Joseph Ridgway, Jr., whose uncle has already 

been identified with several railroads; P. B. Wilcox, a prominent 

Columbus lawyer, and, interestingly eiiou|̂ , Alfred Kelley. How it came 

to pass that Kelley, an outstanding figure in canal, financial, and 

political activities in the state, idio was later to be equally important 

in rail circles, snould have selected the abortive little Muskingum 

and Columbus as the only road of adilch he was ever a commissioner or

12Ohio Local laws, XXXIV, 504. 
^^Ibid., XXXIV, 469. 
l̂ Ibid., XXXIV, 529.

^^Ibid., XXXIV, 538.
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corporator, is a question not yet answered*

Finanoial Aid

In addition to charters, this evenkful session of the legislature 

passed five other acts relating to railroads which should be considered 

here since they were the start of a great flood of laws to aid the 

financing of the new form of transportation. It almost seems as if 

every time the promoters of a railroad encountered difficulties in 

launching their project, they went to the legislature to get a law for 
easing the conditions imposed by their charter or for some form of 

subsidy. During the 1835-36 session two laws were passed to modify 

charters and three to go even further. One act approved an increase 

up to $1,500,000 in the capital stock of the "Steubenville and Ohio 

Canal Rail-way Company," no doubt an erroneous transposition of the 

title of the first railroad incorporated in Ohio in 1830, as set forth
1 Apreviously. With this amendment the history of the concern ends.

The Oxford and Miami Rail Road Company, chartered only the year 

before, was already in need of amendatory aid, which the legislature 

gave by changing the tolls and extending the time limits for starting 

and completing.One of üie incorporators was an important man in 

Ohio, Ebenezer Lane, whose career was to include the Chief Justiceship 

of the state, the presidency of two railroads, and interests in other 

rail concerns.

^̂ Ibid., XXXIV, 690. 

"̂̂ Ibid., XXXIV, 222.
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The three aots relating to finanoial assistance were all for the

benefit of the Mad River and Lake Erie Railroad which, chartered in

1832, had started construction in 1835 and was already in need of

government aid. Hence the legislature in 1836, influenced in part,

no doubt, by noticeable railroad activity in the neighboring states

of Pennsylvania, Virginia, Kentucky, and Michigan, passed two acts

authorizing the counties of Champaign and Clark, respectively, to
18subscribe to stock in the road. It went further and passed a third, 

authorizing the state to loan its credit to the road in the amount of 

$200,000.^® This was the first direct state aid to railroads. (The 

survey of the Mad River line, made by request in 1833 by United 

States Engineers, ecu Id be held an indirect subsidy.)

The people of Columbus were not untouched by the surge of interest 

in railroads. Early in January, 1836, a public meeting in the state 

house, with the Jacksonian Democrat, Governor Lucas, as chairman, en

dorsed the proposal for a mighty rail line from Cincinnati to Charles

ton, South Carolina. This was a widely publicised project, with John 

C. Calhoun endorsing it at the soutiiern end and a committee in Columbus 

assisting in Ohio.

It is also fitting that 1856# Hie year the state’s lawmakers 

seemingly left no law unpassed Wiioh might benefit the new mode of

^^Ibid., XXXIV, 287Î XXXIV, 604. 

^®Ibid., XXXrv, 670.
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transportation, was also the year goods and passengers first moved
by rail in the state. There is ample authority for saying that the

first railroad operations in CSxio began in Ootober, 1836, when the
Erie and Kalamazoo started using horse-drawn oars on a few miles of

20its freshly laid road. It was this company, mentioned earlier, 
which had been chartered in 1833 by the Territory of Michigan to 
build from Port Lawrence, Michigan, to the Kalamazoo River. Port 
Lawrence soon changed its name to Toledo and then its allegiance to 
Ohio when the settlement of a boundary dispute transferred it from 
Michigan to the Buckeye State. In consequence the Erie and Kalamazoo 
found itself the first railroad operating in Ohio. There are a 
number of other events, some ouii ous, seme ironic, connected with 

this little companyj but space does not permit their inclusion here, 

except to add that the corporation is still in existence and that 

its recent dividends have been at the rate of $3.25 a year.^^
All these happenings and reports of happenings, important or 

trivial, added up finally to this, that in Ohio the railroad was on 
the verge of becoming a reality and the great boon was nearing its 
climax.

Frederick L. Psixson, "The Railroads of the 'Old Northwest' 
Before the Civil War," Wisconsin Academy of Sciences, Arts, and 
Letters, Transactions, XVII, (Oct. 1912; Madison, Wisconsin, 1914, 
pt. 1, 247; Anon, "The Erie and Kalamazoo Railroad," Historical 
Society of Northwestern Ohio Quarterly Bulletin, XII, 1940),
No. 2, 15-20.

^̂ Moody's Manual of Investments —  American and Foreign —  
Railroad Securities, New York, 1951, p. 9Ôé»



CHAPTER POUR 

A DEPRESSING DECADE» 1837-1846

The ten years between the panic of 1837 and the 1847 "Railroad 
Elections" in Columbus were in the n»in years of heai&reak for the 
backers of the iron horse in Ohio, except for two groups of deter
mined pioneers. By pluck and by luck, by hook and by crook, by main 
strength and awkwardness, the men in charge respeotirely of the Mad 
River and Lake Erie Railroad and the Little Miami Railroad almost 
succeeded in completing their task in the case of the first nconed, and 
entirely succeeded as to the seoond, by the latter year. The Mansfield 
and Sandusky City Railroad (including its predecessor companies) was 

also constructed during the same period but does not compare as an 
accomplishment with the two just named. This chapter will tell a 
little of these two early successes as well as something about the 
many failures, among them several Columbus projects.

The Panic Tear

The session of the Ohio legislature which ushered in the year 
1837 was in some ways eoriously restrained. The record-breaking total 
of thirty-two railroad charters granted by the prevdous legislature 
and the continuance at first of good times in the business world did 
not lead to another outburst of activity in rails. Only eleven charters

—50—
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were approved, none relating to Columlius or the central part of the 
etate, and author!zatlone were given to only two counties to sub
scribe to stock. It almost seams as if all promotional and specu
lative fervor had concentrated itself in two pork barrel acts passed 
four days apart, the "Plunder Law" of March 24^ and the law distri
buting surplus federal funds of March 28.2

The former, like a someidiat similar law in Kentucky, authorized 
(a) loans of credit by the state to railroad ocmpanies and (b) sub
scriptions by the state to the capital stock of turnpike, canal and 

slackwater navigation companies. This interesting and important act, 

the full history of which yet remains t o be written, was the basis on 
uriiioh state aid was advanced to six railroads, of which one proved to 

be a great fraud, two were complete failures and of the other three 
only one did not result in a loss to the taaqiayers. The Little Miami 
Railroad, which got #115,000, paid its debt in stock at a discount 
idiioh was later sold at par. The #270,000 loan to the Mad River 
and Lake Erie Railroad was secured by stock sold at loss tiian ten 
cents on the dollar. The Mansfield and Sandusky City Railroad obli
gation of #33,333 was liquidated eventually at little more than one 
cent on the dollar. Meanwhile, the law had been repealed in 1840.̂

Ôhio General Laws, XXXV, 76.
^Ibid., XXX7, 97.

Ibid., X3QCV1II, 55Î see also Bogart, Internal Improvements and 
State Debt, p. 49 et seq.
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The second law also had the effect of supplying funds for inter

nal improvements» In 1856, with no national debt, the federal treasury 
had more money than it had use for and accordingly by vote of Congress 
the surplus was distributed to the states. The amount Ohio actually 
received was some $2,000,000 udiioh the state 1 awakers proceeded to 
apportion among the counties for loans to railroad, canal and other 
internal improvement companies and to certain additional borrowers. 
Alfred Kelley, with his usual conservative approach to such matters, 

unsuccessfully argued for employing the windfall to launch a state 
bank. Much of the money appears to have been loaned to individuals

4and the amount spent on railroads was small and largely unproductive.
Less than sixty days after the passage of these two laws the 

banks of New York, followed by those of Cincinnati and elsewhere, 

suspended specie payment and the pahlc of 1837 was under way. In 
the older communities in the east the immediate hardships that re
sulted were great, but in Ohio and other areas nearer the frontier 
there seems to have been less suffering, and it developed later. The 
most noticeable consequence in the Midwest may well have been the 
damper put on speculative railroad schemes.^

Table II preceding ^pendix A shows a drop in the number of Ohio 
railroad diarters granted from 32 in 1836 and 11 in 1837 to 2 in

%eisenburger. Passing of the Frontier, pp. 330-333.
Îbid., p. 339} Unstad, "Industrial & Economic Development," p. 541.
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1838, 4 in 1839, and Ü in 1840. With the exception of the Little Miami«
Railroad there is no trace of aiqr road starting construction in the 
years immediately sifter the panic and living to tell the tale, and 
even that dynamic company came close to perishing, as did its counter
part the Mad River and Lake Erie Railroad.

This temporary decline in optimism as to rail matters is reflected 
in a well-known book which appeared at that time. Caleb Atwater, the 
historian, writing about the money invested in "roads," by which he 
meant both railroads and highways, said: "Our Ohio roads will never

refund a cent of titie capital spent on them."®
Although new rail projects were few and far between, these years 

saw a number of charters for concerns to build toll bridges and turn
pikes and several aots to allow county commissioners to subscribe for 

stock in the latter type of company. One mi^t also note that the 
humorously although accurately named Circleville Squaring Company was 
incorporated in 1838 and that in the following year the Milan canal 
was oOTipleted and the Uriohsville Transportation Compazy was char
tered to build a tmring path along the banks of Stillwater Creek in 
Tuscarawas County and to charge tolls for its use. In Columbus, al

though railroad interest was almost non-existent, the year 1839 marked 
the start of construction on a very large building to house the Neil 
House, one of the great hotels in the Midwest. And the Buokeye State 

itself had enough courage to start work on a new state capitol.
a
Caleb Atwater, A Histozy of the State of Cttiio, Natural & Civil, 

2nd ed., Cincinnati (1838), p. 281.
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Such scattered evidence that the spirit of business enterprise 

was alive in Ohio in the years following the panic is supplementary 
to the fact tiiat by the fall of 1838 two important rail projects were 
on the march. The Mad River road, to give it its short title, in the 
spring of ihe year had ocmmenoed operations, using steam locomotives, 
between Sandusky and Bellevue, a distance of 16 miles. In September 
the Little Miami directors let their first contract and somehow managed 
to keep going until December, 1841, nhen they opened for traffic a 
fifteen-mile section north from Cincinnati to Milford, also using 
steam power.

These accomplishments deserve more than passing mention because 

the Mad River and the Little Miimi were the real pioneers in Ohio 
rail history after full credit has been given to their tiny prede
cessors and contemporaries. The Erie and Kalamazoo Railroad, which 

soon chapged from horse to steam power, was in operation before either 
of them and the Monroeville and Sandusky City, the Cleveland and New
burgh, and the Painesville and Fairport lines, all horse drawn, were 
doing business before the Little Miami had run its first train. Never
theless, they were so small and tdiey seem to have had so little 
influence on the development of railroading in the state that their 
chronological priority entitles them only to what might be called gen
ealogical interest. Further spade work in the Firelands and the 

Western Reserve, however, and especially around Sandusky, an undertaking 
beyond the scope the present study, might produce reasons for changing 
this judgment•
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The Mad River and the Little Miami, on the other hand, signal the

start of effective rail transportation and, interestingly enough,
each in its way beoame something of an example to the ocmpanies that 
followed. The former’s career illustrated errors, misapprehensions 
and problems besetting the path of a beginner; the letter’s showed how
the obstacles were overcome. For a moment, therefore, this review of
the charters issued during the decade 1837-1847 is interrupted in order 
to sketch briefly the story of these two important pioneer lines*

The Mad River and Lake Erie Railroad

The Mad River line, one of the two chartered in 1832 to serve 
Sandusky (see Chapter Two), reflected that ocmmunity’s determination 
to share in the internal improvwnents then being agitated. Three 

years later General William Henry Harrison broke the ground for con
struction; within three more years tiie sixteen-mile track to Bellevue 
had been completed on the way to Tiffin. One train daily ran each 
way consisting of a locomotive and two small cars (one passenger and 
one freight), on strap rail laid to a gauge of four feet ten inches* 
These details are significant.

Going to Bellevue at all seems to have been a mistake since the 
line was absmdoned fifteen years later for a shorter and more direct 
one through Clyde. Bellevue was a real estate speculation in which 
one of the engineers who laid out the route was said to be financially 
interested. The operation of the minimum number of daily trains, with
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minimum equipment, emphasises the infant size of these pioneer rail
roads and their lack of capital.

Strap rail was important in the early life of the iron horse.
The first rails in this country were of wood which of course wore out 
very fast. To extend their life a strip or strap of iron, here about 
five-eights of an inch ihiok, was fastened to the top of the wood.
These also wore out soon, or broke with impleasant consequences. Ten 
years later the Mad River, with the other important Ohio roads, was 
trying to raise money to replace strap rail with the modern style T 
or H rail.

The final detail, that of gauge, was obviously important to every 
railroad since any two connecting lines of different track widths had 

to reckon with the heavy expense of trans-shipping. Nevertheless, 
some early railroaders argued that tdien your gauge was different from 
the other fellow's, he could not use your oars, which hence would not

7wear out so fast.
A reason differing from that generally accepted to explain the 

Mad River's choice of a track width of four feet ten inches (which 
unwittingly fixed what became known as the Ohio gauge) appears in a 
letter to the Railroad Record of December 9, 1858, written more than 
twenty years after the event and hence to be accepted with reservations. 
The writer was John H. James of Urbana, author of articles on early

nJ. H. Westbay, "The Standardization of the Track Gauge on 
American Railways," Bulletin of the Railway and Locomotive Historical 
Society, No. 34 (May, 1934), 28-35.
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Ohio history, bank president, state senator, a leading Swodenborgian, 
and president, in 1836, of the Mad River road, who ordered its first 
loccanotives and selected a gauge for them.

He wrote that ed^er oonsultating with the president of the great 
New York and Erie Railroad, which had not yet chosen its own gauge, he 
guessed that that line would use one wider than the typical eastern 
track width of four feet eight and one-half inches. Seemingly he 
picked the figure of four feet ten inches out of thin air (although 
that gauge was used ty seme lines in Hew Jersey), since the Erie soon 
thereafter, under a different president, settled on a width of six 
feet.® Perhaps more light may be shed on this point when the diaries

Qof Presidenb James, which are to be published, make their appearance.
Inevitably the ^auge of the first important railroad operating 

in the state was cl sen by subsequent roads as each laid its track to 
connect with an existing line. The Little Miami was built to link 
with the Mad River, the Columbus and Xenia connected with the Little 
Miami, the C.C. & C. joined rails with the Columbus and Xenia —  and

g
Alvin P. Harlow in his interesting and generally reliable 

history of the New York Central Railroad writes at some length about 
the Mad River road but does not refer to this letter of James and 
gives a different version of how the gauge came to be determined.
The Road of the Century, New York, 1947, p. 342. See also Edward 
Eungerford, Men of Erie, New York, 1946, pp. 50-52*

gDean and Mrs. W. E. Smith of the Graduate School of Miami 
University, Oxford, Ohio, have this work in hand.
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in no time four feet ten inches was the accepted gauge for Ohio railroads. 
In 1848 it was made mandatory, with oertain exceptions, for all roads 
in the state.

The first locomotive to run on the Mad River tracks was the 
"Sandusky," weighing nine tons, which was also the first built by 
Rogers, Ketohum and Grosvenor in Paterson, New Jersey, soon numbered 
among the greatest .American locomotive builders. The next Important 
railroad to start operations in Ohio, the Little Miami, three years 
later bought their first locomotive, weighing twelve tons, from the 

same fim. Within a few years railroad engines were being built in 
Cincinnati, Cleveland, Zanesville and Mt. Vernon, Ohio, but never, 
apparently, in Columbus.

From Bellevue the Mad River tracks were slowly exteikled until in 
1841 they entered Tiffin. Here the southern terminus stayed for 
several years, years dolorous for all rail enterprises in the state, 
until at last in 1848 the line made its connection in Springfield with 
the Little Miami which had arrived two years earlier. In another three 
years it readied Dayton, the terminus specified in the charter.

Slow progress was largely due to shortage of funds. From the be

ginning the Mad River had insufficient capital despite the legislature’s 
frequent authorizations of public aid, both stock subscriptions by 
counties and the state loan of credit of $270,000 on the basis of the 
"Plunder Law" of 18?7. What little private capital there was in the 
sparsely settled region between Sandusky and Dayton did not give enough

^®Ohio General Laws, XLVI, 40.
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support to the enterprise.
The Mad River therefore joined with the Little Miami, at this time 

also under construction, to seek that Eldorado, "Eastern Capital," 
for which all western railroads strove. The legislature in 1845 per
mitted the fermer to borrow $300,000 and the latter, $200,000, at not 

over seven percent interest, with power to mortgage their properties. 
These were the terms on which, in Boston, the money was raised by 
William Mills, the "brisk and enterprising" proprietor of Yellow Springs 
in Greene County, Ohio, later the founder, with Horace Mann, of Anti
och College.

Most buyers of the Little Miami bonds, finding they had invested
wisely, probably exercised their option to convert the bonds into
stock. Save for a few brief moments, however, the Mad River was never
a financial success. By 1847 we find a newspaper reference to "Eastern
capitalists"(presvnoably the bond holders) taking control of the road
and preparing t 0 extend it into Springfield, which, as shown above,

13they did the following year. Among the four New England directors 
put on the board was David A. Neal, wealthy sea captain of Salem, 
Massachusetts, then prcminent in railroad circles.1̂  He was one of 
the Yankee entrepreneurs iriiose operations in the rail lines of Michigan 
and other western states have been related with little reference to 
their Ohio activities.

llphio Local Laws, XLIII, 146.
12Robert L. Black, The Little Miami Railroad, Cincinnati, 1940 

pp. 48-49; Springfield Okio Republic, Feb. 14, 1845.
13Ohio Statesman, Sept. 30, 1847, quoting Sandusky Mirror. 
l%arlow, Stealways of New England, pp. 154, 415.
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A study of Sandusky's role in seeuring eastern funds for suoh 

early Ohio enterprises as the Mad River* the Mansfield and Sandusky 

City, and the "Lake Shore" railroads might add a useful chapter to 
the economic history of the state.

Not all ihe consequences of the influx of capital from the sea

board were happy. A few years later an editorial in the authoritative 
Anerioan Railroad Journal sharply criticized the Mad River line which 
was said to have broken down already because "absentee" owners farmed 

out their properties to people in search of immediate profits. "For 
a company to go on as this has done is most discreditable," the 
editor wrote.

The dependence of the early railroads on public funds has been 
mentioned. The political consequences, at least in the case of the 
Mad River, should a Iso be noted. In 1843, when business conditions 
were bad and neither that road nor the Little Miami could meet the 

obligations they had previously incurred under the "Plunder Law," 
the legislature stopped mD.further advances of credit and agreed to 
accept railroad stock in payment of the debts.The election of 
Colonel William Hunt of Clark County as president of the Mad River 

that year was allegedly the result of a political arrangement between 
Hunt and Governor Wilson Shannon, both Looofoco Democrats. The 
governor was charged with ordering those members of the railroad's

®̂June 2, 1865.
16Olio General Laws, XLI, 63.
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board of directors who represented the stook aooepted by the state in
place of the debts, to vote for Hunt as president as a consolation

17prize for losing in a race for a seat in Congress.^
The Mad River line shared at least one more characteristic with 

maiy another early little road. The property comprising the original 
".ad River %.iIroad charged hands many times, more often perhaps than 
any of the rest. Sometimes the changes resulted from finanoial dis
tress and consequent reorganization, sometimes from new ownership and 
affiliation. Anyone interested in the lines of this period must be 
prepared for railroad marriages and divorces as frequent as those of 
Hollywood.

Briefly, the diapges in ownership or management of the Mad River’s 
property were 1 Mad River and Lake Erie Railroad to Sandusky, Dayton 
and Cincinnati Railroadj to Sandusky and Cincinnati Railroad; to 
Cincinnati, Sandusky and Cleveland Railroad; to Indiana, Bloomington 
and Western Railroad; to Ohio, Indiana and Western Railroad; to 
Cleveland, Cincinnati, Chicago and St. Louis Railroad (the "Big Pour"). 
This ownership, reached about 1890, continues today, making the road 
a subsidiary of the #ew York Central Railroad.^®

The Little Miami Railroad

The significance of the Little Miami to this study is two-fold.
It played an essential part in the history of the Columbus and Xenia,

^^Xenia Torchlight, Nov. 2, 1843.
18New York Ceizkra.1 Eel Iroad corporate reocrda# New York*
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tha first railroad to enter Columbus, -with whioh its ties grew ever 
closer until it all but extinguished that little pioneer. In its 
own right it was the first road in Ohio that we.s truly a finanoial 
success. On both counts it merits attention.

Besides showing "the novelty of the enterprise and the inexperi
ence of all connected with it," which, as one of its early presidents
said, were indeed the chief characteristics of the Little Miami in 

19its infant days, its history also relates one of those heart-warming 
success stories that Americans fondly believe are more typical of their 
country than of any other. It has been written with great charm and 
affection (and a few errors) by Robert L. Black, its current president, 
in his very readable book The Little Miami Railroad, and hence will 
be retold here in only the sketchiest way, with emphasis on a few 
selected aspects which shed further light on pioneer railroading in 
central Ohio*

In the first place, the route of the railroad, from Cincinnati 
to Springfield, thrusting up the valley of the Little Miami River, was 
a dynamic reaching out of the Queen City for business to the north, 
just as its marked enthusiasm for üie long-agitated Cincinnati, Louis

ville and Charleston line, chartered at this time by Kentucky, expressed 
its determine ti on t o hold onto its all-important trade to the south.
The Ohio river took care of the east-and-west trade.

®̂Black, Little Miami, p* 34*
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The objectives of the road were threet (l) to open up the 

Little Miami valley by providing an outlet for products made with its 

great water power flour); (2) to conneot Cincinnati with the
National Road at Spripgfield; (3) to form a link in an all-rail route 
between Charleston, South Carolina, and New York by joining the Cin
cinnati, Louisville and Charleston and the Mad River roads, "each of

2 Awhich is now in progress." Columbus was not mentioned.
The organizers were among the principal men of Cincinnati, men 

of the sort who today are directors of Community Chests and similar 
civic enterprises. Railroads were generally still too new for the 
chicanery that later was to stigmatize some of them. The first survey 
(a faulty one) was made by Ormsby M. Mitchell, one of the many United 

States Army officers, all presumably Wesrt Point graduates, who pio
neered as surveyors and engineers of the early Buckeye railroads.
From a technical point of view, Mitchell was probably the poorest 
surveyor of the lot.

In relying on public funds the Little Miami was no different 
from the Mad River save that it appears to have escaped political 

interference. The shoe was rather on the other foot, since by 1850 
a member of the state legislature was saying of the road that "it was 
a wealthy conpany witha powerful lobby on the spot."^^ It received

M. Mitchell, Little Miwai Railroad, Survey o^ Reports & 
Estimates Made to the Board of Directors, Cincinnati, 1837.

^^Daily C&lo Statesman, Mar. 16, 1850,
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a loan of credit from the state under the law of 1837 amounting to 
$115,000, out of dbioh the state e-rentually made a profit; it received 
stock subscriptions from the city of Cincinnati ani the counties of 
Greene and Clark totalling $275,000 and a loan from Cincinnati of 
1100,000, repaid promptly. A half million dollars or so against a 
total cost, in 1850, of $2,130,627, makes a not unfavorable showing for 
private capital. Warren, the only other county through which the line 
passed, subscribed nothing, probably because of resentment felt by the 
county seat, Lebanon, which wanted a location on the railroad and 
failed to get it.

The Railroad Record and Journal of Commerce, Banking, Manufaoturea
and Statistics (it was really only interested in midwestern railroads)

edited in Cincinnati by the well-known E. D. Mansfield, in one of its 
22first issues told in a reminiscent vein of the poverty-stricken 

early days of the Little Miami* how the tracks were wound around a 

farm because of lack of funds to buy a direct route, how the road 
could not get credit for a load of coal, how creditors waited at the 
end of every train run to snatch cash from the conductors (tickets were 
usually bought on board rather than at stations.)

Efforts to raise money at times seemed to lead only to frustration 
and never to funds. At one point the conpany offered in payment of its 
debts some of the notes it had received for stock subscriptions but 

they were of so little value that no creditor would take them. On 

another occasion, in 1839, it was reported to the directors that

22Daily Ohio Statesman, June 9, 1853.
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during the preceding three years only eight percent had been paid in 
cash on the stock subscriptions. Several farmers made payment in 
cattle on the hoof.23

In the spring of 1841 the skies cleared for a while after public 
authorities paid some cash on their stock subscriptions, a thing they 
never seemed to be in a hurry to do. European capital was enlisted 
to the extent that the road sold State of Ohio bonds in London, at a 
discount, to the famous house of Baring Brothers and used the proceeds 

to pay for English railroad iron. But the clouds gathered again, and 
although by December the line was able to start regular operations as 
far as Milford,the following year the company was bankrupt. The 
state was not fkr from bankruptcy itself.

So low sank Ohio's credit that the Little Miami could borrow not 

over fifty percent of the face amount of the state bonds it offered 

as collateral to Winslow, Lanier and Company, the Wall Street house 
which handled the financing of most Buckeye railroads. The task of 
persuading the Democratio legislature to take the steps required to 
maintain the solvency of the state was accomplished by Alfred Kelley, 
the great Whig leader. 6̂

Nevertheless the infant railroad managed to keep alive and push 
its tracks forward. By the end of 1842 fourteen more miles beyond

^̂ Black, Little Miami, pp. 45, 28, 46-47.

2^Ohio Commissioner of Railroads and Telegraphs, Annual Report 
for 1867, Columbus, 1868, erroneously gives this date as 1842. See 
Xenia Torchlight, Deo. 23, 1841.

2®Wei8enburger, Passing of the Frontier, p. 412.
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Milford ware in operation, yielding a modest revenue. The following 
summer, although the oompany was assigned to a trustee, it kept on 
laying rails. Dïhen unpaid and angry Irish laborers demanded their 
money, the trustee butchered the oattle received in payment of stock 
subscriptions and distributed the meat. The legislature helped in 

1844 with an act to revive and extend the life of the corporation, 
since the original enactment of 1836 required completion within seven 
years. The capital was increased from $760,000 to $1,000,000 and the 
city of Cincinnati authorized to loan the oompaiy $100,000 worth of 
city bonds, subject to the approval of the voters. They gave it, 
despite Looofooo opposition.

That year the line reached Morrow and in August, 1845, it was 

open to Xenia for regular business. Just a year later the first 
Little Miami train steaned into Springfield, the teminus in its 
charter.

Greene County had first planned to use for purchasing Little 
Miami stock the $35,000 received as its share of the surplus revenue 
distributed in 1837 but then voted for a $50,000 subscription. It 
would not pay up, however, until contracts for work in the county had 

actually been let (parochialism of this sort was not rare) and then, 
after paying part of the amount, advanced more only as a loan secured 
by the personal endorsement of certain directors.^®

Clark County was an even harder nut to crack. In 1842 it voted 
1076 to 1076, and henoe not favorably, on a $30,000 subscription to

^®Xenia Torohlight, Feb. 27, 1847, but see Ibid., Mar. 12, 1846.
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Little Miami stock. Three years later a referendum approved the sum 
of #25,000, payable, following the usual practice, in county bonds.
The legislature had authorized aty sum up to $40,000. The investment 
enabled the county to get, in effect, two railroads for the price of 
one, for it later sold its Little Miami shares and put the money into 
Mad River stock to aid that line in reaching Springfield, the county 
seat.̂  ̂ Madison County in similar fashion was to sell its Columbus 
and Xenia shares to obtain funds for helping the Springfield and 
Columbus line.

The Little Miami fast became a highly prosperous concern. In 
December, 1843, according to the annual report for that year, the road 

had one locomotive in good repair, two passenger oars and eleven freight 
and miscellaneous oars. Four years later the report showed seven loco
motives and 103 cars of all kinds. In December of 1845 and in the fall 
of the following year the freight houses were overflowing and the road 

could not handle all of the business offered. Even before the rails 
had reached the end of the line at Springfield the directors were able 
to declare the first dividend, three percent payable in stock, in 
December, 1845.

The years 1845-1851 inclusive yielded a total of 50 percent in 
dividends, all in stock. In 1852 the first cash dividends, amounting 
to 10 percent, were declared, and iheresifter a divider# was paid every 

year in cash or bonds, or both. Prom 1845 to the present day the road

^^Cleveland Herald, June 17, 1847.
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has never failed to make a payment to its shareholders, an unbroken 
record of 108 years that can be matohed by not many other corporations.

It should be noted that these dividends were on the stock of the 
Little Miami Railroad alone, and did not include the distributions of 
profits made by the Columbus and Xenia Railroad. Their Joint Annual 

Reports must be read with the greatest care in order to distinguish 
between the two companies, especially in regard to investments which 
they made in other lines.

The eventual absorption by the Little Miami of the Columbus and 
Xenia, the Dayton, Xenia and Belpre, and the Dayton and Western (idiich 
in turn had a perpetual lease of part of the Richmond and Miami line) 
set a pattern that led, in 1869, to the end of its own career as an 

operating railroad but not of its corporate existence. In that year 
the Pennsylvania, through its subsidiary, the Pittsburgh, Cincinnati 
and St. Louis Railway ("The Panhandle"), leased in perpetuity the 
Little Miami and its component parts for a rental that has ever since 
made the stock of the lessor one of the bluest of blue chip investments.

The Rest of the Decade

With the story of the Mad River and the Little Miami companies 
as a background for the rest of the Ohio railroad scene, let us return 
to the charters issued during the decade 1837-1847 and resume with 
the years following the panic.

From the table of railroad charters it is seen that the decline 
in the number of new rail lines, vdiieh readied two in 1840, continued
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into 1841 with one new venture, followed by two in 1842 and none in 
1843. In addition to wariness born of hard times there was another 
reason for restraint. An aet passed by the Democrats on Maroh 7,
1842, to regulate corporations was so stringent that an end to all 
new railroad companies in the following year was the result.^® Throe, 
however, were started in 1844 and idien the law was repealed in 1845^® 
the number rose to eight.

It must be borne in mind that to the Looofooo (or ’’left wing" as 
we say today) Democrats of the Jacksonian and post-Jaoksonian admin
istration, banking and railroad corporations were monopolistic, 
un-democratio and greatly suspect.

Additional discouragement was given to the friends of rail trans
portation by the corruption and fraud that surrounded the public 
demise in 1843 of the Ohio Railroad, ("That Famous Structure Built on 
Stilts,") and by legislation which spread to general view the mis

fortunes of the Monroeville and Sandusky City, the Mad River and Lake 

Erie, and the Little Miami Railroads.®®
The tanking situation in the state was similarly unpropitious 

for new enterprises. Prom the year of the panic until Kelley’s Bank 
Act of 1845 the banks had been subjected to both economic and politi
cal strains, to which, in Columbus, were added a series of bank

®®Ohio general Laws XL, 67.
29Weisenburgef, Passing of the Frontier, pp. 117. 
^®Ohlo General Laws, XLI, 63.
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scandals that extended over several years.Further discomfort to 
the business interests in the capital city followed the repeal of the 
charter of the powerful Columbus and Sandusky Turnpike Company, in 
which important figures of the conmunlty were interested. From 1837 
to 1843, inclusive, not a charter was issued for a railroad that 
touched Columbus.

In the face of these adverse factors, it is interesting that 

1844 should have been the year both for launching the Columbus and 

Xenia Railroad, one of the three chartered at that time and the only 
one worth naming, and also for reviving the Columbus, Delaware,

Marion and Sandusky Railroad, first incorporated in 1832 but never 
brought to life. Both of these companies will be referred to later.

With the coming of 1846 it seemed that a time for expanding and 
launching new enterprises was again at hand. Overseas, in the early 
months there was mad speculation in railways in England and France.
In this country, expansion in the form of annexing Texas and Oregon 
was a leading issue as men's minds turned to the vast spaces of the 

west and southwest where Mexico lay on the horizon. In Ohio, the 
financial interests felt safe from further Looofooo assaults, thanks 

to Kelley's Bank Act, and three new banks were started in Columbus. 
The legislature, controlled by Whigs, repealed the Looofooo law of 
1842 which had so hamstrung Ohio corporations. The completion of the

®^nstad, "Industrial & Economic Development," pp. 247. jgj;. sag.
Jacob H. Studer, Columbus, Ohio: Its History, Resources &

Progress, n.p., 1873, p. 543.
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; iami and Erie Canal gave a fillip to ccoraeroe, and the purchase by 
the state of a quarry near Columbus to furnish stone for the long- 
plannad new State House, as it was generally called, was further 
evidence that things seemed to be taking a turn for the better.

Across High Street from the State House was the Neil House, the 

great hotel with 300 rooms and a country-wide reputation, owned by 
the Neil family. When, in January, 1846, Joseph Ridgway, a close 

associate of theirs, gave a dinner party in the hotel to influence 
votes in the legislature to complete the capitol, enemies of the 
Neils charged that they wanted the building finished because it 
would attract business to their hostelry. In view of the family's 

position in the business and financial world of Columbus the 
accusation seems carping.®®

The Neils

Like so many early settlers in Ohio, William Neil and his brother 
Robert came from Kentucky. In 1818 when the former, the more signi
ficant of the two, was about thirty years old he arrived in Columbus 

with his wife Hannah and was soon cashier of the Franklin Bank in 
vdiich William S. Sullivan, one <£ the greatest capitalists of the 
city, had a large interest. He was not long in getting into trans
portation, for by 1822 the mail between Zanesville and Columbus was 

being carried by William Neil and Company; in 1826 he was an organizer

^^Ohio State Journal, Jan. 24, 1845.
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of the celebrated Columbus and Sandusky Turnpike Company, and two 
years later he was reported operating stages between T/Jheeling and 
Cincinnati, via Columtus, a route in which Robert Neil was also in
terested. Robert, however, sold to William his holdings in the Ohio 
Stage Line, under idiioh name the operations were conducted, and sane 
years later became a member of the state legislature.

William Neil started a partnership with Henry Moore of Wheeling 
and they expanded their stage lines until they stretched for some 
1,600 miles and in the repair shops alone in ColuAbus gave employment 

to twenty men. Philip D. Jordan in his highly readable work The 

National Road,to which I am indebted in respect to Neil’s stage coach 
activities, writes of Williams "Called the ’best god-damned stager 
on the road,’ Neil practically monopolized Western traffic."®^

His interests went far beyond staging. He was the first presi
dent of the great Clinton Bank of Columbus, organized in 1834 with 
the aid of ocpital from New York and London, England, which for long 
was the only United States depository north and west of the Ohio 
river, and was alleged never to have suspended specie payments»®^
Prcm the Neil House ("biggest hotel in the west"), a newspaper wrote, 
William Neil received as rent ten percent of the gross receipts.®®

As befitted a man of his stature, his railroad activities were 
on no mean scale. He was an organizer of nine different roads, and

^^Indianapolis and New York, 1948, p. 186. 
®®Studer, Columbus, pp. 539-641.
®®Ohio State Journal, Jan. 9, 1849.
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became an officer or director of four or five more. When, in the 
late 1840's, plank roads had a brief vogue, William and his son were 
active in the movement. The marriage of the son, Robert E. Neil, to 
Jane Marshall Sullivant, great-niece of Chief Justice John Marshall 
and oldest child of William S. Sullivant, strengthened still further 
the association between Neil and Sullivant, begun in the Franklin Bank 

in 1618.
Contemporary accounts frequently failed to distinguish between 

Robert Neil, the brother, and Robert E. Neil, the son, of William Neil, 
thereby making it difficult for writers a century later to avoid con
fusing them.

Another matrimonial alliance also resulted favorably for the 
Neils. Ann Eliza, their eldest daughter, was married to William 
Dennison, Jr., who in the course of time became a railroad leader, 
banker, prominent lawyer, was governor of CSiio when the Civil War 

broke out and served as postmaster-general under President Lincoln.
Suoh, in brief, was the family whose name figures so often in 

the transportation activities of the Columbus region, especially in 
the year 1845 vhen rail promoters were beginning to take heart again. 
The chief object of their desires seemed to be a connection between 
Columbus and Sandusky, that goal which took so long to realize. To 
find our way through the maze of railroad and highway interests 

involved therein, it may prove helpful to set down the bald sequence 
of events.
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Between Columbus and Sandusky

First, as already told, the company that operated the turnpike 

to Sandusky, in which William Neil was interested, was put out of 
business by the legislature. The next year, the company for a rail
road to Sandusky was revived, with Neil among the sponsors.3? The 
following year, 1845, the legislature seemed to try to please every
body by passing as many bills as possible in reference to transporta
tion between the capital and the lake. It began by repealing the 

1844 revival of the rail line to Sandusky and approving in its stead 

a third charter for the same project, still called the Columbus, 
Delaware, Marion and Sandusky Railroad, still with William Neil's 
name among the commissioners.®® Next, it authorized seven counties 
lying between Columbus and Lake Erie to subscribe to stock in any 
company building a railroad or turnpike or plank road to connect 
those places.®®

Two days later a charter was approved for the Columbus and 

Sandusky Turnpike and Plank Road Company, William Neil being an in
corporator along with several of his close business associates,40 
At the same time the lawmakers revived and amended the charter of 
still another railroad going from Columbus toward Sandusky, the long

"̂̂ Ohio Local Laws, XLI I, 123. 
38Ibid., XLIII, 33.
S^Ibid., XLIII, 232.
40lbid., XLIII, 271.
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donnant Columbus, Delaware, Marion and Upper Sandusky Railroad, and 
changed its name to Columbus and Sandusky Railroad. Not changed, 
however, were the original oommissioners, among whan we find William 

Neil.̂ ^
Four days after that (March 12, 1845), the Legislature concluded 

its labors by passing three more acts relating to transportation 
between the capital and the lake: (l) the existing Columbus and

Sandusky turnpike, built by the compaiy which had been dissolved two 
years before, was declared to be a public road and county oonmissioners 
authorized to maintain it;*  ̂(2) the Cleveland, Columbus and Cincinnati 

Railroad's charter was revived and amended so that only the part of 
the line froa Cleveland to Columbus was to be built and new oommiss
ioners appointed, including Robert Neil and certain close associates 

of his familyj^® (s) finally, a charter was issued to the Columbus and 
Lake Erie Railroad for a line from Columbus to Mansfield or some other 

point on the railroad being constructed between Mansfield and Sandusky, 
Here again, Robert Neil and associates were among the commissioners.
The last section of the charter, that the state of Ohio should not 
own any stock in the company "either directly or indirectly,"^ probably 
stemmed from memories of the "Plunder Law."

41
42
Ibid., XLIII, 300. 
Ibid., XLIII, 388. 

43lbid., XLIII, 405. 

^Ibid., XLIII, 415.
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A conjecture that may explain the se confusing and s ome#iat con
tradictory events is the following: the Neils and their allies, who
apparently dominated stage coach operations in Ohio and adjacent 
areas —  although there is evidence that their power was not as great 
as sometimes represented —  were becoming aware that railroads would 
soon supersede stage lines. We saw earlier that as far back as 1832 
Vfilliam Neil was interested in steam locomotion. A railroad line 
from Columbus to Sandusky must have appeared supremely logical since 
it would traverse a part of the state not served by the two canals 
(at that time in successful operation), would have in Sandusky a fine 
port midway between the lake terminals of the canals, and would run 

north and south, still a more important direction for Ohio traffic 
than east and west. Their connection with the turnpike between the 
two places, moreover, had given the Neils a familiarity with the 
region.

Noil interest in the railroads is understandable, but why they 
also wanted a charter for another turnpike and plank road company 
is not clear, unless it was to preclude competition. With their 
stage lines, their railroad and their new plank road, they would 
have had a tight monopoly of all transportation between the two 
points.

This does not complete, however, the record of that year's 
legislation in which the Neils were interested. Liberalizing amend
ments were made to the charter of the Columbus and Xenia Railroad, of
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which several of William Hails’ associates, including his son-in-law 
William Dennison, were commissioners.^^ And, as evidence that the 
Neil outlook was not limited to north and south traffic, a charter 
was approved for the Franklin and Ohio River Railroad (sometimes 
called the Franklin and Washington Railroad)likewise with William 
Neil and associates named as corporators.^®

Its route was described in Chapter Two as going from Columbus 
eastwardly to a point on the Ohio River opposite whatever terminus 
the Baltimore and Ohio Railroad selected. The project can be re

garded as Columlus*8 answer to the efforts of Cincinnati to link 
itself with the western outlet of the Baltimore and Ohio by means 

of the Belpre and Cincinnati Railroad which had been chartered earlier 
in the same session.*^ To establish a connection with this great 
eastern line was the dream of a number of Ohio communities.

Of the dozen railroads thus far chartered to make Columbus a 
point, the Franklin and Ohio River was only the second to run toward 
the east and the first to dream of a connection with one of the 
eastern trunk lines at that time pushing westward. The Heils, whose 
project this seems to have been, were not lacking in imagination, 

nor did they lack persistence, for we will find them some eight years

^^Ibid., XLIII, 309. 

% b i d ., XLIII, 419, 
4?Ibid., XLIII, 280.
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later still trying to oonneot one of their projected Ohio roads with 
another eastern line, that time the Erie.

The activities of this important stage coach family as it trans
ferred its operations to a new mode of transportation deserve study.
The change made by the heils frcoi horse to steam might well be com
pared with the change made by similar entrepreneurial families from 
carriage to automobile in later years.

The question raised in Chapter Two about the role of commissioner 
and corporator in these early rail ventures appears to be answered by 
implication in this chapter in which the Neils and their associates 
are treated as the responsible organizers. The fact is that a majority 
of the railroads with vdiich the Neils were linked seem to have made 
greater efforts to materialize themselves than the corporations, 
most of them ectoplasmic, which named various other Columbus capital
ists in their charters. Admittedly that is not the final answer, but 
the evidence thus far available does not permit of ironclad conclus
ions.

Of the eight railroads chartered in 1845 we have so far con
sidered three, in two of which the Neils had a hand. The remaining 

five did not oonoem Columbus and may be disregarded. The legisla
ture also revived five dormant charters, each of them dealt with 
separately in this study save for the Venice and Margaretta Railroad 

which, for all its romantic name, made no impression on the pages of 
history.
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The Meeting at Mansfield

The orux of the railroad situation as the legislature left it 
at adjournment in the spring of 1845 was that charters were outstanding 
for four roads between Columbus and the lake, three aiming at San
dusky and one at Cleveland —  and the Neils, their relatives and asso
ciates had a hand in all four. With interest in rail transportation 
running so high, a prompt untangling of these lines was clearly in 

order.

Early in April the Franklin and Delaware county oommissioners 

for the Cleveland, Columbus and Cincinnati Railroad, the Columbus and 
Lako Erie Railroad and the Columbus and Sandusky Railroad (formerly 
named the Columbus, Delaware, Marion and Upper Sandusky Railroad) 
met at the Neil House and issued a oall for a meeting of all the 
commissioners of the three roads, to be held at Mansfield on May 1.

The fourth road, the Columbus, Delaware, Marion and Sandusky, 
took no part in either the preliminary proceedings or those at 
Mansfield, and, in fact, is never heard of again, an odd fate for a 
ccmpany to vdiich the legislature bad granted three different charters. 
As recently as the preceding February a meeting of the citizens of 
Marion had urged that this road be started, only a month after the 
third charter had been approved, but the plea was ignored. It was 
the same concern, under another of its charters, which in 1832 had 
been accused of being a "red herring" to divert attention from a 
more important project.
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There is ample evidence that the C.C.& C. was a Cleveland project, 

backed by the principal business interests of the oity«^® There is 

virtually no evidence, however, as to nAiat places should be considered 
the primary sponsors of the other two lines, nor is there clear proof 
that any one of the three is entitled to the tag of "Neil project." 
Consequently it is easy to point out ihat at the Mansfield meeting 
the "Cleveland crowd" triumphed, but hard to say over whom. At all 
events, the C.C.& C. charter was selected as the one "under vtoich it 
is expedient to organise." Franklin County appears to have played 

an unimportant part in the meeting although Columbus was the only 
city sure to be on whichever route was finally chosen.

According to the official report of the proceedings there were 
a large number of persons present who acted harmoniously and "indicated 
a fixed determination to carry out the project in reference to irtiich 
they had met." The phrase quoted can be read, it should be observed, 
as either an expression of resoluteness or as a defiance to any who 
might seek to upset the decision arrived at

The two railroads not favored at Mansfield did not at once vanish 
from the scene. The Columbus and Sandusky reappeared two years later 
when an effort, in which the Neils were involved, was made to revive 
it, but without success. The Columbus and Lake Erie, about the time 
the Columbus and Sandusky was breathing its last, started building a

^̂ Rose, Cleveland, passim; Cleveland Herald 1845-1851, passim, 

^^Ohio State Journal, May 6, 1846.
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line from Mansfield to Cïoltimbus by way of Newark, but it newer was able 

to get beyond the latter point. After a singularly unquiet career it 

was merged with two other roads to form the Sandusky, Mansfield and 

Newark, another child of misfortune, which the Baltimore and Ohio en

gulfed in its push to Chicago after the Civil War,

More fine talk than hard cash followed the Mansfield meeting.

The supporters of the Cleveland, Columbus and Cincinnati Railroad, like 

those of the Columbus and Xenia ïrtio were similarly occupied, apparent

ly met with slight success in raising capital, despite whatever help 

the backing of the Nells supplied. Perhaps the latter family was 

finding the going somewhat rough in the closing months of 1845, if we 

can believe a sharp attack on William Neil which first appeared in 

the Steubenville Qhion and was reprinted in the Whig Ohio Stat* .Tnumai 

It was ignored \jy the Democratic Q̂ y,n Stateaman under the editorship 

of the redoubtable Samuel Medaiy who was often friendly to Neil al

though they were in different political parties. (Neil had recently 

named a stage coach the "Samuel Medary.")

The attack said that Neil had been forced out of Neil, Moore and 

Company, that he was heavily in debt, and that the Clinton Bank, of 

which he was president, was in difficulty. The Ohio State Jopipa], 

denied the charges That Neil was succeeded in the following 

month as bank president by William S. Sullivant may or may not be 

relevant.

^ Ôhio State Journal. Deo. 22, 1845.
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On the other hand, a well-informed source says that Nell "had 

retired (owing to ill health) trm. the Bank and the still more import

ant concern, The Stage Company," and that Sullivant, whose daughter 

Jane had married Neil’s son, Robwt E,, took his place in both com

panies.^^ Sullivant was the remarkable business man, interested in 

four of the early railroads aiming to reach Columbus, idio in middle 

life turned from a successful commercial career to become Ameidca's 

greatest bryologist.

The activities of the Neils during 1846 would not lead one to con

clude that their fortunes had suffered any lasting hurt. After ceas

ing to be president of the Clinton Bank in January, William was elected 

in July president of the Columbus and Sandusky Turnpike and Plank Hoad 

Company which at last got under way. He apparently remained as presi

dent of the Columbus and Xenia Railroad from his election in April,

1845, to December, 1846, when he was succeeded as présidait and direc

tor by his brother, Robert. At the same time his son, Robert E., was 

elected a director, and his son-in-law, William Dennison, became 

treasurer.

In the Cleveland, Columbus and Cincinnati Railroad as well the 

position of the Neils appears to have remained unchanged, at least 

during that year. At the October 11, 1845, election of directors, 

William, his son Robert E. and his associate, Sullivant, were among 

those chosen, and William was made treasurer. The next election of

^^Andrew, Desuy Rodgers, d ,  FaIIw * William Starling
N«f York, 1940, p. 174.
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fdiich there is record was held Jaxmary 13, 1847, lAiem no Neil was named 

and only one director selected frcai Coluabus.^^

On the %grade Again

Despite the growing tension between this country and Mexico, soon 

to break out into war, and the great excitement over the Oregon boundary, 

the legislature'd 1845-1846 session pursued a fairly even course and 

passed a considerable number of railroad measures. In all, eleven new 

roads were chartered, four acts authorized ten different subdivisions 

of the state to subscribe to stock in prospective rail lines, and 

seven amendatory or supplemental acts concerning railroads were put on 
the books. The pressure for internal improvements called forth a law 

to regulate the mode of proceeding when county ccmmissioners acted 

upon authorizations to subscribe to the capital stock of railroad, turn

pike and similar incorporated companies. Most unusual is the fact 

that a majority of the roads chartered during this session were actually 

constructed.

Columbus was made a point on but two of the eleven projected lines, 

of lAich the Columbus and Pittsburgh Railroad appeared to be the most 

important. It was to go from the capital to the Ohio River above 

Steubenville and no doubt aimed to intercept a road proposed to run 

to the northwest frtm Pittsburgh, western terminus of the recently 

launched Pennsylvania Railroad. The concern was organized by Knox 

County interests and listed William Neil and Joseph Ridgway, Jr., as

52C.C. & G.R.R., Minutes of Stockholders' Meetings. The minutes 
of the meetings of the directors for this period are missing.
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53the two Franklin County COTiraissioners.

Subsequently three different sessions of the legislature amended 

its charter to allow this road to connect itself with some other line, 

but it never did so.^^ Enough stock was sold to pezroit the stockholders 

on November 3» 1848, to organize and elect directors (none from Columbus) 

but there is no record of further activity.

The other company with a route which touched Columbus was the 

Springfield and Columbus Railroad, the second of the fivo lines char

tered between those places, as related in Chapter Thwe. It was mainly 

a Springfield undertaking to which the two incorporators from Columbus 

could not have added much since the corporation apparently never or

ganized. Its charter was r^ealod and another one passed in its 

place in 1849

The year 1846 also saw the launching of two little roads in the 

Dayton area, both to become of interest to Columbus. One, the Dayton 

and W e s t e r n , m i s  mentioned above in connection with the Little Miami 

Railroad. The second was the Greenville and Miami^^ (later called the 

Dayton and Union), one of the shortest and seemingly most unpromising 

roads imaginable, tdilch helped bring the fabulous "western trade" to 

central Ohio. Of the other railroads incorporated that year idiich 

actually came to life there is no room for any mention here.

^^^lio Local Laws. XLTF, 254.

^%jegislative sessions of 1847-48, 1849-50, and 1850-51. 

55qhio Loaal Tawe. X H F ,  2?1; XLVII, 150.

^^Ibid.. XKE7, 93.

XU7, 189.
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The state-wide interest in organizing new rail conçanies reflected 

the general prosperity of the times and a continuation of the expansive

ness observed in 1845. The capital city shared generously in these 

blessings. What was called by Dhstad in his voluminous work on the 

economic history of Columbus "probably the first incoiporated production 

company in Columbus" that lasted for any length of time^S was chartered 

in 1846 when a number of prominent citizens launched the Columbus Gas 

Light and Coke Company. It did not begin general operations until 1850, 

although two years earlier it had commenced service to the state prison 

"to enable the prisoners to read in their cells.

The start of work on the "prison railroad" to bring stone from the 

state's quarry to the penitentiary for cutting and thence to the capitol 

under const miction; a "feeler" about building a telegraph line through 

Columbus; a new paper mill on the product of which the Ohio Statesman 
printed its issue of June 19, 1846; a new steam starch factory —  here 

was evidence that the city was not longer in the doldrums. The out

break of the Mexican war in May brought a quick reaction in the shape 

of an advertisement for women workers "wanted immediately" to make 

military uniforms.^ Conclusion of the Oregon boundary dispute aroused 

a great national land hunger which led to an "Oregon Rail Road Meeting" 

in Columbus as in many other places. (The Walker tariff of 1846 lowering 

the duty on rails gave particular encouragement to railroad promoters.)

^®Unstad, "Industrial & Economic Development," p. 337* 

^^Dailv Ohio Statesman. S^t. 9, 1848.

^Ibid.. June 5. 1846.
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When it came to constructing new railroads in Ohio however, one 

ma;}'' imagine that the completion during 1846 of the lines described in 
this chapter was a more effective stimulus to further rail laying than 
most other evidences of prosperity. The stage was being set for the 
closing years of the decade and the early 1850's when the "railroad 

fever," as it was called by one who saw it, reached such great height s. 
It was during these years also that Alfred Kell^ took his place as one 
of the principal figures in the world of Ohio rails.

^Hlartin, History of p. 317.



CHAPTER FIVE 

RAILROAD FEVERS AND CHILLS s 1847-1861

As far as actually building railroads to Columbus was concerned, 

the decade ending with the close of 1846 had been a neriod principally 

of frustration. In the years that followed, until the outbreak of the 

war, the pulse of rail activity in the city and the central part of 

the state was arything but steady as good times and bad alternated 

irregularly. This chapter begins with the tçtum in 184?, completes 

the analysis of charters relating to Columbus as issued by the legis

lature, considers the railroad laws out on the books as a result of 

the adoption of the new state constitution of 1851. reviews the rail 

charters filed from then until lS6l, insofar as they affected the 

capital city, returns to the year 1847 when the "Railroad Elections" 

started on their way the first two roads built to Columbus, and ends 

with a thumbnail sketch of Alfred Kelley, president of the same two 

roads, who was to bring them to their triumphant conclusion.

"'Progression' is the Characteristic of the Age."

The business içtum in 1847 came in the year which saw the 

beginning of telegraph service to Ohio's capital and the consequent 

apoearance of its two leading newspapers as dailies the year around 

instead of only during the legislative sessions. (Similarly four

-87-
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years later the new railroad service available In Columbus was to lead 

one of the papers to publish in the morning instead of the evening, thus 

taking advantage of the wider distribution made possible by transporta

tion facilities.
In another form of transportation also, the upturn of 184? let the 

city prove that it was worthy of the accolaie "progressive.” A total 

of eleven local tumoike and plank road corporations were launched in 

the years 1847-1851, as shown in the figures below. The Neils were 

interested in a number of them, including those building to Worthington, 

Johnstown and Granville,

TURNPIKE AND PLANK ROAD COMPANIES CHARTERED IN OHIO
1B47-1B51

TURNPIKES PLANK ROADS
Legislative State Local^ State Looalf

Session Total Co's Ttotal Go's

1846/7 11 1
1847/8 24 1 7 -

1846/9 34 2 36 1
1849/50 39 1 i n 3
1850/1 36 2 43 -

Totals 144 7 197 4

♦Local refers to a company with the name Columbus 
in its title.
NOTE; Free tumoikes are not included in this table.

The turnpike between Columbus and Portsmouth, incorporated sixteen 

years earlier, was finally completed in 1847. Forty shares of its stock

^hic State Journal. Aug. 12, 1851.
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were owned by Alfred Kelley at the time of hla death (1859) and brought 
twice their par value when sold hla exeeutors.^ R. E. Neil was also 
interested in the conraany.

In the years Ismediately following 184? Joseph Rldgway added the 

manufacture of steam engines to the business of his (3olumbua Foundry;^
kthe Neils were selling much land at apparently good prices ; another 

new foundry was erected;^ Greenlawn Cemetery was established;^ building 

materials were in great demand and short supoly;? what was presumably
O

the city’s first sanitary sewer was begun. These activities were in 

addition to the work on the two railroads and were a part of what 

various persons in the city were doing in anticipation of the advent 

(f the. rails*

A good over-all view of some of the main enterprises which had 

elicited investment capital and contributions from the people of the 

city during the preceding two years appeared in a letter signed 

"Truth" in the Ohio State Janrna) of August 21, 1848. In defending the 

inhabitants against a charge of illiberality towards the railroads the

^Estate of Alfred Kelley, File No, 3609, Franklin County Probate 
Court,

\eeklv Ohio State Journal. Aug. 31, 1846.

M̂SLâlfiàaSaiflD. Apr* 11, 1848; Ohio State Journal. Apr. 21, 
May 10, 1848.

^Qhio StfttMnyin. Apr* 10, 1849.

^Qhio State Journal. Jan* 25. 1849.
, May 4, 1849.

®lMs_§jiriSSaaa. May 22, 1849.
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writer cited as "contributions for public causes" the following:

1. To Columbus & Xenia Railroad, by individuals........ $130,000
2. To Columbus * Xenia Railroad by oity & county * 100,000
3. To Cleveland & Columbus Railroad, by city & county . . . .  100,000
k. To Cleveland 4 Columbus Railroad by individus, * »(oiro.) 70,000
5. To Columbus 4 Harrisburgh Tuznpike Road  ... 20,000
6. To Columbus 4 Portsmouth Turnpike R o a d .. 10,000
7. To Magnetio Telegraph............................... 6,000
8. To Survey of Central Railroad, etc..................  5.000

T O T A L ......$441,000

It is noteworthy that this list omits three other rail projects, 

all of importance to the city, the subscription books for which had 

been duly opened in Columbus during 1847, namely, the Central Ohio, the 

Columbus and Sandusky and the Franklin and Washington companies. It is 

also probable that efforts were made during that year to sell stock in 

the Columbus and Lake Erie Railroad. Thus, with the addition of the 

rail undertakings in the list above, a total of five and more probably 

six railroad grovqps were seeking to raise funds among the inhabitants 

of the capital, all at about the same time.

The revival of popular interest in rails which began that year is 

apparent from the following figures:

RAILROAD LEGISLATION 1847 THRODGH 1851

MtoafLaHHrliMa Acts Authorising Charter
Total To&ebing PublioSubs'p'ns Amendments

M s i a o  laaiiaâ ...., la. .WimWaî __
1846/7 4 1 7 8
1847/8 15 2 5 ID
1848/9 12 2 10 IS
1849/50 20 3 25h 23
1850/1 21 2 23 42

*Most of these acts authorised subscriptions by more than one mnmioi- 
pality, often to more than one railroad. The actual number of sub
scriptions involved cannot be dmtermined.
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' ÎnclTiding a loan of credit by Dayton,

Last of the Legislative Charters

Columbus shared in this activity to the extent that in each of the 

five years from 1847 to 1851 two more charters, on an average, were 
added by the legislature to those already relating to the capital. In 

the aggregate these ten enactments produced the same sort of confused 
picture observed in earlier years: duplications, excessive and probably

preclusive charterings. Interlocking interests beyond explanation, care

less legal draftsmanship. Only three of the ten ever reached the point 

of laying rails.
Of the roads intending to touch Columbus, none led to the north, 

one each went east, southeast and south, and six went west. The one 

to the east, and first chartered of this grotp, was the Central Ohio 

Railroad, to be described in detail in Chapter Eight,^ To the south

east went the Lancaster Railroad, with no Columbus sponsors, which 

apparently never drew a breath after the voters at the "Railroad 

Elections" of 1850 had denied its appeal for a stock subscription, 

along with the appeals of two other lines,^

The road pointing south was the Franklin, Pickaway and Ross 

County Railroad, interesting for several reasons,^ It was the first

^Ohio Local Laws. XL7, 178.

^^Ibid.. XL7I, 179; see Chapter Eight.

XLVHI, 270.
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rail line ever chartered to run due south from Columbus, a fact which 

may be a tribute to the vitality of the Ohio and Erie Canal. A Neil 
was anK)ng the organisers, in the person of Robert. Althou^ it also 

failed in 1850 to get a favorable vote for public aid it was revived three 

years later, with much newspaper support, aiKi hoped to build to the Ohio 

River opposite Maysville, Kentuolqr. In so honing it became the first of 

an almost countless number of enterprises which tried to link Columbus 

with that pioneer river town from which so many Kentuckians had crossed 

into the Buckeye State. Some of these concerns got no further than pro

curing a charter, some were able to sell stock, a few did a little clear

ing and grading, and a very small number actually built tracks, either 

standard gauge or narrow. But the two terminal points have never been 

connected, or even half-way connected, by a railroad.

Of the roads running to the west, a line between Columbus and 

Springfield seemed to have an especially powerful attraction for pro

moters. Two have already been mwitioned. A third was chartered in
12 131346 and a fourth the next year, in each case with evidence that 

interests close to the Neils were involved. The year after that, a 

fifth undertaking of the same sort was given legislative aoproval.

An amendmait to the charter of the Mad Rive# and Miami Central Railroad, 

originally intended to run from Springfield westward to the Indiana 

line, permitted the company to build in the opposite direction also.

^Ibid.. XLVI, 259. 
ilvh, 150.
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that Is, eastward to Coliaabus. For that purpose the charter was so Mt- 

tenslveljr rewritten as to create in effect a new corporation, and 

additional corporators were named, among them William Nell and some of 

his associates,^^

It will be noticed that the sum of the two parts permitted by the 

amaxled charter constituted a road from Columbus to the Indiana line 

by way of Springfield, Such a route would seem to be fairly competi

tive with that of the Columbus, Piqua and Indiana Railroad, incorporated 

the year before, which reached the state boundary by way of Urtjana, 

about fifteen miles north of Springfield. Dennison, Ridgway and William 

S. SuUirant were involved in the latter concern which in the course of 

time became a major Neil undertaking.^

The same legislature that in 1850 sanctioned the second line from 

Columbus to the Indiana boundaiy gave its appz*oval also to a third.

The charter of the Beliefontaine and Columbus Railroad Company provided 

for a route between the two places named and permitted as well the 

building of an extension westward to the state boundary, on condition 

that it be kept well to the north. Robert Neil and Dennison were 

interested in this venture which seems to have originated In Belle- 

f ontaine,

As if all these railroads leading west from Columbus were not 

ample to transport the products of a still thinly settled country.

XLVin, 322.

^ I b i d .. XLyn, 155; see Chapter Nine. 

XLVIII, 244.
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the 1551 legislature chartered two Éore, designed to run between Colum

bus and Dayton* Instead of Imitating the judgement of Solomon and 

dividing the prize (the privilege of building a road between the two 

cities), the Buckeye scions followed the modem radio practice of

doubling It*
17The companies thus chartered were the Dayton Railroad Cooçany, 

presumably originating In that city, and the Qreat Eastern and Western 
Railroad Gonçjany^ which had five Franklin County corporatom, among 

them William Nell and another striking figure, Peter Hayden, the great 
leader in the iron and coal trades. According to a contemporary news

paper, Hayden "has made money faster than any other business man In 

Ohio."^^ Curiously enough, this Is the first railroad charter which 

bears his name.

Both lines were authorized to connect with the "Columbus and 

Zanesville Railroad Company" at or near Columbus* Since no charter 

had ever been issued to a concern by that name, one may suppose that 

the Central Ohio Railroad, under construction at the time between 

those two places, was what the promoters and law-makers had in mind.

More important than these "phantom" corporations was the Barton, 

Xenia and Belpre Railroad, authorized at the lS^-51 session, which 

was actually cmpleted between the two places first named in its title*

xLix. 454.
XLH, 447.

^%ailv Ohio Stataaman. Sept* ID, 1849*
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Eventuallyt as already told, it became a part of the Little Miami.

The third name in the title, Belpre, was not only never attained but 
was never intended to be, since the road was to run only 4# a connection 
with the Belpre and Cincinnati Railroad "at or near Rattlesnake Creek 
in Highland County." As in probably all such oases, the addition of the 

name of a far-away place was designed to lend importance and aid the 
sale of stock.

Another product of these years of optimism was the first major 

piece of general railroad legislation in Ohio (in contrast to that 

termed local legislation, which included charters). "An Act Regulating 

Railroad Coiqpanies," approved February 11, 1848, sought to introduce 

uniformity into the flood of charters pouring from the legislative 

mill by prescriMng as to now roads a variety of matters, like the 

mode of forming a corporation, its financial arrangements, the time 

limits within which certain st^s had to be taken, the manner of 

exercising the right of eminent demain, the rates to be charged, the 

gauge to be used, the reports to be made, and a number of other items.

Since acceptance of the provisions of this law by roads already 

chartered was optional, and the Inducements held out to do so were 

only moderataly attractive, many coxqoanies preferred to fuzustion with 

whatever special acts they had been able to wangle from the legislature. 

From time to time the lawmakers passed amendments to existiz% charters.

Ohio Tiocal Laws. 3ŒIX, 432. 
^ h i o  General Taws. 2LFI, 40.
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effective on condition that the provisions of the new regulatory act be 

also accepted as binding on the corporation. One can only guess at the 

amount of politics involved in such manoeuvres.

During the ItexLcan War, shortly before this time, the legislature 

had also tried another way of getting certain clauses made a part of 

existing charters. It agreed to pass amendments desired hj the rail

roads (this happened to the Little Miami and Mad River roads among 

others) only on condition that the conq^anies accept other amendments 

relating to charges of transporting troops and munitions of war.

Constitutional Convention

The efforts of the lawmaking arm of the state to enlarge its 

control over railroad corporations was in line with the strong "radical" 

sentiment of the day. Such sentiment found expression in the Locofoco 

movement in politics which was "in part a reaction against the abuses 

resultant from a system of unregulated corporations, subsidized in 

many cases with public f u n d s . W h e n  the constitutional convention 

of 1851» which owed its existence in large measure to radical backing, 

came to the subject of internal improvements, including railroads, it 

made fairly sweeping changes.

Neither the state itself nor aqy subdivision thereof was permitted 

to use its credit for, or become the holder of stock in, any cc»iQ}any

22Eugene H. Roseboom, Thedvil War Era. 1850-1873. Carl Wittke, 
ed.. History of the State of Ohio (Columbus). Tf (19W»). 126-7.
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created for any purpose. Corporations were to be formed by general act, 

with no more chart era secured by special acts. Corporate property would 

be taxed at the same rate as the property of individuals. A new consti

tution containing such provisions was approved by the voters in the 

fall of 1851.

To implement the enactm«at, the legislature on May 1, 1852, approved 

"An Act to Provide for the Incorporation and Regulation of Incorporated 

Companies,"^3 the first part of which dealt with railroads. Thereafter, 

the law set forth, corporations would come into existence rpon filing 

the necessary certificate with the secretary of state, with no reference 

to legislative action. This meant that the charters of railroads (and 

other corporations) formed after that date would be copied into record 

books in the office of that official instead of being printed in the 

Acts of the legislature.

The effect was to make it difficult to assign a definite date to 

a new charter, since not all of then were dated, frequently they were 

acknowledged before a notary public on another day, and the date of 

filing was often not given. In consequence, it is not always possible 

to determine which of two corporations was organized first. Further

more, the place of signing (presumably the place of origin of the 

enterprise) and the provenience of the incorporators were frequently 

omitted. The dates used herein are those of the charters, idiere avail

able, or else of the acknowledgments.

23Ohio General Law. L, 2?4.
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In the same session the legislature passed tvo more acts relating

PIlto railroads. The first* required all roads to have a uniform gauge 

from end to end and allowed then when connecting with or crossing another 

line to adopt Its gauge, notwithstanding the law of February 11, 1848, 

for a uniform gauge throughout the state. The seeond^^ prescribed a 

tariff of freight rates for railroads operating "In the vicinity of 

or to a point of Intersection with any navigable canals or other 

state works of Internal Inqjrovement. " This law was coBq>lled with by 

Ohio railroads even less than the first one.

Charters by the New Itethodt 1852-1861

The first railroad charter under the new law filed with the sec

retary of state was dated Misgr 31, 1852, followed by six more during 
the year, none of them relating to Columbus. One of the six was the 

Clinton Line Railroad, a grandiose project, and part of one still 

more grandiose, known as the New York and Council Bluffs Railroad, 

which actually spent large sums trying to construct a line between 

the two places named In Its corporate title.

The year 1853 M w  a great boom In Ohio railroads with 37 charters 
filed, the largest number for any one year in the period before the 
ClvU War. Four of them touched Columbus. First and most ijqx>rtant

<M9 gtntraar Lwra» L, 126, 
^Ibld.. L, 205.
2^July 5. 1852.
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was the Atlantic and Ohio Railroad, the line which probably as much 
as any other deserved the label of "Neil Project."

It was apparently Intwxied to be a slx-foot-gauge extension of 
the Erie Railroad from the state line in TranbuU County through Colum
bus to the Ohio River about opposite l^sviUe, Kentucky, but after 
letting a contract for the stretch between Columbus and Circleville it 
disappeared fras view in the minor recession of 185^. The Columbus 
incorporators were William Neil, John Miller, John F, Bart lit, John 
L. Gill and Samuel Itedary, most of whom are met again in these pages.

Organized at almost the same time was the Columbus, Dublin and 
Marysville Railroad,^ a Dublin venture with apparently no incorpora
tors from Columbus. Filing a charter seems to have been all it ever 
did.

The route idiieh promised the greatest benefits to the capital and 
for years was most agitated in the press was one to the Hocking coal 
region, with an extension to the Baltimore and Ohio terminus at Park
ersburg. Such a line, the Columbus and Hooking Railroad (generally 
and erroneously referred to as the Columbus and Hocking Valley, and 
not to be confused with the Columbus and Hooking Valliy Railroad of 
186? which actually built its line between those points) was formed 
at Landester^^ with William Dennteain, son-in-law of William Neil, 
the only Columbus incorporator. No more than its unsuccessful

^^June 18, 1853. 
2®June 20, 1853. 
29july 11, 1853.
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predecessor of 1850» the Lancaster Railroad (see Chapter Eight), did 
it reach the point of turning a shovelfull of earth. Like maiy other 
enterprises it succumbed to the hard times of 1854.

Last of the 1853 charters relating to Columbus was that of the
30Scioto Valley Railroad,"̂  organized in the city to run to Portsmouth 

where the Scioto Hirer eiqpties into the Ohio. Confusion must again 
be guarded against since it was not this road but the Scioto Valley 
Railway Company, incorporated February 25, 1875, which in point of fact 
constructed the first railroad line along this route.^^ The early 
conpany had tag incorporators A. F. Perry,George K. Persons, Theodore 
Comstock, A. F. Stone, James H. Storing (also written Stouring),
A. Q. Hibbs, J. M. Walcutt, Joseph Eldridge, N. H. Swayne, P. Hayden, 
John W. Andrews, and Henry B. Carrington, many of them prominent men in 
Columbus. Despite such substantial backing, at least on paper, the 
company seems never to have drawn the breath of life.

In 1854 the seooM railroad charter to be filed, although it 
listed the names of no incorporators from Columbus, related to the 
capital since it specified a route from the Pennsylvania boundary 
southwesterly across the state, through Franklin County to the vicinity 
of Cincinnati.^^ It called itself the Ohio Railroad Coopany, the 
same name used ty "That Famous Structure Built on Stilts,” (see 
Chapter Three) which came to so disgraceful an end. The 1854 ocmpany's

^̂ Sept. 21, 1853.
Comm, of R.R. & Teleg, Annual Renort for 1880, p. 1223.

^̂ Jan. 3. 1854.
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route diagonally across the state made it a rival of Neil's Atlantic 
and Ohio line, and, like that eocpansive project, it also probably hoped 
to connect with a rail carrier to the seaboard. Getting the charter, 
however, was about the only thing it ever did in its ephemeral exist
ence.

Although general business conditions took a turn for the worse in 
late 1853» the year 1854 saw the launching of two big speculative ven
tures, the Clinton Line Extension Railroad,allied with the Clinton 
Line Railroad mentioned above, and the Pittsburg, Maysville and 
Cincinnati Railroad,'^ The latter was the new name of a tiiy proposed 
line called the Sharon Railroad which, when it assumed the more ex
pansive title, increased its capital from $30,000 to $12,000,000 and 
changed its route to compete with the Atlantic and Ohio and the Ohio 
railroads just cited. It later got the nickname of "Calico Railroad" 
and engaged in much reprehensible financiering. It does not appear, 
however, that Colundâus capital was involved.

The following year, 1855, likewise saw the organization of one 
road that concerned the capital, the Columbus, Belief ontaine and 
Chicago Railroad.^^ The name indicates the route it proposed to 
follow. William Neil was one of the Franklin County incorporators,

3^Apr. 9, 1853, filed in 1854.
*

35
^Apr. 4, (?), 1853, fUed in 1854.
"May 20, 1855.
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the others being W. B« Hubb&rd and H. B* Carrington. It seems ükelj» 

at least in the oases of Neil and Hubbard, that they could m t  have 

given any attention at all to this venture sinoe the f omer vas heavily 

concerned vith another rail coeçany vhioh vas at that time close to 

bankruptcy and the latter had just been made president of an equally 

debilitated line.

Fnan the formation of the Columbus, Belief ontaine and Chicago 
Railroad, vhioh never existed save on paper, to the outbreak of the 
Civil War no charter was filed for a railroad relating to Columbus 
except for a street railway. A charter was indeed filed for the 
Columbus and Indianapolis Railroad on October 22, 1857, but that was 
nothing more than « reorganization of the ailing Columbus, Piqua and 
Indiana Railroad, the concern in idilch William Neil was heavily in
volved. The latter line did not take the name of the new company, 
however, until 1863.

In view of Neil's interest in steam carriages on the National 

Road, referred to in an earlier chapter, a glance might be oast at 

an enterprise chartered in Dayton in 1857 to build "land locomotives," 
although it does not seem to have Influenced transportation in Ohio.^^ 

When the great panic of that year started in August it nipped in the 

bud many burgeoning ventures, including a number of railroads, and was 
likewise responsible for the small nuadüer of rail charters issued in 

the next few years. Its effect on the lines operating to ColtuËbus will 

be considered later.

^^May 18, 1857.
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In street railwsgr promotion, also, ColWbns showed little interest, 

for only one of the thirty-one charters which seemed to propose that 
form of transportation was for a oosç>any In the capital, comqiared with 
more than a score in Cincinnati. The charter of the Columbus Street 

Railroad Conpany was dated June 8, 1859» end filed two days later, but 
service did not commence until I863. It is interesting because it was 

the first filed for a street railway which describes clearly just >diat 

such a company planned to do, unlike many of its kind which are virtu

ally indistinguishable from those for the usual steam railroad. The 

proposal was to construct and operate a line or lines of iron railway 

on certain streets, to be traversed by cars or carriages drawn by 

horses and mules, for the accommodation of passengers only, exclusive 

of heavy freight. None of the incorporators played an ii^portant part 

in any steam railroad.

An almost total cessation of activity in organizing rail lines of 

any sort in Ohio occurred in the months before Fort Sumter was fired 

upon. Promotional activity seemed concentrated on oil companies, 

inspired presumably by the boom in petroleum which had begun in 1859 

in western Pennsylvania.

The end of the trail has been reached as to incorporating rail 

lines to Columbus. To see how c<mf>anies existing at first only on 

paper developed at last into the railroads ^diich inaugurated train ser

vice to Ohio's capital, it is necessary to return to the year 1847 when 
the first two lines to the city began to take shape.
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The Railroad KLeotione: 1847

In the early part of 1847 the editor of the Ohio State Journal 

was upbraiding the people of his city for their lack of railroad 

soirit, asking ihetorlcally, "...idiy then should Columbus rest in such 

utter listlessness?"^^ Four months later he was commending them for
OQ

their interest in railroads which he called "the subject of the day."^ 

The change in attitude undoubtedly sprang from the ringing success at 

the polls of the proposition for an investment of $200,000 of public 
funds in two projected lines.

The legislative authority for Columbus and Franklin County 

to vote on this matter provided in substance that (1) subject to the 
approval of the voters, the city and county were each permitted to 

subscribe for $50,000 capital stock of the Columbus and Xenia Railroad 

and simultaneously for the same amount in the Cleveland, Columbus and 

Cincinnati Railroad (usually referred to hereafter as the C.C.& C,).

A subscription for only one of the two lines was not permitted. (2)

The money would be raised either by a separate tax in the case of the 

county or included in the general levy in the ease of the city, to 

amortize the bonds issued in exchange for the railroad stock. The 

roads had to find buyers for the bonds. (3) If the vote was adverse

^^Jan. 29. 1847. 
38.May 27, 1847.
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at the spring election the question might be re-submitted at the

election in the following October. 39

Ttro provisions not relating to the public subscriptions were also

in this act: the Columbus and Xenia was authorized to borrow w  to

$300,000 on a mortgage, and it was permitted to connect with the Little
Miami Railroad at some point other than Xenia if it so desired. This last

was no doubt an admonition, or threat, to the people of Xenia and Greene

County who two days earlier had received legislative permission to vote
once more on subscribing to stock in the i*oad to Columbus. The year

before, an authorization to vote on a similar proposal had not been
40utilized owing to failure to observe the statutory time limits.

In voting on aid for new railroads the people of Columbus and 

Franklin County were both following a path already well worn by other 

Ohio communities and also keeping in step with the times. Similar 

questions in that year were being submitted to the voters in many 

places, including all the important municipalities along the route of 

the Columbus and Xenia and several on the route of the C.C. & C.

Evan before the legislature had approved voting on the question 

it was probably clear to friends of the two roads that there would be 

local opposition. The people of iforthington at a meeting in January, 

speaking, they claimed, for the northern end of the county, had opposed

lAQAl W M ,  ^ ‘7, 56.
iio Apr. 2, 1846.
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a county subscripHon to the C.C.A C. on the grounds that it irould 

(1) increase the debt, (2) hurt business on the Ohio Canal, and

(3) spoil the chances for another railroad, apparently the Columbus and 

S a n d u s k y . T h e r e  was also evidenoe of sentiment in favor of the 

Columbus and Lake Erie Railroad, by implication at the expense of the 

C.G.& C., although the latter was not directly attacked.

Two weeks after the passage of the referendum, notice was given 

of a "Franklin County Railroad Meeting” to be held March 3 to support 

the "Great Central Route", i.e., railroads to connect Columbus with 

Cincinnati and Cleveland. (In later years the term was generally 

applied only to east-and-west routes.) Thirty-seven prominent citizens 

signed the c a U  for the gathering. Kelley was not one of them.

The arguments for the subscriptions, as advanced at the meeting, 

show what «as expected to appeal to the voters : Columbus was already

a center of stage coach travel and should be the same for rails: 

stock of some New England railroads was selling above par; the Ohio 

Canal would not be hurt by the now mode of transportation : the cost

of the subscriptions would raise taxes very slightly; prices received 

for farm products in Xenia, already located on a railroad, were now 

higher than in Columbus; population would be increased; the city would 

be made a depot (distributing center) for the surrounding counties ; 

manufacturing would be brought to the oity; Colu^us would clinch its

^\>hio Sta^e 12, ^ 7»
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position as the state oanltal and would become "the common center of 

the United States." There was real danger at the time that the capital 

might be moved elsewhere.

The meeting passed a resolution which began, "Resolved, That 

'progression* is the characteristic of the age," and appointed a 

committee to draw up an Address to the people to explain the matter 

fuUy. The lagiortance of this gathering is hard to determine since 

the Statesman^^ «çK>rted there was not a big crowd, and the Journal^ 

called it a "large and enthusiastic meeting."

The Address, published some two weeks later, repeated the former 

arguments for an affirmative vote and added new ones: Columbus should

not be so dependwt on government en^loyees and payrolls —  a point 

that critics of the city never failed to harp on —  but should en

courage manufacturing by getting railroads ; the profit which Greene 

County made on its Little Miami stock, some of which it had already 

sold, was emphasized^ Columbus must not be left out of the great wave 

of railroad construction about to begin, if not already in progress.

Doubting Thomases and opponents of the subscriptions had not 

waited for the appearance of the Address, however, to start their 

attacks. The first of a number of letters, most of them signed with 

pen names, was published three days after the meeting and others appeared 

Irregularly until the time for voting. It is unfortunate that infomati<»i

h,0Qblo Statesman. Mop. 5. 1847. 
^^Qhio State Journal. Mar. 4, 1847.
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as to the opposition should be derived solely from the newspapers but 

the minutes and records of the two railroads for this period are 

missing and no other contenç^orary refer«ioes have been found. It is 

doubly unfortunate in that several of the objections which were raised 

are confusing and hence more light on them is needed.

Opposition centered on the Columbus a M  Xenia, which was largely 

a local enterprise, with virtually no attacks directed at the C.C.& C., 

of Cleveland origin. Four principal objections applicable to the first 

named road were offered,

(1) Part of the money to be raised might go to reimburse "the 

old oon^any" for the expense previously incurred in building a bridge 

over the Scioto for the use of both the so-called "prison railroad" 

and the line to Xenia. Vftiat "the old conQ>any" was is not clear, per

haps the organization which the Columbus and Xenia sponsors had set 

iq) in the spring of 1845 irtiwi they reported with such suspicious 

speed that the necessary stock had been sold. Soon thereafter they 

contracted to build the bridge.

The prison railroad, which, with its related quarry, was loaded 

with political irg)lications, must have loaned large in the public eye, 

to judge by the amount of newspaper space devoted to it. In order 

to furnish stone for the new capitol (usually called the State House), 

the state had bought a quarry on the rig^it bank of the Scioto River 

from William S.StiUlvant (the associate of VHJJiam Neil) in pre

ference to buying one from Samuel Madary, redoubtable editor of the
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Democratic Ohio Stataaaaa. The atate then bïdlt a makeshift railroad, 

with wooden rails, from the q u a n y  to the penitentiary where the stone 

was to be worked for use as building material, crossing the river on 

the bridge erected by the Columbus and Xenia. There was enough width 

for two tracks, the state' a and the cosqiany's, and a certain amount of 

joint use of facilities was contemplated. Some kind of financial 

impropriety in this transaction appears to be hinted at, but it was
IÜLnever brought out in the open.

(2) Parochialism in its narrowest form raised the allumant that 

public aid to the railroads should be opposed unless the Columbus and 

Xenia agreed to locate its stati<m in the southern part of the city, 

to balance the C.C.& G. station which was to be in the northern part. 

Other evidences of petty jealousy between the two ends of town were 

also manifested. The directors of the first named railroad played 

safe by announcing they would make no decision until after the election.

(3 ) Defeat of the proposition was urged unless the directors 

from Columbus agreed to resign in the event of a favorable vote, to 

make places on the board for directors representing the stock which the 

county and city would then Wld. The Columbus directors finally agreed 

to the plan, three of them, however, on condition that the cheapest and 

best entrarce into the city, as deteznined by the engineers, whether it 

were in the north or the south part, should be the one chosen. Mean

while a public meeting had favored locating a junction point for the

hh Mnr* 10, 13^7, and passim.
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C.C.& c. aïKi the Columbus and Xonla midway between the two ends of 
the oity,

(4) What seems to have been the most substantial argument was 

that the public subscriptions would in effect go to extricate the rail
road and its directors from the pli^t they were in as the result of 
having heavily inflated the original private stock subscriptions. 
According to the charter, $200,000 in stock had to be subscribed 
(10̂  down paymwit in cash or notes) before the company could organise. 
After the subscriptions had been made and the company established, 
the legislature pezndtted the railroad to buy back a great deal of 

this stock, which meant, it would seem, allowii%, the original subscrib- 

ers to be released frcm a large part of their obligations,

According to John J, Janney, idiose researches, in spite of many 

errors, are oft «a helpful, the corporation bouf^t back $167,800 worth 
of stock f rtm individual directors at the annual meeting on DeosndOer 

1, 1846, "with the agreemisnt that no liabilities would be created until 

$100,000 of that amount should be sold."^ The argument semned to be 

that the $100,000 stock to be sold to the city and county would con
stitute the amount needed to render operative the balance of the 

agreement, At least that is the interpretation that best fits the 

rather scanty facts at hand.

No question was raised as to the legality of this transaction

^Ohio Tv>ee1 Tew«. XLI7, 157.
46Janney in Lee.Hietorv of Columbus. II, 242-249,
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since the législative permission Just mentioned had on Februaiy 23,
1846, authorized the railroad to reduce individual subscriptions, if

requested, provided the total remaining did not go below $50,000.

Janney's comment was: "This seems to have been done in order to

enable some of the subscribers to transfer part of their subscriptions

to another ecaçany,"^^

The vote on the county subscription was held first, on April 5,

when 2707 favored the proposal to 124-7 opposed. All five city wards

were in the affimative as were 13 of the 18 townships. Three town-
48ships were against the plan and there were two ties. A week later 

the voters in the oity (but not the county) went to the polls again 

to ballot on the oity* s subscription, although in considerably smaller 

numbers, no doubt because the success of the proposition seemed assured. 

This time also the results favored aid to the railroad, by 828 to 214.

In the voting for municipal offices the Whigs were successful. There 

is no evidence, however, of overt party politics in the railroad vote. 

The favorable outcome of the referendum was in line with the trend 

of that year. Of the other places in central Ohio which eiq)ressed 

themselves on the subject of aid to a railroad. Licking, Madison and 

Greene counties and the towns of Springfield, Dayton and Xenia approved 

and only Delaware County was opposed. Three years later when, for the 

second and last time (at least in those early days of railroading).

47
46 Apr. 7, 9, 1847,
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Columbus and Its county again voted on help for the promoters of the 

iron horse, help was denied by decisive majorities.

To conclude this general view of the 184? railroad scene in 

Columbus and vicinity, it appears that the successful outcome of the 

elections spurred on supporters of other proposed roads in their efforts 

to raise capital. The five or six companies in the field received con

siderable newspaper publicity, a number of "Railroad Meetings" were 

heH, and Columbus editors broke a few lances with editors in neigh

boring towns who failed to agree with them as to where certain rail 

lines should be located. There is little evidence, however, that 

any noticeable amount of cash was actually put into most of the pro

jects, perhaps because as an editorial in the Ohio Stmt. Journal 

put it, "For a business man, Columbus affords but little feverish 

excitement. Fortunes are not often made or lost in a d a y . " ^

"... .energy, perseverance, and s u o m s s ."

The man in Columbus who probably more than any other both practiced 

and profited from conservative financial ways was Alfred Kell^, one 

of four brothers who all achieved prominence in Ohio. The events of 

his life (1789-1859) are so representative of the principal e v m t s  
and trends of his times that to write of him is virtually to write of 

his whole age and place, although, in point of fact, his activities 

were almost entirely limited to the state of (Aiio. His gx*eat

49Ohio State Joumal.June 10, 1847.
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grand-parents were early settlers In Norwich, Conneotiotrt, a town \daich 

has had many ties with Columbus. From it came the Thomases, Hunting

tons and Griswolds, families active in pioneer central Ohio railroads, 

and also the ancestors of Washington Gladden, the most celebrated 

clergyman ever to live in Ohio’s capital city.

Like many of the early inhabitants of the Western Reserve, Kelley 

was b o m  in Connecticut, coming to Cleveland in 1810. Later that year 

he reached the age of 21 and hung out his shingle as the first practi
cing lawyer in the village which had been founded fourteen years before. 

Veiy rapidly he became a leading figure in the community* prosecuting 

attorn^ for twelve years; youngest member of the state House of Rep

resentatives to which he was elected as soon as he was old enough to 

hold a seat; village president; an organizer of the Commercial Bank of 

Lake Erie; a founder of Trinity Protestant Episcopal Church; later, 

a member of the state Senate.

The movemiKxt for canals in Ohio, spurred on by the great success 

of the Erie canal in New York, found in Kelley one of its early and 

most vigorous siqyporters. His work for that cause, added to the 

experience he had gained from four years as a state l^resentative 

and his recent election as state Smoator, made it logical in 1822 

that he be named by Governor Brown ("Father of the Ohio Canals”) 

one of the seven commissioners to investigate canal routes and costs. 

Thereafter for about twenty years he was a member of either the 

Canal Commission, frequently as one of the acting (i.e., executive)
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commissioners, or of the Canal Pond Commission which was responsible 

for the financial management of the canals. He worked so hard at these 

tasks that he impaired his health, according to the biography which 

his son-in-law wrote of him.^®

After living in Cleveland a score of years Kell^ left there to 

settle in Columbus, for reasons idiich he did not make public. In 

his new heme, idiere he spent the remaining twenty-nine years of his 

life, he duplicated the success he had won on the shore of Lake Erie.

He was a number of times elected to the state legislature, serving 

in both the House and the Senate; he became a large stockholder and a 

director of the Franklin Bank of Columbus; he was a director of the 

Ohio Life Insurance and Trust Company of Cincinnati ; he took an active 

part in the Columbus Lyceum, (he was once scheduled to give an address 

on "Heat and Its Practical Uses.") He donated a plot of ground to 

the Columbus Female Benevolent Society oh iblch was erected the first 

free school in the city. He served on a commission to select a site 

for a state penitentiary, was one of the three Ohio commissioners to 

settle the dispute over that state's boundary with Virginia, and 

declined an Anti<4Sasonic nomination for governor.

In the legislature he was respcuisible, said his son-in-law, for 

the adoption of a measure for which he had long fou^t, the ending of 
imprisonment for non-payment of debts. The state's school system also

50Hon. James L. Bates, Alfred Kelley. His Life Coliaribus,
1888. p. 93.
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received his sxjpport. His efforts to apply Ohio's share of the federal 

surolus toward the establishment of a state bank, rather than toward 

the construction of railroads or other internal improvements, met, 

however, with no success, for the pork barrel laws of 1837 wore what 
the solons finally put on the books.

Tiie deterioration of the state's finances during the next few 

years came to a head in the latter part of 1841 when the Democrats 

won control of both houses of the legislature and conservative business

men grew apprehensive. The state had to borrow money arai Kelley was 

sent to New York, lAiere he was already known for his work in financing 

the canals, to get it. He did so by pledging his personal credit as 

security for the credit of the s t a t e . A  few months later he made a 

trip to Europe, also in the interest of state finances. It is almost 

literal truth to say that when Kelley «note the rock of credit, 

abundant streams of cash poured forth.

The people of Franklin county "promoted" Keller in 1844 from the 

House of Representatives to the state Senate, in which he had served 

while a resident of Cleveland. He justified their good opinion by 

getting on the books the Kelley Banking Act of 1845 which "became 

the basic law for the banking system of Ohio until the Civil War. "-52 

It gave the state a banking structure that was at once conservative, 

adequate for all reasonable needs, and sound in time of trouble. In

^^Ibid.. p. 118.

^^eisenburger, Passing of the Frontier, p. 424,
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the same session he was accused of dictatorial methods in securing the 
nassage of a resolution against the annexation of Tncas, which he opposed 

for anti-slaveiy reasons .53
The last of this man's principal achievements in state finance 

was to sponsor what was known as the Kelley Revenue Act of 1846 which 

"provided for a fairly extensive revision of Ohio's taxation system."5^ 

The bill wiped out exemptions from taxation e#j)oy^ by many types of 
property and generally modernized procedures. Kelley did not seek 

re-election to the Senate that fall. In 1855-57i however, he served 

once more in that body, in which he found himself the oldest member.

Death came two years later.

The home which he built in 1836 on his farm in the eastern end of 

Columbus, now described as 285 East Broad Street, stands today as one 

of the finest examples of Greek Revival architecture in the state.
Kelley himself is given credit for a major part of the design. It was 

clearly the most impressive residence in the city, worthy dwelling of a 

man \Aio had made his mark. The hospitality he was there called upon 

to dispense to the numberless people who came to see him reminds one 

of the demands made on Jefferson's kindness at Monticello.

The year Kelley built this splendid dwelling was the year the 

Muskingum and Columbus Railroad was incorporated, the only road of 

which he was ever a corporator or eosmissloA er. As told earlier, 

this road was never constructed and apparently never drew a breath.

p. 444. 

p. 429.
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FrcMn then on there Is no record of any interest that Kelley had in 

rails until in 184? the question arose of a proposed extension of 

the Baltimore and Ohio through the Buckeye state.

The president of that company requested Kelley's written advice 

on where to locate their western terminus, with which so many roads 

in the state, chartered but unbuilt, yearned to connect themselves.

When he recommended Wheeling he came under bitter attack from the 

northern and southern parts of Ohio through which a connecting line 

would not pass. Just about this time he was installed as president 

of both the Columbus and Xenia and theC.C. & C. railroads, positions 

for which his accomplishments in state finance made him a logical 

choice when the need for a "miracle worker" became evident.

The thin line of his tightly closed lips, the comers of his 

mouth somewhat drawn in, the straight prominent nose, the large fore

head, and above all the sharp cold glance as seen in Kelli's portrait 

make him worthy of the tag "Old Roman." This label, given in later 

years to another celebrated resident of Columbus, All«fi 0. Thurman, 

not only describes Kelli's appearance but reveals accurately enough 

how he was looked upon by his contemporaries. Henry Clay is reported 

to have said of him that he had "too much cast iron in his composition 

to be popular* His son-in-law, who obviously admired him but did 

not display in his biography any outstanding affection for him, quoted

^̂ Ibid.. p. 422.



118
the pedantic comment of Alfred Taple that Kelley "possessed ei^hati- 

cally the fortlter in re with but little or none of the auRYiter in 

modo."^^
An editorial in the Ohio Stat# JAurpal telling of his work in the 

summer of 1848 to raise money for the C.C. & C. spoke of Kelley's 

"personal application and indefatigable efforts," and went on: "He

is not apt to fail in his undertak±r%s when he sets his mind fully 

upon them ^ s  is clear trx^  a knowledge of his character for energy, 

perseverance and success.

Diis, then, was the man to whom the people in conttk>l of the 

Columbus and Xenia and the C.C. &  C. railroads turned when their 

ventures were in cxying need of a leadership in which the general 

public and investors alike could have confidence. The talents which 

had yielded for Kelley a career as a great canal builder and as a 

master of state finance were now to lead to a third triumph. In the 

untried field of railroading he was to succeed handsomely in con

structing the first two lines of rail into Columbus.

^Bates, Kelley, p. 204,

^^Ohlo State Journal. Aug. l6, 1848.
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CHAPTER SIX

THE COLUMBUS AND XENIA RAILROAD: FIRST INTO COLUMBUS

In launching the Columbus and Xenia Railroad Company in 1844 the 
people of Columbus were for the third time reaching out to link their 
city to a new and important cross-state transportation system, in 
this case the north-south line which would be formed when the Little 
Miami and the Mad River and Lake Erie railroads connected their 
tracks at Springfield,

The reasons for a rail link between the capital and the great 
through route are evident, but the reasons for going by way of Xenia 
instead of Springfield are ptu’ely conjectural. Since the route to 
Springfield was twelve miles sl»i*ter and probably no harder to build, 
the answer must be the same as to so mapy other problems of the early 
iron horse - a matter of money. Xenia no doubt seemed more likely 
to invest money in the oroject than Springfield, idiere the citizens 
in 1842 had failed by a tie vote to carry a proposal for a public 
subscription to the stock of the Little Miami.

The only evidence as to the identity of the promoters of the 
Columbus and Xenia is the names of the commissioners in the charter; 
the actual part played by these men rwnains an open question. The 
leading newspapers in the two places barely mentioned the project, as,

-119-
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for instanoo the Ohio St^taa^an of Columbus lAloh merely said: "We
have no doubt but the stook in these rvads will, in time, be very
valuable.

The seven commissioners - a small number oon^ared to many other 
companies - were: from Franklin County, Joseph Ridgway, Samuel Medary
and William Dennison, Jr. ; from Madison County, A, Toland and Richard 
Cowling; and from Greene County, Major James Galloway and Joshua Martin.

Medary and Dennison have already been identified. Ridgway, whose 
name is often confused with that of his nephew and business associate, 
Joseph Ridgway, Jr., was a prosperous foundryman and iron manufacturer, 
("known the State over as Hwest Ja ”̂ ) who became interested in 
several railroads. Galloway, at this time a director of the Little 
Miami road, made the only apparent link between the two lines. Both 
he and Martin were well-to-do residents of Xenia, interested also in 
other rail ventures. TolaM and Cowling do not appear again.

The charter, approved March 12, 1844, provided in part as 
follows: "the most practicable route" from Columbus to Xenia; capital
stock of $500,000 with par of $50, $200,000 to be subscribed before the 
conç»any could organize; tolls (i.e., fares and freight rates) charged 
on the road not to eroeed tolls charged on the Ohio canals; whenever 
dividends exceeded six percent the legislature might tax such dividends 
at the same rate as other railroad ooaqpany dividends were taxed; the

Mar. 12, 1S44.
^£Uz92âafUsxaM. 24, 1B51*
3ohiq I^aal XLH, 194,.
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board of directors most organise within eighteen months ; and sundry 
other provisions.

Compared to most early railroads, the Columbus and Xenia got off 
to a rather fast start. Barely a month had elapsed after the approval 
of the charter before newspaper advertisements In the two communities 
gave notice that stock subscription books would be opened June 11 
and stay open for three days. Frcaa that point on, however, the going 
must have been very difficult since nothing more Is heard of the pro
ject until a year later when the legislature approved charter amend
ments designed to smooth Its way.

The revisions no doubt show what were the obstacles to further
progress: the time within which the state had the right to bty
the road was extended from 20 to 35 years; the respective time limits
within which the subscribers were required to organise, let contracts
and complete the work weire lengthened ; the five dollar down payment
per share in cash was changed to penult credit, and a limit was set
on the debts the corporation mlÿit Incur. Clearly, as one would ex-

4pact, the earliest problems nmst have been financial.
Again subscription books were opened, at Columbus, London and 

Xenia, and this time within forty-eight hours the commissioners in 
Columbus were writing to those In Xenia that they had $260,000 on the 
books In the capital city alone (only $200,000 was necessazy to

4 iLin. 309.
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organize), and that the stockholders would meet in the Neil House a 
week later to elect directors .5 The SnringM#!! Bepubli^ imported re
ceipt of a letter to the same effect, with the additional Information 
that some of the subscribers had been; William Neil for $100,000;
Neil, Moore and Gozqiany for $50,000; and Joseph RLdgiraj for $10,000,

The paper added "We understand that Mr. Neil is at this time East, 
filling uo the subscription." N^l's haste to get control of the 
conpany is a subject for speculation, and the genuineness of the large 
subscriptions was later questioned.

Of the twelve directors elected at the organization meeting a 
majority were close associates of Neil: the two Ridgways, SuUivant,
Deshler, Medary, Dennison and Orange Johnson, in addition to William 
and Robert E. Neil. Others chosen were Charles H. Wing, Aaron F.
Peny and Joshua Martin. William Neil was made president, Ridgway,
Jr., secretary, and Deshler, treasurer.

Late in May the fifty-four mile route was surveyed under the 
direction of General Stockton, one of the numerous military men idio laid 
out Ohio* s early rail lines. Two of the directors accompanied him on 
the ten-dagr trip. Four months later, for reasons not stated, the route 
was surveyed again, this time by Sylvester Medberry, who had worked on 
the Ohio canal system. Immediately thereafter bids for constructing 
part of the work were advertised for, and then, within two months, the

^enia laJCStiUtilt» 10, 1845. 
^Springfield Renublio. Apr. 11, 184-5.
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engineers and staff of the railroad were nnaoootmtably laid off "until 
further notice." It was apparently during this summer that the new 
directors had contracted with the penitentiary authorities to build 
over üie Scioto the double-track bridge idiich would figure so promin
ently in the 184? railroad election. (See Chapter Five.)

It seems probable that once again lack of money was the reason for 
the suspension. After the first survey was made William Nell had gone 
to Cincinnati to raise funds and had got, it was reported, about 
half the #$0,000 he sought ; thereafter the two main ColuËbus papers 
carried editorials and pseudonymous letters pleading for support for 
the enterprise. Hie lay-offs followed. The election of William Neil 
as director and treasurer of the C.C.& C. Railroad in October, in 
addition to his many other interests, may have led him to OTMveoctend 
himself, for it was in Deoeniber of this year that there appeared the 
Steubenville story, already mentioned, of his financial difficulties.

At Xenia, meanwhile, a public meeting in which the road*s direc
tors played a leading part had strongly endorsed the project and 
petitioned the l%islature to allow Greene County and its county seat 
Xenia to subscribe to the stock. The lawmakers complied but subse
quent disregard of certain legal requiremacts nullified the permission 
for that year.

The role played by Xenia and its county in the history of this 
railroad would make a useful ease study, applicable to a great many Ohio
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comnnmities • For two years after the public meeting the town was 
scheming and counter-scheming, endorsing and condemning, voting and 
promising before it was Irrevocably chosen over Its great rival Spring
field as the western terminus of the line from ColumbusBut there 
is no room for that study In the present wozic.

In the twelve months that followed the report of Hell’s troubles
the name of the road to Xenia, with one major exception, was practically
never to be found in the papers. Business in Columbus was brisk,
encouraged by the Mexican War, existing Ohio rail lines were doing well
and new ones were being pronK>ted, but the Columbus and Xenia seemed
to have vanished from the earth, except in the legislature where still
nK>re amendments were authorized with the obvious Intention of making

othings ever easier for the lagging project.
Seven of the twelve old directors were re-elected at the annual 

meeting on December 1, 1846, including Robert and Robert S. Hell, but 
not William. Robert succeeded William as president. It was at this 
meeting that the board agreed to repurchase, or reduce, the subscrip
tions for stook which certain directors had agreed to buy. (See 
Oiapter Five) The presence among the new directors of Dr. Lincoln 
Qoodale, one of Columbus's wealthiest men, and Jacob Strader, powerful 
figure in Cincinnati affairs and treasurer of the Little Miami Railroad, 
gave hope of more prosperous days ahead.

^Ohlo Stateman. Nov. 11, 1S4?.
^Qhlo Local Laws. XLI7, 109, 157, 258.



125
Prosperity oane, but the Nells went. Columbus, Franklin County and 

Madison County voted public stock subscriptions to the road, whereupon 
the directorate was reorganised and no Neils presumably were on it.
At least no Neils were on the slate proposed in the reorganisation but 
we have no guarantee of who was in fact elected since at this point the 
records fail us. We can only be certain that on March 11, 1847, Robert 
Neil was president of the road^ and that on October 13 Alfred Kelley was 
president.^®

Besides changing heads, the road between those dates took a new 
lease on life: it opened (for the third time) subscription books for
the sale of stock to the public; settled on a terminus in Columbus north 
of the National Road, and agreed to put in a spur or siding to the 
war^ouses on the canal south of that road, with horses for motive 
power; issued a call for the first ten percent "requisition" or install
ment payment on the stock which had been subscribed; and made ready to 
seek bids again for the first construction contract. This burst of 
activity sounds more like the work of Kelley than of the former unsteady 
management, although he was also hard at work on the C.C.& C. at this 
time.

The Colusdbus City Council helped the cause by granting the company 
sweeping powers to run its tracks on any street or alley north of Broad, 
except on High Street. The locomotives were not to exceed four miles 
per hour, however, and the railroad was to pay for apy damage done to

Ôhio State Journal. Mar. 11, 184?.
Oct. 13, 1847.
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private property

The Coltombue and Xenia directors promised to pay semi-annual inter
est on money received on stock subscriptions until dividends could be 
declared, in accordance with the optimistic practice of the day. They 
accepted an offer of the Little Miami Railroad to build for them the 
western end of the road from Xenia to the Greene County line and take 
stock in payment, and they fixed the following annual salaries : 
president, $1500; treasurer, $300; and secretary, $150. The voters of 
Greene County and Xenia approved stock subscriptions of $50,000 and 
$5,000 respectively, before X«aia was chosen over Sprir^field as the 
western terminus.

The favorable vote in Greene County gave the signal for the start 
of building operations. The election there was held October 12 and 
the next day an advertisement sou^t bids trcm contractors for the first 
section of roadbed, a thirteen-mile stretch from the west bank of the 
Scioto River at Columbus to beyond the two Darby creeks. The timing 
of this advertisement was characteristic of Kelley, whose name signed 
to it is the earliest indication that he had become president of the 
road. The actual letting of the contract, it was reported, was delayed 
by severe rains. No mention was made of a little ground-breaking cere
mony, such as most railroads held on similar occasions, idien work 
finally started in November.

^Journal of Columbus City Council, July 15, 184?.
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Building a Railroad

The actual construction of a railroad In those early days probably

bulked larger in the over-all picture» in ccmparison with chartering,

financing, operation, traffic, and the other aspects, than it did in

later years when machinery went so far in displacing hand labor. A

brief digression into some of the details of building, using the

Columbus and Xenia as an object lesson, should prove enlightening,

especially in view of the rather reluctant compliment paid it by the

Zanesville Gazette that itMoubtless had the best railroad ability of
12the State engaged in it." By way of coi^arison, other railroads 

will also be cited.

From Columbus to Xenia the terrain was singularly favorable for 

railroad constructiw, with very sli^t grades and only the two Darby 

creeks to offer «nÿ problems. The line in consequence had almost no 

curves, a factor of added safety in the days idien signalling devices 

were elementaiy. In that region, however, gravel was hard to find 

and when first built about one-quarter of the roadbed was of clay and 

three-quarters of twelve inches of gravel. The defect was quickly re

medied, since the travelling public was becoming aware that more 

gravel meant smoother riding and less dust. The C.C.A C., built on a 

great deal of clay and muck, also gravelled its roadbed as soon as 

it could.

^Quoted in CMo State Journal. July 5. 1853•
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The usual width of the right of way, or "road track" as it was 

sometimes called, was 100 feet, lAich, if necessary, could be cut to 
50. At first it was not fenced, with the result that livestock often 

disputed occupancy with the trains, to their mutual loss. Many ani

mals were killed, and many trains wrecked, until the companies learned 

that it was cheaper to fence their land when the road was being built. 

The C.C.& C. after a while made it a rule to pay half the loss for 

cattle and horses killed by its t r a i n s , a n d  the Little Miami found 

that cowcatchers did not always prevent a c c i d e n t s , % r  1852 the 
Columbus and Xenia reported its line nearly all fenced.

This company, like the C.C.& C. and most others, barely had money 

enough for a single track, but the lure of a double one, combined with 

the natural optimism of the time and place, led to the construction of 

certain bridges and all the masonry on a scale big enough for two 

tracks. Frequent "turnouts", or sidings, were provided (every five 

miles on the C.C.Se C.) to allow easy passing. As traffic grew and 

train lengths increased, the sidings had to be made longer.

Actual clearing and grading ("graduation") were done by hand 

labor, aided by horse power. There was no mention of any machinery, 

although Tour powerful steam excavators" were used at Chillicothe

13C.C.A C,R,R., Minutes of Directors' Itoetings, Mar, 3» 1855*
TilOhio Statesman. Sept. 11, 1849*

^Columbus A Xenia Railroad, Report. 1852, p. 24,
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a f«w years later on the Marietta and Cincinnati R a i l r o a d , W h e n  the

Little ItLami advertised for "Hewers and Choppers" to clear the way

between Xenia and Springfield it gtve notice they had to furnish their 
17own axes.

After the right of way had been cleared, graded and in some cases 

gravelled, the superstructure was laid. This varied somewhat with the 

different railroads, depending on the views of the engineers. The 

type favored by the Colussbus and Xenia was as follows i on the earth 

or gravel were laid sub-sills, 4 by 10 inches, from 14 to 30 f@et long. 

Planks 2 by 10 inches, from 10 to 20 feet long in multiples of 2 feet, 

were also advertised for, but what their use would be was not specified. 

On top of the sub-sills, or perhaps the planks, were pladed vtoat we 

now call the ties, then referred to as sleepers or cross-sills, which 

were required to be either black locust or burr oak, 72 feet long and 

about 6 \jy 6^ inches.^

As told in a previous chapter, the early Ohio roads had been laid 

with sbrap rails which were beginning to be replaced about 1j848 with the 
much superior heavy rail called T or H from the form of its profile or 

cross-section. The Columbus and Xenia was the first road in Ohio to

^Railroad Record. Apr. 30, I863, gives no date for the use of 
these machines. Ih*. 0. H. Coleman of Columbus, well informed as to such 
matters, says they were used in 1853» Black, Little Miami, p. 109, 
confims Coleman.

^^Xenia T^rohUgh-^.. July 10, 1845.

^Oalo Statesman.July 25, 1848.
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lay the new rails from the start, a point veiy much in its favor in the

ayes of the public which would shun strap rail lines when it had a 
19choice of routes. ^

Since the rails specified for the road out of Columbus weighed 

6l pounds to the yard and were 18 feet long, the problem of transporting 
them was not an easy one. The place of manufacture was England (or 

Wales), whence they came by water to Montreal, at which point they cost 

the railroad 1^ cents per pound. To get them to Columbus cost another 

l4 cents for transportation hy water via Cleveland and the canal,^0 

Some rails probably went ty way of Sandusky and the railroads to Xenia 

since tradk was being laid at both ends of the route simultaneously. 

Democratic editors did not miss the chance to jibe at the railroads, 

most of th«ji controlled by high tariff Whigs, for having to pay 30^ 

duty on imported iron. Rebates reduced this cost somewhat.

What was called an entirely new process was employed to fasten 

the rails to the ties on this line. Wrought iron plates, termed chairs, 

i inch thick and 6 by 7 Inches broad, using four ̂ -inch bolts, held 

the rails in place.

^^^3.L.«HCTmiediejÿ7 Statement of the Existing Controversy Between 
the Two lines of Railroads from %neinnati to Lake Erie.
Stockholders of the C Jî.4 D.R.B.. Gineinnati, 1834, p. 3.

20Ohio Statesman. Nov. 1, 1849, Some rails may also have been 
shipped via New Orleans; o£. Ibid.. Mar. 28, 1849.

^^ i d .. Aug. 21, 1848

AtatmamAn. NoV. 1, 1849.
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The advertisement of the Colimddus and Xenia which furnished details 

as to superstructure invited contractors to submit their own plans for 

bridges over the Big Dart>y and Little Darby creeks* The type known 

as Howe's Patent Truss Bridge, very popular at the time, was finally- 

adopted for all six bridges on the line. Sometimes in the early days 

railroad bridges were designed to be used also by the highways, and 

many were covered, such as the one this road built over the Scioto 

between Franklinton and Columbus,

The danger from sparks emitted by woodbuming locomotives was

very great and resulted in a curious set of precautions in the case

of another railroad entering Coluidbus, The bridge over the Miami

River at Ptqua, built by the Columbus, Piqua and Indiana Railroad, was

a covered one with openings near the eaves to let the smoke out, while

on the roof was a row of water barrels on each side, with stationary

ladders and trap dooi-s to be used by the firemen. A flood rather than

a fire accounted for its end,^^ Now and then parts of bridges were

covered with tin as a precautionary measure, and in one case an
2hengineer favored a "firm coating of fire-proof wash."

Tunnelling, another source of frequent trouble for the masters of 

the iron horse, was nowhere needed on the Columbus and Xenia, but, like

^^John A. Rayner, comp.. The First Century of Pioua^ Ohio. 
Piqua, 1916, p. 158.

2 ^ t o n  & Hamilton R.R., First Annual Report. 1854, p. 10.
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every other railroad.lt had to get fuel and water, a matter not as easy

as it sounds. At first, to be sure, in a region as wooded as Ohio,%5

landowners were glad to have the trees cut as a step in clearing the

land, but even then there remained the matter of having it corded and

on hand when and where needed. This railroad contracted for wooden

sheds, 40 by 85 feet, to be spaced along the route, perhaps one about

every eight miles, to hold the cordwood used as fuel. Similarly,

seven brick buildings, 21 feet high and IB by IB feet, were built as
26water stations, to contain wells or cisterns, and punqjs. Windmills 

were tried two or three years later, but proved successful in ohly 

one place.

The Columbus and Xenia was apparently free from difficulties due 

to poor quality of water, a matter quite troublesome to some roads. 

Likewise it did not have to contend with an unhealthy part of the 

country, abounding with malaria and other ills such as beset certain 

lines.

Stations and engine houses, or "engine stables," were constructed 

last. Nearly two years before the line was opened, the directors ad

vertised for proposals for ten to thirty acres of land for a "freight

25B. G. Huntington of Coluiribus in a conversation on June lA, 
1951» quoted his father, Pelatiah Webster Huntington, who was living 
in Columbus in the 1850's as constantly referring to Ohio as "fhe 
Forest."

26Ohio Statesman. Aug. 31, 13̂ 9.
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depot and other fixtures'* in Columbus, north of Broad Street,"for the 

Columbus and X«nls and other r a i l r o a d s , w h i c h  presumably included a 

passenger station. According to one report the directors of the 

Columbus and Xenia and the C.C.A C., acting together, agreed by a 

majority of only two votes in favor of a site almost where the station 

is today in preference to the northeast comer of High and Spring 

Streets.-'" At that, trains into Columbus did not use the chosen loca

tion until December 14, 1B50, nearly ton months after the road had been 

opened.

The canny, conservative way in which the COTçany set about building 

the necessary stations on the line to Xenia suggests the influence of 

Kelley. To spend the least money possible until revenue began coming 

in, the company stopped the tracks leading into Columbus at Franklinton, 

the part of the city lying on the west bank of the Scioto River, where a 

makeshift station was used. It was time enough to bridge the river 

and run the tracks to High Street after regular operations had started.

The same held true for the irest of the line, on which no d ^ o t  was 

built except at Xenia, and this one was unfinished when the road opened,^

Equally canny foresight was noticed by the Cincinnati Gazette idiich 

wrote that wood and water were found at each stop made for passengers

^^Ibid.. Mar. 23, 1348.
2ftJanney in Lee.Historv of Columbus.II. 245.

^^Qhio Statesman. Feb. 28, 1850, ‘copying from the Springfield 
Republic.
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i n s t ^  of the "practlee generally puraued on western railroads of water

ing at one point, wooding at aiwther and taking in passengers at still 

a third, There were seven station stops on the line after leaving 

Columbus: Rome, West Jefferson,London, South Charleston, Selma, Cedar-

villo and Xenia.

Excellent management, lack of serious financial worries, terrain 

almost ideal for railroading, and freedom from exposition and discord 

(as far as the record goes) created a situation favorable to the develop

ment of this fortunate enterpid.se. Its actual acconç>lishment was noth

ing spectacular: it took about two years and three months to complete

some forty-one miles of the fifty-four-mile road, the rest of which 

was built for it by its paragon of a neighbor, the Little Miami, Never

theless, it had a few difficulties.

Cholera probably caused most trouble. The first summer little 

or none was reported, but in 1849 it struck early and by May was wide

spread. Irish laborers who died of it while working on the Xenia end 

of the line had to be taken for burial to Dayton where the nearest 

priest was to be f o u n d , F r o m  Springfield came a report of "cholera 

on the cars" ; in Columbus the Board of Health issued periodical 

Cholera Bulletins as people left town to escape the peril. Business

^^Reprinted in Qbio Statesman. Mar, 28, 1850,

^^American Railway Quide. New York, 1851, p. 50, [jacsimil^ 

^^enia Torchlight, July 5, 1849,
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along the Mad River and the Little Miami railroads fell off so nrnch th#t 
service was cut to one train a day between Cincinnati and Sandusky and 
that did not pay for itselfFortunately the epidemic abated quickly 
and construction was resumed.

It seems clear that railroad labor was the heaviest sufferer from 

the disease, although in another outbreak the following year one of the 

leading directors, Joseph Ridgway, Jr., and Eliza Wheeler SuUivant, 

brilliant wife of William S. SuUivant, lost their lives. Despite the 

fact that their lot was not an easy one, the laborers on the Columbus 

and Xenia appear frcan the record to have been less dissatisfied than 

those on other roads. About the only reference to labor trouble 

appeared in the spring of 1848, when work on the eastern end was 

reported to be progressing slowly, with hands scarce, workers independ

ent, several strikes oaUed, and common laborers on some jobs getting 

as much as one dollar a day.^^ If there were any o+her differences 

between enç>loyers and employees they seem to have been overshadowed, at 

least in the minds of newspaper editors, by the poUtics of the pre

sidential election of 1848 and the first reports of gold from CaUfomia.

Considering the interest shown in gold and the numerous groups 

reported setting out to look for it in the Vest, one is surprised that 

the central Ohio labor market was so Uttle upset, at least in 1849.

Jiüy 12, Aug. 9, 1B49; Weekly Ohio State Journal.
July 4, 1849•

^Xenia TorohUgfat. May U, 1848.
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That April, laborers were said to be soaroe In Ciolumbus, but since there 

was a mild building boom in progress the fact was not surprising,35 

Later, however, the aocodus toward the setting sun was seriously to 

affect the city,36

No distractions delayed for long the work on the Columbus and 

Xenia, and soon the rails were enroute from abroad whence, it was 
reported, they had been originally scheduled for delivery via New 

Orleans. A considerable amount of iron imported for Ohio’s railroads 
came by that route, but most if not all of the order for the line to 
Xenia seems finally to have arrived from Mbntreal,37 Characteristically, 

four canal boats loaded with rails were delayed at Hebron hy an early 

freeze, an occurrence of the sort that made it easy for the railroads 

to put the canals virtually out of business.

The arrival of the iron heralded the beginning of the end of 

construction. To Xenia first and then to ColWbus came the rails 

which soon were being laid at the rate of three-quarters of a mile a
OQ

day.-^ Once some of the track was in place, a locomotive started 

working out of each terminus to help in the operation. Where these 

locomotives came from is not certain. A statemwit, although ex
tremely plausible, that the one used on the Columbus end of the con

struction had been bought from the Little Miami and carted in pieces

^^Qhio Statesman. Apr. 20, 1649.
36 Studer, Coluatoua. Ohio, p. 70.
^̂ ïâââ-8SkS.

Nov. 1, 1849.
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from Springfield over the National Road, cannot be reconciled with the 

locomotive roster of that r a i l r o a d . 39

A contract for "bridging and ironing" the road was held by the 

firm of Haibach, Stone and Witt, formerly of the East and by then of 
Cleveland, who were also the hi^ly competent builders of the G.C.A C. 
'•/hether their work conçrised the entire Columbus and Xenia, up to the 

section built by the Little Miami Railroad, or only a part, is not clear.^ 
The contractors at the Columbus end arrived at the Greene County 

line before those working out of Xenia reached there. The entire road 

was finished February 21, 1850. The next day, Washington* s Birthday, 

the first train left Columbus for Xenia on a trial run, pulling only a 

flat car, at an average speed of eiÿiteen miles an hour. Under nommai 

conditions an average of twenty-seven was to be expected. The various 

railroad and other dignitaries who made the trip spent the night at 

Xenia and returned the next afternoon in two passenger cars drawn by 

the brand new locomotive "Washington, said to be the eighteenth 

engine made by Anthony Harkness of Cincinnati. It had a wei^t of 

about nineteen tons, double driving wheels six-feet in diameter (a 

foot greater than the ordinary), and a maximum speed estimated at 

fifty-three miles an hour. It cost about $8,000.

^^Unidentified newspaper clipping, post 1883, giving reminis
cences of J.A. Chan^ion.

ÜQ
Cleveland Herald. Feb. lA, 1851,

^̂ hlQ State Journal. Feb. 25, 1850.
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The first train into Colmnbua, despite the fact that it vas polled

by the latest thing in locomotives, was slightly delayed, the editor
of the Springfield Republic explained, "oving to some coltish freaks of

koof the new 'iron horse.’" The "Very Img)ortant People" (in the 
modem idiom) who made the trip were taken in omnibuses, free of charge, 
from the temporary depot in Franklinton to the Neil House. The next 
day, although Sunday, the train and visitors returned to Xenia.

The curious minor key in idiich the press of Columbus wrote of what 
was a major event in the history of the city lacks explanation. After 
so many stirring pleas to the people of the cwnmunity to put their 
shoulders to the wheel in support of this all-isportant enterprise, 
the editors told of the actual opening with a restraint that could not 
have been further removed from the excitement and passion thoy in
jected into every reference to politics. The Ohio State Journal. organ 
of the party in whose ranks were found practically all the capitalists, 
railroad and otherwise, devoted less space and less fervor to the 
opening than did the Ohio Statesman, once again under the editorship 
of fiery Samuel Medary, the spokesman for the Democrats of Ohio whose 
party principles had certain reservations as to railroads.

In Xenia, the coming of its second rail line aroused about the 
same enthusiasm shown in Columbus. The <rht. an excellent Whig

42Reprinted in the Ohio Statesman. Feb. 28, H50.
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paper, gave the event a one-sentence editorial under a "out" or re
production of a train of cars: "Look Out For The Locomotive / The
Columbus and Xenia Railroad, we are happy to Inform our readers, is 
completed." Just a week later the editor wrote a petulant little

43piece complaining that the railroad would not advertise with him.
The railroad was indeed completed, after a fashion, and it is 

time now to consider how much it cost and where the money came from.

Costs and Finances

In early railroading days, and today as well, the cost of a line 
was figured in two ways, total cost and cost per mile. The latter 
figure was then conpared with the per-mile cost of as many other 
lines as one could find the statistics for. One gets the impression 
that the early railroaders believed their enterprise was sure to suc
ceed if only they could build it for a certain quasi-raystical cost- 
per-mile figure.

This was true, although to a lesser extent than the average, in 
the case of the Columbus and Xenia with its highly realistic and 
competent management. Medberry, who made the road's second survey 
and later became its engineer and superintendent, took pains to point 
out in the First Annual Report that the original estimate for the part 
built by the company itself, exclusive of the part built by the Little

^̂ Xenia Torchlight. Feb. 21. 28, 1850.
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Miami, was at the rate of $14,000 per mile, that xxp to then it had cost 

$13,?20, and in the end would not go over the estimate. The total cost 

he gave as $1,019,170 which almost agrees with the figure of $1,027,843, 

the total investment as arrived at in another manner. (See below)

The fallacy of placing so much emphasis on per-mile cost lay in 

this, that differences in terrain, type of construction, quality of work 

and other factors made conçarisons meaningless. When promoters of an 

American railroad advertised that the estimated cost per mile of their 

road would be a certain figure and that such and such a famous English 

road cost five times as much, they did not say (if they knew) that the 

line in England was of permanent construction from the start, including 

bridges and tunnels, whereas their road was to be built in the first 

instance in the cheapest possible manner, including wooden bridges 

and unlined tunnels, and only later was it to be reconstructed on a 

permanent basis.

Even the Columbus and Xenia, well-built as it was in comparison 

with some of its rattletrap contenç>oraries, counted on rebuilding its 

bridges and filling in its trestles as soon as it had the money to do

so.

The manag«nent of this road during its first years did more than 

merely get the line constructed. While the pick and shovel work was 

in orogress, and later, while routine operations were being perfected, 

it obtained from the legislature four grants of additional power.

For reasons that are not clear, the conraany was authorized to build a
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branch to Delaware and, two years later, for obvious reasons, an

extension to Dayton,^ The capital stock was tripled from $500,000 to

$1,500,000, and authority given to borrow money by selling bonds as

needed to complete the road. The latter proviso was applicable also
45to the C.C.& C. Railroad.

The financing of the Columbus and Xenia was handled skillfully.

The following statement, put together from figures in the first Annual 

Report^ and elsewhere, shows in summary form where the money came from;

SOURCES OF FUNDS pnR FirTTT.r>Twa THE BOAD

1, Bonds (a) Eastern Loan, 1st Mortgage, 7$ $299,000

(b) Domestic Loan (5 year notes), 73̂  84.100 $ 383,100

2, Stock (a) Issued to Little Miami R.R. 232,600

(b) Issued to public bodies:
Franklin County $50,000
Greene " 50,000
Madison " 20,000
Columbus (city) 50,000
Xenia (town) 5,000 175,000

(c) Issued to individuals and for 
construction, real estate and
debts. 151.400 559.000

3, Bills payable 85.743

Total $1,027,843

44Ohio Local Tafws- XLVI, 79. and XL7III, 264. The latter was the 
last special act passed for the benefit of this railroad,

45Ibid.. XLVI, 140, and XLVII, 157.
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These figiires need comment. The Eastern Loan was a $300,000 issue 

—  the discrepancy between that figure and the $299*000 given in the 

Report was not Mplained —  negotiated by Kelley in the New York market 

in March, 1849. His son-in-law, James L. Bates, asserted it was one 

of the first, if not the first, western rail issue to be sold there.

(The Boston market had bought the Mad River and Lake Brie and the Little 

Miami bonds.) The Co Iub^ u s and Xenia securities had a term of ten 

years and were convertible at the option of the holder into capital 

stock. Winslow, Lanier and Company, the purchasers, were a Wall Street 

house that in the years to come acquired almost a monopoly in handling 

Ohio rail issues and hence played a very large part in the economic 

history of the state. Kelley was known in Wall Street, thanks to his 

financial activities for the canal system.

Kelley pulled a long face over the terms of this loan, referred to 
the unfavorable condition of the money market and "considerable sacri

fice" in the sale, and wrung his hands a little. He must not be taken 

too literally, however, for few Buckeye railroads got better temns or 

financed themselves with less difficulty. Had he known what the 

backers of other early roads entering Columbus were soon to contend with, 

he might have coi^lained less.^

^Golumbu* A Xenia R.R., First Annual Report. 1850, a&aaim. 
^^Bates, Life of Kelley, p. 175.
hAColumbus & Xenia R.R., First Annual Report. 1850, pp. 3,7.
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The Domestic Loan consisted of unsecured obligations idiich today 
would be described as "notes" but then were tanned "bonds.” They were 
sold in Columbus and vicinity (hence the title) and were first adver
tised in January, 1850, in an issue of $100,000 in denominations of 
$500 and $1,000, convertible into capital stock at the option of the 
holder. The advertisement asked for bids on part or all of the issue, 
payment to be one-quarter cash down and the balance in three install
ments,^ There is no indication of the price finally paid for them, 
but one may safely assume a not-insignificant discount. Not more than 
$95*000 in these bonds appears ever to have been sold.-̂ ® Pram time 
to time the cospany would issue sane of these bonds and others like 
them, most of which were eventually converted into stock rather than 
redeoned in cash. All railroads made use of obligations of this sort, 
often in payment of debts when the creditors would not accept stock.

The amount of stock in the Columbus and Xenia which the Little 
Miami held grew very fast in the next few years. The figure of 
$232,600 represents the original cost of that part of the line >diich 
it build (the work was actually done by five contractors). To this 
were added dividends paid in stock and apparently other items so that 
by 1857 the Little Miami balance sheet showed a holding of $425,650 in 
these shares. Before the first dividend was declared the Issuer of the

^^Ohio Statesman.Jan. 30» 1850.
50colurabus A Xenia R.R., Fifth Annual Report. 1354, pp. 9-10.
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stock paid the Little Miami $16,383 in interest for the year 1B50 on
the money invested.

Stock issued to public bodies was oaid for by them with their
own bonds rather than in the cash which the road needed. Hence an
advertisement appeared in the Statesman on May 12, 1848, signed by a
committee of two directors, inviting bids for all or part of the
Columbus, Franklin County and Madison County issues held by the road, in

denominations of $100 to $5,000. The Columbus bonds bore interest at
payable .semi-annually, the Franklin bonds at 7^, payable annually,

and the Madison bonds at 6j6, payable annually. The other side of
this municipal financing is seen in an advertisement in 1849, addressed
"To Capitalists," asking for bids on 5-600 shares of Little Miami stock

52held by Gi-eene County."̂  When the county sold part of its holdings 
in that road two years before, it had made a considerable pro fit 
Some of the stock taken by Madison County was used in a few years to 
provide the $6,000 subscribed by that county for the line from Spring
field to London, wheire it connected with the Columbus and Xenia.^

^^lAttle Miami R.R., Eighth Annual Report. 1850.
^^eekly Ohio State Journal.Julv 4, 1849.
^^Ohio State Journal. Mar. 18, 184?.
54•̂ History of Madison Ccuptv. Ohio, W. H. Beers and C«ig)any 

publisher, Chicago, 1883, P« 528, cited by Vera Lucaka, "The Effect 
of Rail Transportation U]^n the Economic Growth of London, Ohio," 
unpublished Raster's Thesis, !Hie Ohio State University, Columbus, 
1927, p. 24.
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In those days it was assumed that an important enterprise like a 

railroad would get help from the public treasury. Practically all 
roads did their best to secure such aid, the most notable exception 
being the Cincinnati, Hamilton and Dayton line. The part played by 
ta3q>ayera’ funds in the building of the Columbus and Xenia, about 
one-sixth of the total cost, was less than in the case of some other 
roads.

The item "Stock-Issued to individuals and for construction, real 
estate and debts" is one of the best clues as to how much money the 
people of Columbus actually put up for their first railroad, a ques
tion that lies at the heart of this study. In order to understand 
the relations between a community axvi its railroads, at least in the 
early days, one should know whether the Inhabitants were willing to 
risk their money in the venture. Those were truly cases where actions 
spoke louder than words.

The several elements comprising this item deserve analysis. It 
is probably safe to assume that more than half the stock issued to 
individuals went to people in (^lumbus, Neil's trip to Cincinnati 
to sell shares in 1B45 met with ohly partial success, Xenia was small 
and had little money, and no other place on the line was worth mentioning, 
so the capital city must have taken the lion's share.

Of the stock issued in payment of real estate the percentage that 
got into Columbus hands is unknown. The land acquired by the road con
sisted mainly of the right of way lying between Columbus and Xenia
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and it is unlikely that veiy many of the owners in the cases in which the 
company had to buy it were residents of the capital.

Real estate needed by the early rail lines was often donated to 
them by landowners influenced in part by public spirit and in part by a 
desire for the unearned increment idiich they counted on to bless the 
remainder of their holdings. When the railroads could not get the land 
free they tried offering stock for it. Payment in cash was a last resort, 
it would appear. An interesting chapter in Ohio real estate hist017 
could be written on the various ways in which railroads acquired title 
to their land holdings.

There is no way of telling how much of the stock issued for con
struction and debts, the final elements in the item we are analyzing, 
was paid to Columbusites, since we do not know who the recipients were. 
One of the few Colimbus aid Xenia advertisements signed by Kelley as 
president was a notice to contractors, saying in part that, other 
things being equal, "bids offering to take railroad stock in payment 
will have a preference. "-55

The items "Bonds— Domestid Loan" and "Bills Payable" would seem 
on the face of them to have represented a considerable amount of 
local funds.

If now we add the only three of the foregoing items to which can 
probably be traced any private Columbus capital, we find the following:

^ Q̂faio State Journal. July 24, 1848.
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ITEMS PROBABLY CONTAINING PRIVATE COLOMBUS CAPITAL

Domestio Loan Bonds $ 84,100
Stock Issued to individuals 

for construction real 
estate and debts 151,400

Bills payable 85.748
$221,243

Only a part of this total, however, can fairly be credited to 
entrepreneurial capital in Columbus. The actual amount was probably 
much less, as indicated by the comm«its made above. To say that 
$200,000 of the total was the maximum would be generous. Or, to 
put it another way, not more than one-fifth of the total cost of 
slightly over $1,000,000 came from the pockets of residents of the city. 
To go further and conclude that any such sum was either adequate for 
the capital of Ohio, and hence a favorable reflection on the enter
prise and public spirit of her citizens, or that it was unworthy of 
such a city and indicative of a lack of spirit, would be imprudent, 
given the scanty evidence at our command.

Of one thing we can be certain: when we consider the stock issued 
for the items listed above, as well as for the part of the work done 
by the Little Miami, and add the bonds delivered in payment of other 
obligations, we see that the amount of actual cash, as distinguished 
from goods and services, put up hy local people was not very large.
In the light of the relatively undeveloped condition of the state as 
whole, however, that fact is interesting rather than surprising.
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Railroad Influanoes

Bren before the railroad was in regular operation and producing 
Ihe benefits so eagerly awaited, it had made some slight mark on the 
city. The manufacture of railroad ears was the most obvious addition 
to the local economy. The enterprising Ridgwajrs, the uncle-aad- 
nephew partnership interested in the Columbus Foundry and various rail 
lines, formed a company called Ridgways and Kimball to go into that 
business and supply cars for the Columbus and Xenia of which railroad 
Ridgway, Jr., was a director and secretary. Their associate. Pearl 
Kimball, "came on" from Massachusetts to provide the experience which 
he had gained frcrni ei^t years of car building in that state, Th<qr 
erected in Franklinton a large two-story stone plant with a siding 
from the railroad, which at that point was on an embankment, so 
that the tracks entered on the second story level. Operations began 
in 184-9, and fifty men were said to be employed.

The company's first contract called for four first-class passenger 
cars, two baggage cars, forty freight cars of several types and sundry 
other cars. The Ridgways' foundry supplied the wheels and axles, Peter 
Hayden's plant furnished various wrought iron parts and Ridgways and 
Kimball made the bodies and put the cars together. Apparently the 
entire product could be labelled "Made in Columbus." The Ohio Statesman



149
pointed out that but for this concern the business would have gone to 

Cincinnati .56

One cannot help wondering why the Neils with their great shop on 
Front Street for building and repairing stage coaches did not get into 
car building. They were personally close to the Ridgways, and two of 
their employees, one a foranan, went to work for the new oomqpaigr.
Four years before, the Neils had been reported on the point of entering 
that line of work but soon thereafter the mysterious events took place 
which prompted the attack by the Steubenville paper —  and no more 
was heard of their car building project.

About the time they allied themselves with Kimball the Ridgways 
started the manufacture of steam engines as an addition to their regu
lar stove and plow business, but there is no hint that they planned to 
make locomotives .58

It is not surprising to see that a few minor businesses tried to 
capitalize on the word "Railroad," which they used rather freely in 
their advertisements, once the trains were running. We find a 
"Railroad OÉnibus Line" (established by the great Ohio Stage Company 
at the time the railroad opened;) a foundry advertising "Railroad Work, 
viz. Switches, Switch-stands, Frogs," and so forth; a "Railway Hotel";

^^Mach of the information concerning the Ridgways and Kimball operation is derived fr<m Richard H. Osgood, "Some Recollections of the 
first railroad car building in Columbus,Ohio, and of the first railroads 
built into the city," The "Old Northwest" Genealogical Quarterly. XIV, 
(1911), July-Oct. issue, ll7-128,and from the Ohio Statesman. Sept.14,1849.

^  Lee, History of Columbus. II, 322, and Ohio Statesman.Aug, 27, 1845.

^Qhio Statesman. Aug. 9. 1848.
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a "Railroad Exchange" (a restaurant), and what was in effect probably 
the first parking lot in Columbus advertised as "Union Hotel, Franklin
ton / Opposite Railroad Depot / Leave horses there if you wish to take 
the cars." About this time the Ridgways and Kimball firm began adver
tising their railroad car business. A number of out-of-town forwarding 
and cOTimission merchants also started advertising in Columbus news
papers .

Such scattered activities were some of the outward and visible 
signs of the imprint of the iron horse Oft the city. The effect on 
the cultural and social aspects of Columbus is too large a topic to 
be considered here, except for a refeience to a single aspect of the 
social life of the city.^^ The following is copied in full from the 
Ohio Statesman of Jufte 13, 1850, about four months after trains began 
running into Columbus:

Fine Excursions / Among the pleasant afternoon excursions 
froa our city, none holds out pleasanter inducements than 
leaving here in the cars at two o'clock and going as far as 
Xenia, spending a few hours and returning at 9 o'clock in the 
evening.

The run is over one of the best of Rail Roads and the 
finest of oars. Quite a company left this afternoon and 
will return this evening.
Although it is difficult to point to many specific businesses 

or other activities and show that they were due to the coming of the 
rails, the city was nonetheless on its way to a period of considerable

^^vid Mead, Yankee Eloquence in the Midwest; the Ohio Lrceu». 
1850-1870. East Lansing, Michigan, 1951. shows how the railroad made 
it possible for distinguished lecturers from the East to spread 
"culture" in the Midwest.
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prosperity, some of which should undoubtedly be credited to the improve
ments in transportation facilities. (See Chapter Ten for further 
comments on this matter. )

Regular Service

When the trial runs, described above, showed the road to be in 
working order, the management advertised that regular passenger service, 
in connection with the Little Miami road, would start on February 27, 
1350, on a schedule of two trains daily each way between the state 
capital and the state’s largest city. From Columbus they left at 1 P.M. 
and 12 midnight and took eight and ten hours, respectively, to reach 
Cincinnati. The northbound trips left at 6 A.M. and 2:30 P.M., 
arriving in Colunibus at 2 P.M. and 11 P.M. On Sundays the early 
train in each direction was omitted. Considerable s elf-confidence 
was shown in operating a night train from the start instead of waiting 
for the road bed to settle.

At Columbus the Ohio Stage Ccmqpany (the Neil Concern) gave ser
vice between the "Depot" and any point in the city with its fleet of 
18-passenger omnibuses, not made by Neil in Columbus but in Troy, Now 
York, "finished substantially but neatly. The landscapes painted on 
them are the best we have seen in that style, and are almost fit for a 
lady’s boudoir."^ When a passenger bought his railroad ticket at the 
office of the Ohio Stage Company in the Neil House, he could arrange to

^Ohio Statesman. Sept. 20, 1B49.
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have an omnibus call for him anywhere in town and take him to the station. 
Exactly one hundred years later passengers were buying airplane tickets 
and arranging for limousine service at the office of the Trans World 
Airlines in a newer Neil House on the same site.

The historic significance of the departure of the first regularly 
scheduled train on the 27th was not lost on the editor of the Ohio State 
Journal. In his issue of that date he reported that the train had left 
at one o’clock in the presence of a large crowd, and then added, "We 
put this fact on record." The Ohio Statesman on the same date re
frained from sententiousness and reported that the departure took place 
at half-past twelve Vith from eighty to one hundred passengers. That 
weekend the Oolmdbue and Xenia Railroad,in conjunction with the Little 
Miami, put on a memorable "junket" —  a trip to Cincinnati and return —  
for the governor, the legislature, editors and other notables. The 
affair semas to have bema a huge success.

Then the skies that had smiled on the little railroad grew dark, 
figuratively and literally. The management was forced to advertise 
that "owing to a disappointment in procuring the necessary machinery" 
only one train a day could be run each way, a schedule that prevailed 
until June 3» idien a daily frei^t train with passenger cars attached 
was added. Two days after the service was curtailed it was stopped 
altogether for a brief period when heavy rains caused a fléod which 
washed out the stop-gap timber trestle over Deer Creek in fWison 
County. It was quickly replaced with a Howe patent bridge. A little
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ïrtiile later it was reported that the elegant new locomotive Washington 
had already twice blown itself up, but the story seems exaggerated.^^
It was sold in 1852 for $7,500.

These minor setbacks of course affected the progress of the road 
hardly at all. No sooner were regular operations well started than 
bids were sought for a covered bridge from Franklinton across the 
Scioto, via a little islet variously known as Bloody Isle, Brickell's 
Island and Willow Island, and another bridge over Spring Street to the 
site of the new station.That building was erected just outside 
the city limits, at the northeast comer of what were then called 
Worthington Avenue and North Public Lane, now High Street and Naghten 
Avenue, and was no doubt designed from the start to handle the traffic 
of the C.C.* C. as well as of the Columbus and Xenia. Unexplained 
delays ensued so that the new "Dqpot" was not put into operation until 
December 15, 1850. A few days later the compary offered free rides 
home for Chiistmas to manbers of the legislature. The trains were by 
then being referred to as "the western cars."

Review of the First Tear

The First Annual Report covers the ten months ending December 51, 
1850, and is a treasure trove of important and interesting information. 
As was nearly always the case at the start of pioneer r%il lines.

61Ohio State Journal. Apr. 2, 1850.
of Columbus. Ohio, published by Burr and Randall, Columbus,

1853.
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passenger business ranked above freight. The road had carried 37,334 
passengers who paid $47,017, and freight that yielded a revenue of 
$19,348. From the sum of these receipts, expenses of $28,916 were 
subtracted, leaving a net income of $37,449 on outstanding capital 
stock of $559,000, a yield of about 6,7$.

Kelley is careful to point out in the President's part of the 
Report that receipts were not swelled by charging to construction and 
crediting to revenue the cost of transporting the supplies used in 
building the line, as some other roads did. The net profit for the 
second year he estimated would be ten percent.

Three-fifths of the passengers were classified as "through,"
Ci.jÊ, whose joumsy extended beyond the limits of the Columbus and 
Xenia line) and two-fifths as "way" or local, a i%tio that grew in 
favor of the "through" as the state's rail network expanded. The 
principal items shipped were merchandise, com and hogs. Wheat,
"the staple product of the state for exportation," was short because 
of a poor crop. l%e items carried into central Ohio ty the railroad 
were led by groceries, merchandise and molasses.

There is little record of the rates charged for freight, save that 
in the following year it was reported that a train of cars loaded with 
"live hogs" was sent from Columbus to Cincinnati at a cost of aJsout 
25 to 30 cents per hog,^^ The passenger fare from Columbus to Xenia

63OhiQ State Journal. May 27, I%1#



155
was $1.60, cheaper by $1.00 than the former stage coach rate, and 
from Columbus to Cincinnati, $3.50.

The alert Ridgways had arranged that their warehouses should be 

used by the road as its freight houses, but they soon proved inade

quate, Superintendent Medberry complained in his part of the Report. 

Despite an expansion program, nearly every succeeding Report bore a 

similar complaint, a fact not surptising in view of the ninewfold increase 

in freight revenues in the first six years of operation.

Rolling stock consisted of the cars made by Ridgways and Kimball 

and some additions, including four more passenger cars, "thjree with 

saloons." Beside the Washington, the locomotives were the Franklin. 

Jefferson and Columbus. and four more were said to be needed. Two 

years later the road was planning to sell some of its locomotives be

cause they were not powerful enough.

Information as to employees is almost non-existent. Shortly 

before the road was opened the Xenia Torchlight reported that over 

250 applicants were seeking the position of conductor.^ Among them 

were probably some stage coach drivers, victims of technological un

employment. One conductor engaged by the road was Malcolm McDowell 

of Franklinton, younger brother of Irwin McDowell, the ttsion general 

at the battle of Bull Run.^^ Division hands were provided by the 

coup any with a dwelling at Darby Creek, no doubt because there was no 

community nearby in which they could find housing.

^Xenia l on^dAS^. 7, 1850. 

^^Osgood, "Some Recollections," p. 122,
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Even in the first Report, references were made to extending the 

scope of the line's activities. The importance of the Central Ohio 

Railroad, i hich was to connect Columbus with the Baltimore and Ohio 

near Wheeling, was emphasized and mention made of the considerable help 

in selling stock which the Columbus and Xenia Company was giving it.

The value of a line from Xenia to Dayton was also stressed. Kelley, who 

wrote this part, made no inçjortant reference, however, to the Little 

Miami ïlailroad.

Relations with Other Roads

For the rest of its life the really important matters in the 

history of the Columbus and Xenia were its relations with the other 

Ohio railroads.

In April, I85I, a month and a half after the C.C.& C. Railroad 
was opened, the first "quick train" sped over the three connecting 

roads between Cleveland and Cincinnati, thereby fixing forever the 

subsequent character of the Columbus and Xenia as merely a link, and 

emphasizing that inherent unity of the three which no logic was ever 

strong enough to reduce to corporate fom.

The first of several attaints at consolidation was made in 

Septaiber of the same year, when the C.C.& C. sought closer ties with 

the other two lines and also with the Cleveland, Painesville and 

Ashtabula Railroad, a lake shore ally connecting Cleveland with the 

east.^ The move came to naught.

^G.C.* C.R.R., Minutes of Directors' Meetings, Sept. 5. 1851.
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Four months later the Columbus and Xenia proposed a second attempt, 

and the C.G.& C. (and perhaps the other roads as well), after a special 

committee had investigated and approved, gave the plan its endorsement. 

Failure again was the result, although the C.C.& C. did enter into a 

joint operating contract with the Cleveland,Painesville and Ashtabula, 

often called the Lake Shore Road, which was in a few years to be head

lined as "The Most Profitable Railroad in the W o r l d . T h e  opening 

of that line in November, 1852, gave the Columbus and Xenia a "continuous 
railroad avenue to the Atlantic cities throughout the year."^^

Conservative railroad financing in those days did not frown when a 

brand new road, like the line to Xenia, put $60,000 into an unfinished 

connecting road, the Central Ohio, in order to help it get under way.

The details are illuminating : the Columbus and Xenia issued $60,000 

of five-year income bonds, unsecured, non-convertible, (like the 

domestic bonds already mentioned, these would today be called "notes"), 

in exchange for a like amount of capital stock of the Central Ohio, 

which agreed to pay 8^ interest thereon until the regular dividends 

reached that figure. This was a better proposition than the Central 

Ohio made to its individual stockholders, who were to get &jl> only until 

the road was placed in operation. The Columbus and Xenia, however, could 

not sell the stock without the permission of the issuer.

Jan. lA, Feb. 13, 1852.

^Bailroad Record. Oct. 27, 1864*

^^Columbus & Xenia R.R. Third Annual Report. 1852, p. 15.
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There vas a ootmter obligation, unrealistlo to a degree, on the 

part of the pvrerty-stricken Central Ohio, to buy $60,000 of stock in 

the Columbus and Xenia, "to be made available before the completion 

of their extension to Dayton," Arrangements of this sort, which could 

be called the ferro-equinological equivalent of taking in each other's 

washing, were fairly commoii, especially between very weak lines which 

had a fondness for adding their practically valueless endorsements to 

the practically valueless securities given them by roads which seemingly 

could not say "No."

The Columbus and Xenia's general policy as to its weaker neigh

bors was set forth in the Report for 1853 by Robert Neil who was then 

president: to encourage local business and to look favorably on more

local lines as feeders, but not to favor extending them into throu^ 

lines. Accordingly, during the year the comoany had agreed to buy 

$50,000 stock in the Dayton, Xenia and Belpre road and the same amount 
in the Springfield and Columbus line, and was prepared to make a gen

erous proposition to the Steubenville and Indiana Railroad.

The Dayton, Xenia and Belpre, or the D.X.& B., to give it a 

short title for the moment, was designed as a connecting line between 

Xenia and the fabulous "western trade" that was supnosed to pour into 

Dayton from Indiana and further points. As related earlier, several 

attmipts had been launched to channel this g oldw flow through Colum

bus, but without success. The Little Miami and the Columbus and Xenia 

decided to help finance construction of a line under the D.X.B. charter 

rather than under the Columbus and Xenia powers, and the $50,000



159
subscription followed to help build the stretch of fifteen and one- 

quarter miles between Xenia and Dayton.

The investment turned out badly almost at once. The little 

D.X.& B, opened for business In June, 185^. and by December, 1B56, 

the joint Columbus and Xenla-Llttle Miami management was recommending 

that the item be charged off the books as worthless. Mo reason was 

given for the sudden decline in value,70

Curiously, the same thing happened In the case of the Springfield 

and Columbus road Into which in 1854 the Columbus and Xenia also poured 

$50,000. Four years later that was written down to $1,000. This 

twenty-mile line frtan Springfield to London, where it joined the Column 

bus and Xenia, opened in 1853 and was intended to furnish an additional 

entrance into the capital city. It was prevented from doing so, how

ever, by a financial coup of which the details, if they were available, 

would doubtless make interesting reading. The Cincinnati, Hamilton 

and Dayton, a very able company, wanted its ally, the Mad River Rail

road, to enjoy an independent entrance into Columbus, so it put up 

$40,000 to help construct the Springfield and Columbus line. The 

Columbus and Xffloia saw the threat to itself and by putting up $50,000 

was able to halt the construction at London, despite the fact that a 

oeztaln amount of grading had already been done between that point 

and Columbus. The Cincinnati, Hamilton and Dayton could only hope

^Little Miami R.R. and Columbus & Xenia R.R., First Joint 
Annual Report. 1856, pp. 8-9.
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to get its mon^ back, but apparently it never did.^

Within the year the Mad River got its revenge. When the Spring

field and Columbus began operations the locomotive service was fur

nished the Columbus and Xenia which sought thereby to get its toe 

in the door of the trade of Springfield. Very quickly, however, the 

Mad River obtained a fifteen-year lease on the line to London and the 
Columbus and Xenia's influence was removed. Some years later the 

latter and its overlord, the Little Miami, tried to buy the Springfield 

and Columbus outright, but failed. Not until 1371. and under a differ

ent corporation, was the twenty-five mile stretch from London to 

Columbus finished, seemingly at a veiy handsome profit to the promoters.’̂  

To stzdke a balance as to these investments in other lines by the 

youthful Columbus and Xenia, that is, to determine if they were ulti

mately beneficial, would be a difficult task, especially since it 

cannot be determined how much additional traffic resulted from the 

outlays. One would no doubt be safe in concluding that if there was 

any net loss to the railroad, it probably was not very great.

Of the other events of these first three or four years only one or 
two need hold our attention. Unlike the directors we will not spend 
much time over the problem of a suitable eating place at the Columbus 
station, where D, W. Deshler, the road's treasurer, opemtad the

71Railroad Record. Mar, 24, 1858, reprinting "Report of Investi
gating Committee" of the Cincinnati, Hamilton and Dayton Railroad,

72Comm, of R.R. & Teleg, Annual Report for 1880.oo.776-778.
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restaurant. Nor need wo be surplrsed that a stock transfer office was 

ooened in New York, in view of the profits so quickly earned and paid 

out.

The dividend record is impressive, beginning with the first dis

tribution, five percent in stock, paid barely sixteen months after the 

road opened. The tally for the first six years follows;

DATE AMOUNT PAID IN
July 1, 1851 Stock
Jan, 1, 1852 Stock
July 1, 1852 ID^ Stock*
Dec, 1, 1852 5$ Optional, stock or cash
June 1, 1853 Optional, stock or cash
Dec, 1, 1853 5$ Optional, stock or cash
June 1, 1854 5$ , Stock
Dec, 1, 1854 none I W
June 1, 1855 5$ Stock
Dec, 1, 1855 5# Bonds
June 1, 1856 5$ Bonds
Dec, 1, 1356 5$ Bonds
June 1, 1857 % Cash

^Includes net earnings of previous year until then undivided,

^Omission due to adjustments arising from "Contract of Union" 
with Little Miami Railroad,

Such a high rate of earnings was due in part to ignorance of the 

proper rate of depreciation. President Dennison in the Flf^h 

Report for 185^, admitted they really did not know what the annual 

charge should be, Swee roads never referred to depreciation at all. 

Dividends were paid in stock mainly for two reasons : it repre

sented a way of plowing back earnings into the business, which was a 

thrifty thing to do, and it conserved cash for other uses. In his
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Report for the following year, Deonnlson oommented rather simi&Ly on the 

woes of some other roads which had paid in cash but only by selling 

securities at a loss. The Columbus and Xenia stockholders seemed satis

fied to receive stock since practically all of them chose it over cash 

when they had an option.

Because railroad accounting procedures were not yet well under

stood and many years were to pass before the Interstate Commerce Commission 

was to require uniformity, the importance of the information given on 

the early balance sheets is debatable. Bookkeeping practices changed 

frequently; so figures for different years are often not comparable.

As an example, the Columbus and Xenia’s figures for freight receipts 
included earnings frcan carrying the mails only after 1853» Where they 
appeared in the statements before that time was not revealed.

In order that the comprehensive view of an organization which a 

balance sheet affords may not be lacking, the statement for one year 

has been selected arbitrarily and set forth here in slightly condensed 

form. The figures are those for 1856, when the road had reached what 

might be called its maturity. That year, also, its figures were first 

published in the same document with those of the Little Ifl-aml as the 

start of Joint Annual Reports.
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OOLÜMBÜS AND XENIA RAILBOAD OOMPANT 
Balance Sheet (Slightly Condensed) 

Deomber 1, 1856

ASSETS

Construction Account  .................  $ 1,261,434.01
Real E s t a t e ........................................ 21,101.46
Little Miami and Columbus and Xenia Co.'s stock account. . 371.082,12
Second track ................................................ 43,928,65
Dayton, Xenia and Belpre Railroad Stock ...............  , 51.000,00
Springfield and Columbus Railroad Stock .................  50,000,00
Central Ohio Railroad Stock .................................  60,000,00
Eastern Deposit, ...........................................  50,472,22
S, E, Wright, Treas...............................    22,874,96
Other Assets . . . . . . . . . . .  ........................

$ 2,010,270,80
LIABILITIES

Capital Stock,   1,490,450,00
Mortgage Bonds .............................................  18,000.00
Bonds due February 1, 1857 ................................. 55,000,00
Dividend Bonds .............................................  139,600,00
Bills payable , , ,  ..................................... 50,500.00
Dividwod No, 11, December 1, 1856   74,522,50
Other liabilities .........................................  2,558,17

$ 3,010̂ 270.80

Probably the only item above which may call for ccmment is the 

asset "Little Miami and Columbus and Xenia Co.'s stock account." This 

stood for the assets which the two roads held jointly, such as rolling 

stock. In accordance with the "Contract of Uhion," the Little Miami's 

undivided interest therein was two-thirds and the Columbus and Xenia* s 

was one-third.
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From almost its earliest days, onoe operations had started, it seemed 

clear that the road had "arrived" and that a rosy future could confidently 

be expected. There was no premonition that the twelve months between the 

running of the first train and the inauguration of the C.C.& C. were to 

be the time of the line’s greatest individuality, and that each year 

thereafter it would occupy a more dependent position. Dp to February, 

1851» and the opening of the road to Cleveland, the fifty-four-mile 

Columbus and Xenia line was a fairly independent enterprise that provided 

the only rail service to the state's capital and connected it with the 

important Little Miami route to Cincinnati. Once the C.C.& C. got under 

way, however, the little road as merely a link between two greater lines 

retained but slight freedcmi of action. A year later this fact was made 

very plain,

A sweeping agreement between the Columbus and Xenia and the Little 

Miami companies, effective March 1, 1852, provided that the two roads 

were to be "worked upon joint account," which meant that "the entire 

distance from Columbus to Cincinnati is managed as one line, the 

expense and profit being divided on the basis of the capital stock. 

Personnel and rolling stock were pooled. As a result, the veiy able 

Little Miami management took charge of the operations of the Columbus 

and Xenia, to the benefit of all concerned.

^"Second Annual Report of the Columbus and Xenia Railroad" as 
given in part in the Weekly Ohio State Journal. Mar. 30. 1852.
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This arrangement is not looked upon by the Pennsylvania Railroad, 

yùà.Gh now embraces both the early lines, as definitely maz^cing the start 

of joint operations. It gives to that event the date of November 20, 1853» 

when the "Contract of Union" was signed to provide a closer bond between 

the two r o a d s . T h i s  latter agreement, to run in perpetuity, to all 

intents and purposes marked the end of independent operations on the 

smaller line although its corporate existence was not affected and its 

stockholders were paid dividends at the same rate paid to holders of 

shares in the Little Miami.

This subordination is veiy marked in the Columbus and Xenia 
Minutes where all resolutions begin with the routine phrase "Resolved,
(the Little Miami Railroad concurring) that ..." When the Little Miami 
leased itself to the "Panhandle,? the subsidiaiy of the Pennsylvania 
Railroad, in 1869, its little vassal trailed along behind and sank one 
rung lower in the hierarchy of railroads. There it stayed, a parasite 
in the eyes of its great overlord from the Keystone State but a veri
table gold mine for its stockholders.

For, rather like a kept woman, the Columbus and Xenia, in return 
for giving up its freedom of action, extorted a very high price. The 
"Contract of ltei<m" and the 1869 contract between the Little Miami and

7^"A Corporate History of the Pennsylvania Railroad as of the 
Date of Valuation, June 30, 1918. Prepared in Accordance with the 
Requirements of Valuation Order No» 20, issued by the Interstate 
Commerce Commission, May 13, 1915," in the files of the Pennsylvania 
Railroad,Philadelphia, Pennsylvania.
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the "Panhandle," the latter contract being guaranteed by the Pennsyl

vania, bound the lessees so ti^tly that they almost had to be down to 

their last cent before daring to «nit payments to the Columbus and 

Xenia. In addition to that protection, the stockholders of the latter 

had the comfort of knowing that any m o n ^  ^diich the Pennsylvania spent 

to improve the line it had leased from them inured more to their benefit 

than to the spender’s, since the credit went largely to the lessor.

The lawyer responsible for this ultra-safe arrangement was Judge Joseph 

R. Swah, according to the Columbus banker, B. G. Huntington, a former 

director of the road, lAo called the Columbus and Xenia guaranteed stock 

second to none in the country and the lease of that road to the Little 

Miami the tightest and best railroad lease (from the lessor's point of 

view) that he had ever se«i.^5

The Pennsylvania, weary at last of paying through the nose for 

the use of some fifty-four miles of track, decided to buy all the stock 

and dissolve the corporation. The shareholders, well aware of the value 

of what they held, were reluctant to sell, and Mr. Huntington, as an 

agent for the purchasers, had difficulty in persuading s«ne of them to 

accept the handsome profit which was offered. Among the holders appeared 

the names of families living in Columbus ever since the road started, 

although it was not indicated on the records that they had held their 

stock for that entire time. Some of the names were Swan, Buttles,

'^Conversation with B. Q, Huntington, June lA, 1951.



167
Hubbard, Platt, Dashlar, Strader and Parsons, all associated with early 
Ohio railroads. (See Table 4. )

The COUP de grace ccme in 1943 when the last of the stock had been 
gathered in. Qy agreement dated June 29 the Columbus and Xenia was 
fonnally merged into the Little Miami and its corporate life extinguished 
in its ninety-ninth year.
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CaiAPTER SEVEN

THE CLEVELAND, COLDMBÜS AND CINCINNATI RAILROAD; GREATEST
INTO COLUMBUS

1Î1© C.C.& C., to continue using the short title by which it was so 
widely known, is the most Inçsortant of the four railroads îrtiich entered 
Columbus before the Civil War. It was conceived in Cleveland as a grand
iose project, grew into one of the great roads of the state and one of 
the most profitable in the country, expanded westward to becone the 
nucleus of a large midwestem system, and at length, under the name of 
the Big Four, its corporate successor, took its place as an isgwrtant 
segment of the New York Central SystMi, where it is today.

Its route in the original 1836 charter,^ connecting Ohio's principal 
lake port with its principal river port (and leading city) via the state 
capital, followed the dominant traffic flow of the day by running roughly 
north and south. The town of WJLmington managed to get itself made the 
only other mandatory point on the line. The uncertainties of steamboat 
service on the Ohio, especially the upper part of the river between 
Pittsburgh and Cincinnati, had encouraged the backers of the coag>any to 
think that much of the traffic aaatbound from Cincinnati would take 
their railroad to Cleveland and then the lake route to the East in

(̂Siio Local Laws. XXXIV, 533• and see Chapter Three.
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preference to going up the river to Wheeling or Pittsburgh and thence

2over the amuntains.
A year after the legislature had apnroved the charter (its princi

pal terms were given in Chanter Three), the pahic df 1837 chilled the 
ardor of promoters of internal iaçrovements. Hard times laid low the 
C.C.& 0. as they did so many other railroads and no further trace of it 
is to be found until 1845, when, along with four more lines, its char
ter was revived and amended,^

Now the route was shortened to go from Cleveland only as far as 
Columbus; permission was given to unite with any other railroad with a 
similar route, and organization sanctioned as soon as $50,000 had been 
subscribed, compared with $400,000 in the original charter. Since a 
five percent down payment was stipulated this meant it took only $2,500 
cash to launch the venture. The ocnç>any was released from any implied 
requirement that the whole capital of $3,000,000 had to be subscribed; 
the rates in place of those itemized by the legislature were to be such 
as seemed reasonable to the director ; the property might be iwrtgaged 
if need be, and actual construction had to start within five years. 
These provisions represented a marked relaxing of the limitations in 
the earlier document.

The personnel also was considerably changed. New commissioners 
were named, but they came only from six counties through which it was 
expected the line would pass. Six were from Cuyahoga, as against eight

^C.WilliaBQ Report mon the Preliminary Surveys of the Cleveland.
Railroad to the President and Directors. Cleve-

 ̂Ohio Local Laws. XUn, 405.
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in the 1836 version, several men figuring on both lists ; six were from 
Delaware, including the ubiquitous Hosea Williams; various numbers 
represented Medina, Richland and Marion, and nine were from Franklin, 
six more than formerly. None of the three representing that county in 
1836 was among the commissioners of 1845 who included Robert Neil and 
several associates of his family. The Neils appeared to be ready to 
take a leading part in the enterprise as revived.

The first task confronting the new commissioners was to clarify the 
position of this company vis-à-vis the three other lines also holding 
charters to run between Columbus and the lake. Their success at the 
Mansfield conference in persuading their competitors to support the 
C.C.& C. has already been told, (See Chapter Four,) The next step was 
to raise the capital and no time was lost in getting started.

Stock subscription books were opened in June in Columbus, Cleveland, 
Delaware, and doubtless other likely places, but it appears that the 
irrresting public stood aloof* The only detailed report was from Dela
ware where about $24,000 was subscribed conditionally and some $1,800 
definitely, on which the down payment of five percent amounted to $90,
The conditions probably related to whether or not the route was to 
pass through the town of Delaware* To stimulate interest the backers 
there set up a "#ommlttee of Correspondence," but unlike its historic 
colonial namesakes it seems to have met with no success* Money was 
reported very tight in Ohio that spring*^

Ôhie State Journal, May 29, 1845*
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Money was certainly hard to raise and, idiat was worse, time was 

running out. It seems, and this fact was not included in the official 
report of the Mansfield conference, that the backers of the C.C.& C. had 
six months to show what they could do in the way of launching their pro
ject, presumably with the understanding that in case of failure, they 
would have to step aside in favor of another group. Our information 
about this affair comes from John W, Allen of Cleveland, first presi
dent of the road, who nearly forty years afterward wrote his reminis
cences of what transpired. His story, corroborated in its principal 
parts by the minutes of the conç»any, as well as by the newspapers, is 
as follows:

The men back of the C.C.& C. discovered that it was easier to get 
donations for the expenses of organizing, and so forth, than to get 
subscriptions for stock which, even wh«n obtained, were mostly subject 
to conditions. With the six months nearly up and the conç>aî  still not 
in a condition to be organized, Allen went to Columbus and agreed with 
four prominent men of that city that they would subscribe for half the 
necessary $50,000 stock, the amount required for organization, and be
come directors, that four men in Cleveland would do the same, and that 
Allan would serve as president and ninth director (the charter provided 
for nine), An organization meeting would quickly be held in Columbus 
"and that on the question of calling for payments the writer ,
Alle^ would vote with them jthe four from Columbi^ and that their 
checks in the Clinton Bank ^f ColumbiQ for the five percent should 
be held till they were ready to pay them," The Neils and their friends 
controlled the bank.
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Everything worked accordii^ to plan, Allen reported, adding, "The 
requisitions of the law were not complied with In spirit or in fact, 
but we made a good show on paper, nobody was hurt, hor was it meant 

that anybody sAiouId be."^
By good fortune, it is at this point that the minutes of the meet

ings of the stockholders of the G.C.& G. commence. The first meeting 
recorded in the worn volume now in the vaults of the New York Central 
in New York was that of October H, 1845, held in Columbus, when 
403 votes were cast by 19 stockholders, of whom 4 from Columbus cast 
70 votes each, namely William Neil, the president of the Clinton Bank, 
his son, Robert E., and their close associates William S. SuHivant 
and Samuel Medazy.

The Cleveland participants did not follow the plan since all the 
other stock holdings were small save that of All«i idio east 76 votes 
as proxy and 5 in his own name. The figures show that the Neil 
interests with their total of 280 votes had a majority not only of 
the votes cast but of the 500 votes to which the minimum required 
capitol of $50,000 was entitled.^

The only recorded action was the unanimous election of the nine 
directors, as follows: the four named from Columbus and Allen, Peter
K. Weddell, Richard Hilliard, John M. Woolsey, and Henry B. Payne, all

^on.John W. Allen, "Our Fiwrt Attempt in Railroad Building," 
Annals of the Early Settlers' Association of Guvahoga County. No. V, 
Cleveland, Ohio, 1884, pp. 96-96.

^ G.C.& G.R.R., Minutes of Stockholders' Meeting* Oct. 11, 1845,
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leading men of Cleveland, The notice of the election given to the press
said that none had been named from intermediate points lest hurt feel-

nings result, since the route had not yet been chosen. At the ensuing 
meeting of the directors, Allen was named president and William Neil, 
treasurer.

The resemblance between this scheme and the one used a few months 
earlier for the organization of the Columbus and Xenia, in which the 
Neils were also deeply involved, will not be missed. (See Chapter Six.)

Allen deserved a brief comment. He was close to being the fore
most citizen of Cleveland, a lawyer who was to serve as mayor, state 
senator, representative in Congress, to be president of a bank and late 
in life postmaster of the city. Together with Truman P. Handy, like

wise for many years active in thé C.C.& C., he had probably started 
his rail career idien he backed the tiny Cleveland and Newburg line, 
a horse-drawn, strap-iron affair irtiich in 1838 was the first railroad
into Cleveland. Later he was associated with the Cleveland and

8Mahoning and the Cleveland and Pittsburgh roads.
With directors and officers installed, the C.C.& C. appeared 

ready to go forward. Its supporters in Cleveland moved to obtain legis
lative approval for a $200,000 city subscription to capital stock, two 
surveying parties were sent out to report on possible routes, amateur

Ôfaio State Journal. Oct. 13, 1845.

^William Qanson Bose, Cleveland. The Making of a City. Cleveland 
and New York, 1950, passim.
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financiers wrote letters to the press on how to raise the necessary 
fuiils. Despite a crop failure that fall in northern Ohio, the people 
of Cleveland also went ahead with plans for two other railroads*

The surv̂ ydrs' report, preswted as an attractive pamphlet with 
definite "sales appeal,"^ was issued while the 1845-46 legislature was 
in session, and since it offered a choice of seven possible routes it 
won enough votes to secure the railroad three helpful acts: (1) author
izing the $200,000 stock subscription by Cleveland along with a con
siderable number of alleviatory amendments to the charter;^ (2) em
powering six of the counties through which the route might pass to 
subscribe up to $100,000 each in a railraad conqpany,^ (3) permitting 
Wayne County to invest betwe<m $50,000 and $100,000 in the C.C.& C. 
on certain conditions. The session had hardly aided before a public 
meeting in Cleveland was taking steps to sell more stock. In Colum
bus, also, the stock was touted, with enç>hasis on the big profits 
expected.

Even these efforts were insufficient to insure adequate financing 
for the road, and a period followed when its fortunes rose and fell 
almost rhythmically. Crawford County's voters by better than four to 
one refused to subscribe for the stock. The writer of a bantering

Williams,
ttI7, 167.

XLI7, 192.

XUY, 250.



175
letter to the dflweland Herald said that the previous year the road's 
troubles had been blamed on crop failures; «hat would they blame them 
on now, he asked. •' President Allen admitted not enough mon^ was yet 
on hand but hoped to let a contract in the fall. A letter in the Ohio 
State Journal (of Columbus) feared lest the new road harm the capital 
city by making it merely a point to be passed through on the line 
between Cleveland and Cincinnati, an argument based on the difference 
between terminus and angle in rail lines, in accordance with one of 
the fine-spun theories about railroad operations then prevalent.

Nevertheless the company managed to go so far as to receive bids 
in Decmnber for forty miles of road from Cleveland to Harrisville 
(near Lodi in Medina County), stqcposedly to be paid for in tte city 

of Cleveland scrip 50̂ » in railroad stock Z5i> and in cash 25̂ .̂  ̂ There 
is no record, however, that after the bids had been opened any contract 
was signed.

Conflicting Loyalties

The year 1847 began with a remarkable shift in control of the 
enterprise. The annual meeting of stockholders, from then on held in 
January, elected to the directorate no members of the Neil family and

^^Cleveland Herald. July 3, 1846. 

^ h i o  State Journal. Aug. 20, 1846. 

^^MsuSlstaaaaa. D w .  7, 1846.
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only one man frcxn Columbus, Joseph Rldgway, Jr., who was, however, al
ways quite close to the Neils. Six directors were chosen from Cleve
land, one more than in the preceding year, and two from intermediate 
points. There was no hint of a contest and all were elected unani
mously. There was also no hint as to why the shift took place.

Again the legislature exterxied a helping hand, this time in the 
form of three more acts embodying five principal provisions. Columbus 
and Franklin County were each permitted to subscribe $50,000 apiece in 
both the Columbus and Xenia and the C.C.& C., but not in only one of 
than, subject to approval of the voters (see Chapter Six); Cleveland 
was authorized to make payment in New York City of interest on obli
gations issued in aid of the road; extensive power was granted the 
company to build branches ; any county through which the route passed 
might subscribe to $100,000 stock; and any previous requirement that 
the road be built to or through any particular place was repealed.
So much aid should have cleared the tracks for rapid progress, but 
events went the other way,

April proved to be a dTOisive month in the histoiy of the concern. 
On the 3rd, J. M. Woolsey, a director, reported to the board that his 
trip to Cincinnati and the East to raise funds had been unsuccessful.
On the 5th, Franklin County voters apnroved a subscription for $50,000 
stock in the venture and Delaware County voters refused to subscribe.
On the 12th the city of Columbus voted a subscription for $50,000. Two

^ûhlaJkfiflaLüûia, XLv, 56, 50, 95.
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days later the directors of the C.C.& C. suddenly raised the white flag 
and issued a statonent announcing the suspension of all operations 
other than those necessary to preserve the organisation of the company 
and maintain control of the charter,

The reasons given for this dramatic move fail to carry complete 
conviction! the money market in the East was too busy with government 
financing for the war with Mexico to be interested in the proposed 
$200,000 issue of Cleveland bonds which the city planned to deliver to 
the railroad in payment for its capital stock; and the board felt that 
it might not be able to couplete the road. Therefore, since other rail 
lines were being projected for Cleveland and Columbus and neazby places, 
and since the C.C.& C. did not wish to impede their efforts by linger
ing on after all hope was gone, it would withdraw and leave the field 
coon to them. The statement, written in a decidedly apolog^ic and 
timorous tone, closed with conventional hopes that perhaps in the 
future the road's prospects might ln^rove, and similar platitudes. It 
was signed by all six Cleveland directors and no others.

The Cleveland Herald carried the announcement in its issue of 
April 14, 1847, together with a brief editorial note which passed no 
judgment on the suspension but pointed out that the field was thereby 
left open for the Cleveland and Pittsburgh Railroad. It is time now to 
consider that project.

, #r. 17. 1847.
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On March 14, 1836, the day the legislature approved the first char

ter for the C.G.4 C,, it also approved a charter for the Cleveland and 
Pittsburgh.^ Like the former, the latter languished until on March 11, 
1845, an act was passed to revive and amend its charter.The follow
ing day the revival of the C.C.& C. was authorized. The principal 
amendments in the ease of the road to Pittsburgh were to designate new 
commissioners and to shorten the route so that it went only as far as 
the Ohio Hiver "at the most suitable point." The new Cuyahoga County 
commissioners of the railroad included Allen, Philo Scoville and I rad 
Kelley, a brother of Alfred Kelley, who were among those also named 
comnissioners for the revived C.C.& C. In June of that year stock 
subscription books for the two roads were opened, separately, with 
similar lack of success. That fall, after an isprovonent in their 
respective affairs, the C.G.& C. organized in Columbus, as told above, 
and the Cleveland and Pittsburgh gave notice of an organization meet
ing to be held at Ravenna, which presumably took place in due course. 
Control of this latter ro#d was then no longer in Cleveland but in 
Ravenna and Wellsville, which was to bee erne the terminal point on the 
river.

The similarities between thiwe enterprises stress the fact that 
they were Cleveland's two principal rail projects for a number of years

^Qhlo Local Laws, x m v ,  576. 

^^Ibid.. ILHI, 401.
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and that several of the same men were involved in both. When the 
C.C.* C. was officially pronounced dead, or at least in a state of sus
pended animation, the backers of the other line moved with ghoulish speed 
to enlist for their road the support which had hitherto sustained their 
competitor. Accordingly, the day after the announcement of the sus
pension of the C.C.& C., prMBinent notice was given of a public meeting 
to be held the very next day by the friends of the road to Pittsburgh 
"to set the ball in motion" for it,^®

The statement supplied to the press after this meeting said that 
(1) the charter of the Cleveland and Pittsburgh was now controlled by 
the directors from Wellsville; (2) the Baltimore and Ohio Railroad was 
expected to locate its western terminus at Pittsburgh (to which the 
road from Cleveland hoped some day to extend), and (3) the C.C.& C. 
had raised more than $100,000 in stock subscriptions in Cleveland 
before giving up the ghost, capital which the other road hoped would 
be transferred to it. Four days later the pminted the text of
a proposed act to authorize the city to subscribe for $200,000 stock 
in the Cleveland and Pittsbui^h, The act also named five men to ad
minister its provisions on behalf of the city and to vote the stock 
when bought, at least four of whom, including Allen had been active in 
the C.C.A C,^^

20Cleveland Herald, Apr, 15, 1847. 
^ i d , .  Apr. 19, 1847.
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The meaning to be drawn from these rather confusing facts seems to 

be that some of the backers of the C.C.& C. had decided they were biting 
off more than they could chew in that large project and wanted to trans
fer their interest to the Cleveland and Pittsburgh. The latter would 
need considerably less capital since trcm Cleveland to Wellsville was 
97 miles compared with 135 miles to Columbus. The people along the 
eastern end of the shorter line, moreover, had already raised no small 
part of the money needed. In addition,tgr putting their funds into the 
Cleveland and Pittsburgh road the capitalists of the former city might 
perhaps regain control of the coaqpany, and in ary event a good case 
could be made for the economic advantages of building Cleveland's first 
real railroad (the Cleveland and Newburg may be disregarded) to the 
Ohio River, and eventually to Pittsbur%h, before building one to the 
state capital. Whether the directors of the Cleveland and Pittsburgh 
vho were also interested in the C.C.& G. were being entirely candid with 
their associates in the latter is problematical.

One, at least, of their erstwhile associates, William Neil, was 
hi^ly critical of their conduct. He wrote a sharp letter to the Cleve- 

Pliflih_Qealer to the effect that there was much dissatisfaction in 
Columbus over the unilateral action of the Cleveland director of the 
C.C.& C., who had hot conferred with those fraa the other end of the 
line, and declared they should resign if they could not da scmething.
He scorned the reasons advanced for shutting down the enterprise and 
asserted that ColuËbus was ready to carry on.^ Despite his brave 

^^hio Statesman. May 17» 31» 1847.
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words, however, there is evidence that Coluinbus was not as unanimously 
behind the company as he tried to make out since some of its citizens 
were favoirlng the Columbus and Lake Erie Railroad, a rival route to 
the lake, which seemed to have many backers and that month let a con
struction contract.

The outlook for the C.C.& G. at this point appeared almost hope
less, The apparent defection of many of its supporters in Cleveland 
and the competition of rival enterprises in Colunibus pointed to an 
early end of the project. The only remaining sign of life was this: 
two Cleveland directors, Hilliard and Payne, who were not commissioners 
for the Cleveland and Pittsburgh and were perhaps stung by the public 
criticism, agreed to give three months of their time to one final effort 
to raise some mon«^.^3

"Masterly Inactivity"

Hard work of that sort apparently was the proscription needed to 
revive the moribund railroad. Sopn stockholders and friends of the 
line held a meeting in Cleveland, condemned the "masterly inactivity" 
of the Sponsors, urged that city to put up its $200,000 at once, 
demanded action or resignations. What they actually got was the 
appearance on the scene of two men, an eastern capitalist named Dwight, 
a visitor at that time in Cleveland, and Alfred Kelley of Columbus, whose

James Harrison Kennedy, A History of the City of Cleveland. 
1796-1896. Cleveland, 1896, p. 322.



182
efforts betwewi them seem to hare put the eonpamy baok on its feet.

Just who Dwight was is not absolutely clear since the ccmtemporary 
references to him differ markedly. Most probably he was Edmund Dwight 
of Massachusetts, the "great textile builder," one of the organizers 
of the imq)ortant Western Railroad Corporation of that state, and re
lated by marriage to George Bliss, also a leading New England railroad 
man who about this time was extending his interests to the Midwest.
Dwight is credited with two moves in the resurrection of the C.C.& C.: 
he advised the employment, as a matter of policy, of an eminent engineer, 
and he bought $15,000 of stock in the company, which made him the 
largest individual holder.

Dwight's participation was an aspect of the movement of New
England capital into Ohio railroads. The management and control of the
I4ad River and Lake Erie road haà passed into Boston hands idiich set
about extending it to Dayton, the terminus called for in its charter.
The other road operating out of Sandusky, the Mansfield and Sandusky
City line, had also attracted the attention of "the Bostonians," who
put considerable money into it as well as into the Lake Shore road
(the Cleveland, Painesville and Ashtabula.) These financial relations
were, to be sure, but a few among the varied ties that linked tidewater
Now England with its freshwater offspring, the Western Reserve. Yankee
capital was also going into Michigan railroads at this same period.

2kTwo of Harlow's readable books make various references to Dwight and Bliss, yjm., Steelways of New England. (New York, 1946) 
and The Road of the G m t y v. The same books mention the exportation 
of New England ogpital, for which a good contançorary Ohio reference 
is fourd in the CULeveland Herald. Sept. 27, 1847, quoting the Sandusky 
Mirror.
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Kelley, of course, stood second to none In Ohio as a prominent 

figure whose record of accomplishment made him a "catch" for any new 
enterprise, Hilliard and Payne, aided by another brother of Kelley’s, 
Judge Thomas M. Kelley of Cleveland, were able to persuade him to 
accept the presidency of the C.C.& C. At the same time he was also 
about to become head of a second railroad under construction into Colum
bus, the Columbus and Xenia.

By August of 1847 it was reported that the C.C.& C. had over 
$400,000 in stock subscriptions, a figure that must have included the 
municipal subscriptions mentioned above. On the 13th of that month 
Kelley was elected president and was soon working closely with the 
"eminent engineer froa the East," Captain John Childe, formerly chief 
engineer of the Trey and Albany Railroad and the Connecticut River line, 
who was looking over the route "for the benefit of Eastern capitalists.*̂5

At last the C.C.& C. was really under way, to the acconpanlment of
an apologetic editorial in the Qiio State whose editor wanted
to make it clear that in writing enthusiastically of Kelley's election
as president he had not meant to reflect on others in the ccŝ any,
which was not in new hands and In which there was no change in stock- 

26holders. The Cleveland and Pittsburgh Radlroad was similarly under 
way, having let its first contract in August, the same month, incident
ally, that telegrajdi service started in Cleveland, a fortnight later 
than in Columbus,

^ Phio State Journal. Aug. 31, 1847, quoting Cleveland Herald. 
26HZisi.. Aug. 31, Sept. 28, 1847.
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With an understanding of public relations which did th«n credit, 

Kelley aid the other directors cer«nonially broke ground that fall to 
maiSt the start of actual pick-and-shovel work, and then paid a solitary 
man to dig and haul earth from that time until more than a year later 
in order that charter requirements as to construction might be fulfilled, 
to which one is tempted to add: for thus spake the law and the profits.
At first it had been planned to put under contract the ten-mile stretch 
from Cleveland to Berea, but if it was even done it probably was not 
oomoleted. Some work, not specified, was however authorized. As other 
signs of life the company ordered two alternative routes surveyed to 
Columbus and issued a call for payment of a ten-percent installment on 
the capital stock. Then winter put an end to activity, except, perhaps 
that of the solitary digger.

In the absence of evidence to the contrary, it may safely be 
assumed that the gauge selected at this time for the C.C.& C. was the 
same as the gauge to which it was finally built, namely, four feet,ten 
inches. That was the track width favored ty most Ohio roads and the 
one made mandatoiy in 1848. When this railroad opened for service the 
only line it crossed or touched lAioh had a gauge different from its 
own was the Sandusky, Mansfield and Kewark (to use the convenient title 
it did not get until later) with a track width of five feet, four inches.

The year 1848 began with the annual election of directors when 
Allen and Woolsey, seemingly the most faint-hearted members of the 
board, were none the less tetumed to office. New members were Kelley,
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Leonard Case (two years later elected mayor of Cleveland), and George 

M. Atwater, the hotel proprietor who was sometimes identified as from 

the Forest City and at other times frtan New York. They took the places 

of one director who had died and two from communities between the two 

terminals. Kelley was reelected présidait. The only stockholder pre

sent who was recognizably from Columbus was Kelley with ten votes.

The legislature was appealed to for the fourth year in succession 

to smooth the way still more for this enterprise. It responded by 

passing additional alleviatory amendments to the charter, in particu

lar some which related to the power of the city of Cleveland to sub

scribe to the road's capital s t o c k , A b o u t  the same time, however, the 

lawmakers authorized the Columbus and Xenia Railroad to build a branch 

to Delaware, a town which the C.C.& C. was eyeing as a point on its 

own line. It is not clear why the permission was given and why it 

was never used.

At this session also the legislature put on the books a large 

number of acts relating to other railroads, including charters for four 

lines which later were to connect with the C.C.& C ., viz. t the Cleve

land, Painesville and Ashtabula, the Cleveland and Mahoning, the Ohio 

and Pennsylvania, and the Beliefontaine ahd Indiana. The first two 

included among their organizers a number of Clevelanders active in the 

affairs of the C.C.& C., of idiieh the slow progress thus far did not 

seem to dampen the promotional ardor of the people of the city.

^Ohio Local Laws. XLVI,



186
That spring the C.C.4 C. stockholders accepted certain provisions 

of the permissive general law which had just been passed to regulate 

railroad companies. (See Chapter Five) Cleveland thereupon appears 

finally to have voted the long-delayed subscription of $200,000 at about 

the same time it resolved to seek permission to put $100,000 (one-half 

the amount first proposed) in the shorter Cleveland and Pittsburgh Rail

road, With financial support frtm its two terminal cities and seeming

ly unlimited legislative backing, the C.G.& C. was getting about as 

much encouragement from governmental sources as it had a right to 

expect. Clearly the time had come for the CŒnpahy itself to get going, 

with Kelley at the throttle.

Still, for about two months there were no signs of life, and then 

another crisis must have arisen. In the summer, notice was given of a 

public meeting to be held in Cleveland for the purpose of deciding 

whether to try to keep on %ith the enterprise or to drop it for good. 

There was no explanation for the despairing tone of the announcement.

The day seems to have been saved by Kelley idio spoke for an hour in his 

usual vigorous and matter-of-fact way to his former fellow-townamen —  

he had lived in develard Êr  twenty years before moving to Columbus 

and had been one of its most prominent citizens —  and succeeded on the 

spot in getting pledges for $73,000 stock toward the $120,000 additional 

which he called the absolute minimum needed fixm Cleveland. The road 

should be built all at once and not in sections, he insisted,^

^ailv Ohio State Journal, Aug, 7, 1848.
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At the Colunibus end of the line Kelley also took the lead. In a 

forceful letter to the Ohio State Journal he urged the citiaens to

pledge the $4o,000 more neoeasary to reach the goal of $100,000 in in- 

divldnal subscriptions assigned to the capital city. He referred to 

the "apathy" of Columbus (a point always made in criticism of the place), 

and said:

Columbus has long been r ̂ reached for its lack of enter
prise and public spirit —  if justly, it is time to change
our course; if unjustly, it is time to prove by our acts 
the falsity of the charge,29

The most inçjortant part of his letter was an exposition of the 

plan proposed for financing the road ,m anything but candid statement 

since it specifically omitted the cost of Trails (idiieh eventually came 

to about one-quarter of the total) and went into details only as to 

the sale of capital stock. The figures Kelley gave can be showta as 

follows:

Proposed Distribution of Capital Stock

Principal contractors (in part payment for work) $ 300,000
Cleveland: city subscription 200,000

by individuals 275,000
Columbus : city subscription 50,000

tqr individuals 100,000
Franklin County subscription 50,000
Places between Cleveland and ColuËbus 325.000

Total $1,300,000

This total, he estimated, would cover the cost of construction 

including the right of way. To pay for the rolling stock, $200,000

Aug. 15, 1848.
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convertible bonds would be issued. Other types of bonds were not 

mentioned.

No explanation was given as to idiy Columbus with a population the 

same as Cleveland's, if not a trifle lazier, vaa expected to x ^ s e  less 

than a third as much capital stock. At all events both cities turned 

to with a will and somehow the money was obtained. "Die pressure put 

on the people of Columbus must have been quite heavy, if one can judge 

fran an ironic letter to the press which criticised the rich for not 

subscribing and joked about using sewing societies and tea parties as 

means to raise money.^

But this was not all the pressure. Twice in a week the Daily 

Ohio State Journal made editorial excuses for Columbus' s poor showing.

In one case, it alleged the people had been too busy with other matters, 

and in the second it endorsed a letter in its columns listing a consid

erable number of other enterprises which had drawn heavily on local 

c a p i t a l . I t  was to b e  expected that this intensely Whig paper would 

support the new raili"oad with considerable ardor And in particular 

Kelley's share in it, since he was one of the Elder Statesmen of the 

party. Its great Democratic coaç>etitor, the Ohio Statesman, just as 

staunchly partisan, all but coiiçletely ignored the C.C.& C. in favor 

of the Colianbus and Xenia and the Central Ohio, two railroads in which 

the Neil interest# were very heavy. The friendliness of this Democratic 

paper for the Neils, who were Whigs, brings to mind vh&t is said to be 

an aspect of the Columbus political scene at the present time.

30,

16, 21, 1848, and see Chapter Five.
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The efforts in the summer of 1848 sufficed to put an end to the 

"off-again-on-agaln" Character of the 0.0,& C. They were decisive, and 
from that point the progress of the enterprise was never halted. In 
quick succession a report was received from the engineers, Childe and 
his associate Frederick Harbach, a route decided upon, and a contract 
let. The action of the voters of Delaware County that fall in approving 
s subscription of $100,000 canital stock tells its own story.

In place of the seven alternative routes proposed in the original 
survey by Williams (see above), Childe and Harbach offered two of 
approximately the same length - about 136 miles - and of nearly equal 
cost. They recommended using 65-pound T rails laid on cross ties which 
in turn would rest on sub-sills, rather similar to the ties. The total 
estimated cost of the entire project was $2,3^40,235.^^

The directors selected the route via Wellington, Shelby, Gallon,
Mt. Gilead and Delaware and let a contract to the firm of Harbach,
Stone and Witt. An editorial note in the Cleveland Daily True Democrat 
expressed the hope that "the company will insist that the contractors 
regularly pay their l a b o r e r s . I t  is unlikely that the comment was 
directed specifically at these contractors since they were esteemed as 
easterners well qualified in railroad work.

Frederick Harbach had been brought up near Springfield, Massachusetts, 
had worked on various eastern roads, and had been ««ployed by George Bliss

32John Childe and Frederick Harbach, Report on the Surveys. Esti
mates and Income of the C.C.& C.H.R.. Cleveland, 1848.

^^Oct, 6, 1848, in W.P.A. in Ohio, Annals of Cleveland. 1818-1935. 
Cleveland, 1938, Vol. XXXI (1843).
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on Michigan and Ohio rail enterprises, including the little Si*ie and 
Kalamazoo. For the G.C.& C. he was first an engineer and surveyor 
and later one of the three contractors. His death of heart disease at 
the age of 33. a week before the first train rolled into Cleveland, 
dramatically ended a promising career. Amasa Stone, Jr., also b o m  
in Massachusetts, was a brother-in-law of William Howe, designer of the 
pooular Howe Patent Truss Bridge, and grew to be a noted and ultimately 
tragic figure in the railroad world of the Midwest. Stillman Witt 
prospered in Cleveland along with others interested in the C.C.& C. and 
became a prominent citizen in the community.

The contract price for grading, bridging, laying the superstructure 
and a few other items came to $1,250,000, of which sum, as shown in the 
foregoing table, the three men agreed to take $300,000 in capital stock. 
One hardly knows which to marvel at more, their nerve or their fore
sight. In the case of so many Ohio railroads, the stock which the 
deluded contractors accepted in lieu of cash turned to dust and ashes 
almost before their eyes —  or before they could pass it on to their 
creditors. The C.C,& C., on the other hand, soon became highly 
profitable and its stock soared to a great premium. Also unusual was 
the extent of the work to be done under a single contract, since it com
prised the entire line. A majority of the early roads ware built by 
small contractors, each working on a section of the whole.

The end of the year 1848 saw the C.C.& C. with most of its troubles 
behind it and bright prospects on the road ahead.
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"With railroads and gaslight we can strut considerably."^^

Like the cooings and gurglings of a happy baby in a crib, almost 
the only sounds that came from the C.C.& C. firom this time until rou
tine operations began were those Indicating steady, gratifying progress. 
The entire board of directors was re-elected; contracts for rails were 
olaced at favorable prices; cash received for stock subscriptions from 
Mt. Gilead was returned with interest when a slight change in route by- 
oassed that town; Kelley travelled to New York, to Montreal, to Quebec, 
to see about rails, to sell bonds, and always successfully; arrange
ments were discussed for steamboat connections between the trains at 
Cleveland and those at Buffalo; delinquent subscribers to the stock 
were warned to pay up; the board finally made uo its mind to run the 
tracks into the town of Delaware, on either a "curve" or an "arm."
(a "curve" was the eventual choice.)

George Bliss, the New England railroader, guaranteed two of the 
contracts for rails imported from England, Whether the guarantee 
covered performance by the buyers or sellers, however, is not made 
plain in the minutes of the directors’ meeting, the first available 
volume of which begins in March 1849.^^

At the end of October, 1849, what was called the first locomotive

34Daily True Democrat. Sept. 20, 1849, in Annals of Cleveland. 
^^C.G.ft C.R.R., Minutes of Directors' Meetings,Apr. 25, 1849.
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ever seen in Cleveland was olaced on the t r a c k s . B y  the time it could 
travel five miles out of the city on the C.C.^ C.'s new roadbed a loco
motive was also going the same distance out of Xenia on the Columbus 
and Xenia line, the other of the two roads Kelley was serving as oresi- 
dent and which was likewise under construction. The engine on the 
I.e. % C. was the product of the Cuyahoga Steam Furnace Como any, started
in Cleveland in 18^4, which built many of the C.C.& C.'s engines be-

37fore it went out of business about I860,
Progress on the line as a whole must have lagged for a while in

1349, perhaps because of the outbreak of Asiatic cholera that summer, 
and the contractors were unable to win a bonus for speed which the 
directors held out to them. An additional oayment of some $450 per 
mile, plus other considerations, was approved when the original con
tract was changed to provide for laying the rails on stout planks, 
instead of cross-ties, from Wellington to Columbus, a distance of about 
100 miles. The reason for this hare-brained scheme remains unknown, 
for it seems to have made no further inç>rint on the company's records, 
although nearly a year later a Columbus newspaper mentioned it.38

From time to time as the tracks were pushed south from Cleveland
and north from Columbus the director and other dignitaries could not

36William B.Thom, "Early History of the Old Bee Line Railroad and 
its Completion by Hon, Alfred Kelley in 1851," The Firelands Pioneer, 
new series, XXII (Jan. 1921), 104-122.

^^Kennedy, History of City of Cleveland, p. 257.
38Ohio State Journal. Oct. 29, 1850.
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resist nibbling at the treats held out to them in the shape of "first 
rides" which "dashed" over the newly opened sections. Regular commer
cial service from Cleveland to Wellington, some 36 miles, was inaugura
ted in June, 1850, but even before then the directors were olanning for 
more rolling stock than originally ordered, so bright were the pros- 
oects.

Work on the roadbed continued during the summer despite an outbreak 
of cholera even worse than that of the year before. It claimed the 
life of Joseph Ridgway, Jr., one of the two directors from Columbus. 
After his place was filled by the apnointment of HoseaWillianM of 
Delaware, the capital city was represented only by Kelley. The in- 
fluende of eastern money in the railroad was enlarged wnen the board 
accepted the offer of H, Dwight, Jr., of New lork to buy $100,00)of 
the Domestic Bonds (convertible). He was not identified but was per
haps the rather spectacular financier of that city who failed in 1853» 
and not to be confused with the Boston Dwight referred to earlier.
That he purchased the unsecured rather than the mortgage bonds was 
about the highest cai^liment he could pay the enterprise, since the 
safer mortgage obligations were what eastern investors usually chose 
to buy. The last day of 1850 saw the last of the issue of unsecured 
bonds (they were wii&t are today called debentures) offered for sale 
at 88, three points higher than the nrice when first out out.
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"The chariots shall rage in the streets,"39

Rail progress in Ohio and general prosperity in Columbus —  as 
well, no doubt, as in Cleveland —  went hand in hand in 1851. At the 
start of the year four Buckeye railroads were ooerating over their en
tire length: the Erie and Kalamazoo, the Little Miami, the Mansfield
and Sandusky City, and the Columbus and Xenia. (The Cleveland and 
Newburgh and the Painesville and Fairport had ceased running.)
During the next twelve months four new roads were added to the list: 
the Cincinnati, Hamilton and Dayton; the Mad River and Lake Erie (in
cluding the anoBMilous Findlay Branch) which finally reached Dayton; 
the Columbus and Lake Erie which ran between Mansfield and Newark, and 
the C.C.& C.

Besides welcoming the latter, Cleveland enjoyed the start of 
partial service on two more lirws,the Cleveland and Pittsburgh as far 
as Ravenna, and the Cleveland,Painesville and Ashtabula as far as 
Painesville, both of which companies were to become closely associated 
with the line running to Columbus. On the national stage the mighty 
New York and Erie Railroad inaugurated its "trunk line" between the 
seaboard and the Great Lakes, and through rail service was established 
between Boston and Ogdensburg on the St, Lawrence River.

Unlike the Columbus and Xenia company, which just a year before had 
ouened its road with scant ceremony, the C.C.& C. made an event of its 
eonçdetion. The scene, some fifty miles north of the state capital.

^̂ Nahum. II, 4,
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was at Iberia. This place and Wellington (another fifty miles farther 
along on the same line) were each in later years the locale of one of 
the most famous fugitive-slave incidents in the state's history. Here 
at Iberia on Februaiy 21, 1851, a trainload of dignitaries from Cleve
land met a trainload of their opposite numbei-s from Columbus and 
Cincinnati, as well as state executives and legislators. Before this 
gathering, ^resident Kelley and I-tayor Case of Cleveland (with his 
"reddest kind of red hair and whiskers"), who was also a director of 
the company, supervised the laying of the last rail and drove the 
last spikes.

The event gained added attraction from the fact that the "last
rail" had actually been connected three days earlier (i.ft., February
18, a date sometimes given for the completion of the road) and
apparently had been taken up in order that it might be laid afresh with 

y tlQproper eclat. The four or five hundred people present gave three 
cheers at the firing of a cannon and the whistling of the two locomo
tives. Then the "upper crust" of the Columbus contingent climbed 
aboard the Cleveland train to push on to the celebration planned at 
that terminus while the remainder of those from the capital city 
returned home.

The next day, Washington's Birthday, was doubly memorable in 

Cleveland, In the morning a parade and other festivities celebrated 
the coi^letion of the C,C,& C,, and in the afternoon a trial ti"ip for

Ohio Statesman. Feb, 18, 1851.
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local and visiting notables marked the onening to Hudson, twenty-two 
miles away, of the western end of the Cleveland and Pittsburgh Railroad, 
whose career thus continued to parallel that of the line to Columbus. 
(The rails entered Ravenna in November, ) The opening was considered 
a success despite an accident on the way back from Hudson when the train 
ran off the tracks and did not get its oassengers home until a very late 
hour. One of the features of the Cleveland parade was a small ship, 
fully rigged, and manned by eight sailors, which was loaded on the 
"cars'* and carried to Cincinnati where the following day it was launched 
in the Ohio to symbolize the linking of lake and river.

The inauguration of Ohio’s second line of rail transportation 
across the state was so clearly a significant event that the resulting 
torrent of platitudes and sententiousness calls for no particular 
critical comment here. The Dailv True Danocrat of Cleveland, did, 
however, say one pregnant thing, i.e,, that the opening of the new 
route was "a strong Union measure, The impressive contribution 
which the C.C,& 0, made to the Union cause during the Civil War was 
to confirm the editor* s judgment.

From the very start the line between Cleveland and Columbus did a 
large business and dividends were soon being declared, A month before 
the opening, the directors, with a self-confidence rarely matched, 
had decided to pay no more interest after June 1 on money paid in on

^^Feb, 13» 1851, in Annals of Cleveland,
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Kothe capital stock, so stir© were they, it seems, of early dividends.

They soon proved themselves right by declaring a four-percent distri

bution for the six months ending November 30, 1851» payable in January, 

1852. Then, with what must have be«i an inward if not a visible 

swagger, on the day after New Tear’s Day, 1852, they declared another 

four-percent dividend, also out of earnings for the same six-month 

period, but this time payable September 1, 1852,

Dividends totalling eight percent for the first six months of 

operation of a brand new railroad did not leave much to be set aside 

for depreciation and other reserves, but since the whole matter of 

railroad accounting and financing was relatively new, almost nobody 

knew enough to worry about saving for a railroad's rainy day. The 

dividend record of this road, which may be regarded, if one chooses, 

as a piece of bravura, is set forth here for the first seven years as 

an indication of the immediate success of the enterprise.

C.C.* C. RAILROAD— DIVIDENDS PAID, 1851-1858

DATE AMOUNT PAID IN
Decanber 1, 1851 Cash
December 1, 1851 Cash (Payable Septl,1852)
August 1, 1852 n Cash
February 1, 1853 5$ Cash

1, 1853 3$ Stock (Extra Dividend)
August 1, 1853 5$ Cash
February 1, 1854 5# Cash
July 1, 1854 4jÉ Cash
July 1, 1854 45Î Stock (Extra Dividend)

42C.C.& C.R.R., Minutes of Directors’ Meetings, Jan. 23, 1851,
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DATE

January 1, 1855 
July 1, 1855 
January 1, 1856 
February 1, 1856 (?)♦ 
July 1, 1856 
January 1, 1857 
July 1, 1857 
January 1, 1858

*The Minutes are not clear as to the exact date.

AMOUNT

5$ Cash
5$ Cash
5$ Cash
5$ Stock

Cash
Cash

5$ Cash
5$ Cash

One further coimnent as to dividends is in order. The Annual 

Report for 1853 recapitulated the distributions made to August 1, of 

that year ,iAiich totalled 28{G for 26 months of routine operation, and 

announced that regular lOjî dividends could be eoqpected thereafter. To 

this it added, "The day for extravagant dividends has passed."

Needless to say the value of the stock rose spectacularly and by 

December, 1852, it sold on the New York Stock Exchange as high as 133 

(par was 100). It was certainly not the only rail security to boom, 

but it did manage to escape being involved in some of the frauds 
committed by New York transfer agents who represented out-of-town 

railroad compahies and seem to have played fast and loose with the 

stock of their clients until public exposure in 1854 brought reforms. 

The C.C.& C, instituted a new safeguard by requiring the signature of 

a registrar as well as of a transfer agent to effect a transfer of its 

stock.̂ ^
No doubt for fear lest it get into the hands of "strangers," the

48-̂ Railroad Record. S^t. 14 , 2854; C.C.& C.R.R., Minutes of 
Directors’ Meetings, Aug. 8, 1854.
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company began to buy back, at a usiial premium of about 25 or 30̂ , the 
stock it had sold to the four municipalities in its early days, Dela
ware County divided its profit among "Hosea Williams and $4 others" 
who had personally givMi their promissory notes, with satisfactory 
security, to guarantee the principal and interest of the bonds which 
the county had issued to pay for the railroad stock. These personal 
endorsonents were in addition to the road's guarantee of the same 
bonds.

Franklin County also got a handsome premium, but only after much 
loud wrangling in public over legal technicalities. Cleveland and 
CoD.umbus seem to have taken their profits in silence.

The road's earnings at the start came more from passenger than 
freight traffic, but the latter quickly forged ahead. The first year 
passenger receipts were double those from frei^t, but by 1854 
freight provided the larger part of the inocme and continued to do so 
thereafter. Tn lS53t Ih fact, a peak was reached in passenger fares 
that was not attained again for some years. Freight revenues likewise 
did not continue to rise indefinitely without an occasional decline. 
Conpetition as much as changes Ingmeral business conditions was 
doubtless the explanation for these ups and downs; competition mainly 
with the other railroads which were fast criss-crossing CSxio, but also

44C.C.& C.R.R., Third ipnupl Report (for 1854),p. 7; and Circular 
of the Cleveland, Colwbus and Cinoinnati Railroad Company. Relative to_Li _______________ ____ _____________Delaware County (Ohio) Six Percent Bonds. New York, 1850,

^̂ C&io State Journal. Dec. 21, 1852.
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with river carriers and, to some slight extent, with the canals, nearly 
all of which were owned and operated by the state.

To protect its investment in the canals, the state engaged in 
rah-outting, a policy that se«ns to have resulted in keeping rail rates 
from rising too high rather than In attracting any considerable business 
to the waterways. (Kelley was no longer associated with the canal 
system.) Just a month after the C.C.& C. ran its first train, the 
state advertised fairly heavy cuts in canal tolls.^ The move came too 
late to keep in operation the packets between Cleveland and Akron, 
which, it was reported, were to be shifted that spring to a new line 
between Colmdbus and Portsmouth.^^

Once its regular operations were started, the C.G.& 8. began 
developing with the assurance of a well-established concern rather than 
with the hesitation and uncertainty that characterize the average 
fledgling venture. The matters acted upon by the directors in the first 
year showed as much: the roadbed was ordered gravelled as far as poss
ible; more rolling stock was bou^t; a huge pier was commenced at 
Cleveland; more income bonds were sold to finance expansion moves.
By May three trains daily were steaming (always with wood-burning loco
motives, of course) between Cleveland and Columbus —  an express, an 
accommodation, and a freight and passenger, taking respectively six, 
seven and eighteen and one-quarter hours.

^^gart. Internal Iroprovamenta and State Debt, p. 98. 
^^Cleveland Mar. 19. 25. 1851.
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%ereafter in the years Immediately following the directors in

creased their own number by two to provide for one more eadh from New 
York and Colundsus; th^ raised the capital stock to $6,000,000; they 
experimented with Winslow» s Patent Compound Rail (two pieces riveted 
together to form a single rail), and within four years replaced it as 
unsatisfactory; they tried to run rolling stock built for 4-10 and 
4-8| gauge on track with a gauge of 4-9i and found it did not work; 
they offered prizes of suits of clothes worth $35 to the engineers using 
the least lubricating oil per 100-mile run. One might note that the 
great expansion of the railroads in the 1850» s provided the petroleum 
industry, which got its real start in 1859, with a ready-made and 
growing market.

The C.0.& C. was among the early Ohio railroads to «xperimmt with 
a coal-buming locomotive. In 1B61 it successfully converted one of 
its wood-bumers to the use of coal, a fuel against which the objec
tions had been raised that its great heat would melt the iron grate 
bars and that the sooner the forests were cut down, the sooner new 
settlers would be attracted and the land put under cultivation. But 
within five years the road was reconverting to wood, because of the 
high price of coal, and some time was to elapse before it was irrevoc
ably committed to the new fuel.

Once the C.C.& C. had been well launched it seemed to lose inter
est for Kelley who in the spring of 1851 took on an additional duty, 
the Dresidency of the Cleveland, Painesville and Ashtabula Railroad,
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a company with irtiich he had been closely connected since Its birth In 
1848. He had. In fact, bean chosen Its first head but refused the 
office which he later accepted and held until 1854. This line, the 
Lake Shore, which was also sometimes referred to as the Cleveland and 
Erie, ran 95& miles to Erie, Pennsylvania, and had extremely close ties 
with the C.G.& C. Later in 1851 Kelley gave up the active management 
of the latter, retaining only the title of president and the management 
of the "foreign coirespondence and business," outside the state
of Ohio, at a salary of $1,500, Henry B, Payne of Cleveland was named 
acting-president at a salary of $2,000.

Payne was a former state senator and unsuccessful candidate on 
the Donocratic ticket for United States senator in 1851 after a fight 
that stirred the state. Thirty-three years later, still a leader in 
politics and business, he was to succeed in winning that office after 
another fight that was even more sensational. His descendants down 
to today have been prominent in business, sports and society.

Relations with Other New Railroads

fYom here on, the aspect of the C.C.& C. that might be called 
its "internal affairs," as contrasted with its relations with other 
carriers, becomes less inçjortant, although it is Cî rtainly not lacking 
in interest. The management's attention was centered mainly on coaçie- 
tition, alliances, consolidations, joint operating agreements, "Western 
trade," "through routes," and like matters, which must have appealed
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to the ijmaginatlon of the directors, eager novices as they were at running 
a railroad.

Even before its first trains started rolling, the C.C.& C, as a 
corporation and some of its directors as individuals had been casting 
about for more iron horse ventures to put their money on. Four of its 
directors were designated as the corporators frcra Cuyahoga County in 
the charters of two roads sanctioned by the legislature in 1851, the 
Coshocton, Wooster and Cleveland Railroad^ and the Cleveland, Coshoc
ton and Zanesville Railroad.^ These were virtually twins as to route, 
personnel and, particularly, charter provisions authorizing the C.C.& C. 
to extend to them unlimited financial aid. Each was allowed to con
tinue its line to the Ohio River, Their raison d' Are was the coal 
fields they expected to reach.

The first-named of this pair will not be referred to again; the 
second made a single appearance three years later in the minutes when 
the G.G.& G, agreed to guarantee the interest on $150,000 of its mort
gage bondsThereafter it was heard of no more.

The same session of the legislature which had travelled to 
Cleveland for the gala opening celebration adopted, not long afterward, 
three more measures beneficial to the C,C.& C, One allowed it to sell 
to other roads any rights it might have received to build branches, and

^Ohio Local Laws. XLIX, 446,
^Ibid.. XLIX, 452,
^®C.C,4 C.R.R., Minutes of Directors' Meetings, Jan. 12, 1854.
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to give financial assistance to such purchasers. The same act empowered 
it to build a branch to Wooster, a point throu^ which both the "twin" 
roads named above were also expected to pass.^^ The second measure 
allowed the town of Worthington in Franklin County to subscribe up to 
$3,000 in stock for a branch to be built to that p l a c e T h e  third, 
and perhaps the most significant, permitted the C.C.4 C. to extend its 
line southward from Columbus by way of Washington (now Washington 
Courthouse), Leesburg, and Hillsboro to Aberdeen on the Ohio River 
opposite Maysville, Kentucky, to connect or consolidate with the Hills
boro and Maysville Railroad which had received its charter nine days
earlier, and to Increase its (C.C.4 C.'s) capital stock as much as

53necessary to do all this.
What catches one's attention is the reference to fbysville, that 

place which exerted sudi a pull on the imagination of Ohio's rail pro
moters, as told in Chapter Five. For the "Drang Nach Maysville," as 
it might be called, to make itself felt in the Cleveland headquarters 
of the C.C.4 C. was a sigh that the management was enlarging its 
hoidzons. It was also probably a sign that the coi^any wanted to be 
able to threaten possible conçetition when dealing with the Little 
Miami-Columbus and Xenia combination, its only outlet to the south.

After discussing, apparently inconclusively, some kind of 
cormeotion with the organizers of the newly-formed Toledo, Norwalk and

^^ i o  Lo^al Laws. XLIX, 485. 
-^^id.. XLIX, 524.
^̂ Ibid.. XLIX, 530.
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Cleveland Railroad, the C.C.& C. directors took up the matter of con
solidating with the Cleveland, Painesville and Ashtabula (the Lake 
Shore) of which Kell^ was by then the president, and also the matter 
of joint operation of the three roads linking Cleveland anl Cincinnati, 
An agreement with the Lake Shore was reached the following year but 
never could the three links in the chain between the Forest City and 
the Queen City weld themselves into a single whole.

The Toledo, Norwalk and Cleveland came baCK into the picture at 
the annual stockholders* meeting on January 14, 1852, when unanimous 
approval was gi^en a contract with that line providing for "running in 
connection with” it, as the phrase was, meaning, it would seem, to 
co-ordinate their train schedules, "Iron Bonds" of the Norwalk Road, to 
use its shortened name, issued to pay for the rails it was then laying, 
were guaranteed by the C.C.4 C. up to $200,000. The stockholders at 
the same meeting voted life passes to all present and past directors 
and to the widows of two who had died, in condensation for services 
while the road was being built and directors were receiving no pay.

For the fÏMt time the minutes give information as to who the 
stockholders were and what their interests amounted to (at least of 
those Wio voted in person or by proxy). The record shows that the 
largest holders were: city of Cleveland, 2,000 shares; county of
Delaware, 1,000; county of Franklin and city of Columbus, 500 each.
The total held by persons recognizably from Columbus was 953, including
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100 held by Kelley (the seme number he had at his death in 1859)
91 by members of the Hubbard family, 75 by Lincoln Qoodale, 50 
Judge Parsons and 30 by Robert Kell. The total, representing $95,300 
of Columbus private funds Invested In the enterprise. Is probably not 
a great deal less thn the stock bought and paid for by the people of 
the capital city In the Columbus and Xenia Railroad, their own "home
town" enterprise. (See Chapter Six.)

The day the stockholders met, the directors were also In session, 
considering a proposition from the Columbus and Xenia for ooi^lete 
consolidation —  not merely "joint operation" as suggested earlier 
by the C.C.& C., —  of the three companies on the Cleveland-Cincinnatl 
route. It Is uncertain whether Kelley was still president of the 
Columbus and Xenia at that time. The proposition was referred to a 
committee which a month later brought In a report urgently recommend
ing immediate consolidation of those three roads and of the Lake 
Shore as well. The idea was approved In principle by all the direc
tors present, except Leonard Case (owner of 339 shares of stock), and 
twice steps were taken to put the plan into effect. Unaccountably, 
however, the stoiy ends there; no more Is heard of the consolidation 
plan, despite Its apparent importance.

One stop, at least, toward closer relations with a neighbor was 
consuranated that summer when the C.C.A G. approved an agreement, dated 
July 1, 1852, for joint operation with the Lake Shore, to be described

^^state of Alfred Kelley, Pile No. 3^09, Franklin County Probate 
Court,
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later. Another step, proposed about the same time, was for a "conven
tion" of representatives from railroads running between Cincinnati and 
Lake Erie to be held that summer in Columbus. Since "convention" was 
then scmetimes used in a sense different from the way it is today, it 
is not clear just what kind of a gathering was intended, nor indeed, 
is there any proof that it over took place, although the following 
year the lake-to-river lines got together on a far-reaching agreement 
to restrain eojiç>etition.

The Beginnings of Competition

The first truly competitive situation in Ohio railroading had 
arisen in 1B51 when the final section of the Mad River and Lake Erie 
line was completed from Springfield to Dayton in January, the C.C.& C, 
was opened in Februaiy, and the Cincinnati, Hamilton and Dayt<m was 
opened in September. %itil then not enough roads had been in opera
tion to provide anything that could be called competition. Thanks 
to the new trackage, however, the state was traversed by two distinct 
lake-to-river routes, unmistakably rivals. One went for 218 miles 
from Cincinnati via Hamilton, Dayton and Springfield to Sandusky; the 
other for 2$4 miles from Cincinnati via Xenia and ColuiA>us to Cleve
land. (The mileage figures of those days must not be taken too 
literally, being of a tendentious nature and antedating by many years 
the measured distances demanded by the Interstate Commerce Ccmimission.)

Severe competition inevitably broke out between the two routes. 
Trans-Ohio travel was mainly through travel, a land link between two
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steamer trips, with passengers yielding more revenues than freight. Of 
the factors influencing a traveller in his dboice of routes, such as the 
type of rails on the roadbed, the water, weather and ice conditions on 
river and lake, and the available steamer connections, it is only the 
latter that we have room to consider here. Since the C,C,«& C. Railroad 
is our main concern we will» for the same reason, pass over the con
nections with the river boats at Cincinnati and examine no more than 
the connections with the steamers on Lake Erie,

Each of Ohio's two principal lake ports, Clevelani and Sandusky, 
was the terminus of steamboat lines to New York's two principal lake 
ports, Buffalo and Dunkirk, as well as being the terminus of a rail 
line extending across the Buokoye State, Each New York lake port in 
turn was similarly the western end of a rail line, or chain of lines, 
reaching across that state to tidewater. The New York and Erie ended 
at Dunkirk, and the chain that was later to form the New Yoik Central 
ran to Buffalo, The conçjetitive permutations and combinations in
herent in such a situation need hardly be set forth in detail.

Inevitably, alliances were made betwewi Buckeyes and Yorkers, 
involving among other things the operation by each group of its own 
steamers. And ruinous consequences might have followed had not the two 
Ohio combinations decided that the pen was more profitable than the 
sword. In other words, they made an agreement to pool their earnings 
and stop competing. Since this appears to be the first such agreement 
made in the state, its terms are imgwrtant,
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In accordance with a "convention" of the roads involved, held in 

Columbus, a contract dated April 21, 3B53* was entered into between, 
on the one hand, the three ocaspaxûAa operating the Oinclnnati-Oleveland 
line and, on the other, the two coaapanies operating the Cinoinnati- 
Sandusky route to which was added a third road, still uixier construction, 
to run between Sandusky ahd Cleveland and known as the Junction Railroad. 
The former route was designated the East Line and was made up of the 
Little Miami, the Columbus and Xenia and the C.C.& C. railroads. The 
latter was designated the West Line and comprised the Cincinnati,
Hamilton and Dayton, the Had River and Lake Erie and the Junction Rail
roads. It was agreed that each individual company would retain 50^ of 
its gross earnings to cover its expenses and would pool the balance, 
the pool to be divided, 60$ for the East Line and for the West 
Line. Only "through business" was involved, meaning between Cincinnati 
and Buffalo, via either Sandusky or Cleveland. Dunkirk was not mentioned 
by name but the rates on the two lines were to be the same from Cin
cinnati to "any other point east of Cleveland." Freight and passenger 
charges were stipulated and the agreement was to go into effect June 
1, 1853« or as soon thereafter as the new boats for the Buffalo-Sandusky 
run were put in operation.

^^Text of contract annexed to Report of the Investigating 
Committee of the Cincinnati. Hamilton and Dayton RaUroad Company. 
Cincinnati, 1858, pp. 23-24.
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It was also agreed that business solioitors, who would be 

"neutral" and represent both lines, were to be employed at strategic 
points such as Louisville, Hhransville, Cairo, Memphis, and St. Louis, 
as well as Buffalo and New fork. The names of the river ports rein
force what was said above on the relation of river traffic to the cross- 
state railroad*.

Barely a year elapsed before a sharp controversy had broken out 
between the two sides, with each rushing to the printers to issue a 
pamphlet defense of its position. The charges and counter-charges 
may well be disregarded except for a complaint of the West Line that 
the East Line (meaning in this case the C.C.& C.) had become financially 
interested in the Lake Shore road and in a line of steamers between 
Cleveland and Buffalo, statements which were essentially true.^^ Al
though the pool seems to have been terminated by the controversy, there 
are references in 1355 and in 1857 which point to some sort of arrange
ment as to other "East Lines" and "West Lines," but the details are 
not at hand, Such understandihgs were sure to prove unstable, in 
part because the general railroad picture in Ohio was changing so fast.

The General Railroad Picture in Œiio

Despite its not inconsiderable wealth and économie imoortanoe, the 
state of Ohio in the 1850’s and still in part today can be looked at,

jS.S.L’Hommedieu, President of the C.H.4 D.R,^ Statanent of 
iht-Sklgiing__Sttntrgyega.v between the Two Lines of Rail^ads from 
Cinoinnati to Lake Erie. Cincinnati. 1854. and Little Miami Railroad 
Con̂ any, Letter to theuStockholders. Cincinnati, 1854.
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in matters of tx*ansportatlon, as primarily a corridor or channel for 
through traffic between the eastern seaboard and the west. This was 
apparent even in the early days, when, of the first eleven railroads 
to start operations in the state (see Table I, "Approximate Chronology 
of Earliest Railroads in Ohio," preceding Oiapter Three) —  one may 
omit the t rivial Cleveland and Newburgh and PainesvlUe and Fairport 
lines —  at least seven of them had as a primary aim to become a link 
in an ii^rtant through route, and only one, the Monroeville and 
Sandusky City, was unmistakably laid out to ester principally to local 
traffic* Two others, the Columbus and Lake Erie and the Cincinnati, 
Hamilton and Dayton, were not predominantly of either type.

Most through traffic moved north and south within Ohio, between 
lake and river, until the opening of railroads east and west across the 
state, from about 1S53 on, started some of the ccmmteroe flowing in that 
direction. These latter roads came into existence when they did lax^ely 
because by Idien the four great trunk lines serving New England aiKi the 
Middle Atlantic region had been ccnqpleted from tidewater to the Great 
Lakes or the banks of the Ohio River and were seeking rail connections 
with what lay beyond. Their goal, of course, was the "western trade," 
that great constant in American economic life ever since the first 
seacoast merchant started doing business with the interior.

Of the four trunk lines, the B, and 0, Influenced least the part 
of the state served by the C.C.& C.j Its relations with Chlo roads will 
be reserved for the next chapter. The other three, namely the New York
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and Erie Railroad (later named sii^ly the Erie), the gaggle of little 
lines which became the New York Central, and the Pennsylvania (at first 
frequently called the Pennsylvania Central) all made themselves felt 
in what may be described as C.C.& C. territory.

The Erie and the New York Central were both reached from Ohio by 
the Cleveland, Painesville a M  Ashtabula, or Lake Shore road, which 
followed the lake east from Cleveland to Erie, Pennsylvania, whence 
connections of a sort eventually led to the two trunk routes. The 
importance to the C.C.& C. of a close relationship with the Lake Shore 
thus becomes clear since the latter was, for a time, the only link 
(except for a route through Canada) between Ohio and points further 
west on the one hand and the two great Now York lines on the other.
The C.C.& C. in turn was in a fairly strategic position because a good 
part of the traffic from Ohio and territoiy to the west and south had 
to pass over its tracks to reach the line going east from Cleveland.
(The accompanying map illustrates the point.)

Access from Ohio to the Pennsylvania Railroad by rail (the Ohio 
Hiver must not be overlooked) was possible by several routes, the most 
important of which could be reached from the greater part of the state 
only over the tracks of the C.C.& C., which here again was strategically 
situated.

One can therefore say in general and approximate terms of the C.C.
& C. that it was to a considerable extent an access or "bridge" road 
over which moat of the traffic frwR the north, the west and the south
west sections of the state had to move to reach the trunk lines to
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New York and Milladelphla. It is true that on the map the ocoibination 
of the Central Ohio and the Steubenville and Indiana railroads appears 
to offer the most direct route from the center of Ohio to the Pittsburgh 
end of the Pennsylvania line, but inadequate connections of one sort 
and another delayed until 1865 the running of through trains between 
'■̂ ttsburgh and Columbus on anything but a roundabout route.

Further Relations with Ohio Railroads

With the early trunk line relations of C.C,i C, territory thus 
summarily sketched in, that road's relations with certain Ohio carriers 
will next be considered. The roads are listed in the "Outline of Rail
road Connections" at the end of this chapter and will be taken up in 
the order in which they appear on the aooosqianytng map, beginning with 
those running to the east, of which the first and most iiqoortant was 
the Lake Shore,

Even before it had operated its first train in November, 1852, the 
Lake Shore had contracted with the C.C,* C, for joint operation, Kel
ley, it will be recalled, was president of both corporations. There 
was to be a oonmon superintendent working under a committee from the 
two lines and receipts were to be divided proportionately to their 
resoective mileages. When the contract, which was to run for five years, 
proved too cox^lioated at the end of half that time, it was cancelled in 
favor of a close woHdng arrangement with a free interchange of rolling
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stock and other benefits

Since the C.C.& 0. luklohbtedly routed over the Lake Shore as much 

of its eastbound traffic as it could, its relations with the other car

riers running in that direction were of secondary importance. The 

lines of two began at Cleveland: (1) the Cleveland and Mahoning which

was not opened until 1857 and availed little for through tieffic;
(2) the Cleveland and Pittsburg which also offered poor service east

ward, at least until 1856 when it began running its ears into Allegheny 

City (Pittsburgh) over the tracks of the Port Wayne.

At Shelby, the four-foot, ten^inoh gauge road of the C.C.& C. 

crossed the five-foot, four-inch gauge tracks of the variously named 

line between Sandusky and Newark. It is doubtful if there was any 

appreciable interchange of traffic.

At Crestline was the western terminus of the Ohio and Pwnsylvanla 

(lAich soon became part of the Fort Wayne combination), and once it 

began to compete to some extent with the Lake Shore it could expect 

but little from that road's ally.

Frcm Columbus the Central Ohio and later, in a roundabout fashion, 

the Steubenville and Indiana constituted the two eastbound routes. The 

second of those two, at least, mattered to the C.C.& C., since in I860 

the latter had a falling out with its good friend the Columbus and Xenia

57•^'Certain records of the New York Central Railroad, Harlow in The 
Road of the Century (p. 351) and the present writer all differ as to 
details of the agreement between the two roads.
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on the grounds that the Xenia line* s aid to the Steubenville and Indiana

58was harmful to it (the C.C.& C.).

The westward connections of the C.C.A C., now to be outlined in 

the same summary fashion as those to the east, were six in number in 

addition to the Columbus and Xenia which went to the southwest.

The two nearest the lake, the Junction and the Toledo, Norwalk 

and Cleveland (whose bonds the C.C.& C. had guaranteed), were merged 

in 1853 to constitute the Cleveland and Toledo which offered the best 
route from Cleveland toward Chicago. It had to operate over some 

twenty-five miles of C.G.& C. tracks to reach the Forest City, and in 

1856 it leased a half-interest in them, together with the use of depots 

and other facilities for which it paid the C.C.& C. a rent of $65,000 

a year.

At Crestline began the Ohio and Indiana, the westward extension 

and ally of the Ohio and Pennsylvania (see above). Each of these 

companies had $300,000 of its capital supplied by the Pennsylvania 

Railroad which in 1853 invested large sums in certain Ohio roads 

which it believed would yield handsome returns in the fabulous western 

trade. These two, together with the Fort Wayne and Qiloago, made 

the route used by the Pennsylvania to reach Chicago and the northwest. 

Its counterpart to Cincinnati and the southwest was established a few 

years later.

58C.C.A C.R.R., Minutes of Directors’ Meetings, Jan. 11, I860.
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The three links in this chain to Chicago vere consolidated in 1856 

under the name of the Pittsburgh, Fort Wayne and Chicago Railroad. 

Generally speaking, during the time covered by this study the Fort Wayne, 

as it was called, can be regarded as a close ally, but not yet a sub

sidiary, of the Pennsylvania, and most of the time also as on fairly 

good terms with the C.C.& C., since the latter loaned it $20,000 in 1858 

to put its track in order between Crestline and Fort Wayne and otherwise 

helped it.

At Galion, just below Crestline, was the eastern terminus of the 

Belief ont aine and Indiana, probably the C.C.& C.'s most important west

ward connection, which, liiüced with its Hoosier ally, the Indianapolis 

and Beliefontaine, gave access to Indianapolis. We will refer to thma 

jointly as the Belief ontaine Railroad, a name they did not actually 

acquire until their consolidation in 1864; the people who used the road 

gave it the nickname "Bee Line,"

In July, 1853, the Belief ontaine began running its first trains 

to connect with the C.C.& C., irtiich more than a year earlier had 

approved a loan of $60,000 from its Surplus Fund to certain individuals 

(presumably C.C.& C. directors) to buy stock in the Bee Line. The year 

after the opening a memorable special meeting of the C.G.& C. stock

holders, presided over by W.B. Hubbard of Columbus, guaranteed $200,000 

income bonds of the Belief ontaine, secured by a deposit of stock of 

twice that amount; assumed paymwit of $117,500 in subscriptions made by 

various persons to the stock of the same road, and jointly and severally
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with it guaranteed $400,000 third mortgage bonds of the Colunbus, Piqua 

and Indiana road, a matter of which a great deal will be heard In a 

subsequent chapter. Purchase by the C.C.& C. of $10,000 stock in the 

Columbus, Plqua and Indiana, as required by the contract governing 

the bond endorsement and effected in due course, was not mentioned In 

the mlnutes.^^

Still working our way south along the line of the C.C.& C. we 

come next to Delaware and the fifth railroad leading to the west, the 

Springfield, Mt, Vernon and Pittsburgh, One of the feeblest of the 

early Buckeye rail enterprises, it operated for a few years between 

Springfield and Delaware (except for one or two intervals #ien its 

trains ceased running at all) and in 1861 was bought by the C.C,& C. 

for $140,000.

At Columbus we encounter the last of the lines leading to the west, 

the Columbus, Plqua and Indiana, a most Ill-starred railroad which 

exerted an influence on the line to Cleveland more by costing It a 

large sum than by bringing traffic to its portal.

% e  Guarantee of the C.P, & I. Bonds

As just mentioned In connection with the Bellefontaine Railroad, 

the two co^anles forming that line had joined with the C.C.& G, in 

1854 to guarantee $400,000 third mortgage bonds of the Columbus, Plqua 

and Indiana, The latter we will refer to as the C.P, & I. One year

^^C.C.A C.R.R,, îttnutes of Stockholders' Meetings, July 1, 1854.
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and four months after the guarantee had been approved, the gnarantore 

were notified they wonld have to make good on the endorsements. Before 

the G.C..& C. could advance more than one smml-armual interest payment, 

however, it was enjoined by a stockholder’s action alleging that the 

directors had lacked the power to give such a guarantee. The eventual 

decision upheld the directors in what was called "a case of great im

portance as settling the rights of bondholders."^  We cannot tell how 

much this extension of credit ultimately cost the C.C.& C. since it also 

had to pay some of the Belief ont,, i ne’s share and the accounts became 

very complicated, but in 1861 it seems to have disbursed to redeem the 

guaranteed bonds the sum of $362,405.^^

The same stockholders’ meeting which had approved the guarantee 

to aid the C.P.& I. approved also the purchase of $50,000 capital stock 

in another rail venture called the Mississippi and Atlantic. It is 

not clear, however, whether the C.C.& C. actually paid out that entire 

sum or only a part of it. In any case, the recipient, according to
fjp

Harlow who treats the matter at some length, existed only on paper, 

with an Indiana charter but none in Illinois where nine-tenths of its 

line would be built.

^Railroad Record. Mar. 24, 1858, gives text of decision of Judge 
John IfcLean of the Circuit Court of the %iited States for the Northern 
District of Ohio in the case of Christian A. Zabriskie C.C.& C. 
Railroad Ccmq)any, John A. Butler and others, bondholders,

^^C.C.à C.R.R., Eleventh Annual Report, (for 1861), Cleveland, 1862.

barlow. Road of the Century, p. 359 et. seo.
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The road was to run to St. Louis from Terre Haute, thereby 

stretching from Gallon on the C.C.& C. as far as the vest bank of the 

Mississippi the string of railroads under the domination of the ener

getic John Brough, president of the Belief ontaine. Brough was the 

newsp^er editor, politician and promoter, active in both Ohio and 

Indiana, who became one of the three Civil War governors of the Buckeye 

State, all of then interested in railroads.

That this purchase of securities in a non-connecting rail line 

was a blunder was made clear when $18,000 of the stock was charged off 
as worthless only a year and one-half later. The experience of the 

C.G.& G. in this respect differed little from that of other prosperous 

Ohio roads, constantly too generous in extending financial aid to m i l  

carriers which seemed sure to bring them traffic.

The investments which the line to Cleveland had made in the Belle- 

fontaine itself were likewise risky and productive of considerable 

trouble to the benefactor. In the long run, however, the latter pro

fited since the stock which it was gradually accumulating paved the 

way for the merger in 1868 of the Belief ontaine and the C.C.& C. to form 

the Cleveland, Golumbus, Cincinnati and Indianapolis Railway Company 

which for the succeeding score of years also advertised itself as "The 

Bee line."

A conprehensive view of the financial aid extended to other rail

roads by the C.C.& C, during the years when it was most open-handed is

63C.C.* C.R.R., Minutes of Directors' Meetings, Jan. 8, 1856.
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given below. The list Inolndes the itwiis mentioned in the foregoing 

pages but omits other guarantees and purchases vAiich were authozdzed but 
not consummated.

FINANCIAL AID EXTENDED BY THE C.C.& C, RAILROAD 
TO OTHER RAILROADS, 1852-135^

Recipient 

Toledo, Norwalk and Cleveland 

Belief ont aine and Indiana

Columbus, Piqua and Indiana

Columbus, Piqua and Indiana

BeUefontaine and Indiana

Belief ont aine aiKl Indiana and 
Indianapolis and BeUefontaine

Mississippi and Atlantic

Nature and Amount of Aid

Guarantee of $200,000 "Iron Bonds."

Loan of $60,000 to individuals 
to purchase capital stock.

Purchase of $10,000 capital 
stock.

Guarantee (with other roads) of 
$400,000 Third Ifortgage Bonds.

Guarantee of $200,000 Inocmie 
Bonds,

Assuiqption of subscriptions to 
$117,500 capital stock made by 
individuals.

Purchase of $50,000 capital 
stock authorized; at least 
$18,000 bought.

The last four of the itwns above were laid before the stockholders 

at the special meeting on July 1, 1854, by the directors who wished their 

own approval to be confirmed. The stockholders did so, but apparently 

feeling that was as far as they should go in extending aid to others 

they adopted a resolution that their consent would be necessary, after 

due and explicit notice, before any more railroads could be helped lA
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this fashion. ("Rie general eoosunnlc picture was darkening, just then.)

As further evidence of a growing conservatism they considered three 

resolutions introduced by Alfred Kelley, who was still a director:

(1) to set aside depreciation reserves; (2) to set up a special reserve 

fund for contingencies to permit uniform cash dividends; (3) to author

ize the use of cash earnings for extensions or additions to road or 

machinery, capitalized by the issuance of stock dividends. The reso

lutions were referred to a special committee of stockholders, one of 

r̂tiose members was Thomas W. Olcott of Albany, New York, later a power 

in the New York Central Railroad which was eventually to become the 

owner of the C.C.& C,

Another way of looking at idiat the latter road did with some of 

its large and quickly earned profits (those not distributed as divi

dends) is to cull from a balance sheet its holdings in various enter

prises, both rail and others. The statement below includes what might 

be termed investments and also items such as the loan to the Mahoning 

Railroad irtiich was probably no more than tenqwrary advance.^

C.C.4 C. HOLDINGS IN VARIOUS ENTERPRISES 
July 1, 1855

Loan to Mahoning Railroad........................... $ 24,000
Telegraph eonqpany s t o c k................ ..  3,000
Columbus and Xenia Railroad stock .................  5,300
Stock in two lake s t e a m e r s ........................ 54,390
BeUefontaine and Indiana Railroad s t o c k .........  60,000
Indianapolis and BeUefontaine Railroad stock . . • 70,000

^Railroad Record. Aug. 23, 1855.
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C.C.& C. HOIiDIMOS IN VARIOUS ENTERPRISES (eont>d)

July 1, 1855
Columbus and Plqua Railroad s t o c k ............ $ 10,000*
Mississippi and Atlsmtxe Railroad s t o c k............  18.000*

T O T A L ................ $244,690
•Charged off January 8, 1856

This total of approximately one-quarter of a million dollars must 

be considered in relation to the company's outstanding capital stock 

of $4,647,570 and a bonded debt of $98,900, in the light of which it 
does not reflect too unfavorably on the road's investment policy.
The contingent liability on $800,000 bonds guaranteed for three other 
carriers, is, however, not included.

Although they may sema to have been over-generous with the 

con^any's funds, the directors of the C.C.& C. were probably aware of 

what they were doing. The Third Annual Report (for 1853)^ announced 

that the road's policy would be not bo build branches as a means of 

expanding traffic but to offer financial assistance to lines which pro

posed to connect with it. Since it was usual for a company putting 

money under such circumstances to obtain the stocks or bonds of the 
beneficiary at a considerable discount, the road with the helping hand 

counted on a profit from both an increase in traffic and a rise in 

security values.

In addition to not building branches there were a number of other 

activities, popular at the time among Ohio railroads, idiioh the C.C.A C, 

also apparently eschewed. It did little to pnxnote directly the

^̂ Cleveland, Ohio, 1854, p. 10.
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ooimerclal development of Its territory; it exploited no natural re
sources; it did not engage in land-selling; it avoided "blue slgr" 
financiering, and after 1S51 it got no more legislative favors (at 
least on the record.) In ^ort, it concentrated on building up its 
traffic by the financial methods just described and also by making 
contracts with its neighbors, the details of which are seldom found in 
the records. Such contracts related in general to co-ordinating sched
ules of trains, interchanging traffic and rolling stock, and, sometime, 
pooling receipts from certain routes and preferential treatment for 
certain connecting roads.

Since most of the Ohio lines were short and much of the business 

was through business, agreements of this kind usually embraced several 

roads idiieh thereby became links in a chain, to use the figure of speech 
emoloyed ad nauseam in the writings of the period. Ralike ocmventional 

chains, these were usually weaker than their weakest link, being tem- 

ooraiy aixl fragile, made and broken with apparent ease, and reminiscent 
of the ephmneral alliances of the Italian city states of the Renaissance.

A good exaitple of such a chain is one of Wiich the C.C.& C. was a 

part a year or so before the outbreak of the Civil War. Its directors 

authorized a contract dated August 25, 1859, for a through route for 
freight and passengers betwewn Cincinnati and Cleveland (and thence to 

the east via the Lake Shore) as follows:^

C.C.& C.R.R., Minutes of Directors* Meetings, Aug. 30, 1859; 
Springfield, Mt. Vernon and Pittsburgh R.R., Minutes of Directors' 
Ifoetings, Oct. 1, 1859; Sandusky, Dayton & Cincinnati R.R. Co., Report 
tQ.the Stock and Bondholders. Julr l. I860. Sandusky, I860, pp.6-7.
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THROUGH ROUTE: CINCIîJNATI TO CLEVELAND

ROUTl miLROAD.IÆm
Cincinnati to Dayton Cincinnati, Hamilton & Dayton

DaytoA to Springflald Sandusky, Dayton & Cincinnati
(Successor to Mad River & Lake 
Erie)

Springfield to Delaware Springfield, Mt, Vernon &
Pittsburgh

Delaware to Cleveland C.C.& C.

The Little Miami-Colunbus and Xenia railroad combination was not 

included. When the Little Miami wrote to the G.C.& C, to inquire what, 

in üie light of the latter's new alignment, its intentions were in 

respect to the contract between the two of them on the interchange of 

traffic - a contract that had been in force since early 1852 —  the 

reply was to throw the blame on the Columbus and Xenia. That road, 

said the C.C.& C., had greatly aided the Steubenville and Indiana 

Railroad by a loan of m o n ^  and otherwise, despite the protests of 

the G.G.& G* which was getting much competition from the Steubenville 

line.

This through route lasted but a short idiile. Soon the Little 

Miami decided to make peace with its chief co^etitor, the Cincinnati, 

Hamilton and Dayton, with which it ran roughly parallel for maxgr miles, 

and, early in I860, agreed with it to pool their earnings and charge the 
same fare between Cincinnati and Columbus on either line,^^ The result, 

of course, was to dissolve the preceding chain and so, to paraphrase the

■̂̂ Biack, liiiiusLaai. p .
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68minutes of the C.0.& 0., slnoe all the other roads had abandoned the 

contract of August 25, 1859, that road followed suit. The story of this 

particular arrangement is told at some Iwrigth because it was typical*

The making and breaking of other chains followed as time went on but 

need not concern us since the start of the Civil War soon thereafter 

marks the end of this study of the C.C,4 C,

Epilogue

Columbus may well be proud of having had a part in the creation 

of what so quickly became one of the most profitable railroads in the 

country, and one that spread far afield. In 1861 the C,C.& C, bought 

the property of the Springfield, Mt, Vernon and Pittsburgh at bargain 

rates. In 1868 it merged with the BeUefontaine Railway to form a new 

Bee Line which reached to Indianapolis and soon to St, Louis. In 1872 

it got its own entrance into Cincinnati by financing and then taking over 

its subsidiary, the Cincinnati and Springfield road, to irtiieh it added 

stretches of track between Springfield and Dayton and betwew Spring

field and Colundous, also gathered in at about the same time. In 

consequence, by the end of 1872 it ran on its own (or controlled) 

rails from Cleveland to Columbus, Cincinnati, Indianapolis and St.

Louis and was one of the leading roads of the Middle West,

The Vanderbilts, who controlled the New York Central and wanted to 

expand to the west, began buying into the Bee Line and in time became 

dominant. Another great Middle Western line, the Cincinnati, Indianapolis,

68Minutes of Diredtors* Meetings, June 13, I860,
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St. Louis and Chicago, oaUed the Big Four, had also attracted their 
attention, thanks to its outstanding president, Melville E, Ingalls, 
and in 1889 they combined the Bee Line and the Big Four under the 
title of the Cleveland, Cincinnati, Chicago and St, Louis Railroad 
which kept the familiar name of Big Four, In 1930 the entire line was 
leased to the New York Central for ninety-nine years.

The name of Columbus was no longer in the title of the successor 
to its greatest rail «xterprise, a loss that may have touched the civic 
pride of the inhabitants, and yet in a way this fact was a vindication 
of the Judgment of the pioneers wt» had started the C.G.& C. For the 
builders of all the early Ohio railroads were sure that even though 
their wobbly little lines might at first run only frcm one Buckeye 
village to the next, they would in time become essential links in a 
chain uniting mighty cities.

OUTLINE OF RAILROAD CONNECTIONS 
MADE WITH THE C.C. & C.

(In order as nearly chronological as possible)

When the C.C, & C. began service this year it was connected with
the

(1) Sandusky. Mansfield and Newark Railroad (to use the convenient 
title it did not properly acquire until 1B53)* The two lines crossed 
at Shelby, Richland County, but the gauge of five feet, four inches on 
the road to Sandusky forbade any transfer of rolling stock.
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(2) Coluinbtts ajod X<mla Baüroad at CJolumbxis.

2 m

(1) GlevalaM and Pittsburgh Railroad, opened for its full length 

between Cleveland and Wellsyille, Ohio, where a steamboat connection 

on the Ohio River reached to Pittsburgh,

(2) Cleveland- P^^nmsville and Ashtabula Railroad, (the Lake Shore), 

opened for its full l«ngth between Cleveland and Erie, Pennsylvania,

2 m

(1) Toledo. Norwalk and Cleveland Railroad, opened for its full 

length between Toledo and Grafton, a point on the C.C.& C. about 25 

miles from Cleveland.

(2) Ohio and Pex^evl^vania Railroad, opened for its full length 

between Allegheny City (^,g,, Pittsburgh) and Crestline, a point on 

the C.C.& C. about 75 miles from Cleveland,

(3) BeUefontaine and Indiana Railroad, opened for its full length 

between Union City on the Ohio-Indiana line (iriiere it met the Indianapo

lis and BeUefontaine Railroad leading to Indianapolis), and Galion,

a point on the C.C.& C. about 79 miles from Cleveland,

(4) Junction Railroad, apparently opened for its full length be- 

twen Sanduslqr and Berea, a point on the C.C.& C. about 12 miles from 
Cleveland.
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NOTE; The Central Ohio Railroad and the Golvmbus, Piqua and 

Indiana Railroad started service to Columbus in 1853 but t h ^  did not 

open for their full lengths until 1854 and 1859 respectively.

(1) SortMflrid. Mt. V.m o n  »nt P l U sbnrgh Rullrotid. opmed th.
only part it ever ccn^leted, the section between Springfield and Dela

ware, a point on the C.C.& C. about 25 miles from Columbus.

(2) Ohio and Indiana Railroad, opwed for its f u H  length between 
Fort Wayne, Indiana, and Crestline, a point on the C.C. & C. where it 

connected with its affiliated road, the Ohio and Pennsylvania (see 

above under 1853) and formed a through route from Fort Wayne to 
/llegh«iy City, often called the Fort Wayne line.

(3) Central Ohio Railroad, opened for its full length between 
Columbus and Bellaire on the Ohio River, across from and sli^tly 

south of Wheeling, the northwestern terminus of the Baltimore and Ohio 

Railroad. A ferry connected the two roads until 1871 when a bridge 
was completed.

a m

NOTE; % e  Steubenville and Indiana Railroad opened for its full 

length between Steubenville on the Ohio River and Newark where passen

gers and freight were transferred to the Central Ohio Railroad for 

Coluid>us and the C.C.& C. A physical connection at Newark between
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the Steubenville and Indiana and the Central Ohio was not made until 
1857* The Steubenville road did not have an equity in tracks which 
reached Columbus and the C.C.& C. until it bought an undivided half
interest in the road between Newark and Columbus in IS63»

m z

Cleveland jtnd Mahoning Railroad, opened betwema Cleveland and 
Youngstown, almost its entire length.

Coluribug. PlQua and Tndiena Railroad, opened for its full length 
between Columbus and Union City on the Chlo-Indiana border where it 
met the BeUefontaine Railroad line.
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CHAPTER EKffiT

THE central CHIO RAILROAD ; DIFFICULTIES UNDERESTIMATED

Almost from the day that the B. & 0. Railroad was chartered in 
1827 to build from the shores of Chesapeake Bay to the banks of the 
Ohio River it was obvious that in the state of Ohio a railroad would 
be built to meet it. At least three or four lines with that goal had 
been authorized, but none had materialized, before the legislature on 
February 8, 184?, chartered the Central Ohio Railroad Company to con
struct a line from Columbus by way of Newark and Zanesville to such 
point on the Ohio river as the directors might select. Permission 
was included for the compare to extend its tracks westward to the 
Indiana boundary whenever it was expedient to do so. The Ohio road 
was looked upon as an extension of the B. & 0., a link in the chain 
that would ultimately unite Baltimore with St. Louis.

The difficulty for this and all other proposed Buckeye roads 
seeking to connect with the B. & 0. was that the latter had not made 
up its mind where it would reach the river. The long and involved 
story of why it finally selected Wheeling, or some point south of 
Wheeling, over Pittsburgh, need not be told here except to observe 
that this was one more ijiçjortant matter in which Alfred Kelley played 
a part. How decisive a part is not clear, but it is certain that he

—230—
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was asked by President Louis McLane of the B, & 0. to give his opinion 
in writing of the best route across Ohio, a matter that would weigh 
heavily in a selection of a terminus on the river. The route he re- 
coiranended, which in general went along the 40th parallel, was sub
stantially that of the Central Ohio (chartered a few months earlier) 
and was the one with which the B. & 0. decided to connect.

Kelley's reasons for selecting it were that the terrain was 
gentler and the territory more prosperous that a route on a more 
northerly line, such as through Massillon, or on a more southerly line, 
as for instance via Marietta, which seemed to be the two principal 
rival lines to one through Columbus and the central part of the state.^ 

It was the Central Ohio's misfortune that Kelley did no more for 
it than this, for soon after he had made his report he became president 
of the Columbus and Xenia and the C.C.& C. railroads and led them to 
great financial success. The Central Ohio, on the other hand, turned 
into a fiasco, thanks to inexperience, bad management and inadequate 
traffic connections at each and.

The initiative for this venture, which considered itself a "part
of the Grand Central Line projected as an extension of the B. & 0.

2Railroad," came from Zanesville which by rail lies 58 miles east of 
Columbus and 79 miles west of the Ohio River at Bellaire. Twenty-six

State Journal. Aug. 5. 1847. 
^Ibid.. (advertisement) May 9, 1850.
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corporators were named, nine from Muskingum County (Zanesville), twelve 
from Licking County (Newark), and five from Franklin County (Columbus) 
consisting of Robert Neil, brother of William Neil "the stage coach 
king," Samuel Medaiy, editor of the Ohio Statesman. Joel Buttles,
Joseph Ridgway and Bela Latham, There were no corporators from the 
section betwewi Zanesville and the river, probably because the actual 
route there was yet to be selected.

The charter provided for a capital of $1,500,000 in $50 shares with 
the privilege of increasing the total to $2,500,000 if necessary. Or
ganization could be effected as soon as $10,000 in stock had been sub
scribed (a figure below the usual limit), but this had to be accomplished 
within three years, and within six years at least twenty miles of the 
road had to be built or the charter would be void. For the first ten 
years the rates of toll could be whatever the corporation thought 
reasonable; thereafter, the legislature would have the right to adt in 
respect of the rates,^

A piece of good fortune came the way of the company early in its 
life. A committee from the B. & 0. went to Wheeling in June, 134?, to 

see about the western terminus (and hence connections into Ohio) of 
their road. The Columbus City Council sent three representatives,
Joseph Ridgway, Dr, Lincoln Goodale and Kelley, to confer with th«n on 
what could be done to locate the Ohio connection through Columbus,^

^Ohio Local Laws. XLV, 178.
^Journal of the Columbus City Council, ĵ r, 23, 1847,
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(This was the occasion for Kelley's report, mentioned above. ) The next 
month the P«rmsylvania Railroad sent a similar committee to Cincinnati 
to consider a connection to that city from their western terminus at 
Pittsburgh, The route of the Central Ohio clearly could fit into the 
plans of either or both of these trunk lines, a fact which must have 
given it favor in the eyes of the public.

Steps toward organization of the new company were soon taken.
The Muskingum County corporators, as the prime movers in the venture, 
by newspaper advertisement invited the corporators in the other two 
counties to meet with them in Zanesville on July 1 for "general con
sultation" in order to "unite and concentrate the public feeling" on 
the subject of railroad connections in the central part of the state.^ 
The Franklin County delegation was given prominence, a conventional 
way of trying to stimulate interest : Robert Neil was named one of the 
secretaries and Robert McCoy, a Columbus city councilman but not a 
corporator, was made chairman of the meeting.

It was resolved to open stock subscription books for two days at 
the end of the month and to call an organization meeting of stockholders 
as soon as the minimum $10,000 had been subscribed. Then followed a bit 
of typical inter-urban recrimination, with the Zanesville Courier 
chiding Columbus for failing to support the undertaking and the Columbus 
Ohio State Journal (but not the Ohio Statesman) answering the "sneers" 
by saying that a few people in the capital city had taken the amount 
assigned to that place without the necessity of circulating the

%hio Statesman.June 18, 1847.
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subscription books widely,^ The amounts assigned were: Zanesville,
$5,000, and Colunûjus and Newar4c, $2,500 each.

When the stockholders met on August 26 at Newark it appeared that 
$18,500 in stock had been taken. Thirteen directors were elected of 
whom three were from Columbus: McCoy, Robert Neil and William Dennison,
son-in-law of William Neil, The directors chose the officers, selecting 
Solomon Sturges of Zanesville as president. It is haixi to say how much 
significance should attach to the fact that of the twenty-six corporators 
named in the charter only nine were present: five of the nine desig
nated from Muskingum County, four of the twelve from Licking, and none 
of the five from Frahklin,

The people of the latter county may have excused themselves on the 
ground that they were being importuned just then by too many railroad 
promoters. That summer at least four different rail ventures solicited 
Columbus funds, as follows :

Columbus and Xenia Railroad, books opened June 15;
Franklin and Washington Railroad, books opened July 6;
Central Ohio Railroad, books opened July 29;
Columbus and Sandusky Railroad, books opened September 13,

It is probable that the Columbus and Lake Erie Railroad also sought to 
raise capital at the same time, and perhaps other lines as well. The 
second and third companies on the list opened their books in the office 
of the mayor arvi were in direct competition since each aimed openly at 
a connection with the B. 4 0. In both of them, moreover, the Neil

Q̂aio State Journal, Aug, 10, 1847.



235
family was represented. The Zanesville Courier thought that Columbus 
should support the Central Ohio in preference to the Franklin and Wash
ington (sometimes called the Franklin and Ohio because of an error in 
drafting), to which the Ohio State Journal replied that Columbus meant 
no ill to Zanesville and was not deliberately disregarding the interests 
of that city.7

Two other events of the summer deserve mention: The B, & 0. fin
ally decided to submit to the mandate of the Virginia legislature and 
make Wheeling its western terminus; and eastern capital began to flow 
into certain Buckeye railroads, although not yet into the Central Ohio, 
In a short while. New England rail contractors were at work in the 
state, and later some will be found on the Central.

The B. & 0. ' s decision in regard to Wheeling did not make that 
city the connecting point with the Central Ohio. By rights, the latter 
should have terminated at either Bridgeport (long known as Kirkwood) 
or Martin's Ferry, two communities lying side by side across the river 
from Wheeling. Ferry service, and eventually a bridge when money was 
available, could have joined the traffic of the two lines.

But Wheeling for several years was most uncooperative and would 
not come to terms with the Central road, despite the fact that like so 
many other Virginia communities it was a very railroad-minded city. 
(Through 1856 it was to invest some $1,050,000 in four other lines, none 
of inportance to this work.) When it voted at last to put up $250,000

Îbid.. June 17. 1847.
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for the road from Columbus, which, it considered, had no alternative but 
to accept its terms, so many burdensome coiKiitions were attached to the 
offer that the Central Ohio would have none of it.

The Buckeye railroaders finally located their eastern terminus 
at Bellaire, directly across the river from a stop on the B. & 0. known 
as Benwood, some four miles south of Wheeling. The latter city went to 
court to block the connection at that point but after a year or so gave 
up struggling and finally reached an agreement with the carriers: it
would make itself the interchange point and assist in securing a bridge 
over the river to Kirkwood. To this day, however, the B. <4 0. crosses 
the Ohio by a bridge from Benwood to Bellaire and has no crossing at 
Wheeling. In this study. Wheeling is sometimes called, for convenience, 
the connecting point between the two roads, whereas, strictly sneaking, 
such point is obviously Bellaire-Benwood.

Jonathan Kni^t, one of the B. & O.'s consulting engineers, «n- 
ployed by the Central Ohio to make a "reconnaissance” of the line 
between Columbus and the river, presented his report in November,

g
1847. He was optimistic as to the value of the project; gave the 
probable average cost for grading, masonry and bridging as $10,000 per 
mile from the river to Zanesville and $5.000 from that place to Colum
bus. In line with the best practice of the day he favored using a 
heavy rail. Here we have the first of the errors in estimating costs 
which contributed to the eventual failure, for Knight's figures were 
much too low.

8Ibid.. Nov. 20. 184?.
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Like the baokers of earlier roads, the promoters of the Central 

Ohio soon found that popular orivate support for their enterprise was 
not fojrthooming in sufficient amounts to get it under way and so for 
several years in succession they aoplied to the legislature for help. 
Their first appeal resulted in permission for Muskingum County to buy 
$60,000 of the railroad’s stock, provided Zanesville first bought 
$30,000 worth,^ which the latter did in a few months. Such sums were 
insufficient, so the next year, to get somewhat ahead of our story, the 
act was amended to let the county subscribe for $90,000 additional and 
the town to buy $20,000 additional a total from the two conmunities of 
$200,000 in public f u n d s . A  charter provision giving the legislature 
power to fix the tolls after ten years was eliminated. The following 
year no less than seven more acts were passed which made easier the 
financing of the Central Ohio, part of the spate which prompted an 
editorial suggestion that perhaps only taxpayers should be permitted to 
vote on proposals to put public money into plank roads and railroads.

With the coming of spring in 1848 Ohio felt another burst of 
interest in the new mode of transportation. A Railroad Convention was 
held at Coshocton on May 19 to choose between five proposed lines which 
sought to connect the central part of the state with the East. One of 
the five, of course, was the road with îdiich we are here concerned, and 
a second was the Steubenville and Indiana, to be considered later. The

xLvi, 165.
^°Ibid.. XL7II, 176.
^hio State Journal. Apr, 9, 1850.



238
remaining three never got out of the eotoplaamic stage. Columbus, per
haps because at that time it was very busy with its own two favorites, 
the Columbus and Xenia and the C.C. & C. roads, sent but one delegate,
W. B. Hubbard, a prominent banker, lawyer and politician, later elected 
president of two railroads, who was chosen to preside. The convention 
endorsed no route but resolved to get detailed data and meet again in 
Seotember, which, apparently, it never did.

The Coshocton convention is a reminder that although the Central 
Ohio was to exchange traffic with the B. <4 0. at Bellaire it had no ex
clusive connection with that great line. Even before the two roads had 
begun the exchange the Baltimore Company was working, through a subsidi
ary, on a line to Parkersburg (a point on the river south of Bellaire) 
and a ferry connection with the Marietta and Cincinnati Railroad. The 
latter stretched across the southern part of the state and, since it 
offered a much shorter and more direct route to the Queen City, could 
not fail to threaten the diversion of a great deal of traffic from the 
Central Ohio. After its completion in 1857 the Parkersburg route be
came a part of the B. 4 O.'s "main stem" between Baltimore and St. Louis.

In August following the convention the Central Ohio stockholders 
held their second annual meeting and election of directors. McCoy and 
Dennison from Columbus were re-elected, but not Robert Neil. Sturges 
was replaced as president by Colonel John H. Sullivan, also of Zanes
ville, ■vdio seems to have displayed more driving energy than sound 
judgment in the seven years he was to be head of the dorporation.
During his first year in office, it is true, little seans to have been
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accomplished, other than to obtain the legislative assistance already
mentioned and to build first the section of the line between Columbus
and Zanesville, estimated to cost as follows:

Rails...................... S 422,500
Rolling stock ..............  80,000
All e l s e .................. 475.000

$ 977,500

Rails and rolling stock could be oaid for by bonds, as was customary,
and the remainder would come from the sale of stock in this manner:

Muskingum Couaty .......  300,000
Licking County .................. 100,000
Franklin County .  ............  100,000

The amount from Muskingum was based on the following ea^ectations :
Already privately subscribed . . . .  $ 175,000 
Expected fixm county subscription . 90,000
Expected from town subscription , . 20,000
Balance to be raised . ........... 15,000

Presented in this way the project seemed reasonable enough, even 
if certain figures were open to question. For example, the item of 
$175,000 "already privately subscribed" in Muskingum appeared in point 
of fact to include the $90,000 already voted from public funis by the 
county and town.^ The people of Zanesville at least seemed satisfied 
since they voted that summer to increase their public subscription by 
the $20,000 permitted in the recent act.

12Ohio State Journal. July 18, 1849.



240
The ünsuccessfvil Railroad Elections

Presumably the large number of laws benefiting the Central Ohio 
which had been put on the books by the early months of 1850 should have 
evidenced a favorable climate of opinion for that road, at least in 
Columbus, but the voters of the city and its county went to the polls in 
May and soundly defeated a proposition for a oublie subscription to rail
road stock. An enabling act passed March 1 of that year had authorized 
the city and county, (with the approval of the voters) to subscribe to 
such stock as follows

County City
Railroad Ccaapany Subscription Subscription

Central Ohio $ 50,000 $ 20,000
Lancaster 25,000 1^,000
Franklin, Pickaway and Ross County 25,000 15,000

The act further provided that: (1) the county and city had to
subscribe to all or none; (2) th^ might borrow to pay for the stock,
which was to be held to pay off the borrowings; (3) in the county, but
not in the city, a special railroad tax had to be levied to pay for the 
stock; (4) if the vote was adverse, the proposition might be re-submitted 
in 1851. A "rider" to the act permitted Pickaway County to subscribe for 
$50,000 of stock in the Franklin, Pickaway and Ross County road.

The Lancaster Railroad, chartered February 14, 1848, to run from 
Lancaster to Columbus, was a strictly Fairfield County affair with no 
man recognizably from Columbus amor^ its organizers, although a number

^̂ Qhio Local Laws. Vol. XLVIII, 306.
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of the Lancastrtans were men of prominence, such as Darius Tallmadge and 
Thomas Swing. Its only appearance before the public was at this elec
tion.

The charter for the Franklin, Pickaway and Ross County Railroad had 
been granted March 20, 1850, less than two months before the election.
It is discussed, along with some other aspects of the company, in Chap
ter Five. Robert Neil was a corporator. One wonders why the Zanesville 
lobbyists, if one may call them that, who had been so successful in 
getting the same session of the legislature to aoprove authorizations 
for a considerable number of other, and relatively unencumbered, muni
cipal subscriptions to Central Ohio stock, in this case let the law
makers link their project in the Columbus and Franklin County vote to 
what were two very weak companies.

In comparison with the columns in the press in 184? when the 
C.C.& C. and the Columbus and Xenia roads sought public aid, the news
paper soace given to this election was negligible. The Democratic Ohio 
Statesman, as equivocal in railroad matters as it was forthrtght in 
political ones, published an official advertisement in reference to the 
election and a letter from President Sullivan of the Central Ohio, 
urging support for the subscriptions —  and that was all,^^ The Whig 
Ohio State Journal hardly did better; it copied Sullivan’s letter from 
the Statesman, it printed a letter signed "X" which supported the sub
scriptions while pointing out that an eleven percent rise in local land 
taxes would follow, and it printed a letter signed "Z" from a person in

14Ohio Statesman. Apr. 17. May 9, 1850.
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Zanesville not too warmly favoring an affirmative vote.^^ Neither paper 

gave the proposition an editorial blessing.
When the votes were counted it was found that the city, always more 

railroad-minded than the county, had rejected the subscriptions by 531 
to 348. Two of the five wards, those lying north of State Street, had 
favored it ; the three southerly wards, where the Democratic feeling was 
strongest, were opposed. In the county not a single township went for 
the railroads and the proposal was defeated ty about five to one.^^
Four reasons were advanced to explain the outcome.

An editorial note in the Chlo Statesman followed the "party line," 
to use the modem term, and disposed of the matter in one sentence:
"This vote was not against the roads but against further debts of that 
soi-t."̂  ̂ The Ohio State Journal saw three causes for the defeat:
(a) the vote had to be for all or none of the subscriptions; (b) jeal
ousy between the north and south ends of the city; (c) opposition to 
the nrincinle of voting public funds to aid railroads.^ No one sug
gested that the voters may have objected to paying higher taxes.

The directors of the line did not falter at this blow. Within a 
month they let contracts to build the section between Zanesville and 

Newark and in November they contracted for the part between Newark and

•Weekly Ohio State Journal. May 14, 1850.
^^The Weekly Ohio State Journal. May 21, 1850, and the Ohio 

Statesman. May 14, 1850, differ as to the actual vote.
^^Ohio Statesman. May 14, 1850.
‘̂̂ eekly Ohio State Journal. May 21, 1850.
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Columbus,encouraged, no doubt by the affirmative vote in Guernsey
County for a stock subscription of $100,000. (The Jeffersonian, a
Democratic newspaper in that county, referred to those irtio favored the

20subscription as "fund mongers" and "Shylocks.") The great success of
the Columbus and Xenia Railroad, which had begun operations in February
of that year, probably added to the optimism of the directors. When
the contracts were awarded in November, Irish names predcaninated among
the successful bidders, as was often true on mid-western railr-oads.

The adtual construction work for the stretch between Columbus and
Zanesville was heavier than anything encountered by the first two lines
to enter Columbus, a fact to be kept in mind when comparisons are made
between the Central Ohio and its predecessors. In one section (No, 13),

60,000 cubic yards of embankment were called for; in the famous Black
21Hand gorge east of Newark (flooded by the modem Dillon dam) a cut

was to be made through 700 feet of coarse-grained sandstone, at one

point 64 feet deep, a task that took just twelve months to conç)lete;
to cross the valley of Big Walnut Creek, near Columbus, some 300,000
cubic yards of esdbankment and a considerable length of trestle, a part
of it 30 feet high, were needed; an iron bridge more than 500 feet long

22was specified over the Muskingum at Zanesville. None of this was of

19Central Ohio R.R., Third Annual Report (for 1850-51), n.p.,n.d.
20Quoted in Weekly Ohio State Journal. Oct, 22, 1850,
C o l u m b u s  Sunday Dispatch. Feb, 17, 1952,

^Ohio State Journal. Jan, 31, 1853; William Prescott Smith, The 
Book of the Great Railway Celebrations of 1857. New York, 1858,
Part n ,  p. 18,
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inordinate difficulty but it all made for a heavy expenditure of money 
and time.

Once uixier way the construction progressed without incident at a
rate that gave no cause for conçlaint. The management should have had

time to attend to its public relations in oreperation for the election

in Aoril, 1851. when the propositions as to railroad stock subscriptions
by Columbus and Franklin County were to be resubmitted to the voters,
Tf the railroad, its friends, or anyone else made a real effort to win
popular support for an affirmative vote at the second try there is no
evidence to show it. The matter was virtually ignored in the newspapers,
the Ohio State .Tonmal^^ printing nothing except one tepid endorsement
of the subscription and the Ohio Statesman mentioning the election and
the Democratic candidates but not mentioning the railroad vote. Three

24months earlier it had opposed public aid for railroads. The result, 
when finally printed, showed a total in the city of 3l6 yes votes and 
3543 no votes. Not a ward in the city favored the carriers and only 
one was even close. Naturally, no township supported them and in six 
townships not a sin^e yes vote was tallied,

Six weeks before the election the C,C, & C, railroad had begun 
operating trains into Columbus and very quickly was proving a success. 
The Columbus and X«iia Railroad had been doing a profitable business 
for more than a year. The Central Ohio by then had let two contracts

21Ohio State Journal. Apr, 5. 1851.
?4Ohio Statemian. Jan, 18, I85I.
^̂ Ibid., April 11, 1851.
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and looked, at that stage, like a worthwhile venture. The entire state 
was railroaded-mindod and becoming more so. Why^then, the people of 
the city and county so overwhelmingly rejected the proposal to aid 
three railroads is hard to exnlain. There is no direct evidence, but 
one is led to surmise that the same reasons prevailed in 1851 as in 1850.

The loss of the $70,000 in stock subscriptions which were at stake 
was a blow to the railroad, but not a crippling one. As will be seen, 
the conçiany' s difficulties lay more in how its money was spent than 
in raising it.

Estimated Profit: 25^ per Annum

The first comprehensive estimate of the cost of the road from
Columbus to the river is found in the Exhibit (such a pamphlet is
today called a prospectus) issued in Now York in 1851 in connection with
the sale of $450,000 first mortgage bonds. The obligations were a
lien on the western division, so-called, between Columbus and Zanesville,
some 58 miles. (The Columbus and Xenia road put a first moiigage of
$300,000 on its 54 miles, but the comparison must not be pushed too
far.) The pamphlet claimed the whole undertaking would cost as follows:

Western Division  ............... $ 877,000
Eastern Division . . .  ..........  1,467,000
Depots, etc. .  ..............  50,000
Additional rolling stock ......... 250.000

$2,644,000

^^Sxhiblt of the Central Ohio Railroad Company. New York, 1851*
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It was pointed out that the conpany possessed a "very liberal charter," 
which conferred the right to appropriate lands for ancillary purposes, 

and that when it came to paying for such lands, "benefits shall be 
assessed as an offset to damages," (The courts, it was later found, 
would look askance at land prices arrived at by that sort of computation.) 
A return of 255̂  on invested caoital could be anticipated, according to 
the Exhibit.

The bonds were sold on reportedly good terms, the proceeds going 
to pay for 6,000 tons of rails (made in England) and equipment. Presi
dent Sullivan also sold to the same bond buyers a total of $180,000 
bonds issued to the railroad by Zanesville and the counties of Musking
um and Licking in exchange for its capital stock to which they had 
subscribed. These municipal obligations went at a price of 92$ of par. 
About three-quarters of the first mortgage bonds were resold in England
for cash, at a good price, the president happily informed the stock- 

27holders. The conçany thus got off to a satisfactory financial start, 
at least as far as borrowed money was concerned.

In respect to equity capital the available evidence is not so
conclusive. About the time of the bond sale, a financial advertisement 
in the New York Tribune announced an offering of $200,000 capital stock
of the railroad, but how much was sold was not revealed. A year or two
later, the president stated in a "Memorial" to the state House of Rep
resentatives that "Of stock in the Central Ohio Road there is not six 
thousand dollars owned out of the State," He added the interesting

27Central Ohio R,R,, Third Annual Report.
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comment that subscriptions to the road’s stock "were not made with a 
view to dividends as the first consideration. The anticipated influence 
on labor, produce and real estate" was responsible for the backing

pQgiven the road*
The Third Annual Ranort showed that some $40,000 in stock had been 

subscribed by individuals in Franklin County and that the Columbus and 
Xenia Railroad was to buy shares in the sum of $60,000, for which it 
would pay by giving its bonds in that amount. Upon the Central Ohio 
rested the counter-obligation to take an equal amount of stock in the 
line to Xenia. As of the date of the Report, probably August 1, 1851* 
the total stock subscribed in the Central road amounted to $508,600 
of :4iich $306,643 had been paid in. This reasonably satisfactory 
showing was in line with what other roads were doing at a time when the 
state was seething with rail activities.

First Section Opened

Meanwhile, construction work on the Central Ohio had been going 
forward and by January, 1852, the twenty-five mile section between 
Zanesville and Newark was opened for traffic, less than two years from 
the time the contracts were let. Since the iron railroad bridge over 
the Muskingum at Zanesville was still incomplete, passengers aûLighted 
on the west bank of the river and took hacks across the famous "Y"

H. Sulliva^ Memorial - To the Honorable, the House of 
Representatives of the State of Ohio, n.p., n.d.
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bridge to reach the town. The railroad span went into use in November, 
1353.̂  ̂ It may prove «ilightening to consider briefly two probable rea
sons why the Zanesvllle-Newark section was the first to be built.

Zanesville was the town most interested in the road and the place 
fTiost likely to support it, so it was a canny move to let the Inhabitants 
see some tangible evidence of their investment, in the hope that they 
might put up still more money. Also, at each end of this stretch of 
rail a connection could be made with existing transportation facilities; 
at Zanesville with Muskingum river traffic, especially for coal, and 
at Newark with both the Ohio canal and the railroad of over-sized gauge 
which went to the port of Sandusky. This line, frequently mentioned 
in earlier chapters, is the one called, for convenience, the Sandusky, 
Mansfield and Newark, a corporate title it did not properly assume until

1853.
Work on the Central Ohio's second section, between Newark and 

Columbus, went ahead despite various obstacles: cholera broke out
among the laborers, and one report told of fourteen deaths "causing 
quite a stampede among the survivors ; a contractor ran off with 
$6,000 due his workraœi; unexpectedly heavy and costly work was re
quired at the crossing of Big Walnut creek; freshets led to interrup
tions. President Sullivan's labors to surmount these difficulties are

^^orris F. Schneider, J Bridge City. The Story of Zanesville 
and Muskingum County. Cleveland and New York, 1950, pp. 131-2,

^̂ Ohio State Journal. Aug, 24, 1852»
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told with gusto and given a Herculean tinge in Smith's brief history of 
the Central Ohio, a history that the records of the B. 4 0, indicate 
was written by Sullivan himself

The actual opening of the road into Columbus, the city's third 
railroad and its first direct line toward the all-important east, was 
rather anti-climactic. On January 19, 1853. the day the first train 
arrived, the Ohio Statesman recorded the fact bidefly and without en
thusiasm, while the Ohio State Journal ignored the local road and waxed 
jubilant over the opening of service on the B. & 0. into Wheeling.
The following day that paper reported that passengers on the new local 
line had been landed at the C.C. & C. depot in Columbus and added:
"Our citizens were not looking for the train yesterday and were some
what taken by surprise. We shall have more to say of this important 
consummation in our next,"^^

"Our next" made no reference to the road, but a few days later an 
item appeared which read in full as follows; "The trains continue to 
run regularly twice a day to and from Zanesville on the Central Road.
The Zanesville Daily Courier^  and the Newark Advocate.published in 
towns vitally concerned with the new line, were equally brief but less 
tart. The Lords of the Press in Ohio in due course allowed the railroad

31Smith, Great Railway Celebrations of 1857. Part II, Chapter III.
32Ohio State Journal. Jan. 20, 1853*
^̂ Ibid.. Jan. 25, 1853.
^^Zanesville Daily Courier. Jan. 20, 1853*
^^ewark Advocate. Jan. 26, 1853.
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to "deadhead" them to Zanesville for an "Editorial Supper," a few days 
before the customary junket of the state legislature and other notables 
to that town. The two trips were part of its celebration to mark the 
ooening. Columbus appears not to have celebrated.

Soon after the commencement of regular service on Febinxary 1 
(two trains daily each way between Columbus and Zanesville), the com
pany authorized an issue of $800,000 first mortgage non-convertible 
bonds covering the eastern division between Zanesville and the river, 
by that time under construction. Half the issue was sold in Baltimore 
and $200,000 additional in New York, the latter amount at prices of 
95 to par. The balance was to be offered later as needed, A prospec
tus, presumably issued in connection with this borrowing, gives us a 
financial picture of the company at the time,^^

The division between Columbus and Zanesville, estimated in 1851 
to cost $877,000 actually had come to $1,150,000, The estimate for 
the eastern division had risen from $1,467,000 to $1,844,000, and for 
the entire undertaking from $2,644,000 to $3,300,000,including the 
Central Ohio's -share of a proposed bridge at Bellaire or Wheeling, 
Arranged in convenient form the figures show as follows:

36Statement of the Condition and Prospects of the Central 
Ohio Railroad, March 3. 1853. New York, 1853.
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PROPOSED FINANCIAL PLAN FOR CENTRAL OHIO RAILROAD - 1853

Item Western Dlv. Eastern Dlv. Total
Caoital Stock $ 508,000 $ 927.000 $ 1,435,000
Mortgage Bonds 450,000 800,000 1,250,000
Surplus Real Estate 100,000 100,000
Floating Debt 192,000 192,000
To be Provided For _________  17.000 17.000

TOTALS $1,150,000 $1,844,000 $ 2,994,000
Share of Bridge 306.000

GRAND TOTAL $ 3,300,000

The next half dozen years were to reveal how unrealistic these 
figures were.

Financial matters, aggravated by the general money stringency in 
the last half of 1853» assumed larger proportions as the contractors 
struggled to build the eastern division. Undoubtedly because they 
thought their action would enhance the value of the conç>any's securities 
and stimulate the sale of stock (an error or judgment common to many 
early Ohio railroad managements), the directors were reported to have 
declared a four percent cash dividend out of the earnings of that part
of the line between Columbus and Zanesville from the time it opened on
January 19 to June 30» 1853.^^

Hazardous as this action was, it may perhaps have cost the company 
less in the long run than its policy of paying eight percent interest on

37Railroad Record. June 30, 1853: Ohio Statesman. June IB, 1853.
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stock subscriptions from date of purchase until regular dividends were 
inaugurated. This plan was followed by not a few railroads. To the 

Central Ohio directors, a four percent dividend from nearly half a 
year's operations probably looked cheaper than interest at eight oer- 
cent per annum. This was because they soon ran out of cash to pay the 
interest and had to resort to what were called "due bills," or notes, 
which in turn bore eight percent interest on the first eight percent.^ 
If this looks like extortion, one should remember the risk taken by 
the Durchasers of the capital stock. When the railroad was re-organized 
a few years later they were given forty cents on the dollar for their 
investment, payable in new common stock of dubious worth.

But in the summer of 1853 the prospects of the Central Ohio (as 
of most other railroads at that time) still looked favorable. Business 
on the road was reported good in the face of the r«narkable fact that 
it operated in the beginning "without the facilities of a single 
freight or passenger house for the accommodation of trade.Stock 
was sold to the amount of $200,000 in addition to $800,000 second 
mortgage bonds covering the entire line. It gave the «nbryonic Cin
cinnati, Wilmington and Zanesville Railroad, which it looked upon as an 
"auxiliary" line offering a short route to the Queen City, $100,000 
of its bonds in exchange for a like amount of the letter's stock.

When business turned bad in the latter part of the year, such 
railroad schemes as had not yet reached the construction stage faded

^®From text of "due bill" in files of B. & 0. Railroad in Baltimore.
^̂ Railroad Record. Mar. 24, 1853»
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away and for the most part were no more seen. The majority of those 
which had broken ground, however, managed to stumble on until they 
linked two termini between which they could maintain some sort of 
service. The Central Ohio distinguished itself by completing a long 
stretch under difficult conditions which for part of the time included 
the money market stringency —  but it did so, as will appear, at the 
price of its solvency.

The Eastern Division

The seventy-nine mile stretch of road between Zanesville and the 
river was constructed in about two and one-half years, some of the way 
over relatively rough country which required four tunnels. One of the 
principal contractors was Bradley, Whittemore and Cong)any, Vermonters 
who apparently did not come up to the standard of canniness usually 
ascribed to that section since they agreed to take thirty percent of 
the contract price in stock. They also held a contract to build part 
of the Marietta and Cincinnati Railroad, a conçeting line.

The principal intermediate point on the stretch just mentioned is
Cambridge, county seat of Guernsey County, When service was opened 
there in the spring of 185^ the customary celebration was held, stimu
lated, no doubt, by the fact that the county had subscribed for $100,000 
caoital stock, paying for it with county bonds, and that rather heavy 
individual subscriptions had been made by Guernsey residents. The
subsequent history of the county's investment is interesting: part of

Smith, Great Railway Celebrations of 1857. Part II, p. 18.
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the $100,000 block was sold and the proceeds invested in stock of the 
Pittsburgh, Maysville and Cincinnati Railroad, better known to fanciers 
of the early iron horse as the "Calico Railroad," a transaction that re
sulted in a total loss. The balance of the Central Ohio holding was 
eventually sold and the cash applied toward the cost of the present 
courthouse,

The first train of oars to run the entire distance to Columbus 
from the Ohio River was the special "inauguration" train on November 1, 
1854. On board were several hundred dignitaries from Baltimore, in
cluding Thomas Swann, president of the B. & 0., and, very probably, 
Chauncey Brooks who had been elected a Central Ohio director that 
August and succeeded Swann as B. & 0. president in November, 1855 - 
The presence of the Baltimoreans was in part because of the inçîortance 
ascribed to the new Buckeye line as a western connection, the B. &
O.’s first beyond the river.

Another reason for their presence was doubtless because some
51,500,000 Central Ohio bonds had been sold through Robert Garrett 
and Sons, the great Baltimore banking firm which was successful in 
finding buyers for the securities after the New York market had been 
canvassed in vain.

President Sullivan, for all his boastings and controversies.

^^illiam G. Wolfe, Stories of Guernsey Countv. Ohio. Cambridge, 
Ohio, 1943,pp. 205-208.

42Smith, Great Railway Celebrations of 1857. Part II, p. 20; 
Janney in Lee, History of Columbus. II, 261,
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a on eared to have done a satisfactory job of railroad building, accord
ing to the probably tendentious report made a few months before the 
opening by Wendell Bolman. The Master of Road of the B. & 0. had been 
sent out to Ohio by his employers to inspect the new line which seemed 
to promise so much for Baltimore. He pronounced the work well done, 
in a substantial manner, the right of way nearly all fenced, few curves, 
easy grades, and ample equipment on hand or on order. Heavy T rail
(sixty pounds to the yard) was used throughout and the line was con
sidered very favorable for economical transportation. Coal was
reported present along eighty miles of the route. The Ohio was to be
crossed by a steam ferry-boat able to carry all the people on a pas
senger train or half the load of a freight train, according to Bolman 
whose tone was both optimistic and laudatoxy. Unfortunately he shed 
little light on one of the principal problems of the road —  why the 
project as a whole cost so much.

From various other sources we know some of the reasons, but they 
explain only in part why a railroad which in 1851 was to cost 
$2,644,000, in 1853 $3,300,000, and in 1654 $4,661,557, reached in 
1858-9 a figure for total liabilities of $6,810,432. Certain of the 
causes are clear. The scale on which the road was built was too ex- 
oensive, even when well done: all tunnels and bridge masonry and much
of the grading were wide enough for a double track in anticipation of 
future needs, which even to this day have not yet required a second

Central
^^/wendell Bolm^ Report of Mr. Bolman in Relation to the 
al Ohi.o Ratlroadr Baltimore. 1854.
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oair of rails. A great deal of the work was done at a time when 
commodity prices were rising —  the influence of the newly-found Cali
fornia gold was being felt —  ard costs were said to be up thirty per
cent. A slight change in the route also added to the expense. It 
is nrobable that too much rolling stock was bought although this 
matter is uncertain. IVhy the section of the line from a point near 
Cambridge to the river was first estimated to cost $995.5^6 and finally 
came to almost $3,000,000 was not explained.

Had there been improprieties connected with these matters on the 
part of the management, it is probable that they would have been aired 
in the acrimonious and well-publicized controversy which broke out 
betweffla President Sullivan and certain critics in Zanesville who claimed 
that he was slighting some of the business interests of that place in 
favor of out-of-town suppliers. From the paaç)hlets hurled back and 
forth one gets a picture of an ambitious little railroad risking some 
of its capital (or at least its credit) in aid of a local iron company 

which had begun the manufacture of passenger and freight cars; it was
J j J lsaid to be the third such business in the town. The line is also 

seen as planning to risk still more for a new rail mill, in both cases 
doing so with the hope of developing traffic for itself. One does not, 
however, get the impression that the road's investments of this nature 
were either reprehensible or so great as to endanger its financial

Railroad Record. Apr. 14, 1853.
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oosition. Similar investments by other railroads have been common.

Regular Operations

Once the line had been completed and regular service started, the 
comoany found that far from having put most of its troubles behind it, 
it had merely exchanged construction problems for operating ones, a num
ber of them connected with the Ohio River, The woes commenced at once. 
An early freeze in the river, in December, 185̂ , blocked water-borne 
traffic between Cincinnati and the B, & 0. at Wheeling and threw an 
impossible burden on the rail lines. The Central Ohio was in no condi
tion to handle any great volume: much of its road-bed was brand new,
as was its equipment; its staff was for the most part inexperienced.
It quickly found that some of its rolling stock was of the wrong type 
for the work at hand; the sidings were insufficient for such heavy 
traffic. In consequence, the shippers and travellers were dissatisfied, 
the road got a bad name, extraordinary expenses to correct shortcomings 
ate into the earnings,^

The problem of getting traffic across the river from its terminus 
at Bellaire on the Ohio side to Senwood on the Virginia side and the 
connection with the B, & 0, long plagued the Central road. The steam

^Three pamphlets issued during the controversy were: Report of
the Committee of the ̂ anesvill3 Citv Council in relation to the 
management of the CenTral Ohio Railroad. n,p,. n,d.: Reply of the 
Central Ohio Railroad Committee to application of City Council of 
Zanesville in relation to late car and locomotive contracts. Zanesville, 
1854; and Re.joinder bv Henry Blandv. Zanesville, 1854, iuSmith, Creat R^4Iwav Celebrations of 1857. Part II, p, 20;
Central Ohio R,R,, Ninth Annual Report, (for 1856-57) in Railroad 
Record. Got, 1, 1857,
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ferry-boat, or ferry steam-boat as it was also called (named "Brown 
Dick") must have been subjected to about the same hazards of flood, ice 
and low water which troubled boats plying up and down the river, and 
traffic ferried between the two railroads suffered accordingly,

A second handicap to a convenient interchange was the hilly nature 
of the land on the Ohio side. To get its trains down to the river's 
edge, the Central Ohio had to use an inclined plane, or "rail-stairway," 
which apparently was a nerve-shaking affair. (Similar ones were lo
cated at Maidetta, Ohio, and Madison, Indiana.) A newspaper article
pointed out that "should the brakes give way or the locomotive suddenly

47get out of order, the whole train would roll back into the Ohio,"
Because of the magnitude of the undertakings and the delays caused by 
the Civil War, railroad bridges at Bellaire and Parkersburg were not 
built until 1871 when the B. 4 0* controlled the lines that used them. 

Both the Central Ohio and the B. & 0. were to suffer because the 
stronger one delayed so long in coming to the aid of its struggling 
colleague. The year 1855 saw new troubles besetting the Central road: 
competition waxed keen with the Ohio and Pennsylvania line; the roof of 
the tunnel at Cambridge collapsed during the summer, making necessary a 
makeshift and costly transfer arrangement that was to last half a year; 
revenue,: declined in consequence, financial woes multiplied, creditors 
grew more pressing; the Licking County sheriff seized three cars from 
an express train to satisfy a debt,^

47Daily Ohio State Journal. Nov. 13, 1855, from the Cincinnati
Times.

^Ohlo Statesman. Dec. 1, 1855.
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The road got a breathing spell when the B. & 0. helped out to some 

extent by "lending" a general superintendent and buying $400,000 of the 
fourth mortgage seven percent bonds issued early in 1856 to liquidate 
part of the floating debt. The Baltimore company paid for its purchase 
by giving its own six percent bonds rather than cash, but no interest 
was ever paid on the securities vAiioh it received.

The previous summer President Sullivan, facing mar^ enemies and 
factions among the stockholders, had refused re-election and was suc
ceeded by Elias Fassett of New York,^^ The new president had had 
considerable financial experience in the East but his recourse to the 
fourth mortgage loan merely put off the evil day. The company issued 
no report for the year ending July 31, 1856. That fall, however, hopes 
revived when the Cleveland and Pittsburgh Railroad extended its tracks 
from Wellsville southwards to Bellaire (and also to the northeast), 
giving the Central road all-rail connections with the two ii^rtant 
termini of its new neighbor. Traffic volume soared and the Central 
Ohio could not handle all the business offered it.

There was a hectic flush to the affairs of the railroad which 
matched the boom conditions orevailing generally throughout the country 

as business rose to the speculative heights preceding the panic of 
1857. The failure of the Ohio Life InsuMince and Trust Company, which 
touched off the great decline in prices and business activity, occurred 
in August of that year, the month following the end of the period

49Ohio State Journal. Sept. 1, 1855; but see also Smith, Great 
Bailway Celebrations 1857. Part II, p. 23.
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(1856-57) covered by the Ninth Annual Report of the Central Ohio.^®
The Report presented a large amount of encouraging information about 
the company at a time when traffic was still heavy and general business 
at a peak; an optimist might have inferred that the line would be able 
to extricate itself from its difficulties.

The twelve months ending July 31. 1857, produced total transpor
tation revenues of $712,213, or about 44^ over the previous year.
A brief operating statement, included in the Report, showed as 
follows :

OPERATING STATEMENT FOR YEAR BINDING JULY 31, 1857

Receipts; Passengers................  $ 276,369
Express . . . .  ..........  10,029
Mails .................  29,281
Freight .................  396.532

$ 712,213
Expenses: Total .................  577.842
Net Earnings  $ 134,370

The report stated that the net earnings amounted to over eight 
percent on the capital stock. It was carefully explained that the 
item of Expenses was swollen because of "Extra-ordinary Repairs" to 
the road due to its unfinished condition and because of large ex
penditures to remodel some rolling stock found to be unsuited to
local conditions.

The condition of the road was given in the following statement:

Railroad Record. Oct. 1, 1857.
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statement of the Central Ohio Railroad as of July 31. 1857

ASSETS

Construction Account .....................  . . .  $ 5,249,154
To be added to Construction Account ............  250,897
Real Estate and Shops........ .... .............  131,516
Machinery .................................  788,664
Stock in C.W. & Z.R.R. (deposited as collateral) . 100,000
Other Assets ................................... 298.502

TOTAL $ 6,818,733

LIABILITIES

Capital Stock, net   $ 1,626,856
Bonds, First Mortgage, 1B61   450,000
" " " , 1864   800,000
" , Second Mortgage (net) ..................  785,000
" , Third Mortgage (net) ..................  2,000
" , Fourth Mortgage (net) ..................  994,500
" , Income  .......................  562,300
" , Income, in re C.W, & Z. stock........... 100,000

Unfunded or floating d e b t ...................  1,285,572
Other obligations . ......................... 212.505

TOTAL $ 6.818,733

Certain comments on this statement are in order. The "(net)" 
amounts of mortgage bonds are for bonds outstanding exclusive of those 
in sinking funds or deposited as collateral to other obligations. A 
conç»arison of the two asset items of Construction and Machinery (̂ ._g., 
rolling stock) with those of the Little Miami-Columbus and Xenia line 
for the same year (with the raminder, as already pointed out, that 
such comparisons are dangerous ev«a when illuminating) shows that the 
latter combined conçanies with almost the same length of road did some
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seventy percent more business with a slightly smaller investment in 
cars and locomotives and that their construction account was about sixty 
percent less oer mile than the Central Ohio's.

The unfavorable elements in the foregoing picture, compounded by 
the panic, may have proved too much for President Fassett. In aiqr 
event he resigned in the fall of 1857 and was succeeded by the vice- 
president, Hugh Judge Jewett. Even though he was unable to stem the 
tide which was fast sweeping the Central road to a receivership, Jew
ett did well enough to become in time a celebrated American railroad 
leader.

A native of Maryland, Jewett moved first with his brother Thomas 
L. Jewett, who also became a famous railroader, to St. Clairsville,
Ohio, and then, by himself, in 1848, to Zanesville. Here he practiced 
law, headed a bank, served as a state senator and in other political 
offices, joined the board of directors of the Central Ohio and became 
its president. After the B, 4 0. obtained contix>l of the Central road, 
Jewett was elected president in 1868 of the profitable Little Miami 
Railroad. With characteristic chill decisiveness he leased it a year 
and a half later to the Pennsylvania's subsidiary, the Pittsburgh, 
Cincinnati and St. Louis, of which his brother was then the president. 
The subsidiary, known in those days and even today as the Panhandle 
road, made him its vice-president. In 1874 he reached the summit of 
his career when the Erie Railway chose him for its president.

^^Blaok, Little Miami, pp. 141-2,
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Its notoriously bad condition —  the Gould days were not far be

hind —  was in Jewett’s mind when he said at the time of assuming the 
office: "I have not taken charge of the road for the puroose of losing 
my reputation as a railroad man,”̂ ^ He demanded and received a aiary 
of $40,000 a year, the largest ever paid a railroader up to then. In 
that cost he stayed ten years during which he reduced the line's 
famous six-foot gauge to the standaixi gauge of four feet, eight and 
one-half inches, and built the 250-mile link which gave the Erie an 
entrance into Chicago.

Even Jewett's unquestioned ability was not enough to prevent a 
decline in earnings on the Central Ohio in the years 1857-58 and 1858- 
59, a time when many of the recently formed rail lines were in great 
trouble because of the panic of '57 and the usual aftermath. In the 
case of the Central Ohio the ills of the panic were aggravated by the 
financial difficulties already mentioned and also by a severe blow to 
its traffic volume. ]h 1857 it lost its exclusive position as the 
only westward connection of the B. & 0. when the latter's subsidiary 
was opened to Parkersburg on the river where it made a ferry connec
tion with Marietta and a new line to Cincinnati. Frcan there another 
new line simultaneously was opened to St. Louis. In consequence, 
Baltimore became connected with Cincinnati and St. Louis by a virtu
ally continuous rail line (although the gauge was not uniform for the 
ehtire length) which took much through business from the Central Ohio.

^^Edward Hungerford, Men of Erie. New York, 1946, p. 200.
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Relations with Other Railroads

The boom in railroad construction in Ohio in the years just before 
the panic of '5? presented a series of oroblems to the management of 
every Buckeye line, since the opening of each new road in turn called 
for reconsideration of existing traffic patterns. In the case of the 
Central Ohio, three new lines connected to it within two years after 
it was completed for its full length, and a fourth new line, the com
bined Marietta and Cincinnati —  B. & 0. route, produced as we have 
already seen, a great change in its through traffic.

In April, 1855. some five months after the Central had opened for 
service, the Steubenville and Indiana Railroad began operations between 
Steubenville, a town on the Ohio about twenty-six miles upstream from 
Bellaire, and Newark where it reached the Central. The new line sought 
to tap the trade of the west via Columbus and channel it to Pittsburgh 
(and the Pennsylvania Railroad) over a prooosed Pittsburgh-Steubenville 
connection. But the plan went awry at both ends of the route. The 
company could get no further west than Newark and its own direct rail 
link from Steubenville to Pittsburgh did not materialize for several 
years.

The Steubenville road was basically a competitor of the Central* s 
since it offered a through route to the east, by way of Pittsburgh and 
the Pennsylvania Railroad, which rivaled the other* s through route by 

way of Bellaire and the B. & 0. Nevertheless, the Central was able to 
derive some benefit from it since the only access to western traffic 
available to the Steubenville and Indiana was over the line of the
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Central Ohio, At first, indeed, there was no physical connection be
tween their tracks at üewark, but in the spring of 1857, while business 
was still booming, the orosoerous Columbus and Xenia Railroad put up 
’.20,000 to finance the connection, buying the necessary land and taking 
title in its own name.

At its eastern end the Steubenville road had to use river steamers 
to reach Pittsburgh for the first year and a half until, in the fall 
of 1356 as told above, the Cleveland and Pittsburgh Railroad extended 
its line in two directions. From Wellsville that company pushed its 
tracks south along the river to Steubenville and on to Bellaire, there
by making connection with both the Steubenville road and the Central 
Ohio. It also built to the northeast to a junction with the Fort Wayne 
line which gave access to Pittsburgh, and the Pennsylvania Railroad, 
Such a connection with the B, & 0,’s great rival should have enabled 
the Central Ohio to play off one trunk line against another but it 
seemed unable to do so successfully.

The third new line connected to the Central was the Cincinnati, 
Wilmington and Zanesville Railroad which resembled the Steubenville 
and Indiana to this extent, that they both competed with the Central 
Ohio and, at the same time, by having one of their termini along its 
line, had to give it some traffic. In the beginning, the C.W.& Z., as 
it was sometimes called, apparently got off to a good start, for at the

51^^Burgess and Kennedy, Pennsylvania Railroad, p, 70; 0. Comm, of 
R.R. & Teleg, Annual Report for 186?,pp, 252-3*
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first meeting of stockholders, it was reported,^^ a grand total, with 

and without conditions, of $874,100 of stock had been sold. Among its 

organizers and directors were several Muskingum County men associated 

also with the Central, including fl. J. Jewett, Solomon St urges and D,

H. Lyman, at one time secretary of the latter road wliich in 1853» as 

already told, had encouraged its new neighbor to the extent of $100,000 

in bonds. In May, 1856,^^ the C.W. & Z. joined its tracks to the 

Cent rep.' s at Zanesville and ten months later it went into receivership. 

It is unlikely that the traffic it either added to or diverted from 

the Central Ohio amounted to much.

Another neighboring line which also had slight influence on the 

Central was the Sandusky, Mansfield and Newark Railroad with which one 

can hardly say that the Central connected at Newark since they were 

of different gauges. In later years, however, when both roads found 

themselves part of the B. & 0., they were adjoining segments of that 

line's through route to Chicago.

At its western terminus in Columbus the Central Ohio exchanged 

traffic with the Columbus and Xenia and the C.C.4 C., whose histories 

have already been told in Chanters Six and Seven respectively. Since 

Columbus was the eastern terminus of the Columbus, Piqua and Indiana 

Railroad, that line and the Central Ohio would have made an ideal 

through route for east-and-west traffic had it not been for two

^\feeklv Ohio State Journal. May 27, 1851.

^^Railroad Record. Feb. 26, 1857; but see Daily Ohio Statesman. 
Nov. 9, 1855 and Daily Ohio State Journal. Nov. 19, 1855.
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impediments: the former was built on the Indiana gauge of four feet,
sight and one-half inches and hence could not connect with any other 
road coming into Columbus ; and it ran into financial difficulties so 
early in its life that it was not able to push its tracks westward to 
any real traffic connection until six years after it had begun service.
The story of this concern. Including its efforts to reach a working 
agreement with the Central Ohio, will be told in the next chapter.

To the competition of the various railroads which have been described 
must be added, in the final phase of the Central Ohio's history before 
the receivership, the unlooked-for competition of the Ohio River, Un
usually good river conditions for about two years had caused a boom in 
traffic on the waterway, so that steamboat rates could be set below 
those by rail and still yield a profit. The B. & 0., to make matters 
worse for the Central, was giving its westbound business to the steamers 
instead of to that road. President Jewett coraolained, by setting the 
all-rail through rate at too high a figure.

The consequence was that westbound freight went by B. & 0. to 
Bellaire and thence by boat, leaving the Central road with enç)ty cars.
If the B. & 0. did as thus alleged, it was probably because it reasoned 
that by giving tne boats its westbound traffic, it might draw their 
eastbound traffic away from the Pennsylvania Railroad. Jewett of course 
threatened to retaliate by routing his company’s eastbound business over 
the Pennsylvania if the B. & 0. did not prove more cooperative.^^

^^Letter of H. J. Jewett. President of the Central Ohio Railroad 
Company, to the President and Directors of the Baltimore and Ohio Railroad 
Company in regard to the connection between the two roads. Baltimore, 1858.
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To threaten futilely was all that the tottering Central Ohio had

the power to do, aivi soon even that was beyond its strength. On May 1,

1859, the road was placed in the hands of a receiver, to which position
the court appointed President Jewett, The receivership was sought by
the trustee for the first and second mortgages, on which for some time
no interest had been paid, because of

the total inability of the Company to meet all its 
obligations, and the apparent determination of certain 
parties, controlling a portion of the insecured fTicI 
indebtedness of the Company, to compel the payment of 
such indebtedness, regardless of the rights and interests 
of others,57

Since the course of the Central Ohio was uneventful from the start 
of the receivership to the outbreak of the Civil War —  at which point 
this study terminates —  the story of the road's mishaps is nearly at 
an end. One curious item, however, deserves mention. The Central's 
Master Machinist reported for the year 1858-59 that continued trouble 
had been experienced in burning coal in the freight engines and that 
it had been necessary to renew the entire firebox after nine to twelve 
months of use. One large engine had been changed from coal to wood 
the previous year and five more similarly changed in the year that 
followed, "I would therefore reooiranend the use of wood as fuel," 
he wrote.Other roads experienced similar difficulties in their 
early efforts to bum coal. As one of the first Ohio lines to make

57Central Ohio Railroad, Eleventh Annual Report (for 1858-59), 
Columbus, 1859.

^®Ibid.. p. 46.
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the attempt (starting in 185^) the Central nevertheless deserves credit 
for pioneering in the right direction.

In 1859 D. W, Caldwell became superintendent of the Central Ohio 
with which he made such a distinguished record during the war that 
although a civilian he earned the nickname "General" which he never 
thereafter lost. In later years he was to become general manager of 
the Panhandle, president of the Nickel Plate and president of the Lake 
Shore and Michigan Southern Railroad,

Epilogue

During the more than six years the company was in the hands of 
Jewett as receiver perhaps its most inç>ortant single act was to sell 
to the Steubenville and Indiana Railroad in 1864 an undivided half- 
interest in its line between Newark and Columbus. The purchase price 
of $775,000 was applied toward the $950,000 third mortgage, a lien 
against the entii*e line which was thereupon paid off. To this day 
that stretch of road is owned jointly by the B. & 0. and the Pennsyl
vania railroads, or their subsidiaries, successors to the parties to 
the original transaction.

December 1, 1865, with the Civil War over, the Central Ohio 
emerged from receivership under the name of Central Ohio Railroad 
Company as Reorganized, purged of many of its old debts and with its

59Taylor Hasqpton, The Nickel Plate Road. Cleveland and Now York, 
1947. p. 210,
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old capital stock written down to forty percent of the original value.
A year later the B. & 0. leased the road and thereafter operated and 
mainta:lned it as its Central Ohio Division. The corporate existence 
of the lessor was continued and for some time proved useful to the 
3. & 0., apparently in enabling the latter to evade certain legal 
objections to leasing railroads in Ohio. In 1869 the property of the 
Sandusky, Mansfield and Newark Railroad, that life-long invalid, was 
leased to the Central Ohio and in 1890 the property of the Columbus and 
Cincinnati Midland Railroad (which was really the B. & O.’s "short 
line" between those two citie$ was leased to the same concern which in 
ease case acted on behalf of the Baltimore company.

Thereafter for nearly a quarter of a century the Central Ohio 
continued its shadowy existence as a subsidiary and sub-holding cor
poration until in the fullness of time its great overlord decided to 
sir^lify its own corporate structure. November l6, 191 ,̂ the stock
holders of the B. & 0. voted to absorb certain of its underlying 
oroperties, the Central Ohio among them. In due course, therefore, the 
company which had built the first railroad to run east from Columbus 
toward the great centers of trade, and which that city had supported 
so sparingly, was dissolved, and payment of its outstanding bonds 
assumed by its corporate successor.
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CHAPTER NINE

THE COLUMBUS, PIQUA AND INDIANA RAILROAD: 
VICTIM OF THE GAUGES

Of the four railrosds to reach Columbus which are the subject of 
detailed consideration in this study, the one now to be described was 
the most unsuccessful. Its financial weakness was a characteristic 
that it shared with most early roads; its inability to hold its own 
with stronger competitors was not at all unique, but the misfortunes 
which overtook it because of the difference in track gauges then 
existing in the state gave it a rare and unenviable distinction.

The years 1848-1851, as related in Chapter Five, saw the charteidng 
of seven railroads to inin from Columbus westward to Springfield or 
Dayton or the Indiana boundary. Five of them never got past the paper 
stage, another was built for half its intended length, and only one, 
the Columbus, Piqua and Indiana Railroad, after endless vicissitudes 
consisted its allotted span of rail.

The C.P. & I., to return to the abbreviation, was conceived in 
Piqua and chartered by the legislature on February 23, 1849,^ Deter
mined opposition was raised by the Democrats in the House of Repre
sentatives to the clause in its charter giving to any county, or in 
certain cases to any township, through which the road would pass the

^Ohio Local Laws. XLVII, 155.
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right to subscribe up to $50,000 of the capital stock, subject to the 
approval of the voters. Public assistance of this sort which resulted 
in increased taxes was often, although not invariably, considered to 
be contrary to Democratic principles. In this case the opponents were 
not able to defeat the proviso, but later th^ received indirect 
vindication in the rather small total of public funds actually voted 
for the enterprise.

The incorporators from Franklin County were Joseph Ridgway, Jr., 
William S. SuUivant and William Dennison, Jr., a U  of them interested 
also in other railroads and all close to the Neils who ultimately were 
to play such a large part in the fate of this concern. From Miami 
County, in which Piqua was located, came six of the incorporators, in
cluding Moses G. Mitchell, one of the organizers of the town's first 
raü venture, the Fort Wayne and Piqua Railroad, chartered in 1836 and 
put to rest by the panic of the following year.^ Madison, Champaign 
and Darke counties between them supplied eight more incorporators. 
Contrary to the usual practice, the charter did not describe the in
dividuals which it named as being either "corporators" or "commissioners" 
but merely created them a "body corporate and politic by the name and 
style of" the railroad in question. (See Chapter Two,)

The route prescribed ("the route of the drovers" it was sometimes 
called) ran from Piqua eastward to Columbus, or some other place on

^enia Torchlight. Feb, 22, 1849.
3john A, Rayner, comp., The First Century of Piqua. Ohio. Piqua, 

1916. p. 156; Ohio Local Laws. XXXIV. 5Së.
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the Columbus and Xenia Railroad, by way of Urbana, and westward to an 
unspecified point on the Indiana boundary by way of Greenville, Darke 
County. The apparent intention was to have It connect at the border 
with the most likely Indiana railroad it could reach. Since a charter 
was effective only as far as the boundaries of the state which granted 
it, the problem of making connections with roads in adjoining states 
was a serious one.

More than three years were to pass before the C.P. & I. finally 
selected an Indiana railroad to which to link itself. This was the 
Indianapolis and Belief ont aine, at a proposed new town named Union, 
or Union City, as it was more coimnonly called, which was to be laid 
out astride the boundary line by two promoters, the Smith Brothers. 
Within a very few years five roads were radiating out of this spot 
which rivaled Riciunond,Indiana, a few miles to the south, as a gather
ing point for rail lines crossing the border. These two WêÊIÊÊÊÊb towns 
are to this day refutations of the more extravagant claims of the early 
backers of the iron horse, since despite the excellent rail service they 
have long had, they are not yet places of great is^ortanoe.

Piqua took the lead in getting the new company organized, appar
ently with no help from Columbus, although that city in 1849 was 
experiencing a mild boom. In the fall. Piqua, (Washington Township) 
by 652 to 3 votes favored a subscription by the township of $50,000 to 
the railroad. The voters of Columbus and Franklin County were never 
asked for public support.
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Early in 1850, enough stock having been sold, the incorporators 
met at St. Paris, a little place between Piqua and Urbana, probably 
selected because it was close to the middle point in the line. They 
chose as directors Dennison who was to become the first Civil War 
governor of Ohio and a prominent railroad man, Joseph Vance of Cham- 
oaign County, who had been governor in 1836-1838, Ira A. Bean, "the 
active manager" of the project, M. G. Mitchell, J. R. Hilliard, ahd 
two others who do not appear again in this story. Dennison was the 
only director from Franklin County, At a subsequent meeting Mitchell 
was chosen president and surveys were ordered for a route between 
Urbana and Jefferson in Madison County. It was at first apparently 
olanned to use the tracks of the Columbus and Xenia Railroad from the 
latter place to Columbus*

Help from the Legislature

No time was lost in asking the legislature for some of those 
alleviatory enactments of the sort which all early railroads hoped 
would remove obstacles in their path. In this case the lawmakers 
authorized Washington Township to subscribe to $25,000 more stock 
and empowered the counties through which the road passed to pay for 
the surveys within their respective limits.^ Such a provision, seen 
in the case of almost no other Ohio rqilroad, was an intimation that 
the company's resources were scanty from the beginning. By the time

^OhioLooal Laws. XLVIII, 310.
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the surveyors' report was received the directors believed they had 
actual and prospective funds enough to build seventy-eight miles of 
road from Columbus to Covington.^

An idea of the actual value to a railroad of the stock subscrintions 
made by municipalities is gained flm a resolution by this board that a 
black of Champaign County bonds be sold at not less than 90, after the 
road had guaranteed the principal and interest. A month later, pre
sumably in order to make them still more saleable, the C.P. & I. had 
to authorize the conversion of these bonds into its own conanon stock at 
any time at the holder's option. The end of the year saw the letting 
of the first construction contracts for the section between St. Paris 
and Covington,

When the stockholders held their annual meeting in Februaiy, 1851* 
they elected three now directors, one of them Samuel Medaiy, editor of 
the Ohio Stataaman the great Democratic newspaper of Columbus. They 
took the places of Dennison, Vance and a third member. Dennison, in
cidentally, who had a hand in so many rail companies centering arouiKl 
Columbus, seems never to have attended a directors' meeting. From the 
votes cast by the stockholders it can be deduced that the total amount 
of private capital invested in the company was still small. At the 
first meeting of the new board of directors a committee was appointed 
to seek further legislative aid to complete the road,^

The lawmakers responded generously. To encourage municipal support.

5c. P. 4 1. R.R., Minute Book, July 6, 1850. 
^C. P. 4 1. R.R., Minute Book, Fob. 19, 1851.
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the taxpayers in any oonnty or town which subscribed to the stock were 
to be given scrip equal in amount to the railroad tax they paid (it 
was a separate levy, like a sô rnol tax), irtiich scrip was convertible 
into capital stock of the road. The company was given permission to 
borrow any amount at any rate of interest, to pledge all its assets, 
to change its eastern and western termini, and to increase the number 
of its directors, regardless of all other laws to the contrary.?

The veiled threat to change the termini was made plainer ten days 
afterward vrtien a law was put on the books giving specific authority to 
Franklin County and the city of Columbus to subscribe to $50,000 in 
capital stock and to any township in the county to take up to $20,000. 
The inhabitants of those places, however, both as taxpayers and as 
private investors, did not rise to the bait but continued to maintain a 
great indifference to the enterprise which had not yet, it was reported, 
been able to attract a dollar of Columbus capital.®

This cheerless picture brightened a few months later when William 
Neil, the stage-coach capitalist of Columbus, began to show an interest 
in the company. At a meeting of the directors on June l6, 1851, Medary, 
who was associated with Neil in many business affairs although they 
were in opposing political camps, made his first qppearance as a board 
member. The directors ratified a contract to bî y from Noil 110 acres 
of land for depot purposes near the penitentiary in Columbus, to be 
paid for 2,000 shares of railroad stock. At the same time they

-Local U m s. XLIX, 478.
^aily Ohio Statesman. Mar. 8, 1851.
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released Neil and Medary from an earlier contract (not specified) and 
cancelled Neil* s piwious subscription for 100 shares of stock.

On top of this the board agreed to build a switch to Mtedaiy’ s 
stone quarry near the Scioto River, to give him a discount on carrying 
his stone, and to give him space on the depot land in Columbus for a 
stoae yard for ten years, free of charge. The economic history of 
Columbus, it might be noted in passing, contains many references (some 
of them humorous) to the role of the local limestone quarries, which 
to this day are of prime importance to the city. Three of the leading 
citizens of the period with viiidrt we are dealing, Medary, William Neil 
and William 3* SuUivant, were among those who had interests in quarries 
as well as in rail lines.

Typical of many early railroad operations was a requirement set by 
the directors the following month when they let contracts for work on 
the fifty-six-mile stretch between St. Paris and Columbus. Contractors 
had to accept as part of their payment ten percent of the contract price 
in railroad bonds and eight percent in railroad stock.

At the same meeting, July 28, the board ratified an agreement with 
two little lines running out of Greenville, one of the points named in 
the G.P. & I.'s charter. The Greenville and Miami Railroad was under 
construction from Greenville southeasterly towards Dayton, planning to 
use the tracks of the Dayton and Western Railroad for part of the way. 
The Greenville and Winchester Railroad, still on paper, proposed to go 
westerly from Greenville to Winchester, Indiana, a place a few miles 
west of Union City. Since the terms of the agreement introduce the
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subject of gauges, that topic mist now be considered.

The Problem of the Gauges

The easily stated question of how far apart the rails should be 
placed in building a railroad track was harder to answer in the early 
days of the iron horse than would seem reasonable to a modem traveller. 
The difficulties were not unlike those arising today in the broadcasting 
world from AM, FM and short wave, and in the phonograph world from the 
various turntable speeds, to mention but two sorts of twentieth century 
problems of comparable nature. "Rie trouble arose, of course, not in 
constructing or operating the line but in connecting it with adjoining 
routes, for all railroads sought as many connections as possible.

The variations in gauges in the United States, at the time with 
which we are dealing, were to a considerable extent sectional. The 
predraninant gauge in the east was four feet, eight and one-half inches, 
usually called the eastern or Manchester gauge (it originated in Eng
land). In the south, five feet was the most popular track width.
Indiana had the same width as the east, but named it the Indiana gauge. 
Ohio, lying betwem Indiana and the east, required all roads within 
its borders (with certain exceptions) to build to a width of four feet, 
ten inches, which it labelled * .ie Ohio gauge.^ This was also used by 
some early roads in Now Jerrey,

Two exceptions to these generalizations should be noted; the

^Ohio General Law. XL7I, 4o, and L, 126.
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great Erie line, entirely in New York State, laid its rails six feet 

apart and hence was sometimes referred to as the "broad gauge" road.

In Ohio, the perennially unsuccessful Sandusky, î'îansfield and Newark 

Railroad and its woebegone little partner with which it was never able 

to connect, the Scioto and Hocld.ng Valley Railroad, ran on their own 

unique gauge of five feet, four inches. Aside from these two, the 

hio lines which suffered most from this tangle were the east-and-west 

ones which had to connect at the state borders with lines for the most 

nart of gauges different from theirs. North-and-south lines, like the 
C.C.& C., were troubled comparatively little.

ĥe joint agreement just mentioned between the O.P. & I., the 

Greenville and Miami and the Greenville and Winchester railroads de

clared that, provided the O.P. & I. adopted either the Ohio gauge or 

the Indiana gauge, the other two lines would adopt the same one, the 

choice to rest solely with the line to Columbus. It was further agreed 

that the latter would build its road via Greenville (where it would 

connect with the other two), that all three roads would use T rail 

(rather than strap rail) and that the work would be completed within 

two years.

This arrang«nent, apparently a move by the C.P. & I. to insure 

itself a good western connection, was not successful. The Greenville 

and Winchester Railroad was not built and the C.P. & I. itself never 

went to Greenville, although a dozen years later its subsidiary was 

extended through that point. Furthermore, there is a question whether 

the Greenville and Miami was acting in good faith. In the May
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nreceding it had contracted for joint ooeration and the closest kind of 
co-oaeration with the Dayton and Western Railroad, at that time its 
only outlet to the east and south, and over whose tracks it was planning 
to run for some m i l e s S i n c e  such an agreement implied an interchange 
of rolling stock and since the Dayton and Western's gauge had apparently 
already been settled upon,^ one may doubt the propriety of a promise 
by the Greenville and Miami to put the determination of its own gauge 
entirely in the hands of a third party.

Although by a charter amendment the C.P, & I. no longer was required 
to go by way of Greenville, the conqpany may have still desired to do so 
since the place seemed likely to become a rail center wojrth reaching.
From it two lines were planned to ext «id west to Indiana and at least 
two more in other directions. It was not, however, the goal of the 
Indianapolis and Belief ont aine Railroad, a Hoosier line which was build
ing, on the Indiana gauge, toward the Ohio border where it hoped to 
connect with some likely Buckeye carrier. The connecting point it chose 
was the real estate promoters' town of Union City which eventually be
came the western terminus of the C.P, & I,, the Greenville and Miami 
and also of a third Ohio railroad, the Belief ont alne and Indiana. (The 
latter must be distinguished from the Indianapolis and Bellefontaine 
with which it subsequently merged.)

^"A Corporate History of the B. & 0. R.R, Co., as of June 30, 
1918, prepared in accordance with the requirements of Valuation Order 
No. 20, issued by the I.C.C.," May 13. 19151 IV, 291.

Weekly Ohio State Journal. 13, 1851,
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At its easterly end the C.P. & I. had another difficult gauge prob

lem on its hands, one that it never was able to solve satisfactorily.
To set up a through route across Ohio of which it would be the western 
half, the ix)ad needed imperatively an eastern connection, a partner, as 
it wore, of the same gauge as its own. The Steubenville and Indiana 
Railroad seemed to fill the bill, on paper at least, since it was de
signed to be built on the eastern (or Indiana) gauge from Columbus to 
Pittsburgh where it would be joined to the mighty Pennsylvania Railroad.

Such a through route, exciting in its possibilities for profits, 
was described in the prospectus issued by the C.P. & I. in June, 1852, 
in connection with an offering of mortgage bonds in New York. From 
Pittsburgh to Terre Haute, Indiana, it was set forth, would stretch a 
line of railroads, all of eastern gauge, by way of Steubenville, Colum
bus, Piqua and ünion City, The different lines would run their trains 
in common (i.jg., co-ordinate their schedules), with no change of cars 
for freight and baggage. Passengers were not specifically referred to.

That this through route should be depicted in the prospectus as 
virtually an acconçlished fact rather than as an agreeable prospect was 
in keeping with the standards of railroad publicity in the days when 
Jenny Lind was appearing in Columbus under the banner of P. T. Bamum, 
The prospect did not become reality, however, until more than a dozen 
years had elapsed and after the companies involved had spread their 
rails to the wider Ohio gauge. Later the rails would be brought back
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to the eastern gauge which became in 1386 the standard gauge of today,^

Two main hindrances blocked the realization of this dream while it 
could still be of value to the C.P. & I.'s stockholders: (1) The only
rail entrance into Columbus from the east was over the Ohio gauge tracks 
of the Central Ohio Railroad which at first merely approached but did 
not connect with the eastern gauge tracks of the Steubenville and Indi
ana Railroad at Newark. They were not physically connected until 1857 
(see Chapter Sight), by which time the latter* s gauge had been changed 
to the Ohio one and the C.P. & I. was in receivership. (2) At Steu
benville, the Ohio river was not bridged for the railroad and an 
unbroken track connection made with Pittsburgh until 1865. 3n conse
quence, the Steubenville and Indiana line, despite the bri^t picture 
in the prospectus, was at first of little use to the Piqua road which 
for some years could reach it only over a bothersome stretch of inter
vening track, as shown on the map accompanying this chapter.

The break in gauge at Columbus seemed for a while to offer advan
tages to that city. A comment in the Dlreotorv for the Year
1892 said of the C.P, & I. that its adoption of the Indiana gauge 
"will create the necessity for a large amount of transfer at this city 
instead of the change taking place at the State Une."^^ At Erie, 
Pennsylvania, the following year, when it was proposed to change gauges 
and end the profitable transfer business in that city, the celebrated

^Exhibit of the C.P. & I.R.R. Co.. New York, 1852, p. 5.
13-"Columbus Directory for the Year. 1852. Columbus, 1852, pp. 96-7.



284
"Erie War" was the consequence.^^

By referring to the map showing the gauges of certain Ohio rail
roads one can see that the decision of the C.P. & I, to adopt the Indiana 
gauge was not a rash one. Had it been successful in constructing its 
road to a meeting with an Indiana railroad (it got three-fourths of the 
way before it failed) and had its obvious ally and extension to the 
east, the Steubenville and Indiana, been able to run its own trahks 
into Columbus all the way from Steubenville (it got four-fifths of the 
way before ̂  failed) the two would have formed a cross-state route with 
good prospects for profits. In coping with the vital nroblem of gauges 
the C.P. & I. was unsuccessful, not because it planned wrongly, but be
cause it was unable to carry out its plan.

Raising Money

The signing of the agreement with the two little roads running in
to Greenville was followed T?y a pause in what might be called the 
C.P. & I.'s strategic moves and by an increase in its money-raising 
efforts. It was so short of cash it had to pay a $19,000 debt to one 
of its contractors with $9,000 bonds of Rush Township, $6,000 individual 
stock subscriptions (i.e., notes) by residents of Wayne Township, and 
$4,000 in notes, "those which mature first," given by residen*s of Rush 
Township.At the same meeting at which the directe'^ ±\. ■ ycJ of the 
$19,000 debt they began preparations to sell $600,000 firsu mortgage

^\arlow. Road of the CMiturv. pp. 269-274. 
^C.P. & I.R.R., Minute Book, Oct. 6, 1851.
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bonds, to be negotiated by a committee of two of their number, Ira A. 
Bean and William Neil,

During the winter of 1851-52, $140,000 of these bonds, bearing 
interest at 7̂ , Were reported sold, and $200,000 more were offered for 
sale in New York in June Winslow, Lanier and Company, whose extens
ive activities in financing early middle western railroads have already 
been mentioned. It was characteristic of the ill-managed C.P. & I. 
that an error was made in the first mortgage when originally executed,
and it had all to be done over,^^

It became apparent almost at once that despite the tempting 
Exhibit issued to promote the bonds, sales were very slow, although 
the American Railroad Journal was reporting that funds for rail invest
ments were plentiful. The Indiana Central Railroad, a conçetitor of 
the Indianapolis and Bellefontaine’s for traffic between the Indiana 
capital and the Ohio border, received for its bonds an average price 
of 95|i said to be the highest ever paid for bonds of an unfinished 
western road,^? The hard pressed C.P. & I. had recourse to bank loans, 
one of $25,000 from the Bank of Orçané, New Jersey, and another, not 
detailed, for which the collateral was some of the municipal bonds the 
railroad had received, valued for such purposes at eighty cents on 
the dollar.

Even the friends of the road had reason to grow wary of its obli
gations. The film of Ridgway and Kimball in Columbus, which had

^Church, Corporate History of the Pennsylvania Lines West of 
Pittsburgh. Ill, 37 ei sea,

"̂̂ Weeklv Ohio State Journal. June 15, 1852.
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launched a business of making railroad cars when the Columbus and Xenia 
line was built, agreed to accept payment on an order for cars as follows: 
J12,000 in railroad stock; $15,000 in railroad bonds valued at 87|-; 
$15,000 in cash and $19,210 in a note. Six months later the terms had 
to be modified to give the selleis more cash.

As their answer to these pressing financial problems, the direc
tors of the C.P. & I. seem to have turned to an issue of second mortgage 
bonds, although the minutes are not clear as to just when they did so.
In any case they determinedly went ahead with the building of their 
road, ordering rails and locomotives as best they could, and contracting 
with William Neil for ballasting and track-laying.

Meanwhile the matter of the road* s western connections arose again. 
Apparently the contract with the two lines to Greenville had proved 
UBeless, for about half a year after it was signed the C.P. & I. direc
tors were considering a rival proposition from the Indianapolis and 
Bellefontaine Railroad. This was as follows: (1) the two lines would
meet at Union City on the state bonier; (2) they would be considered 
a through line between Columbus and Indianapolis, aiKi (3) the through 
receipts would be divided proportionately to the mileage of the two 
roads. The proposal was signed by Oliver H. Smith, one of the two 
brothers who owned the land on idiich Union City was to be constructed.
He was a colorful figure in Indiana railroading of whom Harlow writes 
entertainingly in The Road of the Century.

After four months of thinking it over, the directors of the Piqua 
road on June 8, 1852, approved a contract to the above effect. They
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further agreed (l) they would use the Indiana gauge "if the law allows ; "
(2) at Union City would be built a depot, half of it lying in Ohio and 
half in Indiana, and (3) transshipment of freight at that place would 
not be required. With their eye on the sale of securities, the direc
tors thereupon ordered the immediate preparation of a map showing "a 
continuous line of Railway from St. Louis to Boston, New York, Phila
delphia and Pittsburgh."^

The Indianapolis and Bellefontaine convpaxty worked energetically 
to make a reality of its part of the line on the map and by the end 
of 1852 its rails had pushed into Union City. There they met, not the 
tracks of the C.P. & I. which were still far in the offing, but those 
of the Greenville and Miami, one of the two little lines which had 
made the discarded agreement with the Piqua road. This was the first 
rail connection between Ohio and the capital of Indiana, and it ran on 
Indiana gauge.

Half a year later when the Bellefontaine and Indiana Railroad 
tracks from Bellefontaine and Galion, Ohio, entered Iftiion City, in 
July, 1853» th^ were laid to Ohio gauge, •which meant that trans-shipment 
was necessary. Had the C.P. & I. at that time been in operation between 
Columbus and Union City, the through route linking the capitals of the 
two states would have come into existence as called for in the contract 
of June 8, and Ohio railroad history would have taken a different turn. 
But the C.P. & I. was still unfinished and could provide no outlet to

18C.P, & I.R.H., Minute Book, June 8, 1852.
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the east for the Indianapolis and Bellefontaine. The latter had to 
choose another connection toward the seaboard and, as will be told, it 
linked itself with the Bellefontaine and Indiana.

1853

As was the case with so many other railroads. In Ohio and elsewhere, 
to the C.P. & I. the year 1853 was of particular importance. It com
menced with a resolution by the directors of the Pennsylvania Railroad 
commending the mortgage bonds of the Piqua road "to the citizens of 
Philadelphia in general and especially to the stockholders in the 
Pennsylvania Railroad," and declaring that the line "cannot fail to be 
profitable to its proprietors." The Pennsylvania did this in response 
to the request of three C.P. & I. directors who apparently were in 
Philadelphia for that purpose; Mitchell, the iroad’s president; Bean, 
recently made its financial agent in the east, and Neil.^^

The Pennsylvania's commendation of the C.P. & I. bonds (se«ningly 
the second mortgage issue) must have been reasonably effective. By 

the end of 1853 It was reported that l6l persons, mostly in Philadel
phia, had purchased them and that payment of interest thereon had been 

secured by the deposit in Philadelphia of $100,000 of the road's capi
tal stock which the Pennsylvania would be allowed to vote.

The Ebchiblt in vrtilch the approbation appeared gave further infor
mation about the struggling company: it was estimated that the entire

^^[iihibit ofj The Columbus. Pioua and Ihdi.ana Railroad Company, 
n.p., nid. /Hailadelphia, 1853jj
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cost of the road would be $1,900,000 (the Exhibit of the year before 
had estimated $1,250,000); the sellers of the rails, which had been 
manufactured in Wales, had taken half the purchase price in bonds at par; 
total stock sold up to then amounted to $967,500. These statements 
should be accepted, however, with the greatest caution.

The directors on the O.P. & I. executive committee certainly dis
played no caution at their meeting which followed the Pennsylvania's 
recommendation of the bonds when they agreed to put $50,000 of their 
company's scanty resources into stock in one of two proposed railroads 
to run from Union City northwest to Pem, Indiana, on the way toward 
Chicago. They even dared to add that they would operate the line if 
asked to do so.^® A little while later. President lütchell was elected 
head of one of these roads. Within a month, according to the Ohio 
State Journal, the C.P. & I. by arrangement with the Marion and
Mississinewa Valley Railroad (of Indiana) was in cbntrol of and pro-

21posed to operate a through line from Columbus to Chicago, Such a 
line was built some years later and was in fact operated by the 
C.P, & I.'s corporate successor.

It is obvious that one should take with considerable salt news
paper accounts of the C.P. & I.'s grandiose ambitions to control a 
line from Columbus to Chicago, although some such idea was nrobably 
teasing the imagination of its promoters. Their imagination was not 
restricted to the northwest, however, for another report credited them

20C.P. & I.R.R., Minute Book, Feb. 8, 1853.
y Ohio State Journal. May 31, June 21, 1853.
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with also envisioning a link with the Baltimore and Ohio Railroad which 
lay to the southeast. The link was to consist of a proposed road from 
Columbus through the Hocking Valley country to a connection with the 
B. & 0. at the Ohio River, thereby completing a through route with a 
gauge of four feet, eight and one-half inches, all the way from Balti
more to Chicago. This was surely imaginative thinking of a high order 
—  and hardly less practical than certain similar schemes 161 ich were 
turned into reality within a few years,

The chaotic condition of the C.P, & I.'s finances even at this 
early date, just as it was about to operate its first train, can be 
gathered from a financial advertisement. The unsold half of the 
issue of $600,000 first mortgage bonds, authorized a year and a half 
earlier, was to be offered at public auction in New York —  and, in
credible as it appears, the railroad was at that same moment marketing 
its second mortgage bonds and authorizing up to $300,000 income or 
domestic bon ds , Th e  directors approved the tenns of a loan of 
$100,000 from the Pennsylvania Railroad, very well secured, but it 
is not evident that the advance was ever consummated. The sale of 
$30,000 capital stock at 30 was ratified and Bean, the financial 
agent in the east, was authorized to sell more at that price.

From the minutes of a special meeting of the stockholders, held 
July 23, at Piqua to ratify the contract with the Indianapolis and

22
Dailv Ohio. Statesman. July 30, 1853.

^^American Railroad Journal. May 14, 1853; C.P. A I.R.R., Minute 
Book, June 29, 1853*
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Bellefontaine Railroad described above, we get information as to the
owners of the conpany. The stock voted had a par value of $492,800
coiipared with $967,500 stock r^jorted sold in the Exhibit of six months
earlier. The principal stockholders from Columbus voted the following
amounts held in their own name:

William Neil 4,000 shares
Ambos & Lennox  100 "
M. L. Sullivant......... 4o "
William Dennison, Jr. . . 30 "
Robert N e i l ............  20 "

Aside frcati David Hunter (his residence was not given) with 1,100 
shares, and five municipalities with amounts from l60 to 2,529 shares, 
there were no other large holders. Of William Neil's block of 4,000 
shares, 2,000, as already told, had been issued in exchange for 110 
acres of land in Colunû>us. Since he also held a contract with the 
road for ballasting and track laying, part of it undoubtedly payable 
in stock, it is clear that only a portion of his investment could 
have represented cash.

Later that fall some Neil cash rather dramatically came to the 
rescue of the railroad. According to the resolution unanimously 
adopted by the directors, the company had imperative need of $34,118.71 
to aid in paying United States Customs duties on the imported iron 
rails laid between Columbus and Urbana and to meet a $10,000 bill of 
exchange held by a Columbus bank. Neil agreed to l«xd the amount on 
condition that (1) the contract between the railroad and himself for 
ballasting and track laying be cancelled (the road to do the work 
itself), and (2) the collateral wculd consist of $50,000 income bonds
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and a deed of trust to most of the land which Neil had previously sold 
to the road for depot purposes.

In the middle of this picture of queasy finances the corrosive 
element of gauges suddenly reappeared. The directors learned that the 
Indianapolis and Bellefontaine Railroad with which, just a year before, 
they had signed the contract for a through line based on the Indiana 
gauge, might change to the Ohio gauge. President Mitchell was author
ized to take legal steps to halt the change, should it be attempted.
When the case came before Judge McLean of the U.S. District Goxirt, he 
upheld the contract and ordered the defendants to relay the fifteen 
or twenty miles of rail they had already moved,

Just about this time the dynamic John Brough, Ohio politician, 
Indiana railroad promoter and Cincinnati newspaper editor, who ten years 
later was to be elected Ohio's third "war governor," succeeded Oliver 
H, Smith as head of the Indianapolis and Bellefontaine. A few days 
afterward, the Bellefontaine and Indiana Railroad, which was built 
to the Ohio gauge, opened for business between Union City Wiere it 
met the Indianapolis and Bellefontaine line, and Galion, Ohio, where 
it met the C.G.& C.

The situation that now faced the four lines terminating actually 
or prespectively at Iftiion City is seen in part by reference to the 
accompaî ring map of certain railroad gauges in Ohio, The probl«a may 
be reviewed thus:

2UC.P.& I.R.R., Minute Book, Oct, 26, 1853.
25Urbana Citizen & Ga&ette. Sept, 23. 1853.
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(1) The Indianapolis line, to give it for the moment a short title, 

was completed to Union City vAiere, by contract, it was to exchange 
through business with its "gauge mate" the C, P. & I.

(2) The Piqua line, as the C, P. & I. was sometimes called, was 
just beginning operations at that time (the middle of 1853) on a few 
miles of track at its end farthest from Union City and did not look
as if it would have enough strength to extend its rails to that place.

(3) The Greenville and Miami, of the same gauge as the first two, 
was in operation to Union City and would naturally have welcomed through 
business from the Indianapolis line, business that would have moved 
east via Dayton and Columbus,

(4) The Bellefontaine and Indiana, which had just started operat
ing over its entire length, offered to the Indianapolis line another 
and better route for through business, by way of the C.C. & C. and the 
Lake Shore lines to the seaboard. Its Ohio gauge, however, did not 
match that of the other three roads.

The Indianapolis line, in dire need of an outlet to the east, at 
first stood by its contract with the C,P. & I. and proposed in August 
that they both change to the Ohio gauge, offering to pay half its 
partner's expense in so doing, Fran several points of view the propos
al must have been taunting to the sickly little road, but after Presi
dent Mitchell had informed the directors of conversations he had had 
at Philadelphia with holders of their bonds, as the minutes guardedly 
reported, the offer was declined. Had the gauge been changed, through 
traffic on the Piqua road would have moved to and from the east over
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the Central Ohio and the B, and 0. instead of over the Steubenville 
and Indiana and the Pennsylvania rialroads, in the latter two of which 
there was a great deal of Philadelphia capital.

Of necessity, one could well say, the Indianapolis and Bellefontaine 
thereupon turned to the other two lines which met it at Union City and 
decided to cast its lot with the Bellefontaine and Indiana. It thus 
chose the road which offered it by far the best through route to the 
east rather than the one (the Greenville and Miami) with the same gauge 
as its own. It immediately began to change its gauge to conform to 
that of its now part-ner. The C.P. & I. hastened to court and obtained 
an injunction to stop the change. Within six months, however, the 
condition of the latter road had so deteriorated that a "Ccmmittee of 
Ways and Means and Connections,'* consisting of President Itttohell and 
two other directors, was established with virtually dictatorial powers, 
including the right to change to the Ohio gauge if desirable and to 
make appropriate contracts with ai^ connecting lines.

The First Train

So preoccupied were the directors with problems of gauge and 
finance, one is led to conclude, that the running of the road* s first 
train and the commencement of routine operations passed unnoticed in 
the minutes, as indeed they almost did in the Columbus and Uitana

26C.P. & I.R.R., Minute Book, Aug. 17-18, 1853.
^̂ Ibid.. Jan. 17, 1854.
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newspapers. In an off-hand way the two daily papers in Colianbus men
tioned that some forty or fifty people had gone on an excursion as far 
as Pleasant Valley (known today as Plain City), about eighteen miles 
frcan Columbus, on the C.P. & I. on Sunday, June 5» The next day, it 
was advertised, mixed freight and passenger service would start over 
the same route. The fare for passengers was twenty-five cents.^8

None of the conventional hallmarks of an authentic railroad open
ing was present* no newspaper editorial praised the public-spirited 
supporters of an enterprise that was sure to help the community grow 
still faster; no wrltar or speaker (there were no speeches) platitudin- 
ously hailed the new road as a link in a chain; the conductor of the 
train was not mentioned, let alone described in Wiat had already become 
a formula when writing of a railroad, "the gentlemanly and urbane 
Ih*. So-and-so."

Between the time when the first train ran to Pleasant Valley and 
the opening of regular service from Columbus to Urbana, a distance of 
46 miles, on September 19, the operations of the railroad attracted 
attention only once. The Columbus Odd Fellows travelled on a Fourth 
of July excursion train to Pleasant Valley where they held a picnic.

Even the start of operations to Uibana yielded but little revenue 
to the unfortunate C.P. & I. That town, which boasted of a "univer
sity," was on the line of the Mad River and Lake Erie Railroad running

28Daily Ohio Statesman. June 3, 1853: Bai3y Ohio .State Journal. 
June 6, 1853; Urb«ma Citizen & Gaaette. June 10, 1853.

^%aily Ohio_State Journal. July 5, 1853.
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between Sandusky and Dayton, and should have contributed a fair amount 
of traffic to the Piqua road, but if it did so the results seemed not 
to matter. Apparently no more successful was the effort of S, 0. 
Brecount, one of the road’s directors, to create a new town between 
Urbana and Piqua, named Conover, perhaps in honor of A. 0, Conover, 
the chief engineer of the railroad. The promoter offered fifty lots 
free to persons who would build on them. Nearly iialf a century later 
it had attracted a population estimated at only 400.

It is hard to find even the mildest fillip of interest or support 
that accrued to the Piqua road as the result of offering regular ser
vice. The fact is all the most surprising when it is remembered that 
Ohio was, duidng the first three-quarters of 1853 in the throes of a 
very lively railroad boom. From April to September seven other rail 
lines commenced operations in the state and a good many more were pro
jected, most of which withered in the recession later that year. The 
hard times in the fall forced the C.P. & I. to go as far afield as 
Hartford, Connecticut, for a bank loan of $25,000 and to authorize up 
to $600,000 third mortgage seven percent convertible bonds. The 
company's first mortgage seven percent bonds were selling then at 
about 80 in New York.

The new year brought a continuation of the same distress. Even the 
offer of the Steubenville and Indiana Railroad (the C.P. A I.'s pros
pective eastern-gauge connection trcm Colunbus to the east) to endorse
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$300,000 of the letter’s third mortgage bonds, "upon the suggestion 
and urging of the Pennsylvania Railroad" whioh in turn was endorsing 
$500,000 of the Steubenville and Indiana’s second mortgage bonds, 
failed to help matters.^® The offer was declined, probably because 
the terms were too severe. The annual meeting of the C.P. & I. stock
holders in February was nevertheless routine and saw the unanimous 
re-election of all directors including the three from Columbus —  R. E, 
Neil, Medary and Dennison. But in the life of that railroad the time 
for routine actions had nassed, and only the most drastic steps held 
out apy hope of salvation.

The Contract with Neil and Dennison

What came next was an amazing, involved contract which drew to
gether into a single whole the three leading strands which we have been 
tracing in the story of this railroad : the role of the Neils, the
tangle of the gauges, and the struggle to raise money. The substance 

of the contract, executed on February 25, 185̂ , and reported to the 
directors by the Committee of Ways and Means and Coaneotions on March 
3, was as follows

30Minutes of the Board of Directors of the Steubenville & Indiana Railroad, Jan. 18, 1854.
^^Details of the transaction are pieced together mainly from the fop.owing sources: (a) C.P. & I. Railroad, Minute Book, Mar.3,1854:

Annual Redbrtrw 11857) orxhe Imdianapolis, Pittsburgh and Cleveland R.R.
Indianapolis & Bellefontaine) and the Bellefontaine
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(l) William Neil, father of R. E. Neil, and William Dennison, Jr., 

son-in-law of William Neil, would oay to the C.P. & I. the sum of 

303,000, in return for which the railroad would convey to them the 
entire issue of $600,000 third mortgage seven nercent convertible bonds. 
Two thirds of the issue, namely, $400,000 of the bonds, would be guar

anteed jointly and severally by the C.C. & C., the Indianapolis and 

Tellefontsine and the Bellefontaine and Indiana railroads. The bonds 

would mature in ten to twenty years as Neil and Dennison might direct.

v2) Neil and Dennison were given full oower to adjust the C.P. & 
I.'s differences with the Indianapolis and Bellefontaine and permanently 

to establish on the former road any gauge they wished. That is to say, 

they might change the C.P. & I.'s gauge to four feet, ten inches, if 

that became a part of an agreement with the road to Indianapolis.

The C.P. & I. further agreed to make a suitable contract with the 

Central Ohio Railroad, which was built to the Ohio gauge and ran 

f^astwardly from Columbus, in competition with the Steubenville and 

Indiana Railroad of four-eight and one-half gauge.

(3) Neil and Dennison were required to obtain from the Indiana
polis and Bellefontaine Railroad, as part of ary agreement they might 

enter into with thiat comnany, a written undertaking that it would agree 

(1) to make a permanent contract with the C.P. & I. as to running 

arrangements and co-operation for a through line, and (2) not to make 

any discriminatory arrangements favoring any other railroads, especially 

the Bellefontaine and Indiana.
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(Plus an unspecified amount of interest due on bonds.)
At the meeting when the above information was presented, the presi

dent was empowered to offer in payment of debts the road's five-year 
domestic (income) bonds at sixty cents on the dollar. To make the 
offer appear better it was to be good for only about a month. An 
additional hardship was that prices were rising so that it soon became 
necessary to grant to the contractors an allowance of twenty percent 
over the agreed amounts, payable in stock at par. The effect of this 
action was probably more moral than practical, for the stock was 
then almost unsaleable.

Since the critical condition of the C.P.& I.'s finances, at least 
in a general way, was no doubt known to the C.C. & C. and its two rail
road allies, their endorsement of that road's bonds must have been 
motivated by an extremely conçelling reason. It presumably was this: 
Chicago had good connections with the east by way of the Lake Shore 
Route, but Indianapolis, St. Louis and the southwest had unsatisfactory 
ones. The most promising route was from Indianapolis to Cleveland 
over the tracks of the three lines endorsing the Piqua road's bonds.
The gauge of the Indianapolis arei Bellefontaine, however, not only 
differed from that of its two co-signers but it could not be changed 
as long as the court injunction stood in the way. In order to obtain 
the right to change the gauge and thus operate an effective through 
route between Indianapolis and Cleveland, the endorsements were given. 
The high price which these three companies were thus willing to pay for
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their privilege shows what importance attached to through traffic evon 
in those early days.

A contract between the C.P. & I. and the Indianapolis and Belle
fontaine, embodying the terms outlined above, changing the gauges of 
both roads to foui* feet, ten inches, and adding a provision for the 
construction of a depot at Union City jointly by the two roads, was 
approved by the board of the fomer at its next meeting, March 22. A 
week later the same board contracted for the conçjlotion of the road to 
its western terminus at the new depot. That day also an agreement for 
3 through line was made with the Central Ohio Railroad, (which ran 
from Columbus to the Ohio River), but it was not submitted to the 
board for approval until a year later.

At last, it seemed, the road to Piqua was to be free of the 
difficulties caused by gauges. Its situation may be set forth as 
follows: (1) It had renounced the eastern or Indiana width; (2) it
had abandoned the alliance with the Steubenville and Indiana road (and 
an eventual connection with the Pennsylvania) in favor of one with the 
Central Ohio (and a link by ferry with the B, and 0.); (3) it had agreed 
to adopt the Ohio gauge, which was the width used by the three lines 
guaranteeing the major part of its third mortgage bonds and also the 
width used, or about to be used, by every other railroad connecting with 
it; (4) it had secured for itself, as soon as it could push its own 
tracks to Union City, a link, actual and not prospective, with Indiana
polis and the west.

Ŝ C.P. & I.R.R., Minute Book, Mar. 13, 1355.
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Even with the vexing matter of gauges out of the way the C.P. & I. 

was still not able to go ahead. Although it had let a contract to 
complete its line to the terminus at Union City there was no money in 
the till to pay for the work, desnite the trains shuttling back and 
forth between Columbus and Urbana. Creditors grew less oatient, in
cluding the Pennsylvania Railroad which had advanced $31,000 to meet 
bond interest before the gauge had been changed, and so once again 
recourse was had to Neil and his associates. Neil, having disposed of 
his Ohio stagecoach interests, was at this time also promoting another 
new line, the Atlantic and Ohio Railroad, which hoped to be a Buckeye 
affiliate of the Erie Railroad.

President Mitchell was authorized to sell to Neil and Dennison 
$29,000 first mortgage bonds and $71,000 second mortgage bonds for a 
total price of 975»000, payable $35*000 "in money" and $40,000 in 
iron rails at cost. Additional resolutions authorized the president 
to borrow any sums he could on any terms he could get, with no re
quirement for the board's approval; the company's laivi in Columbus 
was to be cut up into building lots and sold; stock subscriptions 
could be oaid in land, and the domestic bonds were to be offered for sale 
at the price of 60.^^ After this meeting the minutes show that the 
directors did not ass«nble again for five months.

Even in the face of such acute financial distress, however, 
members of the board still supported their enteirprise. Three directors

May 24, 1854.



303
personally endorsed a $10,000 bank loan. Mitchell, who was one of them, 
endorsed in addition two other notes totalling $3,756*30. Another of 
the same three men, Hilliard, who also served as superintendent of 
the road, advanced $19,000, which he had borrowed, and in return the 
comnany gave him $20,000 of its latest issue of securities, five-year, 
seven-percent real estate bonds.

An an offset to this brave support was the grim fact that of the 
2,000 tons of rails obtained from Neil and Dennison under the agree
ment just mentioned, 350 tons had to be sold to the Pennsylvania 
Railroad to satisfy that creditor. The pressing nature of the obliga
tion can be surmised when one considers how essential it was to the 
0\P. & I. to complete its line to Union City and start operation of 
the through route with the Indianapolis and Belief ontaine road. It 
was at this time, the fall of 1854, that the directors contracted to 
have the gauge on the division between Columbus and Uitana widened 
to the Ohio standard (some of the western division had already been 
changed) and expressed hopes that the rails would be laid to Union 
City by spring. The grading and bridging to that point were reported 
completed and ready for the "iron."^^

Service Opened to Piqua

Unrecorded in the minutes and almost unnoticed in the newspapers 
was the opening for service of the section between Urbana and Piqua 
on October l6, 1854, an event that produced no noticeable improvement 

34Urbana Citizen & Gazette. Oct, 20, 1854.
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in the affairs of the company. Times were still not prosperous: the
Uitana and Champaign Mutual Insurance Compare had failed; the Spring
field, Mount ?err»n and Pittsburgh Railroad, which intersected the 
C.P. & I, at Milford Center, had suspended operations; railroad con
ventions were being held right and left in a vain effort to stop cut
throat competition and get back on a profitable basis.

The C.P. & I.'s miserable financial plight was made more evident 
at every meeting of its directors. Bond interest to the amount of 
$21,000 due in January, 1855» had been advanced by Neil and Dennison. 
TSmployees were offered their pay in the new real estate bonds, valued 
at 70. By May, President Mitchell was reporting that $2,200,000 had 
been spent on the project thus far and it was still unfinished. Bean, 
the former director who had been made eastern financial agent, was 
accused of collusion with the seller of rails and the two were said to 
owe the road $78,825.

When it came to the matter of rails, the directors truly were 
faced with an almost insoluble problem. Until the line was finished 
and a connection made at Union City the road had almost no traffic 
and hence no net income. But it had no resources with which to 
complete the twenty-four remaining miles to the border. Rails which 
it had previously ordered, on credit would not be delivered, it was 
reported, in time to have trains running for the all-important fall 
harvests. This and much more was made clear at a two-day meeting of 
the board in Columbus on May 22-23, 1855. The directors, rather 
heroically, one would think, finally agreed to endorse personally "in
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connection with the principal stockholders of the company,” the obli
gations necessary for buying rails to finish the line to Union and
the link with the Indianapolis, Pittsburgh and Cleveland Railroad as 
the former Indianapolis and Belief ontaine was now called. The lease 
of the entire road, if needed to complete it, was also authorized.

Aimed with the necessary endorsements a committee of two directors, 
Mitchell and a new member, Joseph Ridgway of Columbus, who earlier in 
the year had joined the board, travelled east and west in search of 
rails which proved hard to find and harder to buy. The most they could 
obtain was 300 tons, not enough to finish the line. That was the situa
tion idiich confronted the stockholders when they were called together at 
a meeting in the Neil House in September, 1855» The liabilities re- 
Dorted at that time were as follows t

LIABILITIES OF THE C. P. & I. RAILROAD 
September, 1855

First îfortgage Bonds, due 1862 . . . . . .  $ 600,000
Second ” ” , due 1863.......... 400,000
Third ” ” , due 1869 ........ 600,000
Domestic (Income) Bonds, due 1858 . . . .  132,000
Real Estate Bonds, due 1859 .  ....... 81,000
Capital Stock paid i n ................ 771,450
Floating d e b t ..........    87,538
Interest due October 1, 1855...........  21,000
Interest due July 1, 1855 (paid from

proceeds of a loaiÿ...  35.000
Total liabilities . . . .  $2,727,988

The following supplemental information was also presented:
(1) the total sum needed to complete the road and put it in running
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order was estimated at $191,8^0; (2) the rolling stock on harxi con
sisted of five locomotives, eight passenger cars and about 100 other 
cars of various kinds,

The interest shown as due October 1 was on the $600,000 third 
mortgage bonds, of which $400,000 had been endorsed by the three co- 
ooerating railroads forming the route between Indianapolis and 
Cleveland, The endorsers paid the interest, since the C.P. & I. was 
obviously unable to do so, but their own stockholders commenced legal 
nroceedings to enjoin them from making ary more such payments.In 
one of these suits it was alleged that the C.P. & I. bonds so guaran
teed were void» mainly on the grounds that Dennison, one of the 
individual parties to the agreaoaent, was also a director of that road.

In point of fact, Dennison han been re-elected a director at the 
annual meeting of stockholders on February 14, 1854, and at the meeting 
of the director on March 3 it was recorded in the minutes that he had 
declined to accept the election. The contract for the endorsement of 
the bonds was dated February 25. The court upheld the validity of the 
endors«nents which ultimately resulted in large losses to the guaran
tors, $189,178 in the case of the Bellefontaine and Indiana, and 
$164,028 in the case of the Indianapolis, Pittsburgh and Cleveland.
The loss to the C.C.& C. was not made plain, but it was at least 
more than either of those two sums. (See Chapter Seven)

35C.P. & I.R.R., Minute Book, Sept. 26, 1855; G.C.& C.R.R,, Minutes 
of Directors' Meetings, Oct. 28, 1855»

^^Seventh Annxî  Report of the Bellefontaine and Indiana Railroad for the Tear 1858. Cleveland. 1857. p. 10.
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At the stockholders' meeting in September, just referred to, a 

committee of three experienced railroad men, one from each of the 
endorsing roads, was named as a sort of "rescue squad" to work with 
the directors. They wore able to accomplish nothing, neither the 
completion of the twenty-four mile stretch between the western end of 
the tracks and Union City, nor the leasing of the line which from a 
traffic viewpoint liad but one terminus. Inexorably the end of the 
Gomnany was drawing near, a fact which was recognized by the C.C.& C. 
when, a few months later, it wrote off as worthless the $10,000 in 
O.P. A I, stock and an obligation of that road for $4,700, which it 
had been carrying as assets.3?

The stockholders of the Piqua road at their annual meeting in 
February, 1856, replaced seveMl of the old directors by new ones 
including William Neil, Thomas L. Jewett, president of the Steuben
ville and Indiana Railroad which had been "jilted" by the C.P. & I., 
and B. E. Smith, later tb become a celebrated Ohio railroader.
The directors in turn elected William Neil (his son was also on the 
board) as president in place of Mitchell who had held that office 
since the company was founded ani now resigned rather than step down 
to the vice-presidency. Hilliard resigned as superintendent when 
told that he would be expected to devote his full time to the position.

Several months passed without imorovement in affairs and then, 
suddenly, the directors demanded of Mitchell that he account for his 
acts while in office. The executive committee was instructed to

37C.C. & C. R.R., Minutes of Directors' Meetings, Jan, 8, 1856,
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investigate his administration. This inquiry, which seemed like the 
last tortured spasm of a dying thing, inexplicably came to naught however 
and Mitchell’s own report when received was ordered filed without com
ment.

The strategic possibilities of the road had, that spring, been 
reduced almost to the vanishing point by the creation of a joint commit
tee to operate the Indianapolis, Pittsburgh and Cleveland road and the 
Bellefontaine and Indiana road as a single line, but as separate cor- 
oorations, under the name of Bellefontaine Railroad Line. The C.C. &
G.'s interest in these companies was growing steadily. Any chance, 
therefore, that the Piqua road might have had to secure some of the 
through business to end tram. Indianapolis, could it have completed 
its line to Union City, was pretty much a thing of the past. Its main 
raison d’-^re. in other words, was no longer valid.

Interest on bonds had meanwhile gone unpaid and the holders at 
length claimed their due. On June 23, 1856, the Court of Common Pleas 
in Franklin County appointed Lowell Holbrook and J, A. Roosevelt as 
receivers.^® The next month Neil resigned as president, to be succeeded 
by Jewett who retained the presidency of the Steubenville and Indiana 
road. The minutes close with his election.

During the first two years of the receivership the several classes 
of creditors were unable to come to any agreement and the line remained 
unfinished with twenty-four miles of roadbed waiting for rails. Even

J. A, Roosevelt was probably James Alfred Roosevelt (1815-1898) 
founder in 1878 of the banking house of Roosevelt and Son, and a fourth 
cousin,once removed, of Franklin D. Roosevelt.
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an offer by the trustees of Washington Township (Piqua) to pay a bonus 
up to $25f000 in the stock which it had bought, provided the road were 
completed, was in vain. The stalemate was broken at last when John 
3rough, the president of the two companies forming the Bellefontaine 
Railroad Line, resolved to take an active part in the C.P. & I.’s 
affairs and brought the creditors together. In the fall of 1658, John
H. Bradley of Indianapolis, who had been installed by the Brough inter
ests as president, started to finish the road and by March 25, 1859, 
the line was ooen for its entire length.

It was the third and last time that this company was to put in 
operation an important segment of its tradk —  and the attention paid 
to the event by the newspapers was as negligible as it had been on 
the earlier occasions. One can only wonder why there was so little 
interest in a railroad so strategically located.

Epilogue

Seven years after the start of the receivership a plan of 
reorganization was approved whereby the C.P. & I. on December 1, 1863, 
became the Columbus and Indianapolis Railroad Company and $1,151,108 
of the stock and debts of the former company was wiped out. Holders 
of the old capital stock received twenty-five cents on the dollar in 
stock of the now concern. During the next few years a series of 
mergers added to the stature of this road until it became of very 
real importance and a prize to be struggled for.
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During 1864 the Columbus and Indianapolis Railroad Gonpany, the 

Richmond and Covington Railroad Couçany and the Indiana Central Railway 
Conçjargr merged under the name of the Columbus and Indianapolis Central 
Railway Gomnany. In consequence, Columbus became connected with 
Indianapolis by a continuous line of road under single ownership. The 
line went by way of Richmond, Indiana, a route some #i^t miles shorter 
than via Union City as originally planned by the builders of the C.P. & I.

Three years later the Columbus and Indianapolis Central merged 
with the Union and Logansport Railroad Company and the Toledo, Logans- 
port and Burlington Railway Company to form the Columbus and Indiana 
Central Railwsy Company idiich provided a continuous line from Columbus 
to the western border of Indiana.

Later the same year (186?) the Columbus and Indiana Central Rail
way Company merged with the Chicago and Great Eastern Railway Company to 
form the Columbus, Chicago and Indiana Central Railway Company, thereby 
giving Columbus a direct entrance to the great rail center of Chicago.

By this time the railroad system which had developed out of the 
original C.P. & I. had attained a length of 581 miles and attracted the 
attention of the celebrated Jay Gould who wanted it as one of the western 
adjuncts to his Erie Railway. The Pennsylvania Railroad also wanted it, 
as their second-choice entrance to Chicago, in case Gould succeeded in 
his plan of getting control of the Pittsburgh, Fort Wayne and Chicago 
line which was their first c h o i c e T h e  consequence was perhaps the

39Burgess and Kennedy, Pennsylvania Railroad.d p . 198-9; Report 
of the Investigating Committee of the Pennsylvania Railroad Company. 
Philadelphia, 1874, p. 44.
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most dramatic moment in the life of this troubled road.

The stockholders of the Columbus, Chicago and Indiana Central 
Railway Company met at Columbus on January 29, 1869, to approve a 
lease of their property to the Atlantic and Great Western Railway 
Compaiy, the Erie's six-foot-gauge affiliate in Ohio, as proposed by 
their directors. The morning of the meeting a last-minute proposal 
for a lease was also received from the Pittsburgh, Cincinnati and 
St, Louis Railway Company (the Panhandle Line) which was a subsidiary 
of the Pennsylvania Railroad. Clearly there had been no opportunity 
to give notice of this dffer to the stockholders when the call for 
the meeting was issued.

The directors hastily met, found that the Pennsylvania had out
bid Gould for the property and so notified the stockholders. The 
lease was thereupon made out in the name of the Panharxlle, was approved 
forthwith and took effect two days later.^

The lessee had been created the year before by a combination of 
the Steubenville and Indiana (eirstwhile ally of the C.P. & I.) and 
two other little lines to form a through route between Pittsburgh and 
Columbus. At the end of 1869, the same year it leased the successor 
to the C.P. & I., it also acquired the Little Miami and the Columbus 
and Xenia railroads. Thus within less than twenty-four months the 
Pennsylvania Railroad, acting through the Panhandle, one of its two

40Columbus, Chicago & Indiana Central Railway, Minutes of
Stockholders' Meetings, Jan. 29, 1869.
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principal subsidiaries for the territory west of Pittsburgh, had 
obtained control of three of the first five rail lines to enter Columbus* 
In 1921 whatever individuality the Panhandle may have retained as an 
operating subsidiary of the Pennsylvania was lost when it leased itself 
to its overlord for 999 years.



CHAPTER TEN 

THE ROUNDHOUSE: CONCLUSIONS

The part played by Columbus and its citizens in building the 

city's first four rail lines has been c o n s i d eredtime to time in 

the preceding chapters. The reverse of that picture, the effect of 

the rail lines on the city, instead of being included in the pages that 

have gone before, has been summed up, in the interests of a more order

ly arrangement, for presentation in this final chapter.

The most stiriking thing about the impact of the railroads on 

Columbus is that, in material affairs which can be embodied in statis

tics, it was so slight during the decade 1850-1860 when the rail lines 

were actually beginning to serve it. Even the impact from all four of 

them starting operations within the brief period of three and one-half 

ye&rs (February 1850-Sept amber, 1853) seems to have left Columbus 

relatively unmoved. In the preceding decade, when no inç>ortant better

ments in its transportation facilities took place, the population gained 

195.7 percent; in the decade before that, during \diich the canal and the 

National Road were opened to the city, the gain was 148.4 percent, but 

in the ten-year span during which the railroads arrived, the number of 

inhabitants grew only 3.8 percent.

This scarcely visible increase in population was (1) the smallest 

in the city's entire history, approached but once, during the depression 

era of 1930-1940; (2) barely a third of the gain made by the state as a

-313-
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whole, and (3) not to bo compared with the increase in other iuç>ortant 
Ohio cities or even in its own county. The following figures tell the 

story.

POPULATION AND PERCENTAGE: OF DEGREASE OF CERTAIN 
PLACES IN OHIO, 1850-1860^

Place l§52 I860 Increasê
State of Ohio 1.980,329 2,399,511 18.1

Cincinnati 115,435 161,044 39.5
Columbus 17,882 18,554 3.8
Cleveland 17,034 43.417 154.9
Dayton 10,977 20,081 82.9
Toledo 3.829 13,786 259.6

Franklin County 42,909 50,361 17.4

à )

Analysis of the changes in Columbus and Franklin County during 
that decade shows the gain was uneven rather than constant. Increas
ing a little for a few years after 1850, the population seems to have 
declined between 1854 and 1857, if one may judge by figures for 
marriage licenses and school attendance, and then to have risen 
slightly. Over the entire period the Negro pooulation went down about 
twenty-one percent and the whites increased about five percent. The 
three central wards in the city lost residents and the two outer ones
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There appears to have been a noticeable exodus from Columbus, and 

from Steubenville and Zanesville as well, both of those places actually 
losing population. In the case of the capital city the prlncioal 
reason given for the departures was "western fever," that is, lure of 
rich farm lands in the west, Iowa attracted many settlers from Ohio, 
not to mention much of the stock and equipment of the Ohio Stage 
Company (the Neil stage coach line) which was moved there idien rail 
competition put the firm out of business in 185̂ . That year Michael 
L, Sullivant, one of the three well-known sons of Lucas Sullivant, 
the founder of Franklinton, sold his Ohio estate and bought 80,000 acres 
in Illinois, Fear of a recurrence of the cholera epidemic of a few 
years earlier was also given as a reason for some departures,^

The loss in population was followed by an appreciable decline 
after 1857 in the value of taxable personal prooerty in the city? 
real property values were down slightly. In the county as a whole, 
property decreased twenty-seven percent from 1853 to 1859, The 
number and value of new structures erected in the county were some
what lower in 1859 and I860 than in 1858, but the drop was not very 

asignificant.
In value of manufactured products Franklin County showed a 

noticeable gain in the decade but satisfactory comparable figures for 
the city could not be got. By IboO among all the towns and cities

3Ohio Commissioner of Statistics, Annual Report for 1857, pp. 
488-491; Rodgers, Noble Fellow, pp, 98, 258; U,S, Census Office, Pre
liminary Report on 8th Census. I860. Washington, 1862,p, 242,

^Lathrop* s Columbus Directory (for two years ending 1862), 
Columbus, n,d,, p, 138| Ohio Commissioner of Statistics, Annual 
Reports, for 1858, 1859, I860.
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tn the country of 10,000 or more population, Columbus stood forty-ninth 
in number of inhabitants and seventy-eight in value of manufactured 
oroducts, thereby confirming the statement of a local historian who 
wrote in 1858 that Columbus people of means used their money more for 
buying and selling than for manufacturing. The leading oroducts of 
the county were flour and meal, followed by distilled liquors.^

The foregoing statistics certainly cannot be Correlated in any 
acceptable way with the entry of the four railroads into Ohio's 
capital. About the most that can safely be said is that the existence 
of rail transportation made it easier for those who wished to move from 
the city to do so, a fact that could be considered the railroads' 
revenge for the slight support they received there. Even the exairçjle 
of doing business as a joint stock company, like a railroad, was not 
followed by Columbus capitalists, if we may accept the statement that 
there were only three companies of that nature in the city by 1S60,̂  

There were, to be sure, a number of not very important activities 
which showed railroad influences. In Chapter Six several small 
businesses were cited which had taken the word "Railroad" into their 
titles, such as a hotel, a restaurant, and some more, A few other 
obvious influences might be added, like Peter Hayden's "Railroad Chair

U.S. Census Office, 8th Census. I860. Final Exhibit. Washington, 
1866, p. xviii; Martin, History of Franklin Countv. p. 296; U. S. 
Census Office, Eighth Census. Manufactures in the U.S. in 1B60. Wash
ington, 1865, pp. 450-451.

6Lathrop's Directory, p. I33.
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Manufactory," started in 1853 to make wrought iron fittings used in 

attaching the rails to the ties; the probable addition to the local 

copulation of Irish laborers drawn there to work on the rail lines, 

although no specific individual of that sort was encountered ; the 

holding in the city from time to time of conventions of railroad
7officials and also of railroad labor. To sum up these little items

and those cited earlier, one might say that the arrival of the trains

seems to have brought no important addition to local business.

One writer, after a detailed study of the city's economy, reached

the conclusion that "in the 1850's the east-west railroads threatened

the future development of the city...The bulk of the pork, livestock

and grain industries moved..*to the newer western states and terri- 
8tories." Since the value of manufactures in Franklin County in I860 

was about seventy percent more than in 1850, this statement seems 

like an exaggeration. After the period covered in the present study, 

however, the freight rate structure for a time put Columbus at a 

disadvantage,̂

Nevertheless, because of its location almost in the center of the 

state and because it was on the line of general separation between the

?Railroad Record, passim, and especially Aug. 18, 1853; Jan* 8,1S57.
8Unstad, "Industrial and Economic Development," pp.526-52?.
%.S. Census Office, Compendium of the Seventh Census. 1850, 

Washington, 185^, p. 295; U, S. Census Office, Eighth Census. I860. 
Manufactures in the U. S.. pp. 45-451; Report of Spécial Cmmittee of 
Ohio Legislature on Fast Freight Lines. Boston. 1867. passim.
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territories served respectively from the lake and the river* the city's 
obvious potentialities as a distributing center must have been greatly 
enhanced when the rails came. By the end of the decade the C.C,-4 C, 
and the Columbus ard Xenia roads found it necessary to erect a large 
new freight deoot for their joint use, although as just shown, the 
city's population had risen hardly at all. After 1857, when the 
Steubenville and Indiana Railroad began running through trains as far 
west as Columbus (see Chapter Eight), the city was connected with the 
East by three different routes, with all the strategic advantages of 

that faot.^^
The intangible benefits to Columbus were no doubt just as real, 

but they are even harder to isolate and Identify. Thanks to the 
improved means of transportation a larger number of prominent visitors 
than before could make their way there, to address the Lyceum or 
otherwise to reach the minds of the city's inhabitants. In the first 
few years of the decade they included Amin Bey (a Turkish commissioner), 
Jenny Lind, Kossuth and henry Ward Beecher, to name but a few. The 
"cars" seem also to have brought a number of gamblers.^

The railroads might perhaps be credited with attracting to the

^Gephart, Transportation & Industrial Development, passim; 
Andrews' Report. 32nd Congress, 1st Session, Sen. Ex. Doc. No. 112, 
Washington, 1854, pp. 63O-63I; A. L. Kohlmeier, The Old Northwest as 
the Keystone of the Arch of American Federal Union. Bloomington, 
Indiana, 1938, p. 180; Roseboora, Civil War Era, p. 28.

^Studer, Columbus. Chapters 5 * 6 ;  Ohio State Journal. Dec. 22, 
I860, I85O-I860, passim, and espec. July 15, 1851.
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capital a number of prominent men, active in the world of the iron 
horse, who moved their homes to Columbus, among them W. B,Hubbard,
James Alexander, Benjamin E. Smith, M.M. Greene, J. R. Robinson and 
no doubt others. But to ehter a credit of that sort is to draw a very 
long bow, and should be avoided.

The cold fact is that not until the Civil War did the city capital
ize appreciably on the benefits to be derived from the new carriers, and 
not until after the war was a road built which would give Columbus a 
mighty oush forward. The famous Columbus and Hooking Valley Railroad, 
as it was first called, opened in 1868, brought in the cheap coal 
which enabled local industries to compote successfully.^

During the years with which we are concerned a number of evidences 
of progress in Columbus can be found; how much the railroads had to 
do with them is highly problematical —  in most cases, it would seem, 
little or nothing. What the Railroad Record said of Indianapolis in 
1355 was applicable also to Ohio’s capital; "Indianapolis, however, 
is relying too much on railways and too little on home industry.
The crossing of roads may make a village; but cannot make a city without 
internal resources to support them."^^

To sum up finally the relations of Columbus and the rail carriers, 
it is clear that the city was not very railroad-minded in the decade 
under consideration. A list of all the roads in the state in 1856 gave

^Roseboom, Civil War Era, p. 28. 
l̂ Rallroad Record. Feb. 15, 1855.
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a total of forty-six, of which five were "located" (had their head

quarters) in Cincinnati, three in Cleveland, and only one, the 

Colurnbus and Xenia which was but semi-independent, in Columbus.

When one considers the rather meagre support that the capital of Ohio 

gave to the many infant rail projects which sought its help, and in 

turn the anything but impressive benefits that were the first fruits 

of the rails, one is led to conclude that in early Ohio railroading, 

as in so many other things, one got out of it what one put in.

Individual and Collective Credit

One final matter remains on which a little must be said; the 

nature of the individuals and groups responsible for launching the 

early railroads. Is it predominantly to the engineers, the financiers, 

the lawyers, the businessmen, the politicians or the members of some 

similar category that we owe the beginnings of the Ohio rail system?

No clear-cut answer is possible since the groups overlapped to a great 

extent and the men involved have not been sufficiently identified.

It seems fairly evideht, however, that the designation "businessman" 

fits the largest number of those involved, a conclusion also reached 

in the case of the early rail enteiprises in Massachusetts.^^

In some instances the support for a railroad appears to have been 

widespread enough to warrant calling it virtually a community undertaking.

^^Ibid.. July 3. 1856.

Charles J. Kennedy, The Early Business History of Four Massa
chusetts Railroads, h.p., n.d.,pp.7^-75« (Reprinted from Bulletin 
of the Business Historical Society. Mar.-Dec., 1951.)
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as in the case of Zanesville and the Central Ohio road. (Columbus never 
appeared as wholly behind argr of its lines as Zanesville did in that 
case.) Such support, as we have seen, was two-fold: (l) individual
donations and investments in the comnany*s securities, and (2) munici
pal subscriptions to the canital stock or some similar forms of mone
tary aid. Certain additional Ohio roads, not among the four running 
to the capital, were also the objects of widespread backing from 
communities which they served, a pehnomenon in keeping with the 
ioneer or near-frontier character of those places.

The pioneer snirit, of which rugged individualism was often a large 
part, must not be over-rated in its relation to the early rail lines.
The spirit was much in evidence, but it nearlj'̂  always operated hand in 
hand with aid fron public funds and eastern bankers. The extent of 
oublie county, town and city) subscriptions to railroad stock
may be gauged from the fact that forty of the state's eighty-eight 
counties were levying special "railroad taxes" to pay for such stock 
in i860, by which time Franklin County and perhaps others had already 
paid off their obligations of that nature.

Public assistance for certain enterprises was no new thing, for 
the first important highway in Onio, Zane's Trace, received in 1796 
I'h't was perhaps the first federal land grant for internal imnrovements.

^Ohio Auditor of State, Annual Report for I860, p. ?2.
^^Beverley W. Bond, Jr., The Foundations of Ohio. Carl Wittke, 

ed., History of the State of Ohio (Columbus), I (1941), p. 388.
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18No federal land grants were ever made to Ohio railroads, however.

The extensive aid given by public authorities to incorporated companies

to build the early rail lines had been characterized as "a thoroughly
19mercantilist union of governmental policy and private interest."

It was in fact a thoroughly pragmatic, thoroughly American way of 

getting results.

What was even more typical, more American, it may be, than the 

means the railroad builders used was the belief underlying their efforts, 

that their enterprise, like their country, "was destined for greatness, 

but this greatness was growing, and would grow, out of beginnings that 

were small indeed." The author of the quotation gave as the most popu

lar expression of this belief the couplet heard for so many years on 

all sides:

Large streams from little fountains flow;
Tall oaks from little acoma grow.

Except for a few special cases, every pioneer railroad, in the

eyes of its sponsors, was destined to grow, to become a part, perhaps

the most important part, of a great rail system. There was a

"manifest destiny" for each line as for the country at large (although.

IBRalph S. Henry, The Railroad Grant Legend in American History 
Texts, n.p. ,n.d. , p. 194. (Jteprinted from Missisainnl ValTev HimtnM_ 
cal Review. Sept., 1945.)

^^Robert G. Black, III, The Railroads of the Confederacy. Chapel 
Hill, 1952, p. 42.

Arthur E. Bestor, Jr., "Patent-Office Models of the Good 
Society: Some Relationshios between Social Reform and Westward Ex
pansion," The American Historical Review. LVIII (Apr. 1953), 514.
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surprisingly, the term has not been observed in connection with the 

carriers.) To support a railroad in that springtime season of our 

history was to support a cause, a movement,in which spiritual values 

and hoped-for material rewards were in most satisfying balance.
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TABLE 2.

NUMBER OF C«IO RAILROAD CHARTERS AUTHORIZED

Part I - Charters tar Act of Laglslature
Laglslatlre All Railroads Halaged
Seaatoa* _ RaHroada to Colm^aa__

1329-30 1
1330-31
1311-32 12 3
1832-33
1333-3‘t 6
1834-35 7
1835-36 32 6
1336-37 11
1837-38 2
1838-39 4
1839-40 2
1840-*H 1
1841-42 2
1342-43
1343-44 3 1
1844-/»5 8 2
1845-46 11 2
1846-47 4 1
1847-48 15° 2
1846-49 12“ 2
1349-50 20 3
3350-51 21 2

Part II - Charters by Administrative Procedure® 
Calendar Year

1852 7. -

1853 37f 4
1354 1
1855 6̂ 1
1856 _

1857 3^ -

1358 3^ -

1859 235 1
I860

Totals 277 31
®With very few exceptions, railroad charters were passed by 
the legislature in the later year of each session,

^See Appendix A for explanation of this term,
^Negligible little mine "railroad" omitted,

includes an Indiana railroad constituted a corporation in Ohio,

®Soe Chapter Five for remarks on date of incorporation under this 
procedure, and on matter of street railways.
^Probably includes one street railway,
^Includes 21 street railways, one in Columbus.
^All street railways.
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TABLE 3.

RAILROADS RELATED TO COLDMBÜS - ORQANiaED 1830-1B60 
(Exclusive of street railway)

Na* Name of Railroad Date of Incorporation
Part I - Charters Obtained Act of Legislature

1 Mad River & Lake Erie     Jan. 5,1832
2 Columbus, Delaware, Marion & Sandusky   Feb. 8,1832
3 Milan & Columbus . . .    . . . . . . .  Feb. 11,1832
4 Columbus, Delaware, Marlon & Upper Sandusky . . . .  Feb. 29,3B36
5 Columbus, London & Springfield . . . . .    Mar. 12,1836
6 Columbus & Marysville     Mar. 14,1836
7 Cleveland, Columbus & Cincinnati    Mar. 14,1836
8 Muskingum & Columbus     Mar. 14,1836
9 Urtjana & Columbus® . . . . . . . . .    Mar. 14,1836
10 Colmnbus & Xenia     Mar. 12,1844
11 Columbus & Lake Erie . . . . . . . . . . . . .  Mar. 12,1845
12 Franklin & Washington . . . . .  . . . . . . . .  .. Mar. 12,1845
13 Columbus & Pittsburgh . . . . . .  ..............  Mar. 2,1846
14 Sorlngfield & Columbus . . . . . . . . . . . . . .  Mar. 2,1846
15 Central Ohio . . . . .  .......  . . . . . . . . .  Feb, 8,184?
16 Lancaster     Feb. 14,1848
17 Dayton, Springfield & Columbus     Feb. 24,1848
18 Springfield & Columbus®     Feb. 16,1449
19 Columbus, Piqua & Indiana . . . . . . . . . . . . .  Feb. 23,1849
20 Bellefontaine & Columbus  ........   Mar, 7,1850
21 Mad River & Miami Central . . . . . . . . . . . . .  Mar. 7,1850
22 Franklin, Pickaway & Ross County . . . . . . . . .  Mar. 20,1850
23 Great Eastern * Western . . . . . . . . . . . . . .  Mar. 24,1851
24 Dayton       Mar. 25,1851

Part II - Charters Obtained by Administrative Procedure®

25 Atlantic * Ohio................................. June 18,1853
26 Columbus,Dublin & Marysville..................  June 20,1853
27 Columbus & Hooking . . . . . . . . . . .  ......... July 11,1853
28 Scioto Valley . .  ...................    Sept. 21,1853
29 O h i o .......................................... Jan. 3,1854
30 Columbus, Bellefontaine & Chicago . . .  ............ May 20,1855

%ame changed to Urbana & Pittsburgh, March 7, 1851
^Name changed to Franklin & Ohio, March 20, 1851.
^Ostensibly a revision of No. 14, but actually a new railroad,
^ate of amendment to charter creating in effect a new railroad.

®See Chapter Five for remarks on date of incorporation under this 
procedure. The charter of the Columbus Street Rail Road Gonçgny, 
filed June 10, 1859, is not included.
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APPENDIX A

CHARTERS AND INCORPORATORS

I. The Charters

The number of Ohio railroad charters authorized in the years 
1830 to I860, inclusive, and the number of those which were for rail
roads related to Columbus are shown on Table 2. By "related to 
Columbus" is meant (l) naming Columbus as a point on their route, or 
(2) containing the names of Franklin County residents among the in
corporators. There are two exceptions; the Ohio Railroad (chartered 
January 3. 18$4) is included, although it meets neither requirement, 
because it was unmistakably intended to pass through Goluiràïus; tha 
Scioto and Miami Valley Railroad (chartered March 18, 1839) is 
omitted, although it named some Franklin County incorporators, because 
it seems to have had no relation to Columbus,

During the first years of the new procedure to incorporate a 
company the movement for street railways got under way in Ohio.
The charters issued to the earliest street railway companies cannot, 
in many cases, be distinguished from those for steam railroads. Con
sequently, rather than to include some and omit others, they have all 
been included in Table 2 which gives the number of charters. Since 
there is no doubt, however, as to the nature of ar%r charter referring 
to Columbus, Tables 3 and 4 relate only to steam railroads.
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One way of determining how much interest in railroads there was 
in Golumbus is to compare the number of "local" charters with the totals
for the state as a whole. The result is as follows :

OHIO railroad charters AND COLUMBUS'S SHARE THEREOF

No, of Charters Approx,
Total Related Ratio; Cols.

Period In State To Cols. To State
1830-1851 174 24 1 to 7

(Legis. charters)
1852-1860 103 7 1 to 15

(Admin, charters)
Total m 1 to 9

With the omission of charters clearly or presumably for street
railways the above figures will read:

1830-1851 174 24 1 to 7
1852-1860 72 6 1 to 12

Total 246 3Q_ 1 to 8

The amount of interest in railroads in Columbus is discussed in
Chapter Ten,

The thirty railroads related to Columbus are listed by name and 
date of charter on Table 3. Twenty-eight of them obtained one charter 
each, one obtained two charters (the C.C.& C,), and one obtained three 
(the Columbus, Delaware, Marlon and Sandusky.) Seven of the thirty
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actually built all or part of their line, namelyî

Mad River and Lake Erie 
C*C, 8r C,
Columbus and Xenia 
Columbus aiKl Lake Erie 
Central Ohio 
Springfield and Columbus 
Columbus, Piqua and Indiana

One or two others may have started construction but did not do much
more than that.

Three of the seven reaching the stage of operations did not build
as far as Columbus, namely;

Mad River and Lake Erie 
Columbus and Lake Erie 
Springfield and Columbus

The first named had no intention of going there; it merely designated 
some commissioners from Franklin County in the hone, it would seem, of 
raising money in that section. The two last named were too feeble 
to complete their undertakings.

One road, the Steubenville and Indiana, whose trains entered 
Columbus in 1857, is not listed at all because when it was chartered it 
had not planned to build to the capital and designated no incorpora
tors from Franklin County,

II, The Incorporators

listed on Table 4 are the names of all the commissioners or 
corporators designated in the foregoing charters whose olace of 
residence was given as Franklin County, with the exceptions noted, and
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with the further exception that in the cases of the Columbus and Hocking
F?ailroad (of July 11, 1853) and the Scioto Valley Railroad (of September
21, 1853) the names of all their incorporators are listed since their
charters give no place of residence. The total of sixty-five names
includes as a result some that do not belong there but which cannot
be removed, lacking adequate identification.

More than a third of the incoroorators, most of whom were among
the wealthier and more prominent citizens, were associated with at
least two rail enterprises. William ^eil's name appeared on nine
charters. In the fc'l^..lng tabulation of the number of different
railroads in which certain individuals were interested, the names of
those concerned with three or more are given.

Number of 
Number of Individuals
Railroads Interested Names of Individuals

9 1 William Neil
7 2 Ridgway, (Sr.), Dennison
6 1 Medaiy
5 2 Robert Neil, Goodale
4 2 W. S, SuUivant,Johnson
3 6 (Ridgway, (Jr.), Thomas, Andrews,
2 11
1 40_

Total 65

(Miller, M.L. SuUivant, Perry

In Chapter Two will be found some remarks on the subject of the 
role of the incorporators, variously known as commissioners and in
corporators, and the importance of knowing who they were.



APPENDIX B

PRAETERITIO

Before the last cage is reached a scattering of tonics must be 
barely mentioned, lest they be crowded out altogether by the inevit
able limitations of time and snace. Although certainly not of the 
first order of imoortance they are useful suggestions for further 
study in an area of history that has much to offer.

(1) Ohio Railroad Conventions - Just as railroads were among the 
early large-scale enterprises in Ohio based on orivate capital in 
comorate form, so conventions of railroad leaders were probably among 
the pioneer trade groups. It is not unlikely that out of some of them 
grew the pools and other restrictive practices which eventually led
to government regulation. There is considerable material at hand 
about these gatherings, many of them held in Columbus, which sometimes 
took place more often than once a year, in the decade before the Civil 
War.

(2) Ohio River as Obstacle - The Ohio was such an important artery 
of trade that one is prone to forget it was also a great barrier: 
oolitically, because to bridge it Congressional approval was needed; 
physically, because of its width, depth, current and the steep banks 
which flanked it. The principal railroads in this study could not 
cross it by bridge until after the Civil War,
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(3) Eastern Dynamism and Ohio Boom - Competition between the five 
great ports on the Atlantic seaboard to get, each for itself, all it 
could of the "western trade" caused them to stretch to the limit of 
their abilities the lines of transportation to the wealth beyond the 
mountains. Their first imoortamt impact on Ohio railroads was felt to
wards the end of the Mexican War when the state had recovered from the 
panic of 1837 and was resuming its upswing. The interactions of 
eastern expansion and Ohio "good times," to which would soon be added 
the flow of gold from California, played a vital part in the develop
ment of the state's rail lines and merit further study. Of particular 
interest might be a comparison of the relations with Ohio railroads 
enjoyed by the B. and 0. Railroad of Baltimore and the Pennsylvania 
Railroad of Philadelphia, between which companies and places rivalry 
became intense,

(4) The Neils and the Erie - The reverse of the foregoing situa
tion is found in the attempts of an Ohio capitalist to build a rail
road in his state that he could link to an oncoming eastern trunk 
line. William Neil of Columbus made numerous efforts to do this but 
always failed, once, it appears, after what must have been a dramatic 

struggle with his fellow-townsman Alfred Kelley. The former, at the 
head of a delegation from Ohio, appeared before the directors of the 
great Erie Railroad in New York to pleqd for a rail link to a line he 
was fathering. Kelley and a rival delegation pled in opposition and 
carried the day. Neil himself, both as stager-turned-railroader
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and as one who was seemingly (although the point is by no means clear) 
an unquenchable oromoter, would be an arresting figure in any study 
of Ohio's economic history. His Importance to a work centered on 
Columbus is obvious.

(5) Golumbus and the Hocking Region - Since it was the coming of 
Hocking coal that started Golumbus on its first great expansion the 
relations of the city and the region are significant. The people of 
the capital were very early aware of what the mineral wealth in the 
valleys would mean to them, but it was not until several years after 
the Civil War that effective steps were taken to bring it in large 
quantities to their city. The reasons for the delay would encompass 
a helpful study of Columbus and its economy, with perhaps some side 
glances at that "apathy" in industrial matters which editorial writers 
viewed with such alarm,

(6) The S,M,& N, and the S,& H.V,R.R,*s - The story of two 
tragic rail enterprises, having little to do with Columbus but ramify
ing into almost every aspect of the early Ohio iron horse, deserves a 
telling. The Sandusky, Mansfield and Newark Railroad began as one of 
the pair of lines —  the other was the Mad River road —  starting 
operations in 1838 in the lake port of Sandusky. For reasons still 
obscure it changed its gauge from the Ohio norm to the out-size of 
five feet, four inches, had reached inland as far as Newark by 1851, 
and dreamed of a route of the same gauge from top to bottom of the 
state. It persuaded a grou > of naive souls in Portsmouth, on the Ohio
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River, to adoot the same gauge on a line they were seeking to build 

northward to the central oart of the state under the name of the Scioto 

and docking Valley Railroad, The two roads were to meet at Newark, 

completing the cross-state line. The southern nortion was left un

finished, the work more than half completed, when financial disaster 

overtook it. The northern oart became involved in questionable deal

ings of one sort and another and wrote one of the first dark charters 

in the rail history of the state. One might profitably study this 

early case of Ohio railroad financiering, a subject which in later 

years was to bulk so large in the public's mind.

Also useful and lore heart-warming would be a study of the 

misguided little oartner line from Portsmouth. The commonplace, 

small-town men who started that venture on a shoestring displayed, 

before going down for the last time, a degree of courage, decency and 

determination worthy of a better fate and tyoical of the great majority 

of the builders of Ohio's early rail lines.



A SKLGCrrVS BIBLIOGRAPHY

From the rather large amount of material examined the items 
listed below have been found, in general, the most useful. Certain 
obvious aids to scholarshio, such as the Dictionary of American 
Biography and other standard reference works, are omitted.

I. UNPUBLISHED MANUSCRIPT OR TYPESCRI'T? MATERIALS

a) Minutes of Meetings of Railroad Company Stockholders and Directors.
In some cases the minutes of both sorts of meetings are in the 

same volume. They are all in manuscript, in the main offices of the 
successor corporations (which are indicated below in parentheses). 
Minutes of the following companies were read, in nearly every case 
in their entirety, to the extent that they were available.

Cleveland, Columbus and Cincinnati Railroad (NYC)
Cleveland, Painesville and Ashtabula Railroad (NYC)
Columbus and Indianapolis Railroad (PRR)
Columbus and Xenia Railroad (PRR)
Columbus, Chicago and Indiana Central Railway (PRR)
Columbus, Piqua and Indiana Railroad (PRR)
Columbus, Springfield and Cincinnati Railroad (NYC)
Sandusky, îfensfield and Newark Railroad (B & 0)
Scioto and Hocking Valley Railroad (B & 0)
Springfield, Mt. Vernon and Pittsburgh Railroad (NYC)
Steubenville and Indiana Railroad (PRR)
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b) Miscellaneous Unpublished Material

In addition to the items below, registers, account books, securi
ties, notes and papers of various railroads were also examined,
Cincinnati, Hamilton and Dayton Railroad, MSS Collection at the Ohio 

State Archaeological and Historical Society, Golumbus,
Columbus City Council, Journal of, for 1847,
A Corporate History of the Baltimore and Ohio Railroad Company as of

June 30, I9I8, Prepared in Accordance with the Requir«nents of
Valuation Order No, 20 of the Interstate Commerce Commission,
May 13, 1915.

A Corporate History of the New York Central Railroad Conpany as of
June 30, I9IB, Prepared in Accordance with the Requirements of
Valuation Order No, 20 of the Interstate Commerce Commission,
May 13, 1915,

A Corporate History of the Pennsylvania Railroad Company as of June 30, 
I9I8. Prepared in Accordance with the Requirements of Valuation 
Order No, 20 of the Interstate Commerce Commission, May 13, 1915.

Indianapolis and Cincinnati Railroad, Papers of H. C, Lord, President, 
I858-I869, MSS Collection at the Ohio State Archaeological and 
Historical Society, Columbus,

Kelley, Alfred, Estate of. File No. 3609, Franklin County Probate Court,
Luczka, Vera, "The Effect of Rail Transportation Upon the Economic 

Growth of London, Ohio," Unpublished Master’s Thesis, The Ohio 
State University, 194?,

Read, Ira Jay, "A History of the Marietta and Cincinnati Railroad," 
Unpublished Master's Theads, The Ohio State University, 1936,

Rech, Carl J,, "The Muzzy." Typescript of address delivered in
Cambridge, Ohio, 1948, In the files of the Baltimore and Ohio 
Railroad, Baltimore, Maryland,

Scioto and Hocking Valley Railroad, MSS Collection at the Ohio State 
Archaeological and Historical Society, Columbus,

Unstad, lyder L,, "A Survey of the Industrial and Economic Development 
in Central Ohio with Special Reference to Columbus 1797-1872,“ 
Unpublished Ki.D, Thesis, The Ohio State University, 1937,
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II. PUBLISHED WORKS

a) Annual Reports of Railroads.

Practically all early railroads seem to have printed their annual 
reports in pamphlet form. In certain cases where they were not readily 
available as originally printed, they were read as renrinted, in t*ole 
or in part, in a newspaper or magazine. One or more, nearly always 
more, reports were read of each of the following railroads:

Baltimore and Ohio 
Bellefontaine and Indiana 
BeHefontaine Railroad Line 
Central Ohio
Cincinnati, Hamilton and Dayton
Cleveland, Columbus and Cincinnati
Clinton Line
Columbus and Xenia
Dayton and Western
Eaton ard Hamilton
Franklin and Warren
Indianapolis, Pittsburgh and Cleveland
Little Miami
Mad River and Lake Erie
Mansfield and Sandusky City
Marietta and Cincinnati
New York and Erie
Ohio and Pennsylvania
Pennsylvania
Sandusky, Dayton and Cincinnati 
Sandusky, Mansfield and Newark 
Springfield, Mt. Vernon and Pittsburgh 
Steubenville and Indiana

b) Government Reports and Publications
(Ohio) Auditor of State, Annual Reports. 1837-1851. I860,
(Ohio) Board of Public Works, Special Report in Relation to the Building 

of Railroad Bridges Across the Canals of the State by Railroad 
Companies. March 10, 1852.

(Ohio) Commissioner of Railroads and Telegraphs, Annual Reports. 1867, 1870, 1880.
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(Ohio) Commissioner of Statistics, Annual Reports. 1837-1865.
(Ohio) House of Representatives, Report of the Committee on Public 

Works to Whom was Referred the Petition of Thomas Pinkerton 
and Others. Asking the Sale of the Public Works Owned by the 
State. March 15, 1854.

Ohio Local Lavs. 1830-1852.
Ohio General Laws. 1830-1852.
(Ohio) House of Representatives, Report of the Select Committee on

the Memorial of the Columbus and Sandusky Turnpike Company Praying 
for Relief. Presented by Mr. Parsons, January 2U, 1844.

(Ohio) Secretary of State, Annual Report on the Condition of the 
Common Schools. 1850.

(Ohio) Secretary of State, Map of the Railroads and Canals in Ohio. 
Columbus, 1855.

(Ohio) State Commissioner of Common Schools, Annual Report. I860.
(U.S.) ^srael Û, Andrew0 Andrews' Report. Riirty-second Congress,

First Session, SenaCe Executive Document No. 112, Washington, 1852.
(U.S.) Compendium of the Seventh Census (1850), Washington, 1854.
(U.S.) Census Office, Eighth Census (I860): Preliminary Report.

Washington, 1862; Manufactures of the United States. Washington, 
1865: Statistics of the United States. Final Exhibit. Washington, 
1866.

(U.S.) Work Projects Administration, Ohio. Annals of Cleveland;
BibllQ&rSB&lqsl  lnd«c to Cleveland Periodicals.
Cleveland, 1939.

(c) Magazine Files

American Railroad Journal. 1836-1860.
Bulletin of the National Railway Historical Society. 1951-1953.
Ohio State Archaeological and Historical Quarterly. 1887-1953.
Railroad Record. 1853-1869. (Piles incomplete, in the Ohio State 

Archaeological and Historical Society.)

Railway and Locomotive Historical Society Bulletin. Nos. 1-87.
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d) Newspaper Files

A few papers, in which only one or t wo issues were examined, are 
not included.

Liberty Hall & Cincinnati Gazette. 1832.
Cleveland Herald. 1846-1847.
(Golumbus) The Columbian. 1853.
(Golumbus) Ohio Register & Anti-Masonic Review. 1832.
(Golumbus) Ohio State Journal. 1825, 1827, 1831, 1832, 1843,

1845-1855, 1857, 1859-1860.
(Columbus) Ohio Statesman. 1844-1851, 1853-1855, 1859.
GdlW%a Sentinel. 1832.
Delaware County Journal & Ohio State Gazette. 1831-1833.
(Springfield) Ihe Republic. 1843-1845.
(Steubenville) The American Bhion. 1855.
Uitana Citizen & Gazette. 1853-1855, 1859.
Xenia Torchlight. 1841-1850.

e) Railroad Pamphlets and Reports Other Than Annual

There is a large body of printed matter, mostly in pamphlet form, 
which was put out by the railroads and their friends, a great deal of 
it helpful. In particular, the Reporte of Proceedings of the frequent 
railroad conventions, many of them held in Golumbus, are inçjortant.
Since the latter type pamphlet was issued under a wide variety of 
titles, all such material has been grouped here for the sake of convenience 
under a single title.

1-Reports of Proceedings of the following railroad conventions:
1852, May 4, at Columbus.
1852, December 7,8, at Golumbus.
1854, January 18, at Columbus.
1854, November 23, at Cleveland.
1856, October 1, at Cleveland.
I860, October 10, at Columbus, (photostat).

ii-Other Railroad Pamphlets and Reports (grouped by railroads)
Considerations Respecting the True and Proper Route for the Baltimore and 

Ohio Railroad. Wheeling, 1850.
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Reports of the MaJorlt-V and Minority of the Committee on Western
Connections of the Baltimore and Ohio Railroad. Baltimore, 1857»

Ebchibit of the Central Ohio Raiirnad Company. New York, 1851.
Report of the Canal In.1 unction Case. Argued at Mt. Vernon. Ohio.

Ifebrch 24. 26. 1852. Columbus, 1852.
Address to the Stockholders of the Central Ohio Railix>ad, Zanesville, 

1852.
[Central Ohio Railroa^ , Memorial, to the Honorable, the House of 

Representatives of the State of Ohio, n.p.n.d. (18527).
Statement of the Condition and Prospects of the Central Ohio Railroad. 

March 3. 1853. New York, 1853.
Exhibit of the Central Ohio Railroad Company. March 1854. Baltimore,

1854.
Report of the Committee of the [Zanesvill^ City Council in Relation

to the Management of the Central Ohio Railroad. n.p.,n.d. (18547).
Reply of the Central Ohio Railroad Committee to Application of City 

Council of Zanesville in Relation to Late Car and Locomotive 
Contracts. Zanesville, 1854.

Re.loinder by Henry Blandv to the Reply of J. H. Sullivan. President of 
the Central Ohio Railroad to the City Council of Zanesville. 
Zanesville, 1854.

Report of Mr. Bolman in Relation to the Central Ohio Railroad. Baltimore, 
1854.

Letter of H. J. Jewett. President of the Central Ohio Railroad Company. 
to the President and Directors of the Baltimore arrf. Ohio Railroad 
Company in regard to the Connection Between the Two Roads.
Baltimore, 1858.

Statement of the Existing Controversy Between the Two Lines of Railroads 
frtm Cincinnati to Lake Erie. (Letter to stockholders of the 
Cincinnati. Hamilton & Dayton Railroad). Cincinnati, 1854.

Report of the Investigating Congnittee of the Cincinnati. Hamilton and 
Dayton Railroad Company. Cincinnati, 1858.
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Williams, C., Repom jn the Preliminary Surveys of the Cleveland. 
Columbus and Ci: innatl Railroad to the President and Directors. 
Cleveland, 1846.

Report on the Survey: ̂  Estimates and Income of the Cleveland. Columbus 
and Cincinnati llroad to the President and Directors. Cleveland,
1848.

Circular of the Cleveland. Columbus and Cincinnati Railroad Company 
Relative to De]:̂ ^re County. (Ohio) Six Per Cent Bonds. New York 
1850.

Ewing, T. [Brie^ for the Bond-Holders, Circuit Court for the Northern 
District of Ohio, The Cleveland and Columbus Fsi^ Railroad 
Comparer and Di’' .'3 Bond-Holders, At s., Christian A. Zabriska
^̂ î J # n»p.,i>fci.

Exhibit of the Columbus. Piqua and Indiana Railroad Company. Piqua,
June 25. 1852. New York, ibpZ.

/"Exhibit o^ Columbus. Piqua and Indiana Railroad Company. n.p.,n.d., 
(PhilaTelph.  ̂ '3?).

Columbus, Piqua and Indiana Railroad Company, Brief for the Company, 
George S. Coe, Trjjtee, vs Columbus, Piqua and Indiana Railroad 
and Others, Common Pleas of Franklin County, June, 1857.

Second Exhibit of the Dayton a Michigan Railroad Company. Miy 1. 1854. 
Troy, Ohio, 3854.

Exhibit of uhe Hill, "oueh and Cincinnati Railroad Company. Cincinnati,
1849.

Mitchell, O.M., Engineer, Survey of Little Miami Railroad. Reports and 
Estimates Made to the Board of Directors. Cincinnati, 1837.

Explanatory Letter to the Stockholders of the Little Miami Railroad 
Company. Cincinnati, 1854.

Report of the Joint Committee to the Directors of the Mansfield and 
Sandusky and of the Columbus and Lake Erie Railroad Companies. 
Sandusky, 1849.

Report of the Investigating Committee of the Ohio and Pennsylvania 
Railroad Company. Pittsburgh, 1855.

Mansfield, Professor Edward D., On the Railway Connections of Phila
delphia With the Central West. Philadelphia, 1853.
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Report of the Investigating Committee of the Pennsylvania Railroad 
Company. Philadelphia, 1874,

Sandusky. Dayton and Cincinnati Railroad Compsny. Report to the Stock 
and Bondholders of. Golumbus, 1858.

Report of the Coimnittee of the Bondholders of the Sandusky. Dayton ahd 
Cincinnati Railroad Company. Boston, I860,

Exhibit in Relation to the Present Condition of the Springfield. Mt. 
Vernon and Pittsburgh Railroad Company, Philadelphia, 1852,

Exhibit of the Steubenville and Indiana Railroad Company. Baltimore, 
1854.

f) Other Published Material

A great many local histories were consulted, in most cases to no 
avail. Only the ones most helpful are listed below, A few general 
histories and studies of railroads were also examined and in some 
cases read but they had little to contribute to this study,

i-Local Histories
Kennedy, James Harrison, A History of the City of Cleveland. 1796-1896, 

Cleveland, 1896.
Lee, Alfred E. History of the City of Columbus. Capital of Ohio,

2 vols. New York and Chicago, 1892,
Martin, William T, History of Franklin County. Columbus, 1858.
Peeke, H, L, The Centennial History of Erie County. Ohio. 2 vols, 

n.p., 1925.

Rayner, John A,, ccanp. The First Century of Piqua. Ohio. Piqua, 1916.
Rose, William Ganson, Cleveland. The Making of a City. Cleveland and 

New York, 1950.
Schneider, Norris F, Y Bridge City, The story of Zanesville and 

Muskingum County, Cleveland and New York, 1950,
Studer, Jacob H, Columbus. Ohio: Its History. Resources and Progress,

n.p., 1873.
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Sutor, J.Hope, Past and Present of the City of Zanesville and Muskingum 

County. Ohio. Chicago, 1905.
Waggoner, Charles, ed. History of the City of Toledo and Lucas County. 

Ohio. New York and Toledo, 1888,
Wolfe, William G. Stories of Guernsey County. Ohio. Cambridge, Ohio, 

1943.

ii-General and Miscellaneous

American Railway Guide and Pocket Companion. New York, 1851» jFacsimil^
Anon. A Memorial from the Citizens of Columbus on the Subject of an 

Armory and Arsenal to be Established by the General Govemraent at 
Columbus. Ohio. Columbus, 1862.

Anon. Observations of Railroads in the Western and Southern States and 
of the Introduction of the Pioneer Systan for Their Construction. 
With Remarks on the Importation of Foreign Iron. (Reprinted from 
the Cincinnati Chronicle and Atlas.) Cincinnati, 1850.

Anon. The Railroads of Ohio. Their Rise and Progress. (Reprinted from 
the Cincinnati Gazette of January 28, 1862.) Cincinnati, 1862.

Appleton* 3 Railway and Steam Navigation Guide. New York, June, 1858.
Association of American Railroads. Quiz on Railroads and Railroading. 

Washington, 1940.
Atwater, Caleb, A History of_toe State of Ohio. Natural and Civil.

2nd ed. Cincinnati, ^838^
Baker, George Pierce. The Fondation of the New England Railroad 

Systems. Cambridge, Massachusetts, 1949.
Bateman, Carroll. The Baltimore and Ohio. Baltimore, 1951.
Bates, The Hon. James L. Alfred Kelley. His Life and Work. Golumbus, 

1888.
Black, Robert L. The Little Miami Railroad. Cincinnati, 1941.
Bogart, Ernest Ludlow. Internal Improvements and State Debt in Ohio.

New York, 1924,
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Bryan, James A, The Ohio Annual Register...for the Year 1835.
Columbus, ^ 3 ^

Burgess, George Heokman, and Kennedy, Miles C, Centennial History of 
the Pennsylvania Railroad Company. 1846-1946. Philadelphia, 1949.

Chevalier Michel. Histoire et Description des Voies de Communication 
aux Etats-Unis. 2 vols. Paris, 1841.

Church, S.H., comp. Corporate History of the Pennsylvania Lines West
of Pittsburgh. 13 vols. n.p. 1906,

Cincinnati. Columbus. Cleveland and Erie Railroad Guide. Columbus, 
1854.

Columbus City Directories for the years 1843-1344, 1848, 1850-1851,
1852, I86O-I862, respectively, published under various names,

Columbus. Ohio. Map of. Published by Burr and Randall, Columbus, 1853.
Davies, Elwyn G. A Treatise on the Law of j o h l o l Corporations.

2 vols. Cincinnati, 1942. ^
Dickens, Charles. "American Notes for General Circulation." The 

New World, II (November, 1342), Nos. 8,9 jchapter Y1 ̂
Driggs, George, comp. Corporate History. Mortgages. Principal Leases.

Agreements. Deeds and Papers of the Pittsburgh. Cincinnati and 
St. Louis Railway Company. Several vols. Pittsburgh, 1876.

Flint, Henry M. The Railroads of the United States. Philadelphia, 1868.
Fre«nan, Edmund Arthur, comp. Baltimore and Ohio Railroad Company and 

Its Subsidiaries, a Bibliography. Washington, 1927, and 
Supplement, 1940.

Gephart, William F. Transportation and Industrial Development in the 
Middle West. Columbia University Studies in History, Economics 
and Public Law, Vol. XXXIV. New York, 1909.

Gerstner, Franz Anton Ritter von, Berichte aus den Vereinigten Staaten 
von Nordamerica. Leipzig, 1839.

Die Innem Communicationen der Vereinigten Staaten
Nordamerica. 2 vols. Wien, 1842.
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Hampton, Taylor. The Nickel Plate Road. Cleveland and New York, 19̂ 7.
Harlow, Alvin F. The Road of the Century. New York, 19̂ 7.

_________. Steelways of New England. New York, 1946.
Howe, Henry. Historical Collections of Ohio. Cincinnati, 1904.
Hunphries, Eck, The Railroads of Morgan County. McConnellsville,

Ohio. 1931.
Hungerford, Edward. Men of Erie. New York, 1946.
James' Travelers Companion; _ .Being a Cpnmlete Guide .Through the West

aivi South. Cincinnati, 1853.
James' Railroad and Route Book for the Western and Southern States. 

Cincinnati, 1853.
Jenkins, Warren. Ohio Gazeteer and Traveler's Guide. Columbus, 1837.
Jordan, Philip D. The National Road. Indianapolis and New York, 1948.
Kelley, Hermon Alfred, comp. A Genay History of the Kellev

Family. Cleveland, 1397.
Kent, Mjurvin, History of the Aslanti^ and Gfrea3 W tester^ R &.l7 - 

R |ya3 . Address at Fifth Æinual Reunion or Ola A, * 0. w.
Ekflpl<ÿyees, Randolph Park, near Kent, Ohio. April 26, 1899.

Kilboum, John, conçj. Public Documents Concerning the Ohio Canals.
Columbus, 1832.

Kohlmeier, A. L. The Old Northwest as the Keystone of the Arch of the 
American Federal Union. Bloomington, Indiana, 1938.

Mead, David. Yankee Eloquence in the Midwest; the Ohio Lyceum 1850- 
1870. East Lansing, Michigan, 1951.

Meyer, Balthasar Henry, director, and MacGill, Caroline E., History 
of Transportation in the United States Before I860. Washington,
1917.

Moody'3 Manual of Investments - American and Foreign - Railroad Securities. 
New York, 1951.

Poor, Henry V. History of the Railroads and Canals of the United States.
2 vols. New York, i860.
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Rodgers, III, Andrew Demy. "Noble Fellow” Willtam Starling Sullivant. 
New York, 1940.

Roseboom, Eugene H. The Civil War Bra. Carl Wittke, ed.,
The History of the State of Ohio. Golumbus, 17, 1944,

Schotter, H.W. The Growth .-jid Development of the Pennsylvania Railroad 
Company. 2nd ed., Philadelphia, 1927.

The Shipper’s Guide. Buffalo, 1859.
Smith, William Prescott. The Book of the Great Railway Celebrations of 

1857. New York, 1858.
Stow, F.H., comp, and arr. The Capitalist's Guide axvi Railwa,y Anr|iia1 

for 1859. 'New York, 1859.
Sullivant, Joseph. A Qene&logy and Family Memorial. Columbus, 1874.
Weisenburger, Francis P. The Passing of the Frontier. 1825-1850.

Carl Wittke, ed., The History of the State of Ohio. Columbus,
HI, 1941.

Wilcox, James A ., conç., Statutes for the Organization of Cities and 
Villages and General Ordinances of the City of Columbus in Force. 
January 1. 1858. Columbus, 1858.

Yaple, Alfred. Reminiscences of Alfred Kelley. Cincinnati, 1875.

g) Articles

Allen, Hon. John W, "Our First Attempt at Railroad Building," Annals 
of the Early Settlers' Association of Cuyahoga County. (1884), 
96-98.

Anon, "The Erie and Kalamazoo Railroad," Historical Society of North
western Ohio Quarterly Bulletin. XII (April, 1940) No. 2.

Anon. "Lake Commerce," The Herald of Truth. II (1847), 113-120.
Callahan, James Morton. "The Pittsburgh-Wheeling Riyalry for Commercial 

Headship on the Ohio," Ohio State Archaeological and Histprdoal 
Quarterly. XXII (1913), 40-54.
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Hicks, Clara Belle. "The History of Penal Institutions in Ohio to 
1850," Ohio State Archaeological and Historical Quarterly, 
m i l l  (1924), 359-426.

Howells, William Dean, "In an Old-Time State Capital," Harper's 
Monthly Magazine. CXXIX (1914), 593-603; 740-751; 921-930.

Hulbert, Archer Butler. "The Indian Thoroughfares of Ohio," Ohio State 
Archaeological and Historical Quarterly. VIII (1900), 264-295•

Huntington, C.C. "A History of Banking and Currency in Ohio Before the 
Civil War," Ohio State Archaeological and Historical Quarterly.
XXIV (1915), 235-539.

Kelley, N. "The Beginnings of Corporate Existence in Ohio," University 
of Cincinnati Law Review. VI (1932), 44-54.

Kennedy, Charles J. "The Early Business History of Four Massachusetts 
Railroads," Reprinted from the Bulletin of the Business Histoid.cal 
Society. March-December, 1951.

Kennedy, J. H. "The American Railroad: Its Inception, Evolution and
Results," Magazine of Western History. VIII (1888), 113-138.

Leland, Cyrus Powers. "The Ohio Railroad. That Famous Structure Built 
on Stilts," Magazine of Western History. XIII (1891), 742-756.

Osgood, Richard H. "Some Recollections of the First Railroad Car
Building in Columbus, 0., and of the First Railroad Built into the 
City," The "Old Northwest" Genealogical Quarterly. XIV (1911), 117-128.

Paxson, Frederic L. "The Railroads of the 'Old Aorthwest* Before the 
Civil War," Wisconsin Academy of Sciences. Arts and Letters 
Transactions. XVII, Ft. I (Oct. 1912), 243-274.

Porter, Eugene 0. "Financing Ohio's Pre-Civil War Railroads," Ohio
State Archaeological and Historical Quarterly. LVII (1948), 215-226.

Reardon, William J. "A Little Known Tunnel," Bulletin of the Historical 
and Philosophical Societv of Ohio. IX (1951), 227-233.

Reizenstein, Milton. "The Eco|)omic History of the Baltimore and Ohio
Railroad 1827-1853," Johns Hopkins University Studies in Historical 
and Political Science. 15th Series, VII-VHI (3897), 275-3 3̂.
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Rosenbaum, Irwin S, "Legislative History of the Public Utilities 

Commission of Ohio," Cincinnati University Law Review. Ill 
(1929), 138-164.

Stewart, Leola M, "Sandusky, Pioneer Link Between Sail and Rail,"
Ohio State Archaeological and Historical Quarterly. LVII (1948),
227-236.

Thom, William B. "Early History of the Old Bee Line Railroad and 
Its Completion by Hon. Alfred Kelley in 1851," Firelands 
Pioneer. New Series, XXII (1921), 104-122.

Westbay, J. H. "The Standardization of the Track Gauge of American 
Railways," Bulletin of the Railway and Locomotive Historical 
Society. No. 34 (May, 1934), 28-35.
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